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This is a mostly chronological file of media reports on topics of interest to Felix Kramer, CalCars' founder. You'll see an evolution since 2001 from a focus on fuel cell vehicles to electric vehicles, hybrids and finally, plug-in hybrids.

 The most recent items are at the end. Send comments to fkramer@calcars.org 

CALCARS COULD USE A VOLUNTEER TO REORGANIZE THIS FILE INTO CATEGORIES (WHILE KEEPING THEM IN ONE FILE); then we could use several volunteers to manage one or more of the topical areas and maintain a weblog on current news in that area.

  
BELOW ARE A PROPOSED CLASSIFICATION SCHEME (SUGGESTIONS WELCOME):

1. TECH: Advanced technologies (including hybrids, batteries, fuel cells)

2. MARKET: local, government, private fleets, consumers, environmental -- trends, actions

3. BUSINESS: Auto + supplier industry developments, announcements, possible partners, investors

4. IMPACT: social, environmental  reports, trends, benefits

5. KEY: most important validating models, trends, competing solutions

http://www.rand.org/scitech/stpi/ourfuture/GameChangers/hydrogenfuel.html

"Yes, my friends," [said Cyrus Smith], "I believe that one day water will be used as a fuel -- that the hydrogen and the oxygen which constitute it, separately or simultaneously, will provide an inexhaustible source of heat and light of an intensity unknown to petroleum. One day, instead of being fired with coal, steamships and locomotives will be propelled by these two compressed gases, which will burn in their engines with enormous energy. Thus there is nothing to fear. As long as the earth is inhabited it shall provide for the needs of its inhabitants, and they will never want for light or heat... Water is the coal of the future."

"That I'd like to see," said the sailor. 

Jules Verne, The Mysterious Island, 1874 

"I believe that water will one day be employed as fuel, that hydrogen and oxygen which constitute it, used singly or together, will furnish an inexhaustible source of heat and light, of an intensity of which coal is not capable. Water will be the coal of the future." 
Jules Vernes (1870) "L´île mystérieuse

California Fuel Cell Partnership The Partnership -- a path-breaking collaboration of auto companies, fuel providers, fuel cell technology companies and government agencies -- plans to demonstrate up to 60 fuel cell-powered cars and buses in California by 2003,

http://www.forwarddrive.com/resources/links.html

Jim Motovalli links to clean car and fuel cell sites

http://www.cleancarcampaign: anemic effort

http://www.ch2bc.org/ California H2BizCouncil

http://www.trimolgroup.com/index.html is a company developing aluminum fuel cells (slowly, mid-2002)

Fuel Cells 2000 is the leading nonaligned source of information about fuel cells. To encourage fuel cell collaborations and industry advancements, Fuel Cells 2000 offers many services on www.fuelcells.org - the Fuel Cell Directory, the Fuel Cell Match Maker, the monthly Fuel Cell Technology Updates, the Fuel Cell Quarterly, and the Fuel Cell Career Center.

http://www.fuelcells.org/quotes.htm

I believe fuel cell vehicles will finally end the hundred-year reign of the internal combustion engine as the dominant source of power for personal transportation. It's going to be a winning situation all the way around - consumers will get an efficient power source, communities will get zero emissions, and automakers will get another major business opportunity - a growth opportunity." William C. Ford, Jr., Ford Chairman, International Auto Show, January 2000 

"Of all the technologies, the fuel cell car seems to be the most promising, it has a good chance of becoming the next mass market car." Byron McCormick, co-director of General Motor's Global Alternative Propulsion Center 

"The fuel cell is the most promising option for the future. We are determined to be the first to bring it to market." - Juergen Hubbert, DaimlerChrysler. 

"Fuel cell vehicles will probably overtake gasoline-powered cars in the next 20 to 30 years." Takeo Fukui, managing director, Research and Development, Honda Motor Co., Bloomberg News, June 5, 1999. 

http://www.whitehouse.gov/news/releases/2002/02/20020225-5.html  Bush statement:

We happen to believe that fuel cells are the wave of the future; that fuel cells offer incredible opportunity. 

http://www.nytimes.com/2002/01/14/opinion/14MON2.html

January 14, 2002

Spencer Abraham's Dream Car

Coming from an administration fixated on producing more of the same old fossil fuels, Energy Secretary Spencer Abraham's promise on Wednesday of a major government investment in fuel-cell cars powered by pollution-free hydrogen seemed almost revolutionary. Yet environmentalists who have parsed the announcement are not turning cartwheels. And for good reason. Despite hydrogen's immense promise, the administration's plan is in fact a setback for greater near-term fuel efficiency, for reducing our reliance on Middle Eastern oil and for slowing global warming. 

It is also nothing new. The Clinton administration invested in fuel cell technology, both for mobile sources of pollution like cars and stationary sources like buildings. Fuel cells use stored hydrogen and oxygen to create electricity, emitting only water vapor. Yet there is no infrastructure in place for delivering hydrogen to cars, and a commercially viable vehicle with an on-board system for converting natural gas into hydrogen is, by many estimates, decades away.

Meanwhile, the administration is getting rid of the only program that seemed to be making any headway — a joint industry-government undertaking begun by Vice President Al Gore called the Partnership for a New Generation of Vehicles. Mr. Abraham belittled the program because it had no chance of reaching Mr. Gore's lofty target of a commercially viable car that could get 80 miles a gallon by 2004. Nevertheless, the investment so far — $1.5 billion from Washington, at least that much from Detroit — has not only created useful technologies, but also contributed crucially to the development of a viable hybrid gas-and-battery-powered car capable of well over 40 miles per gallon. Detroit plans to bring hybrid models to market in the next two years; the Japanese are already there. 

Any federal pressure on Detroit to proceed with this program and develop high-mileage family sedans in the near term appears now to have vanished. Yet the next 10 to 20 years are vitally important to anyone who cares about urban smog, about acid rain (vehicles contribute to that, too) and about global warming. Americans will buy 150 million vehicles during the next decade, and Mr. Abraham's program won't do a thing to reduce the amount of oil they will consume. Nor will it do anything to reduce America's near-term dependence on foreign oil, which was supposed to be one of the main objectives of the Bush energy program.
One small source of hope is that the administration has yet to slam the door on a possible increase in fuel economy standards. Although the White House offered no support last summer when a group of moderate Republicans led by Sherwood Boehlert of New York tried to mandate higher mileage for gas-guzzling S.U.V.'s, Mr. Abraham may yet recommend some slight improvement in mileage standards, which have remained largely untouched for over a decade.

Tiny improvements, however, are not going to arrest global warming. Mr. Abraham calls his new vehicle the Freedom Car, presumably because it will free us from fossil fuels and the countries that produce them. We hope he is right. In the meantime, though, the only people set free are the manufacturers, now relieved of the obligation (absent strong new fuel economy standards) to produce serious breakthroughs in the next few years. 

http://www.nytimes.com/2002/01/20/opinion/L20SPEN.html

January 20, 2002

Dream Car Made Real

To the Editor: 

You criticize the Energy Department's move toward hydrogen fuel cells for future cars, and you say I "belittled" the Partnership for a New Generation of Vehicles, the current fuel-efficiency program ("Spencer Abraham's Dream Car," editorial, Jan. 14).

The Transportation Department is charged with considering changes in corporate average fuel economy, or CAFE, standards. That review is taking place.

What I can do as energy secretary is promote research into energy efficiency. With respect to fuel-efficient vehicles I had three choices: first, continue with P.N.G.V., a $1.5 billion program universally recognized as nowhere near producing a car that anyone would want to buy. Second, pull back all research money in this area; or third, propose a program to create a new car engine that uses no petroleum and emits no pollution. 

We chose the third course: hydrogen fuel cells suitable for all vehicles that can move us beyond fossil fuels and free us from dependence on imported oil. Such a vehicle can be a reality and would indeed be my dream car. 

SPENCER ABRAHAM

Secretary of Energy

Washington, Jan. 15, 2002

http://www.energy.gov/HQDocs/speeches/2002/janss/FreedomCar.html

Remarks by Spencer Abrahamon FreedomCAR Detroit, MIJanuary 9, 2002 
Welcome. Thank you all for coming. And I want to say how honored I am to be joined this morning by a very distinguished group of leaders: Sharing the podium with me today are Jack Smith, Chairman of General Motors' Dieter Zetsche, President and CEO of the Chrysler Group and Will Boddie, Vice President of Global Core Engineering for Ford and Senator Carl Levin. I also want to recognize Representatives John Conyers, John Dingell, Joe Knollenberg, Sander Levin, and Lynn Rivers who are with us today. Thank you all for coming. 

I also want to thank Governor John Engler for his energetic leadership and support of this important initiative for the auto industry. The Governor has a prior commitment in Lansing and is unable to attend today, but I want to acknowledge his assistance. 

I am pleased to be here today to announce a new public-private partnership between my Department and the Nation's automobile manufactures to promote the development of hydrogen as a primary fuel for cars and trucks, as part of our effort to reduce American dependence on foreign oil. 

Under this new program, which we call FreedomCAR, the government and the private sector will fund research into advanced, efficient fuel cell technology which uses hydrogen to power automobiles without creating any pollution. 

The long-term results of this cooperative effort will be cars and trucks that are more efficient, cheaper to operate, pollution-free and competitive in the showroom. 

This plan is rooted in President Bush's call, issued last May in our National Energy Plan, to reduce American reliance on foreign oil through a balance of new domestic energy production and new technology to promote greater energy efficiency. 

The idea of bringing together the public and private sectors to develop more efficient and affordable automobiles is also something I worked on very hard with Sen. Levin and others when I was in the U.S. Senate. As Secretary of Energy I am excited about continuing that work and promoting the promise offered by fuel cell technology to help us achieve an entirely new generation of vehicles. 

My enthusiasm was given a boost last summer when I toured the Department's Argonne National Lab near Chicago, to see its work on fuel cells. A first generation fuel cell, like the one pictured here, took up an entire wall. But now you can see we have developed fuel cells that are much smaller but just as powerful. As I often say, we are at the point where a fuel cell is no longer the size of a minivan, but more like the size of a seat in that minivan. And they're getting smaller and more economical all the time. 

FreedomCAR isn't an automobile … it's a new approach to powering the cars of the future. The C-A-R in FreedomCAR stands for Cooperative Automotive Research and it will be a big win for everyone. 

For consumers it means more fuel-efficient cars and trucks that are cheaper to operate. Families will no longer have to factor in the cost of gasoline in their budgets, in their vacation plans, or in what type of vehicle they buy. The gas-guzzler will be a thing of the past. 

Growing up in Michigan with a father and father-in-law who both worked on the assembly line, I know first hand what the automobile business means for families and our nation's economy. 

For the auto industry and its workers FreedomCAR means a bright future. 

For the environment it means less pollution from cars and trucks and it means cleaner air. Automobiles powered by pure hydrogen fuel cells emit no pollution and no carbon dioxide. The only exhaust is water. That's a monumental change. 

For energy security it means we will no longer have to depend so heavily on imported oil from unstable regions of the world. Transportation consumes 67 percent of all the petroleum we use, forcing us to import some 10 million barrels of oil each day. But even though we are a buyer on the world market, we are a buyer with choices. And one of those choices is to use the technological genius found in private industry and at our national laboratories to invent our way to energy independence. 

The FreedomCAR is a long-term research program aimed at developing a fuel-cell operating system for tomorrow's cars and trucks. It looks to fundamental research and development. 

This program has a long, but realistic time horizon. Our vision spans several decades as together the Department of Energy and the automobile industry look to develop cost effective hydrogen fuel cells. 

And although FreedomCAR is a long-term effort, we will not allow the program to drift. We will have strict and enforceable measures of success and near-term goals that will guide us and keep the program on track. 

FreedomCAR replaces and greatly improves upon the Partnership for a New Generation of Vehicle program. 

Like the old PNGV program, FreedomCAR will be a public-private partnership, combining the talents of the DOE's National Labs with the impressive scientific know-how of industry and the technological innovations being pioneered at the nation's top research universities. 

But that's about it as far as similarities go. The PNGV wasn't cost effective and it wasn't moving a competitive automobile to the showroom. It certainly had a desirable goal - an 80 mile per gallon vehicle - but it wasn't at all clear this vehicle would appeal to consumer tastes. 

What's more, the PNGV program was still wedded to gasoline as an essential source of power. We can do better than that. We can look beyond current technology and current fuels to a truly new generation of vehicles. 

That is the direction we are headed. My friends here today share my great enthusiasm for this project. And they share my great enthusiasm for what we can accomplish. 

A vision like this can transform everything - the way industry and government work together, the kinds of fuels we use, and the kinds of cars we buy. And a vision like FreedomCAR will bring consumers more choice, more efficient vehicles, and huge savings. That's why we have such a strong partnership represented here today, and why I am certain that partnership will succeed. 

Thank you everyone for coming. My Assistant Secretary for Energy Efficiency and Renewable Energy, David Garman, and I will remain here to answer your questions. 

http://www.energy.gov/HQPress/releases02/janpr/FreedomCarFactSheet.htm

FredomCarFactSheet

The current partnership with the auto industry was initiated in September 1993 as the "Partnership for a New Generation of Vehicles (PNGV)." The program emphasized research and development (R&D) programs designed to triple automobile fuel efficiency. The PNGV program was to culminate in the production of prototype family autos in the year 2004, with the expectation that the technologies would be incorporated into even more efficient production vehicles about four years later. 

The situation has changed. The National Research Council Peer Review recommended restructuring the PNGV program because of developments and advancements in related fields: 

Automobile fuel economy is declining as SUV market share increases 

Significant R&D progress has been achieved 

Industry partners have announced they will introduce hybrid technology in production vehicles within the next few years 

Other PNGV technologies (e.g., light-weight materials) are being introduced in conventional vehicles 

Substantial programs similar to PNGV are underway around the world 

Full fuel efficiencies associated with PNGV technologies will not be realized in large numbers until breakthroughs render them more cost-competitive 

Reevaluation is appropriate as PNGV approaches the end of a ten-year project 

In evaluating the former PNGV program, DOE and auto industry partners agree that: 

Public/private partnerships are the preferred approach to R&D, as highlighted in the President's National Energy Plan, but the cooperative effort must be refocused in order to: 

Aim at longer range goals with greater emphasis highway vehicle contributions to energy and environmental concerns 

Move to more fundamental R&D at the component and subsystem level 

Assure coverage of all light vehicle platforms 

Maintain some effort on nearer term technologies that offer early opportunities to save petroleum 

Strengthen efforts on technologies applicable to both fuel cell and hybrid approaches; e.g., batteries, electronics, and motors 

For more information on the FreedomCAR, See Secretary Abraham's Remarks to the Detroit Auto Show 

Model E notes: see Venturewire May 3, 2001 on merger with Flint; August 9, 2000

Model E and Flint Merge to Form Build-To-Order [][]SAN FRANCISCO (VENTUREWIRE) -- Model E and Flint, two independent automotive companies that have been in development over the last 18 months, said they have merged to form what the companies claim is the world's first automotive company capable of delivering build-to-order vehicles directly to consumers. Terms of the deal are undisclosed. The newly merged company, temporarily called Build-To-Order (BTO), will develop a new brand of vehicles using outsourced engineering and manufacturing services, made to order for customers and purchased through a computer platform. Scott Painter, CEO of Flint, will become chairman of the new company, while Bill Li, CEO and co-founder of Model E, will now serve as CEO. According to Mr. Painter, who is also the former CEO and founder of Carsdirect.com, Model E, which previously employed 65, and Flint, which employed 20, have both cut staff. The combined company now totals 20 senior executives. Mr. Painter said BTO is also in the process of closing a $20 million round of! funding. Flint is backed by Ecompanies and Mr. Painter. Model E has received funding from Softbank Venture Capital

http://www.btoauto.com

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/02/25/MN.DTL

SF Chronicle Monday, February 25, 2002, page B3

Hydrogen driven Revolution -- not your father's SUV 

Hypercar's sleek design is making waves

Michael McCabe, Chronicle Staff Writer 

It looks like something out of a sci-fi flick via Pixar, so cool looking that the urge to hop inside and take a spin down Highway 101 is nearly irresistible. 

Except this car, called the Revolution, is just a pretty shell. Peek under the thermo-plastic body and, nothing. Peer through the dark windows, and there is a beautifully designed cover over where the dashboard, steering wheel and seats should be. 

It's a concept car that, if actually produced, would be powered by fuel cells. But the revolution will have to wait. Its creators at Hypercar Inc., a high-technology Colorado development company, say the car, which has been on display in Palo Alto for several weeks, won't be ready for about four or five years. 

Still, it's the fuel cell technology that is beginning to turn heads. The great promise is that by mixing hydrogen and oxygen to generate electricity, you get a pollution-free source of power. It's like having your own little magical chemistry lab in your car, right under your seat. 

The technology already has some surprising momentum. Several working prototype fuel cell vehicles have been tested by such companies as DaimlerChrysler, Ford, Honda and Hyundai. 

Last month, the Bush administration decided to abandon the Clinton-era $1.5 billion effort to produce an 80-miles-a-gallon gasoline-powered engine in favor of hydrogen-based fuel cells. 

On Jan. 30, the California Assembly approved a bill that would require the Air Resources Board to draft regulations by 2004 to reduce carbon dioxide emissions from cars and light trucks. If the bill holds up, California could become the first state to limit carbon dioxide auto emissions. 

Of course, fuel cell-powered autos like Hypercar's Revolution still have a long way to go before they win the hearts and minds of commuters. Hypercar is not in the business, not yet at least, of manufacturing cars. It wants to sell its technology. Timing is critical. The list of competitors, mostly foreign, is growing. 

Nonetheless, the tiny technology development company has garnered considerable attention quickly, not just because of its fuel cell technology. 

The design of its Revolution goes after a radical reduction in weight, with ultra-light advanced carbon fiber reinforced composites for the body, resulting in a car weighing 1,890 pounds, half the weight of comparable steel bodies. Add to that an extreme aerodynamic design, fly-by-wire steering mechanisms and specially designed Michelin tires to cut rolling drag, and you have the makings for a certain buzz in the auto industry. 

"It's a sexy looking product, but we still don't have enough information to say whether this will ever make it to market," says Joe Irvin, spokesman for the California Fuel Cell Partnership. "It's nice to see Hypercar pushing the ideas of fuel cells, but the level of sales you need to make it all come together for small companies like this is huge. It rarely happens." 

Here is an abbreviated list of some of the benefits if the Revolution becomes reality, says David Taggart, Hypercar's senior vice president for product development: 

-- It won't pollute. Fuel cell technology combines hydrogen and oxygen in the air to make electricity. The sole byproduct -- water, in the form of warm vapor. 

-- It will help shift American reliance from oil -- and mercurial OPEC -- to ubiquitous hydrogen. 

-- It will travel zero to 62 mph in 8.3 seconds. Its range will be 340 miles, or 99 miles to a gallon of fuel. 

-- There will be no steering wheel, just a couple of joysticks that enable the driver to fly "by wire" with as much precision as if it were a A-300 Airbus airplane. A boon to a generation of video game addicts? 

-- It will have really neat cup holders -- and possibly even an espresso machine in the dashboard, with water produced by the car's own fuel cell. 

Some think that the future is in Hypercar's favor and that a confluence of events is likely to bolster its technology and credibility. 

"The competitive environment, particularly from Japan, is about to crank up, " says Maryann Keller, an automotive consultant in Greenwich, Conn. "In terms of fuel economy in general, maybe this will be a consumer issue. I'm not sure I'll find a fuel cell car in my garage within 10 years, but I might well be taking a fuel cell taxi or see fuel cell trucks." 

Hypercar is the brainchild of Amory Lovins, the visionary advocate of clean power and co-founder of the Rocky Mountain Institute, an entrepreneurial, nonprofit organization in Snowmass, Colo., which is pursuing efficient use of resources. Few are ready to dismiss outright anything Lovins says is inevitable. 

"There are a lot of companies putting money into fuel cells right now in the R&D and prototype stage, and if the carrots and the sticks existed, you could have fuel cell cars in mass production of some sort in four years, there is no doubt about that," says Dan Sperling, director of the Institute for Transportation Studies at the University of California at Davis. 

But whether Hypercar and its Revolution is pointing to the shortest way to reach that goal is the question that won't be answered at least until believers with deep pockets show up. The company currently is seeking an initial round of funding from private investors to the tune of $16 million (it has already raised more than $7 million) to take it to the next level -- a comprehensive engine development for at least one fully operational prototype. Again, Hypercar would not manufacture the car for consumer use itself; it seeks to license its technology to other companies. 

The Revolution has been on public display at the KnOwhere store in Palo Alto, but this week is being loaned out to the TED (Technology, Entertainment, Design) Conference in Monterey. It will return to the Palo Alto store after that. The car is surprisingly big, about the size of a Lexus RX 300 SUV. But the complete car will weigh only half what the Lexus weighs, a key reason, along with its aerodynamic styling, why Hypercar promises 99 miles to a gallon of fuel, says Taggart, the Hypercar executive. 

Taggart says the car could make the traditional gas station obsolete. The hydrogen is readily available from natural gas found at home or the work place. 

Exactly how that will be done is still in the development stages, although there are prototype converters moving toward the market. Fuel cell experts say that linkup will be technically no more difficult ultimately than using today's gas pumps. 

Initially, the car will cost about the same as a not-too-fancy BMW X5, or about $45,000. Two more years of further development, perhaps in 2006 or so, would get the price down to something in the $28,000 range, Taggart predicts. 

Taggart is optimistic. He says more than 100 potential and existing investors have kicked the tires of the Revolution -- and peeked under the hood, 

or shell. 

ABOUT THE SERIES

If you have a question, concern or story idea, please send it to Commuter Chronicles, 901 Mission St., San Francisco, CA 94103 or send e-mail to: 

commuter@sfchronicle.com 

E-mail Michael McCabe at mmccabe@sfchronicle.com.

cobalt battery recharged by fuel cell.

Electric Auto to Produce Electric SUVs

09/11/00

FORT LAUDERDALE, Fla. -- Electric Auto Corp. plans to start production in California of a full performance, zero-emission, electric "Silver Volt" Sport Utility Vehicle equipped with its new Apollo fuel cell and lead-cobalt battery which will sell at the same average price as today's SUV with a gasoline engine, officials reported recently.

The company has signed an agreement with a "major car manufacturer" for the body and chassis of the SUV and is seeking an arrangement with a second carmaker as a back-up source, officials say. Electric Auto is not in the vehicle manufacturing business, but expects to sub-contract the assembly of electric vehicles to professional auto assemblers. 

Performance of the Silver Volt SUV is expected to match that of a gasoline powered SUV, with a top speed of 90 miles per hour, acceleration from 0 to 60 mph in 10 seconds, a driving range of 350 to 400 miles and a fill-up time of 5 minutes with a liquid ammonia-based propulsion fuel or Methanol. The fuel cell charges the battery continuously much as the alternator charges the battery in a gasoline car. 

Production is planned to start in Santa Ana, Calif., at 35 vehicles per month, building up to 2,000 per month. The company's marketing plan calls for sales and service to be provided by existing auto dealers throughout the state, who will receive special training from Electric Auto's California Tech Center, to be set up in Orange County.

Under the company's projected time-table, batteries will be produced in 2001 at the Florida Tech Center and Plant in Ft. Lauderdale, which the company is in the process of setting up now. Fuel cells will be produced in 2002 at a former textile mill in Alabama. Electric Auto also maintains a development laboratory in Ft. Lauderdale and at the Technical University of Graz in Austria where prototype Apollo fuel cells can be seen and demonstrated. 

Electric Auto Corp. was formed in 1994 as a Delaware corporation with headquarters in Fort Lauderdale. It is a privately owned company with paid-in capital of over $1 million in cash. The amount of money invested by the company and its predecessors to bring this project to its present state of development is $17.7 million, according to available audited financial statements.

Ballard Power inks deal with Ford   Company to supply fuel cell power to cars 

By Lisa Sanders, CBS.MarketWatch.com Last Update: 4:07 PM ET Sept. 20, 2001

VANCOUVER, B.C. (CBS.MW) - Shares of Ballard Power climbed 9 percent Thursday after the fuel cell technology company said it's inked a deal with Ford Motor Co., it's largest to date. 

Ballard (BLDP: news, chart, profile) rose $1.30 to close at $15.71 on the Nasdaq. Ford (F: news, chart, profile) shed 94 cents to close at $15.49. 

Under the terms of the $22 million, three-year deal, Ballard will supply Ford with its Mark 900 Series fuel cell units. 

Ford said it plans to launch its first fuel cell vehicle for consumer use in 2004. 

"This is the largest order for Ballard fuel cells to date and represents Ford's commitment to deliver fuel cell vehicles," said Firoz Rasul, Ballard's chairman and chief executive.

BLDP takes full ownership of ventures (BLDP, DCX, F) By Michael Baron October 2,2001

Ballard Power Systems (BLDP) is gaining $3.16, or 16.7 percent, top $22.06, after the company agreed to acquire respective interests in XCELLSIS GmbH and Ecostar Electric Drive Systems LLC from Ford (F) and DaimlerChrysler (DCX) . These ventures were formed by the three companies in 1998. XCELLSIS develops proton exchange membrane fuel cell engines, while Ecostar develops electric drive trains. The deal calls for Ballard to issue a total of 18.4 million shares to DaimlerChrysler and Ford. The stock has a value of $348 million in U.S. dollars. Following the completion of the deal, Ford will own 19.5 percent and DaimlerChrysler will own 23.6 percent of Ballard. The companies also entered into a new 20-year vehicular fuel cell alliance agreement. In addition, DaimlerChrysler and Ford will invest an additional $110 million in Ballard.

http://www0.mercurycenter.com/premium/local/docs/fuelcell16.htm

Published Tuesday, Oct. 16, 2001, in the San Jose Mercury News 
Study on fuel-cell cars calls for public funding

BY MATT NAUMAN
Mercury News 

If fuel-cell vehicles are to become commercially viable, the government must spend millions of dollars to minimize the financial risks for car and oil companies, according to a new study. 

That's because it will take years -- perhaps decades -- before anyone makes any money off of fuel-cell vehicles (FCVs) or the infrastructure needed to fuel and service them, the study says. 

The study, to be released today, comes from the California Fuel Cell Partnership, a coalition of automakers, oil companies, fuel-cell companies and government agencies such as the state's Air Resources Board and Energy Commission. 

The independent report was written by Robert Knight of Bevilacqua-Knight, a technical consulting firm for energy and transportation issues in Hayward. 

This is taking a good first look at issues that confront industries and the legislation needed to bring a new technology to the marketplace that will be a benefit to society,'' said Peter Histon, a senior adviser for transportation and fuel for the BP oil company. 

Although technical hurdles remain, the study's authors believe those can be overcome. However, making FCVs commercially viable will come with 

high cost, difficulty and risk requiring public support,'' the study says. 

Bringing Fuel Cell Vehicles to Market: Scenarios and Challenges with Fuel Alternatives'' will be presented today at the South Coast Air Quality Management District in Diamond Bar. 

The study examines the promise and pitfalls of four fuel sources: direct-hydrogen, methanol, gasoline and ethanol. 

A fuel cell is essentially a power plant that combines hydrogen and oxygen to create electricity. FCVs produce little or no pollution and are more fuel efficient than internal-combustion engines. 

The Sacramento-based partnership was created in 1999. It plans to have 20 FCVs operating by the end of 2001 and 60 FCVs and 20 fuel-cell buses on the road by the end of 2003. The report calls for a major pilot project of 1,000 vehicles to be tested in commercial and government fleets in the future. 

The report says federal and state governments will likely need to provide tax relief and tax incentives, underwrite fuel contracts, provide consumer price supports and even come up with some type of stranded investment insurance, in case the whole effort falls flat on its face. 


Contact Matt Nauman at mnauman@sjmercury.com or (408) 920-5701. His fax number is (408) 271-3786.
Fuel Cell Cars Face Obstacles, but Said Viable

Updated: Tue, Oct 16, 2001  3:30 AM EDT

By Allan Dowd 

VANCOUVER, British Columbia (Reuters) - Fuel cell vehicles can be commercially viable in California, North America's largest auto market, but a focused development effort and government help are needed to get them on the road, according to a study released on Tuesday. 

The study, prepared for a private-public coalition testing the environmentally friendly vehicles, is one of the first detailed examinations of the hurdles faced by a technology that is sometimes hailed as a replacement for the internal combustion engine. 

Car designers still faces obstacles, such as creating adequate fuel processing equipment on the vehicles, but if progress continues "all other challenges to (fuel cell vehicle) commercialization can be overcome," according to the study for the California Fuel Cell Partnership. http://www.fuelcellpartnership.org/

Fuel cells produce electricity from hydrogen by using a chemical reaction, but developers are at odds over what fuels the cars will reformulate to get the hydrogen. Alternatives range from special gasolines to methanol and ethanol. 

The study said commercialization will come faster if developers agree the first cars on the market will use compressed hydrogen, and allow time to develop the equipment needed to reformulate hydrogen from liquid fuels. 

"Automakers, fuel providers and government of all level must co-operate to develop an adequate public demand for FCV (fuel cell vehicles)," according to the study. 

Automakers have forecast their first fuel cell vehicles would reach consumers between 2003 and 2005, but researchers warn it could take several years to reach a commercialization target of 2 to 5 percent of all vehicles sold in California. 

California is seen as the first major market for fuel cell cars because the state's air pollution problems have forced it to push the automobile makers into developing alternatives to the petroleum-burning internal combustion engine. 

The fuel cell is considered a green technology because the only direct byproducts of the process are heat and water, but the study cautions the vehicles are not "zero emission" because the fuel reformulating equipment creates pollutants. 

GREEN BENEFITS NOT ENOUGH 

The study said that while promoters of fuel cell vehicles must increase public awareness of the technology's environmental benefits, they cannot depend on that public support to make the cars a quick commercial success. 

"FCV environmental benefits need to be presented as a pathway to long-term future societal benefits rather than early major improvements," according to the study, which noted some of the benefits may take decades to realize. 

Government and industry must also recognize the potential non-transportation benefits of fuel cell vehicles, such as their ability to supply electricity to homes when not being driven, the researchers said. 

A major obstacle to use of fuel cells in vehicles is the lack of fueling infrastructure. Even the gasoline eyed by some designers as a source of the fuel cells' hydrogen is different from the gasoline now sold, and would require service stations to undergo expensive retrofits. 

The study warns government may have to assume some of the financial risk in building the fueling infrastructure. That would avoid a Catch-22 situation with energy firms leery of investing in infrastructure until fuel cell cars are on the road, but with cars unable to be sold until a fueling infrastructure is in place. 

Among the suggestions offered by the researchers is that the U.S. federal and state governments could create a public corporation "to build, operate, and eventually sell the FCV fuel delivery infrastructure." 

The study did not directly compare the economics of the different fuel types, but the researchers suggested ethanol faced the biggest marketing problems -- due largely to the a lack of adequate production capacity. 

The researchers did not recommend a preferred fuel type, in part, because the California Fuel Cell Partnership includes private sector members that are promoting competing fuel technologies. 

The first cars will likely be those aimed at corporate fleets, but the study said automakers must quickly introduce a wider variety of products such sport utility vehicles to interest consumers.

http://www.evaa.org/evaa/ETI2001_jsfixed/media.htm CARS DEMOING

Companies at EVAA Electric Transportation Industry Conference Dec 2001

*AC Propulsion *American Honda Motor Company *AVS, Inc. *Columbia Par Car Corporation *Commuter Cars Corporation*DaimlerChrysler *DaimlerChrysler/Global Electric Motorcars *Electric Vehicle Infrastructure, Inc. *ENOVA *EPRI *Ford Motor Company *Hypercar, Inc. *ITS-UC Davis *Maxwell Technologies, Inc. *Methanol Institute *Millennium Cell *Powerzinc, Inc. *Solectria/Voltage Vehicles *Toyota 

COMPANIES EXHIBITING INCLUDING THEIR URLS  http://www.evaa.org/evaa/ETI2001_jsfixed/exhibitor_list.htm

AC Propulsion, Inc. * American Honda Motor Company * AVESTOR Corp. * AVS- Advanced Vehicle Systems * Ballard Power Systems * CA Dept. of General Services-Fleet Administration * California Air Resources Board * California Energy Commission * California Fuel Cell Partnership * CALSTART / WestStart * Capstone Turbine Corporation * Chattanooga Area Chamber of Commerce * ChevronTexaco Ovonic Battery Systems LLC * City of Anderson Indiana * Columbia Parcar Corp. * Commuter Cars Corp. * Curtis Instruments * DaimlerChrysler Corporation * DOE Field Operations Program/INEEL * Ecostar Electric Powertrain & Power Conversion Systems * Electric Vehicle Infrastructure, Inc. (EVI) * eMotion Mobility * Enova Systems * EPRI * EV Global Motors Company * Ford Motor Company/TH!NK Technologies * Georgia Power * Global Electric MotorCars * Global Venture Investments * GM Advanced Technology Vehicles * Graziano Trasmissioni S.p.A. * Hypercar, Inc. * INMETCO (International Metals Reclamation Co., Inc.) * Lido Motors * Louroe Electronics * Maxwell Technologies * Methanol Institute * Michigan Economic Development Corp. * Millennium Cell * Nissan North America, Inc. * Porvair Fuel Cell Technology * Powerzinc Electric * Sacramento Municipal Utility District * Saminco Inc. * Solectria * Taylor-Dunn Corporation * Toyota Motor Corporation * U.S. Army NAC * University of California, Davis/ITS * US Department of Energy- Advanced Automotive Technologies * US Department of Energy-Clean Cities * VEAM * Voltage Vehicles * XCELLSIS The Fuel Cell Engine Company * 

http://www.vvmf.org/about/

Vietnam War Memorial Contributions

More than $8,000,000 was raised, all of which came from private sources. Corporations, foundations, unions, veterans groups, and civic organizations all contributed, but most importantly of all, were the more than 275,000 individual Americans who donated the majority of the money needed to build the Memorial. 

Bonds have been used throughout U. S. history to foot the cost of waging war. The first bonds the government ever authorized — in 1790 — were to pay off the debts of the Revolution. And while income taxes helped pay for the Civil War and the two World Wars, war bonds played a big role in raising money — and popular support — for the war effort.

Liberty Bonds, as World War I bonds were called, raised $16 million — an enormous sum for the time — and were traded on the New York Stock Exchange. Many people held onto their bonds after the war, for sentimental or patriotic reasons, a bonus for the government because they didn't have to be repaid.

During World War II, war bonds were big business, not only raising huge sums of money but generating a mini-industry to market and publicize them. Dramatic war bond posters publicized the sales effort. 

Department stores featured bonds in window displays and made change in war stamps. Schools sold them — at a nickel a week. Radio stations produced special programming, and the entertainment industry was mobilized. Nothing on quite that scale has ever happened before — or since.  --- Wall Street Journal Guide to Understanding Money and  Investing

http://www.bondresources.com/Agency/Education/Other_Bonds,_Other_Choices

More than 85 million Americans bought war bonds from 1941 to 1946, according to a Duke University site that catalogs wartime advertising. A series of eight separate drives run by the War Finance Committee raised $185.7 billion. 

http://abcnews.go.com/sections/business/DailyNews/warbonds_010919.html

Duke University's Hartman Center for Sales, Advertising & Marketing History Web 

http://scriptorium.lib.duke.edu/adaccess/wwad-history.html

The Treasury later began issuing Series E Savings Bonds in May 1941 to help pay for the United States' defense efforts. After Japan's attack on Pearl Harbor in December 1941, these bonds became known as war bonds, says Hollenback. Even though the proceeds from these bonds could have gone toward anything the government needed them for, Hollenback says they became best known for funding the war effort, since that's where most of the government's resources went at the time. 

The public heeded the call. During World War II, the government raised more than $185 billion from war bonds from 1941 through 1945, with more than 85 million Americans purchasing them — more than half the U.S. population at the time. 

Report: Toyota to launch to fuel cell car next year
Toyota hopes to become the world's first car maker to launch a hydrogen-powered fuel-cell vehicle for commercial use.

A newspaper reports the company will market a car using the futuristic technology next year.

Japan's top car maker plans to start selling its environmentally friendly FCHV-4 in the Tokyo area by the summer of 2003, according to the Tokyo Shimbun newspaper.

Fuel cell cars run on energy produced in a chemical reaction combining hydrogen and oxygen, making them virtually pollution-free.

The world's leading car firms have been developing fuel cell vehicles, but a high price tag has kept such cars out of showrooms.

Toyota's version will cost about 10 million yen (£55,000) [That's $75K in US], making the target customer large corporations and the government, Tokyo Shimbun said.

The launch will initially be limited to the Japanese capital because hydrogen refuelling stations for fuel-cell cars are already being set up there.

The top speed of the FCVH-4, which stands for "fuel cell hybrid vehicle," is 95 miles per hour. It has a cruising range of more than 155 miles.

The car is modeled after Toyota's Kluger V sports utility vehicle.

Story filed: 05:32 Sunday 24th February 2002

http://waysandmeans.house.gov/srm/107cong/5-3-01/record/evaa.htm

Members of Electric Vehicles of America--Hypercar not included.

http://www.theecologist.org/archive_article.html?article=148&category=84

Survey of European energy situation:

Ford, Honda and DaimlerChrysler have developed HFC prototypes using ‘on-board’ reformers to extract hydrogen from methanol, while General Motors, along with Hyundai, Toyota, Nissan and Renault are betting on a fuel cell powered by hydrogen reformed from gasoline. Ford and Honda are also now working on a model powered directly by hydrogen generated by electrolysis, using electricity to separate water into its constituent parts, hydrogen and oxygen. BMW, meanwhile, is alone in its quest to stick with the internal combustion engine but power it with liquid hydrogen. 

And not all fuels are created equal from a climatic point of view. If the wrong choice of fuel production for HFCs is made, it could lead to minimal emissions reductions from ‘well to wheels’. Extracting hydrogen from gasoline reformed on board an HFC-powered vehicle would reduce emissions just 22 per cent compared with an internal combustion engine, versus 35 per cent from methanol reformed on board, and 72 per cent from natural gas reformed in a large plant.(10) Achieving zero-emissions would require using hydrogen produced solely by electrolysis using a renewable energy source. 

House minority leader Richard Gephardt 1/25/02

America should launch an 

Apollo Project' to develop environmentally smart, renewable energy solutions,'' he said, noting the United States now depends on foreign oil for 56 percent of its energy needs. 

He said the federal government should purchase hybrid cars for its own fleet, and also called for tax credits for consumers who buy them. Longer term, he said Congress should set a goal of 

ultimately converting America's passenger transportation to fuel cell vehicles running on hydrogen, the ultimate 

green' energy resource, whose only byproduct is water.'' 

Gephardt proposed increasing federal research funding for fuel cell research and a tax credit for every family or business that buys fuel cell technology. 

He also proposed a tax credit of up to 30 percent for business investment in renewable 

Toyota Prius Makes Splash in Hollywood (6/11/02 EVWorld editorial)
Meanwhile, out in Tinsel Town – according to the Washington Post – the hottest new car to own is the Toyota Prius. Celebrities who have their choice of the biggest and best the motor world has to offer, are appearing at benefits in their Priuses. The list of celebs owning the little five passenger HEV include Cameron Diaz, Leonardo DiCaprio, Carole King, Billy Joel, David Duchovny, Bill Maher, Patricia Arquette, Jackson Browne, Rob Reiner, Ed Begley, Jr, and Arianna Huffington. Harrison Ford and Lindsey Wagner have also considered buying one. 

http://www.washingtonpost.com/wp-dyn/articles/A2587-2002Jun5.html

Half Gas, Half Electric, Total California Cool 

Hollywood Gets a Charge Out of Hybrid Cars 

By a Washington Post Staff Writer

Thursday, June 6, 2002; Page C01 

LOS ANGELES – It was one of those glittering Hollywood fundraisers for a noble cause, the environment. Tom Hanks was hosting. Robert F. Kennedy Jr. was speaking. Former president Bill Clinton was pumping flesh.

But the real news on that evening last month was in the parking lot. Celebrity after celebrity rolled up to the valet stand in small, snub-nosed, rather dowdy little cars. Director Rob Reiner, "Seinfeld" co-creator Larry David, superagent Arie Emanuel all arrived in Hollywood's latest politically correct status symbol: the half-electric, half-gasoline hybrid car.

The Toyota Prius: 50 miles to the gallon, nearly emission-free and only about $20,000. Not too sexy, maybe, but definitely very hot.

"Five Priuses drove up in a row," says Gail Reuderman Feuer, a lawyer for the Natural Resources Defense Council, who drove her own hybrid to the fundraiser. "I said to my husband, 'I don't know if we're going to be able to find our car afterward.' They were all lined up. It was very exciting."

With gas prices rising, global warming ongoing, and resentment toward some oil-rich Arab countries and fear over Middle East violence at a peak, the latest automotive trend among L.A.'s conspicuously wealthy is conspicuous frugality.

"It's the hot car," says Feuer. "People look at the Prius like they looked at a Jaguar a few years ago."

Chalk up another one for the New Normal. Emanuel put away his Ferrari. David sold his Lexus. Reiner traded in his BMW.

They're not alone. The list of Hollywood's hybrid-come-lately car owners reads like the table of contents of People magazine: Cameron Diaz, Leonardo DiCaprio, Carole King, Billy Joel, David Duchovny and Bill Maher, to name-drop a few. Patricia Arquette bought one recently; so did rocker Jackson Browne. Larry David bought three, including one so that his character, "Larry David," could drive one on his HBO series, "Curb Your Enthusiasm."

"It works on every level," says David, who is married to a staunch environmentalist. "I'm doing something good, and my wife has sex with me more often."

Asked about his car, DiCaprio responded with an e-mail, writing, "This is the most radical mass-produced car in the world and I can't find any downside. My family and I own a total of four, and we drive them all over Los Angeles."

The Prius (pronounced PREE-us) isn't the only hybrid car on the market. Honda makes the two-seater Insight, which gets 68 miles per gallon, and just started mass-producing a hybrid Civic. But Toyota's version, with its computerized display showing fuel consumption, has captured the imagination of Hollywood buzzmakers.

Larry David first got a hybrid because his wife, Laurie, has strong views about big, gas-guzzling SUVs, which are hugely popular in Los Angeles and hugely annoying to her.

"Those cars should just have 'pig' spray-painted on them," says Laurie David, apparently not one for understatement. The Prius, she says, is the antidote. "I got involved because of global warming, but hello! It's national security now. Shouldn't we be reducing our dependence on foreign oil?"

The Davids started something of a chain reaction among their friends. "I have one because I found out they existed," says Reiner. "Larry David had one; he told me there's this hybrid car . . . I thought, 'Here's something I could actually do that would save on gas, save the environment, protect us from global warming.'"

Commentator Arianna Huffington bought one last week. "I got a little tired of hearing how we're at war, and we're being asked to do nothing about it but go shopping, go to Disneyland and the mall," she says. Huffington gave up her SUV in November, then sold her Lexus when she recently saw the Davids' hybrid.

"It is very much a little peer pressure," she says. "Positive peer pressure."

And it's a conversation piece. The day Huffington got the car, she drove it to lunch at the Bel Air mansion of Selim Zilka, a former oil baron who is now a leading proponent of wind power. Within minutes a dozen people had filed out to gawk at the little motor that could run on gas or electrical power.

"The parking lot was full of Jaguars and Bentleys," she recalls, "and my host . . . brought everyone out to the driveway to look at Arianna's car. It became this point of attraction."

Tree-hugging celebrities like Ed Begley Jr. and Woody Harrelson have long embraced experiments like the electric car, an expensive trial that GM recently abandoned (the car can't go long distances without being plugged in for a recharge). What's unusual about the hybrid is that it's easy for less dedicated activists to love; you fill it up at any gas station, about half as often as a regular car. All it requires is a willingness to be seen in a ride that looks like those driven by most Los Angeles nannies.

Huffington says she doesn't care: "I'm not a car person, really."

Reiner, a hefty guy, is not bothered either: "I don't care, I just want to get from one place to the next. To me it's just an automobile."

The principle of the hybrid is simple but ingenious. In addition to a downsized, traditional gasoline engine, the hybrid has an electric motor and a battery pack that is recharged by the gas engine while the car is on.

A computer under the hood decides whether, at any given moment, the car would run more efficiently on gas or electrical power. To save gas, the engine turns off completely when the car comes to a full stop, then restarts imperceptibly when the driver hits the accelerator; energy normally wasted in braking is stored in the batteries. Because of the electric motor, the Prius makes very little, and sometimes no, noise.

As a concept and as a car, it works, says Csaba Csere, editor in chief of Car and Driver magazine. With the hybrids, "you can have your cake and eat it too; you get the energy benefit of a small engine without the shortcoming of a lack of power, which is quite ingenious," he says.

The gas mileage, though impressive, is not quite as high as Toyota and Honda claim, says Csere, and the hybrids are a little pricey when compared with similar high-mileage, gas-only sedans like the Accord or the Focus, about $3,000 to $4,000 more. That's unlikely to change, Csere says, since the hybrids will always have a lot more going on under the hood.

For the moment, Toyota and Honda claim still to be losing money on every hybrid car they sell. "Part of the reason they make it is to get brownie points for being green," says Csere. "They're limited-production cars. Toyota barely sends 2,000 Priuses a month. Honda's goal for the Civic hybrid is 2,000 units a month."

A Toyota spokeswoman, Holly Ferris, explained: "It's a new technology for buyers. We did increase production for the United States because of the demand, and we'll continue to monitor that demand. But we're kind of meeting demand right now."

The Santa Monica Toyota dealer, which claims to sell more Priuses than any other dealership in America, has seen an upward trend in both supply and demand. Salesmen say they peddle 10 to 12 Priuses a month, but have only had the car available on the lot for a couple of months; before that, it was a special order.

"For a lot of people it's not practical, since it's a small sedan," says manager Rhett Butler (that's his real name). But celebrities? "People here care for the environment. They love them," he says, mentioning that Harrison Ford came by to test-drive one the other day, as did "Bionic Woman" Lindsay Wagner – who, by the way, is a spokeswoman for Ford.

With the fervor of the converted, celebrities driving hybrid cars argue that they don't miss their Beemers and Jags (though agent Emanuel has been seen lapsing back into his Ferrari). And they say they are anxiously awaiting the next hybrid model, an SUV by Ford, expected to start production in a year and a half.

That's way too slow for Reiner. "There's no reason why every car, every SUV, doesn't have the hybrid technology," he argues.

Says David: "When they come out with a hybrid station wagon, I'll buy it. A lot of people are just waiting for a big family car to be a hybrid. I think the market will go crazy."

Reiner agrees. "If it was made clear to people that we could win the war on terrorism by driving a hybrid car, that we could stop global warming by driving a hybrid, I think people would do it," he says. "But people haven't made those kind of connections."

Amanda Griscom analysis of Bush administration's energy policies at http://www.evworld.com/databases/shownews.cfm?pageid=news140602-13

That person -- and there seems to be only one -- is David Garman, the assistant secretary for energy efficiency and renewable energy in Bush's Energy Department. Garman, a clean-energy optimist who can talk tirelessly about the latest in solar, wind, geothermal, biofuel, and green building technologies, worked on various energy and environmental committees in the Senate for over two decades, and was chief of staff for Sen. Frank Murkowski (R-Alaska). He has a master's degree in environmental science from Johns Hopkins, drives a hybrid-engine Toyota Prius, and got nominated for the position largely because he had signatures from a wide range of Democratic supporters in the Senate, and hence struck the Bush administration as a safe bet for a department oft-maligned by environmentalists. But though Garman is highly regarded by most people in the alternative energy industry, and though he has an ambitious and well-informed vision of the future, he's not likely to get very far as long as he's forced to champion -- as he steadfastly did when I spoke with him -- the Bush administration's energy plan. And though he's hardly in any position to admit it, there is simply not enough White House backing to help him implement an effective action plan. 

Washington monthly article on gore 7/02:

http://www.washingtonmonthly.com/features/2001/0207.mencimer.html

Gore parried by saying that he wore the attacks like a badge of honor. And then he went down for the count, losing the election to the most anti-environmental candidate since Ronald Reagan. In a bittersweet epilogue, however, Gore's environmental manifesto was finally vindicated. In April this year, with 50 mpg Japanese hybrid electric cars selling in the United States like hotcakes, and Detroit years away from producing its own, Michigan's Republican Gov. John Engler--who not so many years before had branded Gore a threat to the auto industry--announced the creation of a state-funded $700-million energy research center. Engler conceded that the center's research would eventually make the internal combustion engine obsolete. <snip>

The observable evidence of global warming on the planet has convinced the rest of the industrialized world to move forward with a sense of urgency to address the problem. British Prime Minister Tony Blair has come out as one of the world's most forceful leaders on climate change, and his country's emissions have dropped by 5 percent since 1990; Germany's emissions fell by 19 percent, even as U.S. discharges went up 18 percent during the same period. The E.U. and Japan have ratified Kyoto, and Russia is slated to do the same by the end of the year. A handful of multinational corporations, including BP, Shell, Toyota, and DuPont, have begun making voluntary reductions in their emissions, in part because they realize they otherwise won't be able to compete in a post-Kyoto world. "Most people are getting it, except the U.S. administration and U.S. Congress," says Watson. <snip>

The environment could energize key Democratic constituencies, such as the young people who flocked to Ralph Nader's campaign. Polls also suggest that the environment is a key factor in winning the votes of the ever-critical independents. Perhaps the best evidence for this is the decision by maverick Sen. John McCain to take up the issue of climate change. As chairman of the Senate Commerce Committee, McCain began holding hearings on climate change two years ago, and in February this year, he joined with Sen. Joe Lieberman (D-Ct.) in introducing legislation that would increase fuel efficiency, reduce greenhouse-gas emissions, and reduce dependence on foreign oil. <snip>

From the Senate floor, McCain said it was clear that soon there would be a world marketplace that "rewards improvements in energy efficiency, advances in energy technologies, and improvements in land-use practices and we are running the risk that America is not going to be part of it." McCain's bill has been endorsed by Senate Majority Leader Tom Daschle and most other Democratic presidential contenders. 

Super-fuel-efficient 2-seater caps auto executive's career

By David McHugh
Associated Press
FRANKFURT, Germany April 2002- On his last day as Volkswagen chief, Ferdinand Piech drove to the company's shareholder meeting Monday in an experimental fuel-saving car he envisioned and prodded into reality.

The 130-mile trip from VW headquarters in Wolfsburg to Hamburg marked the end of a nine-year run that shook up Europe's largest automaker and left successor Bernd Pischetsrieder with a tough act to follow.

When Piech took over in 1993, the company was losing money. Last year, net profit was $2.59 billion and the stock is at $51.09, an increase of 9 1/2 times including a stock split.

During Monday's test drive of the literally named 1-Liter Auto, designed to get 100 kilometers per liter of fuel -- or 239 miles per gallon -- Pischetsrieder rode in the back seat.

As of today, he's in the driver's seat, moving into the precarious position of running a company that is thriving but facing strategic issues critical to maintaining its market position. There is ferocious competition for shares of flat markets in Europe and the United States, and that has pushed prices lower. Profits can grow only if costs can be cut using more efficient manufacturing, and market share must be gained with ever-new designs.

Last month, Pischetsrieder (pronounced PIH-shets-reed-er) announced that slowing sales would depress profit in the first three months of this year, although he didn't give a figure.

They're facing the same problem everyone else is,'' said David Cole, director of the Center for Automotive Research in the United States, pointing to the worldwide excess of production capacity over sales. 

They are confronted with an industry that has too much capacity worldwide. The competitive environment is going to continue to be a challenge.''

Piech (pronounced PEE-etch) is a member of automotive nobility -- and ran Volkswagen with an autocratic flair. His grandfather, Ferdinand Porsche, was an early 20th-century auto pioneer and helped plan the factory that later made Beetles; his father, Anton Piech, ran Volkswagen during World War II, when it built military vehicles, and his uncle, Ferry Porsche, founded the high-end sports-car maker.

As chief executive, Piech rammed his ideas through even against resistance within his own company. He slashed the number of vehicle platforms from 16 to four. He ignored doubters and re-created the 1960s Beetle as the New Beetle, a hit in the key North American market.

Style is probably one thing that will change under the new boss. Many view Pischetsrieder as more of a team builder than the my-way-or-the-highway Piech -- 

a transfer to someone more like a coach than a king,'' as analyst Cole put it.

http://www.nytimes.com/2002/01/15/business/15FUEL.html

(Matthew Wald is a decades-long environmentalist...)

January 15, 2002

A Fuel Cell Initiative Too Costly for Use in Cars

By MATTHEW L. WALD

WASHINGTON, Jan. 14  The goal of the research partnership between Washington and the auto industry  a midsize car that would go 80 miles to a gallon with no loss of performance or carrying capacity  was a stretch, critics said, when it was established by President Bill Clinton in 1993. As it turned out, they were right.

But a successor program announced by the Energy Department last week, centering on fuel cells instead of hybrid diesel-electric systems, is in some ways an even larger leap, as portrayed by auto executives and fuel cell experts.

Fuel cells  which convert hydrogen into electric current cleanly, quietly and very efficiently  could turn up over the next few years in cellphones and laptop computers, and a while after that, in lawn mowers, scooters and perhaps vacuum cleaners. But not in cars, at least not soon.

"Cars, in the industry view, are down the line," said Peter Hoffman, editor and publisher of the Hydrogen and Fuel Cell Letter.

Among the problems, a practical technology for storing hydrogen in the quantities needed for a vehicle has yet to be invented. The carmakers hope for a metal that can absorb hydrogen and later release it when heated. But for now, they are working with tanks in which hydrogen is stored at pressures up to 10,000 pounds a square inch, a level seldom seen in consumer products.

And even if the technology for attaching the hydrogen to a metal for storage was perfected, the infrastructure for distributing and retailing it does not now exist. That is a formidable challenge, as the people who tried to sell a much simpler alternative vehicle fuel  natural gas  discovered to their sorrow in the 1990's. Natural gas cars require hardly any new technology, and natural gas lines reach tens of millions of homes and businesses, but extending them to filling stations proved impractical.

And natural gas has a cost advantage over gasoline. Perhaps the biggest problem for fuel cells is that, for now at least, the cost is roughly 10 times that of internal-combustion engines for the same amount of power.

Mr. Hoffman, the author of "Tomorrow's Energy: Hydrogen, Fuel Cells and the Prospects for a Cleaner Planet," said that since mobile fuel cells were not now commercially available their price was not clear, but that estimates ranged from $1,500 to $3,000 a kilowatt of capacity. A car would require about 50 kilowatts, which implies a propulsion system costing $75,000 to $150,000.

The cost could come down somewhat if the body were made of something besides ordinary steel and aluminum, as cars today are. But that, too, requires inventions.

At General Motors (news/quote), which is eager to produce fuel cells, executives say they may not have to make the fuel cells as cheap as gasoline engines, since a fuel cell car would earn its keep in higher fuel economy and the electric motors would not need expensive components like catalytic converters or transmissions. But they would still have to cut the cells' cost by at least 80 percent, the executives say.

Ford and DaimlerChrysler (news/quote), in conjunction with Ballard Power Systems (news/quote), a fuel cell manufacturer near Vancouver, British Columbia, have built prototypes and invested heavily in bringing costs down. Ballard says it has supplied fuel cells to Honda, Hyundai, Nissan and Volkswagen (news/quote), as well. Researchers have reported great progress on making the cells small enough for automotive use, but they still have a long way to go on costs.

Manhattan Scientifics (news/quote), a fuel cell company that is preparing several products for commercialization, said it thought that customers would pay $3,000 a kilowatt, but only for cells that generate about a watt and thus cost $30 or so. That would be enough for cellphones or laptop computers, not cars.

The company's chief operating officer, Jack Harrod, said he also hoped to sell units for lawn mowers and scooters, but not until the price was below $500 a kilowatt, and he thought it might need to get down to $250. Ordinary gasoline engines in cars produce a kilowatt for about $30, industry experts say.

A house is an easier choice, experts say, since even a midsize suburban home with central air-conditioning uses only five or six kilowatts at peak, making the cost disadvantage per kilowatt less of a problem. There is also no storage problem if the house has natural gas, from which hydrogen can easily be extracted. And a house uses energy 24 hours a day, which would extend the benefits of efficiency and low pollution; most cars, by contrast, are on the road two hours a day or so.

For car executives to justify the cost of fuel cells, whatever that turns out to be, they are considering branching out into entirely new areas. Christopher E. Borroni-Bird, director of design and technology fusion at General Motors, suggested using fuel-cell-equipped cars to generate electric current when they are parked, and plugging them in to deliver power to the grid.

Carmakers are optimistic that they can eventually push the price way down, although unlike the old partnership the new one has no timetable, or even specific goals, according to Jennie Sweet of the United States Council for Automotive Research, the private-industry side of the partnership. And it is also not as complete a break with the old program; the old partnership included fuel cell research, and the new one will continue research on diesel-electric hybrids.

Another problem for the new partnership is the all-or-nothing nature of a fuel cell vehicle. While the old partnership never produced the 80- miles-a-gallon sedan, it did advance some technologies that now have a toehold in the market and are infiltrating deeper into auto assembly plants and showrooms. The old partnership goaded Toyota (news/quote) and Honda, which were not members, into putting hybrid electric-gasoline models on the road, and American manufacturers are in various stages of developing their own hybrid models for sale.

http://www.businessweek.com/bwdaily/dnflash/feb2002/nf20020211_1704.htm?c=bweuropefeb13&n=link17&t=email

BusinessWeek Online February 12, 2002

Newsmaker Q&A

Running the Fuel-Cell Marathon 

Shell Hydrogen CEO Donald Huberts on the long-term benefits and challenges of using hydrogen to power cars 

Donald Huberts is CEO of Shell Hydrogen, a Royal Dutch/Shell subsidiary established in 1999 to explore development of the fuel-cell car industry. The fledgling sector received a boost last month when the Bush Administration decided to help subsidize the development of fuel-cell cars, with the goal of lowering pollution and U.S. dependence on foreign oil. 

Fuel cells work by converting hydrogen or a hydrogen-rich fuel into electricity, which powers the motor. Pure hydrogen would be the ideal fuel, as it produces no emissions, but the element presents certain challenges, says Huberts. On Jan. 25, he spoke from Amsterdam via telephone with BusinessWeek Reporter Christine Tierney. Edited excerpts from their conversation follow: 

Q: How do you view the Bush Administration's new policy to help subsidize the development of fuel-cell cars and the necessary infrastructure?

A: Rather than focus on short-term solutions, the Administration is saying we should try to make a fundamental shift in the way cars are fueled, because that would help ensure secure supplies. Hydrogen can be produced from almost any primary energy source. At ground level, it has zero emissions, and it's better from a global-warming perspective. You kill three birds with one stone. 

The transition isn't going to happen overnight. But it's important for all of us working on hydrogen and fuel cells that the Administration has embraced this [long-term] vision and is willing to [apply] resources to helping develop it. 

Q: How much did the September 11 attacks reawaken interest in renewable fuels such as hydrogen?

A: The events of September 11 brought home once again the concerns [about] Western economies [being] very dependent on specific energy sources. Solutions that can reduce that dependence by bringing renewable and domestic energy sources into the transportation system are even more important today than they were a year ago. 

This debate has always been driven by three factors: concerns about ground-level emissions, global warming, and secure supplies. In different parts of the world, factors can [carry more weight]. In California, local pollution is the strongest factor. In Germany, it's concern about global warming. [Overall in the U.S.], concern about supply security is perhaps the strongest driver. But once you get the solution into the transportation system, you can satisfy all those needs. 

Q: What's the next step in making this new technology a reality?

A: The phase we're moving into is precommercial demonstrations of these vehicles and the refueling infrastructure on a larger scale than we've known to date. Industries will be focusing on R&D and problem-solving -- a lot of details still need to be worked out. We're active in California [where carmakers and energy companies are road-testing fuel-cell cars as part of the California Fuel-Cell Partnership], and you'll see such programs expand. 

Between now and 2008, we'll see expanding fleet trials of buses and cars in select communities in Europe and in the U.S., and there will also be trials on a smaller scale in Japan. Depending on the feasibility demonstrated in those trials and what we learn, the fleet use will be scaled up toward the end of this decade, to perhaps thousands of vehicles. But not until 2012 or so will we see these vehicles in the showroom. This is not a sprint, it's a marathon. 

Q: Do you sense that the tough times auto makers now face has led some manufacturers to quietly scale back funding for these projects?

A: No. I think their commitment is growing. GM's recent display of the Autonomy [fuel cell-powered chassis at the Detroit motor show in January] signals new thinking about...how to make a car that's irresistible to the consumer, and not just look at it from an environment or supply standpoint. 

In Europe, DaimlerChrysler is producing fuel-cell buses for 10 cities, and that's the leading project to demonstrate these technologies in Europe under real-life conditions. Daimler has been working on this for a long time, but they're not alone. General Motors is right up there. 

Q: One of the key challenges seems to be finding a safe and affordable way to store hydrogen. Why is it so hard to store safely?

A: It's one of the lightest elements, and it's very difficult to put into a confined space. Hydrogen molecules move extremely rapidly, and they don't like to be slowed down [into solid or liquid form, which facilitates storage]. They don't like to attach themselves to anything. They're hyperactive, little, independent, crazy molecules. That's just the nature of hydrogen. 

Q: What are the most promising technologies for hydrogen storage?

A: One is to compress it into a small space. The second is to put it to sleep: You make it extremely cold, and finally the hydrogen gives up and goes to sleep, and then it's a liquid. The third way is to make it fall in love [and bond with] a metal, and then the hydrogen will sit quietly [until it's extracted for use as fuel in the vehicle]. We call those [compounds] metal hydrides. 

This technology requires much more development, but once we get past that, we believe it'll be possible to store big amounts of hydrogen in them. Also, because of the bonding between the metal and the hydrogen, it's very safe because the hydrogen is quiet without being under extreme pressure or extremely cold. Some researchers are trying to make the hydrogen sit comfortably in a carbon, such as charcoal. Because charcoal is very light, that may turn out to be even better than metal. 

Q: What are you working on at Shell Hydrogen?

A: We're trying to make hydrogen as cheaply and in as compact a form as possible in a joint venture with UTC Fuel Cells called Hydrogen Source. We're doing that using natural gas and gasoline now, because we think we have to find a practical, affordable solution first, and then in the longer term, we can make hydrogen from renewable fuels. 

We're working on metal hydride storage tanks in a joint venture called Hera with Hydro-Quebec of Canada and GFE of Germany. We're also working on projects demonstrating how hydrogen can be supplied. We're building a hydrogen station in Iceland and one in Amsterdam. We've built a liquid hydrogen station for the California Fuel-Cell Partnership, and we'll be building more. 

Q: What do you estimate it will cost the energy industry to overhaul the fuel-distribution system to dispense hydrogen?

A: If you want to make a fundamental transition on a worldwide basis, you would be talking about hundreds of billions of dollars. But the investments won't be made overnight, and they won't be out of line with investments done in the past and that we continue to make to build and maintain the existing infrastructure. 

We can only afford to make such an infrastructure transition once. We have to make sure that what we're going to do is feasible, that it will deliver not only environmental and supply security, but that customers want it. And we have to phase it in in a way that's affordable.

http://www.businessweek.com:/print/magazine/content/01_25/b3737081.htm?mainwindow
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Bob Lutz: The First Virtual Carmaker? 

The ex-Chrysler president has designed a super-luxury sports car--and wants suppliers to put it together 

Robert A. Lutz is living large. The 69-year-old former Chrysler Corp. president still flies his Soviet-era fighter jet and speeds around Detroit in a Dodge Viper. His status as North America's preeminent car guy--earned in the early 1990s, when he helped reinvigorate Chrysler with cool, risky vehicles--is unchallenged. In fact, even though Lutz left the company after its merger with Daimler Benz in 1998, Chairman Jürgen E. Schrempp still consults him about how to fix the auto maker. Schrempp likes to call Lutz his rabbi. Indeed, Lutz is one of the few people in the industry who tells it like it is: At the Detroit Auto Show in January, he said many of the sport-utility concept cars "resembled angry kitchen appliances."

What's more, Lutz has enjoyed some success as a CEO in his own right. In the two years since he took over troubled battery maker Exide Technologies, he has settled its legal problems (the U.S. attorney's office accused Exide of deceptive sales practices), cleaned up its books, and acquired one of its rivals.

Now, Lutz is putting his good name and moxie to work for himself. He has started a company called Cunningham Motor Co. to build what would be the first super-exclusive sports car (it would go for about $250,000) to come out of America in 50 years. Actually, "build" might not be the right word, since Lutz only wants his company to design the car. He would like Cunningham's suppliers, whoever they end up being, to piece the vehicle together, with one of them handling the final assembly.

The idea is clever, and it certainly reduces the amount of money Cunningham needs to get started since there would be no plants to construct, no distribution centers to maintain, and hardly any offices to rent. Even so, Lutz is talking about some $80 million; just the engine could cost $20 million to develop. Raising that much will be tough. After all, automotive history is littered with romantic but failed startup efforts, from Preston Tucker in the late 1940s to John Z. DeLorean in the 1980s. Lutz and his partner, Briggs S. Cunningham III, the son of racing legend Briggs S. Cunningham Jr., have each invested about $1 million. So far, they've raised just $2 million from others.

Few fault the car's design. A model of the Cunningham C7, a sleek coupe with a much bigger interior than European sports cars, went over well at the Detroit Auto Show. Lutz describes it as combining the lush leather appointments of a Bentley with the performance--powered by a 500-horsepower V12 engine--of a Ferrari. He figures he can sell about 1,000 cars a year, even in an economic downturn. "There are enough wealthy people who have all the Mercedes-Benzes and Ferraris they'll ever own. If they could have something new that their friends don't have, they'll buy it," he says.

NO TAKERS. Lutz has tried before to "redefine American luxury," as he puts it. At Chrysler, he led the development of two prestige concept cars that never made it to showrooms. Now, after 30 years of working for the big carmakers, Lutz is operating on his own terms. The irony, though, is that he may need his old colleagues to get the C7 on the road. Industry analysts believe he'll have to work with another car company to cut development costs and share parts. "It's easy to talk about this, but it's very tough to do," says David E. Cole, director of the Center for Automotive Research in Detroit. "Someone like Lutz has presence, but he requires a partner, preferably another auto maker."

That's the trouble. Lutz may be the best-connected executive in Detroit, but no one seems ready to risk hooking up with him. He talked to another former employer, General Motors Corp. (GM ), about building new versions of a few engines for the C7. But GM is notoriously cheap these days. "There's very little chance GM would invest," says David E. Davis Jr., the former editor of Automobile magazine who is working with Lutz on the project. Lutz also approached DaimlerChrysler (DCX ) but hasn't been able to strike a deal.

What Lutz believes he has going for him that others didn't is his idea of creating a virtual car company. His plan is for a network of automotive suppliers to furnish parts and assemble them into modules, which would then be shipped to one large supplier that would put the vehicle together. This wasn't possible in the early 1980s, when former GM executive DeLorean tried to start his own company in Northern Ireland. In the years since then, auto makers have thrust onto their suppliers many more design and engineering responsibilities as well as more assembly work.

Basically, what motivates Lutz is a desire to prove people wrong. "If there is conventional wisdom that says this can't be done, Bob will want to do it," says Mark A. Lutz, Bob's younger brother and a retired economics professor at the University of Maine. That defiance dates back to his childhood, spent in Switzerland and the U.S. Their father, a banker who at 93 still goes into his Zurich office daily, was so strict at home that Bob grew to oppose anything that came as an edict, says Mark. Indeed, when Bob held executive posts at GM's German unit and at BMW in the 1960s and 1970s, he refused to follow European protocol. BMW's Quandt family expected Lutz to kiss the hands of aging baronesses at social events. He didn't. GM forbade him to ride his motorcycle to work or to race his car. He continued to do so. Eventually, he returned to the U.S. to work for Chrysler.

That same brassy approach may help recharge Exide. When he took the helm in late 1998, some colleagues thought Lutz had made a big mistake. The battery maker was bleeding money, had racked up $1.3 billion in debt, and was being investigated for selling Sears, Roebuck & Co. (S ) lower-grade car batteries marked as premium ones. "It was not a functioning company," Lutz says. Since then, he has written down millions of dollars in bad investments, paid $27.5 million to settle fraud charges against Exide in relation to the Sears case, divested ancillary businesses, and closed plants. He also dumped its high-profile but unprofitable deal to supply Sears Diehard batteries. After several years of losses, Exide eked out profits of $7.8 million in 1999 and 2000. Now, though, he has to contend with a weakening auto business that is dragging down battery makers.

Salvaging Exide would be enough for some executives. But Lutz wants to see a Cunningham car racing down a highway before he says "enough." Nonetheless, "I don't think even Bob knows if he can pull it off," says Davis. Chances are Lutz can't. But he will probably get closer than anybody else could. And he still has his day job to fall back on. 

By David Welch in Detroit

May 6, 2002

Hyundai Joins 2 Automakers in Planning for Engine

By DON KIRK

SEOUL, South Korea, May 5 — Hyundai Motor, the South Korean carmaker, forged an alliance today with DaimlerChrysler of Germany and Mitsubishi Motors of Japan to work on engines that all three companies can use in their cars.

The chief executives of the three companies initialed an agreement today to form a company, the Global Engine Alliance, just five days after General Motors signed a contract to take over most of Daewoo Motor in 60 to 90 days.

Hyundai's agreement with DaimlerChrysler and Mitsubishi showed its determination to respond to the prospect of increased competition after G.M. revitalizes Daewoo under the banner of GM Daewoo Auto and Technology.

Under the agreement with DaimlerChrysler and Mitsubishi, Hyundai will provide the basic designs for engines for midsize and luxury cars that the other companies can tailor to specific needs.

The agreement was seen as the precursor of projects to make the same engines for all three companies and ultimately to produce a single car the companies can market under their own brand names.

The agreement marked a breakthrough for Hyundai's president, Kim Dong Jin, who had been criticized for saying that the companies would work together on a car. The agreement reflects a much deeper alliance among the three going back to the founding of Hyundai Motor in the 1960's. Mitsubishi provided the engines for the first Hyundai cars and still owns about 10 percent of Hyundai stock. 
DaimlerChrysler owns 37 percent of Mitsubishi Motor and 10 percent of Hyundai Motor.

Dieter Zetsche, Chrysler's chief executive, agreed the project could be "the starting point for closer cooperation" among the three companies.

Hyundai Motor has been pushing the alliance despite reluctance at DaimlerChrysler, whose executives at one stage seemed wary of investing in such a project while the company was having financial problems. Hyundai and its affiliate, Kia, which it acquired in 1998, both recorded their highest profits last year while together capturing 75 percent of the Korean car market.

Nonetheless, Hyundai fears it may lose ground to GM Daewoo. Daewoo has slipped to third place behind Hyundai and Kia with 10 percent of the market; GM Daewoo hopes to regain the 20 percent market share that Daewoo had held before going into decline.

Aviation International News

Eclipse Secures Another $38 Million in Private Funding

March 1, 2002 

by Gordon Gilbert

Eclipse Aviation, developer of the Eclipse 500 ultra-light twinjet, secured $38 million in financing last month, closing a third round of equity financing worth a total of $100 million ($62 million was secured last September). In all, the Albuquerque, N.M.-company has obtained $220 million in guaranteed funding from undisclosed private investors. FAA certification of the Eclipse 500 is scheduled for December next year, with first customer deliveries slated to begin in January 2004. 

Nimbus Group of Fort Lauderdale, Fla., announced last month it had received a commitment for $1.2 billion from the Royal Bank of Scotland International to finance the initial acquisition of 1,000 Eclipse 500 twinjets for its proposed air taxi fleet.

Flying

Eclipse Jet Coming Together

May 1, 2002 

With first flight scheduled for July, the construction of the first Eclipse 500 very light jet is well under way. The construction is being done using friction stir welding, a process that, instead of using rivets, in essence melts adjoining pieces of sheet metal together. The Eclipse 500 is the only airplane in the world for which that method is used. Eclipse has already used the method to assemble the lower cabin of the first Eclipse 500. The process is also faster than other structural jointing processes and thus reduces production time. Eclipse Aviation is working with the FAA on certification of this technology. 

Business 2.0

The Checker Cab of the Skies?

A former Microsoft exec says his technical breakthroughs will bring private jets to the corporate masses.

May 1, 2002 

by Matthew Stibe

The convenience and speed of a private jet for the price of a full-fare airline ticket? Surely some mistake. Not according to Eclipse Aviation CEO Vern Raburn, an aircraft buff and pilot who, as a Microsoft exec back in 1981, licensed the hit game Flight Simulator from its creator, Bruce Artwick. In July, Raburn’s real-life creation, a six-seater called the Eclipse 500, will make it first test flight – and, Raburn hopes, seed a market for commercial “air taxis.” 

At first glance, the twin-engine microjet seems ordinary: It goes about 400 mph and has a range of 1,500 miles. But here’s why Raburn poses a threat to the aviation industry: Estimated operating costs to fly the Eclipse come to just 56 cents per mile, compared with $1.75 per mile for the Cessna CJ1, a seven-seat jet and the Eclipse’s closest competitor. At $837,500, the Eclipse costs a fourth of what the CJ1 does. 

A handful of technical breakthroughs make all of this possible: Raburn raised $220 million, in part to build the two new engines that sport the highest thrust-to-weight ratio of any commercial jet. To save manufacturing expenses, the plane’s aluminum skin consists of panels that are friction-stir welded rather than riveted. Raburn also merged navigation and weather systems into digital displays and replaced units that control flaps and gears with computers that do it at a fraction of the weight. The avionics, he says, are “similar to what you’d find in an F-22.” 

Raburn’s market is threefold: companies for which one plane isn’t enough; owners of aging prop planes with surging costs; and, eventually, travelers who’d rather have a plane wait for them than the other way around. Nimbus Jets, a Florida startup, has optioned 1,000 aircraft and (pending FAA certification of the plane) plans to start an air taxi service in 2004.

New Jet Promises to Be Cheaper

To Buy, Fly; Unveiling 'Air Taxi'

By J. LYNN LUNSFORD 

Staff Reporter of THE WALL STREET JOURNAL

ALBUQUERQUE, N.M. -- Imagine someday calling a taxicab in the shape of a tiny jet that seats six and can pick you up at your local municipal airport and deliver you to where you want to go for about the cost of an airline coach seat.

The prototype is sitting in a hangar at the Albuquerque airport.

Saturday, after four years of challenging almost every convention of building business jets, a start-up called Eclipse Aviation Corp. (www.eclipseaviation.com1) is expected to do what few in the industry thought it could: unveil a twin-engine jet with the potential of upending the aviation industry.

The interior of the Eclipse 500, which contains safety and navigation features rivaling a Boeing 777.

Eclipse, founded by former Microsoft Corp. executive Vern Raburn, says it can deliver its sleek jet for about $850,000 -- less than the cost of a new high-end propeller-driven airplane and only a third as much as an entry-level business jet. Inside, it will resemble a luxury sedan and will be equipped with computerized flight controls and safety features rivaling a Boeing 777. It will be capable of flying almost 450 miles per hour at altitudes of up to 41,000 feet, yet remain light and maneuverable enough to land and take off from virtually every small airport in the nation. And the cost of operating it will be about 40% of the operating cost of today's cheapest business jet, the company says.

First, though, the airplane must prove it can fly. While its design has passed computer-simulated tests, its first real flight is scheduled to take place within a month. Then it must undergo about a year of rigorous certification tests by the government. If it fails any of them, any required changes could add to its costs or make it more expensive to fly. The hurdles are daunting: Museums are full of prototype airplanes that failed to progress from concept to reality or never worked as advertised.

Even so, the Eclipse 500 has become one of the most-watched projects in the aviation industry. Private pilots who can't afford to fly anything fancier than piston-engine planes are eyeing the jet as a step up to the world of executive travel. And some optimistic supporters say it would be an ideal air taxi that could entice private citizens and companies to choose small-jet travel over the frustrating alternative of commercial airlines. Already, the company says it has more than 500 orders from customers who have put down nonrefundable deposits.

Eclipse is taking risks in almost every area. Rather than relying on an aluminum tube held together by thousands of rivets, the company is using a time-saving process called friction-stir welding to join exterior aluminum panels. It cuts to a matter of hours a job that used to take days. Its flight controls are run through computers that use off-the-shelf technology instead of proprietary black boxes. And instead of relying on commercial-jet engines such as those from Pratt & Whitney and Rolls Royce PLC, Eclipse designed its plane around a diminutive, 85-pound Williams International jet engine that traces its roots to those used to power cruise missiles. Williams engines have been gaining popularity among builders of small jets because their designs enable them to produce more thrust per pound of weight than other civilian airplane engines.

When Eclipse announced its plans in 2000, most people in the aerospace industry gave it no chance of succeeding. After repeatedly encountering skepticism, the Eclipse design team, which includes about 180 engineers, coined an acronym to describe their reception: WCSYC (pronounced "wick-sick), for "We couldn't, so you can't."

But that attitude is slowly changing. Morgan Stanley aerospace analyst Heidi Wood says that if the airplane delivers as promised, it has "dynamite" potential and "could change the industry."

Most business jets are either owned outright by individuals or companies or they are part of a fractional-ownership program that requires a hefty up-front investment but gives customers access to on-call jet service. The Eclipse, because of its lower purchase price and fuel mileage that is close to that of a sport-utility vehicle, could potentially open another tier of fractional ownership that would enable non-millionaires to enjoy private jet service. Eventually, they could even serve as air taxis that would cater to average travelers, Eclipse says.

In Europe, a new company, Aviace AG, has formed a Switzerland-based international jet club that will revolve entirely around Eclipse jets. So far, Aviace has ordered 112 Eclipse jets. "I'm convinced this is the future of aviation," says Hilmar Hilmarsson, Aviace's chief executive.

Mr. Raburn says his Albuquerque-based company, in which he holds less than a 1% stake, has tried to avoid the common pitfalls of other aircraft pioneers by investing heavily in equipment and systems to actually make several hundred airplanes annually, as well as working closely with the Federal Aviation Administration during the design.

Mike Gallagher, manager of the FAA's small aircraft directorate, says Eclipse included the FAA in its planning meetings two years before it officially applied for approval of the design, known as a type certificate. "They are working very hard to prove that they can do this," he says.

By the time the airplane would enter service, projected for early 2004, government officials are expected to have issued additional regulations on how private jets and air taxis should address security. But Eclipse, acutely aware of the damage that an untoward incident could do to a nascent airplane program, plans to train all prospective Eclipse 500 pilots. This would be done to avoid farming them out to training schools that might be more inclined to sign off on a marginal pilot who has paid the money for proficiency training. Several months ago, Mr. Raburn told a room of insurance underwriters at a conference in London that he would refund a customer's deposit rather than put an unqualified pilot in one of his planes, prompting a standing ovation.

So far, the hardest part of Mr. Raburn's job has been raising the money to pay for his dream. The No. 18 employee at Microsoft and the company's first consumer products division president, he has tapped a number of friends and leaders in other industries for cash, including Microsoft co-founder Bill Gates (who became a major Eclipse investor) and retired Ford Motor Co. CEO Harold "Red" Poling, who serves as Eclipse's board chairman. The company says it has raised more than $220 million of the $320 million its business plan requires from private investors and it is expected to announce soon that it has secured another substantial infusion. Mr. Raburn says the company has $38 million in deposits, filling its production capacity through the fourth quarter of 2006.

Still, Mr. Raburn says, many of his phone calls with potential investors and customers end in skepticism. "I firmly believe there will be people who don't believe this airplane is real even after we have 1,000 airplanes in the sky," he says.

Write to J. Lynn Lunsford at lynn.lunsford@wsj.com2

Eclipse Aviation Plans To Launch Six-Seat Twin Engine Jet

DOW JONES NEWSWIRES, July 9, 2002

ALBUQUERQUE (AP)--As corporate jet markets rebound from September's terrorist attacks, an Albuquerque aircraft manufacturer plans to launch a six-seat, twin-engine jet to take advantage of renewed buying.

Industry experts have mixed opinions regarding Eclipse Aviation's chances for success. But its promises of a stronger, lighter, more fuel-efficient jet have hundreds of customers lining up for planes even before rollout of the first jet, scheduled in July, and before flight testing. The first planes are due for delivery in 18 months.

It also has attracted at least some well-known investors: Microsoft Corp. chairman Bill Gates is among those who have put up a total of $220 million.

Eclipse president Vern Raburn , a former Microsoft vice president, is seeking another $80 million in capital.

Tammy Bell, vice president of the online Aircraft Dealer Network, said some corporate grumbling about the inconvenience of scheduled airline flights after Sept. 11 helped rekindle the commuter market. One chief executive wanted his old jet back after an intrusive airport security search, she said.

Since early this year, the corporate jet market is up 30% to 40%.

The Eclipse 500 will have a range of 1,300 miles, a cruising speed of 408 mph, a cruising altitude of 41,000 feet, and operating cost of 56 cents a mile.

It gets about 10 miles per gallon, "unheard of in aircraft" and about double what the next-closest planes get, Raburn says.

Nearly 200 people are working at Eclipse today, including 180 engineers. Full employment by 2007 is expected to rise to 2,000 employees.

http://www.wired.com/wired/archive/9.07/juice.html?pg=1

EXCERPTS

The utilities' own privately funded think tank, and the sole independent research organization employed by more than 1,000 power companies, EPRI was the first industrywide R&D consortium in America. It's still one of the largest in the world, representing utilities in 40 countries. EPRI's constituency - ranging from old-guard, investor-owned monoliths like Consolidated Edison of New York to upstarts like Mirant and Dynegy - generates 90 percent of the electricity used in the United States. 

The Bush-Cheney administration's declarations about beefing up our energy networks with 21st-century technology rang familiar at EPRI, because the institute has been laying the scientific groundwork for this technology for decades. Though EPRI's oldest members stand to gain from an energy policy that favors traditional means of boosting supply (such as building more fossil-fuel plants, extracting more oil, and reviving the domestic nuclear power industry), the institute's spokespeople share the conviction held by many researchers in our national energy laboratories that the administration's emphasis on supply-side solutions could be disastrous, if the budgets and legislation that follow undercut the search for alternative means of producing, distributing, and using energy. 

<snip>

Fuel-cell technologies, such as the proton-exchange membrane cell originally developed by General Electric for NASA, are already driving a major shift in the automotive industry. Last year, Bill Ford, chair of the Ford Motor Company, declared: "I believe fuel cells will finally end the 100-year reign of the internal combustion engine." DaimlerChrysler, Ford, and Ballard Power Systems have already invested a billion dollars toward developing road-ready cells, and General Motors, Toyota, Nissan, Honda, and Mitsubishi have thrown their own billion into the pot. All the major automakers have fuel-cell or hybrid cell/internal combustion vehicles in the pipeline, with cars from Toyota and Honda due on the street in two years. (Both companies already have hybrid electric/gas vehicles - the Prius and the Insight - on the market.) 

Turning every car into a roll-your-own generator is just part of a larger shift. Passive energy users are becoming freelance energy producers. 
Turning every car into a roll-your-own generator is just one potential expression of the most radical shift in the emerging business model for energy vending profiled in EPRI's Roadmap: the transformation of passive energy users into freelance energy producers, paralleling developments in interactive media, peer-to-peer file sharing, and self-governance. By increasing a sense of ownership in the means of energy production and delivering immediate financial rewards, this power-to-the-people model may prove to be a more potent incentive to smarter energy use than the familiar pleas to save the planet. 

Other benefits to a DIY strategy may emerge that are not immediately apparent. As our homes, offices, and public buildings are optimized to more efficiently capture the macrogeneration of sun and wind, and waste less energy, slow changes will be worked on the layout of our cities. David Nye, author of Consuming Power and Electrifying America - two chronicles of how energy infrastructure affects American culture and society - says he believes that adopting the bricolage of technologies and strategies described in EPRI's Roadmap would result in an architectural aesthetic more rooted in the nuances of place. 

"American cities will look less alike in a couple of decades than they do now," he says. "The windy upper Midwest urban skyline, for example, could include quite a few windmills, while Arizona cities ought to be using solar power and designing their structures to make the most of that climate." 

EPRI's Brent Barker paints a scenario in which cars become the roaming palmtops of the Energy Web, plugging into the grid when they need to recharge - or selling power back, at a profit, when the grid needs it. "If you add up the horsepower of all the machines and engines in US factories, businesses, farms, power plants, mines, ships, aircraft, railroads, and automobiles," Barker says, "you find that 95 percent of the power capacity in our country resides in automobiles, with only about 2 percent in electric power plants." With interfaces for absorbing and distributing the output of this new energy resource added to the grid, he suggests, you could power your home or office with the gas or hydrogen fuel cells in your car, and even help out the local mall during periods of peak demand by jacking into an outlet in the parking lot. Then the bargaining would begin. 

"The microprocessor in your car could negotiate with bulk-power trading tigers like Dynegy or Enron to buy power if you needed it," he says, "or to sell power when the price is right. If the price wasn't right, your microprocessor could call all the other microprocessors in the area to negotiate a better deal." 

Barker isn't the only one thinking along these lines. Ferdinand Panik, the head of DaimlerChrysler's fuel-cell program, is right there with him, The Economist reported in February. With widespread micropower generation and advanced methods for energy storage in place - such as "reversible" fuel cells, supercapacitors, and flywheels - DIY power providers will be able to aid in stabilizing the entire infrastructure from the bottom up. 

Call it net metering writ large. Utilities in 30 states allow custoåmers who generate their own power to sell electricity back to the grid. In March, Senate Democrats introduced a bill that directs energy suppliers to provide net-metering capabilities to all customers with onsite generators that run on renewable 

http://story.news.yahoo.com/news?tmpl=story&ncid=70&e=7&cid=70&u=/cn/20020517/tc_cn/automakers_stall_in_drive_for_killer_app

Automakers stall in drive for killer app 

Fri May 17, 5:29 PM ET 

Rachel Konrad CNET News.com 

DETROIT--Automakers, wireless providers and electronics manufacturers are desperate to find the "killer app" of dashboard computing, but most brainstorm sessions have been washouts. 

The United States has roughly 120 million wireless phones, and studies suggest that seven in 10 wireless calls begin in the vehicle. Yet only about 2.3 million Americans subscribe to services such as automatic police and hospital notification in case of airbag deployment. 

That frustrates automotive engineers, who worry that the global auto industry is conceding the connectivity market to wireless carriers. 

"We have learned in the last year to become very humble," Bruno Simon, director of telematics at Paris-based Renault, said here Thursday at Telematics Detroit 2002, a trade conference where executives were surprisingly candid about what they perceived as a massive disappointment in customer adoption. 

"We've had many experiences, but the only thing we're sure of is that we've burned a lot of cash out and haven't brought a lot of cash in," Simon said. 

Finding the next big thing may be the least of the problems facing an industry that's become obsessed with telematics--the catchword for dashboard electronics such as wireless devices, navigation tools and passenger entertainment systems. Even if drivers wanted to find the nearest Chinese restaurant via voice-recognition controls through Yahoo, or get turn-by-turn, real-time navigational cues from MapQuest, it's unclear whether the auto industry could install such systems. 

It takes automakers up to four years to bring a vehicle from concept to execution, but so-called cycle times in the electronics industry average about six months. That means the most cutting-edge embedded electronics would be stale long before a vehicle rolled off the assembly line. 

Another difference: Most people keep their cars between five and 10 years, versus one to three years for electronics such as cell phones. Who would be satisfied with a 10-year-old embedded system when wireless technology advances so rapidly? 

"Too often, the wireless side of telematics focuses on the possibilities--all the cool things that are available," said Dave Wohleen, president of electronic and mobile communication for Troy, Mich.-based supplier Delphi Automotive Systems. "But they're forgetting about the realities of the platform." 

Others were slightly more optimistic. They suggested that consumers might pay a small monthly fee for a combination of services including safety features and remote diagnostics, whereby a computer sensor alerts a mechanic to a potential overheating or sluggishness before the problem erupts into a breakdown. 

"There is no one killer app," said Scott Kubicki, vice president of core services for telematics service OnStar. "It's a layering and bundling of numerous services...I don't see a future with just one brass ring." 

Holy Grail or potholed trail?

It's easy to see why the auto, wireless and electronics industries are keen to find the Holy Grail of telematics. At stake is a share in the still promising, if deflated, telematics market, and each industry worries that if it doesn't stake its claim early, it'll be edged out. 

As recently as July 2000, research firm IDC forecast that telematics revenue would top $42 billion by 2010, up from $1 billion in 1998. And executives fondly recalled the late 1990s, when Sun Microsystems CEO Scott McNealy would talk of the automobile as a "Java browser on wheels." 

But analysts from Adventis, GartnerG2 and others who convened this week for the two-day conference called predictions from even a year ago "outlandish." They curbed 2010 revenue estimates to $20 billion. That's still a respectable chunk of money, but not necessarily worth the massive investment required when shared between so many players. 

The dramatic downsizing in expectations for telematics has caused some executives to call off the search for the next indispensable technology--especially in Detroit, where an economic downturn has led to massive layoffs and concerns that automakers have lost focus on their core businesses. 

"Let the wireless carriers blow their brains out with trying to sell handsets," said Andrew Cole, wireless practice leader of London-based strategy consulting firm Adventis. "Automakers should leverage the core of their strategy--with no more squatting on the revenue chain." 

Automakers also say a lack of reliable feedback thwarts their attempts to find the next winning technology. A recent survey concluded that only about 1 percent of respondents could define "telematics." But in other surveys, people have often said they want to surf the Web from their cars--a pastime that could be highly dangerous for drivers and possibly a liability for automakers. 

"Sometimes you don't want to give people exactly what they're asking for," said Harel Kodesh, a former Microsoft engineer who's now CEO of Wingcast, a San Diego-based joint venture between Ford Motor and Qualcomm. "It's the classic innovator's dilemma...We need to listen to what they say their problems are, not just what they want." 

Hope for the hopeless

Although the be-all and end-all application has eluded telematics service providers, executives and consultants are hopeful about several broad niches: safety and security, hands-free handset use, and diagnostics. But each has pitfalls. 

Safety and security have become a foundation for telematics. 

OnStar, the most popular telematics service, with 2.2 million customers nationwide, notifies police and paramedics when customers' airbags deploy. It also allows people place a call to an OnStar service center when they've been locked out of their car so that a remote technician can open the doors. OnStar says customers have called the service center for emergencies ranging from flipped vehicles to bear attacks. 

The next safety and security services could go a step further. Delphi is testing a system that would track a driver's eyeballs whenever the car is in motion. 

"It could literally warn the driver that his eyes have been off the road for too long and say, 'Please focus on the road,'" Wohleen said after showing a video of a driver who regained focus on the road after a warning. 

Despite this promise, Cole and other analysts said this week that the auto industry has assumed a "slavish adherence" on safety and security, even though independent customer polls show that the features are a low priority. They questioned why people would pay $200 or more per year for high-tech insurance, especially when roughly three-quarters of new car buyers already own cell phones. They urged the industry to back off and focus on entertainment, such as satellite movie feeds, stock quotes and traffic updates. 

Hands-free handset service is another promising area, especially in the wake of legislation last year in New York banning conventional cell phone use while driving. The European Union (news - web sites) is considering similar legislation. Adapting a common cell phone for hands-free car use now requires after-market parts and installation costing $200 or more. 

"Hands-free calling is the dominant application that customers will pay for," said Jack Withrow, director of telematics for the Auburn Hills, Mich.-based Chrysler division of Germany's DaimlerChrysler. "But I won't say it's a killer app. It's one dominant app." 

The most complicated and long-term telematics technology could be remote diagnostic service, known as "diagnostics/prognostics." Such technology would provide constant "communication" between the vehicle and the dealer so that, in theory, the dealer would know exactly when a car needs a tune-up, oil change or brake inspection. 

But it's unclear whether or how much customers would pay to equip their car with sensors that alert the dealer to problems. No automaker offers diagnostic telematics to the public, and tests have been extremely expensive. 

Some auto veterans say they could use the service to differentiate their brand--a uniquely Detroit twist on customer relationship management (CRM). CRM software crunches consumers' demographic information to provide businesses with more data on buyers, potential buyers and defectors. 

"A sensor could detect that a valve in your car would fail in six months," said Jim Geschke, vice president of electronics integration for Milwaukee-based supplier Johnson Controls, which partners with DaimlerChrysler and plans to launch telematics services in mid-2003. "You could alert the dealer, order the part, schedule the appointment, and a screen on your dashboard says: 'Mr. Brown, your EGR valve is suspect. Can we fit you in Tuesday for an appointment?'" 

Geschke has radically curbed enthusiasm for the profit that Johnson Controls and the auto industry could make from telematics. But he could barely contain his giddiness over diagnostics. 

"What is the cost to society of vehicle breakdowns?" Geschke asked. "It's billions of dollars each year, and we could almost eliminate it." 

June 13, 2002 New York Times

The Sierra Club Singles Out Ford's Chief in New Campaign

By DANNY HAKIM

DETROIT - The Sierra Club introduced an advertising campaign yesterday that ties fuel economy to patriotism and calls for action by William Clay Ford Jr., the chairman and chief executive of the Ford Motor Company, who was once viewed by the group as an ally.

The campaign, produced by Haddow Communications, is being rolled out in a dozen states. The campaign includes a radio spot and television ads featuring Bob Kerrey, the former Nebraska senator, and Jack Shanahan, a retired vice admiral. Both men urge the auto industry to take action to cut oil use.

"It's time for us to tell the auto industry that we want to break the grip of oil-producing countries and reduce our oil use," Mr. Kerrey said in one spot, which also showed pictures of oil fields burning in Kuwait during the Persian Gulf war. 

The advertisements encourage consumers to ask dealers for a so-called freedom option package. Instead of air-conditioned seats or a sunroof, the Sierra Club wants people to buy cars with eco-friendly features like continuously variable transmissions, which obtain better mileage by using an infinite number of gears, and integrated starter-generators, which shut off engines while idling.

The group said only the Toyota Prius, from Toyota Motor, and a new version of the Honda Civic, from Honda Motor, which both use hybrid engines that combine gasoline and electric power, offer the entire freedom package.

But the most surprising part of the campaign is that it singles out one company, and one man, in particular -- Mr. Ford -- in a radio ad. 

"Now more than ever, America needs cars that get better gas mileage," says a narrator in the ad, which began showing in Washington yesterday. 

"That's why we're asking Bill Ford, head of the Ford Motor Company, to do his part and to produce more fuel-efficient cars, S.U.V.'s and pickup trucks."

In October, Mr. Ford became chief executive of the company founded by his great-grandfather. Before that he was perceived as an iconoclast, a Detroit executive with a green image who would talk about issues like global warming. Groups like the Sierra Club were quite hopeful that he would lead the company to break with the industry's lobbying against toughening fuel-economy regulations.

Instead, Mr. Ford kept the company in the trade groups that backed the industry's campaigns against higher federal gas mileage standards during a Senate debate earlier this year, souring relations with several environmental groups. 

Still, the Sierra Club considers General Motors and the Chrysler Group of DaimlerChrysler to be more entrenched opponents on fuel-economy legislation, so why single out Mr. Ford?

"If you want somebody to lead, you go to somebody who wants to be a leader," said Carl Pope, the chief executive of the Sierra Club. "We think Bill Ford wants to be a leader, but there are people in his company who don't want him to be a leader."

He added that the radio ad was intended "to up the cost of not leading" by calling into question the image the company has fostered as being concerned about environmental issues.

Ford did pledge in 2000 to improve the fuel economy of its sport utility vehicles by 25 percent over five years, leading G.M. and Chrysler to say they would match Ford. And Ford has said it will come out with what would be the first sport utility vehicle to use a hybrid engine next year. But since becoming chief executive, Mr. Ford is faced with a struggling company that lost $5.5 billion last year and has not been vocal on environmental issues.

"There is no dissension within Ford over our commitment to deliver improved fuel economy," Mr. Ford said in a statement.

"The Sierra Club chose to target Ford and me personally because we are seen as leaders," he added. "I think that's ironic because I have often been criticized for being too far out front on this issue. But we will not change the course we are on and will not alter our commitment to improving the fuel efficiency of our products." 

The Sierra Club intended to start running the radio spot in Detroit yesterday as well as Washington but has not yet found a local station willing to play the ad.

"We felt it was inappropriate for the Sierra Club to single out an individual and attack an individual in the ad," said Rich Homberg, general manager of WWJ, a local news station owned by Viacom. 

Ford has been one of the station's advertisers, but Mr. Homberg said the decision was made on the merits of the ad. 

"Singling out the C.E.O. of a major automaker, especially one who was in the forefront of the issue, seems inappropriate," he said. "We're one of the stations that sets the standard for journalism in this community. We didn't make this call lightly."

http://online.wsj.com/article/0,,SB1023912636818999840.djm,00.html

Activists Set Sights on Ford Chief In Ads Pushing Fuel-Efficient Cars

June 11, 2002 By JEFFREY BALL 

Staff Reporter of THE WALL STREET JOURNAL

DETROIT -- The Sierra Club is running ads targeting Ford Motor Co. Chief Executive William Clay Ford Jr., a self-described environmentalist, as part of a consumer campaign to persuade auto makers to build more fuel-efficient vehicles.

In what the environmental lobby said is its biggest effort ever against an industry, the group unveiled a series of TV and radio spots Wednesday. The TV ads don't mention any specific auto company, but the group's radio ad calls specifically on Mr. Ford "to do his part" to build more-fuel-efficient vehicles.

In the wake of Sept. 11, the ads stress improved auto mileage more as a way to reduce U.S. dependence on foreign oil than as a way to clean up the air. The spots feature Bob Kerrey, the former U.S. Navy Seal and former senator from Nebraska, and Jack Shanahan, a retired Navy vice admiral.

The ads mark the first salvo in what will be a three-year battle by the Sierra Club to prod consumers to demand auto makers build cars and trucks that go farther on a gallon of gas, said Carl Pope, the Sierra Club's executive director. In addition to ads, the effort will include "grass-roots actions" at auto dealerships and perhaps at auto shows.

The campaign comes as Ford, which has seen its corporate image -- and profits -- plummet in the past year, has sought to counter those problems by elevating the public profile of its telegenic CEO. In a series of television spots featuring close-up shots of Mr. Ford, the great grandson of automotive pioneer Henry Ford defends the propriety of his company continuing to sell sport utility vehicles.

Those ads, along with Ford's participation in the auto industry's big lobbying push earlier this year to defeat calls in Washington for significantly tougher federal auto-mileage standards for trucks and SUVs, incensed environmentalists. Environmental activists thought they had found a kindred spirit in Mr. Ford. So, Mr. Pope said, the San Francisco environmental group decided to focus on Mr. Ford in its public campaign against Detroit.

Mr. Pope compared the Sierra Club's decision to target Ford to the United Auto Workers union's traditional practice during contract talks of picking one of Detroit's Big Three auto makers to set a pattern the other two companies will have to follow. He said he believes Mr. Ford does want to improve his company's environmental performance, but he is encountering opposition from other officials in his company.

"William Clay Ford has said he wants to lead Ford to being the environmental auto maker of the 21st century," Mr. Pope said. "We believe him. And we believe it is much easier to get leadership from someone who wants to be a leader, but may be running into resistance inside his own organization, than from somebody who hasn't yet demonstrated that he wants to be a leader."

Ford officials said they are committed to improve the fuel economy of their vehicles, including boosting efficiency of their SUV fleet by 25% by the end of the 2005 model year.

In a statement, Mr. Ford said there is "no dissension within Ford over our commitment to deliver improved fuel economy across our vehicle lineup," though company officials do have "healthy discussion" about how best to do that. He said the company plans to start selling a hybrid version of its Escape SUV next year, and added: "The Sierra Club chose to target Ford and me personally because we are seen as leaders. I think that's ironic because I have often been criticized for being too far out front on this issue. But we will not change the course we are on and will not alter our commitment to improving the fuel efficiency of our products."

While in Detroit, Sierra Club officials met with leaders of the politically influential UAW. The union has opposed the kind of big increases in the federal fuel-economy standards the Sierra Club wants, arguing they would particularly hurt U.S. auto makers. But both sides said they plan to talk further about how they plan to push jointly for more fuel-efficient vehicles.

The Sierra Club is launching its campaign a few months after it and other environmental groups failed to persuade Congress to significantly raise the nation's auto-mileage rule, known as the Corporate Average Fuel Economy, or CAFE, standard. Environmentalists blame that loss largely on what Mr. Pope called a "misleading, fear-based campaign" by the auto industry that included a "multimillion-dollar ad blitz."

The political success of that campaign convinced the Sierra Club it had to respond with a similarly massive public-relations effort. "We're doing this because what we did before didn't work," Mr. Pope said. "So we're going now to the customers."

Write to Jeffrey Ball at jeffrey.ball@wsj.com2

http://www.nytimes.com/2002/07/15/technology/15NECO.html
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Detroit Makes a Comeback With Research Centers

By STEVE LOHR

WARREN, Mich. -- IN 1956, when General Motors opened its sprawling research center here, President Dwight D. Eisenhower praised it as a symbol of democratic capitalism's natural impulse to explore the frontiers of technology. G.M. executives declared their commitment to making the Warren research center "one of the nation's great resources." 

Yet the research centers of Detroit — Ford Motor opened one in 1953 — never really rose to rival the labs of the information technology industry. A handful of computer and telecommunications companies, led by I.B.M.'s Watson Labs and AT&T's Bell Labs, were the places where the best and brightest minds gravitated to do pioneering work on everything from solid-state physics to software algorithms. 

Detroit, however, seems to be making a comeback as an industry in which people are working on breakthrough technology. There is perhaps no better place to get a sense of that technological excitement than here in Warren. Today, it is a place of work spaces separated by shoulder-high partitions and informally dressed researchers carrying laptop computers. Except for the prototype automobiles, the place could be mistaken for an office in Silicon Valley.

One of the more intriguing projects is led by Christopher Borroni-Bird, a young research director who holds a Ph.D. in physics from Cambridge University and did post-doctorate work at Tokyo University before joining the auto industry. He worked for DaimlerChrysler and then moved to G.M. two years ago to help it completely rethink the conventional automobile — its design, technology and propulsion.

Mr. Borroni-Bird is the program director for a concept car called the Automony, a sculptured, aerodynamic vehicle that is intended to be powered by hydrogen-based fuel cells and controlled electronically using so-called drive-by-wire technology. About the only thing left of the traditional automobile would be the wheels and the driver.

Gone would be the internal combustion engine and, oh yes, the petroleum-based energy economy. The electronic controls would mean there would be no need for foot pedals or even a steering wheel. The car could be driven with a joystick or a device resembling a video-game controller. With no hump for a drive shaft down the middle of the interior, design would be liberated. And the driver could sit anywhere in the car, since the portable electronic controls could be taken to any seat.

A working prototype of the Autonomy is scheduled to be shown later this year. Most other car companies, including Toyota and BMW, also plan to have demonstration fuel-cell vehicles ready soon.

The sincerity of the auto industry in developing fuel-cell cars is difficult to determine. Detroit has an enormous stake in the internal combustion engine and the status quo. But there are incentives to pursue a long-term transition: oil reserves will not last forever, and fuel-cell technology does provide a way to sell cars to the 88 percent of the world's households who still do not own automobiles, without choking the globe in pollution.

The G.M. concept has some particularly interesting elements that Mr. Borroni-Bird, a small, slight native of Liverpool, explained with animated enthusiasm. The Autonomy idea is to separate the chassis from the body. All the fuel-cell propulsion equipment is in the chassis, a series of modular components, beneath a solid platform. Mr. Borroni-Bird refers to the chassis as the skateboard, fittingly, since it resembles a giant skateboard riding on four automobile wheels.

All kinds of car bodies could, in theory, rest on a single platform, secured by mechanical locks. There could be a sports-car style body for a drive in the country or a van-like body for a family vacation. The skateboard platform would use sensors and software to automatically adapt to whichever body happens to plopped on top — plug and play, as they say in the computer industry.

Such an approach to car-making has the potential to overhaul the structure of the industry. For example, some companies might specialize in making skateboard platforms, while other companies might make bodies. There could be a proliferation of companies and innovation. Yet if one company became the leading producer of skateboards, it could own the crucial technology platform in the industry — just as, for example, Microsoft's Windows operating system is the dominant technology platform in the personal computer business.

The hurdles to bringing a car like the Autonomy into the mainstream market are daunting as well. Mr. Borroni-Bird is a veteran of fuel-cell research, and he is well aware of the progress that still needs to be made in cost, size and storage if fuel-cell technology is going to become commercially practical. But the trends are going in the right direction. A decade ago, a fuel cell to power an automobile was the size of a van, while today a vehicle like the Autonomy is possible. But can there be enough on-board storage to give a fuel-cell car the 300-mile range before refueling of a conventional car? And what about the fuel-distribution infrastructure? After all, there are roughly 175,000 gas stations in the United States.

Mr. Borroni-Bird and other experts see an evolutionary path toward fuel cells in which first gasoline and ethanol are used in a reforming process to produce hydrogen, which is then used by the cell to produce electricity that powers the car. Still, Mr. Borroni-Bird says, even the gasoline-to-hydrogen conversion would mean 50 percent greater energy efficiency and 50 percent less pollution than internal combustion cars.

Many experts predict that fuel cells will first be used on portable electronic devices like cellphones and laptop computers. Start-ups, like Neah Power Systems of Bothell, Wash., are developing such systems; plug a fuel-cell device the size of a lighter onto the side of a laptop, and it could run for days or a week.

Mr. Borroni-Bird said he was hopeful that by 2010 there would be substantial numbers of fuel-cell vehicles on the road. 

Whatever the outcome, others have noticed the altered mood among the technologists of Detroit. "They are pursuing a radical change in the design and power plant of vehicles," observed Peter Schwartz, chairman of the Global Business Network, a consulting firm in Emeryville, Calif. "It has some of the feel of the early days of the Internet and biotechnology, a sense of vision, enthusiasm and desire to help the world. Microchips and PC's felt that way 20 years ago."

http://www.bfi.org/Trimtab/spring01/fuelcells.htm

An Example: First National Bank of Omaha

Contingency Planning Research estimates that power fluctuations cause 45 percent of all computer data losses and the Electric Power Research Institute estimates that power-quality breakdowns caused some $50 billion in business losses in 1999. However, most high yield facilities can’t afford to surrender floor space to back up power systems that earn no revenue. Web hosting centers, for instance, can generate more than $1,000 a year per square foot of rental space. 

There is a solution to this apparent dilemma: ‘high availability’ power systems that economically replace the common ‘grid + diesel + battery’ back-up power strategy with a distributed primary power system (including fuel cells in some configurations, as well as gas turbines, flywheels and other technologies). Placed adjacent to, but outside, the facilities they power, these systems free up a tremendous amount of highly profitable floor space that batteries and UPS (uninterruptible power supply) systems would occupy.

In 1999, the First National Bank of Omaha (FNBO)–the nation’s largest privately owned bank–installed a $3.4-million, 800-kw fuel-cell system as the primary power source for its new 200,000 square foot Technology Center’s critical loads. FNBO had previously endured power outages where even its back-up systems failed. The SurePower fuel cell system they installed (disclosure: a company Natural Logic works with) provides the first ever ‘Seven 9’s’ (99.99999% available) power system in such a setting.

As the nation’s seventh largest credit card trans-action processor, handling over three million transactions per day, 365 days a year, FNBO simply can’t afford power outages." A single one-hour blackout could cost FNBO’s credit-card operation as much as $6 million in lost business," according to Business Week. 

Faced with such vulnerabilities, this system emerged as a cost competitive solution for their critical load applications. Over a 20-year life span, fuel cells are "the cheapest way to go," the bank’s director of property management, Dennis C. Hughes told Business Week.

The FNBO system is registering environmental benefits as well. The system "produces 40 to 50 percent less greenhouse gases than a traditional UPS system that draws its power from the electricity grid," according to Dr. Joseph Romm of the Center for Energy and Climate Solutions and author of the book Cool Companies.

Some of the benefits come from a kind of multitasking: the system not only converts hydrogen and oxygen into electricity and water; it also generates ‘waste’ heat that can be used for both heating and cooling (using absorption chillers). "Essentially," Romm notes, "the Sure Power system provides three services: 

1) 340 kW of high-availability power for the critical load, 

2) 400 kW of excess electricity, and 

3) 2.8 million BTU/hour [of heat] not all of which is used by the bank."

http://www.personal.psu.edu/users/d/w/dwd130/future1.html 

DATE?

Chrysler has unveiled the second fuel cell concept vehicle called the Commander 2. This car is a hybrid that uses a battery and fuel cell. It has double the fuel efficiency of conventional SUVs and very low tail-pipe emissions.

Ford is on top of the fuel cell game as well. The TH!NK FC5 and P2000 Prodigy are two new fuel cell powered vehicles. The TH!NK FC5 is powered by a Ballard fuel cell electric power train using methanol fuel. Ballard is the leading supplier of fuel cells for transportation. The company has received orders from auto manufacturers around the world. The P2000 Prodigy runs on stored hydrogen. Ford and Mobil are collaborating on a fuel processor to extract hydrogen from hydrocarbon fuels for use in fuel cell vehicles.

General Motors expects to have a fuel cell vehicle ready for production by 2004. The HydroGen1 fuel cell is their smallest, most powerful fuel cell yet. The HydroGen1 provides 80 kW of power, and has a thermal efficiency of 53 to 67 percent and can start a car in temperatures as low as -40º C.

Volkswagon introduced its first fuel cell powered car called the Bora HyMotion, based on the Jetta and has plans with Volvo to produce a methanol-fueled fuel cell hybrid "Golf" type car.

November 30, 2001 Ballard Power Systems Announces Closing of the $861.0-Million Acquisition of XCELLSIS Fuel Cell Engines and Ecostar Electric Drive Systems Vancouver, Canada - Ballard Power Systems (TSE:BLD; NASDAQ:BLDP), announced today the closing of its previously announced acquisition of XCELLSIS and Ecostar Electric Drive Systems from DaimlerChrysler and Ford culminating in a 20-year vehicular fuel cell alliance agreement. The transaction, including a private placement of $55.0 million in Ballard common shares to DaimlerChrysler and Ford, is valued at $861.0-million (US $547.0-million). Ballard will issue to DaimlerChrysler and Ford a total of 18,403,523 common shares for the acquisition and a further 2,023,173 common shares for the private placement.

http://www.ballard.com/news_archive.asp  archive of news releases

Dec 3, 2001:

Ballard and Ford Sign $69.1-Million Agreement for Fuel Cell Engines and Related Support Services
Vancouver, Canada - Ballard Power Systems (TSE:BLD; NASDAQ:BLDP), announced today that its Transportation Division has signed a three-year agreement valued at $69.1-million (US $43.9-million) with alliance partner Ford Motor Company of Dearborn, Michigan. Under the terms of the agreement, Ballard will supply Ford with fuel cell engines and related engineering and support services. 

"This $69.1-million order for the development of fuel cell engines is in addition to Ford´s September order of $34.5-million, and brings Ford´s total recent orders to over $100-million," said Firoz Rasul, Chairman and Chief Executive Officer. "This new order is further confirmation of Ford´s commitment to Ballard and to the commercialization of fuel cell vehicles."

methanex.com: american methanol fuel institute

Speech: Bill Ford at NAIAS, January 10, 2000 

Good morning. Welcome to Detroit in the 21st century! 

There are some who say the 21st century doesn’t officially begin until next year. But, after spending a few days at the North American International Auto Show, I think you’ll agree that the 21st century is well under way… at least in the automotive business… and especially at Ford. 

We’ve had a very good year… actually, we’ve had a very good century. Henry Ford was named Businessman of the Century. The Model T was named Car of the Century. I’m very proud of those honors, and what they say about our heritage. 

In more recent news, Jac was just named "Car Guy of the Year." If you know Jac, and you’re familiar with all of the new vehicles we’ve launched around the world in the last year, that’s an obvious and well-deserved choice. 

We also had two of the three finalists for the North American Car of the Year Award, Ford Focus and Lincoln LS. And we were very pleased to hear this morning that Focus won. 

I’m pleased by the success we’ve had, and the recognition we’ve received in the past year. And we’ve been inspired by the support and encouragement we’ve had from around the world for our vision… of giving people not only better cars and trucks, but a better world. But if there was ever a time for resting on our laurels, it certainly is not now. 

The automobile business is about to undergo the most profound and revolutionary changes it’s seen since the Model T first hit the streets. There are many reasons for these changes, but I believe two in particular stand out – the rise of the Internet as a tool of business and commerce; and the arrival of mass-production alternatives to the internal combustion engine. 

Both the Internet and alternative fuel vehicles are going to have a major impact on our business… but in different ways, and at a different pace. 

The effect of the Internet is going to be fast and far-reaching. We’re racing to find ways to leverage the Internet throughout the entire automotive value chain – from suppliers to manufacturers to dealers to consumers. When we find the right business models and link it all seamlessly – which is going to happen faster than most people can imagine – it’s going to have an incredible impact on our business. 

The best way I can describe that impact to you is to say that the Internet is going to be the moving assembly line of the 21st century. It’s going to improve productivity, lower costs, and surprise and delight customers that much. 

The race is on to be the first with the most. You will hear more about this from all the manufacturers, here at the show and throughout the year. The Internet-related announcements we have already made – and the ones we’ll make this morning – should give you an indication of how serious Ford Motor Company is about winning this race. 

If the Internet race is a sprint, delivering mass production alternatives to the internal combustion engine has been more of a marathon – but the finish line is starting to come into view. In the early ‘60s, Ford built two-seater electric commuter cars in England. In the mid-60s, we invented the sodium-sulfur battery. In 1979, we built our first hybrid vehicle, using a Ford Econoline van. 

Today, we’re the world’s leading producer and seller of electric vehicles. We offer the broadest range of alternative fuel vehicles, including electricity, ethanol, natural gas, and propane. Until very recently, Ford sold more than 90 percent of the alternative fuel vehicles in North America. That percentage has come down as other manufacturers entered the market – which I applaud as being good for consumers and the environment. 

As fast as we’re working to make it happen, it will be several years before a significant percentage of vehicles are powered by anything other than an internal combustion engine. That’s why Ford has been moving to make our conventional engines cleaner sooner, as we did with our low emission Sport Utility Vehicles and pickup trucks in North America last year, and the Stage IV low emission engines we will begin rolling out in Europe this year. 

We’re making our conventional powertrains cleaner and more efficient as fast as the technology permits. By the way, the proposed requirements for lower sulfur fuel in the United States will help these "cleaner sooner" efforts. 

Since I’ve been talking about the Internet and the environment this morning, it’s only fitting that I announce another Ford first that combines the two. We’re establishing a first-of-its-kind Environmental Labeling Web site that will give consumers online environmental information about all new Ford, Lincoln, and Mercury vehicles in the United States. The site, which we call Ford Envirodrive, is the only one-stop Web resource with the latest information on U.S. fuel economy, emission certification, recycled content, recyclability, and manufacturing plant environmental standards. You can check out Ford Envirodrive on any of the computer terminals on our Trustmark bridge, or on your own computer at www.fordenvirodrive.com. 

Looking farther ahead, I’m especially excited by all of the hybrid-electric and fuel cell vehicles on the road and under development. In the near term, hybrids will make the first substantial inroads into the market. Longer term, I believe fuel cell vehicles will finally end the 100-year reign of the internal combustion engine. 

What’s slowed the development of alternative fuel vehicles is not inventing the technology. As I indicated, much of it has been around for years. The difficult part has been producing an alternative vehicle that has cost and performance characteristics that are acceptable to mainstream consumers, so that the vehicles are purchased in high volume. Then there are also huge infrastructure issues. To make a significant difference in the environment, we have to sell millions of vehicles, not hundreds or even thousands. 

That’s why I am pleased this morning to publicly introduce for the first time the Ford Prodigy – the hybrid-electric family sedan concept vehicle I drove up in. 

Prodigy is an extremely fuel-efficient family sedan. It will go nearly 80 miles on a gallon of fuel with the power, drivability, and range that customers require. It has the passenger and cargo space of today’s Ford Taurus, but is 40 percent lighter. Prodigy is part of our efforts in the Partnership for a New Generation of Vehicles program with the U.S. Department of Energy. It’s an interim step between our P2000 research programs and an affordable, family friendly hybrid electric vehicle that we’ll begin producing in 2003. 

We plan to reach the mainstream of the North American automotive market with a family-sized hybrid electric vehicle that delivers the performance and utility our customers demand. It will reduce their fuel costs, while making a significant, positive impact on the environment. 

We’re excited about Prodigy… but if you think that’s all we’ve been up to, think again. There are a lot of other ways we’re going to be connecting to consumers in the new millennium… right Jac? 

Bill Ford at CERES 2000 Conference in San Francisco, April 14, 2000  USE THIS ONE?

Following is the text of remarks as prepared for delivery by Bill Ford, chairman of the board, Ford Motor Company, at the CERES 2000 Conference in San Francisco, on April 14, 2000. 

I want to say how pleased I am to be a part of this important forum. This conference is helping to establish not only the agenda of the next century, but also the relationships we'll need to solve some very daunting issues. 

It's great to be here, and to have this opportunity to share our story with you. 

One hundred years ago, my great-grandfather Henry Ford had a radical vision of the future. At a time when automobiles were reserved for the affluent, he foresaw a day when the average family could own a car, and use it to improve their lives. That vision put the world on wheels. 

In the 20th century, the automobile provided tremendous benefits, and raised the standard of living in much of the world. But it also had a major negative impact on the environment. For twenty years I struggled to reconcile my environmental belief with working for an industrial company. 

When I became Chairman of Ford Motor Company last year, we began to form a very different vision of the future. We have an opportunity to have a major positive impact on society. We cannot afford to miss this opportunity. 

The expectations for multi-national corporations are rising rapidly. External stakeholder groups, including our own customers and shareholders, are demanding that we acknowledge their concerns and take leadership in addressing them. At the same time, our own understanding of what we need to do to grow our business has become much more sophisticated. We understand the triple bottom lines of sustainability - environmental, social, and economic - must all be addressed in order for us to be successful. 

For example, we can't expand in potentially huge markets such as India and China - and provide a better life for millions of the world's poorest people - unless we can do it in a sustainable way. It's the only way we will be able to grow our business and reward our shareholders, in developing and existing markets. 

I personally believe that sustainability is the most important issue facing the automotive industry and industry in general in the 21st century. We look at it not just as a requirement, but as an incredible opportunity. I want us to be a leader in driving the transition, and to be in a position to benefit from it. 

So we've updated our vision. In the 20th century, we provided the world with mobility by making it affordable. In the 21st century, we want to continue to provide the world with mobility by making it sustainable. 

I see a day when everything my company does - all of our facilities, all of our products, all of our services - contributes to a sustainable future. We want to produce automobiles that not only improve individual lives, but also the world around them. Given where we are, that might seem like a radical vision to some people, but we're already headed there. 

We've begun an exciting and challenging journey. We plan to transform ourselves from the symbol of 20th century industry into the model of 21st century sustainability. Frankly, we don't have a detailed map of how to get there yet, or even an exact picture of what sustainable mobility will look like. In addition to the automobile, it may include mass transit, or Internet access, or something we haven't even thought of yet. 

We need to engage you and others like you to help us imagine what sustainable mobility really could be. 

To give you a sense of where we are on our journey, I'd like to tell you a little bit about myself and where I'm coming from, and a little bit about my company, and where it's going. 

As you might have guessed, I'm a car enthusiast by heritage and by choice. I'm also a lifelong environmentalist. If you are a student of history, the fact that I'm an environmentalist shouldn't be a surprise. The environment is as much a part of my heritage as the automobile. 

In addition to being an automotive pioneer, Henry Ford also was an environmental pioneer. He had a strong ethic of preserving the natural environment as well as reducing, reusing, and recycling. 

He used hydroelectric power to run many of his auto plants, and his own home. He recycled wooden crates into running boards, and the leftover scraps into charcoal. He experimented with soybeans as a renewable resource for making lightweight auto parts. His vision was to create technology that complemented and benefited both mankind and the natural world. 

To be candid, over the years Ford lost sight of that vision. We did the minimum to comply with the law, and fought virtually every initiative. 

Today we are embarking on a leadership strategy, and we are facing some difficult issues. 

Such as: Where do we put our resources - billions of dollars - to get the greatest benefit from new technology? How do we make that technology attractive and affordable for customers? What's the best way to add value for shareholders and society? Those are the kind of issues we're working on right now. 

We don't have all the answers at this stage. But I think it would be useful to describe the approach we're taking to find them, and what we've learned so far. 

The process we are using to become more environmentally friendly and sustainable has three major steps: engaging with stakeholders, including NGO's; establishing standards of conduct; and becoming more transparent. 

In stakeholder engagement, we've come a long way since the days when I first joined the company, and was asked not to associate with any known or suspected environmentalists. 

In the last year, I and some of our senior executives have met with a number of leading environmental organizations and advocates. We also engaged with CERES members to help us map out a sustainability strategy. We will continue to have an ongoing dialog with the smartest, most creative, and energetic people we can find to work with us. 

This summer we'll launch our formal stakeholder engagement effort at a Thought Leader Forum that will bring together Ford executives and leading experts in corporate citizenship and sustainability. 

In our initial talks with NGO's we have said that we plan on being the world's most environmentally friendly automaker. And we've asked for their thoughts on what it would take to achieve that vision. Their ideas have already begun to influence our efforts. 

One of the first things they suggested was that we establish standards of conduct, including a clear set of business principles and transformational goals. Of course, we've always had policies, procedures, and standards we've followed. But they tended to be narrow and internally focused, and compliance-based. They made us good neighbors, but not global leaders. 

I'm proud to announce today that, as a result of lengthy conversation and mutual decision, we are including the CERES Principles as a key part of our new way of doing business. 

By endorsing these principles, we are pledging to go beyond the requirements of the law to preserve and protect the environment. 

In many areas, we have already raised the bar on our performance voluntarily. At the end of 1998, we became the first and only automaker to certify all its plants around the world under ISO 14001. That's the international management standard that regulates and independently audits air, water, chemical handling, and recycling. We have 140 factories in 26 countries all held to the same standards. 

Nobody has followed our lead. In addition we are requiring all our suppliers to meet the standard. 

By the way, anyone who thinks there is a conflict between preserving the environment and rewarding shareholders should take a look at this program. It's saving us millions of dollars in energy, water, material, and waste-handling costs. It's confirmed my strong belief that - in addition to being the right thing to do - preserving the environment is a competitive advantage and a major business opportunity. 

Ford also has been a leader in the development of clean-running alternative fuel vehicles. We are the world's leading producer and seller of electric vehicles. 

We've just launched an entire new brand - TH!NK - dedicated to the development and marketing of alternative fuel powertrains and vehicles. And we've invested millions of dollars in alternative fuel infrastructure, including retail fueling stations. 

We are a leader in reducing smog-forming emissions. Starting with the 1999 model year, all of our sport utility vehicles and Windstar minivans qualified as Low Emission Vehicles under federal guidelines. We followed that industry first by making all of our F-Series pickup trucks LEV starting in the 2000 model year. 

This is the equivalent of taking 350,000 full-size pickups off the road, or putting 600,000 hybrid-electric vehicles on the road. It will reduce the amount of smog-forming pollutants being released into the atmosphere by 4,250 tons annually. 

That kind of breakthrough improvement - to mainstream, high-volume products - is what we need to do to have a major positive impact on the environment. Customer acceptance ultimately drives environmental improvement, and mass acceptance is critical. Niche products are interesting, but to have a real impact, mainstream vehicles must be clean. 

In our dialogs with environmental stakeholders, I think we are given a lot of credit for the improvements I've been talking about. But they've also made it clear to us the areas they feel we are not demonstrating leadership in: fuel economy and carbon dioxide emissions. I'm here to tell you today that we hear you, we get the message, and we're doing something about it. 

For starters, we've left the Global Climate Coalition. We felt that membership in that organization was an impediment to our ability to move forward credibly with our agenda on environmental responsibility. 

That's just the beginning. 

We are committed to an improvement in fuel economy for all of our vehicles. With that improvement in fuel economy will come a reduction in carbon dioxide emissions. We know greenhouse gases and global temperatures are increasing. There's no need to wait for all of the science to be completed before taking responsible actions. That's what we're going to do. 

Keeping everyone informed of our progress in this and other critical areas is the third major step in our sustainability process. We want to be transparent in everything we do. That includes having our environmental, social, and economic goals, and our progress towards meeting them, clearly understood by all of our stakeholders. 

Next month we will publish our first Corporate Citizenship report written under the Global Reporting Initiative's Sustainability Reporting Guidelines. This will help Ford begin to measure and document the full spectrum of its impact on the environment, society, and the economy. 

Our first report won't have all the numbers yet, we're still establishing many of our targets and measurements, fuel economy being a prime example. But we've begun the process, and we're not turning back. 

Where will this process lead us? As someone once said, it's difficult to make predictions, especially about the future. But some of the things we're already doing point to where we're going. 

The new Volvo S80 has a catalytic coating on its radiator that converts smog-forming ozone into oxygen. It actually cleans the air as you drive. The technology does not make cars emission-neutral yet, but it's getting closer. I'd like to see us get it to the point where every car on the road is improving the quality of the air as it drives by. 

Another effort that I hope revolutionizes industry is what we're calling the "Heritage Project" - the environmental renovation of our Rouge manufacturing complex in Detroit. 

The Rouge complex is one of the enduring symbols of the Industrial Age. Since it began operations 80 years ago, it has been studied and duplicated by companies and countries around the world, as the paradigm of the modern, integrated manufacturing facility. The goal of the Heritage Project is not just to reduce any harm this massive facility does to the environment, but to actually make it a positive contributor to the environment. 

We are consulting on this innovative effort with architect Bill McDonough, the first recipient of the Presidential Award for Sustainable Development, and a leading advocate of "eco-effective" design. Bill has been a real inspiration to me. Those of you who are familiar with his work will understand how excited we are about the possibility of creating a new standard for industrial facilities. We think this is a terrific opportunity to transform the icon of 20th century manufacturing into the model of 21st century sustainable manufacturing. 

Looking further into the future, the possibilities are even more exciting. The internal combustion engine, which powers the majority of the world's automobiles, will eventually be replaced by cleaner, more efficient technology. 

In the near term, hybrid-electric vehicles will make substantial inroads into the market. Hybrids, which are powered by a conventional engine as well as an electric motor, could represent 20 percent of the market in ten years. That will happen if we apply the technology to mainstream, high-volume products - which is what we plan to do. 

A lot of stakeholder groups have expressed concerns about Sport Utility Vehicles, especially in regard to fuel economy. They dislike them as much as our customers like them. We're working hard to make SUV's acceptable to everyone, and hybrid technology is now part of that effort. 

I'm pleased to report that we will have a hybrid-electric Sport Utility Vehicle for sale in 2003. It will be based on our new, compact Ford Escape, and will get 40 miles-per-gallon in stop-and-go city driving, and achieve a California Super Ultra Low Emission Vehicle rating. We think it will be the cleanest, most fuel-efficient SUV on the planet when it goes on sale. We are listening. 

Longer term, I believe fuel cells will finally end the 100-year reign of the internal combustion engine. They could be the predominant automotive power source in 25 years. Fuel cells run on hydrogen, which is a renewable resource. Scientists are now working on producing hydrogen gas from the algae in pond scum. 

The only emission from a fuel cell is water. It will be a winning situation all the way around - customers will get an efficient power source, communities will get zero emissions, and automakers will get a major business opportunity. 

That last point is important. As an environmentalist and a businessman, I view government regulation as the least effective way to create real progress toward a better future. It's sometimes necessary, especially if business doesn't fulfill its responsibilities. But regulation tends to be based on the status quo, not breakthrough improvements. I prefer a collaborative model that harnesses the power of the free market, and aligns it with social needs. 

A great example of this is the California Fuel Cell Partnership. Ford is a founding partner of this group, which includes auto and energy companies and state and federal government agencies. This partnership will have a test fleet of fuel cell vehicles in operation on the streets of California by the end of the year. I think it's very appropriate that the future will start here. 

On that note, let me step back for a moment. Despite all the hype about the millennium, we may have forgotten that we are, in fact, standing at a critical juncture in history. In some ways, humanity has succeeded beyond all imagination, mastering extraordinary new technologies, creating wealth at a speed without precedent. At the same time, we face problems greater than anything our ancestors anticipated. 

Our oceans and forests are suffering, species are disappearing; the climate is changing. Around the world, billions of our fellow human beings lack the most basic requirements of health and dignity. Their suffering may be silent and invisible, but it is real. And it could intensify. In the past we might have been able to look away. We might have been able to expect someone else to act. But this is our time and our task. We live in a world of interlocking systems. We can't separate things into politics and economics and science and ecology and culture. Everything is intertwined. 

But if we really live in a world of interwoven systems, then we need to draw on the energy of every network, every group, every community. The dedication, ideas, and connections represented just by those of us who are in this room today are mind-boggling. Imagine what we could do if all of our networks and all of our combined resources began to pull in the same direction. 

On some matters we will have different interests and points of view. But those differences will bring us new energy and will pale in comparison to what we can get from shared commitment, creativity, and goodwill. 

If some of the challenges appear insurmountable to us, we must remember that our predecessors faced challenges that appeared equally insurmountable to them. They found success because they chose to cast aside the received wisdom, cut through old boundaries, and chart a new course into the future. 

This is our time. For the sake of our children and our grandchildren, we must prevail. 

Following is the text of remarks as prepared for delivery by Bill Ford, chairman of the board, Ford Motor Company, at the 5th Annual Greenpeace Business Conference, London, October 5, 2000.
We're also working on hybrid-electric and fuel cell powered vehicles. Hybrids, powered by a conventional engine as well as an electric motor, could represent 20 percent of the market in ten years. We'll have a hybrid-electric Ford SUV for sale in 2003. Longer term, I believe fuel cells will finally end the 100-year reign of the internal combustion engine. Fuel cells, which run on hydrogen, a renewable resource, have zero emissions. We'll have a test fleet of fuel cell vehicles on the road by the end of next year. Fuel cells could be the predominant automotive power source in 25 years. 
Fuel Cell Vehicles to Hit Streets 

Tue Apr 9, 6:45 PM ET   By ED GARSTEN, AP Auto Writer 

DETROIT - After almost a decade of hailing fuel cell technology as the ultimate replacement for the internal combustion engine, automakers are slowly starting to sell some fuel-cell-powered vehicles.

Honda Motor Corp. plans to make a very small, but undetermined, number of fuel cell vehicles available next year, said Ben Knight, vice president for automotive engineering. "It's a great way to get feedback," he said.

DaimlerChrysler AG is launching a program in Europe with 30 fuel cell buses in 10 cities, said Dirk Walliser, one of the heads of the automaker's fuel cell project. "We find it is the furthest we can go into commercialization right now," he said.

And Ford Motor Co. is sending five fuel cell vehicles to California this year for evaluation, said Bruce Kopf, director of Th!nk Technologies at Ford. A "limited volume" of vehicles for fleets will be available in 2004, he said. "We haven't achieved a commercially viable design."

The automakers are sticking to their estimates that mass-produced, widely available fuel cell vehicles will not be possible until 2010 at the earliest, mainly due to cost, infrastructure and safety issues.

"Certainly there are technical challenges, but there's been so much public and private investment the public ought to expect these vehicles within the decade," said Jason Mark, a transportation analyst for the Union of Concerned Scientists.

Fuel cells use a chemical reaction between oxygen and hydrogen to produce electric power. When pure hydrogen is used the only tailpipe emission is harmless water vapor.

When hydrogen is extracted from gasoline or other fuel, harmful emissions are reduced, but not eliminated. However, to use fuels other than pure hydrogen, vehicles must be equipped with a heavy and expensive reformer that extracts hydrogen from those fuels.

Hydrogen, however, is a flammable gas posing safety concerns, especially in a crash. Several suppliers are working on strong but light onboard storage systems. The lack of a network of hydrogen filling stations presents another obstacle.

DaimlerChrysler expects to make more fuel cell vehicles available in the United States in 2004, mainly for fleet operations, Walliser said. GM and Nissan Motor Co. said they plan to make the vehicles available for fleet sales in 2005.

Toyota Motor Corp. (news - web sites) has made two hydrogen fuel cell vehicles based on its Highlander SUV available to the California Fuel Cell Partnership for evaluation, but it has not set a timetable for making fuel cell vehicles available for fleets or general consumers, spokesman Joe Tetherow said.

In January, the federal government announced a partnership with the U.S. automakers called Freedom CAR with the goal of accelerating the development of fuel cell vehicles and a hydrogen fueling infrastructure.

While the cost of fuel cell vehicles has fallen since they were first built in the late 1990s, they are still too expensive to sell at a profit.

With gasoline still relatively inexpensive in the United States, people are not motivated to pay more for vehicles that run on something else. "Who is going to invest in mass production without a market?" Ford's Kopf asked.

Daniel Becker, the Sierra Club (news - web sites)'s director of global warming (news - web sites) and energy programs, said U.S. automakers are dragging their feet in bringing fuel cell vehicles to market.

"This is the industry that said, 

We can't make vehicles with seat belts, we can't make vehicles with air bags, we can't make vehicles that get 35 miles a gallon,'" Becker said.

GM's fuel cell research: Source: New Haven Register [Jun 19, 2002] 

 http://www.evworld.com/databases/shownews.cfm?pageid=news190602-01

Spending  $100M/year on it…

If just one of 25 vehicles currently in California had a fuel cell, those one million vehicles could generate more juice than the state's entire utility grid, Burns said. 

But the company that first popularizes the fuel cell and removes the automobile from the environmental equation could become the Microsoft of the coming century. 

CORPORATE PIONEERS, COMPANIES GETTING IN FRONT OF CURVES

http://www.evworld.com/databases/shownews.cfm?pageid=news180602-05

GM, IBM and Others Using Alternative Energy To Power Plants

Carmaker and others buying electricity generated from wind farms and landfill gas. 
Source: Reuters [Jun 18, 2002] 

WASHINGTON - IBM Corp. , General Motors Corp  and two other companies [Johnson & Johnson and Kinko's] said Yesterday they are buying electricity generated from wind farms and landfill gas as part of an environmental group's push to develop cleaner sources of energy. 

The companies are members of a coalition led by the World Resources Institute, an environmental think tank which is trying to persuade corporate America to use more renewable energy. The green power group aims to help companies create 1,000 megawatts of renewable electricity by 2010. So far, the coalition has companies in a dozen states generating a total of 15 megawatts of renewable power. 

One megawatt is enough to supply roughly 1,000 homes. 

IBM said its plants in Minnesota and Texas were now buying more than 5.4 million kWh of wind-generated electricity annually. The use of renewable power and energy efficiency measures have helped the company cut its carbon dioxide emissions by 28 percent during the past decade, IBM said. 

General Motors, another member of the coalition, said it was now using landfill gas to power boilers at a truck assembly plant in Indiana. The automaker plans to buy 8 million kWh or more of electricity generated from landfill gas in Michigan to power a vehicle parts plant. 

Johnson & Johnson , a maker of health care products, said it installed solar photovoltaic systems totaling nearly 350 kilowatts on the rooftops of three of its buildings. 

A fourth company, Kinko's, the chain of office copy shops, said it now buys renewable power at 80 of its U.S. stores. That amounts to about 4.2 million kWh annually bought from wind farms, landfill gas, geothermal sources and small hydroelectric power projects. 

"The projects announced today are the result of a tremendous effort over the past two years to build the business case and create cost-competitive green power," Jonathan Lash, president of the World Resources Institute, said in a statement. 

The coalition has urged Congress to offer more tax incentives for investment in green power projects and to create a single market for companies to trade emissions credits. 

Senate and House negotiators are expected to meet in the next few weeks to try and finalize a single energy bill setting U.S. policy for renewables, crude oil, natural gas, electricity and hydropower. 

The Senate's version of an energy bill would increase the amount of electricity generated from renewable energy sources to 10 percent by 2020, up from the current 2 percent. It would also allow voluntary reporting of U.S. greenhouse gas emissions for five years, but switch to mandatory reporting if companies failed to cooperate. 

The House energy bill emphasized incentives to promote oil and gas drilling. 

http://www.evworld.com/databases/shownews.cfm?pageid=news180602-06

CALIFORNIA LOCALITIES SPONSORING TEST OF NEW ZINC FUEL CELL TECHNOLOGY
Metallic Power Tests World's First Refuelable On-Road Zinc Fuel Cell Vehicle

Technology holds the promise of delivering as much as five times the energy of the same weight of lead-acid batteries. 
Source: Automotive Wire [Jun 18, 2002] 

CHULA VISTA, Calif.--(AutomotiveWire)--June 18, 2002--Leading fuel cell developer Metallic Power will announce at this evening's City Council meeting that it has completed tests of what the company believes is the world's first refuelable on-road zinc fuel cell powered vehicle. 

This milestone is especially significant because Metallic Power has accomplished the drive with very limited funding of less than $27 million in a relatively short three-year period. Energy alternatives using hydrogen and other fuels have benefited from billions of dollars in funding over more than a decade to reach this stage. In addition to demonstrating the viability of the concept, the company is aiming to show that the robust simplicity of its proprietary regenerative zinc/air fuel cells should lead to more rapid commercialization of products based on this technology. The technology demonstration, which began in Chula Vista, included more than 100 miles of test-driving on highways and surface streets over various terrains in humid coastal areas and the dry, hot Central Valley of California. 

"We are pleased that our zinc fuel cells performed so well in this challenging test and demonstration project," said Dr. Jeffrey Colborn, chief executive officer of Metallic Power. "This project, partly sponsored with a grant totaling nearly $300,000 by several California State and local government agencies, has demonstrated the long-term viability of our technology for powering zero-emission electric cars, and at the same time has provided us valuable information that will help us to improve our core near-term products for telecommunications backup power." 

The project was co-sponsored by Metallic Power, the City of Chula Vista, the California Energy Commission (CEC), the Mobile Source Air Pollution Reduction Review Committee (MSRC), the South Coast Air Quality Management District (SCAQMD) and the San Diego Air Pollution Control District. 

According to California Energy Commissioner James D. Boyd, "We are enthusiastic supporters of this project and zinc fuel cell development at Metallic Power. The California Energy Commission believes this is an important technology, developed by a California-based company, that could play a major role in future power systems for both stationary and transportation applications, as well as providing job opportunities for Californians." 

"Chula Vista is pro-actively working to reduce greenhouse gas emissions and the city has adopted a multi-faceted CO2 Reduction Plan," said Assistant City Manager George Krempl. "As part of that plan, we have committed to supporting cutting edge technology to improve our air quality and the environment. The zero emission zinc fuel cell powered vehicle will meet both goals." 

Mayor Shirley Horton added, "Our city is at the forefront of supporting clean-air technologies and is proud to have played an important role in co-sponsoring this project." 

For the demonstration, four of Metallic Power's prototype telecom backup power zinc fuel cell systems were fitted into a Geo Force sedan converted to Solectria's electric drive, with a small cargo compartment built into its rear. The company performed extensive laboratory tests on the system before taking it onto the highway. The test crew drove the vehicle at speeds reaching more than 50 mph and then rapidly refueled it in approximately 30 minutes using simple fuel hoses that can be optimized to make the process as simple as pumping gasoline. A small lead-acid battery bank connected in parallel with the vehicle's fuel cells provided extra power for short bursts of acceleration and hill climbing, while the fuel cells supplied the bulk of the energy for long-range driving. The technology holds the promise of delivering as much as five times the energy of the same weight of lead-acid batteries. As a result, such a vehicle could ultimately provide two to three times the range capability of a typical battery-powered electric vehicle. "This could someday enable zero-emission vehicles, with ranges of 300 miles or more, that consumers could safely refuel in a few minutes," explained Colborn. 

Metallic Power's zinc fuel cells are fueled with small zinc pellets. As this fuel is consumed inside the fuel cell, it is combined with oxygen from the air to form zinc oxide, a common white powder found in sunblock and skin creams. During refueling, the zinc oxide (which remains dissolved in a liquid electrolyte) is pumped out of the vehicle while fresh fuel and electrolyte are pumped back in. The zinc oxide and spent electrolyte can be completely regenerated back into fresh fuel and electrolyte in a separate, stationary device also under development by the company. 

"It's a completely closed-loop system," said Colborn. "There's nothing added, nothing wasted, and nothing to throw away or pollute the environment. While other metal/air technologies have been used to power vehicles, their implementation has required replacement or rebuilding of the cells rather than a simple refueling operation that we feel is a more commercially viable approach." 

"We're very encouraged about the potential of Metallic Power zinc fuel cell technology to produce real, long-term emissions reductions in mobile sources of pollution," said MSRC Chairman William Kleindienst. "It will certainly help to continue the commercialization of zero emission vehicles into the marketplace." 

According to Ray Alstadt, Metallic Power's vice president of product engineering, "These prototype systems performed well under more vibration, shock, dusty conditions and temperature variation than you would normally see in an indoor telecom backup power application. This project will accelerate our development of extremely robust and reliable telecom backup products in the near term while laying the first groundwork for future applications in transportation." 

Pilot units of Metallic Power's first commercial product, a 1.25kW 24-hour backup power module for telecom backup power, are scheduled to be available to telecommunications carriers in late 2003. Photos are available for download on the Metallic Power Web site at: www.metallicpower.com/news.htm. 

USA Today on tax credits for hybrids

Hybrid vehicles: Easy on gas and your wallet 06/25/02

Cameron Diaz has one. So does Donny Osmond. Leonardo DiCaprio has two.

Hybrid sales still account for a tiny slice of the U.S. car market, with fewer than 29,000 hybrids sold in the past two years, according to the Electric Vehicle Association. But J.D. Power and Associates, a market research firm, estimates hybrid sales will hit 500,000 a year by 2006. J.D. Power also expects carmakers to introduce up to 20 hybrid models, including cars, trucks and SUVs, in the next four or five years.

Sandra Block is a personal finance writer for USA TODAY. Her Your Money column appears Tuesdays. E-mail Sandra at: sblock@usatoday.com
http://www.evworld.com/databases/shownews.cfm?pageid=news280602-05

Green Power Starts for London's Red Buses in 2003

Three of London's famous red, double-deck buses will be powered by fuel cells starting in 2003. 

Source: Reuters [Jun 28, 2002] 

LONDON, June 28 (Reuters) - London's air pollution will be alleviated a little next year when the first environmentally friendly buses that emit no fumes roll on to the roads. 

Transport for London (TFL), the newly-created body responsible for transport issues in the capital, will take delivery next year of three zero-emission buses powered by hydrogen fuel cells, in a two-year pilot project along with eight other European cities. 

"We do anticipate that at least one of the buses will run on a central London route so that we can see how they work in the middle of the city and so Londoners can actually get a look at these buses," a TFL spokesman said. 

The project has the backing of the European Commission, which in December last year awarded a grant of 18.5 million euros ($18.3 million) to the nine cities involved in the pilot: London, Madrid, Barcelona, Amsterdam, Hamburg and Stuttgart in Germany, Porto in Portugal, Stockholm and Luxembourg. 

The three 70-seater buses to be supplied by EvoBus UK, part of German auto firm Daimler Chrysler DTEGn.DE , will arrive in early 2003 for everyday use in the smoggy capital, decked out in the familiar bright red livery of London's famous double-decker buses but with green technology under the hood. 

<snip>

http://www.evworld.com/databases/shownews.cfm?pageid=news270602-01

States Compete to be Fuel Cell Capital

California, Michigan, Ohio and Texas vie to become major fuel cell development centers. 

Source: Detroit Free Press [Jun 27, 2002] [CA MENTIONED IN LEAD ONLY]
Fuel cells are being hailed as the next big thing. They'll power our cars. Maybe even our homes. They're clean. They would reduce the nation's dependence on foreign oil. And there is major money to be made. 

That's why Michigan and Ohio have unveiled dueling state-sponsored programs intended to make each the worldwide leader in fuel cells. 

In April, Gov. John Engler announced Michigan's NextEnergy Project, which is a comprehensive economic development plan geared toward making Michigan a world leader in the research, development, commercialization and manufacture of alternative energy technologies like fuel cells. 

The NextEnergy plan, which experts say will cost close to $50 million over the next three to five years, will be a 700-acre, tax-free research zone in Washtenaw County's York Township, designed to attract alternative energy companies from around the world. 

Around the same time, Ohio Gov. Robert Taft unveiled his state's Third Frontier Project -- a 10-year, $1.6-billion proposal to promote high-tech research. The fuel cell portion of that plan comes in the form of a three-year, $100-million plan to make Ohio a national leader in developing the new technology. 
Much of Ohio's investment money will come in the form of low-interest loans, tax-exempt bond financing and employee hiring and training credit. While both states see the importance of preparing for fuel cells, each is approaching the oncoming technology revolution in different ways. While both plans rely heavily on tax and employment incentives, the Michigan plan offers cash incentives in addition to attractive financing options to court businesses into its NextEnergy research den. 

"We're trying to make this the most comprehensive alternative energy program in the country, if not the world," said Tino Breithaupt, vice president of the Michigan Economic Development Corp. (MEDC). "When it comes to competing directly with states, incentives usually play a role. Looking at our program, we're offering tax exemptions and a personal income tax refund, which is money back to a company, and I don't see that particularly highlighted in their plan. I'm not seeing (Ohio) offering hard incentives that make a difference to a company's bottom line." 

The MEDC and its president, Doug Rothwell, have taken on the task of selling Engler's Next-Energy plan to businesses and governments around the world with a vengeance. Today, for example, Rothwell will explain the Michigan plan to the House science subcommittee on energy in Washington, D.C. 

"We've been to Europe, Canada and throughout this country to discuss our initiative with a number of companies," Breithaupt said. "Folks have been very excited about what we're doing and the timing seems to be right on the money." 

He added that the MEDC has several commitments from companies interested in becoming involved with NextEnergy. 

Fuel costs would go down Fuel cells use stored hydrogen and oxygen from the air to produce electricity. In vehicles, hydrogen fuel cells are virtually pollution free because they create only water. They don't release carbon dioxide, carbon monoxide or any of the by-products created by the burning of gasoline in an internal combustion engine. 

Once perfected, they could be used to power cars and to replace gasoline-powered generators and even batteries. For example, camping gear maker Coleman plans to market a 1-kilowatt generator that runs on a fuel cell made by Ballard Power Systems by the end of this year.And one day not long from now, people will be walking around with micro-fuel cells that power handheld computers and other electronic devices. 

"Realistically we're looking at least a decade or so down the road to make it commercially viable for consumers," said Sung Won Sohn, executive vice president and chief economist with Wells Fargo Bank in Minneapolis. "But it could have a tremendous impact potentially in that fuel costs would go down significantly. If we had a fuel cell technology which could potentially replace gasoline and oil, it would be one of the best things for the U.S. and global economy." 

Both Michigan and Ohio have several corporations doing fuel cell research, including Energy Conversion Devices in Rochester Hills and Graftech Inc. and NexTech Materials Ltd. in Ohio. 

Automakers General Motors Corp., DaimlerChrysler AG and Ford Motor Co. are also eager to be leaders in what is expected to become a $95-billion-a-year industry by the end of this decade. Each has already come out with concept cars and all plan to introduce fuel cell powered vehicles in the near future. 

States may have to join forces Experts say fuel cells and other alternative energy sources like wind and solar power have been embraced by environmentalists because they offer a cleaner source of energy that could reduce U.S. dependence on foreign oil. 

"We do support NextEnergy," said Lana Pollack, director of the Michigan Environmental Council. "In order to move this along, we've got to encourage people to invent and develop and commercialize products that are compatible with consumer needs, and NextEnergy can play a role in that." 

In fact, fuel cell technology is seen as a natural replacement for the internal combustion engine down the road.The federal Department of Energy, with its Freedom CAR program, is gearing up for the coming of fuel cell technology in the next couple of decades. But it is the state-sponsored plans like NextEnergy and Third Frontier that will have the biggest impact on creating high-paying jobs that will affect living standards throughout the Midwest. And as is true with most everything between Buckeyes and Wolverines, the competition will be fierce. 

Nonetheless, it's going to be a challenge for Michigan to become the jewel of all fuel cell areas in the country, according to the author of the working paper that spawned the state's NextEnergy Project. 

"When you look at this, you don't generally perceive Michigan as being a clean energy state and it's not always seen as friendly to start-up companies," said Brett Smith, senior analyst for the Center for Automotive Research in Ann Arbor. 

"And you've got a lot of programs in places like Vancouver, California and Texas that are clustering companies similarly to what happened in Silicon Valley." 

But some observers point to potential regional similarities that might help bring much of the Rust Belt together when it comes to fuel cells. 

Most all leaders of Midwest states recognize that commodity manufacturing is a declining economic base and that some collective thinking must happen for the region to take advantage of at least some of the opportunities that fuel cells present. That is why there has been some talk of joint efforts for the entire region. 

"I think this is going to be a huge industry eventually, so the Midwest ought to put our resources together and stop worrying about who's ahead and who's behind," said Bruce Johnson, director of the Ohio Department of Development. "There has to be a cohesive agreement that we can come up with where the Europeans and Japanese won't steal our thunder." 

http://www.evworld.com/databases/shownews.cfm?pageid=news060202-09

Detroit Falls Asleep At The Wheel

David Lazarus thinks US carmakers missing important trend with hybrid-electric vehicles. 

Source: SF Chronicle [Feb 06, 2002] 

President Bush is pushing for a new breed of cars that run on hydrogen fuel cells, even though the technology for such vehicles does not yet exist and, until it does, the nation will remain captive to Mideast oil interests. 

But here's the real kicker: Researchers at the University of California at Davis have already devised a new and improved hybrid vehicle that runs on both gas and electricity -- and nearly doubles average mileage. 

However, Detroit so far has rejected the concept, largely for reasons of economic self-interest, so the UC Davis team has been forced to pitch its design overseas. The Japanese and South Koreans are already expressing interest. 

"It's really unfortunate," said Andrew Frank, a professor of mechanical engineering and director of the school's Hybrid Electric Vehicle Center. "But I either have to give away the store or let my students starve. I have very little choice." 

Having taken decades to regain a semblance of the domination it ceded to Japan in the 1970s, the United States' automobile industry is once again in danger of missing out on a make-or-break trend. And we have only ourselves to blame. 

"You could say it's a combination of arrogance and stupidity, as well as our short-term thinking," Frank said. "All we care about is keeping shareholders happy. We don't see the bigger picture, the way they do in Japan." 

The Japanese are leading the way, with a hybrid vehicle that runs on gas but also generates electricity, for increased fuel efficiency. Toyota and Honda introduced such hybrids in 1997. Ford plans to bring out a Japanese- style hybrid next year. 

What the UC Davis researchers came up with is what they call a "plug-in hybrid." It's different from the Japanese approach, in that the plug-in runs on either gas or electricity, depending on driving conditions. 

For city driving, the plug-in would run solely on electricity, producing no emissions whatsoever and offering a range of about 60 miles. 

After 60 miles, or if the vehicle tops 60 mph on a highway, the plug-in's gas power kicks in, and it runs like an ordinary car. 

A recent study by the Electric Power Research Institute, a Palo Alto think tank, found that plug-in hybrids would cost consumers only about 20 percent more than a conventional, gas-powered vehicle. 

The study also determined that plug-in hybrids would cut daily vehicle emissions in half and slash petroleum consumption by more than 75 percent. 

So why hasn't Detroit embraced this nifty new technology? 

Frank said he contacted General Motors in 1996 and offered to equip one of the automaker's electricity-only vehicles with hybrid capabilities. 

GM took him up on the offer and received the converted prototype from UC Davis a year later. Frank said he had high hopes that GM would recognize the benefits of the hybrid system and bring out a new line of high-tech, super- efficient vehicles. 

It didn't happen. Time passed and time passed, and eventually, Frank called up GM last fall and asked what was going on. The automaker, he said, had placed the hybrid in storage and was preparing to have it destroyed. 

"Basically, the company says that customers won't pay more for better fuel economy," Frank said. "I think they just don't want to make changes in their factories." 

Joseph Lawrence, a GM spokesman, told me that the plug-in hybrid was rejected because "the results of the project never met our expectations." 

Whatever the reason, GM sets the tone in Detroit, and its abandonment of plug-in hybrids deterred Ford and DaimlerChrysler from pursuing the technology (although Ford may be having second thoughts). 

Detroit needs to expand its thinking, said Bob Graham, who oversees transportation issues at the Electric Power Research Institute. 

He said it could take 20 years to develop the fuel cells Bush envisions. Plug-in hybrids, Graham argued, could be an "interim technology" that would address the United States' environmental and oil-dependency issues until fuel cells become a viable alternative. 

"U.S. automakers are in danger of missing out on a very important trend," he said. 

The fear among American researchers is that the Japanese and South Koreans will bring out plug-in hybrids in coming years and target them at the Asian and European markets, where gas is considerably more expensive than in the United States. 

Once they become entrenched overseas, the next beachhead, of course, would be the United States. And by then, U.S. automakers would be so far behind that the cost of trying to compete would be prohibitive. 

UC Davis' Frank is trying to be optimistic, even though his main source of funding, the U.S. Department of Defense, dried up as soon as the Bush administration took over. "I've been going around the world making presentations," he said. "My suspicion is that Toyota and Honda already have something cooking in their back rooms." 

How often must this happen before we learn our lesson? 

E-mail David Lazarus at dlazarus@sfchronicle.com. 

http://www.evworld.com/databases/shownews.cfm?pageid=news270602-03

Indian EV Makers Anticipate Vast Market

EVs seen as important in helping reduce air pollution in Indian cities. 

Source: India News Service [Jun 27, 2002] 

New Delhi: From motorcycles that run on hydrogen to mini buses and two-wheelers powered by electric batteries, vehicles operating on environment-friendly fuels are set to clean up the air in India's over-polluted cities. 

Anticipating a vast market over the next few years, automakers like Mahindra Eco Mobiles Ltd., Scooters Indian Ltd., Ashok Leyland and state-owned Bharat Heavy Electricals Ltd. (BHEL) are entering the niche area of electric and alternative fuel vehicles. 

Companies like TVS and Eicher are waiting for more government incentives before they too plunge in. 

Bangalore-based Reva Electric Car Co. has already hit the roads with Reva, a compact two-seater sleek electric car that has received a good response. 

Some of the improved versions of electric vehicles by Scooters Indian and Mahindra will soon be plying on the roads of Indian capital with the authorities giving the go-ahead for electric three-wheelers. 

Within six months, three fuel cell buses, costing around $1 million each, are expected to join the capital's public transport fleet under a project jointly funded by the U.N. Development Programme and the Japan Economic Foundation. 

Three more fuel-cell 100-seater buses, similar to those operating in the U.S. and Japan, will join New Delhi's transport fleet later. 

http://www.evworld.com/databases/shownews.cfm?pageid=news250602-03

ECD photovoltaic news July 2, 2002 

 http://www.evworld.com/databases/shownews.cfm?pageid=news050702-01

Automakers Critical of New California Emission Bill

Governor Gray Davis said likely to sign bill which would limit CO2 emissions from vehicles. 

Source: AP [Jul 05, 2002] 

<snip>

Industry analysts say the California law will set a national trend. 

Because more than 2 million cars were sold in California last year, whatever transpires there ripples through the entire industry, said Jim Motavalli, editor of the Norwalk, Conn.-based E: The Environmental Magazine. 

Manufacturers can't not sell cars there, so they have to go by California's standards,'' he said. 

Whatever California does, they (other states) do, too.'' 

That's one reason the industry fights so hard in California, said Kris Kiser, vice president of state affairs for the Alliance of Automobile Manufacturers. The industry employs 463,000 people in the state and sells $100 billion worth of cars a year, he said. 

Unlike other automotive-centered states, California's industry centers more on research and design, and lack manufacturing facilities that are dominated by strong labor unions. That, Kiser said, means California is an easier target for environmental and consumer legislation the automotive industry might be opposed to. 

http://www.evworld.com/databases/shownews.cfm?pageid=news030702-03

RTC to Educate People About AFV Benefits

RTC will house an Alternative Fuel Vehicle (AFV) Showroom, an AFV Rental/Demonstration Operation, an AFV Servicing Center, an AFV Fueling Station and Alternative Fuels Education Center. 

Source: Business Wire [Jul 03, 2002] 

Construction is now underway on the nation's first Regional Transportation Center (RTC), a $17.9 million, 60,000-square-foot state-of-the-art facility designed to educate people about the benefits of alternative fuel vehicles (AFVs), according to Steve Bimson, managing director of the San Diego Environmental Foundation. 

Located on 1.4 acres at the corner of El Cajon Blvd. and Interstate 15, the RTC is designed to serve as a gateway project in the City Heights Redevelopment Area. Scheduled to open in May 2003, the RTC will house an Alternative Fuel Vehicle (AFV) Showroom, an AFV Rental/Demonstration Operation, an AFV Servicing Center, an AFV Fueling Station and Alternative Fuels Education Center. 

<snip>

-- the nation's first Regional Transportation Center located in San Diego, a community that has taken a leadership role in the effort to educate our youth, and the public at large about innovative ways to improve our environment," said Bimson. "When complete, the RTC will be the first of its kind to focus on showcasing the benefits of alternative fuels and the viability of alternative fuel vehicles." "The RTC's innovative educational program will offer area students important insights into the causes and impacts of air pollution," said State Senator Dede Alpert (D-San Diego). "As young people learn about the contributors to air pollution and the value of clean air, they will see more clearly the relationship between their behaviors and their impacts on air quality." 

<snip>

A major tenant of the RTC, the San Diego Environmental Foundation, will operate the AFV Education Center within the facility. Funded in part by a $1.4 million donation from Ford Motor Company, the RTC Education Center is designed to educate middle and high school students about innovative technologies which will improve the environment. The Center's curriculum, developed in partnership with the San Diego County Office of Education, will focus its lessons on alternative fuels (compress natural gas (CNG), liquefied propane gas (LPG), ethanol (E-85), electricity, low-sulfur diesel and biodiesel) and the vehicles that they power. The Education Center will be equipped with the latest multimedia teaching tools. Students will be wowed by an animated presentation projected in multimedia style theater, guided through the Center with a digital visual tour device, and will have fun with interactive computer kiosk demonstrations. It is expected that 20,000 students from the San Diego region will visit the Center each year. 

The RTC's signature structure will be the AFV Showroom. This facility will be a stunning example of modern, state-of-the-art automobile showroom design -- efficient, comfortable and high-tech, yet conducive to the fine art of commerce. The showroom floor will showcase Ford Motor Co.'s complete line of AFV's, alongside conventionally powered vehicles. The showroom will be managed and operated by Pearson Ford, a family-owned Ford dealership, which has been in continuous operation for more than 60 years. 

Complementing the showroom, will be the AFV Rental/Demo Operation which will expose the general motoring public to the advantages of new fuel technologies by allowing them to drive and experience the new vehicles. 

The AFV Service Center will provide both AFV and conventional automobile owners with a convenient location for vehicle repairs. The Service Center will have multiple service bays equipped to service various types of AFVs, both from Ford and other manufacturers. 

The AFV Fueling Station is designed to efficiently accommodate the fueling requirements of all AFVs. Six types of alternative fuels will be available at the AFV Fueling Stations, including compress natural gas (CNG), liquefied propane gas (LPG), ethanol (E-85), electricity, low-sulfur diesel and biodiesel. Gasoline will also be available to fuel bi-fuel, flex-fuel and conventional automobiles. 

The RTC has received financial support from Pearson Ford, Ford Motor Company, U.S. Department of Energy, California Air Resources Board, City of San Diego via a HUD grant, and other organizations. 

For more information on the Regional Transportation Center, visit the RTC website at www.rtc4afv.com. 

About The San Diego Environmental Foundation 

Established in 1998, the San Diego Environmental Foundation's mission is to educate the general public on actions they may take to reduce environmental degradation and to support environmental projects that benefit San Diego's environment. The Foundation's Board of Directors consist of academic, community and business leaders committed to environmental initiates. In additional, an Advisory Board of politicians, professors and environmentalists assist in formulating and implementing the Foundation's projects. For more information, call (858) 350-1774. 

Buses in Carpinteria, CA near Santa Barbara from:

Ebus is an electric-bus manufacturer headquartered in Downey, Calif. Current production models include 22-foot transit buses, shuttle buses and vintage trolley replicas with all-electric or hybrid-electric propulsion systems. All classes of vehicle are completely ADA compliant with low-floor platforms and space for 22-seated passengers. Anti-lock brakes are standard equipment. A battery management and cooling system designed to facilitate fast/opportunity charging is available as an option, as well as a wide range of accessories and configurations. The Ebus Hybrid-electric vehicles feature the Capstone Microturbine and provide the cleanest power plant available. 

Ebus has built buses for the Los Angeles Department of Water and Power, Georgia Power in Atlanta, and the cities of Santa Barbara and Anaheim, Calif. Digital photos and video are available upon request. For more information, visit the Ebus Website at: >www.ebus.com. 

SUV Bumpers fail 5mph crash test:

Source: AP [Jul 02, 2002] 

WASHINGTON (AP) - Bumpers on three of four small sport utility vehicles performed poorly in 5 mph crash tests performed by the insurance industry, according to results released Tuesday. 

The 2002 models of the Honda CR-V and Land Rover Freelander performed the worst. The Honda sustained a total of $6,607 in damage and the Freelander $6,470 in four separate crash tests by the Arlington, Va.-based Insurance Institute for Highway Safety. Also getting a poor rating was the 2002 Saturn VUE, which suffered $3,389 in damage. 

The only vehicle in the batch to get a 

good'' rating was the redesigned 2003 Subaru Forester, which sustained only $1,421 in damage. 

Insurance Institute for Highway Safety, http://www.highwaysafety.org 

http://www.evworld.com/databases/shownews.cfm?pageid=news150702-06

US Voters Want Strict CO2 Cuts

78 percent of survey respondents say they believe global warming is a serious problem now or will be in the future. 

Source: Reuters [Jul 15, 2002] 

WASHINGTON — Three-fourths of voters surveyed want the U.S. government to require power plants and industry to cut emissions linked to global warming and not rely on voluntary cuts endorsed by the White House, according to a poll released by an environmental group on Tuesday. 

The Zogby survey of 1,008 likely U.S. voters across the nation was commissioned by the Union of Concerned Scientists, an activist group that backs a Senate proposal for strict cuts in industrial emissions of carbon dioxide. 

Carbon dioxide is a heat-trapping gas blamed for increasing the Earth's temperature. Hotter temperatures could eventually raise sea levels, increase catastrophic wildfires, and kill some species of plants and animals, according to scientists. 

Some 76 percent of those surveyed said the U.S. government should set standards requiring power plants, oil refineries, and other industries to cut greenhouse gas emissions. Another 16 percent said they supported a voluntary approach, while 8 percent said they were undecided. 

The Bush administration has proposed a plan that would require cuts in pollutants sulfur dioxide, nitrogen oxide, and mercury by 2018 but would rely on voluntary action by industry to reduce emissions of carbon dioxide. A Senate proposal would mandate deeper cuts for all four pollutants by 2008. 

"This poll shows that the president's head-in-the-sand stance on global warming is also distancing himself from the public," said Alden Meyer, a lobbyist for the Union of Concerned Scientists. "We have the technology to reduce our dependence on dirty, outdated energy sources that cause global warming." 

The survey also showed 78 percent of respondents said they believe global warming is a serious problem now or will be in the future. 

The Bush administration has rejected any cap on carbon dioxide emissions, contending that such a move would be too costly to U.S. industry. Last month, the administration quietly released a report that affirmed the probable harmful effect of greenhouse gases linked to industry, but President George W. Bush dismissed it as a product of the "bureaucracy." 

The United States, the world's largest emitter of greenhouse gases, has refused to participate in the international Kyoto Treaty to curb carbon emissions. 

On Monday, Energy Secretary Spencer Abraham gave the White House several recommendations to improve a voluntary federal registry of greenhouse gas emissions by companies. The proposals would require independent verification of emission cuts reported by companies and would develop accounting rules for crediting farmland and forestry projects that absorb or sequester carbon dioxide. The proposals also would provide tradable credits for companies that cut emissions. 

Final guidelines for the voluntary program will be issued by January 2004 as part of the administration's goal to reduce the greenhouse gas "intensity" of the U.S. economy by 18 percent by 2012, Abraham said. 

http://www.evworld.com/databases/shownews.cfm?pageid=news150702-08

ZAP Announces Electric Car Rental Program 

ZAP will operate the rental management company, handling all insurance and processing. 

Source: PR Newswire [Jul 15, 2002] 

SEBASTOPOL, Calif., July 15 -- Working in conjunction with Global Electric Motorcars, LLC, a DaimlerChrysler Company, ZAP (OTC Bulletin Board: ZAPZ) announced today it will be renting neighborhood electric vehicles throughout California. 

ZAP will be soliciting rental agencies and other locations for the program. Neighborhood electric cars are a new category of 25 MPH automobiles designed for short trips in urban areas, planned communities, commercial zones or tourist districts. The smaller, low-speed electric cars are a new alternative in places concerned with air and noise pollution, high fuel prices, traffic congestion or parking shortages. 

Those interested in participating in the rental program can get special incentives, including a 10 percent federal tax credit, accelerated depreciation, share in the rental income as well as being secured by ownership in the electric car. 

ZAP will operate the rental management company, handling all insurance and processing. Rental companies that participate can receive vehicles at no cost as well as share in the rental income. The first location opened this week on Balboa Island in Newport Beach, California, with more tourist locations expected in the coming weeks. For more information on ZAP's new electric car rental program, visit www.zapworld.com or call 800-251-4555. 

On July 1, ZAP completed mergers with Voltage Vehicles and RAP Group, Inc., two companies involved in automotive marketing and distribution. Publicly owned ZAP markets many forms of advanced transportation, including automobiles, motorcycles, bicycles, scooters, personal watercraft, hovercraft, neighborhood electric vehicles, commercial vehicles and more. Founded in 1994, ZAP helped pioneer the market for light electric transportation. 

First Wind-generated Hydrogen Storage Contract Awarded

Wind-generated hydrogen to fuel vehicles from the California Fuel Cell Partnership and SunLine Transit Agency. 

Source: PR Newswire [Jul 12, 2002] 

IRVINE, Calif., July 11 /PRNewswire/ -- QUANTUM Fuel Systems Technologies Worldwide, Inc., a wholly owned subsidiary of IMPCO Technologies, Inc. (Nasdaq: IMCO, QTWW), announced today that it was recently awarded a contract to provide the hydrogen fuel storage system for a wind-generated hydrogen refueling station being developed for the South Coast Air Quality Management District. 

The goal of this project is to provide wind-generated hydrogen to fuel vehicles from the California Fuel Cell Partnership and SunLine Transit Agency. This will be the first hydrogen fuel facility powered by wind energy. Only hydrogen produced from renewable energy sources, such as wind or solar, provides the opportunity for zero emissions from "well to wheels." 

ISE Research is the prime contractor for the project and SunLine Services Group is the host site. Wintec Energy, Ltd., will dedicate the output from wind turbines to power an electrolytic "fueler" from Stuart Energy USA. This "fueler" will generate and compress up to twenty-five kilograms of hydrogen that will be stored in QUANTUM's ultra lightweight TriShield(TM) tanks. The compressed hydrogen will be stored at pressures up to 6000 psi. 

"QUANTUM's involvement in this project is one element of our recent hydrogen refueling infrastructure initiatives," said Alan Niedzwiecki, President and COO of QUANTUM Technologies, Inc. "This project demonstrates the important role that hydrogen storage plays for more widespread and rapid commercialization of hydrogen as a fuel from initial production to on-board vehicle storage." 

QUANTUM designs, manufactures and supplies integrated fuel systems to original equipment manufacturers (OEMs) of fuel cell applications and alternative fueled vehicles. These fuel cell applications include transportation and industrial vehicles, stationary power generation and portable power generation. Alternative fuel vehicles include cars, trucks and buses powered by internal combustion engines that operate primarily on natural gas or propane. QUANTUM's advanced fuel systems comprise the storage, monitoring, control and injection of gaseous fuels to improve efficiency, enhance power output, and reduce pollutant emissions from fuel cell systems and internal combustion engines. QUANTUM's fuel systems enable fuel cells and internal combustion engines to operate on hydrogen, natural gas or propane. More information about QUANTUM can be found on its website at www.qtww.com . 

Certain matters discussed in this press release contain forward-looking information that involves risks and uncertainties that could cause actual results to differ materially from current trends. These include the growth of the alternative fuels and fuel cells markets, OEM automotive product sales, competition, the company's ability to design and market advanced fuel metering, fuel storage or electronic control products, the company's ability to meet OEM specifications, and other such risks as cited in the company's Form S-10 and IMPCO Technologies, Inc.'s Form 10-K and other documents filed with the Securities and Exchange Commission. 

For further information, please contact: Investor Relations, Dale Rasmussen, Investor Relations of IMPCO Technologies, Inc., Seattle Office, +1-206-315-8242, or Andy Abele, Director of Business Development of QUANTUM Technologies, Inc., +1-949-399-4527, aabele@qtww.com. 

http://www.evworld.com/databases/shownews.cfm?pageid=news120702-06

Florida Environment Agency Buys Hybrid-Electric Cars

Department of Environmental Protection purchases 19 gas-electric hybrids to be used in six DEP districts in Flordia. 

Source: Florida DEP [Jul 12, 2002] 

TALLAHASSEE – The Department of Environmental Protection is committed to protect, conserve, and restore Florida’s air resources, with the primary goal of protecting public health. DEP’s Division of Air Resource Management has implemented numerous innovative initiatives and has dedicated significant resources to compliance assistance, environmental education, and outreach. 

The latest example is the Department’s purchase of 19 gas-electric hybrid vehicles. DEP Secretary David B. Struhs said that he is pleased with the performance of the Toyota Prius hybrid, which is being used in all six DEP districts, one of which he drives himself. Honda Insight is also a significant manufacturer of hybrid vehicles

<snip>

http://www.bayarea.com/mld/mercurynews/news/local/3686641.htm

San Jose Mercury News, July 18, 2002

Car-sharing gains speed

By Truong Phuoc Khánh and Kristen Berry

It can be wrenching, letting go of a car. Some might call it separation anxiety of the personal vehicle kind.

Terry Wilburn, a former solo driver for 30 years, knows well the strong attachment one develops to one's wheels.

When you're used to driving your car everywhere you go,'' said Wilburn, a systems engineer from San Jose, 

you become independent and you don't want to give up your car.''

But give it up he did, as have many others. The growing popularity of the share-a-car movement, imported from Europe, has led two car-sharing programs to announce this week they are expanding their rent-a-car-by-the-hour transportation service in the Bay Area.

One is City CarShare, a non-profit organization founded in March 2001 in San Francisco that also has cars for loan in Berkeley and Oakland. Its expansion to Palo Alto this week coincides with Flexcar, the nation's largest car-sharing company, taking over a pilot Palo Alto car-share program. The company, which is based in Seattle, plans to expand to the South Bay.

The concept is simple: You don't need a car 24 hours a day. Borrow one for the time you need it, return it and then let someone else borrow it.

The analogy I like to use is recycling,'' said Neil Peterson, president of Flexcar. 

It's a little idea. If each one of us did it, it would have a huge impact.''

Switzerland launched the idea 15 years ago. Overall, the goal is less traffic congestion, less pollution, less energy used. There are still only a handful of car-share programs in this country.

Love of the auto

Clearly you're running against the American ideal: the love of the personal car,'' said John Williams, spokesman for Flexcar.

But membership within the car-sharing community is growing. CarShare is adding about 150 people a month. It now boasts 1,600 members and 60 cars in San Francisco, Oakland and Berkeley. A group of city planners and transportation activists founded City CarShare.

Flexcar, the larger and older of the two, has 5,000 members in Seattle; Portland, Ore.; Washington, D.C.; and Long Beach. Flexcar will add 10 cars to Palo Alto's fleet, putting a total of 25 vehicles at the disposal of commuters and non-commuters alike. Palo Alto's car-share program was called CarLink II, but it was an experimental project slated to end in June. With Flexcar's takeover, the program continues.

Wilburn rides Caltrain from his home in San Jose to work in Palo Alto. At the California Avenue Caltrain station, he hops into a Flexcar, which he has reserved and is waiting in the lot. He unlocks it with his key fob. His company, S.A.P., pays for his and about 25 other workers' participation in the program.

Flexcar has a fleet of 25 Honda Civics in Palo Alto; new gas-electric hybrids by Honda will be added as the program expands to San Jose and throughout the Bay Area.

Transportation needs

In more established sites, such as Seattle, members can sign up for pickups or minivans. Emily Allen, for example, used a Flexcar pickup for her move in Seattle last year. The 32-year-old research scientist bicycles to her job at the University of Washington but signs up for a Flexcar for those holiday trips to visit her boyfriend's family.

John Walker works at a furniture store called Thomas Moser Cabinetmakers, which has a showroom in San Francisco and a warehouse in Oakland. His company often uses the Jetta Wagons from City CarShare to move furniture between the two sites.

The lease was up on my Grand Cherokee, and I didn't really want to buy it, or another car,'' Walker said. 

I live in the city. Parking is another expense. CarShare gives us the flexibility of hopping in a car and running our errands. It's been a dream.''

Contact Truong Phuoc Khánh at tkhanh@sjmercury.com or (650) 688-7505.  

sidebars with details

citycarshare.org, $30 one-time plus $10/month plus $3.50/hour, 37 cents/mile

flexcar.com: $25 one-time plus $3.50/hour plus 90 cents/mile (or packages)

http://www.motherjones.com/magazine/JA02/green.html

It's Easy Being Green 

George W. Bush doesn't get it yet. But renewable energy is no longer the stuff of noble visions and pipe dreams: It's available, inexpensive, and increasingly -- normal. 

by Bill McKibben July/August 2002  Mother Jones

The more i surveyed my new car, the happier I got. "New car" is one of those phrases that makes Americans unreasonably happy to begin with. And this one -- well, it was a particularly shiny metallic blue. Better yet, it was the Þrst Honda Civic hybrid electric sold in the state of Vermont: I'd traded in my old Civic (40 miles to the gallon), and now the little screen behind the steering wheel was telling me that I was getting 50, 51, 52 miles to the gallon. Even better yet, I was doing nothing strange or difÞcult or conspicuously ecological. If you didn't know there was an electric motor assisting the small gas engine -- well, you'd never know. The owner's manual devoted far more space to the air bags and the heating system. It didn't look gooÞly Jetsonish like Honda's Þrst hybrid, the two-seater Insight introduced in 2000. Instead, it looked like a Civic, the most vanilla car ever produced. "Our goal was to make it look, for lack of a better word, normal," explained Kevin Bynoe, spokesman for American Honda. 

And the happier I got, the angrier I got. Because, as the Honda and a raft of other recent developments powerfully proved, energy efÞciency, energy conservation, and renewable energy are ready for prime time. No longer the niche province of incredibly noble backyard tinkerers distilling biodiesel from used vegetable oil, or building homes from earth rammed into tires, the equipment and attitudes necessary to radically transform our energy system are now mainstream enough for those of us too lazy or too busy to try anything that seems hard. And yet the switch toward sensible energy still isn't happening. A few weeks before I picked up my car, an overwhelming bipartisan vote in the Senate had rejected calls to increase the mileage of the nation's new car fleet by 2015 -- to increase it to 36 mpg, not as good as the Civic I'd traded in to buy this hybrid. The administration was pressing ahead with its plan for more drilling and reÞning. The world was suffering the warmest winter in history, as more carbon dioxide pushed global temperatures ever higher. And people were dying in conßicts across wide swaths of the world, the casualties -- at least in some measure -- of America's insatiable demand for energy. 

In other words, the gap between what we could be doing and what we are doing has never been wider. 

The complete version of this article can be read in the July/August issue of Mother Jones, available on news stands now or through our online single-issue purchase feature
http://www.sacbee.com/content/news/story/3677199p-4703017c.html

State hopes to pave way with emissions law

Davis says the 'greenhouse gas' bill to be signed today is an 'example for others to follow'

By Chris Bowman -- Bee Staff Writer - (Published July 22, 2002)
Gov. Gray Davis today plans to sign a bill making California the first state to regulate vehicle exhausts linked to global warming -- atmospheric change that threatens to shrink water supplies, raise sea levels and worsen wildfires.

The new law will require automakers to reduce climate-altering gases from cars, minivans, passenger trucks and sport-utility vehicles sold in California, beginning with 2009 models.

Proponents are counting on other states and, perhaps, countries following California's lead in reducing the global threat.

"It is a good beginning and a good example for others to follow," Davis said Friday, confirming his intention to sign the bill.

A June poll by the Public Policy Institute of California shows 81 percent of Californians favor the bill.
Automakers and other opponents argue that the changes needed to reduce emissions will render the larger pickups and SUVs unaffordable to many consumers.

State air regulators said they envision rules ranging from smoother-rolling tires that cut friction and gas consumption to accelerated production of the low-polluting hybrid gasoline-electric cars and SUVs.

Proponents contend that most of the changes will improve driving performance and yield fuel savings that will more than offset the extra costs of the pollution controls.

"Time after time California has proven that improving the environment is consistent with improving the economy, and this bill is part of that legacy," said Russell Long, executive director of the Bluewater Network, an environmental group based in the Bay Area that initiated the bill.
The legislation is unprecedented in that it broadens the scope of vehicle emissions regulation beyond pollutants shown to cause direct harm to people, such as cancer-causing diesel soot and smog.

The "greenhouse gas" bill before Davis targets carbon dioxide, methane and other auto emissions that are not hazardous to breathe but are believed by most scientists to trap the Earth's heat, like the glass panels of a greenhouse. This "greenhouse effect" raises the atmospheric temperature, which can lead to changes in sea levels, water supplies, crop production, disease and wildfires.

The legislative debate leading to the bill's slim passage showed how the controversy over global climate change has shifted.

The big oil and coal industry campaigns to block the Clinton administration from signing the international Kyoto treaty to curb greenhouse gases torpedoed the premise that most global warming observed in the past 50 years is caused by human activities, mainly the burning of fossil fuels in power plants and cars.

In the California debate, by contrast, none of the opposing interest groups -- automakers and dealers, chambers of commerce and the farm lobby -- challenged the evidence of human-induced climate change.

"Most scientists, including some Nobel laureates who will be with us Monday, believe global warming is no longer theory; it is a scientific reality. And the scientific community believes it is urgent that we act," Davis said in announcing bill-signing ceremonies scheduled today in San Francisco and Los Angeles.

That said, the measure by Democratic Assemblywoman Fran Pavley of Agoura Hills was the most contested bill in the legislative session. It cleared the Senate last month by one vote.

In a big-money campaign of broadcast and newspaper ads, opponents cast the bill as a ploy by utopian Sacramento bureaucrats to force Californians out of their coveted SUVs and minivans into smaller, less-safe vehicles.

"I'm scared to death, and you should be too," America's most televised car salesman, Cal Worthington, warned in ads by the California Motor Car Dealers Association.

The only way to lower carbon dioxide exhausts, unlike other vehicle gases, is to cut fuel consumption. That fact led opponents to suggest that air pollution regulators would raise gas taxes, impose fees per miles driven and lower speed limits.

The state Air Resources Board, which regulates auto emissions, does not have the power to impose any such controls. Pavley amended the bill to make that clear.

Much of the media coverage and debate on the bill have focused on its consequences to consumers, not the threat of global warming to California -- much to the frustration of state environmental officials.

"Please, do me a favor," implored state Environmental Protection Agency Secretary Winston Hickox, addressing a press briefing Friday. "Ask something about the consequences to California's economy and its watersheds."

Cal-EPA officials explained how a slight rise in the Earth's temperature would shrink the Sierra snowpack, a critical source of California's water supplies.

"I don't understand why there aren't a whole lot of people in the Central Valley that aren't seriously concerned about this problem and its consequence to them rather than worrying about whether they can buy a pickup in six years," Hickox said.

Opponents argued it was foolhardy for a single state to try to control a planetary problem at the expense of its consumers.

The bill's supporters -- including many cities, municipal water and power utilities and green-minded entrepreneurs -- make no pretense that the California mandate alone will have any measurable effect on global warming.

The state generates less than 1 percent of the world's human-generated carbon dioxide and other greenhouse gases.

California, however, has pioneered several automotive emission controls, such as unleaded gasoline and catalytic converters now standard in the United States and other developed countries.

"Some members of some industries view these regulations in California as a cancer -- if you don't kill it here, it will spread throughout the country," said James Boyd, former executive director of the air board and a Davis appointee on the state Energy Commission.

"That explains the viciousness of the campaign against the bill," Boyd said.

Hickox said some Northeast states have indicated they would put in bills similar to California's.

The California bill directs the state air board to adopt by 2005 regulations that achieve "the maximum feasible reduction of greenhouse gases emitted by passenger vehicles." It does not numerically set the amount of greenhouse gas reduction to be achieved, nor does it specify how to attain it.

The air board, composed of 11 appointees of Davis and former Gov. Pete Wilson, would make those determinations. Board officials said they would hold extensive public hearings and consultations with auto industry and environmental representatives.

The regulations would not take effect before 2006, giving the Legislature a year to amend the law if it wishes.

Though automakers and dealers vehemently opposed the legislation -- and nearly killed it -- state officials predicted the industry will end up touting the environmental controls in sales pitches, much as air bags are promoted today.

"Unfortunately, there is a sad history of denial by the auto industry of the ability to produce (pollution-cutting) technology that has proven to be not true when the rubber meets the road," Boyd said.

About the Writer
The Bee's Chris Bowman can be reached at (916) 321-1069 or cbowman@sacbee.com .

Bee staff writer Julia Ishida contributed to this report.

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/07/21/MN233977.DTL 
State's air law to steer nation 

Automakers fear spread of car emissions policy 

Mark Martin, Chronicle Sacramento Bureau
Sunday, July 21, 2002 

Sacramento -- With the stroke of a pen Monday, Gov. Gray Davis will commit car- loving California to a historic seven-year campaign to make the state's enormous auto market greener. 

Davis plans to sign a bill that will make California the first state to force automakers to curb greenhouse-gas emissions from vehicles. The legislation could spark similar efforts in other states and in Congress, putting pressure on President Bush to change what many environmentalists view as a go-slow approach to addressing global warming. 

The bill Davis will sign is one of the simplest and most hard-fought laws to emerge from the state Capitol this year. It directs state air regulators to enact measures by 2009 to cut vehicle emissions of gases like carbon dioxide and hydrofluorocarbons. The law doesn't say how or by how much -- that's up to regulators. 

But many say even that vague directive is monumental. 

"It's a very big deal, even if all it says is this is something we should talk about now and do something about seven years from now," said Daniel Kammen, a professor of energy resources at UC Berkeley's Goldman School of Public Policy. 

The new law gives the 11-member state Air Resources Board until Jan. 1, 2005, to come up with a plan. Lawmakers will have a year to review it; carmakers would have to implement changes in their 2009 models. 

Automakers vow to frame the coming debate as an environment-versus- economics battle. Environmentalists, Davis officials and many academics, however, say technological innovation can provide reduced vehicle emissions without adding thousands of dollars to the price of a new car. 

GLOBAL AUDIENCE

The board's work will certainly have a global audience and, most believe, a large national impact. California accounts for 13 percent of the nation's auto sales and is also the only state that is allowed by federal law to ratchet up air quality standards. Other states are permitted to follow California's lead. 

"We'll show leadership, we'll test technologies in the marketplace and we'll set examples that others are sure to follow," said Winston Hickox, secretary of the California Environmental Protection Agency, noting that past California regulations ushered in national standardization of everything from unleaded gasoline to the catalytic converter. 

INDUSTRY MAY FIGHT LAW

What new rules will mean for consumers remains a hot argument. 

HUNDREDS OF OPTIONS

The air board will probably consider hundreds of options, ranging from requiring high-tech transmission systems that increase the efficiency at which engines burn gasoline to better seals on air-conditioner systems, which release hydrofluorocarbons. 

Forcing more hybrid electric-gasoline engines like those in the Toyota Prius also is a possibility. 

Automakers who fought the bill say most of the ideas will either mean more costs to consumers or less-safe vehicles. 

"The technologies all have trade-offs," said Gloria Bergquist, spokeswoman for the Alliance of Automobile Manufacturers. 

AUTOMAKERS REFERENDUM

Bergquist said automakers are considering fighting the law's implementation by bringing a referendum to the November ballot asking voters to overturn the measure. 

The industry has a tight timeline to bring about a referendum, and Bergquist said the industry may simply work overtime in California during the two-year hearing process to keep consumers abreast of the process. A $5 million media campaign to defeat the bill, AB1493, nearly paid off for carmakers, as the measure squeaked out of the state Assembly by one vote. 

"We would certainly participate and let California drivers know what is being discussed," promised Bergquist. 

'NOT ROCKET SCIENCE'

But environmentalists are also working hard to deliver their message: Automakers are already complying with a European Union agreement to cut vehicle emissions, so manufacturers can do the same in America without dramatic changes in what we drive and how much cars cost. 

"This is not rocket science, and it doesn't take a lot of new invention," said Roland Hwang, a senior policy analyst with the Natural Resources Defense Council. Hwang drove a Ford Explorer SUV to Sacramento last week to show reporters various tweaks the company could make to ensure even a large vehicle is less polluting. 

Hwang and state environmental officials are quick to point out that carmakers have always fought new regulations with the argument that costs will skyrocket. Cries that tougher tailpipe emissions standards enacted in the 1990s would add $800 to vehicle costs have only added about $80, Hwang said. 

LOCAL, NATIONAL SUPPORT

The California legislation, plus a recent federal government report that concluded the planet was getting hotter, has environmentalists excited that U. S. politicians may begin to enact changes in state and national policies. A nonpartisan poll found 81 percent of Californians favored the auto emissions bill. 

Last week, a group of 11 Democratic attorneys general -- including Bill Lockyer of California -- sent a letter to President Bush pressing for strong federal measures to limit greenhouse gas emissions. And a New York lawmaker announced that he would introduce a vehicle emissions bill modeled after California's. 

Bush last year refused to commit to the international Kyoto Protocol, which calls on the United States to reduce carbon dioxide emissions. He instead has proposed industries reach voluntary emission reductions. 

"Bush is really starting to look out of step on global warming," UC Berkeley professor Kammen said. 

Coupled with Congress' rejection this year of legislation to boost fuel economy standards for cars, states like California have to make the first move to address the biggest environmental threat of the new century, Davis said. 

"I would prefer Washington take the lead. In the absence of that, we have no choice but to do our part." 

E-mail Mark Martin at markmartin@sfchronicle.com.

http://www.bayarea.com/mld/cctimes/3710478.htm

Tailpipe emissions law fueling further debate

Gov. Davis will sign California's greenhouse gas bill today; automakers say it'll drive up the cost of cars
By Andrew LaMar and Mike Taugher
CONTRA COSTA TIMES July 22, 2002
SACRAMENTO - Gov. Gray Davis will sign groundbreaking legislation today that will make California the first state in the nation to order automakers to lower tailpipe emissions believed to contribute to global warming.

For environmentalists, who have unsuccessfully lobbied Congress for years to boost fuel efficiency standards, the measure represents a gigantic victory they hope will spur other states to follow.

For the auto industry, the new law is an unwanted regulation it fought hard to defeat, and carmakers say it will reduce consumer choice and increase costs.

For Davis, the troubled Democratic incumbent seeking re-election this year, California's landmark greenhouse gas bill provides a valuable weapon he can use against his opponent, Republican Bill Simon Jr. (A recent poll conducted by the nonpartisan Public Policy Institute of California showed 81 percent of those surveyed favor the measure's objective.)

When Davis pens his name to AB1493 this afternoon in San Francisco, auto executives, government officials and environmentalists around the world will take notice, and the debate will begin in the Golden State about what to do and how far to go to cut greenhouse gases coming from vehicles.

The legislation does not specify what carmakers must do but instead leaves that to the Air Resources Board to determine. The board must draft proposed regulations by 2005, and they cannot apply to automobiles manufactured before the 2009 model year.

"I know some will say the sky is falling, but, my friends, the sky is not falling, it is just getting cleaner," Davis said Friday. "The one thing we didn't want to be in this legislation is prescriptive. The goal is to get the job done, to make the air cleaner while still providing a wide range of consumer choice."

So what can the Air Resources Board do? To make the measure more palatable to lawmakers, the Davis administration spelled out in the legislation what it can't do: The air board can't lower speed limits, set weight restrictions, ban particular types of vehicles, or tax vehicles, fuel or miles traveled.

Davis said he envisions the board establishing an overall standard for vehicles sold in California, an average reduction in greenhouse gases that each automaker can meet however it chooses. In addition, the companies can earn credits for lowering greenhouse gas emissions at their plants in other parts of the world.

Air pollution experts and environmentalists say automakers can likely meet the new standards by employing techniques and technologies already in use, as they have done in Japan and Germany.

To increase fuel efficiency and thereby lower the amount of carbon dioxide, methane and nitrous oxide released into the air by popular heavy vehicles, such as sport utility vehicles, automakers can use more advanced tires with less road friction, install four valves per cylinder instead of the two common in sport utility vehicles, or change to variable transmissions.

Also, manufacturers could add bigger batteries to power all interior functions, enhance aerodynamic design or improve valve timing.

"These are things that are on cars right now," said Jerry Martin, a spokesman for the Air Resources Board. "The only thing we're asking them (automakers) to do is to put them on California cars. We're not asking them to put on anything new."

Auto industry representatives, though, say it isn't that easy. Eron Shosteck, a spokesman for the Alliance of Automobile Manufacturers, said the markets in Germany and Japan, where cars are smaller and distances driven shorter, can't be compared to California. The alliance is a trade association representing all the major automakers except for Honda.

In California, gas is much cheaper, and consumers want large, powerful vehicles that can travel great distances, Shosteck said. The technology can present problems. Lower-friction tires, for instance, means sacrificing the handling and all-weather traction of a vehicle.

"Either the technology is being used or if it is not being used, there's a very good reason," Shosteck said. "To believe any auto company is not using every technology conceivable is to believe that this industry is not fiercely competitive. This is the largest manufacturing industry in the country, and it is the most competitive."

But the carmakers' complaints ring hollow with environmentalists and regulators, who cite the industry's opposition to government requirements for seat belts, air bags and initial smog equipment. In the spring, the auto industry spent millions of dollars advertising on TV and radio against the global warming bill.

"It's a question of political will," said Craig Noble, a spokesman for the National Resources Defense Council, a group that advocated for the measure. As for the auto industry, he said: "There's certainly a historical resistance to regulation."

Now auto interests are discussing a variety of options, including pursuing a referendum on the new law or challenging it in court. Once the bill is signed, a 90-day clock begins for opponents to gather 419,260 signatures to get a referendum on the ballot.

When a referendum is requested, the law is suspended until the outcome of the referendum is determined. Propositions 29, 30 and 31 were referendums passed in the 2000 general election.

The problem for the auto industry is California's pioneering global warming measure represents an override of the federal government, one that other states may go along with.

Last week, California Attorney General Bill Lockyer joined 10 other attorneys general to write President Bush urging a federal response to global climate change. They named California and Massachusetts, which last year ordered carbon dioxide reductions by power plants, as evidence that states will take matters into their own hands without federal leadership.

The state activism is being cheered by environmentalists. Julia Levin, the California policy director for the Union of Concerned Scientists, said, "We hope this is the beginning of a national trend. We expect it to be."

Although supporters of the bill adamantly deny that it is retaliation against Washington for failing to adopt stricter mileage standards, the only way to reduce carbon dioxide emissions from cars is to burn less gasoline. That can be done only by driving less, using other fuel sources or improving fuel efficiency.

Levin said the measure was not intended to circumvent federal fuel economy standards. "The car companies may decide to do it through fuel economy, but that will be their choice," she said.

Since Congress adopted fuel efficiency standards in the mid-1970s, the mileage of cars on California's roads improved from 12.6 miles per gallon to about 20.7 miles per gallon today, according to a report issued in December 2001 by the California Energy Commission.

"However, consumers' growing preference for light trucks, particularly minivans and sport utility vehicles, which have lower average fuel economy, has caused fleet-average fuel economy to level off for the first time since 1973," the report said.

Although state officials haven't detailed how the requirements will play out, recent studies indicate fuel efficiency improvements would increase sticker prices of new cars by hundreds of dollars. Last year, the National Research Council did an analysis showing that the mileage on new cars could be improved from the current standard of 27.5 miles per gallon to 33.5 miles per gallon -- a 21.8 percent improvement -- at a cost to consumers of $690.

If carmakers were to lower vehicle weight, the price hike would not be as high, according to a study released in March by the U.S. Department of Energy. The study estimated sticker prices would go up $535 to get car mileage to 35.9 miles per gallon.

To achieve similar results for light trucks -- pickups, minivans and sport utility vehicles -- the cost would be slightly more. New light trucks today must meet an average of 20.7 miles per gallon, and the studies predict they could improve by 25 percent for between $961 and $1,260, depending on weight.

Environmentalists and air pollution experts say any increase in the cost of automobiles to comply with the global warming law will be offset by savings in gas purchases over the life of the vehicle.

The trade-offs between cost and environmental friendliness are certain to be at the center of the debate over the Air Resources Board regulations, when they are drafted.

In pushing the law, proponents have talked about the growing evidence of global warming and how it could devastate California's water supplies, coastline and economy. Motor vehicles account for 40 percent of the state's greenhouse gas production, according to the California Energy Commission.

To make its point, the Davis administration presented government experts for a press conference Friday to discuss how higher temperatures are shrinking snowpack, a key part of the state's water supply, and raising the sea level. Snowpack accounted for 45 percent of the state's water runoff in 1910 but now is only 35 percent, and in San Francisco, the mean seal level has jumped 7 inches since 1855, they said.

"You have to be deaf, dumb or blind not to see the impact on glaciers in Alaska," Davis said, adding later: "The worst thing to do, in my judgment, is nothing."

To read the legislation, go to www.leginfo.ca.gov and search on AB1493.
http://www.evworld.com/databases/shownews.cfm?pageid=news180702-06

Japan Government, Car & Energy Firms in Fuel Cell Projects

Japan goal to have 50,000 fuel cell cars on the road in Japan by 2010. 

Source: Reuters [Jul 18, 2002] 

TOKYO, July 18 (Reuters) - Japan's government said on Thursday it will work with automakers and energy firms in three-year projects to encourage the development of fuel cell technology for vehicles and households. 

Fuel cells are seen as one of the leading environmentally friendly energy sources of the future. Using an electrochemical process to create electricity by mixing hydrogen with oxygen, they only emit heat and water as by-products. 

But hydrogen in its natural gaseous state is difficult to store and distribute. There is also little consensus on what type of hydrogen source would work best. 

"The aim of the projects is to see what problems arise when using fuel cells and developing an infrastructure, to ascertain whether in total -- including such things as maintenance -- they are actually good for the environment," a government official said. 

In one project, automakers including Toyota Motor Corp 7203.T , Honda Motor Co 7267.T and Nissan Motor Co 7201.T , as well as General Motors Corp GM.N and DaimlerChrysler AG DCX.N DCXGn.DE , will participate in road tests. 

Each automaker will provide one fuel cell vehicle for the tests. Five hydrogen supply stations in different parts of Japan will be set up to test different ways of refilling the hydrogen and examine safety issues. 

Most automakers have said they plan to have limited numbers of fuel cell vehicles on the market in 2003 and 2004, although Toyota has said it will have some available for government institutions by the end of this year. 

But the prohibitive costs involved in developing the vehicles mean that ordinary consumers are unlikely to be able to afford fuel cell vehicles for another 10 to 20 years. 

The Japanese government is keen to encourage the development of fuel cell vehicles, having set a goal of 50,000 fuel cell cars on the road in Japan by 2010. Some Japanese auto executives have said the number is unrealistic. 

In another project, energy and fuel cell development firms such as Nippon Oil Corp 5001.T and Sanyo Electric Co Ltd 6764.T will work on assessing fuel cells designed to power homes and businesses. 

The Ministry of Economy, Trade and Industry has set aside 2.5 billion yen ($21.50 million) in this fiscal year's budget for the projects. ($1=116.30 Yen) 

http://www.evworld.com/databases/shownews.cfm?pageid=news170702-03

GM Joins Japan Fuel Cell Program

Goal of program to better understand fuel cell technology and how to create a hydrogen infrastructure. 

Source: PR Newswire [Jul 17, 2002] 

TOKYO, July 17 -- General Motors Corp. announced today that it will be taking part in a project to demonstrate fuel cell vehicles in Japan. 

The Japan Hydrogen & Fuel Cell Demonstration Project (JHFC) will be directed by Japan's Ministry of Economy, Trade and Industry (METI). GM, other automakers and energy companies will take part in the project, with a goal of better understanding fuel cell technology and how to create a hydrogen infrastructure. The project also will seek to educate the public about the use of fuel cells, and about hydrogen as a safe and clean fuel. Participants plan to use data generated in the project to support the establishment of standards and regulations pertaining to fuel cells and hydrogen. 

"Japan is a very important market for fuel cell vehicles," said Larry Burns, GM Vice President of Research and Development and Planning. "GM is making great progress in the development of fuel cell vehicles and we're very happy that the Japanese government, like other governments in Europe and the U. S., is taking a leadership role in this area. A hydrogen infrastructure could come about sooner through automakers, energy companies and governments working together in projects like JHFC." 

GM will bring its latest fuel cell vehicle, the Opel Zafira-based "HydroGen3," to Japan to take part in the demo program. The company is actively involved around the world in efforts to test fuel cell technology and speed the evolution of the hydrogen infrastructure. In addition to the Japanese demo program, GM also is a member of the California Fuel Cell Partnership and the recently announced Clean Energy Partnership in Berlin, Germany. 

GM expects to commercialize fuel cell-powered vehicles as a sustainable business by the end of the decade. 

General Motors (NYSE: GM), the world's largest vehicle manufacturer, designs, builds and markets cars and trucks worldwide. In 2001, GM earned $1.5 billion on sales of $177.3 billion, excluding special items. It employs about 362,000 people globally. 

More information on General Motors advanced vehicle technologies and environmental performance can be found at www.gmability.com 

http://www.evworld.com/databases/shownews.cfm?pageid=news160702-01

Bluetooth May Drive High-tech Cars 

Bluetooth allows various components of telematics systems to "talk" to each other through radio frequencies within a 30-foot range. 

Source: CNN [Jul 16, 2002] 

Very rarely has the death of a venture elicited as many "told you so's" as when Ford Motor Co. pulled the plug last month on Wingcast LLC, its attempt to give vehicles all sorts of onboard communications capabilities. 

Analysts said the 18-month old venture, which never brought a product to market, was an expensive stab at using outdated analog technology to perform ambitious communications tasks known as telematics. 

Now the automotive telematics industry is looking to a new savior: the short-range digital wireless communications standard known as Bluetooth. 

A Nordic invention named for a 10th-century Viking king, Bluetooth allows various components of telematics systems to "talk" to each other through radio frequencies, allowing a driver to check e-mail, get directions, call for help, or even unlock the car if the keys are left inside. 

With a 30-foot range, Bluetooth makes it possible to operate a cell phone with voice commands instead of hands -- even from outside the vehicle. The technology is already being used by consumers to network cell phones, handheld computers, laptops and printers. 

Using Bluetooth in the car, a cell phone could sit in a driver's pocket or cup holder instead of a special cradle that would have to be replaced upon changing phones. 

The technology would allow a cell phone to work as a modem, downloading movies, music and navigation information and funneling it into the car's onboard computer and onto displays. 

The current leader in auto telematics is General Motors Corp.'s hard-wired OnStar system, which doesn't use Bluetooth. 

That's fine with DaimlerChrysler AG's Chrysler Group, which this fall will begin offering Bluetooth system called UConnect as a dealer-installed option at a suggested retail price of $299 plus labor. A second version, to be offered as a factory-installed option will be available in early 2003. 

"It has to be about flexibility, simplicity and affordability, or telematics will continue to struggle," said Chrysler Group telematics chief Jack Witherow. 

The initial version of UConnect will offer voice dialing and an audio address book capable of storing up to 32 telephone numbers. Other yet-to-be-announced features will be available in the factory-installed version. 

Designed to handle up to five phones per car, the services will appear as charges on a monthly cell phone bill. 

Chrysler's move represents automakers' growing realization that developing telematics technology and services is best left to companies specializing in those fields. 

"We think we ought to stick to our core strengths," said Witherow. 

Such thinking prodded Ford to abandon Wingcast, a joint venture with Qualcomm Inc. 

"We're still committed to telematics, but how we'll make good on that commitment has changed," said Ford spokesman Paul Wood, adding that the company has not yet settled on a new plan. 

The telematics industry is growing at just two to three percent a year, according to a study by Cap Gemini Ernst and Young, but the potential is much greater. 

Globally, the telematics market for hardware and subscription services will grow to $27 billion by 2005, from $3.6 billion in 2000, the study predicts. 

In 2001, Americans bought 1.85 million vehicles equipped with some sort of telematics, according to a report released in April by the Telematics Research Group. That number is expected to grow to 2.6 million next year and 7.6 million by 2007, the report said. 

Besides wireless downloads, Bluetooth will allow the car's components to "speak" to the driver. 

For example, an alternator that may be six months from failing could trigger the telematics system to advise the driver and automatically call the dealer to order a replacement, said Jim Geschke, who runs the telematics business for automotive supplier Johnson Controls Inc. 

One of the reasons Ford says it was caught off guard about recent problems with tread separation in Firestone tires and related accidents in its vehicles was an ineffective system for gathering accident and warranty claim data. 

Robust Bluetooth telematics might have caught the problem in time, said Forrester Research's Mark Dixon Bunger. 

For now, OnStar is the standard bearer in auto telematics with more than 2.5 million subscribers, according to Don Butler, vice president of OnStar planning and business development. 

Launched in 1996, OnStar is not turning a profit despite its adoption by several Japanese and German automakers. Experts expect OnStar, which uses wires along with built-in wireless connectivity, to be eclipsed by Bluetooth-fueled systems. 

"Customers want some cell phone connectivity but they don't want to worry about wires and microphones," said Mike Wujciak, an analyst with Cap Gemini Ernst and Young. 

Butler insists his service's technology is more reliable than Bluetooth, because you don't depend on a portable phone that can be lost. 

Chrysler's UConnect, however, takes the automaker out of the cell phone and service-providing business. 

Instead, Chrysler hopes to earn revenue from the sale of Bluetooth units and perhaps receive a fee for each customer it refers to an outside service provider. 

"It will be the flexible system that's going to win in the end," said Wujciak. 

Yet while Bluetooth-based systems might provide more flexibility, the fact that OnStar counts more subscribers than all other telematics providers combined could make it difficult to overtake. 

http://online.wsj.com/article/0,,SB1027546300465050000.djm,00.html 

Honda Plans to Introduce Fuel-Cell Cars in California

By JOSEPH B. WHITE 

Staff Reporter of THE WALL STREET JOURNAL July 25, 2002

The race is on to get clean-burning fuel-cell-powered vehicles -- at least a handful of them -- onto U.S. roads, and Honda Motor Co. Wednesday claimed it is in the lead.

But while Honda, archrival Toyota Motor Corp., and several other major auto makers all say they plan to put fuel-cell cars on the road starting as soon as year end, the days of mass-market hydrogen-fueled cars are still a long way off.

Honda said Wednesday it is the first car maker to receive certification to market a fuel-cell vehicle from U.S. and California environmental regulators. The company said it will begin leasing fuel-cell powered Honda Civic FCX cars to selected customers beginning later this year.

Honda's announcement comes just as other major auto makers are preparing to go to court to block a new California law designed to cut carbon-dioxide emissions from vehicles sold in the state. Honda, which so far hasn't joined the attack on the new law, has a long history of using advances in clean-vehicle technology to burnish its corporate image and help sell its more conventional cars.

Honda said it expects to lease about 30 FCX's to fleet customers in California and Tokyo during the next two to three years. Toyota also has said it plans to put small numbers of fuel-cell vehicles in the hands of government test fleets by the end of the year.

Several other auto makers have said they plan to offer a small number of fuel-cell vehicles for use by test customers within the next two years. Ford Motor Co. has five hydrogen-powered Focus prototypes and it intends to offer production versions for fleet use by 2004. But these fuel-cell vehicles are essentially experimental cars, and cost far too much to be competitive in the regular retail new-vehicle market.

Honda's fuel-cell Civic will have a range of about 220 miles per fueling, Honda spokesman Art Garner said.

Honda and its rivals are still a long way from resolving other problems, such as what kind of fuel to use and where to get it. Honda's Civic FCX uses pressurized hydrogen. Other car makers are experimenting with systems that extract hydrogen from gasoline or methanol.

Write to Joseph B. White at joseph.white@wsj.com1

Fuel cell car gets environmental OKs 

Honda expects it on road by year's end 

John Koopman, Chronicle Staff Writer

Thursday, July 25, 2002 

URL: http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/07/25/MN13709.DTL 

Before the year is over, someone somewhere in California will be driving a vehicle powered by hydrogen. 

That was the forecast delivered by Honda on Wednesday, when it announced that the state and federal governments had certified its new fuel cell cars. 

Honda's FCX is the first fuel cell car to be certified by the Environmental Protection Agency and the California Air Resources Board as a low-emissions vehicle. 

The car is awaiting safety and occupant protection certification from the federal government. Art Garner, a spokesman for Honda, said certification was forthcoming and that at least one fuel cell car would be on the road by the end of the year. 

"This certification is a first step, but an important step, in the development of the fuel cell car," Garner said. 

Fuel cells combine hydrogen and oxygen to generate electricity and power the drive train of the vehicle. 

Honda is negotiating a lease that would put one of the vehicles on the street. Garner would not say whom the company was talking to. The lessee probably will be a municipality or other government agency that has a fleet of cars and access to a hydrogen pumping station, he added. 

The pumping station is the big issue, because the stations are rare. They are being installed near Los Angeles for a bus fleet that will be experimenting with fuel cell vehicles and also at the California Fuel Cell Partnership in Davis. AC Transit is planning to install one in or near Oakland for its own fuel cell project. 

"This is an important milestone for the automobile industry that holds the promise of cleaner air for all Americans," said Jeff Holmstead, assistant administrator for the EPA's Office of Air and Radiation. 

Honda hopes to have about 30 vehicles operating in California and Tokyo -- one other spot where hydrogen pumping stations are available -- in the next two to three years. 

Honda plans to collect data on how well its fuel cell car holds up. Garner said the company would prefer to lease vehicles to an agency that would use them every day, in real-world environments, and put them through their paces. 

The cars seat four people and have a range of about 220 miles and a maximum speed of 93 mph. 

While the new technology is promising, it is still in its infancy and no one knows whether it will be the next big thing in transportation. 

Fuel-cell vehicles are an improvement over electric cars, because their power supply can be taken on board, and they are cleaner than hybrid cars, which use both electric and internal combustion engines. 

The downsides are their cost, which are thousands of dollars higher than standard autos, and the difficulty in developing a wide array of hydrogen pumping stations. 

Some automakers have been experimenting with a process in which hydrogen is created through a chemical process involving ethanol or another petroleum- based product. That would make it easier to switch gas stations over to a different fuel type, but it also increases the cost of the individual vehicles and involves some pollution. 

The Honda FCX uses compressed hydrogen as it currently works. 

The fuel cell engine requires a great deal of platinum, which is expensive, said Csaba Csere, editor of Car and Driver magazine. Until engineers find a different material to use, the cars will remain expensive. Even mass production won't help much, he said. 

Similarly, refitting gas stations to provide hydrogen is a huge project, and producing hydrogen causes pollution because it uses electricity or other energy sources. 

It will take many more years, perhaps decades, to determine whether fuel cell cars are the wave of the future, Csere said. 

"The thing you have to remember is that there is no consumer demand," he said. "Polls show most people favor doing something about global warming, and then they go down to their dealership and buy a Ford Explorer." 

Robert Moore, director of the Center for Fuel Cell Studies at UC Davis, said we'd know more by 2010. In that time, he said, engineers will work and rework the fuel cell technology and vehicle drive trains, and others will look for ways to deliver the hydrogen to cars in great quantities across the land. 

"Really, no one can say whether this will take off," Moore said. "If I knew that, I wouldn't be sitting here talking about it. I'd be out buying stock." 

E-mail John Koopman at jkoopman@sfchronicle.com. 

http://www.arb.ca.gov/msprog/zevprog/loanprog/loanprog.htm

Callifornia Air Resources Board ev Loan Program

Many people have heard about electric vehicles (EVs), but few have driven them. To encourage the leasing of EVs by public fleets, the Air Resources Board, the South Coast Air Quality Management District, and the Department of General Services have launched the ev Loan Program. Through this short-term loan program, state and local governmental agencies can experience the benefits of an EV.

How does the program work?

At no cost to program participants, the ev Loan Program provides:

·
An electric vehicle for one month. 

·
Temporary installation of any charging infrastructure that is needed. 

·
A toll-free phone number for you to use if you have any questions. 

We will arrange for you to pick up the vehicle and help train your staff in its use. After the loan, you'll have the opportunity to evaluate the vehicle and describe your experiences. If you decide that EVs would make a good addition to your fleet, we can help you lease a vehicle and arrange for installation of charging equipment.

How will the ev Loan Program benefit public fleets?

·
A no-risk opportunity to experience the many benefits of electric vehicles. 

·
Gain "real-world" experience with electric vehicles. 

·
Develop a good understanding of vehicle range, reliability, and operating costs. 

·
Determine if these vehicles meet your fleet needs. 

·
Make an informed decision on whether to lease an electric vehicle. 

·
Showcase your agency's concern about environmental issues. 

Program Eligibility

You must represent a state or local public agency that is interested in electric vehicles, but is not currently leasing one. You must be willing to pick up and return the vehicle to a State garage or, in outlying areas, another convenient location, and use the vehicle throughout the loan period. Loan locations are Sacramento, the greater Los Angeles area, San Francisco, Oakland, and San Diego. You must meet minimum electrical requirements for the installation of charging equipment, or have access to electric vehicle charging facilities. Finally, if you are a local public agency you must provide the necessary insurance documentation.

What vehicles are available?*

·
·
GM EV1 

·
·
Honda EV Plus 

·
·
Chevrolet S10 pickup truck 

·
·
Ford Ranger pickup truck 

·
·
Toyota RAV4 

* Please note that not all vehicles are available in all areas.

Who can participate?

The program is open to public agencies, including the State of California, the University of California, California State University, and political subdivisions of the state, including city and county government, and Community College Districts.

How to contact us

For more information about the program, please contact Ms. Lisa Kasper, ev Loan Program Manager, Air Resources Board, at (916) 327-2932; fax (916) 322-3923; email lkasper@arb.ca.gov.

How do I sign up?

If this sounds like a program you are interested in, please complete and submit an ev Loan Program Interest Form. 

Wall Street Journal July 25, 2002

review of Tuxedo Park by Jennet Contant

Doing Battle in the Lab -- And off the Books

As war threatens, a banker funds the research that will help the Allies to win it.

By L. GORDON CROVITZ

Mr. Crovitz is senior vice president of Dow Jones for electronic publishing.

Understanding just how America wins wars is a pressing task these days, which makes the story of Alfred Loomis especially timely -- and instructive. 

A financier and an amateur physicist, Loomis played a key role in developing the technologies that won World War II, although he is now all but forgotten. As the saying at the time went, radar won the war, and the atom bomb ended it -- and private citizen Loomis had a leading hand in both. If Loomis were operating in today's political climate, he'd most likely be rewarded with a congressional investigation and possibly an indictment, but we're getting ahead of the story . . .

To his peers on Wall Street in the 1920s, Loomis seemed like just one of the tycoon gang. He helped to run Bonbright & Co., the leading source of capital for the emerging electrical power industry, and made millions doing so, even buying Hilton Head Island as a weekend getaway. He timed the Depression perfectly, cashing out ahead of the crash and retiring from Wall Street rather than suffer FDR's harangues.

In 1933, at age 46, Loomis returned to his avocation of physics. As a World War I lieutenant-colonel at the Aberdeen Proving Ground, he had tested the weapons theories of Thomas Edison, and his Loomis Chronograph, which measured the velocity of shells, was patented by the Army. Now he used his fortune to build a world-class research lab in apparent peacetime, as the storms of war gathered. Its location was, of all places, a stone castle in Tuxedo Park, the New York suburb of dinner-jacket fame. Thus the gated community of the Astors and Juilliards became a haven for scientists with names like Kistiakowsky, Szilard, Fermi, Bohr and Marconi. Albert Einstein called the lab a "palace of science."

In "Tuxedo Park" (Simon & Schuster, 330 pages, $26), Jennet Conant describes how the town was aghast as these "strange outlanders with flowing hair and baggy trousers were settling down for weeks and months on end" and conducting strange science, too. After focusing on pure research into brain waves, Loomis became alarmed by what he heard about Germany's advanced stage of applied scientific research. He bankrolled a secret weapons lab, with a wink and nod from executive-branch officials in Washington.

It's now clear that a crucial moment in the war came in October 1940 -- in Loomis's living room. Hoping that the U.S. would not long stay out of the war, Winston Churchill had sent over his top military scientists to deliver a trunkful of British inventions that England could not afford to develop much beyond the drawing-board stage. Washington wasn't quite ready to abandon official neutrality, so officials sent the British scientists to Loomis. He immediately saw the importance of one device: a resonant cavity magnetron, a source of microwaves that might revolutionize radar if it could be perfected and mass-produced.

"Private enterprise, in Loomis's view," Ms. Conant writes, "could move mountains in the time it took the government to pass a single bill." So Loomis personally started a radar lab at MIT and paid its bills when Congress wouldn't. An associate later recounted that "more than a bit of skullduggery" went into the early contracts, and "we pretty much got away with murder." With seed funding from Loomis and the foundations he solicited, the lab prospered, and 4,000 people, all told, were put to work perfecting radar, which eventually defeated German U-boats and gave Allied bombers control of the skies. The U.S. government eventually repaid tens of millions of dollars.

When it became clear that developing the nuclear bomb was the next big thing, Loomis turned over his brain trust to what became the Manhattan Project. Loomis himself kept a low profile after the war, perhaps in part because of an infamous divorce. He helped found the Rand Corp. and quietly funded basic research.

Indeed, the remarkable story of Alfred Loomis is being told now only thanks to Ms. Conant, a journalist who combines a graceful writing style with her own family connections to his secretive life. Loomis was a close associate of Harvard President James Conant, the author's grandfather. By chance, another Conant relative had worked with Loomis at Tuxedo Park and had written a thinly fictional account of the place, which spurred Ms. Conant's interest in the obscure banker-turned-scientist.

The idea of a private citizen funding military research off the government books was unusual in Loomis's time but would surely be a scandal today. Loomis filed valuable radar patents on the results -- and, by the way, his first cousin was War Secretary Henry Stimson, whose strong support for Loomis would today raise red flags of conflict of interest. But without Loomis, the technology advances that helped win the war might never have happened.

An equivalent feat today would be a dot-com billionaire locking himself and dozens of bright programmers in a garage on Woodside Road in Silicon Valley to write code that would profile and identify would-be terrorists. Outside the bounds of cautious politicians or turf-minded agencies, he would access private and public databases to track terror suspects -- and then patent the technique.

In theory, if not in practice, a grateful country would forgo the otherwise obligatory hand-wringing over such a mix of public and private interests. Come to think of it, we could use some modern-day Loomises right about now.

http://www.bayarea.com/mld/mercurynews/news/local/3770291.htm

Garbage truck fleet turns to natural gas

By Michael Cronk

Mercury News July 31, 2002

Refuse collection and recycling in Sunnyvale is being taken over by trucks fueled by compressed natural gas, a clean-burning fuel that's expected to lower emissions compared with the previous diesel-powered vehicles by three to four tons a year.

A fleet of 20 natural gas trucks was delivered recently to Specialty Solid Waste & Recycling, which collects garbage, yard trimmings and recyclable materials under a long-term contact with the city of Sunnyvale. The company now has 24, making its fleet of natural-gas-powered trucks the largest of any refuse company in Northern California.

Also, a new publicly accessible natural gas fueling station has been set up at the company's site at 3355 Thomas Road in Santa Clara.

Vehicles from nearby Mineta San Jose International Airport, school buses, and privately owned vehicles are using the fueling station, said Jerry Nabhan, Specialty's operations officer.

This is a very significant project in helping us to improve our air quality by replacing diesel trucks with clean air fuels such as natural gas,'' Sunnyvale Mayor Fred Fowler said. 

Conversion of these vehicles is consistent with our shift to alternative fuels in the city's own fleet vehicles in recent years.''

The Bay Area Air Quality Management District provided grant funding of $1.2 million from its Transportation Fund for Clean Air to offset the cost of the new trucks, and $200,000 to partially pay for the new fueling station.

Julia Miller, vice mayor and member of the board of directors of the air district, was instrumental in securing grant money for Sunnyvale. The Fund for Clean Air is made available to government agencies that purchase vehicles for their own use, and for private vehicles that are used for 

public purposes'' -- a category that includes solid waste and recycling collection contracted through a city.

Similar projects aimed at reducing the emission of pollutants throughout the region are under way in other Bay Area cities, including San Francisco, Oakland, Napa, Richmond and Santa Rosa, said William C. Norton, executive officer of the Bay Area Air Quality Management District.
Currently, 14 percent of Sunnyvale's vehicle fleet, including a street sweeper, has converted to alternative power sources such as natural gas and electricity.

Nabhan said all but two of the trucks used for residential pickup in Sunnyvale are powered by natural gas.

Six of the 10 trucks handling commercial pickup are fueled by natural gas, Nabhan said.

Contact Michael Cronk at mcronk@sjmercury.com or (408) 920-5063
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Share and share alike? 

Two car-sharing companies vie for hearts, minds of Palo Alto commuters 

by Sue Dremann 
Is Palo Alto big enough for two car-sharing enterprises? City CarShare thinks so. 

The San Francisco-based nonprofit is taking on the for-profit Flexcar for the hearts and minds of Palo Alto commuters. The nationally based Flexcar last month purchased CarLink II, a pilot car-share program that maintained a fleet of cars at the California Avenue Caltrain station. 

Both companies encourage drivers to take turns using cars from a shared fleet of vehicles going to and coming home from work. Both are also optimistic of their chances for success. 

"We don't see City CarShare as competition, but as an affirmation that there's something (worth pursuing) here," said Neil Peterson, CEO of Flexcar. He views car sharing as an idea whose time has come. 

"Demographics show that people are moving away from ownership, toward access," he said. "Most people don't own a truck, car and van, but with car sharing, they can have access to any vehicle for the hour or two that they need it," he said. 

Amanda Jones, Palo Alto's transportation management coordinator, said the city is thrilled to be the locus for car-sharing expansion in the Bay Area. Jones said the city plans to treat each organization fairly and equitably, becoming a member of both enterprises and allowing employees to choose which cars they wish to use. 

City Councilwoman Yoriko Kishimoto said car sharing could play a key role in reducing traffic congestion, pollution and parking problems. "The parking issue is the driving force in land-use issues," she said. 

Kishimoto applied for membership with City CarShare. "We are a one-car family already. In a few weeks, our older daughter will be getting her driver's license," she said. Now that there will be a third driver in the family, Kishimoto plans to use car sharing in lieu of getting a second car. 

Despite such enthusiasm, many factors must be addressed for the nascent industry to be profitable, said Dr. Susan Shaheen of the Institute for Transportation Studies-Davis, the organization that designed the CarLink II program. 

She is especially worried about the dramatic rise in insurance rates since Sept. 11. Each car put on the road by a car-sharing company will cost $4,000-$5,000 to insure. Shaheen's survey found that by June 2002, increased insurance costs were "a major obstacle to the expansion and sustainability for the vast majority of North American organizations." 

"I'm not worried about the higher rates. Eventually high rates will be faced by individuals as well," said Ric Hjertberg, the South Bay organizer for City CarShare and a member of Menlo Park's board of transportation. 

Although he conceded that insurance rates have tripled in the last year for City CarShare, Hjertberg maintained prices could be kept down in a variety of ways. He said 40 percent of the customers go a month between using the services, lowering the probability of accidents. 

Both Peterson and Hjertberg maintain that suburban Palo Alto has the necessary population to make car sharing profitable. Others, however, aren't so sure. 

Nancy Rosenzweig, vice president of marketing for Boston's Zipcar -- another ride-sharing organization -- said the population density of a community must be at least 10,000 people per square mile for the enterprise to be profitable. "I would seriously question the claims of anyone who says they have success with less," she said. 

Palo Alto's population is approximately 61,000, spread over a 26-square mile area, according to the Association of Bay Area Governments (ABAG). One third of those 26 miles is open space. Considering the actual inhabited area is 18 square miles, the population density would be 3,388 people per square mile -- far below Rosenzweig's figures for profitability. 

Density figures bump up to 6,951.6 per square mile when Palo Alto's itinerant population of workers swells during the week. The population then increases to 139,032, inclusive of Stanford, said Allice Rodelli, of the City Manager's Office of Economic Resources and Planning. 

By comparison, with a population of more than 700,000 and area of 47 square miles, San Francisco's population density is nearly 15,000 per square mile -- a perfect fit for Rosenzweig's model for profitability. 

Peterson of Flexcar waved off such notions. 

"It would be a mistake to say that car sharing can only work in urban areas. Flexcar has already been serving suburban cities like Kirkland and Bellevue, Washington," said Peterson. 

Zipcar's Rosenzweig also pointed out that business can be enhanced through other methods. 

"Government can help increase the desire to car-share by giving incentives such as tax breaks to businesses and car-share members, and privileges such as using the carpooling lane," she said. 

At any rate, the competition is heating up. Both organizations feel they have what it takes to succeed in this area. 

"The two have different initiatives: the Flexcar model is a transit initiative, and City CarShare has a social mission -- to empower people who can't afford cars," Hjertberg said. 

Zipcar's Rosenzweig hopes that any rivalry between the companies will not overshadow their common goals. 

"At the heart of every one of these companies is a conviction. . . . the passion is the same. The goal is how collectively we can make a change," she said. 

E-mail Sue Dremann at sdremann@paweekly.com 

http://www.evworld.com/databases/shownews.cfm?pageid=news090802-01

Toyota Ups Fuel Efficiency of Redesigned Prius

New Prius rated at 73 miles per gallon or 31 km/liter. 

Source: Reuters [Aug 09, 2002] 

TOKYO, Aug 6 (Reuters) - Japan's largest automaker, Toyota Motor Corp, said on Tuesday it had improved its hybrid gasoline-electric Prius sedan to make it the most fuel-efficient five-seat passenger car on the domestic market. 

Under Japanese government fuel economy tests, the new Prius does 31 km per litre, or 73 miles per gallon, outstripping rival Honda Motor Co's <7267.T> Civic hybrid at 29.5 km per litre. 

The previous Prius obtained 29 km per litre. 

Toyota and Honda are the world's only automakers to sell hybrid vehicles which combine an internal combustion engine with an electric motor to make them twice as fuel efficient as ordinary cars of the same size. 

Honda's aerodynamic Insight two-seater, designed specifically for maximum fuel efficiency rather than practicality, remains the leading vehicle in fuel economy race, getting 35 km per litre. 

U.S. fuel efficiency standards are, however, quite different from Japanese standards. Under U.S. standards, the previous Prius gets 48 miles per gallon, or 20 km per litre.. 

The minor model change for the Prius announced on Tuesday is only aimed at the domestic market but company executives have also said they are planning a new version of the car for the U.S. market. 

Launched in 1997, the Prius was the world's first hybrid car. 

Toyota has set itself a goal of producing 300,000 of the eco-friendly hybrid vehicles a year by 2005 or 2006. 

Copyright 2002, Reuters News Service 

http://www.evworld.com/databases/shownews.cfm?pageid=news090802-02

Improving SUV Fuel Efficiency Harder Than Expected, Says Ford Executive

Cischke says goal of increasing the fuel efficiency of its sport utility vehicles by 25 percent in five years has become tougher because some new fuel-saving techniques have failed to live up to expectations. 

Source: Reuters [Aug 09, 2002] 

TRAVERSE CITY, Mich., Aug 8 (Reuters) - Ford Motor Co.'s F.N goal of increasing the fuel efficiency of its sport utility vehicles by 25 percent in five years has become tougher because some new fuel-saving techniques have failed to live up to expectations, Ford's environmental chief said on Thursday. 

"When you look at the different technologies we thought we could employ, as you get further down the development stream you might find they don't give you the fuel economy improvement you thought," Sue Cischke, Ford's vice president of environmental and safety engineering, told Reuters. 

Cischke said that while Ford was still committed to meeting its goal by 2005, "it's not a done deal by any chance, and it's not as easy as some people might think it is. But it is a commitment we made, and it is driving a lot of the actions we're taking in the company." 

Ford captured the nation's attention in 2000 when it made the pledge to increase its SUV fuel economy, part of a strategy by Chairman Bill Ford Jr. to improve the automaker's environmental image. General Motors Corp. GM.N quickly followed by vowing to keep its SUVs more efficent than Ford's. 

Ford's pledge covered all SUVs it builds --including models from Land Rover, Volvo and Mazda-- and would raise its average SUV fuel economy from about 16 miles (25 km) per gallon to about 20 miles (32 km) per gallon. As with federal fuel economy standards, Ford's target is not an average of all SUV models, but the average of all SUVs it actually sells. 

"The model mix is always a challenge, because people are buying the vehicles they think they need," Cischke said. 

Cischke spoke on the sidelines of the auto industry's annual Management Briefing Seminars in this resort in northern Michigan. 

Late next year, Ford will begin building a version of its Ford Escape small SUV with a hybrid gasoline-electric powertrain, capable of achieving 40 miles (64 km) per gallon in city driving. Cischke and Bill Ford both said this week that Ford would build as many hybrid Escapes as the market would demand, unlike the limited production of hybrid models by Honda and Toyota on sale now. 

But Cischske said a similar hybrid system that had been planned for the larger Ford Explorer in 2004 had been cancelled because it failed to meet the goal of improving efficiency by eight to 10 percent. 

"When we got to implementing it during the development process, we realized we were not going to get anywhere near that in terms of fuel economy improvement," Cischke said. "So it didn't make sense to put it in the vehicle." 

LIMITED PROGRESS 

Ford's progress to date has been mixed. Last year's redesign of the Explorer increased fuel economy only on some versions, while the redesigned Ford Expedition and Lincoln Navigator use less fuel on some models and more gasoline-per-mile on others. 

The job has also been made more difficult by Ford's cost-cutting campaign, aimed at generating $7 billion in annual pretax profits by mid-decade. 

"It's very challenging, and especially with these economic times it makes it even tougher," Cischke said. 

Ford did side with other automakers earlier this year in opposing increases in federal fuel economy standards, and also opposed a California law allowing state officials to reduce carbon dioxide emissions from automobiles, essentially by setting new efficiency standards. 

The Alliance of Automobile Manufacturers has said it will challenge the law in court, arguing California cannot supercede federal standards with its own rules. But Cischke said such a move may be premature, echoing comments from Bill Ford on Wednesday when he said he wanted to "lower the temperature" of the debate. 

"The industry in general hasn't figured out what they're going to do about CO2, and at the end of the day, they might end up saying the only way we can make sense of this is to take it to court," she said. "I don't think we're there yet...they (California officials) are just as confused as we are about what it means." 

Cischke noted that Ford had not joined a lawsuit filed by GM and DaimlerChrysler AG's DCX.N DCXGn.DE Chrysler arm against California for mandating sales of electric vehicles. And she said Ford prefers that the industry works with regulators to set voluntary targets, just as Europe does. 

The SUV fuel economy pledge "shows a direction, and what we're trying to do in the company, and that we're making tough product choices to get there." 

http://www.evworld.com/databases/shownews.cfm?pageid=news080802-03

Feds Not Meeting Alternative Fuel Vehicle Acquisition Requirements

Federal District Court Judge William Alsup has found that nearly every cabinet level agency in the U.S. Government has violated the Energy Policy Act of 1992. 
Source: AScribe Newswire [Aug 08, 2002] 

SAN FRANCISCO, Aug. 7 -- In ruling on a lawsuit brought by environmental groups, Federal District Court Judge William Alsup has found that nearly every cabinet level agency in the U.S. Government has violated the Energy Policy Act of 1992 by failing to buy or lease the legally required percentages of Alternative Fuel Vehicles (AFVs) for their federal fleets. The lawsuit was brought by Earthjustice on behalf of the Center for Biological Diversity, Bluewater Network, and Sierra Club. 

The Energy Policy Act, signed into law after the Gulf War by George Bush I in 1992, was designed to wean 10 percent of American transportation fuel demand from petroleum by the year 2000 and 30 percent by the 2010. The Act requires all federal agencies with light duty fleet vehicles in major metropolitan areas to acquire at least 75 percent Alternative Fuel Vehicles each year instead of traditional petroleum-fueled cars and trucks. The federal government currently has over 600,000 vehicles in its fleet, the largest in the nation. Judge Alsup declared that all defendant federal agencies violated the Act's AFV-acquisition requirements in at least some years 

Judge Alsup also found that all the defendant federal agencies have further violated the Energy Policy Act by failing to disclose to the public through annual compliance reports whether they had acquired the legally required numbers of AFVs. Agencies covered by this ruling include: Departments of Commerce, Defense, Interior, Transportation, Agriculture, Justice, Labor, and State, as well as the Department of Health and Human Services, Department of Housing and Urban Development, General Services Administration, Department of Veterans Affairs, Nuclear Regulatory Commission, Environmental Protection Agency, and NASA. 

"This is a major victory for anyone who believes this nation's transportation system is dangerously addicted to petroleum including, it seems, President Bush's father. Hopefully the federal government will finally get with the program," said Jay Tutchton, staff attorney with Earthjustice, the environmental law firm that represented the plaintiffs in the suit. 

Judge Alsup ordered the government to prepare overdue reports of their non-compliance with the law by November 26, 2002, and to make these reports available to the public over the Internet by January 31, 2003. 

In these compliance reports, which defendants illegally withheld, every federal agency must not only admit its prior failings to acquire the legally required number of AFVs, but also must submit a specific plan, including dates, by which it will come into compliance with the law. 

"These compliance plans and reports will finally set enforceable deadlines," said Tutchton. "Maybe now Bush II can enforce his father's law." 

The Energy Policy Act also requires the Department of Energy to consider a regulation to extend the AFV acquisition requirements to private and municipal fleets in major metropolitan areas, which it has failed to do. Judge Alsup ordered both sides to provide further briefing on how long the court should give the Department of Energy to take action on the overdue regulation. 

"AFVs are available on the market. The federal government has no excuse for not following the law. Hopefully by exposing the failings of the government we can re-direct the current national energy plan away from a drill-and-despoil mantra and toward cleaner future," said Peter Galvin of the Center for Biological Diversity. 

Environmentalists concerned about air pollution have long touted alternative fuel vehicles. "AFVs are cleaner than traditional vehicles. Burning alternative fuels as opposed to gasoline will lessen the toxic chemicals currently spewing from our tailpipes, and significantly reduce greenhouse gas pollution--the main culprit behind global warming," said Elisa Lynch of Bluewater Network. 

"The U.S. buys more than a half-million barrels of oil a day from Iraq," said Daniel Becker, director of Sierra Club's Global Warming and Energy program. "Instead we should be using alternative fuels and increasing the fuel economy of our cars, trucks and SUVs. It's crucial that the Administration stop breaking this law because it moves us closer to reducing our dependence on oil." 

http://www.evworld.com/databases/shownews.cfm?pageid=news070802-02

EV Rental Car Adds Honda Civic Hybrid-Electric 

Company acquires 20 hybrid-electric Civics to add to its growing nationwide clean vehicle airport rental fleet. 

Source: PR Newswire [Aug 07, 2002] 

WASHINGTON, Aug. 6 /PRNewswire/ -- EV Rental Cars, the only car rental company in the United States to offer environmentally friendly vehicles, now boasts a fleet of new Honda Civic hybrid-electric vehicles at Budget Rent a Car's Reagan National Airport rental location in the nation's capital. It is the first car rental company in the nation to have a fleet of hybrid Civics. 

"For the business traveler concerned about fuel economy, energy security, and perhaps the condition of the environment, we believe there is a way to travel that is both economical and environmentally responsible," says Jeff Pink, chief executive officer of EV Rental Cars. 

The acquisition of 20 hybrid-electric Civics, the world's first mass market hybrid, is the latest move by EV Rental Cars to use the airport rental market as a way to introduce environmentally friendly and fuel efficient vehicles to business travelers. 

Pink points to Warner Bros. studios as an example of an environmentally aware company that is concerned about what its employees drive when traveling on company business. "We do quite a bit of business with Warner Bros., a company that has shown you can be big, have a social conscience, and be concerned about the bottom line at the same time," Pink says. 

"Making the highly-efficient hybrid-electric Honda Civic available to our customers is the patriotic thing to do," Pink says. "Offering the Civic hybrid will provide an opportunity for American business and vacation travelers to directly reduce our nation's dependence on imported oil." 

The Honda Civic Hybrid is one of three hybrid-electric models available for rent from EV Rental Cars, joining the Honda Insight and Toyota Prius. Also available at EV Rental Cars' Washington, D.C., location is the natural gas-powered Honda Civic GX. EV Rental Cars is adding 70 additional hybrid-electric vehicles to its Southern California fleet at Los Angeles International Airport later this summer. 

"We are very proud to continue our partnership with Honda, and are honored that our company can now provide Honda's newest fuel-efficient vehicle in the nation's capital at a time when lawmakers are devising new energy initiatives," Pink says. 

The all-new 2003 Honda Civic Hybrid -- the first mainstream vehicle sold in North America equipped with a gasoline-electric hybrid powertrain -- has earned EPA city/highway fuel economy ratings of 46/51 mpg. That's 650 miles per tank. 

The 2003 Civic Hybrid uses Honda's innovative Integrated Motor Assist (IMA) technology, employing a 4-cylinder gasoline engine coupled with a high output electric motor to provide excellent performance and fuel efficiency. The system's compact nickel-metal-hydride battery module is automatically recharged during braking and deceleration. As a result, the Civic Hybrid never needs to be plugged in. 

"Introducing the Civic Hybrid to Washington, D.C., with EV Rental Cars is part of Honda's continued commitment to the environment," says Stephen Ellis, Advanced Technology Vehicles Manager for American Honda. 

"Every Civic coupe and sedan, including the hybrid, qualifies as an Ultra Low Emissions Vehicle (ULEV). Offering the vehicles for rent is a great way to encourage consumers to try the cars in everyday driving conditions," Ellis says. 

EV Rental Cars founded its rental program in December 1998 with 11 electric cars -- primarily GM's EV1, Honda's EV Plus, and Toyota's RAV4 EV -- at Los Angeles International Airport. Since then, the fleet has grown to some 400 environmental cars at 14 airport locations around the country, including San Francisco, Calif.; Phoenix, Ariz.; and Pittsburgh, Pa. 

EV Rental Cars operates exclusively at Budget Rent a Car locations. This joint effort has eliminated more than 40 tons of smog-forming air pollutants by renting to more than 70,000 consumers, who in turn have accumulated more than 8.5 million miles on the fleet. Greenhouse gas emissions (C02) are also significantly reduced by hybrid and natural gas vehicles. In the process of renting these advanced technology vehicles, more than 220,000 gallons of gasoline have been displaced that would have been consumed by conventional rental vehicles. 

For information on rental rates and locations, please visit www.evrental.com or call 1.877.EV.RENTAL for reservations. 

EV Rental Cars coming off lease are available for sale through the AFV Market. 

http://www.gm.com/cgi-bin/pr_display.pl?3137

FOR RELEASE: August 14, 2002 

GM Hy-wire: Major Step Forward In Reinventing Automobile

World's First Drivable Fuel Cell and By-wire Vehicle 
SANTA BARBARA, Calif. - Driving closer to reinventing the automobile, General Motors Corp. today revealed a look at Hy-wire, the world's first drivable vehicle that combines a hydrogen fuel cell with by-wire technology. 

The GM Hy-wire, appropriately named for its technology, incorporates the features first envisioned in the AUTOnomy concept vehicle at the 2002 North American International Auto Show in Detroit and the Geneva Motor Show. Hy-wire will be introduced to the public at the Paris Motor Show Sept. 26. Early photos were released today. 

"The fact that we developed Hy-wire as a drivable concept vehicle in just eight months (from its introduction in Detroit) shows our commitment to this technology and the speed at which we are progressing," said Rick Wagoner, GM's president and CEO. 

"With AUTOnomy, GM shared a vision. Hy-wire accelerates our progress with a functional proof of concept which strengthens our confidence in our ability to gain marketplace acceptance of production fuel cell vehicles." 

Larry Burns, GM's vice president of research and development and planning, said, "We are driving to have compelling and affordable fuel cell vehicles on the road by the end of the decade. With Hy-wire, we have taken the technology as it exists today and packaged it into an innovative drivable vehicle comparable in size and weight to today's luxury automobiles. 

"All of the touring sedan's propulsion and control systems are contained within an 11-inch-thick skateboard-like chassis, maximizing the interior space for five occupants and their cargo. There is no engine to see over, no pedals to operate - merely a single unit called X-drive that is easily set to either a left or right driving position." 

Hy-wire is the product of global cooperation. GM designers and engineers in the United States developed the vehicle chassis and body design, as well as the engineering and electrical system integration. Engineers at GM's research facility in Mainz-Kastel, Germany, integrated the fuel-cell propulsion system, which is the same system designed for the HydroGen3 concept (top speed of 160 kilometers/hour or 97 mph), based on an Opel Zafira and shown for the first time at the 2001 Frankfurt Motor Show. American designers also worked closely with Italian design house Stile Bertone in Turin, where the body was built. The SKF Group, headquartered in Sweden, developed the by-wire technology in the Netherlands and in Italy. 

"By combining fuel cell and by-wire technology, we've packaged this vehicle in a new way, opening up a new world of chassis architectures and customized bodies for individualized expression," said Chris Borroni-Bird, director of GM's Design and Technology Fusion Group and program director of the Hy-wire concept. "It is a significant step towards a new kind of automobile that is substantially more friendly to the environment and provides consumers positive benefits in driving dynamics, safety and freedom of individual expression." 

According to Wayne Cherry, GM's vice president of Design, the chassis architecture provides designers the freedom to create a number of different body styles. 

"Until now, fuel cells and by-wire have been demonstrated as if they were an end in themselves," said Cherry. "But we look at this technology as enabling us to create a number of exciting new body styles for consumers to choose from. This is just the second interpretation of many to come." 

Hy-wire is a sporty yet elegant four-door vehicle with clean lines and short overhangs. 

"It's a luxury vehicle in the sense that it is a luxury to have the kind of space and visibility this car provides," said Ed Welburn, executive director of GM Design for Body-on-Frame Architectures. "The design is built around the fact that there is no engine compartment; the vehicle is very open from front to rear. This is intentional to highlight the openness in the interior and the range of possibilities." 

To show off this radically new architecture, the front and rear panels are made of transparent glass. Onlookers can see through the car from front to rear; the liberal use of glass and the absence of a hood also provide a greater visual command of the road for the driver. To reinforce this effect even the seat backs are open. There is no post between the front and rear doors, known as a B-pillar. Drivers and passengers have greatly enhanced legroom. 

"The most dramatic view of this car may be from the driver's seat," Welburn said. "Imagine having no engine, instrument panel or foot pedals in front of you - an open, yet secure cockpit with a floor to ceiling view. It's like being in my living room looking out my picture window." 

The X-drive, which allows steering, braking and other vehicle systems to be controlled electronically rather than mechanically, provides greater freedom for the driver. 

Drivers now have the option to brake and accelerate with either the right or left hand. The driver accelerates by gently twisting either the right or left handgrip, and brakes by squeezing the brake actuator also located on the handgrips. The handgrips glide up and down for steering, somewhat different than today's vehicles where the steering wheel revolves around a steering column. 

The X-drive, which also incorporates an electronic monitor for vital car functions, shuttles easily from side-to-side on a horizontal bar that stretches across the full width of the vehicle. It provides another example of the extreme flexibility of the car's architecture. 

A single docking port provides the electrical connection between the all-aluminum chassis and the fiberglass body. Mechanically, there are 10 body attachment linkages. 

The fuel cell stack, which produces a continuously available power of 94 kilowatts, is installed in the back of the chassis. Most of the chassis is 11-inches thick, tapering to 7 inches at the edges. The electrical motor drives the front wheels and is installed transversely between them. Three cylindrical storage tanks (5,000 psi - pounds per square inch or 350 bars) are located centrally in the chassis. 

"The new packaging of the components was a major challenge and certainly, in terms of compactness, we're not at the finish line yet," said Erhard Schubert, director of the Mainz-Kastel facility. "But this functional prototype impressively demonstrates just how flexible our fuel cell technology is and the opportunities it offers." 

Hy-wire weighs 1,900 kilograms (4,180 pounds) with 20-inch tires in front and 22-inch tires in the rear. Putting all technical elements into the chassis provides a low center of gravity, giving the architecture both a high safety and driving dynamics potential. Passive safety requirements will be fulfilled using impact-absorbing elements, so-called crash boxes, at a later stage of development. 

"Most of the powertrain load has been evenly distributed between the front and rear of the chassis so there is a lower center of gravity for the whole vehicle, without sacrificing ground clearance," Borroni-Bird said. "This contributes to the overall safety of the vehicle by enabling superior handling, while resisting rollover forces, with the tallest body attached." 

Hy-wire so profoundly changes the automotive industry that GM has more than 30 patents in progress covering business models, technologies and manufacturing processes related to the concept and more inventions are being added all the time. 

"Someday, Hy-wire could be displayed in a museum side-by-side with the first horseless carriages of Carl Benz or Gottlieb Daimler, or next to Henry Ford's Model T," Burns said. 
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ROCHESTER, N.Y. (AP) _ The car has no engine, transmission, brake or gas peddles and is controlled by a box that looks like it belongs in the hands of video game jockey. 

The sweeping windshield on the four-door sedan body reaches down close to the bumpers and there's room to spare inside because there are no mechanical components. 

The body is connected to a skateboard-like chassis that contains most of the vehicle's working parts. 

General Motors Corp. revealing the first pictures Wednesday of the fuel cell powered vehicle, called the Hy-wire. 

It's the first drivable version of a concept the automaker unveiled during January's North American International Auto Show in Detroit under the name Autonomy as its attempt to reinvent the automobile. 

The new name "conveys the message we're above the crowd, we're willing to take risks and we're capable of doing some things with this technology that one would not normally expect," Larry Burns, GM vice president research and development and planning, told reporters at a recent briefing here. 

The concept was to create a 6-inch thick chassis devoid of a powertrain, stuffed with electronic components instead of mechanical controls for steering, braking or acceleration with four electric motors, one for each wheel, driven by hydrogen fuel cells. 

Interchangeable bodies would be "docked" to the skateboard-looking chassis, making it possible, in theory, for a driver to follow whim or necessity without the expense of buying a new vehicle. 

The Hy-wire represents a very early, incremental version of what GM hopes to one day market, but the automaker says it shows the concept is workable. 

Engineers couldn't quite get all the components into a 6-inch chassis, but did manage to fit them in one that's 11 inches in the middle, tapering to 7 inches on either end. 

"This suggests GM is focusing less on the technical issues of making fuel cells operate and more on packaging," said Thad Malesh, director of alternative power technologies for the market research firm J.D. Power and Associates. 

"Clearly it will be one way to focus on research work, with an eye toward commercialization," Malesh said. 

Hy-wire is the first vehicle that combines fuel cell technology with by-wire operation. 

Fuel cells convert hydrogen into electricity. By-wire is a technology that substitutes electronic controls for nearly every mechanical component such as brake and accelerator peddles and a steering wheel. 

Everything is operated with a hand-held unit called an X-Drive, which can be moved from side to side like a video game system. 

Acceleration is performed by twisting a handle as a motorcycle rider would, and braking similarly is accomplished by squeezing a hand control. Steering is a matter of moving around an aircraft-like yoke. 

The system was developed by The SKF Group, a Swedish company. 

Tom Johnstone, the company's executive vice president says some applications of by-wire technology should be available in production vehicles by 2005. 

"By-wire is safer because there is no steering column and better for the environment because there is no hydraulic fluid," Johnstone said. 

GM sees Hy-wire as one step closer to meeting specific targets for cleaner-running, hydrogen-fed fuel cell vehicles. 

"GM's goal is to be the world's first company to produce 1 million fuel cell vehicles a year," Burns said. 

GM's other goal, he said, is to make money doing so. 

Burns said GM hopes to achieve "high penetration, high profitability," selling hundreds of thousands of fuel cell vehicles between 2010 and 2020. 

"If we don't do this, somebody else is going to do it," he said. 

A decision must be made by 2005 or 2006 on whether to greenlight a production version of the Hy-wire by 2010, Burns said. 

Every major automaker is working on some sort of fuel cell vehicle, but considerable challenges lay ahead before they begin to mass-market them. 

For one, the vehicles are too expensive. 

"Right now we're about 10 times too costly," Burns said. 

Another obstacle is the lack of a hydrogen refueling infrastructure. 

Still another concern is developing on-board tanks that are both light and strong enough to transport hydrogen, a flammable gas, safely, at capacities large enough to provide an acceptable driving range of about 300 miles. 

"A lot of where we end up doing reforming depends on consumers' level of comfort," J.D. Power's Malesh said. "My belief is there will be some resistance." 

http://www.evworld.com/databases/shownews.cfm?pageid=news150802-01

GM Concept Deletes Driver's Seat

X-wire technology enables driver position to be anywhere inside vehicle cabin. 

Source: CNN [Aug 15, 2002] 

General Motors Corp. unveiled a drivable version of its vision of automotive design of the future Wednesday, as it presented a car without an engine compartment that allows the driver to sit in different positions throughout the car. 

The world's largest automaker's new concept car is a fuel cell-powered vehicle that puts both the fuel cells and the vehicle's powertrain in a relatively flat platform running below the car body. The platform ranged from 11 inches thick to seven inches thick on the sides, with the four wheels attached to it, making it look something like an overgrown skateboard. 

The design freedom that comes from having a nearly flat powertrain allowed GM to experiment with using a "drive-by-wire" system that eliminates the steering column and foot pedals now standard on all vehicles. It allows the steering wheel to be shifted easily between the seats, and provides much greater room and visibility for the driver and passengers because of the lack of a traditional engine compartment. 

GM unveiled this vision of future auto designs at the North American International Auto Show in January, but the version of the vehicle it used that day -- called the AUTOnomy -- wasn't actually able to drive. The new concept car, dubbed the Hy-wire, can be driven. 

"The fact that we developed Hy-wire as a drivable concept vehicle in just eight months shows our commitment to this technology and the speed at which we are progressing," GM CEO Rick Wagoner said. 

An actual production version of the vehicle still is many years away. The fuel cell, which converts hydrogen into power and produces only water vapor as a waste product, is not yet economically viable. And the skateboard-like platform still needs many refinements, GM design executives admitted. The AUTOnomy, which was not burdened by the need to actually be drivable, showed GM's concept of a platform that is only about six inches thick, rather than the 11- to 7-inch thick dimensions of the Hy-wire. 

"The new packaging of the components was a major challenge and certainly, in terms of compactness, we're not at the finish line yet," said Erhard Schubert, director of the GM research facility in Germany that produced Hy-wire. 

GM believes one major advantage of this design concept is that it could allow mass production of the skateboard for different models of the car, reducing manufacturing costs. 

GM will put the Hy-wire on public display for the first time at the Paris Motor Show Sept. 26. 

http://www.cleanup-gm.com/ev1.html

EV1 White Paper

Last modified: August 22, 2002 

There is a common -- but incorrect -- perception that electric cars are technically and economically unfeasible. Ironically, this position has been most aggressively promulgated by General Motors, creators of the highly successful EV1. Perhaps that is why GM is pulling functional EV1s off the roads, to its own financial detriment and to the distress of drivers, who fear the cars will be destroyed.

Technology

The GM EV1 is a zero-emission vehicle (ZEV) powered purely by electricity, capable of traveling 70-140 miles per charge at speeds up to 80 MPH (artificially limited by a speed governer). It can accelerate from 0 to 30 MPH in under 3 seconds and 0 to 60 MPH in under 9 seconds. Its (NiMH) batteries are charged through special inductive chargers in drivers' garages or at public charging stations. The EV1 is a two-door, two-seat coupe, with an aerodynamic body, with all of the features of a modern car, such as air conditioning and CD player. Electric vehicles are inherently simpler and more efficient than gasoline-burning cars, as power goes straight from the battery through the motor to the wheels, eliminating the need for an engine or transmission. When the car slows, energy from the wheels actually recharges that battery, in what is called "regenerative braking". [There are EV1 drivers in the Los Angeles, San Francisco, San Diego, Sacramento, Phoenix, Tucson, and Atlanta areas who would be happy to let reporters try their cars.]

Background

GM took the lead in zero-emission vehicles with its solar-powered Sunraycer, which set a world record in the 3000-km 1987 World Solar Challenge race across Australia. In 1990, GM chairman Roger Smith demonstrated an electric concept car, Impact, and announced that GM would produce it in quantity. In 1994, a modified Impact set the world electric vehicle speed record by completing a mile in 19.44 seconds (183.075 MPH).

The California Air Resources Board (CARB) was founded in 1967, in response to California's air being worse than that of the other 49 states combined [Shnayerson, p. 50]. After the federal government enacted the Clean Air Act in 1970, California was the only state allowed to regulate its own emissions. In 1990, impressed by the GM Impact, CARB ruled that each of the seven biggest carmakers -- the largest of which was GM -- would need to make 2% of its fleet emission-free by 1998, 5% by 2001, and 10% by 2003.

Simultaneously fighting and preparing for the CARB regulations, GM debuted 50 handbuilt Impacts for a consumer study in 1994. As Matthew L. Wald wrote in a front page New York Times story (January 28, 1994):

General Motors is preparing to put its electric vehicle act on the road, and planning for a flop.
With pride and pessimism, the company, the furthest along of the Big Three in designing a mass-market electric car, says that in the face of a California law that requires that 2 percent of new cars be "zero emission" vehicles beginning in 1997, it has done its best but that the vehicle has come up short.... Now it hopes that lawmakers and regulators will agree with it and postpone or scrap the deadline.

Against GM's perverse expectations, the Impact release was a huge success. GM's Sean McNamara organized the PrEView program, in which the 50 cars would be lent for 1-2 week periods to consumers who agreed to log their experiences. McNamara expected at most eighty volunteers in Los Angeles but closed the phone lines ahead of schedule after 10,000 calls [Shnayerson, p. 182]. In metropolitan New York, 14,000 calls were logged before the lines were prematurely closed [Shanayerson, p. 182; Wald 1994]. Drivers' response to the cars was overwhelmingly favorable, as were reports in car magazines. Motor Trend reported: "The Impact is precisely one of those occasions where GM proves beyond any doubt that it knows how to build fantastic automobiles. This is the world's only electric vehicle that drives like a real car." Automobile called the car's ride and handling "amazing," praising its "smooth delivery of power". GM subsequently destroyed the cars.

EV1

The production version of the Impact was called the GM EV1. (It is the only car in GM's history to be branded with the company's name instead of one of its divisions.) GM made 660 Generation 1 (Gen1) EV1s. In December 1996, GM provided a limited launch of the EV1 in what many believe to be a quid pro quo arrangement with CARB, which agreed to delay implementation of the first phase of the Zero Emission Vehicle mandate that had been scheduled to go into effect in 1998 [Kirsch 2000]. Powered by lead-acid batteries, the Gen1 had a range of 70-100 miles.

GM continued to show ambivalence toward the EV1. Their marketing was so dismal that one driver, Marvin Rush, spent $20,000 of his own money to produce and air four unauthorized radio commercials for the EV1. Rush, a cinematographer for "Star Trek: Voyager", got "Voyager" cast members, such as Robert Picardo, to provide voiceovers.

In 1999, GM's Ken Stewart, brand manager for the EV1 program, described the positive response from drivers [Moore 1999]: 

I got some first hand experience in what I would call a wonderfully-manical loyalty to the car. They are absolutely in love with their vehicles and they are challenging the sales consultants on who knows more about the vehicle...

What we've learned from that is the vehicles themselves have had some advantages that we knew were pluses, but didn't know how strong they were. One was the styling. The other was the ride and handling and performance of the car. They really do love the car for the car's sake, as well as for some of the larger causes like zero emissions and helping the environment and just plain doing the right thing.

We find that compared to what we were expecting, the owners are driving the cars more, more miles, more trips, and have integrated it more into their lifestyle. So, it went from being a sort of novelty car for them to their primary source of transportation for most of the time.

GM produced the second generation of EV1 in 1999. These Gen2 cars were lighter weight, less expensive to make, quieter, and capable of supporting more advanced batteries than their predecessors. There were two models of Gen2 with different battery technologies. The lead-acid model had a range of 80-100 miles, while the nickel metal hydride (NiMH) model had a range of 100-140 miles. The cars were leased in the Los Angeles, San Francisco, San Diego, Sacramento, Phoenix, Tucson, and Atlanta areas for $349 to $574 per month. GM produced approximately 500 Gen2 cars. It is not known outside of GM how many were leased, but it is known that there were waiting lists of hundreds of drivers who wanted but could not get EV1s. 

Despite having long waiting lists and enthusiastic drivers for the EV1, GM has declared that people do not want the EV1 and that the CARB mandates are thus impossible to meet. In 2000 CARB hearings, GM and Toyota claimed that a study they commissioned showed that people would only buy an electric car over a gasoline car if it were $28,000 less than a comparable gasoline car. Prof. Kenneth Train of UC Berkeley, who conducted the study, said that with a RAV4 SUV typically selling for $21,000, "Toyota would have to give the average consumer a free RAV4-EV plus a check for approximately $7,000" [Healey 2000]. 

An independent study commissioned by the California Electric Transportation Coalition (CalETC) and conducted by the Green Car Institute and the Dohring Company automotive market research firm found very different results. The "study the auto industry didn't want to see....used the same research methodologies employed by the auto industry to identify markets for its gasoline vehicles" [Moore 2000]. It found the annual consumer market for EVs to be 12-18% of the new light-duty vehicle market in California, amounting to annual sales of 151,200 to 226,800 electric vehicles [Green Car Institute, 2000], approximately ten times the quantity specified by CARB's mandate [Moore 2000]. The results of the Toyota-GM survey are also called into question by the success of Toyota's RAV4-EV, which has waiting lists of buyers at over $30,000.

Despite hundreds of enthusiastic drivers who now lease the car and hundreds more waiting to pay to drive the EV1 (of which approximately 1150 were produced), on February 7, 2002, GM Advanced Technology Vehicles brand manager Ken Stewart notified drivers that GM will remove the cars from the road, contrary to a statement two months earlier that GM would not be "taking cars off the road from customers" ["GM", 2001]. Drivers fear these working cars will be destroyed, because GM has crushed other functional electric cars in the past.

This summer, at least 58 EV1 drivers sent letters and deposit checks to GM asking for a lease extension at no risk or cost to GM. Specifically, drivers would be responsible for maintenance costs and repairs, and GM would have the right to terminate the lease if expensive repairs were needed. GM refused the offer and returned the checks, totaling over $22,000, on June 28. (In contrast, Honda extended the lease on their EV+.) In November, GM will begin reclaiming the cars, possibly to destroy them, as it has done with their past electric vehicles that were popular with drivers but provided embarrassing contradiction of GM's claims that nobody wanted EVs. While a minority of EV1s will be donated to museums and educational institutions, GM has allegedly received government permission to crush EV1s [Adams 2001].

On August 14, 2002, GM announced it would meet California emissions regulations by giving away thousands of golf cart-like vehicles, incapable of driving in regular traffic. Larry Burns, GM vice president of research, development, and planning, stated: "Customers don't want to buy electric vehicles", despite research and petitions showing that consumers do, in fact, want electric cars.

Many EV1 drivers are distressed that (1) the clean cars they love to drive and are willing to pay for will be taken off the roads, possibly to be destroyed, and (2) the press and public seems to believe GM's false claim that electric cars are a failure. They are considering press outreach, protests, and civil disobedience to educate the public. Some EV1 drivers are members of the Production Electric Vehicle Drivers Coalition (PEVDC) (http://www.pevdc.org), which, along with the Natural Resources Defense Council (http://www.nrdc.org) filed a request to intervene in GM's federal suit against CARB. The hearing has been scheduled for September 30 in Fresno. 

Driver Profiles

Ron and Renate Chestnut of Mountain View have had two EV-1s. The first was a red 1997 Gen1 and the second a silver-blue 1999 Gen2. Ron replaced a decade-old Acura with the EV, since he was very interested in the new technology and only used the car for commuting to SLAC (Stanford Linear Accelerator Center), where he works as a physicist. The range of the cars increased from an initial 50 miles to 90 miles (better lead-acid batteries) to 130 miles (Nickel-Metal Hydride batteries). Ron has held colloquia on electric vehicles and General Motor's lack of vision after their initial introduction. Renate uses the car gladly, especially to drive alone in the diamond lane during rush hour, on her way to Aikido practice. Ron has driven the EV-1 to Esalen (140 miles) and Arcata (320 miles) to "show the flag" and enjoy the long trips. In order to bridge the gap where so few electric vehicles are available, Ron is taking over the lease of an Chevrolet S10 Electric truck soon. He can be reached by email (ronc@slac.stanford.edu, 650-926-2450).

Keith Golden and Ellen Spertus of San Francisco have leased a silver-blue Gen2 EV1 since Dec. 31, 1999. Golden drives it 40 miles each way to NASA Ames Research Center in Mountain View, where he does research in artificial intelligence. Although he can make the round-trip without refueling, he sometimes makes use of the public charger at NASA. On days when he telecommutes, his wife Spertus drives the EV1 20 miles to Mills College in Oakland, where she is a computer science professor. It was her idea that the license plate read "V EQ IR", a reference to Ohm's Law of electricity, which she teaches her students. In addition to the environmental benefits of the car, Spertus enjoys its great acceleration, driving in the carpool lane, and never having to take it to a gas station. Golden and Spertus can be reached by email (ev1@spertus.com) or telephone (415-225-3664).

Bob and Lynn Seldon of Santa Monica leased a Gen1 EV in 1998, which they upgraded to a Gen2 in 1999. The Seldons quickly overcame their initial fear and skepticism of electric cars. They found the acceleration unbelievable, and, with their 100+ mile range, they never came close to running out of electricity. Fuel costs were roughly half that of gasoline on a per mile basis, even at California's increased prices for electricity. They enjoyed the convenience of beginning each day with a "full tank" thanks to home charging and never needing to take the cars for oil changes, smog checks or tune-ups. The Seldons obtained a electric vehicle decal from the California DMV, permitting them to use the car-pool lanes with a single driver and to park for free at meters in Los Angeles and Santa Monica. The EV1 was Bob's only daily vehicle, routinely taking him from Santa Monica to Irvine and Santa Barbara with occasional pleasure trips to Palm Springs and one roadtrip to the Arizona border. After GM announced that the EV1 program would be ended, the Seldons returned their EV1 and leased the Toyota RAV4-EV, about which they are also enthusiastic. Their license plate is "4GET GAS". Bob Seldon can be reached by email (seldon@gte.net) or telephone (310-209-4455).

Kathy and Ed Miller of Goleta (near Santa Barbara) have leased a Gen2 EV1 since December 1999. "It's a great car, and as of today we've driven it over 38,000 miles," says Ed, who is a retired electrical engineer. They can be seen here showing their car to their Congresswoman, Lois Capps, at the Santa Ynez Earth Day Celebration. Ed and Kathy, who is a retired school teacher, would be happy to talk or meet with the media (edmiller@rain.org, 805-968-5293).

Hugh E. Webber has gotten himself around Orlando, Florida, on a bicycle for 25 years. He has been a student of all types of electric vehicles for almost 20 years, with experience operating, servicing, and repairing pedicabs and electric golf carts. In January 2000, he visited Los Angeles for a family reunion and rented a red Gen2 EV1 from EV Rentals in the Budget lot at LAX. Hugh zipped around LA for four days, giving over a dozen relatives rides in what he called his "cherry bomb". The EV1's amazing acceleration especially delighted him, and he enjoyed beating muscle cars away from stoplights in Marina Del Rey. Hugh tried to buy an EV1 from GM soon after and was rebuffed; he has been agitating for availability of EVs ever since. Hugh author several EV1 petitions and an article published by PlanetSave.com. He says that he's just getting warmed up. He can be reached by email (hewman1@hotmail.com).

More profiles will be added. Drivers are available in and around San Francisco, Los Angeles, San Diego, Sacramento, Santa Barbara, Phoenix, Tucson, and Atlanta.
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Ford Abandons Venture in Making Electric Cars


By MICHELINE MAYNARD



DEARBORN, Mich., Aug. 30 — In another sign of the auto industry's struggle to make money selling electric vehicles, the Ford Motor Company said today that it was giving up on Think, an electric-car venture in which it sank $123 million. Instead, Ford said it would invest in other forms of alternative fuel technology like hybrid-electric vehicles and hydrogen fuel cells. 


Ford's move comes despite a regulatory mandate in California requiring manufacturers to offer up to 100,000 electric and other low-emissions vehicles a year, beginning with the 2003 model year, which officially starts Oct. 1. Similar requirements are pending in New York and Massachusetts, extending the mandate to one-fifth of the American auto market.


For now, the California law is blocked by a court injunction obtained by General Motors. Even so, G.M. announced earlier this month that it planned to give away thousands of its golf-cart-like electric vehicles to government agencies and other fleet operators in California and elsewhere, to meet the mandate should California ultimately prevail in court.


Sarah Tatchio, a Ford spokeswoman, said that the company had concluded that there were simply not enough customers interested in the Think vehicles, which are limited in their size and in the distance they can travel without needing a recharge. 


Officials in California played down the significance of Ford's decision. "This is not a major dent in our efforts to clean the air," said David K. Chai, a spokesman for Gov. Gray Davis. 


Ford still plans to meet the California requirement. It will sell hybrid-electric vehicles, which are powered in part by gasoline, and hydrogen-fuel-cell vehicles, neither of which it offers for sale now. 


Although auto industry officials have lobbied hard for California regulators to rewrite the requirement, Ms. Tatchio said any expectation of that happening did not play into Ford's decision to back away from Think. "We do have to meet the mandates," she said.


Ford created Think in 1999, when it bought Pivo Industries of Norway for $23 million. It renamed the company and has since invested another $100 million in an attempt to develop a line of electric cars for sale to the public and government agencies.


The venture has two models: the Think City, a two-seat, plastic-bodied hatchback built at two plants outside Oslo, and the Think Neighbor, a golf-cart like vehicle with some car features, including a windshield and headlights. It is built outside Detroit.


Both models have fallen far short of Ford's sales expectations. Ford hoped to sell 5,000 City cars a year, but has sold a total of just over 1,000 in three years. It has sold slightly more Neighbors, but its plant is able to build up to 10,000 a year.


One of Ford's biggest customers for the Think City is the New York Power Authority, which purchased 100 for use in a program that leases the vehicles to commuters at eight suburban train stations and provides recharging facilities. Just this week, it said it was shifting 10 City cars to Huntington, N.Y., bringing the total available to Long Island commuters to 40.


Brian Warner, a spokesman for the agency, said officials were "disappointed" at the Ford decision, but that the program would continue.


Ms. Tatchio said that Ford had not decided whether to sell or shut down Think. Ford stopped importing Think City cars in July, she said, and no further production is scheduled. Ford also plans to stop building the Neighbor at the end of the year.


Ford's action comes in the midst of a broad cost-cutting drive, part of a turnaround plan by the company's chief executive, William C. Ford Jr., that began in January. At the time, Mr. Ford, a self-described environmentalist, said that no part of the company was immune from review.


"It was a business decision, based on the market," Ms. Tatchio said. 


Ford will now shift resources into other programs on alternative fuel vehicles so that it can comply with California's requirements. Under the regulation that has been blocked in court, 10 percent of an automaker's sales in the state must be low-emission vehicles, including 2 percent that do not pollute at all.


Next year, Ford plans to introduce a hybrid-electric version of its Escape sport utility vehicle, which would fall into the first category, followed by a hydrogen-fuel-cell-powered vehicle in 2004 that meets the zero-emission standard. 


"We were never counting on any one vehicle" to meet the California regulations, Ms. Tatchio said. "It was always a multipronged approach."


Zachary Roth, a spokesman for the Sierra Club, the environmental group, said that Ford's new approach made more sense for consumers. 


"We've always been less sanguine about the prospects for electric cars," Mr. Roth said. "There doesn't seem to be a market for them. We've always urged Ford and the other automakers to develop technology that there's a market for."


Ford's action comes several years after G.M. abandoned its EV1 electric car, which cost $1 billion to develop in the 1990's. Sold through Saturn dealers in California and Arizona, the EV1 could travel fewer than 100 miles before it required hours of recharging. G.M.'s sole electric offering is now the golf-cart-type vehicle built for it by Club Car, a company in Augusta, Ga.


Toyota sells an electric-powered version of its RAV4 sport utility, but it costs $42,510, versus $17,000 for the gasoline version. In California, the RAV4 is eligible for $13,000 in state and federal tax credits, however, which helps narrow the cost gap. 


Nissan makes an electric station wagon called the Altra, an ultra-clean version of its Sentra sedan equipped with two catalytic converters, and a golf-cart-type vehicle called the Hypermini that is used in parking enforcement. 


Toyota and Honda expect to have hydrogen-fuel-cell vehicles on sale in California by the end of the year, followed by Nissan next year. DaimlerChrysler, which has sold fuel-cell-powered buses in Europe since 2000, may have a fuel-cell vehicle in 2004, as well. G.M. has said that its fuel-cell vehicle will be ready later this decade. Expected to sell for hundreds of thousands of dollars apiece, the fuel-cell vehicles are aimed primarily at government and corporate fleet customers. 


Ms. Tatchio said that Ford did not feel that it was failing to keep pace with foreign competitors in developing fuel-cell-powered cars. "We're all within months," she said. "It's such a blip of time on the calendar when you're talking about this kind of advanced technology. We're glad that we're all coming to the table."


http://www.nytimes.com/reuters/business/business-autos-toyota-nissan.html
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Toyota, Nissan to Cooperate on Hybrids


By REUTERS



Filed at 6:47 a.m. ET


TOKYO (Reuters) - Top Japanese automaker Toyota Motor Corp and rival Nissan Motor Co said on Monday they would cooperate to develop 

hybrid'' systems in a move they said would speed up the spread of environmentally friendly cars.


Hybrid vehicles combine an internal combustion engine with an electric motor to make them twice as fuel-efficient as ordinary cars of the same size.


The tie-up -- the first such agreement between the two companies -- would last for at least 10 years and calls for Toyota to supply state-of-the-art hybrid system components to Nissan for an undisclosed fee.


The automakers also agreed to exchange information and discuss joint development of hybrid system components in the longer term to boost efficiency and cut costs.

The two companies expect that this collaboration will contribute to further decreasing the cost of hybrid-vehicle components, which should boost the sales of hybrid vehicles around the world,'' they said in a joint statement.


The agreement is in line with Toyota's aim to make 

green'' technology available to any takers, but marks a slight change of heart for Japan's third-biggest automaker, which had so far put less effort into hybrid technology and had therefore lagged far behind Toyota and Honda Motor Co in the field.


Toyota and Honda, Japan's No.2 carmaker, are the world's only automakers to sell hybrid vehicles.

By sharing this technology with Toyota, we believe it will merit our customers by lowering costs,'' Nissan Executive Vice President Nobuo Okubo told a joint news conference.


One of the first projects would be for Nissan to install a hybrid system currently being developed by Toyota in its vehicles to be sold in the United States in 2006. The volume is expected to reach some 100,000 units within a five-year period from 2006.


U.S. THE KEY


Toyota, the world's biggest seller of hybrid vehicles, will supply components for the hybrid system but Nissan will develop its own engine and application of the system on its vehicles.


Okubo declined to say whether the system would be installed in cars sold in domestically.


But analysts said cooperation was probably limited to the United States for now because demand for hybrid cars is higher there than in Japan.


Monthly U.S. sales of Toyota's Prius, the world's first hybrid car, are about four times sales in Japan.


While cooperation on hybrids would save costs and eventually lower final product prices, analysts said the near-term and even long-term impact on earnings was unclear.

The tie-up is no doubt positive for both Nissan and Toyota, but whether this will show up in profits is another issue,'' said Shigeharu Kimishima, auto analyst at Mitsubishi Securities.


Toyota has so far sold 120,000 hybrid vehicles, starting with the Prius in 1997, but it is far from reaching its target of building 300,000 hybrids annually in 2005 or 2006 -- even if that target may include sales to other automakers.


Nissan's Okubo said the technology sharing could also extend to its majority-owner Renault SA if the French automaker expressed interest.


Currently, Nissan and Renault cooperate in fuel-cell technology, while Toyota has a similar agreement with U.S. auto giant General Motors Corp. The announcement came before the Tokyo stock market closed. Shares in Nissan ended the session down 2.08 percent at 848 yen, while Toyota fell 2.21 percent to 2,870. The Nikkei average dropped 1.02 percent.

http://story.news.yahoo.com/news?tmpl=story2&u=/usatoday/20020905/ts_usatoday/4420145&e=2

New gas engines rated nearly pollution-free

Thu Sep 5, 8:56 AM ET

James R. Healey USA TODAY 

Gasoline engines now in production can be nearly pollution-free, a California university engineering laboratory reports after three years of study. 

The finding suggests Americans can enjoy much cleaner air without the high price of electric cars.

''You won't get to zero (emissions), but you will get pretty close,'' says Joseph Norbeck, director of the facility that performed the challenging tests at the University of California-Riverside.

For now, the promising technology is limited to California because to work right, the engines require low-sulfur gasoline that is widely available only there.

It probably will take a federal mandate for the clean fuel to become available across the USA, opening the door to cleaner-burning engines everywhere.

Environmentalists saluted the report, though it paints the gasoline internal-combustion engine as less a villain than they prefer.

''You have to be practical. The internal-combustion engine is going to be around 20 or 30 years, so you need to address air quality problems,'' says David Friedman, engineer and senior analyst at the Union of Concerned Scientists, which favors hydrogen power. ''It's a significant finding.''

''It's good news and shows that the auto industry, when it uses advanced technology, can do better than the law requires,'' says Dan Becker, spokesman for the Sierra Club ( news - web sites), an environmental group.

UC tested the two cars with four-cylinder engines that meet California's strictest anti-pollution standards for gasoline engines: Nissan Sentra and Honda Accord.

The engines have been sold in small numbers, but starting with 2003 models, the Honda engine is standard in California-market Accord sedans with automatic transmissions, and the Nissan engine is standard in California Sentras.

Honda and ChevronTexaco helped pay for the UC research. Other money came from state and federal agencies.

''If auto companies and oil companies are commissioning a report that shows they can use technology to improve things, I'm not troubled at all,'' Becker says.

http://www.evworld.com/databases/shownews.cfm?pageid=news300802-03

Ballard Receives Fuel Cell Bus Engine Order for California Market 

Engines to be integrated into buses for use in Santa Clara Valley in California. 

Source: Business Wire [Aug 30, 2002] 

VANCOUVER, British Columbia--(BUSINESS WIRE)--Aug. 29, 2002-- Ballard Power Systems (NASDAQ:BLDP)(TSX:BLD) announced today the receipt of an order from Gillig Corporation for delivery of three heavy-duty Ballard(R) fuel cell engines and support services. 

The 205 kW fuel cell engines will be integrated into transit buses for delivery in 2004 to the Santa Clara Valley Transportation Authority (VTA) based in San Jose, California. The fuel cell buses will operate for a two-year period in revenue service under real-world conditions, in response to the California Air Resources Board's zero-emission transit bus requirements. VTA will evaluate fuel cell technology for the public transit industry, including maintenance and operating performance and costs, fueling safety, employee training, and public education and awareness. This is a joint demonstration program with VTA, the San Mateo Transportation District, the California Fuel Cell Partnership and the California Air Resources Board. 

In support of this program, the fueling station at VTA's Cerone operating division in San Jose will be enhanced with hydrogen refueling capability. 

"With this order we now have 11 different transit agencies around the world committed to demonstrating Ballard's most advanced heavy-duty fuel cell engine technology in the next several years," said Firoz Rasul, Ballard's Chairman and Chief Executive Officer. "California has shown great leadership in the development of fuel cell technology and we are delighted that VTA has chosen buses powered by Ballard(R) fuel cell engines." 

"Ballard is very pleased to be working with Gillig to supply our industry leading technology to VTA," said Dr. Andreas Truckenbrodt, Ballard's Vice President and General Manager, Transportation Division. "Gillig is the second largest transit bus manufacturer in North America, and will be the second bus manufacturer to receive Ballard heavy-duty engines using our Mark 902 fuel cell modules. This relationship will allow Ballard to introduce our latest heavy-duty fuel cell engine to the North American market while providing Gillig with a wealth of fuel cell experience." 

"Gillig has a history of customer satisfaction built on choosing the best and most practical technologies and then delivering reliable performance with them," said Brian Macleod, Gillig's Senior Vice President. "Gillig is very pleased to partner with Ballard to produce this leading edge product because Ballard has demonstrated an ability to perform and their experience and obvious technical capabilities will be invaluable in achieving customer satisfaction and a successful demonstration of this new technology." 

Gillig Corporation is a privately held California company that is 112 years old and produces heavy duty transit buses for the North American market. Gillig has always been a leader in the transportation industry, from buggies and carriages in the 19th century, to parallel hybrid electric buses in the 21st century, however Gillig's success can be attributed to a reputation of customer satisfaction and solid performance. 

http://www.evworld.com/databases/shownews.cfm?pageid=news300802-04

Study Says California Leads in Dirty Air 

While state's air remains dirtiest in the US, improvements are being made, according to CARB. 

Source: AP [Aug 30, 2002] 

WASHINGTON (AP)- With nearly twice as many 

smog days'' as any other state, California continues to lead the nation in dirty air, followed by Texas, Pennsylvania, New Jersey and Ohio, an environmental group said. 

The group, which gathered data from government air quality monitoring stations across the country, said that in the summer of 2001 there were 4,634 reported times when smog levels exceeded federal health standards, about a 10 percent increase in violations from the summer of 2000. 

<snip>

According to PIRG, California last summer had 130 days in which at least one such violation was reported and a total of 1,359 violations during the entire 2001 summer smog season. Texas was second with 72 

smog days'' (310 total violations) followed by Pennsylvania with 39 days (393 violations), New Jersey, 35 days (190 violations), and Ohio, 34 days (250 violations). 

Despite the report's findings, California's air quality 

has vastly improved over the last 30 years and we're still on the decline, as ozone levels have been dropping in the state,'' said Gennet Paauwe, spokeswoman for the California Air Resources Board. 

<snip>

http://www.hfcletter.com/letter/June02/features.html

California is Planning H2 Fuel Stations for 

LA Basin, San Francisco Bay Area 

 []Energy Conversion Device's Krishna Sapru explains details of hydride storage under the seat of an 80 cc standard-engined Honda scooter the company has converted to hydrogen operations. The scooter was displayed at DoE's hydrogen/fuel cell programs review meeting last month in Golden, CO, the first joint meeting ever for both programs. Full story in the print edition. 
DIAMOND BAR/SACRAMENTO, CA - California is on the verge of the next step in moving toward hydrogen-powered transportation with plans underway for what could be a large number of hydrogen fueling stations. 

"There is a possibility for a number of stations, as few as ten or as many as 100" stations in the Los Angeles Basin, a source at the South Coast Air Quality Management District (SCAQMD), who requested anonymity, told H&FCL. 

The District is weighing all sorts of infrastructure options, from small dispersed satellite stations costing perhaps a few hundred thousand dollars to equip or retrofit to larger centralized stations whose costs could run into the millions of dollars. 

Further north, in West Sacramento, the California Fuel Cell Partnership, in announcing its goals for this year, said at the end of May it intends to install a satellite hydrogen fuel station in Richmond, on the north end of San Francisco Bay, with two more satellite stations planned for "appropriate locations." 

District Co-Signs H2 Fuel Station Contract

As a first step, the District has just signed a contract for such a station in the windfarm area of Coachella Valley between Banning and Palm Springs that will utilize the electricity of three windturbines to make hydrogen for the fuel cell bus, or buses, to be put in service by SunLine Transit. 

Construction of this $1.1 million electrolyzer-based facility is about to get underway, and the station is scheduled to be ready for business early next year, according to this source. The prime contractor is ISE Research Corp., of San Diego, the same company that is integrating an IFC fuel cell with a Thor transit bus (H&FCL July 00). Other partners include Stuart Energy to provide the electrolyzer and Quantum Technologies to contribute storage equipment. SCAQMD is picking up about a third of the total tab, around $390,000. Power will be provided by Wintec, operator of the wind turbines. 

SCAQMD is also known to have drawn up a map of possible locations with apparently nine general areas under consideration, but there are likely to be others as well. 

In the Los Angeles Basin area, SCAQMD is considering, but has not decided as yet, sites in or near Irvine, Riverside, near the Los Angeles airport, Diamond Bar and Ontario, but the list is by no means final, and apparently none have been approved by the South Coast Board as yet. The source says other locations may be considered as well, and in all kinds of different arrangements, sizes and costs are being considered by SCAQMD: 

Different Options 

-- One possibility fuel companies are interested in is to integrate hydrogen dispensing systems into existing gas stations. Such a site might be fairly small in places where demand is anticipated to be not very high, with a relatively small outlay of a few hundred thousand dollars perhaps. Hydrogen could be provided by reforming natural gas, gasoline or even diesel fuel via small reformers, now under development, at the gas station. 

-- A variant of that approach would be to electrolyze water at the gas station, an approach supported by a number of companies, according to the source, including Stuart, Teledyne and Sundstrand. 

-- Another approach would be to deliver hydrogen from industrial gas producers by truck in either compressed-gas or liquefied cryogenic form, similar to the way gasoline is distributed to gas stations now. 

-- A longer-term, big-ticket approach also under consideration would be relatively large hydrogen production centers that would convert large volumes of natural gas into hydrogen for fueling on site or distribute them to other satellite stations. "These could take five years to be up and running," says the source. 

-- In addition, SCAQMD is looking into the idea of tapping into an existing hydrogen pipeline about 25 miles in length as a fuel source for vehicles. Built originally to serve refineries, it runs from an industrial area not far from the Los Angeles airport through Torrance to Long Beach. With hydrogen generation equipment already in existence and operating, the source believes the pipeline could provide hydrogen fuel "at very low cost." 

http://www.cnn.com/2002/TECH/09/15/alternative.vehicles.ap/index.html

Confusion, conflict stall alternative fuel cars

WEST SACRAMENTO, California (AP) --In the parking lot of a building squeezed between Interstate 80 and the Sacramento River, Kota Manabe did something at once as elemental as it was revolutionary: he topped off the tank of a sport utility vehicle.

The only suggestions that anything was out of the ordinary were the flame-retardant suit the Toyota engineer wore and the fuel he pumped into the Highlander: pure hydrogen.

"Basically, it's just like refueling at a normal station," fellow engineer Kyo Hattori said.

Almost.

While hydrogen is the most abundant element in the universe, as an automotive fuel it's about as commonplace as moon travel. There are only two hydrogen filling stations in the entire state.

The futuristic SUV being tested at the California Fuel Cell Partnership is part of an international push to create cars and trucks that run more cleanly and efficiently than any in history. Fuel cells that power the vehicles combine hydrogen and oxygen to produce electricity. They emit only water vapor and heat.

But the hydrogen-powered Highlander also exemplifies a critical problem faced by alternative vehicles: They may be friendly to the environment but they're a mystery to consumers.

That conundrum stems from several factors, including consumer uncertainty about performance and resistance to change by automakers. As a result, the spread of alternative fuel vehicles has been slow.

"The Big Three have often used future vehicles as an excuse not to produce current innovations -- it's the Wimpy approach, the 'I will gladly pay you Tuesday, but don't make us do anything today to increase fuel efficiency and in 10 to 20 years we will produce a much more efficient car,"' said Daniel Becker, director of the Sierra Club's global warming and energy program.

For decades, California has been at the forefront of the clean vehicle movement aimed at fighting smog and global warming while cutting dependence on oil. The innovations have been driven by California's Air Resources Board, which sets air quality standards independent of the federal government.

The board says its regulations have spawned innovations in fuel cells, hybrid cars and fuel efficiency to an extent automakers never thought possible.

Now, enterprises like the California Fuel Cell Partnership aim to help meet the state's zero emission mandate, which requires an increasing percentage of new cars and trucks to emit no pollution.

The mandate was to have taken effect next year, but auto manufacturers won a preliminary injunction in June that delays implementation for two years.

Alternative fuel vehicles are a big part of the mandate, but thus far the movement has failed to gain much speed. As of 2001, there were about 456,000 alternative-fuel powered vehicles licensed in the United States, including those that run on batteries, natural gas and ethanol, according to the U.S. Department of Energy.

Another 40,000 are hybrids, in which a gasoline engine is paired with an electric motor to boost fuel efficiency and reduce emissions. These numbers are dwarfed by the 210 million gasoline and diesel cars and trucks on the nation's roads.

Automakers argue that consumers won't buy cars simply because they are environmentally friendly.

"There can be no sacrifices. This vehicle has to be a better car," said Anthony Eggert, an engineer with Ford's Think Technologies, which is developing a hydrogen fuel-cell car.

Nor will anyone buy newfangled technology unless it's appealing, said Leonard Stobar, a professor at Art Center College of Design, the Pasadena school that turns out roughly half the world's car designers.

"You've got to make them attractive. You can make any vehicle that is good to the environment, but if I don't want to be seen in it, you won't sell it," said Stobar, who is helping develop a three-wheeled vehicle capable of driving coast-to-coast on a single tank of gas.
Automakers say hydrogen fuel cell vehicles come closest to fitting the bill because their power sources can be packaged in a way that allows more radical body designs. They can also pack a punch, as Eggert demonstrated on a recent test drive by gunning a Ford prototype.

They're also the cleanest thing going, since they spew only warm water vapor clean enough to inhale. Honda and Toyota plan to introduce the first hydrogen-powered vehicles in very limited numbers by year's end but claim they need another decade to perfect them. Safety is a big reason as hydrogen is highly volatile.

For the time being, that leaves battery-powered vehicles as the only pure zero emission offerings. But their cost, limited range and recharging delays have hampered their popularity.

A number of models have come and gone. The latest are Ford's Think electric vehicles, which the automaker intends to stop selling in the United States because of lack of demand.

One way to lower emissions is to boost fuel economy. But the Bush administration has been loath to boost efficiency requirements, instead throwing its support behind hydrogen research.

Fewer than 6 percent of new U.S. cars and trucks get better than 30 miles per gallon, according to the U.S. Environmental Protection Agency. In 2001, the weighted average of all new passenger cars and trucks was 20.4 mpg -- a 21-year low.

Auto manufacturers consumers don't want fuel-efficient vehicles.

"The fuel economy of our cars will be decided by consumers. They will choose the vehicles that suit them best," said Charles Territo, spokesman for the Alliance of Auto Manufacturers.

Surveys say 60 percent of car and truck buyers are interested in fuel economy but are unwilling to compromise on design and performance, said Thad Malesh, auto analyst with J.D. Power and Associates.

"What they are saying is, 'I still want my truck, I just want better mileage,"' Malesh said.

Despite all the challenges, cars and trucks have quietly become cleaner and more efficient.

New versions of the Honda Accord, Nissan Sentra and Toyota Prius hybrid are included in California's fleet of "super low-emissions vehicles" since they are 90 percent cleaner than the average new car. About 50,000 such vehicles have been sold or leased in California.

Some observers find that encouraging.

"There is going to be an explosion of choice for consumers," predicted John Boesel, president of transportation technology consortium Calstart. "My neighbor will come over and say, 'John, I got a new car' and the natural question will be 'What fuel?"'

http://www.evworld.com/databases/shownews.cfm?pageid=news120902-10

John Wallace Leaves Ford, Joins Enova as Consultant

Wallace remains chairman of Th!nk Nordic. 

Source: Business Wire [Sep 12, 2002] 

TORRANCE, Calif.--(BUSINESS WIRE)--Sept. 12, 2002--Enova Systems, Torrance, Calif. (OTCBB:ENVA - News), announced today that it has entered a consulting agreement with John Wallace, former Director of Ford Motor Company's Th!nk Group and current Chairman of the Board of Directors of Th!nk Nordic. Mr. Wallace will assist Enova Systems in further developing and enhancing its corporate strategy in the areas of electric, hybrid-electric and fuel cell OEM and heavy-duty mobile applications of its products and technology. Mr. Wallace will also assist the Company in expanding its customer base and be a valuable asset in Enova's plan to attract additional capital funding for growth in its production and research and development efforts. Mr. Wallace has agreed to serve on Enova's board of directors. 

Mr. Wallace is currently serving as a consultant for fuel cell and hybrid electric vehicle strategy. Prior to his retirement he was executive director of TH!NK Group. He has been active in Ford Motor Company's alternative fuel vehicle programs since 1990, serving first as: Director, Technology Development Programs; then as Director, Electric Vehicle Programs; Director, Alternative Fuel Vehicles and Director, Environmental Vehicles. Mr. Wallace also is active in many outside organizations: He is past chairman of the United States Advanced Battery Consortium; Co-Chairman of the Electric Vehicle Association of the Americas, and past Chairman of the California Fuel Cell Partnership. 

Carl Dean Perry, President and CEO, stated, "John Wallace has been a driving force in Ford Motor Company's alternative fuel vehicle strategies and programs. We are privileged to have John as an advisor to our Company to help us grow and provide strategic direction. His extensive experience and leadership in global environmental automotive markets should contribute to Enova's ability to remain at the forefront of mobile power management and conversion system development and manufacturing." 

"I am excited to join this dynamic and growing global high technology company that is making such an important contribution to hybrid and fuel cell system technology," said Wallace. 

About Enova Systems 

Enova Systems, with headquarters in Torrance, Calif., and offices in Hawaii and South Korea, is a leading designer, developer, and manufacturer of power management and conversion systems for the global mobile and stationary alternative energy market. The Company's technology and products in power conversion, energy management, and system integration enable Enova Systems to integrate a wide range of power sources, including advanced batteries, fuel cells, and turbine generators, in these power applications. The Company's product lines include the Panther(TM) propulsion systems ranging from 30kW to 240kW, DC-DC supplies for low voltage accessories, and power management systems for batteries, fuel cells, turbines and other components. Enova's propulsion systems and components are used in OEM vehicles from Hyundai Motor Company and Ford. Enova also develops and manufactures propulsion systems for transit buses and airport trams. For more product details and other news see the Enova website at www.enovasystems.com. 

This news release contains forward-looking statements relating to Enova Systems and its products. These forward-looking statements are subject to and qualified by certain risks and uncertainties. Such statements do not imply the future success of the Company or its products. These risks and uncertainties are detailed from time to time in Enova Systems' filings with the Securities and Exchange Commission under the name Enova Systems, Inc. 

http://groups.yahoo.com/group/palo_alto_issues/message/3536

http://groups.yahoo.com/group/electricvehicles/

http://www.cnn.com/2002/TECH/ptech/09/22/micro.fuel.cells.ap/index.html

Micro fuel cells to make gadgets go

Alternative power source would replace rechargeable batteries

ALBANY, New York (AP) --Cell phones free from nightly recharges. Laptop computers that run and run without needing an outlet. Pocket TVs with enough power to show a Ken Burns documentary.

Portable gadgets are demanding more and more juice. A viable alternative to rechargeable batteries isn't here yet, but when it comes, it might work like the device about the size and weight of a deck of cards in William Acker's hand.

It's a micro fuel cell.

The prototype created by Acker's company, MTI Micro Fuel Cells Inc., relies on a minute flow of methanol to generate electricity. MTI Micro aims to shrink the prototype and begin selling its first commercial fuel cell product in 2004.

The idea is to tap into the ever-expanding personal electronics market and provide a power source for the millions of people talking, computing and checking e-mail on the go.

MTI Micro is in a crowd of companies including Motorola and Casio trying to develop a commercial micro fuel cell.

"The market application potential is huge," said Kelly Nash, an analyst with McDonald Investments Inc. "I'm sure you have had issues with your cell phone battery. I know I have."

A fuel cell makes electricity in a chemical reaction. Larger fuel cells tend to rely on propane or natural gas. In the fuel cell being developed by MTI Micro, methanol is introduced to a catalyst to produce electrons, protons and carbon dioxide.

The protons go through a membrane. Electrons, which cannot go through the membrane, instead flow through wires as electricity. The reaction's byproducts are a tiny amount of carbon dioxide and water -- about a drop a day, which evaporates away.

Methanol is flammable, but company officials say the unit is safely sealed.

Thinking small

Some hospitals, credit card processors and other businesses already use fuel cells. Residential units are being developed and prototype fuel cell cars are already rolling, although most automakers do not expect to mass market them before 2010.

But those fuel cell units are big -- some the size of a washing machine, others as large as a trailer. Creating a fuel cell that can be stuffed into a pocket and jostled around has proved difficult.

MTI Micro was created in 2001 as a subsidiary of Mechanical Technology Inc. to solve those problems. Based in Albany, MTI Micro has about 45 employees including president and chief executive officer Acker, who also is the parent company's president.

The company has produced three progressively smaller working prototypes, the latest unveiled in August. Acker can power his combination cell phone/personal digital assistant with the prototype. But it's still too big to click on the back of the device.

Engineers are working on packing the pieces of the fuel cell tighter. Acker said it's likely MTI Micro's first product will not be a direct replacement for batteries but rather a slightly larger accessory -- for instance, a portable charger.

Micro fuel cells are expected to get smaller.

"In the long run, just about anywhere where high-end batteries are the right answer, these devices should be a better answer," Acker said.

Micro fuel cells are supposed to have several advantages over rechargeable batteries. Once fully developed, micro fuel cells should last 10 times as long as the current generation of batteries, Acker said.

And no more recharges. When a fuel cell runs out of methanol, just snap on a replacement fuel cartridge.

Also, fuel cells can provide more power.

The potential for a lucrative market has drawn a mix of start-ups and big names.

Nash cites Motorola, Toshiba and Casio, which has developed a fuel cell it intends to sell commercially in 2004.

Smart Fuel Cell, a German company, recently introduced a device fueled by a 2.5 liter methanol cartridge that can be used with outdoor equipment.

A recent analysis by Frost & Sullivan said the next generation of high-bandwidth mobile technology devices will likely require more power than current rechargeable batteries can provide.

Already, so-called smartphones that combine cellular telephony with personal digital assistants are hobbled by the necessity to recharge them every day or so.

According to the report: "Fuel cells for laptop computers and cellular phones definitely have one thing going for them that fuel cells for automobiles and stationary power plants do not: strong consumer demand."

http://www.latimes.com/news/science/la-me-fleet23sep23(0%2C7600993).story?coll=la%2Dnews%2Dscience 

VENTURA COUNTY

Officials Driven to Reform County's Fleet

Environment: Supervisor plans a motion to gradually replace most of the 1,500 vehicles with already popular hybrids.

By HOLLY J. WOLCOTT
TIMES STAFF WRITER

September 23 2002

While driving this summer from his Ventura home to an Oregon forest on vacation, county Supervisor Steve Bennett felt guilty about chugging down the road in his 1988 Mazda sedan.

Granted, he was still getting his money's worth out of a car with a whopping 250,000 miles on it, but how much carbon monoxide was the old beater spewing into the mountain air?

"It occurred to me that I needed to do something," Bennett said.

Although he will drive the Mazda "until it dies," Bennett plans to make a motion Tuesday that would authorize the purchase of several more low-emission vehicles, called hybrids, for the county. It already owns eight.

A hybrid vehicle has an electric motor that handles normal stop-and-go travel and initial highway acceleration and a gasoline- or diesel-powered internal combustion engine that kicks in when the vehicle gets to higher speeds. A computer system decides when to make the switch.

Bennett also hopes his colleagues will commit to a long-term goal of eventually replacing most of the county's 1,500-vehicle fleet with hybrids.

"They make a lot of sense here because Ventura County does not meet the federal standard for air quality," said Stan Cowen, an engineer at the county's Air Pollution Control District. "We're not as bad as L.A., but it's bad."

In fact, the federal Environmental Protection Agency rated Ventura County the 16th-smoggiest region in the nation--a little better than Dallas but slightly worse than Washington, D.C.--between 1997 and 1999.

In the two years since those figures were released, the county has improved its air quality with more stringent regulations and industry cleanup efforts, but vehicle emissions continue to be the leading cause of the area's bad air.

Tailpipes on trucks, cars, buses and motorcycles send about 13 1/2 tons of contaminants into the air daily, officials said. In contrast, the county's industrial facilities emit a combined total of 1 ton of toxic fumes a day.

"There has to be a desire to at least explore any technology out there that can help us reduce emissions," said Dennis Scamardo, the county's transportation manager. "It's just the right thing to do."

Bennett's plan has the support of County Executive Officer Johnny Johnston. Johnston and his wife own a Toyota Prius hybrid, and Johnston's county-issued car is also a hybrid. And at least two supervisors also drive county-issued hybrids, Bennett said.

"I guess you could say it's sort of a nerd-mobile," Johnston said with a laugh. "But it's really worth it in terms of performance and efficiency and the reduction in air pollution."

Nearly every city in the county uses an alternative vehicle, whether hybrid or powered by electricity, natural gas or a combination of natural gas and regular gasoline or diesel fuel, called a dual-fuel vehicle.

Because of the size of the county's entire transportation fleet, which includes 116 compact cars and dozens of sedans, utility trucks and vans, Bennett's plan would make Ventura County the area's leader in the use of "greener" energy sources for transportation.

"We've enjoyed a lot of success with our program," said Paul Starr, who handles the city of Oxnard's 600-vehicle fleet. "It's surprising that vehicles that are so energy-efficient can ride so nice."

The city started with two Prius hybrids two years ago. Now it has 14 such vehicles, most of which are used by fire chiefs, traffic enforcement officers and engineers.

In addition, the city has six dual-fuel cars and trucks. These vehicles, though, have proven somewhat disappointing because of the high cost of natural gas, which can equal the price of regular gasoline, and lack of efficiency, Starr said.

For example, a regular gasoline-powered car or truck might go 400 miles on 20 gallons, while an equivalent amount of natural gas might last only 200 miles.

In Camarillo, fleet services spokesman Steve Miller said the city has seven hybrid cars but future purchases were being debated because several nonhybrids are equally eco-friendly.

In Ventura, the city has one hybrid car and one electric vehicle.

Santa Paula has no alternative vehicles; but over the mountains in Ojai, the city offers four propane-fueled public trolleys, and city workers have access to several electric vehicles.

In Simi Valley, the city bus system and Dial-a-Ride vans all run on natural gas, but the city recently returned two leased electric vehicles after determining they were too costly and inconvenient to recharge.

Thousand Oaks officials haven't felt the same inconvenience. The city offers employees access to two electric vehicles, with five more on the way in the next few weeks. There are nine free recharging stations around town.

If Bennett's proposal passes, the county would start by replacing its nine Chevy Cavaliers with hybrids. The cost of a hybrid will be about $3,000 more than a Chevy, but officials expect to make up that difference with the hybrid's gas mileage--often more than 50 miles per gallon.

Over time, Bennett would like to see the county's entire compact car fleet traded in for hybrids. In addition to the eight hybrids, it has 39 natural gas cars and trucks and two electric vehicles. 

http://www.latimes.com/news/science/la-me-solar23sep23(0,6281088).story?coll=la%2Dnews%2Dscience 
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Ventura County Turns to Alternative Energy

Environment: Its fire stations are getting solar panels, and the official fleet now includes 'hybrid' vehicles.

By DAVID KELLY, TIMES STAFF WRITER

September 23 2002

In a major bid to plug into cheaper, "greener" energy sources, Ventura County has begun installing solar panels on fire stations and buying hybrid vehicles powered by gas and electricity.

Twelve of the county's 31 fire stations are at least partly run on solar energy, and another dozen may join them soon.

"As a result of the ongoing electrical crisis in California, the county looked at ways it can be both self-reliant and also be a good citizen by reducing its load on the grid in general," said county Energy Manager David Inger. "The California Energy Commission offers a very large incentive for solar, which basically cut the cost in half."

With rebates and state grants, it costs about $7,000 to install each solar system on a firehouse. They reduce a station's daily electricity use by up to 25%.

The stations were chosen because they are large, are open 24 hours a day and consume a lot of electricity.

In addition, most are in neighborhoods where people can see them and perhaps be inspired to buy a system, said Abbe Berns, administrative manager for the county Fire Department.

Libraries, jails, police departments or community centers may be future candidates, depending on funding availability.

Ventura County joins other communities around the country moving toward cheaper, cleaner alternatives to fossil fuels and nuclear energy.

City and county buildings in San Francisco, San Diego, Oakland, Chicago and Los Angeles are being either totally or partly powered by solar energy, officials said.

Meanwhile, the county has purchased eight hybrid Toyota Priuses this year.

"We will explore any technology that will reduce emissions and enhance fuel economy," said Ventura County transportation manager Dennis Scamardo.

County Supervisor Steve Bennett, a strong supporter of alternative energy, will ask the Board of Supervisors on Tuesday to buy several more hybrid cars to replace the Chevy Cavaliers in the county fleet.

"If we have a conflict in the Middle East, who knows what will happen to the price of oil?" Bennett said. "Energy use will be a security issue, not just an environmental and conservation issue."

The county's solar systems were built by BP, the British oil company that is also one of the world's leading manufacturers of solar panels.

"We do a lot of work in California because of the electricity situation," said BP spokesman Todd Foley. "Last year, our sales were up 35% in California. With solar, there is virtually no maintenance, no fueling and you can do it with almost no emissions."

Some 380 BP service stations around the world are powered by solar energy, and BP-owned ARCO stations are outfitting many of their 1,700 facilities with solar systems, Foley said.

The solar cells atop the county fire stations generate up to 25% of their daily electricity and are expected to save each facility an average of $1,000 a year on utility bills, Inger said.

"We could have put them all in one place or spread them around," he said. "We decided to parcel them out. Our target is to install another 12 systems."

Stations in Camarillo, Simi Valley and Ventura have received solar panels over the last four months.

The systems are unobtrusive, installed on areas of roof where the sun shines longest.

A fire station on Pacific Coast Highway just north of Ventura has 16 panels on its roof, producing about 2,500 watts a day.

"It would be nice to see every station have them," said Capt. Richard Lajoie, looking up at the cells.

Mark Irwin, president of Advanced Solar Electric of Agoura Hills, which installed the panels, said his company has focused on homes, but he is now seeing increased interest from cities and counties.

"This is really gaining momentum," he said. "The buzz is on that solar is a great thing and it's getting bigger." 

SUVs are rolling toward the junkyard 
J.A. Getzlaff  Sunday, September 22, 2002  ©2002 San Francisco Chronicle. 

URL: http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/09/22/IN155557.DTL 
"The SUV is here to stay," General Motors Vice Chairman Robert Lutz told the Wall Street Journal this summer. He's wrong. 

SUVs are on their way out -- the signs are everywhere. 

At San Francisco's cable car turnaround at Market and Powell streets, tourists Paul and Heidi Newman, from Maryland, gave five good reasons why SUVs are doomed to extinction: 

"They're too big, you can't see around them on freeways, they're gas guzzlers, they roll over, and most people who buy them don't need them." 

Paul drives a Saturn, but he likes his friend's Prius, the first hybrid- electric vehicle (HEV) to hit America's roads. 

A few feet away, 21-year-old Aaron Sayler of Davis said he's impressed with Honda's new Civic Hybrid, another HEV, and admitted that he has "a lot of scorn for SUVs." 

So do the people behind "The Ultimate Poseur Sport Utility Page," a Web site dedicated to "exposing the ridiculous SUV trend." The site was started for off-road enthusiasts, who get a kick out of driving their fat-wheeled trucks on dirt, but it now dedicates itself to poking fun at the "millions of lemmings" who buy SUVs but are afraid to soil them. 

"The Ultimate Poseur" page may be obscure, but "Car Talk," the National Public Radio program, is not. Hosts Tom and Ray Magliozzi, better known as "Click and Clack," draw more than 2 million listeners each week. Their syndicated, biweekly newspaper column, "Click and Clack Talk Cars," is carried by more than 200 newspapers, including this one. They've recently launched "Live Larger, Drive Smaller," an educational campaign "designed to get folks to reconsider whether they really need SUVs." 

"Compared with the average vehicle," the Magliozzis believe, SUVs "use a lot of fuel, spew more pollution, and they crush other cars in accidents." 

The Sierra Club is also campaigning against SUVs; it's running television and radio ads featuring former Sen. Bob Kerrey and retired Vice Admiral Jack Shanahan that ask automakers "to do their part to reduce America's dependence on foreign oil by manufacturing more fuel-efficient vehicles." 

That's one loaded message, and perfectly timed to boot. Nobody wants to look un-American these days. And if the fearless leaders of the Bush administration get their way and make war on Iraq, gas prices could escalate to the point that it might cost an owner of, say, a Chevy Suburban, $140 instead of $70 to fill up the tank of his beloved behemoth. 

But American automakers don't seem to care. They've fought every attempt to bring alternative-fuel vehicles to the marketplace. The Alliance of Automobile Manufacturers, a lobby that represents Detroit's Big Three, recently vowed to undo the new California bill that would force automakers to reduce vehicle greenhouse gas emissions by 2009 if they want to sell in a state that accounts for 10 percent of the U.S. auto market. 

The Big Three are working on alternative-fuel vehicles. So why are they fighting this new, cleaner technology? 

Because they're far, far behind. Toyota and Honda are already mass- producing HEVs -- vehicles that combine gasoline engines with electric motors that automatically regenerate during braking and deceleration. Toyota released the Prius, a four-door sedan that gets 48 miles to the gallon and costs $20, 000, in 1997. Honda debuted its first HEV, the two-seater Insight, which gets 68 miles to the gallon on highways and costs $20,000, in 1999. In March, it released its second HEV, the four-door Civic Hybrid, which averages 48 miles to the gallon and retails for $20,000. 

Toyota has sold more than 100,000 HEVs worldwide. Honda has sold more than 13,000. Not bad for cars about which most people know nothing, but peanuts compared to the 16 million gas-powered vehicles purchased in the United States each year. 

In California, the No. 1 auto market in the nation, 47 percent of the vehicles driven are trucks or SUVs. DaimlerChrysler derives 70 percent of its sales from light trucks and SUVs. 

But things change. America got attacked. The economy sputtered. Enron imploded. The stock market plummeted. Despite General Motors' desperate attempt to capitalize on bad times with its "Keep America Rolling" ads, Americans have begun to reconsider what they're driving and why. Due to lack of interest, Ford Motor Co. recently announced that it will dump its 19-foot Excursion SUV, a leviathan that takes up two city parking spaces and gets 10 miles to the gallon. 

American drivers are trickling into dealerships to check out HEVs, and according to Joan McLane, a sales consultant at Marin Honda in Corte Madera, they're surprised at what they find. "Most people," she said, "don't know that hybrids aren't plug-ins." When they discover that they don't have to recharge HEVs, she said, they're thrilled. McLane's dealership carries both the Insight and the Civic Hybrid, but the Hybrids are selling better -- so well there usually aren't any on the lot to test drive. "As soon as we get one in," she said, "it sells." McLane described those buying HEVs as "early adapters -- people who want to do something good for the environment." 

And who are the people who are still buying SUVs? "Soccer moms," she said. But, she added, "a lot of them feel guilty about it." At R&G Toyota in San Rafael, salesman Seth Sondstein predicted that hybrid SUVs could be the wave of the future. "Who wouldn't want an SUV that gets 50 miles to the gallon?" he said. 

Back at the cable car turnaround in San Francisco, Deb Williams, from Topeka, Kan., said a hybrid SUV is exactly the kind of vehicle she'd go for. She and her husband drive "two Chevy Suburbans and a Chevy Tahoe" because they own an engineering company and the big trucks are needed for hauling equipment, 

as well as the couple's three Great Danes. But Williams said she would buy an HEV if it could pull a heavy trailer. 

Kent Stone, a 28-year-old musician from San Francisco, is "holding out for a hemp-powered vehicle." Other prospective buyers are waiting for HEV prices to come down. 

When they do, SUVs will go the way of the dinosaurs. Americans are going to figure out that it's a better financial deal to buy alternative-fuel vehicles. Already, the IRS offers $2,000 tax breaks to buyers of electric cars. California residents qualify for state rebates of as much as $3,000 for some alternative-fuel autos. Then there's the escalator for gas prices if war breaks out in the Mideast. And when Americans see their neighbors getting 68 miles to the gallon -- or not having to buy gasoline at all -- will they still want to drive that Yukon XL? Face it, the big ride is over. 

J.A. Getzlaff, a freelance writer, bought a Honda CR-V two years ago. She now wishes she had bought an HEV
Reuters Company News

AUTOSHOW-UPDATE-Automakers join forces on safety, emissions 

Friday September 27, 12:57 pm ET 

By Tom Brown 

PARIS, Sept 27 (Reuters) - Chief executives from 13 of the world's top automakers pledged on Friday to jointly press for global standards on car safety and environmental regulations, saying it would reduce emissions and cut costs.

In a joint statement, issued after a meeting they touted as unprecedented, the CEOs said it was "critical" for them to work together on three main issues -- international harmonization of vehicle regulations, worldwide acceptance of clean diesel technology and the promotion of advanced technology and improved fuel quality worldwide.

The rare expression of unity, in a fiercely competitive business where car bosses fight brutal daily battles with their rivals for market share, took place on the sidelines of the Paris auto show.

The low-profile meeting, in a hotel near the auto show venue, came against the backdrop of growing international scrutiny of the auto industry and what environmentalists see as an almost criminal contribution to global warming through greenhouse gas emissions from cars and trucks.

"International harmonization of technical regulations for motor vehicles will improve safety, protect the environment, and reduce costs for consumers around the world," the automakers said in a joint statement.

In the statement, issued by the major automotive trade groups in Europe, Japan and the United States, the automakers vowed, among other priorities, to seek greater world acceptance of clean diesel technology and greater availability of low sulfur or "sulfur-free" fuels.

They also called for improvements in the quality of gasoline fuels and stepped up efforts to promote the development and sale of advanced technology vehicles such as hybrid electrics and fuel cell vehicles.

FIRST STEP

"There are areas where we all think (harmonization) would make sense and make the industry improve faster," said GM chief executive Rick Wagoner as he emerged from the meeting.

He called the summit a first -- albeit tentative -- step towards greater cooperation in the industry.

Known for fighting bitterly over every tenth of a percent of market share, automotive chief executives are rarely seen with a competitor, much less cooperating with more than a dozen other car firms.

"There are national differences. It's a question if we can really pick up the pace," Wagoner added.

Many jurisdictions, such as California, have air quality regulations that do not allow certain clean diesel technologies, which the group sees as an impediment to improved fuel economy and hence reduced greenhouse gases.

"Current diesel engines are dramatically more efficient than conventional gasoline engines in terms of both fuel economy and carbon dioxide emissions. Diesel engines also have the potential to meet stringent requirements regarding local emissions," they said.

Attending the meeting were the heads of BMW AG (XETRA:BMWG.DE - News), DaimlerChrysler AG (XETRA:DCXGn.DE - News), Fiat Auto (Milan:FIA.MI - News), Ford Motor Co (NYSE:F - News), General Motors Corp (NYSE:GM - News), PSA Peugeot Citroen (Paris:PEUP.PA - News), Porsche AG (Frankfurt:PSHG_p.F - News), Renault SA (Paris:RENA.PA - News), Volkswagen AG (Frankfurt:VOWG.F - News), Honda Motor Co Ltd (Tokyo:7267.T - News), Toyota Motor Corp (Tokyo:7203.T - News), Nissan Motor Co Ltd (Tokyo:7201.T - News) and Mazda Motor Corp (Tokyo:7261.T - News).

LOWER COSTS

The joint statment emphasised the environmental benefits, but came in the midst of Europe's biggest new vehicle festival, where the emphasis is on style and performance. This year's show featured new sport utility vehicles from Porsche and Volkswagen, and large, ultra-luxury entries from Bentley and Mercedes.

But industry sources stressed that standardization on some issues such as pollution and safety testing among countries could also help lower costs for car companies doing business on a global scale.

Currently automakers must make expensive changes to sell the same car in countries with varying safety and emissions standards. Simpler, global rules would be cheaper to follow.

The meeting was called by PSA Peugeot Citroen chief executive Jean-Martin Folz, who chairs the Brussels-based European automotive trade association, ACEA.

"I'd love to have technical harmonization," added Ford Motor Co president and chief operating officer Nick Scheele.

Scheele attended the meeting along with Ford Bill Ford Jr, a self-professed envionmentalist who is chairman and chief executive of the company founded by his great-grandfather 99 years ago. 

http://www.evworld.com/databases/shownews.cfm?pageid=news240902-05

What Carmakers Are Doing To Cut Emissions

Review of carmakers efforts to reduce pollution. 

Source: Reuters [Sep 24, 2002] 

PARIS, Sept 23 (Reuters) - This week sees the start of the Paris car show, where the world's automakers will show off not only their latest designs but also their achievements in the area of fuel economy and pollution reduction. 

Below are some details of what the top manufacturers have accomplished so far: 

GENERAL MOTORS CORP (U.S.) 

The low cost of petrol in the U.S. has discouraged efforts to cut fuel consumption and led GM to scrap its most efficient U.S. gasoline models, the Chevrolet Metro and Chevrolet Prizm. 

The world's biggest automaker was a ecological pioneer in the 1990s with its EV1, the world's first mass-produced electric car, though it proved a flop, costing it over $1 billion. 

GM says it spends more than $1 billion annually on fuel-cell technology, partly through a host of joint ventures, but does not expect many fuel-cell cars to reach highways before 2010. 

In Paris, GM will display the Hy-Wire fuel-cell prototype, which uses electronics to operate the car instead of cables. 

The U.S. firm aims to bring out a hybrid electric-petrol full-size pick-up truck in its domestic market in 2004, which will cut fuel consumption by 10 to 15 percent. FORD MOTOR CO (U.S.) 

Ford's Fiesta model in Europe, with a direct injection engine developed with Peugeot, gets 27 kilometres out of a litre of diesel out of town, putting it in the top flight of fuel-efficient carmakers. 

But a cost cutting drive aimed at ending hefty losses at the number-two automaker has prompted Ford Chairman Bill Ford Jr to say that further efforts to cut greenhouse gas emissions "will be tempered by our near-term business realities." 

Ford is closing its Think Norwegian electric car venture, in which it had invested $100 million, due to disappointing sales. 

It has brought out several fuel-cell concepts in the last two years and is working with Ballard Power Systems on further ones, though it sees production vehicles as a long way off. 

A hybrid version of its Escape compact SUV is due out late next year. 

TOYOTA MOTOR CORP (Japan) 

Most analysts view Toyota as the leader in environmentally friendly car technology. Its Prius hybrid, which went on sale in 1997, travels 31 kilometres per litre of fuel, making it possibly the world's most efficient five-seat car in production. 

Toyota and Honda are both racing to be the first automakers to put a fuel-cell passenger car on the market by the end of the year, though only a few would be sold, on a lease basis, to government bodies, research institutions and energy companies. 

Toyota says it does not expect full commercialisation of fuel-cell cars until 2010 at the earliest. 

RENAULT SA, NISSAN MOTOR CO (France, Japan) 

Renault's most fuel-efficient car is the Clio 1.5-litre DCi, which can travel 23.8 kilometres on one litre of fuel. 

At the Paris show, Renault will display hybrid and pure electric versions of its Kangoo minivan, which will go on sale in October and is produced in relatively small volume. 

In 2000, Renault and Nissan launched an 800-million-euro joint fuel-cell programme. Nissan has brought forward its goal of selling fuel-cell cars to 2003 from 2005. Renault says it hopes to industrialise them in 2010. 

Nissan lost a lot of face recently when it asked Toyota to supply it with hybrid systems for at least 10 years for an undisclosed fee. DAIMLERCHRYSLER AG (Germany, U.S.) 

Its most fuel-efficient car is the Smart CDI, which travels 29.4 kilometres on a litre of fuel. 

The company estimates it will have spent $1 billion in the 14 years to 2004 on developing fuel-cell technology. It has produced five "Necars" (New Electric Cars) since 1994 using various fuel-cell technologies. 

Its Chrysler arm has developed a "Natrium" fuel-cell car which stores hydrogen as sodium borohydride, a non-toxic solution similar to soap. 

The company will produce a limited number of fuel-cell buses from next year and wants to be selling cars using the technology from 2004 but company officials say they expect the traditional internal combustion engine to be with us for another 30 years. 

VOLKSWAGEN AG (Germany) 

A pioneer in fuel-efficient direct-injection diesel engines. Its Lupo 3L can travel 33 kilometres on one litre of fuel. The company has also demonstrated a prototype bullet-shaped car which can travel 100 kilometres on just one litre of fuel, though the car will not go into production. 

A fuel-cell-powered VW Bora crossed the Alps in January, but the firm says fuel-cell cars probably won't hit the market before 15 to 20 years. The company does not have its own fuel cells, but uses those developed by a Swiss research institute. 

VW is concentrating on intermediate solutions first, such as synthetic fuel and biomass, which is vegetation, or agricultural waste converted into fuel. 

PSA PEUGEOT CITROEN (France) 

PSA's least-polluting mass-produced car is the Citroen C3 equipped with the same 1.4-litre diesel engine as Ford's Fiesta. The vehicle emits 110 grammes of carbon dioxide per kilometre. European industry target is a maximum 140 grammes by 2008. 

Europe's number-two automaker aims to be selling socalled "minihybrid" cars early next year, using an electric motor to accelerate from standing in crowded town centres, cutting fuel use by between seven and ten percent. 

In Paris PSA will show off its latest fuel-cell ideas with the H2O, a concept spin-off of its Peugeot 206, adapted for fire brigades, which makes hydrogen chemically on board. 

HONDA MOTOR CO LTD (Japan) 

Leads the race among large automakers for fuel economy in mass produced cars. The aerodynamic Insight two-seater hybrid boasts 35 kilometres per litre. Also sells a hybrid version of its Civic model, which can travel 29.5 kilometres per litre. 

Honda's fuel-cell car to be released soon will use a fuel-cell stack developed by Ballard Power Systems, though it hopes to have its own stack ready before long. 

BAYERISCHE MOTOREN WERKE AG (Germany) 

BMW believes that hydrogen powered internal combustion engines are, for now, more practical than electric motors powered by hydrogen fuel cells. 

It has developed a prototype of its 7-Series using that technology and hopes to introduce a limited number of cars using it in five years' time. Further production would depend on how quickly a hydrogen filling station network is developed. 

-- Additional reporting by reporters in Detroit, Frankfurt and Tokyo

http://www.evworld.com/databases/shownews.cfm?pageid=news240902-04

QUANTUM to Supply Hydrogen Storage to Suzuki

QUANTUM has been commissioned by Suzuki to design and integrate hydrogen fuel systems. 

Source: PR Newswire [Sep 24, 2002] 

IRVINE, Calif., Sept. 23 /PRNewswire-FirstCall/ -- QUANTUM Fuel Systems Technologies Worldwide, Inc., (Nasdaq: QTWW), announced that it was recently awarded a contract from Suzuki Motor Corporation to develop and supply complete hydrogen fuel storage systems for Suzuki's Fuel Cell Vehicle. QUANTUM has been commissioned by Suzuki to design and integrate hydrogen fuel systems that include QUANTUM's proprietary ultra-lightweight, all composite TriShield(TM) hydrogen tanks and its patented in-tank regulator. The 5,000 psi (350 bar) systems will be designed and tested to meet industry standards in the U.S. (NGV2), Japan (KHK), and Europe (EIHP). The completed hydrogen fuel systems will be delivered to Suzuki to meet their fast-track fuel cell vehicle development program. 

snip

ROUNDUP STORY: Reuters 9/24: http://www.evworld.com/databases/shownews.cfm?pageid=news240902-03

Toyota has sold about 120,000 of its Prius hybrid, and wants to be building 300,000 hybrids annually by 2005 or 2006. But the achilles heel of the technology is their heavy, expensive batteries, which need replacing every two or three years. 

"This is a problem that for the moment people disregard," said Devleeschauwer. "Those who have bought a Prius or a Honda Insight are in for a surprise when they replace the batteries." 

Engineers have come up with an array of other energy sources for automobiles, including alcohol, rape seed oil and soy oil. 

French former Formula 1 racing engineer Guy Negre has even started production of a car that runs on compressed air. His company says the five-seater can reach a top speed of 100 kilometres per hour and has a range of about 200 kilometres. 

http://www.theaircar.com/index.html  (Moteur Developpment International)

http://www.evworld.com/databases/shownews.cfm?pageid=news250902-05

Seattle's Flexcar Launches Hybrid EV Program

Environmental & Community Benefits of Car-Sharing Program and Hybrid Vehicles to be Discussed by Regional Environmental, Civic and Business Leaders. 

Source: FlexCar [Sep 25, 2002] 

Flexcar is adding 20 brand new Honda Civic Hybrids to its Seattle-area fleet. 

Hybrids are powered by a combination of battery and gas, resulting in higher fuel efficiency and reduced emissions. Combined with Flexcar's car-sharing program, hybrid vehicles can have a significant impact on air pollution. In partnership with the Environmental Protection Agency, King County Metro Transit, the American Lung Association of Washington and the Puget Sound Clean Air Agency, this event will highlight the impact of car-sharing and hybrid vehicles on the region's environment, traffic and quality of life. 

WHAT: Launch Event for Hybrid vehicles in Puget Sound Region 

WHO: King County Executive Ron Sims; City of Seattle Mayor Greg Nickels; EPA Director of Office of Air Quality Bonnie Thie; Puget Sound Clean Air Agency Executive Director Dennis McLerran; American Lung Association of Washington Executive Director Astrid Berg; Flexcar President and CEO Neil Peterson, and other civic and business leaders. 

<snip>

Flexcar 

Headquartered in Seattle, Flexcar now operates car-sharing programs for more than 7,000 members in more than a dozen cities and counties in 5 states and the District of Columbia. With flexible pricing plans, members can reserve and drive any of these cars whenever and wherever they need to, without filling out complicated paperwork, paying for insurance, gas or repairs. Flexcar Business Memberships enable companies to augment or replace their fleet with Flexcar vehicles. Flexcar's modern fleet includes sedans, gas-electric hybrids, electric cars and specialty vehicles including pickups and convertibles. Flexcar has established strategic partnerships with King County (Wash.) Metro Transit, Kitsap County (Wash.) Transit, the Washington Metropolitan Area Transit Authority (WMATA), Parsons Transportation Group and American Honda Motor Company, Inc. 

http://www.evworld.com/databases/shownews.cfm?pageid=news250902-01

US Postal Service Rolls Out EVs

EVs capable of 50 mile range between recharge. 

Source: SolarAcccess [Sep 25, 2002] 

Los Angeles, California - September 23, 2002 [SolarAccess.com] The United States Postal Service, in partnership with the Mobile Source Air Pollution Reduction Review Committee (MSRC), the Los Angeles Department of Water and Power (LADWP) and the Coalition for Clean Air, has rolled out nation's largest fleet of electric vehicles. 

"These electric vehicles will help us reduce the emissions going into the air every day from gasoline-powered vehicles," said MSRC Chairman and Mayor of Palm Springs, William G. Kleindienst. "The deployment of the new Postal Service electric delivery vehicles is great for the environment and great for Southland residents who will have their mail delivered pollution free." 

The battery-powered Postal Service electric vehicles, or "EVs," can be driven approximately 50 miles before recharging and can accelerate from 0-50 mph in 12.5 seconds, a rate similar to that of their gasoline-powered counterparts. But unlike standard gasoline engine vehicles, the EVs do not have tailpipes, keeping the vehicles free of exhaust fumes and noise. Additionally, while 72 million gallons of gasoline are wasted annually in Los Angeles by gasoline-powered cars sitting in traffic, battery-powered EVs waste no energy while remaining idle - making them the ideal vehicles for the constant stop-and-go routine of mail carriers. 

"The average mail carrier can make between 400 to 600 stops per day," said Los Angeles Postal District Manager, William Almaraz. "Through the use of these zero-emission delivery vehicles we can help contribute to the improvement of air quality in many of the communities and neighborhoods that we serve." 

Currently, the Postal Service has a fleet of nearly 600 electric vehicles, which deliver mail in New York, Washington, D.C. and California. The majority of the Postal Service EV fleet operates in California, with nearly 400 vehicles deployed in the greater Los Angeles area. 

The purchase of the Postal Service electric delivery vehicles was made possible by several funding partners, including the State of California, the Mobile Source Air Pollution Reduction Committee and the Los Angeles Department of Water and Power. While a postal EV costs US$42,000, twice as much as a standard gasoline engine delivery vehicle, the Postal Service was able to purchase each EV for approximately US$22,000, thanks to funding provided by each partner. 

http://www.msrc-cleanair.org/ Mobile Source Air Pollution Reduction Committee
The MSRC is funded through Assembly Bill 2766, whereby $12 million is generated each year through vehicle registration fees to fund innovative projects that reduce air pollution from motor vehicles operating within Southern California's South Coast Air District. Funding is awarded through an annual competitive solicitation process
Critical Mass: http://www.critical-mass.org
<snip> from article: The event spawned in the minds of Chris Carlsson and Jim Swanson, both of whom rode their bikes to work daily, became known as Critical Mass  Carlsson, 45, and Swanson, 43, came up with Critical Mass as a way to promote cyclists' needs in San Francisco

http://www.evworld.com/databases/shownews.cfm?pageid=news290902-04

Toyota Says Hybrid Car Making Money

Oil well-to-wheels efficiency of hybrid's better than current fuel cell vehicles, Toyota says. 

Source: Financial Times [Sep 29, 2002] 

Toyota Motor is already making a profit on its eco-friendly hybrid gasoline-electric vehicles and is aiming for sales of 300,000 a year by 2005, the chairman of the world's third-largest carmaker said on Tuesday. 

Hiroshi Okuda said the company was "making money already" from the Prius, the first hybrid vehicle to enter mass production. 

"[Other companies] are sure that we can't make money from Prius production," he said. "But we are making money already." 

Analysts were surprised and said the Prius, a saloon, is almost certainly not making a return on the investment in development. 

But the company insisted it was making a "marginal profit" on each Prius sold, so the selling price was higher than the cost of production and distribution. 

The ability to make a profit on an environmentally-friendly car stands in stark contrast to attempts by others to commercialise competing - mainly electric - technologies. 

Ford, the second largest carmaker, last month abandoned attempts to sell electric vehicles after the limitations, such as the range, deterred buyers. 

The hybrid system behind the Prius and two other models uses a battery when it would be inefficient to run the petrol engine - for example, when moving slowly in traffic. 

Toyota is aiming to increase the volume of cars using its hybrid systems through distribution deals with other carmakers. This month it agreed to supply arch-rival Nissan with its technology for use in the US from 2006 and expects sales to reach 100,000 by 2011. 

"This is our first step to encourage the popularisation of our hybrid systems and is proof of our leadership in this area," Mr Okuda told investors in London on Tuesday. 

Toyota is preparing for the experimental launch of a fuel cell vehicle in December. Fuel cell technology - which will be on display at several carmakers' stands at the Paris Motor Show this week - has been lauded as the future for clean cars. 

But Mr Okuda said that, when the energy and pollution of the extraction of the hydrogen needed to power a fuel cell was included, the "[oil] well to wheel" efficiency of hybrid vehicles was better than even the best current fuel cells. 

Toyota also set out plans to market its Yaris, Camry and Corolla models on a global basis, bucking the conventional wisdom that differing tastes in Europe, the US and Japan require different designs. 

http://www.evworld.com/databases/shownews.cfm?pageid=news290902-03

UQM Announces Electric Motor Performance Breakthrough 

Newly Developed UQM(R) Electric Motor System Demonstrates High Torque and High Speed Capability 
Source: PR Newswire [Sep 29, 2002] 

FREDERICK, Colo., Sept. 17 /PRNewswire-FirstCall/ -- UQM Technologies, Inc. (Amex: UQM - News), a developer of alternative energy technologies, announced today that it has achieved a revolutionary breakthrough in the performance of an electric motor. The Company has developed and successfully tested a permanent magnet electric motor system that achieves a 10 to 1 top speed to base speed ratio or what is commonly referred to in the industry as constant power speed ratio (CPSR). The newly developed system provides both high torque and high speed capability in the same machine at levels greater than twice that of the industry's best performing motor technology. 

Many electric motor applications require high torque capability for starting and low speed operation, but must also achieve high speed. This is particularly the case for battery electric, hybrid electric and fuel cell electric vehicle propulsion. For the military, high torque at low speed translates into obstacle and grade climbing capability, while high speed enables pursuit, dash and evasive maneuvers as well as on-road convoy transport. Many commercial applications have similar requirements. Conventional vehicles achieve the high torque required for launch and low end acceleration and the constant power required for high road speed by using a transmission and multiple gear changes. 

In January of 1998, UQM Technologies announced that it had received a key patent for a method of "phase advance control" of permanent magnet motors that eliminates the need for multiple mechanical gears in its on-road vehicle applications. Considered revolutionary at the time, UQM's systems incorporating phase advance were able to achieve a top speed to base speed ratio of 4 to 1, the best in the industry. The Company's already established reputation for small, lightweight and highly efficient electric propulsion systems was further enhanced by this new capability which led to numerous successful applications of UQM propulsion systems in vehicles ranging from motor scooters to passenger cars to trucks and buses. 

In nearly all electric propulsion applications since that time, vehicles have been designed around the 4 to 1 limitation, sometimes resulting in unwanted gearing and/or less than desired performance. This has particularly been the case in the more demanding off-highway equipment and military vehicle applications. Providing vehicle developers with electric propulsion systems capable of a top speed to base speed ratio of 10 to 1 overcomes a significant limitation and opens up many new application opportunities for UQM systems. 

"This is perhaps the most significant discovery in the history of our company and reflects the continued technical leadership exhibited by our engineering organization," said William G. Rankin, UQM Technologies' President and Chief Executive Officer. "Not only does this revolutionary achievement accomplish what heretofore was considered impossible, the new technology can be applied to a wide range of motor system sizes, power levels and voltages and uses conventional low cost materials and manufacturing processes. What phase advance did to replace 4 to 5 speed transmissions in electrically propelled automobiles several years ago, 10 to 1 does to replace 12 to 16 speed transmissions for heavy on-road, off-road and military vehicles today. This breakthrough has changed the game and further distanced us from the competition. UQM propulsion systems now have an even greater advantage in substantially improving the performance of any vehicle propelled by electric motors." 

Commenting on the new development, Bernard B. Poore, Manager, Product Technology for John Deere (NYSE: DE - News), said, "The majority of our vehicles require low speed torque coupled with high speed transport and present a particularly tough challenge for electric propulsion systems. We have been working with UQM for many years because their superior technology is well suited to the variety of demanding applications in our industry. Their achievement of 10 to 1 is a significant breakthrough and will greatly improve the performance of electric and hybrid propulsion systems. We know of no other demonstrated technology that comes close to this performance." 

Added Gary Smith, President of PEI Electronics, a unit of Integrated Defense Technologies, Inc. (NYSE: IDE - News), "UQM Technologies is a key supplier of permanent magnet electric propulsion motors and electronic control systems to our hybrid electric vehicle programs, including UPS's hybrid electric delivery truck and the U.S. Army's hybrid electric HMMWV. We originally selected UQM's motor and motor controller system because of its proven reliability, product maturity and production readiness. UQM's new technology will significantly expand the control range and performance of their motors, and we will be better able to address our customer's demanding vehicle performance and packaging requirements in both current and future production vehicles." 

http://www.evworld.com/databases/shownews.cfm?pageid=news290902-02

Smokestack Visionary

Hy-wire concept vehicles points to GM's future, but environmentalists highly skeptical. 

Source: New York Times [Sep 29, 2002] 

Last January, Larry Burns, General Motors' vice president for research and development and planning, unveiled the company's plans for the car of the future. It wasn't exactly a car but the underpinnings of one, sort of a 16-foot-long, two-dimensional wine carafe on wheels -- what Burns called the ''skateboard.'' The car would come in two parts, Burns explained. The car's power and control system would be encased in the skateboard, which could be kept for decades while customers shuffled car bodies as tastes changed. And the bodies, too, would be radically different from what we know, with the windshield extending all the way down to the floor because the car's essential systems are kept underfoot. 

The first working prototype, dubbed Hy-wire, made its debut at the Paris Motor Show last week. Hy-wire represents a merging of technologies: the hydrogen fuel cell, a power system that creates electrical current from chemical reactions and drive-by-wire, which replaces mechanical linkages between parts with electronic ones. Taken together, the technologies would move the automobile from the machine age to the digital age and result in a car that emits only water vapor. 

Burns, 51, earned his bachelor's degree from a Flint, Mich., university once called the General Motors Institute, but he preferred hanging out with Ann Arbor intellectuals while in school and got his doctorate from Berkeley. He says he believes there is enough evidence for carmakers to take global warming seriously. ''If it's true,'' Burns says, ''the ramifications are so significant that it's irresponsible not to be addressing it.'' It's a stance that puts him at odds with many people at G.M., among them the company's stogie-wielding vice chairman, Bob Lutz, who talks of global warming as tree-huggers' hokum and of the Kyoto Protocol as conspiracy theory. Rick Wagoner, G.M.'s C.E.O., falls somewhere in between. ''You read one article and it is and another article and it isn't,'' Wagoner says of global warming. ''I'm not a scientist. I don't think it's healthy for our industry to be exposed to a huge degree of risk here.'' For their part, environmentalists view G.M.'s quest for the ultimate green vehicle with suspicion. This is the company making a mass-market brand out of Hummer, after all, and arguing on Capitol Hill that being forced to make more efficient cars now will only undercut their work on the fuel cell for the future. 

''It's like Wimpy from 'Popeye,''' says Dan Becker of the Sierra Club. ''I'd gladly pay you Tuesday for a hamburger today. It's amazing G.M. gets away with it.'' 

But G.M. insists that the environment is one key reason why it is taking Burns's project seriously. With 700 million vehicles in the world today and 1.1 billion expected by 2020, Burns says, short-term options like gas-electric hybrids or highly efficient gas cars can only delay, not halt, global warming. ''You've got to get to an endgame here,'' he says. 

In the 1990's, environmental politics grew increasingly intense. California moved to force automakers to sell superefficient cars (and this year, it passed legislation to reduce greenhouse gases). Subsequently, the entire auto industry sped up its work on the electric car. 

The result, though, was frustration. In the late 1990's, G.M. scrapped its ambitious EV1 because the car could only travel 80 miles between charges. Last month, Ford gave up on its battery cars. And while Toyota continues to sell an electric S.U.V. in California, it does not do a compelling business. 

The question for carmakers became, What if an electric car generated its own electricity? The obvious ways to achieve that were through either the fuel cell (in which electrons are stripped from hydrogen atoms and used to form an electric current) or the gas-electric hybrid. 

In the mid-1990's, a high-level debate took place within G.M. to determine whether to focus on fuel cells or gas-electric hybrids. ''We did not view the hybrid as the ultimate solution to the problem,'' Wagoner says. ''In a high-fuel-cost environment, a hybrid could work. It's hard to see that happening in the U.S.'' 

To much fanfare, Toyota and Honda began selling hybrids in the late 1990's, and each now sells tens of thousands, far more successful than electrics ever were but still small numbers. The hybrids are expensive to build, however, and what is not clear is whether they will ever make a profit. 

Every major automaker is working on fuel cells, but most conform to the design of normal cars. Hy-wire is not designed around an internal combustion engine, so it has no dashboard and few moving parts except for tires. Brake pedal and accelerator are replaced with electronically controlled steering using hand grips on the wheel. (One's feet wander reflexively, and it's easy to confuse twisting to speed up and squeezing to stop, but a few lazy eights around a parking lot makes it intuitive.) 

Not everyone at G.M. is convinced that Burns's vision will materialize. ''I just can't help remaining skeptical,'' Bob Lutz says, ''because I've lived through a series of miracle engines.'' He took pleasure in rolling his eyes at motoring revolutions of the past -- the jet engine, the Wankel engine, the orbital engine -- that are now all but discarded. ''We have to be careful not to create the impression that all of this is just around the corner.'' 

Burns is tactful in response. ''Bob's one of my two bosses,'' he says. ''Even if he wasn't my boss, out of respect for him and his knowledge of the industry, I have to take his perspective into account.'' He adds, though, that automakers have been focused on fuel cells for less than a decade, compared with a century of dead ends on batteries, and are quickly closing the gap. 

Storage capacity has expanded to allow nearly 200 miles of range, far more than a battery-electric. The fact that Hy-wire's pressurized hydrogen gas tanks lie below the driver and passengers is a safety concern, so engineers are working on a spongelike form of hydrogen storage. Costs have come down by a factor of 10 in a decade, but Burns concedes another factor of 10 remains. Still, he maintains that G.M. can produce tens of thousands by 2010 and phase in broad usage by 2020. 

''This can be a better car all around,'' Burns says of the fuel cell. The right thing to do? Yes, he says, but it's more than that. ''At this point, it's a business issue. If we don't invent it, somebody else will.'' 

Danny Hakim reports on the auto industry for The New York Times. 


http://evworld.com/databases/storybuilder.cfm?storyid=416&subcookie=1

Excuses, Excuses!

9/30/02 article by ;Clare Bell, cbell@sosinet.net

Ford has given four major reasons why they want to end production of the Think EV. First, they say that there is no demand. Second, they say they need the resources to develop Fuel Cell Vehicle (FCV) technology, which will be more successful. Third, that there are no workable batteries. Fourth, that the existing government incentives are insufficient. 

Close scrutiny shows that none of these reasons are real. 

1. Ford says it has only sold 1000 Think vehicles so far and that demonstrates that there is little market for EVs. When one examines the situation closely, one discovers that Ford's claim that the Think City EV has no market is misleading. 

Here's why: 

How do you know what market there is for the cars if they aren't available? 

Where has Ford actually SOLD Think EVs? Certainly not in the US. All the cars are LEASED. This starts to narrow the market down, since many people want to own their cars. Jay Leno, for instance, won't take a Think or an EV1 because he can't buy it. 

You can't lease to buy, either. Ford won't do it. 

Furthermore, Ford has restrictions on who can lease the cars. Not everybody can go down to their local Ford dealer and get a Think City. The dealer has to be part of the program, equipped to support the cars and willing to participate. In the San Francisco Bay Area, Southern California, New York and some other metro areas, it has been possible to get the City, but how many Think EV drivers are there in Kentucky? Minnesota? North Dakota? 

And if you say that North Dakotans etc. don't drive EVs, you'd be wrong, because there are people in those outlying states or in the US heartland who have Corbin Sparrow EVs or who have built conversions. I know because I've talked to them. 

The fact that Think Cities are available only on lease, and not even closed end-lease, artificially restricts the market. Yes, the European cars are in the US under a waiver because they don't meet all the Department of Transportation requirements for their year. What's missing? A passenger-side air bag and a 5 mph bumper. The cars can be retrofitted to make them DOT-approved. I'm sure similar things have been done with other cars and Ford is no stranger to them. But the missing DOT items sure do make a good excuse. 

Even where the cars have been made available there are numerous restrictions. Even in the San Francisco bay area, availability was severely limited. I'm in Hollister, CA, about 40 miles south of San Jose. I can't get a Think City. Even though I worked on the cars in Norway and can basically put one together from parts -- there is no participating dealer close enough. A woman in San Jose is fighting to get a Think lease transferred from San Francisco to San Jose -- cities only 50 miles apart. This is evidence of the limited state of availability even in California's urban core. 

S and C Ford in San Francisco states that the Think City is the only Ford product that has a waiting list. Another dealership reportedly has a 150-name waiting list. Dealer salespeople are annoyed; they were ready and willing to sell new US model Thinks because they know how much demand there is. Many other dealerships feel the same way. They have geared up and trained to sell EVs and they want to do it. Some have sunk money into expensive showrooms. Ford has pulled the rug out from under the dealers as well as present and prospective Think drivers. 

In Norway, where Ford does sell the cars, Norwegians can't get them. Why? Because they're all going to the US for the leasing program. 

Potential American buyers have been told to wait and see if demand justifies further production. Potential Norwegian buyers have been told to hold on because American buyers are taking priority. A circular argument, if there ever was one. 

So why hasn't Ford SOLD many Think Cities? To sell something, you have to offer it for sale. The truth is, Ford hasn't. 

Instead, they've taken a page from GM's saga of the EV1. It's easy to get out of building EVs. All you do is to raise the bar so high that it impossible for any but a small fraction of the population to make it over. When you find the bar can't be raised high enough to prevent waiting lists, you simply hire public relations firms and repeat over and over "there is no demand." Even reporters from respected newspapers such as the NY Times and LA Times haven't asked basic questions or spoken with actual EV drivers. Industry press releases are accepted as disinterested truth. 

You simply claim there is no market and use that "fact" to knock down the California ZEV law. Devilishly brilliant. 

All US car companies make a number of low-volume (as compared to mass-market) specialty vehicles. Can you imagine, say, the Viper or the new Hummer, being handled the same way as the Think? No! Would red-blooded American would-be Hummer drivers stand still for that? No, and the companies know it. Think is essentially a low (presently) volume specialty vehicle, just like certain high-powered sport scars, certain commercial trucks, tractors, farm equipment, flexible-fuel cars, etc. are. 

What if the new Hummer was put out on lease only, made available only in restricted areas, to a limited number of individuals, held on a tight leash, like the Think? Then, the company could claim (and sound legitimate) that there was no market for such a vehicle. Would outraged would-be Hummer drivers sit still for that? Heck no. 

They'd be out there, crowding Detroit parking lots with SUVs, alternating protest sessions with tailgate parties and in general raising a big stink. And the car companies would know that they would take hits on their image as well as their pocketbooks. 

So what's different about Think? It's an EV. It doesn't go with the program, as laid down by the American car industry. It doesn't (gasp) need gasoline. It doesn't need Middle East wars. Politically, it's downright dangerous, so we can't really let it loose. Now that those crazy so-and-sos from the California Air Resources Board have been forced to see the error of their ways (thank you, GM and Chrysler), we don't have to. 

Think City has a market. People want it. Intensely. This was shown by the pioneering 1996-1999 Pivco Citi program at Alameda, CA, run by Green Motorworks. The hardest part of the job (I worked there) was getting cars back from the people who had leased them. They didn't want to give up their Pivco. It was so easy to park, so nice to refuel by plugging in at home, so fun to drive and so cute that a lot of the cars had pet names. Kids gave Pivco divers smiles and thumbs-up signs. Some long-term lease people (yes, men too) literally cried when they had to turn in the cars. 

The two early Think City prototypes that were shown at the 1998 Alameda EV expo stole the show. There were long lines for test drives. Market questionnaires given out during the test drives indicated that the Think had an even stronger attraction than the Pivco. 

The waiting lists at various Ford dealerships indicate that this was not just a single-shot car-show phenomenon. 

Every Think City that Ford made available, despite various restrictions and limitations on who could obtain one, were snatched up within months, with virtually no advertising. Waiting lists exist for the previously announced 2003 US version of the car. 

Ford said its goal was to sell 5000 cars a year. They only produced 1050, all of which were successfully put into service. Ford's Think experience in California and New York only prove it would be easy to sell 5000 cars, probably in California alone. 

In short, Ford's claim that the Think City EV has no market is, I repeat, self-serving misinformation. 

2. Ford needs to put its effort into fuel cell vehicles (FCV's), not "battery cars". 

Anyone who knows anything about fuel cells knows that an FCV IS AN EV. (Those who are familiar with fuel cell technology can skip the following three paragraphs) 

Fuel cells produce electricity. FCVs often have a small pack of batteries aboard (to buffer the demand on the fuel cells) and their drive units are electric motors. GM has staved off criticism that they've dumped the EV1 by saying that they are using the platform to develop fuel cell cars. They are doing it because you build an FCV by starting with a good EV. 

Ford would have us believe that developing EV's and developing FCV's are mutually exclusive, forcing a choice of how to allot limited resources. Actually, the two complement each other well. Time and effort put into EV development, especially EV experience in the field and with customers, can only be useful for building fuel cell cars. Better drivelines, better batteries, better charge control systems, etc. will only facilitate the FCV. 

FCVs are more complex than EVs, since in addition to the electric drivetrain, they have the fuel cell itself and a reformulator, which is a device for generating hydrogen from liquid fuel. Combustion doesn't go away in an FCV. It is just slowed down and made less violent. Thus it is more complete and somewhat cleaner, however, the end products are hydrogen (H2) and carbon dioxide (CO2). 

FCVs can be made without reformulators if they use hydrogen directly as fuel. In that case, there is no hydrocarbon combustion and the end result is water and electricity. No greenhouse CO2. 

However, Ford and the other car companies are not choosing this path. They say on-board hydrogen storage is too difficult to deal with and they want the convenience that comes from having liquid fuels, which already have existing distribution systems. Substances such as methanol, ethanol and (tah-dah!) our favorite addictive hydrocarbon.... gasoline! Guess which fuel they are choosing to develop. Well, which fuel has the largest distribution system? 

So now we see why Ford and other American automakers are so enamored with gasoline FCVs. GFCVs still have to pull up to the pump. They don't challenge the existing order, that which brings riches to few in this world and devastation and war to others. 

What are FCVs real advantages? They don't spew out unburned hydrocarbons, carbon particles or nitrous oxide (NOX). They can probably get more mileage per gallon, so a FCV SUV might get 30 or 40 mpg instead of 22. 

Wonderful. 

However they continue to generate carbon dioxide. In that they are not that different than the ULEV (ultra-low emission vehicle) engines that Honda is already selling. 

In addition, FCVs are more complex and will take a longer time to develop, a perfect excuse for delaying their introduction. Perfect. They're a great excuse for canning EVs, they generate a lot of high-tech hype that baffles and narcotizes the public. And they don't challenge the existing system that uses blood to buy oil. 

Once, when I was editor of the Electric Auto Association newsletter, Current EVents, I wrote a piece about the gasoline fuel cell, calling it "The Fool Cell". What I wrote then, I still believe now. EVs and hydrogen FCVs are the right way to go. Tanking hydrogen safely aboard a vehicle can't be that huge a technical barrier. We already have natural-gas and propane-fueled vehicles. Is making an HFCV more difficult than shrinking a bulky reformulator to fit inside a passenger car? 

American industry prides itself on saying, if there's a will, there's a way. But we're seeing the flip side. If there ain't no will, baby, there ain't no way. 

EVs and true hydrogen fuel-cell vehicles are not only vehicles for transport, they are vehicles for social change. Therein lies the rub for the car industry. If there is real meaningful change, they and their pocketbooks won't be part of it. And that's what really scares them. 

In short, the "develop FCVs instead of EVs" gambit doesn't hold up. 

3. There are no batteries for the Think City. 

Right. And what do you Think the 400 present Thinks are running on? Norwegian gerbils? 

Think has a good working battery, the flooded NiCads that Europe has been using for literally decades. Now US drivers are discovering how trouble-free NiCads can be. When a NiCad pack is used, its capacity stretches, like an exercised muscle. Over the 7 to 10 year life of a good NiCad pack is the most economical battery yet developed for a mass-market EV. 

Ford doesn't like it. Why? Two reasons, they say. It costs too much up-front, and the EU is going to ban NiCads because they've been dumped in landfills and cadmium is toxic. 

First the cost issue. 

Ford doesn't want to pay $US5-7,000 for the French SAFT NiCad water-jacketed Think City packs. They'll make the car too expensive to sell for a profit. 

Well, to that there are two answers. One is that SAFT is not the only game in town. Ford has never been one to be held hostage by a supplier. With the possible volumes involved, Ford could beat SAFT down on their price. They've done it to many other component suppliers -- that's they way they do business. 

The other is to sell the car and LEASE the batteries. Europe has been doing that for years. Peugeot, Renault, Fiat and other EV makers sell their cars with leased batteries. That actually works very well, since it gets rid of the up front battery cost, so it lowers the purchase price of the EV. Second, it provides an easy conduit to recycling the used packs, since the lessees must eventually return them. 

Which brings us to the proposed EU ban on NiCads, and Ford's claim that this is forcing them to use the unworkable lead-acids. Actually, no. The upcoming ban is on portable-electronics NiCads, which are being dumped in landfills because there is no good system to ensure that they are returned for recycling. NiCads for EVs are not affected until 2005, and even then, a good case could be made for exempting them, since they ARE usually recycled. 

This exemption could, and probably will, be put in place to cover a transition period from NiCad to nickel-metal hydride or lithium ion and other advanced battery technologies. Peugeot, Renault and other European EV builders will face this and will deal with it. 

Another point is that there are some lead-acid batteries, such as those from Panasonic, that do work. Monitoring, protection and charge control circuits are being developed to extend the lifetime of sealed Optima lead-acid cells in vehicles such as Sparrow. 

Ford created the battery crisis (deliberately?), by forcing Think Nordic to build the new US prototypes with batteries from one of their in-house suppliers. They weren't very good batteries, they didn't have any monitoring or protection circuitry and Think Nordic didn't know how to deal with them, since they're used to NiCads. So they failed. 

The battery issue is a straw man. It was created by Ford and can be solved by Ford ... if they want to solve it. But then they wouldn't have had the excuse to dump the EV and tell CARB that their ZEV law is cruel and unusual punishment. And CARB wouldn't have believed them either. 

4. Ford says that government incentives are insufficient. 

Ford said that it hoped to sell 5000 per year. Had Ford sold as announced the 2003 Think City in California at the sticker price of the leased cars of $26,000, each buyer would have received $9000 over 3 years from the state of California and a $4000 Federal tax credit. The effective cost of the overpriced Think City would have been $13,000. Those 5000 cars would have sold out within months. And Ford knows it. 

In toto, these arguments float about as well as a failed Think PbA battery. 

Here's the real truth: 

Ford and other American automakers can't afford to let the EV cat out of the ICE bag, because they are afraid it will grow into a saber toothed tiger. The decision to kill the Think EV is not mandated by technology or lack of a market. It was done because of short-sighted corporate interest and Ford shouldn't be allowed to get away with it. 

(With thanks to Think activists Marc Geller, Elaine Lissner and Josh Landess) 

http://www.fleet-central.com/index.cfm for Fleet news

http://www.eintoday.com  for dialy EV info from Dabels 
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Bay Area transit projects frozen
Nine road plans will be delayed as the region tries to address smog reduction
By Mike Taugher
CONTRA COSTA TIMES, October 4, 2002
Federal dollars for Bay Area transportation projects will dry up today for the second time this year as transportation officials struggle with a way to resolve the region's smog problems.

The snag will delay nine road construction projects throughout the Bay Area, including a plan to widen Ygnacio Valley Road in Concord and work in Solano County to improve the Interstate 80/680 interchange.

The damage to the region's highway plans should be limited to just those projects if officials are able to push through an interim plan later this month they believe will be noncontroversial.

At issue is a three-year highway construction and mass transit project list that expires today. A court order has suspended the new list that was to replace it.

The result is that about $642 million worth of highway and road expansion projects statewide will be delayed immediately, but ongoing construction projects in the $9 billion plan should be unaffected.

"It has the potential to be a big thing, but it's not there yet," said Mark DeSaulnier, a Contra Costa County supervisor who sits on the board of the Metropolitan Transportation Commission, the agency whose plans are now suspended.

The stoppage in the flow of federal funds is the latest hurdle in the region's effort to reduce smog through better transportation planning.

Bay Area air is among the cleanest of any major metropolitan area nationwide, largely because prevailing winds blow much of the region's pollution inland.

So far this year, the Bay Area's air quality violated the federal smog standard just twice, both times at an air monitoring station in Livermore. Last summer, the region had just one violation, according to the Bay Area Air Quality Management District.

But the region remains marginally out of compliance with federal smog standards, and for that reason must address smog reduction in its transportation planning.

In January, regional transportation officials passed their smog-reduction plan to the U.S. Environmental Protection Agency for approval. The EPA did not act by a key deadline, suspending federal funding for Bay Area transportation projects for four weeks until the federal agency signed off on part of the plan Feb. 21.

Environmentalists and Sacramento area air pollution districts challenged that approval in court. Key among their contentions was that the planning documents came up 26 tons a year short on pollution reductions needed to meet clean air goals.

In July, the 9th U.S. Circuit Court of Appeals agreed tentatively with those arguments. The appellate court is scheduled to hear arguments on the case again next week.

"We stand by our original decision ... and will work with the Department of Justice to defend our position in court," said Jack Broadbent, the EPA's regional air division director.

As part of the maneuvering that resulted in a new law bringing the more stringent Smog Check II program to the Bay Area, the Sacramento area air districts agreed to drop their lawsuit. Smog Check II is expected to remove 4 tons a year of the 26-ton reduction needed, according to some estimates.

But environmental groups, including the Transportation Solutions Defense and Education Fund, Our Children's Earth and Communities for a Better Environment, continue to press their case.

Later in the month, the MTC plans to adopt an interim transportation plan that includes 87 percent of the transportation projects that were in the proposed plan.

Mike Taugher covers the environment and energy. Reach him at 925-943-8257 or mtaugher@cctimes.com. 

http://www.latimes.com/news/science/la-me-bus4oct04,0,3887292.story?coll=la%2Dnews%2Dscience
O.C.'s Clean-Fuel Buses Rack Up High Repair Bills

Environment: Fuel leaks, faulty valves and mechanical failures plague the liquefied natural gas vehicles. Transit authorities blame manufacturer.

By JEAN O. PASCO and DAN WEIKEL LA TIMES STAFF WRITERS  October 4 2002 

Clean-fuel buses that make up 40% of the Orange County Transportation Authority's fleet are plagued by mechanical problems, costing the agency nearly $1 million in repair bills and forcing officials to return pollution-spewing diesel buses to the streets.

The OCTA bought 232 of the buses from a Hungarian manufacturer in 1998, when federal rules went into effect banning the purchase of diesel buses and requiring all buses to run on clean fuel by 2010. The cost was $80 million.

But officials said the buses have been in constant need of repair ever since. Most of the defects affect the fuel system, which runs on liquefied natural gas. On Thursday, for example, 33 of the buses were out of service and awaiting repairs.

The authority is withholding a final $1.7 million payment to North American Bus Industries, the manufacturer, until the problems are resolved.

"We paid good money for these buses and we expect them to operate," OCTA Chief Executive Officer Art Leahy said.

Leahy said the repairs were costing the authority at least $900,000 in labor and materials. "They need to assure us that these buses are going to be made ready for service, and we're going to demand it. We'll do what we have to do to be made whole financially."

OCTA is the 19th-largest transit agency in the United States. It handled about 60 million riders last year on 79 routes. The OCTA has 523 buses in its fleet.

OCTA inspectors discovered fuel leaks, faulty valves and rust soon after the LNG buses were delivered, officials said. That led to a series of increasingly terse letters between the agency and the manufacturer about the problems and who was responsible to fix them.

In June, North American President and CEO Patrick N. Z. Rona accused Leahy of illegally withholding the final payment. He said most bus manufacturers aren't profitable because public agencies like OCTA refuse to pay their bills, then use the money to subsidize operating costs.

Rona didn't return a call Thursday to the company's U.S. headquarters in Alabama.

Similar mechanical problems have sidelined LNG buses in Phoenix, the first transit agency in the country to use them. Workers there have fixed fuel leaks and sticking valves on the buses, said Glenn Kelly, an equipment analyst with the city's transit department.

Some of the problems stemmed from equipment that Phoenix asked to be used on the buses; others were design defects, Kelly said. The city has about 300 LNG buses out of 700 total.

"When we first got the buses, they were less than responsive," he said. "Since then, the quality has improved."

Santa Monica's Big Blue Bus system received 37 LNG buses in April. A spokesman said the buses have been running fine.

In March, OCTA formed a technical team to investigate the buses' faulty fuel system. Problems included recurring leaks in fittings and valves, malfunctioning vaporizers that were sending liquid fuel into the engines, failing methane detectors and malfunctioning fuel tanks.

The gas is stored in two, 115-gallon tanks. It is kept at minus-200 degrees Fahrenheit, then heated and vaporized before it flows to the engine.

OCTA officials said they spent $100,000 to replace leaking fuel pipes and had to redesign the fuel-delivery system.

Workers then replaced some of the buses' methane-detection devices. Inspectors recently discovered a new problem: Linings in the double-hulled fuel tanks are failing to keep the fuel properly chilled.

Though the fuel system appears fine on paper, officials said, it simply hasn't held up to the constant jarring, bouncing and vibrations experienced in daily use.

The OCTA used federal grant money to purchase the buses. But the OCTA may be forced to partially reimburse the federal government if the buses don't last 12 years.

"There are certain responsibilities that we feel the manufacturer needs to take," OCTA Vice Chairman Tim Keenan of Cypress said.

"It's particularly aggravating because you expect a product to be delivered and have everything work." 

http://www.svz-gmbh.de/GB/Seiten/rahmen.html

german company getting  hydrogen from sludge

http://www.nytimes.com/2002/10/03/technology/circuits/03NEXT.html

From Humble Materials, a Burst of Power for Batteries

By ANNE EISENBERG  October 3, 2002 New York Times Circuits

BATTERY development may have gotten a boost from an unexpected source. A research group at the Massachusetts Institute of Technology has found that adding a pinch of a metal-containing compound to an inexpensive material greatly increases its conductivity. 

Rechargeable batteries made with the souped-up material may one day prove useful in hybrid gas-electric vehicles, power tools and other applications in which a lot of relatively inexpensive power is required.

At present, most rechargeable batteries in portable electronics use lithium cobalt oxide for the positive electrode. But cobalt is a relatively expensive metal, so for years researchers have been looking for a replacement that costs less.

Now, Yet-Ming Chiang, a professor of materials science and engineering at M.I.T., and members of his research group there say they have found a way to transform an extremely inexpensive base material, lithium iron phosphate, into one every bit as conductive as its cobalt-based counterpart, at a fraction of cobalt's cost. Details of the experiment are reported in the October issue of the journal Nature Materials.

Lithium iron phosphate has long been of interest to researchers for potential use in batteries because it is inexpensive, nontoxic and stable. But commercial development has been held back by its low conductivity.

In a series of experiments, the M.I.T. group inserted a small amount of a metal doping agent, or additive, to the lithium iron phosphate that markedly improved its conductivity.

Other groups have sought to increase the conductivity of lithium iron phosphate by coating particles of it with carbon. But Dr. Chiang believed that there were advantages to improving the intrinsic properties of the material.

"I did not believe the conventional wisdom in the battery field that the material could not be made inherently conductive," he said. Instead, Dr. Chiang borrowed a page from solid-state physicists, who have long put different elements in materials to make them more conductive.

Dr. Chiang's experiments took about a year. Most of that time, he said, was spent trying to distribute the elemental additive, a metal ion like niobium, uniformly in the crystal lattice of the parent compound, as well as place it at the necessary positions in the crystal to affect conductivity. Along the way, the group synthesized more than 50 experimental samples of the material.

In an accompanying article in Nature Materials, Michael Thackeray, a researcher at Argonne National Laboratory in Illinois who specializes in lithium battery materials, wrote that the remarkable increase in the bulk electronic conductivity of lithium iron phosphate had exciting implications for the future use of the material in a new generation of lithium-ion batteries. 

"By inducing inherent conductivity by this eight orders of magnitude," he said in an interview, "the group has transformed the electrical properties of the material substantially."

Dr. Thackeray did have one reservation. The materials used for the experiment were synthesized from carbon-containing substances and retained carbon residue. This raises the possibility that the carbon was responsible for the increase in conductivity.

"But the authors address this possibility carefully in the paper," he said, ruling it out on the ground that samples to which no doping agent was added contained similar amounts of carbon and that high-resolution electron microscopy did not reveal any surface carbon. The deep black color of the doped sample, too, was an outward indication of the material's enhanced conductivity.

Dr. Chiang has jointly founded a battery technology company that has licensed the process from M.I.T. and is working on commercializing it. "The raw materials that go into the compound are about a quarter of the cost of those for lithium cobalt oxide," he said.

George E. Blomgren, a consultant in battery technology in Lakewood, Ohio, said that the material's potential to yield very high power made it particularly interesting.

"The power capability Chiang has shown is well beyond that of the current nickel metal hydride batteries used in present hybrid electric vehicles," Dr. Blomgren said. High battery power density is required, for example, in most hybrid electric vehicles for rapid acceleration and to generate electricity for later use when someone slams on the brakes.

Ralph J. Brodd, a battery industry consultant in Henderson, Nev., said that Dr. Chiang's material offered advantages not only in terms of cost and power but in stability as well. "There's less likelihood of its decomposing, liberating oxygen inside the cell and creating safety problems," he said. 

But the new material is unlikely to find much use in laptop computers and related applications in which a lot of energy must be supplied in a small space, said M. Stanley Whittingham, a professor of materials and inorganic chemistry and director of the Institute for Materials Research at the State University of New York at Binghamton. 

"The energy stored per unit volume in his material is poorer than that in present lithium batteries," he said, "though the material may find a use in large batteries, where cost is very important."

Jeff Dahn, a professor of physics and chemistry at Dalhousie University in Halifax, Nova Scotia, who sppecializes in new materials for advanced batteries, agreed that materials like Dr. Chiang's might have a home in large batteries, whose developers have to worry about the cost of the cathode material and its stability with respect to other cell components. "It might have a place, for instance, in abusive situations like automobile accidents where the battery is crushed," he said.

Dr. Dahn, meanwhile, has not abandoned the alternative route of coating lithium iron phosphate particles with carbon to increase their conductivity. "Just mixing the substances efficiently with carbon might still do the trick," he said. "In the end, lithium iron phosphate is going to make a big difference to all of us in battery technology."
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Fort Worth Star-Telegram on new mileage standards: 

Congress is often accused, sometimes wrongly, of being a "do-nothing" lawmaking body. 

But when it comes to mandating a meaningful improvement in fuel efficiency standards for cars and trucks, the "do-nothing" label applies in spades. House and Senate members negotiating a broad energy bill agreed on a proposal Thursday to require that minivans, sport utility vehicles and pickups in model-years 2006 though 2012 use at least 5 billion gallons less gasoline than the 2002 model-year fleet. 

Gee, 5 billion gallons is a lot, right? 

Quite the contrary. It probably would mean, at best, an improvement of one mile per gallon in fuel economy. And critics say that, as a result of other provisions in the energy bill, fuel consumption actually would increase slightly if the legislation wins final approval. 

Under the current Corporate Average Fuel Economy (CAFE) standards, each automaker's fleet of new cars must average 27.5 miles per gallon. Light-truck fleets -- minivans, SUVs and pickups -- must average only 20.7 mpg. 

President Bush and Congress continually harp on the need to reduce U.S. reliance on foreign oil. If they really mean it, they should support a substantial improvement in fuel economy standards. 

That would curb fuel consumption, which in turn would reduce air pollution, decrease America's dependence on foreign oil and save motorists money at the pump. 

The CAFE standards have not been raised for 17 years. In that time, automakers have significantly improved engine efficiency, but those gains have been offset by millions of Americans buying ever-larger, gas-guzzling vehicles. 

Some mileage gains probably can be achieved without reducing car size. And many motorists could scale down their vehicle sizes from monstrous to mid-sized without significant personal sacrifice. 

But, first and foremost, Congress needs to get out of neutral gear and mandate significantly higher fuel efficiency standards. 

http://www.reporter-news.com/1998/2002/texas/texas_State_edi924.html
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Agencies Ordered to Obey Alternative Vehicle Law 

SAN FRANCISCO, California, August 8, 2002 (ENS) - Almost every cabinet level agency in the federal government has violated the Energy Policy Act of 1992 by failing to buy or lease the legally required percentages of alternative fuel vehicles for their federal fleets, a judge ruled Wednesday. The ruling could force 15 federal agencies to step up purchases of vehicles powered by fuel cells, natural gas, biodiesel, and other alternative fuels. 

An EV1 electric car plugged in for recharging - one of a variety of cars that federal fleets could use to meet the Energy Policy Act's requirements. (Photo courtesy General Motors)

In ruling on a lawsuit brought by environmental groups earlier this year, Federal District Court Judge William Alsup found that all 15 federal agencies charged in the suit have violated the Energy Policy Act's alternative fuel vehicle acquisition requirements in at least some years. All of the agencies have further violated the Act by failing to publicly disclose whether they had acquired such vehicles through annual compliance reports, Judge Alsup ruled. 

The lawsuit was brought by Earthjustice on behalf of the Center for Biological Diversity, Bluewater Network, and the Sierra Club. 

"This is a major victory for anyone who believes this nation's transportation system is dangerously addicted to petroleum including, it seems, President [George W.] Bush's father. Hopefully the federal government will finally get with the program," said Jay Tutchton, staff attorney with Earthjustice. 

The Energy Policy Act, signed into law after the Gulf War by President George H.W. Bush in 1992, was designed to wean 10 percent of American transportation fuel demand from petroleum by the year 2000 and 30 percent by 2010. The Act requires all federal agencies with light duty fleet vehicles in major metropolitan areas to acquire at least 75 percent alternative fuel vehicles each year instead of traditional petroleum fueled cars and trucks. 

These farm machines at the Department of Agriculture's research center in Beltsville, Maryland run on a mixture of diesel fuel and biodiesel, which is made from soybean oil. (Photo by Bob Nichols courtesy USDA)

The federal government currently has more than 600,000 vehicles in its fleet, making it the largest fleetholder in the nation. But most federal agencies have not come close to meeting these minimums, the lawsuit charged. 

For example, the Department of Commerce purchased just 11 percent alternative fuel vehicles in 1998, 16 percent in 1999 and 17 percent in 2000. Even the U.S. Environmental Protection Agency (EPA) purchased just 35 percent alternative fuel vehicles in 1998. 

Other federal agencies meet the requirements only on paper, by purchasing vehicles that are alternative fuel capable, but which can also run on regular gasoline. 

Judge Alsup ordered the government to prepare overdue reports of their non-compliance with the Energy Policy Act by November 26, 2002, and to make these reports available to the public over the Internet by January 31, 2003. In these reports, every federal agency must not only admit its prior failings to acquire the legally required number of AFVs, but also must submit a specific plan, including dates, by which it will come into compliance with the law. 

Clean Cities program director Shelley Launey bought her compressed natural gas (CNG) powered Honda Civic GX in December 2001. (Photo courtesy National Renewable Energy Laboratory)

"These compliance plans and reports will finally set enforceable deadlines," said Tutchton. "Maybe now Bush II can enforce his father's law." 

The ruling applies to the Departments of Agriculture, Commerce, Defense, Interior, Justice, Labor, State and Transportation, as well as the Department of Health and Human Services, Department of Housing and Urban Development, EPA, General Services Administration, Department of Veterans Affairs, Nuclear Regulatory Commission, and the National Aeronautics and Space Administration. 

Besides helping to bring these agencies into compliance with the Energy Policy Act, Judge Alsup's ruling could also prompt new regulations requiring private and municipal fleets in major metropolitan areas to buy alternative fuel vehicles for a percentage of their fleets. 

The Act required the Department of Energy (DOE) to consider a regulation extending the law's requirements to certain urban fleets, but so far, the agency has failed to do. Judge Alsup ordered both the DOE and the environmental groups to provide more information on how long the court should give the DOE to take action on the overdue regulation. 

This Ford P2000 fuel cell electric vehicle combines hydrogen fuel with oxygen to create electricity, which powers the car's electric motors. (Photo courtesy National Renewable Energy Laboratory)

Alternative fuel vehicles "are available on the market," said Peter Galvin of the Center for Biological Diversity. "The federal government has no excuse for not following the law. Hopefully by exposing the failings of the government we can redirect the current national energy plan away from a drill and despoil mantra and toward cleaner future." 

Alternative fuel options include rechargeable electric engines, cars that run on natural gas or ethanol, fuel cells powered by gasoline, methanol or natural gas, solar cells, and hybrid vehicles using a combination of energy sources. 

Environmentalists concerned about air pollution have long touted alternative fuel vehicles as a ready way to reduce emissions from the transportation sector. Other benefits to the vehicles include lower emissions of carbon dioxide - a major greenhouse gas - and less need for oil from U.S. public lands and overseas sources. 

One of the most energy efficient cars on the market is the Toyota Prius, a hybrid electric car. (Photo courtesy Toyota)

"Burning alternative fuels as opposed to gasoline will lessen the toxic chemicals currently spewing from our tailpipes, and significantly reduce greenhouse gas pollution - the main culprit behind global warming," said Elisa Lynch of Bluewater Network. 

"The U.S. buys more than a half million barrels of oil a day from Iraq," added Daniel Becker, director of Sierra Club's global warming and energy program. "Instead we should be using alternative fuels and increasing the fuel economy of our cars, trucks and [sport utility vehicles]. It's crucial that the administration stop breaking this law because it moves us closer to reducing our dependence on oil." 

\http://www.bluewaternetwork.org/press_releases/pr2002mar01_ss_ferryfuelcell.pdf

SF Bay Area gets $100K grant 2/02 for Fuel Cell Ferry 

http://www.latimes.com/news/science/la-fi-honda8oct08,0,1106031.story?coll=la%2Dnews%2Dscience

L.A. Is First Customer for Honda's Fuel-Cell Cars

By JOHN O'DELL, LOS ANGELES TIMES STAFF WRITER  October 8 2002

The city of Los Angeles on Monday became the first retail customer in the U.S. for fuel-cell-powered passenger vehicles, announcing that it will lease five of the hydrogen-fueled, zero-emission cars from Torrance-based American Honda Motor Co. by the end of the year.

The deal was announced by Mayor James K. Hahn, who called it an important step in the development of fuel-cell technology.

Tests such as the Honda-Los Angeles program are considered critical for putting the vehicles on the road and subjecting them to real-world stresses, said Tom Elliott, executive vice president of American Honda.

City employees will begin learning immediately how to operate and service the Honda FCX fuel-cell car, which has been certified by the California Air Resources Board and the federal Environmental Protection Agency as a zero-emission vehicle.

The FCX has a range of up to 220 miles, seating for four and the performance characteristics of a four-cylinder Honda Civic. City employees will use the vehicles as regular pool cars and for commuting. Plans for refueling systems are being developed.

Almost every major automaker is developing fuel-cell-powered vehicles, and most have announced plans to begin field tests over the next several years.

Torrance-based Toyota Motor Sales America, the U.S. arm of Japanese automotive giant Toyota Motor Corp., earlier this year said it will sell or lease a sizable number of fuel-cell vehicles to private and government entities in North America by year's end, but so far it has not identified its customers. And DaimlerChrysler officials in Germany said Monday that the company will place 60 fuel-cell cars with customers in Europe, Asia and the U.S. for field tests beginning next year.

Fuel-cell-powered vehicles convert hydrogen to electricity in an electro-chemical process. The Honda model has water vapor as its only tailpipe emission. The electricity then powers an electric motor that propels the vehicle.

Unlike battery-powered electric cars, fuel-cell vehicles do not need to be recharged from the electric power grid. They do, however, need a steady supply of fuel-grade hydrogen, and most fuel-cell development specialists say it will be a decade or more before a nationwide retail hydrogen fuel system could be readied. 

http://www.latimes.com/news/science/la-na-cars10oct10,0,1386516.story?coll=la%2Dnews%2Dscience
Calif. Overstepped Authority on 'Clean' Cars, U.S. Contends

Policy: State's revision of 'zero emissions' rule intruded on federal jurisdiction, officials say.

By ELIZABETH SHOGREN, TIMES STAFF WRITER

Los Angeles Times October 10 2002

WASHINGTON -- For three decades, the federal government has allowed California to plot its own course in its war against air pollution.

But on Wednesday, the Bush administration sided with DaimlerChrysler and the General Motors Corp. in a lawsuit charging that California had overstepped its authority in revising its "zero emissions" vehicle rule last year.

"This is an impermissible intrusion into the federal government's jurisdiction," said Chet Lunner, a spokesman for the U.S. Department of Transportation, explaining why the federal government intervened in the case before the U.S. 9th Circuit Court of Appeals in San Francisco.

State officials and environmentalists said the action was significant because it marked a departure from the federal government's long-held practice of supporting California's efforts to clean up its smoggy air.

"I am disappointed that the federal government would intervene with our efforts to protect our air quality," Gov. Gray Davis said.

California is the only state in the nation that has the right under federal law to set its own standards, and the state has the nation's toughest pollution regulations.

"The federal government has never stood in California's way before," said David Doniger, policy director for the Natural Resources Defense Council's Climate Center.

In June, a federal judge temporarily blocked California from moving ahead with the revisions while the case was being heard. These revisions would give auto companies options in how they meet their quotas for "zero emissions" vehicles, including granting credits for hybrid vehicles, which are powered by a combination of a gasoline engine and electricity.

In its brief, the federal government argued that granting credits for hybrids "preempted" the federal government's sole authority to set fuel-efficiency standards for automobiles, because the criteria for hybrids are defined in reference to fuel-economy standards.

State officials and environmentalists said that the Bush administration action is likely to bolster the companies' legal effort, which has caused havoc with a 12-year-old California program designed to put smog-free electric cars on the freeways.

"It's disappointing," said Sandra Michioku, a spokeswoman for the state attorney general's office. "We believe the federal government should work with California to meet clean-air requirements imposed on the state."

Environmentalists criticized the government for the latest in a string of Bush administration actions that take the side of industry in disputes over environmental policy. Many top officials in the administration have worked for energy interests in the past; Andrew H. Card Jr., the White House chief of staff, formerly was a top lobbyist for the auto companies.

Doniger said the Bush administration sent a clear message in its brief: "Given the choice between clean air in California and car makers, they choose car makers. Given the choice between states' rights and car makers, they choose car makers."

Spokesmen for the automakers said company officials had not had time to read the brief, which was filed late in the day, and would have no specific comment.

"We appreciate the support of all of the organizations that have filed briefs on our behalf," said Kathy Graham, a spokeswoman for DaimlerChrysler. 

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/10/10/BA163801.DTL

Pulling the plug: Carmakers scrap electric vehicles 

Carl T. Hall, San Francisco Chronicle Science Writer Thursday, October 10, 2002 

It used to be the car of the future. Then it became a has-been. Now it's a cause. 

So it goes in the start-stop-start-stop world of the all-electric, charge- and-go, battery-operated car -- the first Edsel of the new millennium. 

Nearly all the big carmakers, including Ford, GM and Honda, are scrapping their "EV" programs, saying there's just no market for cars that come with a leash. 

Now, the few people who have actually tried out the cars are staging protests to press their claim that these cars aren't the dogs their manufacturers say they are. 

Today, EV fanciers plan what may be San Francisco's first all-electric drive-in rally: protesters expect to climb out of a mini-flotilla of Ford Thinks, GM EV1s and Honda EV-Pluses to declare their love for vehicles nobody supposedly wants. 

"There are waiting lists for this car, and the reason is it's really a great car," said Marc Geller, 48, a freelance photographer who gets around in a Think. "It's maddening, it's absolutely maddening. Obviously, people want the damn car, and Ford keeps saying people don't want it. I could sell 5,000 of them myself in this city alone." 

A successful introduction of the electric car might have helped pave the way for wider acceptance of all sorts of low- or zero-emission vehicles. But to clean-car advocates, it seems the automakers have other goals in mind. 

Aficionados blame the electric car's failure not on any inherent problems with the technology or designs, or on any lack of enthusiasm among potential buyers. They blame it on a lack of enthusiasm among carmakers in love with the big profits they make on those honking big SUVs. 

Kenneth Adelman, a computer programmer in Silicon Valley who has a couple of different electric models, calls it a case of "reverse marketing" by the big carmakers. 

"They've managed to pull off a huge marketing coup by convincing soccer moms to drive SUVs," Adelman said, and are now out "convincing the public they don't want electric vehicles. But the fact is, for every person who has one, three of four friends want one." 

If so, most of those friends probably already have an SUV and plenty of disposable income, and just want an electric vehicle as an environmentally friendly, low-maintenance second car to tool about town. 

Electric cars, with their limited range and high price tags, clearly aren't for everybody. Now, it's starting to look as if they aren't for anybody. 

While continuing to battle California's clean-car goals, carmakers say the legitimate market demand for low-emission cars will be met with gas-electric hybrids and, eventually, hydrogen-powered fuel-cell vehicles. Only Toyota still offers an all-electric car, the RAV4-EV, to U.S. consumers -- and expects to sell only 200 or 300 this year. 

All told, no more than about 5,000 electric cars are on the road in California, according to the California Air Resources Board, despite buyer incentives. One factor: long-awaited improvements in battery technology, needed to make the cars go farther and recharge faster, have failed to materialize. 

Typically, electric cars will go no more than 60-120 miles, depending on driving style, speed and terrain, before they need recharging. And although off-peak overnight charging can cut the cost down to a few pennies per mile, it can take four to six hours for a full recharge. 

"Certainly battery technology has not advanced the way we had hoped," said Jerry Martin, an air resources board spokesman in Sacramento. 

And yet, tech-savvy electric-car drivers insist that charge-and-go vehicles deserve a much better consumer buzz than the carmakers have been able to generate. 

Honda's EVplus, canceled two years ago, is "fantastic," said Steve Braunstein, who plays bassoon and contrabassoon with the San Francisco Symphony and, with his wife, has happily driven one of Honda's electrics for five years. 

He and his wife also have a gas-burning car, reserving the EVplus for "general around-town activities." For that, he said, "it's perfect." 

General Motors, the nation's biggest car manufacturer, may be drawing the most heat for its decision to kill the EV1, considered America's pace-setting battery-powered car. 

GM plans to take the cars back once current leases run out, turning most of them over to its engineers tinkering on other advanced-car projects. A few will be sent to universities and museums. One is bound for the Smithsonian. 

"The auto industry, and that includes GM, sees no future in battery-powered cars," said Donn Walker, a GM spokesman in Thousand Oaks. "The reasons are not technical. The reasons are economic. It's that simple. There's no market for these vehicles." 

Even so, some people like them. 

"It's got gobs of torque," said Steve Oddo, a software systems engineer at Dolby Labs in San Francisco, passing everything else on Howard Street during a noontime joyride to Ocean Beach. 

A car like this, he said, "gives you hope for the future of the planet, and a hell of a ride." 

On the dash, though, a digital readout needled him about the car's limited range -- only 54 miles -- before it would need to be recharged, although the actual range turns out to be much longer because some power is recouped when braking. 

It works for Oddo, 39, because he and his wife also own a conventional Subaru station wagon to take for family outings and longer trips. He usually can charge up the EV1 overnight, when rates are low, and he can take his portable charger on the road to plug in wherever he can find a heavy-appliance outlet. 

He spends about the same on electricity as he used to spend on gas. He needs no oil or tuneups. The monthly lease, which includes all routine service, 

runs a stiff $484 with taxes. Still, the EV1 has proven to be "a perfect fit" in Oddo's household, he said, and "it's a blast to drive." 

"You hit the accelerator, and it goes," he said. 

It goes back to GM in December. And that comes as no surprise to those who have studied the car and its prospects. 

"EV1 drivers are fanatics," said Andy Frank, an engineering professor and clean-car innovator at UC Davis. "The trouble is there aren't more than 10,000 of them out there" in a state that soaks up 1.5 million new vehicles a year. 

The EV1's main appeal, he noted, is to well-off, environmentally conscious folks who happen to have a taste for high performance and sports-car styling, and can afford a second car if they need to go more than 60 or 70 miles a day. 

"You ask the common person if they would buy such a car, and the fact is they don't want it," Frank said. "There is a market, but the market is very limited." 

The EV1 is still listed under "Innovations" on GM's slow-changing Web site, "an exceptional car" offering "a different driving experience." 

But GM doesn't buy its own amped-up product propaganda -- certainly not at today's prices. 

"Battery-powered cars are a technology whose time has come and gone," Walker said, estimating the car cost his company "north of $1 billion" to develop and would cost each driver more than $120,000 if the leases reflected "the true cost of manufacture." 

And that, he said, doesn't even count the substantial R&D expenses it took to create GM's latest trailblazing relic. 

E-mail Carl T. Hall at chall@sfchronicle.com. 

http://www.evworld.com/databases/shownews.cfm?pageid=news131002-02

Hydro Quebec & European Manufacturer to Build EV for Europe

Partnership to develop street-ready EV in Europe by 2005. 

Source: Canadian Press [Oct 13, 2002] 

ST-JEROME, Que. (CP) -- Hydro-Quebec said Oct. 10, 2002 it's teaming up with a European automaker to design vehicles to house the utility's electric automobile engine. 

Jean-Rene Marcoux, head of the Hydro-Quebec subsidiary CapiTech, would not name the European firm but said the partnership would produce a street-ready electric car for sale in Europe by 2005. 

The vehicle would be powered by Hydro-Quebec's lithium-metal-polymer (LMP) battery and TM4 wheel-motor system, said Marcoux. 

"These batteries have smaller volume, less weight and can be made at lower cost than what is on the market now," Marcoux said at an international forum on advanced transportation in St-Jerome, Que., north of Montreal. 

Marcoux said with the battery and wheel-motor system working in tandem, the electric cars could eventually overcome most of the cost and weight concerns that have kept them off the consumer market in North America. 

"A car with these two elements can go 250 to 300 kilometres without being recharged," said Marcoux. 

Hydro-Quebec continues to look for a North American partner to design, market and service electric cars using its new technologies. Dumas said Quebec would be an ideal place for the electric car market to take off in North America, because it has plentiful hydroelectric power that's virtually emission-free. 

"It's like running a car on water, in terms of emissions," said Dumas. 

"This motor lasts forever, and the battery lasts 15 years, maintenance-free," he added. 

Dumas said Quebec has more than enough electricity to fuel the transition to electric vehicles. One car would use about as much electricity as a water heater and can be recharged overnight, Marcoux added. 

One major barrier to the development of the electric-car market is that none of the world's top 15 car-makers are interested in producing a series of cars that would sell fewer than 100,000 vehicles per year, Marcoux said. 

Pierre Lavallee, head of the Electric Vehicle Experimentation Centre of Quebec, said it will probably take a disaster such as a major flood to wake up the North American public and governments to the need to scrap polluting technologies, like the internal-combustion engine. 

"The public has to realize that the car and the greenhouse gases it emits are a real danger," said Lavallee. 

http://www.evworld.com/databases/shownews.cfm?pageid=news101002-04

New Clean, Quiet Cars Guzzle Hydrogen

Honda and DamilerChrysler set to lease fuel cell cars in the coming months. 

Source: CNN [Oct 10, 2002] 

They don't use gasoline or electricity, but these new Honda and Mercedes-Benz cars can whiz by at speeds up to 93 mph. 

The new fuel cell cars are powered by hydrogen, the most abundant element in the universe, and they are pollution and noise free. 

The mayor of smog-choked Los Angeles, Jim Hahn, likes them so much he signed a lease with Honda this week that will put city employees behind the wheel of five of the experimental cars by year's end. 

"Hydrogen-powered fuel cell vehicles hold great promise for future clean air vehicles," Hahn said in a press release. "It's important that Los Angeles play a leaving role in development and early use of this technology." 

Not to be outdone, DaimlerChrysler also announced this week the production of a fleet of Mercedes-Benz A-Class cars in the U.S. and Europe. Like Honda's cars, the DaimlerChrysler cars get their power from compressed hydrogen, which mixes with oxygen to create electricity. 

But finding a fueling station won't be easy. Companies who agree to use Mercedes-Benzes' 60 fuel cell cars will also have to install hydrogen-filling stations, and a Honda spokesman said his company still does not have a refueling plan for its version. 

If all that compressed hydrogen sounds dangerous, DaimlerChrysler spokesman Max Gates offered some reassurance. 

"The engineering has been done with the fuel tanks to ensure their safety in all kinds of conditions, including collisions," he said. 

Honda said its cars are certified by the California Air Resources Board and the Environmental Protection Agency. 

And the company claims its fuel cell cars even outlast the Mercedes version, covering 220 miles before needing refueling. The Mercedes car is a hydrogen guzzler in comparison -- getting only 90 miles per tank. 

While the auto industry has tested hydrogen-powered cars for years, this is the first time that automakers are letting average drivers have the keys, a crucial step before the cars can be introduced to the general market. 

That's not likely to happen for a decade or longer while more testing is done, Gates said. 

Hydrogen is the latest in a long line of alternative fuels considered by automakers: electricity, methanol and natural gas among them. 

With pressure to introduce more zero-emission vehicles -- including a California law requiring a percentage of new cars sold in that state to produce no smog -- the car industry is in a race to find a new fuel that will click with consumers. 

Car industry critics say the problem lies with automakers reticent to shell out millions of dollars to develop the technology. Carmakers blame consumers for not embracing alternative fuel vehicles. 

With environmental damage from vehicle emissions mounting, many fleets of alternative fuel cars will have to hit the road to clean the air, said Richard Varenchik, spokesman for the California Air Resources Board. 

"It's really for the automakers to decide to a great extent when they will introduce the cars to a wide enough market and then for the public to use them," Varenchik said. 

http://www.evworld.com/databases/shownews.cfm?pageid=news101002-06

chronicle article on Evs

http://www.evworld.com/databases/shownews.cfm?pageid=news091002-03

Fuel-Maker Introduces At-Home CNG Fueling Unit

At-home natural gas refueling would cost between 60-80 cents for equivalent gallong of gasoline. 

Source: PR Newswire [Oct 09, 2002] 

WASHINGTON -- Trips to the gas station could become obsolete for owners of an at-home fueling appliance for natural-gas vehicles demonstrated for the first time Tuesday. 

Toronto-based FuelMaker Corp. said it will be the first company to mass-market a system that connects to a home's natural-gas supply line to allow owners of natural-gas vehicles to fuel up at home. 

<snip>

http://www.evworld.com/databases/shownews.cfm?pageid=news091002-06

Natural Gas Vehicle Alliance Launced In CA.

Target set to introduce 600,000 CNG vehicles over next ten years in California. 

Source: PR Newswire [Oct 09, 2002] 

WASHINGTON, D.C., Oct. 8 /PRNewswire-FirstCall/ - Westport Innovations Inc. (TSX:WPT) of Vancouver announced today that it is participating in the launch of a California-based natural gas vehicle alliance comprised of 34 government agencies, vehicle and engine manufacturers, natural gas suppliers, fleet operators and environmental groups. 

At a Washington D.C. news conference, the new alliance, known as the California Natural Gas Vehicle Partnership, disclosed its goal of dramatically increasing the use of natural gas vehicles in California over the next ten years. 

The Chairman of the partnership Norma Glover, who is also Chairman of South Coast Air Quality Management District, said the alliance has set a target to increase the number of natural gas vehicles in use in California to 600,000 over the next ten years from the 19,000 today. This includes 100,000 heavy-duty vehicles such as large vans, transit buses, refuse haulers, school buses and large service trucks and 500,000 light-duty vehicles such as pickup trucks, small service vans and passenger cars. 

"If we meet these targets about three per cent of the total number of vehicles on the road in California in 2012 will be powered by natural gas. That's an aggressive but attainable goal," Ms. Glover said. 

"With anticipated increases in population and vehicles on the road, not to mention energy security issues, California must deploy more low-emissions vehicles powered by natural gas. Natural gas vehicles are clean and available today. That's what these goals are about - taking practical steps now to assure clean air and a high quality of life for Californians," she said. 

Dennis Smith, alternative fuels technology manager with the U.S. Department of Energy, said California's plan would likely be used as a model by other states and regional jurisdictions. 

Speaking at the news conference, Westport President and Chief Executive Officer David Demers said that the technology and infrastructure needed to meet California's new deployment goals exist now. 

"Attractive vehicles that are reasonably priced and easily serviceable, combined with readily available fuel, are on the market today. As demand rises, and new commercial technology is quickly brought to market, options for consumers and other users will only increase," said Mr. Demers. 

Westport is participating in the partnership through Cummins Westport Inc., a joint venture with Cummins Inc. of Columbus, Indiana. "Cummins Westport has the capacity to deliver product to meet the partnership's goals both in the short and the long term," said Hugh Foden, President of the joint venture. "We expect to play an important role in the growing market for natural gas vehicles in California." 

Some of the other engine or vehicle manufacturers in the partnership are Ford, American Honda and John Deere. Companies like Pacific Gas and Electric Co.; Waste Management Inc.; and Westport's refuelling affiliate ENRG are also founding members. 

Government agencies in the partnership include the U.S. Department of Energy, the U.S. Environmental Protection Agency, the California Air Resources Board, the California Energy Commission, the city of Los Angeles and the South Coast Air Quality Management District. Environmental groups include the Natural Resources Defense Council, the Coalition for Clean Air and the Union of Concerned Scientists. 
Westport Innovations is the leading developer of gaseous fuel system technologies for diesel engines. Westport's strategy is to cooperate with engine manufacturers on market and product development. Westport has a joint venture with Cummins Inc. of Columbus, Indiana and cooperative agreements with Ford Motor Company of Dearborn, Michigan; Isuzu Motors Ltd. of Tokyo, Japan; and BMW AG and MAN Nutzfahrzeuge AG, both of Munich, Germany. 

More information about the California Natural Gas Vehicle Partnership is available at its Web site www.cngvp.org 

http://www.evworld.com/databases/shownews.cfm?pageid=news091002-07

City of Los Angeles Becomes Nation's First Customer for Fuel Cell Car

Honda plans to lease about 30 fuel cell cars in California and Japan during the next two-to-three years. 

Source: PR Newswire [Oct 09, 2002] 

LOS ANGELES, Oct. 7 /PRNewswire/ -- Mayor Jim Hahn announced today an agreement between the City of Los Angeles and American Honda Motor Co., Inc., to make Los Angeles the first U.S. retail customer for a fuel cell car. 

Under the agreement, City of Los Angeles employees will immediately begin a familiarization program with prototype versions of the Honda FCX. The City will take delivery of the first of five production vehicles before the end of 2002. 

"Air quality in the Los Angeles basin has steadily improved in recent years, thanks in part to the deployment of new environmental technologies," said Mayor Hahn. "Hydrogen-powered fuel cell vehicles hold great promise for future clean air vehicles and it's important that Los Angeles play a leading role in development and early use of this technology." 

The Honda FCX recently was the world's first fuel cell vehicle certified by the California Air Resources Board (CARB) and the U.S. EPA, with both government agencies certifying it as a Zero Emission Vehicle (ZEV). 

The Honda FCX uses hydrogen supplied to a fuel cell "stack" to generate electricity and power it's electric motor. With a maximum output of 80 horsepower and 201 foot-pounds of torque, acceleration is similar to a Honda Civic. The FCX has a range of up to 220 miles and seating for four people, making it practical for a wide range of real-world applications. Los Angeles City employees will use the vehicles on the job as regular pool cars and for commuting. The City and Honda are finalizing plans on refueling support systems to supply hydrogen fuel for the vehicles. 

"This vehicle is now ready for practical use," said Tom Elliott, American Honda executive vice president. "Using a fleet of advanced fuel cell vehicles in a real world environment will help us evaluate these vehicles with our customers. It also will help in the development of a refueling infrastructure needed to support customers of hydrogen-powered vehicles." 

Honda plans to lease about 30 fuel cell cars in California and Japan during the next two-to-three years. The company currently has no plans, however, for mass-market sales of fuel cell vehicles or sales to individuals. 

Honda undertook fuel cell research in 1989 and has been road testing vehicles in the United States and Japan since 1999. Honda has been a member of the California Fuel Cell Partnership (CaFCP) based in Sacramento, Calif., since 1999. 

Honda has a long history of automotive environmental leadership, dating back to 1975 when the Honda Civic CVCC was the first vehicle to meet the amended Clean Air Act standard. Since then, Honda was the first company to market a gasoline vehicle (Civic) meeting the low emission vehicle (LEV) standard in all 50 states and the first to sell a gasoline car meeting California's Ultra Low Emission Vehicle (ULEV) standard and subsequently the "Super" ULEV standard (Accord). 

Honda was the first to sell gasoline-electric "hybrid" cars in the U.S. -- the Insight -- and earlier this year added the Civic Hybrid, the first mass market car with hybrid technology. The Civic GX, a natural gas powered vehicle, is the first and only car certified to the cleanest EPA engine standard (SULEV, Tier 2 Bin 2). 

http://www.evworld.com/databases/shownews.cfm?pageid=news081002-01

Why This Isn't The Car of Tomorrow <snips>

The future has always been about electric cars. So why do the multi-million-dollar plans now lie in the wastepaper basket? 

Source: BBC News Online [Oct 08, 2002] 

The future has always been about electric cars. So why do the multi-million-dollar plans now lie in the wastepaper basket? 

<snip>The car, which could be charged using a standard three-point plug, had been aggressively marketed, at least compared to other vehicles of its ilk. Companies such as the Body Shop, BT and the BBC leased models and even the Metropolitan Police have a Think panda car. 

Not so, say the car makers. And in the UK, at least, they have the backing of Roger Higman, Friends of the Earth's transport expert. 

"It seems that battery-only vehicles just don't give the range the people are used to," says Mr Higman, who believes the failure of the Think signals the end for battery cars. 

<snip>

Although a couple of the big players still make battery-only cars for the US market - Toyota's Rav4, Nissan's Altra - the emphasis is very much on other technologies. Yet David Friedman, of the Union of Concerned Scientists, refuses to write them off. 

"In the future I think we will see a range of fuel technologies, and battery cars will have a place - maybe in our denser urban areas. Battery technology will develop off the back of fuel cells so we might see the range double in the future." 

Ford Back in Red; Pension Liability Soars 

Wed Oct 16, 9:05 AM ET 

By Tom Brown 

DEARBORN, Mich. (Reuters) - Ford Motor Co. (NYSE:F - news), slipped back into the red in the third quarter, amid mounting concerns about the pace of its restructuring efforts, after snapping a year-long losing streak when it returned to profitability in the second quarter. 

On Wednesday, the world's No. 2 automaker reported a third-quarter net loss of $326 million compared with a loss of $692 million in the same quarter last year. 

Before special items, including a writedown of about $500 million for its loss-making sale of Kwik-Fit, a Britain-based vehicle repair chain, Ford said it posted a profit of $220 million or 12 cents per share. 

While that was about four times better than Wall Street estimates, some analysts said the numbers were overshadowed by much larger concerns about a company that lost $5.45 billion last year. 

"Third quarter I think is really a non-issue at this stage," said Bear Stearns & Co. auto analyst Domenic Martilotti. 

Among those concerns, Ford said the return on its U.S. pension fund assets was down 15 percent year-to-date, pushing the fund's underfunding status to $6.5 billion in the third quarter from $3.2 billion at the close of the second quarter. 

About 70 percent of Ford's pension fund assets are invested in stocks. In slides accompanying its earnings statement, Ford said its strong cash position, with a horde of about $25.7 billion as of Sept. 30, would facilitate the management of its pension obligations. 

Tax rebates accounted for more than twice the increase in Ford's gross cash position over the second quarter, however, and cash flow may not be sustainable going forward. 

Ford Chairman and Chief Executive Bill Ford Jr. has insisted that the company's nine-month-old turnaround plan, focused largely on cost cuts aimed at generating $7 billion in pre-tax annual profits by mid-decade, is gaining traction after a slow start earlier in the year. 

But skeptical investors have hammered shares of the corporate giant to 10-year lows in recent weeks, as it was buffeted by analyst reports about cash and market share erosion, Ford's enormous debt and pension liabilities and the capital injections needed to support consumer incentives such as interest-free financing. 

Chief Financial Officer Allan Gilmour said in a statement accompanying Ford's financial results that the company sees a slight profit for the fourth quarter and a full-year profit of about 40 cents per share, within the range of analysts' forecasts. 

NARROW MARGINS 

But Ford's results showed that it lost about $53 for every vehicle built in North America in the third quarter. That compares to a profit of $351 for every vehicle built by General Motor's Corp. (NYSE:GM - news), Ford's leading rival. 

There are signs of improvement, however. Ford lost $1,044 for every vehicle it built in North America in the third quarter last year. 

Ford's U.S. marketing costs, including incentives such as cash rebates, represented 15.9 percent of its revenue in the third quarter, up from 15.6 percent in the second quarter but down slightly from the third quarter last year. 

Shares of Ford have fallen about 44 percent and underperformed those of GM by around 25 percent since the start of the year. 

In preopen trading, Ford shares were down about 4 percent to $8.50 from Tuesday's close of $8.87. 

In an interview late on Tuesday, David Cole, veteran head of the Ann Arbor, Michigan-based Center for Automotive Research, said no one should underestimate the issues confronting Ford and what he described as its worst crisis in 30 or 40 years. 

"It's absolutely necessary for them to shrink, rationalize their business, restructure what they're doing and with that then create the platform going forward for success and profitability," said Cole. 

"They have to do what they're doing and they have to do it as quickly as possible and the alternative to not doing it is pretty abysmal," he said. 

July 2002 Lucerne… almost 600 participants from 35 countries… "FUEL CELL 2002"

http://www.greenwave.com/i/hydrogen_economy.pdf

The Future of the Hydrogen Economy: Bright or Bleak? by Baldur Eliasson and Ulf Bossel 

One of the highlights of the technology conference "THE FUEL CELL WORLD" was the lecture "The Future of the Hydrogen Economy: bright or bleak?" by Baldur Eliasson und Ulf Bossel. The authors presented an analysis of the energetic aspects of the hydrogen economy and concluded that only a small portion of the high grade energy needed to generate hydrogen would actually arrive at the consumer. About 30% is lost by electrolysis; the compression of hydrogen gas to 200 atmospheres takes another 15%; between 30 and 50% are needed for liquefaction of hydrogen. A 40-ton truck can carry 26 tons of gasoline, but only 360 kg of hydrogen. For road delivery of hydrogen, 21 hydrogen tankers must replace every gasoline truck. At relatively short distances more energy is consumed to move the trucks than is delivered to the customer. About 50% of the electrical energy is wasted when hydrogen is generated at gas stations by electrolysis. For the same energy delivery through pipelines, four times more energy is needed to pump hydrogen compared to natural gas. Most likely, for energetic reasons a pure-hydrogen infrastructure will never be established, because there are better alternatives.

The authors show that chemically bound hydrogen can be packaged, transported, stored or transferred at much lower energy consumption. One of a number of choices would be methanol. One cubic meter of that liquid fuel contains 100 kg of hydrogen, while only 70 kg of liquid hydrogen gas are contained at – 253 degrees centigrade in the same volume. A thorough study of the energy consumed to operate a hydrogen economy is suggested. Hydrogen, packaged as methanol, would certainly be a better energy carrier than pressurized gaseous hydrogen. Hydrogen from renewable source could be combined to methanol with carbon from biomass, organic waste and captured CO2. After the use of energy, water and CO2 would be returned to the atmosphere and recycled by nature to plants and electrolysis stations. A methanol economy would be based on the two natural cycles of hydrogen and carbon and thus be environmentally benign. The authors believe that this option should be explored in detail before decisions are made in favor of a hydrogen-only energy future.

http://www.eaaev.org/eaalinks.html

has links to many of  the owner group discussions of different ev cars

http://www.sacbee.com/content/news/environment/story/4921169p-5933223c.html   AND

http://www.bayarea.com/mld/cctimes/news/weather/environment/4367002.htm
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Program keeps tabs on greenhouse emissions
Businesses, institutions and city officials are now tracking pollution hoping to reduce it in California
By Edie Lau
SACRAMENTO - A new form of accounting debuted in California on Thursday, a system in which the currency is not dollars but pounds of carbon dioxide.

Twenty-three businesses, utilities, cities and organizations are the first members of the California Climate Action Registry, a voluntary program under which members calculate their output of carbon dioxide and other greenhouse gases with an eye toward reducing those emissions.

Carbon dioxide, methane and other gases are called greenhouse gases because they trap heat in the atmosphere.

Many scientists think humankind can alter the world's climate -- and may already have begun doing so -- by emitting greenhouse gases, primarily by burning petroleum as fuel.

The climate registry, created by state law in 2000, is a rare example of businesses, institutions and local governments joining together to make voluntary cutbacks ahead of federal mandates.

"The normal thing is not to do anything until regulation comes so as not to be harmed," said Diane Wittenberg, president of the California Climate Action Registry. "(The goal) is to protect and encourage early action."

Registry members follow a standard protocol for calculating their emissions, data that must be checked by an independent third party. The state, in turn, will back the numbers if and when the federal government requires carbon dioxide cuts.

The idea is that registry members may get credit for reductions they can document, dating back to 1990, toward any nationally mandated goal.

<SNIP>

Charter members of the registry include BP America Inc., the energy company; Qualcomm, maker of cellular telephone technology; New United Motor Manufacturing Inc., an automobile-manufacturing joint venture of General Motors and Toyota in Fremont; Pacific Gas and Electric and the Sacramento Municipal Utility District; and the cities of Los Angeles, San Diego, Santa Monica and Sacramento.

<SNIP>

The Bee's Edie Lau can be reached at (916) 321-1098 or elau@sacbee.com. 

http://www.sustainablebusiness.com/features/feature_template.cfm?ID=851

Think Again about Th!nk Mobility: 

Questions for the Long Haul

by Jacquelyn A. Ottman and Dan Sturges

Ford’s recent announcement to end production of its Th!nk Mobility line of electric powered Neighborhood Electric Vehicles  (NEVs) has caused quite a stir in the green business community.  Emotions range from slashed hopes and frustration to outright cynicism.  Questions abound.

Do electric vehicles, as the company maintains, really represent too small a niche for a company the size of Ford?  Despite what appears to be a strong personal commitment to sustainability by Bill Ford Jr. and no doubt many others at Ford, are the company’s precious resources in these tough times better spent figuring out how to power conventional vehicles with fuel cells and hybrids?  Regardless of what Ford did right or wrong, was Th!nk from the start destined for the Green Graveyard, buried alongside the likes of Mobil’s Hefty trashbags, GE’s Energy Choice light bulbs and Deja Recycled Shoes, due to consumer reluctance to pay a premium for green? 

Lest the reader think the demise of Th!nk represents another instance of consumers’ failing to vote green with their pocketbooks,  think again.  The market for small, fuel efficient, and electric cars within that, seems to be alive and well.  We suspect the demise of Th!nk may say more about Ford’s current financial position and what can go wrong when behemoths attempt to radically innovate, than reluctance on consumers’ parts. 

Much more is on the line than one company’s lost eco-innovation and reputation.  Th!nk’s demise represents a timely opportunity to take a step back, to analyze what it takes to market fuel efficient cars—and more importantly, what we all need to keep in mind if we are serious about supporting sustainable  innovation as a nation and a society. 

Meet Real Needs

The “bubble” look, and price of Think’s City Car, with a 50 mile per charge driving range, just may not have hit the mark to entice leasees.  For example, its lease price of $200 a month in its NY Metro area test market may have been too high a price to pay considering one can lease a Honda Civic—with extended driving range for about the same price. 

By combining electric with combustion engine technology under one roof (hybrid electric), Toyota and Honda have figured out how to address consumer needs for conventional styling, fuel-efficiency, low emissions, and extended driving range.   What’s more, Toyota, who brags they are turning a profit on the 300,000 Prius’s sold to date around the world, claims it also delivers a superior quiet ride. Honda recently added a hybrid version to its popular Civic line. 

In Europe, the diesel-fueled Micro Compact Car (MCC), founded by Mercedez-Benz and the creator of Swatch watches, is giving consumers what they want:  a $10,000 price tag, 69 mpg, easy parking, and a fun experience.  Owners can change the colors of side panels at the drop of a hat; slogans like “Reduce to the Max” woo buyers, and enthusiasm is generated by stacks of colorful cars, displayed Matchbox-like in glass towers in several European cities.  110,000 cars have been sold to date, and Daimler-Chrysler, the new owner, is on track to achieve profitability by 2004.
Think Like A System

Given the limited driving range,  what  pure electric vehicles like Th!nk  do best is provide emissions-free and fuel efficient mobility for short distances. That’s why the technology well serves particular applications like transporting golfers around courses, workers around campuses, and the disabled and infirm inside of enclosed spaces like airports.

If cars could be slotted into Darwinian-type niches, electric vehicles would find a cozy but growing spot ideally suited for short hauls, and within a larger system designed to serve the needs of the consumer for convenient, affordable mobility, clean air, and pleasant communities.

This is what Budget Rent-A-Car discovered when they made electric cars available for rental to environmentally conscious businesspeople at LAX airport, and now they say they can’t buy enough of the Toyota RAV4-EV, the only electric suitable for highway use, to satisfy the demand.

This same niche opportunity is being seized by Global Electric Motors (GEM), a Fargo, Nebraska-based start-up and leading manufacturer of NEVs in the U.S., now owned by Daimler-Chrysler.  GEM cars are positioned as “feeders” in car sharing schemes like Seattle’s Flexcar and Boston’s Zipcar that are cropping up around the U.S. They also play a role as part of the transportation systems in planned communities including DC Ranch in Scottsdale, Arizona, Celebration in Florida, and Bay Harbor in Michigan.  

Playa Vista, a community in Los Angeles, recently selected GEM and a companion company, eMotion Mobility, to develop what promises to be the most comprehensive  zero-emission vehicle mobility system in the nation.  This program envisions the wide use of an array of GEM NEVs for passenger and utility purposes as well as zero-emission trams to canvass the property.  Certain vehicles would be shared among residents and businesses through an Internet reservations system or by calling a toll-free number.

Th!nk Mobility positioned their “City” car as a connector to suburban transportation systems. Was this the right niche?

Think Differently

Ford’s 1999 launch of Th!nk seemed headed in the right direction: a spirited philosophy for a new kind of transportation system;  a repositioning of the company as a leader in sustainable  mobility.  So what went wrong with Th!nk? Was Ford too late to the party?  Did its marketing fail to capture consumers’ imagination?  In the U.S., where “big” equates with “safe” and gasoline prices are relatively cheap, this may take some doing. 

The Th!nk portfolio, primarily offered through dealerships, consisted of a City EV, a golf cart-like Neighbor EV, and two electric bikes.  Did such mission-specific vehicles require a different approach to sales?  Rather than choosing a former engineer for the Explorer— regardless of how successful and innovative—to head the Th!ink Mobility division, might they have been better served by someone outside the industry, say from communications or even the weight loss industry with its emphasis on behavior change?  In short, Did Th!nk think differently enough?

Persevere

Successful eco-innovation, like any radical innovation takes perseverance. With the help of its suppliers, MCC, which has already invested over a billion dollars, can afford to hold out until 2004 until it makes its first projected profit, and it continues to invest in new styles and models. Daimler-Chrysler continues to support growth of GEM. For sure, the company that brought us the Mustang and the Taurus—indeed, the company that ushered in an entire new era in mobility a century ago—certainly has the smarts to figure such things out as strategic positioning and creative marketing.   Ford lost $5 billion last year. In better times, they might even have had the power to muscle in on early competitors and to persevere until markets develop more fully and profits can be made.

Things to Think About

The demise of Th!nk begs much larger questions, however.  Our current system of mobility needs to be changed.  We don’t need more cars on the road capable of being driven endlessly, even at higher levels of fuel efficiency.  We need a system that reduces traffic jams, helps transit become more effective, and provides low cost mobility.

Th!nk provided the playing pieces but no game board. However, is it really up to individual companies, no matter how large or storied, to foot the bill for changing the system? Can we create a mechanism by which various societal stakeholders take on the holistic challenges together?

Ford finds itself in a quandary representative of many well-intended sustainability leaders: how do we get from here to there while still making a profit? With competition from Europe and Japan aggressively leveraging the environment   as a source for “eco-innovation” —and potentially driving us out of critical world markets—we all have a stake in the outcome. 

The early death of Th!nk represents a greater loss to Ford than meets the eye.  Ford has missed out on opportunities to begin the transformation to a new kind of transportation company; to provide their 400,000 employees with a much needed morale boost;  and to gain access to new markets here in the U.S. and abroad. We extend our support to the thousands of Ford employees who must be as disappointed and frustrated as we are in the green business community.  If our collective resolve to address the challenges is as strong as the hope Th!nk originally embodied, we’ll all be able to think once again that the prospects for a truly sustainable future will be bright indeed.

Jacquelyn Ottman is president, J. Ottman Consulting, Inc. and author, Green Marketing: Opportunity for Innovation. She is keynote speaker this month's Towards Sustainable Product Design 7 conference  in London. Contact her: jottman@greenmarketing.com

Dan Sturges, is director of Mobility Lab, which serves as a resource for communities designing sustainable transportation.  Contact him: dan@mobilitylab.org 
http://evworld.com/databases/storybuilder.cfm?storyid=437&subcookie=1

Clare Bell: The EV Vet

By Elaine Lissner 

But Bell hasn't always been under the hood. "I grew up in Palo Alto-not quite the People's Republic of Berkeley, but close! My stepfather took me to anti-war rallies in the '60s, and my mother comes from coal country in the north of England, one of the first badly polluted areas in the world. I was a tomboy, and I liked cars, but I was aware from a pretty early age that cars weren't environmentally benign." 

So tinkering with cars was out, but electric cars seemed different. "It was during the Gulf War, and I had been driving my little Nissan Sentra to peace rallies sporting a peace flag, feeling like a hypocrite. Burning gas going to peace rallies!" Determined to make her actions match her words, Bell took advantage of her electrical engineering training and built her first electric car-- from a kit purchased out of the Whole Earth Catalog-- in the garage of her incredulous boyfriend. 

Lightning Bug, the dune buggy-style result, was soon joined by a Porsche 914 conversion, and hobby became job as word of her engineering talents spread. Since then she has worked for a Who's Who of electric car manufacturers, including Green Motorworks; the Pivco City Bee station car program in Alameda, California; Ford's Th!nk Nordic division (the successor to the City Bee); and most recently, Corbin Motors, creators of the Sparrow. 

<snip>

Dressed in dirty jeans and sneakers, her wispy hair shoved under a baseball cap, Bell seems like she'd have no problem fitting into the auto industry. Yet despite her appearance, and despite her list of advanced degrees (including mechanical engineering from Stanford), it hasn't been easy. At Ford's Th!nk Nordic factory in Norway, Bell found herself one of very few women-and when she disagreed with the head of the Th!nk electrical department, she had very little support. In the resulting power struggle, Bell lost. 

<snip>

Now, after eleven years in the electric auto field, the EVet is out on her own, on retainer with Silicon Valley Sparrow-owners to keep their birds running smoothly. Today EleDuck is getting a wiring upgrade so that the sound from the stereo will no longer blink in and out in time with the turn signals. Bell relishes these opportunities to improve the Sparrows and do repairs she wouldn't have had time for as an employee. 

Though the Sparrows are keeping her busy for now, and their owners clearly appreciate the old-fashioned house-call service, this survivor is already thinking about her next incarnation. If Ford follows through on its plan to abandon Th!nk City production (despite demonstrated demand) in favor of suing the California Air Resources Board, she'd love to teach Ford a little lesson about survival. 

"There's nothing on that car that you can't buy from a vendor, except the body. The electrical components are from Siemens or Actia of France, the batteries are from SAFT… There are a few custom-made hoses, but nothing fancy. With a little funding, there's nothing to stop us from putting the Th!nk brains in a Geo Metro body and making a great little car." 

She seems the perfect person to pull this off, combining years of hobbyist experience with time at two major manufacturers. "You can't just take some guy out of school and say, 'Okay, build me an electric car.' To build a good electric car, you need to have lived with a bad one. The auto industry has been slow to take advantage of the years of experience of enthusiasts. But it's not over yet, not by a long shot." 

http://www.evworld.com/databases/shownews.cfm?pageid=news271002-01

French Air Car -- top speed 110 kmh; goes for 10 hours.

Inventor, car enthusiast and environmentalist Guy Negre has built a car powered by compressed air and hopes it will be chuffing along roads across the world within the next few years. 

The car can be refilled with air at home using an electric compressor and Negre hopes that, one day, drivers will be able to recharge the cars in filling stations in three minutes for as little as three dollars. 

The air car, which he says will cost 6,800 euros ($6,700), looks a little like DaimlerChrysler's easy-to-park Smart city car, with one row of seats wide enough for three and a curved, pod-like front end. 

Rather than selling the cars directly, Negre's company Motor Development International offers investors a factory package containing the machinery needed to build the cars. 

"We aim to have the first CAT on the road by mid-2003, with the first on sale toward the end of 2004," said Negre. 

He said MDI had already sold 32 of the small factories and was hoping to swell the total to 300 in the next few years. Each factory would produce 4,000 cars a year. 

"The technology is all there," Negre said. "Now all we need is time and money to get the factories up and running." 

http://www.evworld.com/databases/shownews.cfm?pageid=news241002-07

Toyota to Raise Number of Hybrid Models to Over 10

Source: Kyodo News [Oct 24, 2002] 

NAGOYA, Japan - Toyota Motor Corp. said Oct. 24 it plans to increase the number of its environment-friendly gasoline-electric hybrid vehicle models to more than 10 by the end of 2006 from the current three. The automaker already decided to release the luxury Alphard mini-van (in photo) equipped with the new system by 2004

http://www.evworld.com/databases/shownews.cfm?pageid=news241002-02

Hybrid Cars Gain Star Power

Actors like Alex Baldwin think hybrid-electrics show how faresighted their drivers are. 

Source: CNN [Oct 24, 2002] 

LOS ANGELES, California (CNN) -- California has the ultimate car culture -- it is often said that there, you are what you drive. 

California is also a capital of air pollution, and of efforts to cut down auto emissions. Put those three factors together and you have an unusual trend: a status symbol in reverse -- a cool car that is not exactly a high-performance vehicle. 

Car salesman Chris Cutright has sold so-called 'hybrid' cars to many Hollywood stars. 

"I sold Cameron Diaz her car; Leonardo DiCaprio has bought three Prius' from us, we're talking to Alec Baldwin right now, he's certainly interested in the car," Cutright said. 

The Toyota Prius runs on both petrol and electric power. It is Toyota's entry in the race to develop mass-produced, low-emissions cars. But it is not cheap. The Prius is smaller than the Toyota Corolla, sold for less than $14,000, but costs 50 percent more at $21,000. 

Toyota plan to use the hybrid technology in future models. 

Expectations of developing electric cars have faded as the cars are too expensive and need constant charging. Chrysler is developing the hydrogen-powered fuel cell car, but they are years from mass production. 

Stars appreciate the Prius for its discreet appearance. 

Baldwin said: "The Prius is a great public relations veil, it's a shroud I can wear that will hide me. No one would ever dream I would be the guy behind the wheel of that car, that's great." 

But in Los Angeles, you are what you drive...so what are you if you drive this quiet little car? 

For Baldwin, "you're a genius with foresight, you are a far seeing genius." 

"Certainly somebody who's environmentally conscious," Cutright said. 

http://www.evworld.com/databases/shownews.cfm?pageid=news241002-01

AEP Sodium-sulfur and

AVESTOR  lithium-metal-polymer batteries show great promise

http://www.evworld.com/databases/shownews.cfm?pageid=news221002-01

Despite Lower CO2 Emissions, Diesel Cars May Promote More Global Warming Than Gasoline Cars

Source: American Geophysical Union [Oct 22, 2002] WASHINGTON - Laws that favor the use of diesel, rather than gasoline, engines in cars may actually encourage global warming, according to a new study. Although diesel cars obtain 25 to 35 percent better mileage and emit less carbon dioxide than similar gasoline cars, they can emit 25 to 400 times more mass of particulate black carbon and associated organic matter ("soot") per kilometer [mile]. The warming due to soot may more than offset the cooling due to reduced carbon dioxide emissions over several decades, according to Mark Z. Jacobson, Associate Professor of Civil and Environmental Engineering at Stanford University. Writing in the Journal of Geophysical Research-Atmospheres, Jacobson describes computer simulations leading to the conclusion that control of fossil-fuel black carbon and organic matter may be the most effective method of slowing global warming, in terms of the speed and magnitude of its effect on climate. Not only does soot warm the air to a much greater extent than does carbon dioxide per unit mass, but the lifetime of soot in the air (weeks to months) is much less than is that of carbon dioxide (50 to 200 years). As such, removing soot emissions may have a faster effect on slowing global warming than removing carbon dioxide emissions. 

The model Jacobson used tested 12 identifiable effects of airborne particles, known as aerosols, on climate, eight of which had not previously been described in scientific literature. Jacobson notes that it is not currently possible to quantify each of these effects individually, only the net effect of all of them operating simultaneously. 

"Since 1896, when Svante Arrhenius first postulated the theory of global warming due to carbon dioxide, control of carbon dioxide has been considered the most effective method of slowing warming," Jacobson says in an interview. "Whereas carbon dioxide clearly causes most global warming, control of shorter-lived warming constituents, such as black carbon, should have a faster effect on slowing warming, which is the conclusion I have drawn from this study. The Kyoto Protocol of 1997 does not even consider black carbon as a pollutant to control with respect to global warming." 

The reason the issue of diesel versus gasoline is important, says Jacobson, is that, in Europe, one of the major strategies for satisfying the Kyoto Protocol is to promote further the use of diesel vehicles and specifically to provide a greater tax advantage for diesel. Tax laws in all European Union countries, except the United Kingdom, currently favor diesel, thereby inadvertently promoting global warming, Jacobson says. Further, some countries, including Sweden, Finland, Norway, and the Netherlands, also tax fuels based on their carbon content. These taxes also favor diesel, he notes, since diesel releases less carbon per kilometer [mile] than does gasoline. Nevertheless, the small amount of black carbon and organic matter emitted by diesel may warm the atmosphere more over 100 years than the additional carbon dioxide emitted by gasoline. 

In Europe and the U.S., particulate emissions from vehicles are expected to decline over the next decade. For example, by 2005, the European Union will introduce more stringent standards for particulate emissions from light duty vehicles of 0.025 grams per kilometer [0.04 grams per mile]. Even under these standards, diesel powered cars may still warm the climate more over the next 100 years than may gasoline powered cars, according to the study. 

The state of California is implementing an even more restrictive standard in 2004, allowing only 0.006 grams per kilometer [0.01 grams per mile] of particulate emissions. Even if the California standard were introduced worldwide, says Jacobson, diesel cars may still warm the climate more than gasoline cars over 13 to 54 years. 

In an interview, Jacobson said that new particle traps being introduced by some European automobile manufacturers in their diesel cars appear to reduce black carbon emissions to 0.003 grams per kilometer [0.005 grams per mile], even below the California standard. "I think this is great, and it is an indication that tough environmental laws encourage industry to change. But," he said, "diesel vehicles emitting at this level may still warm the climate more than gasoline over a 10 to 50 year period, not only because of black carbon emissions, but also because the traps themselves require addition fuel use. Gasoline/battery hybrid vehicles now available not only get better mileage than the newest diesels but also emit less black carbon." 

In practice, less than 0.1 percent of light vehicles in the United States run on diesel fuel, whereas more than 25 percent do in Europe. (Almost a third of new European cars in 2000 were diesel powered.) In both the United States and Europe, virtually all heavy trucks and buses are diesel powered, and American diesel consumption rates for all modes of ground transportation combined are about 75 to 80 percent of those in Europe. 

Control of fossil fuel black carbon and organic matter will not by itself eliminate long term global warming, says Jacobson. This would require reductions in emissions of carbon dioxide and other greenhouse gases, in addition to reduction of particles. Other strategies to be considered for reducing black carbon and organic matter from the atmosphere could include the phasing out of indoor biomass and coal burning and improved particle collection from jet fuel and coal burning, he says. This reduction would provide the additional benefit of reducing the 2.7 million people who die annually from air pollution, as estimated by the World Health Organization. The health costs of particulate pollution range, in industrial countries, from $200,000 to $2.75 million per ton, Jacobson notes. 

The research was supported by NASA, the Environmental Protection Agency, the National Science Foundation, the David and Lucile Packard Foundation, and the Hewlett-Packard Company. 

http://seattlepi.nwsource.com/transportation/91778_celectric18.shtml

Sparrow in state of Washington--car or motorcycle?

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/10/30/MN172978.DTL

New cars headed in reverse on fuel usage 

Only 3.5 percent of next year's models hit 30 mpg threshold 

Carol Emert, Chronicle Staff Writer

Wednesday, October 30, 2002 

©2002 San Francisco Chronicle. 
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America's automobiles are headed in the wrong direction -- at least when it comes to fuel efficiency, according to new data from the U.S. Environmental Protection Agency. 

E-mail Carol Emert at cemert@sfchronicle.com. 
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A tiny 3.5 percent of 2003 passenger vehicles -- just 33 of the 934 models now rolling into showrooms -- can drive 30 miles or more on 1 gallon of gasoline, according to an analysis of the EPA's 2003 Fuel Economy guide released Tuesday. 

That compares to 5.5 percent of 2002 vehicles, or 48 of the 865 models released last year, that get 30 mpg or better, according to an analysis by the Associated Press. 

"It's very unfortunate, given what's going on in the Middle East, that automakers are continuing to offer products that increase oil dependency," said David Friedman, senior analyst with the Union of Concerned Scientists in Berkeley. 

The EPA has estimated that a driver can save $1,500 over five years by switching to a car that gets 30 mpg from a 20 mpg model. That's assuming a cost of $1.50 per gallon of gas and 15,000 miles driven each year. 

The possibility of a war against Iraq has dramatically increased the price of crude oil, and lawmakers in Washington and Sacramento are tussling over regulations to lower pollution and conserve the world's limited supply of fossil fuel. 

Americans' penchant for large, gas-guzzling sport utility vehicles is largely responsible for a steady decline in fuel efficiency since 1988. Light trucks including SUVs, whose average fuel efficiency was 17.3 mpg last year, now account for about half of the new vehicles sold in the United States. 

Diane Steed, president of the pro-SUV Coalition for Vehicle Choice, said fuel-efficient vehicles such as hybrids are well and good -- "but they are not very popular in the marketplace." The EPA's 10 most fuel efficient models typically make up less than 2 percent of auto sales, she said. 

'VALUING OTHER ATTRIBUTES'

"Right now people are valuing other attributes -- things like towing ability, seating capacity and cargo space -- higher than fuel economy," Steed said. "That's because the price of gasoline is pretty cheap at this point." 

Environmental advocates called Tuesday's report an indictment of American automakers, which failed to produce any of the 10 most fuel-efficient vehicles, 

ceding that ground to Japanese and German companies. 

"Until American manufacturers start using modern technologies like better engines, better transmissions and better aerodynamics, we will continue to pay too much for gas, pollute too much and be in hock up to our eyeballs to OPEC," said Dan Becker, a spokesman for the Sierra Club in Washington, D.C. 

The Honda Insight, a gas-electric hybrid, occupied the top two spots with a manual transmission model that gets 64 mpg and an automatic that comes in at 56 mpg. The Toyota Prius automatic, another hybrid, ranked third at 48 mpg. 

The Honda Civic manual hybrid ranked fourth and the all-gas automatic Honda Civic ranked fifth. The manual Toyota Echo occupied the eighth spot while diesel-burning Volkswagen New Beetles, Golfs and Jettas rounded out the top 10. 

Toyota Motor Corp., whose Prius was the first electric car, has pledged to make all of its products hybrids by 2012 and is gunning to increase its global market share to 15 percent by 2010. 

Among SUVs, the Toyota RAV4 got the best gas mileage, 27 mpg, while five vehicles tied for the worst with 14 mpg: the Cadillac Escalade, the Cadillac Escalade Ext, the GMC K1500 Yukon, the GMC K1500 Yukon XL and the Land Rover Discovery Series II. 

According to the AP analysis, the average fuel efficiency of new models dropped for the third year in a row with the 2003 vintage to 20.1 mpg, a 6 percent drop from the peak of vehicle fuel economy in the late 1980s. 

While the AP number is a simple average of all new models, the EPA tracks fuel efficiency weighted by sales in its annual Fuel Economy Trends Report, which is due out later this year. 

Last year the average fuel efficiency as measured by the EPA was 20.4 mpg, and it is expected to come in between 20 and 21 in this year's report, said Dan Zinger, assistant director in the EPA's office of transportation and air quality. 

At its peak in 1988, U.S. vehicles averaged 22.4 mpg, Zinger said. 

TOUCHY TOPIC IN CALIFORNIA

The new vehicle data is sure to fuel the heated debate over auto regulation, 

both in California and nationally. 

Gov. Gray Davis in July signed landmark legislation requiring automakers to meet not-yet-finalized vehicle emission standards with their 2009 models. California is the first state to impose such regulations. 

The Alliance for Automobile Manufacturers, which could not be reached Tuesday, has pledged to fight the bill. 

Congress attempted to address fuel efficiency in a wide-ranging energy bill this year, but the standards got watered down significantly and the bill had not passed when Congress adjourned in the fall. The issue is likely to be left to the next Congress. 

Big automakers and the Justice Department, meanwhile, are fighting a California mandate that 10 percent of cars offered for sale in the state be electric, or "zero emission." That requirement was supposed to go into effect next year. 

And California's phaseout of the gasoline additive MTBE, which is believed to pollute ground water, is expected to raise the price of gasoline over the next year. 

The EPA's Fuel Economy Guide, which provides detailed statistics for each 2003 model car, van and truck sold in the United States., can be downloaded at www.fueleconomy.gov. 

--------------------------------------------------------------------------------

BEST, WORST MILEAGE

The 2003 model vehicles that get the best and worst fuel economy by vehicle classification, as rated by the Environmental Protection Agency. Numbers following the vehicles reflect fuel economy first in city driving, then highway driving, then combined: 

Two-seater 

Best: Honda Insight (electric-gas hybrid) 61/68/64 

Worst: Ferrari Enzo Ferrari 8/12/(no combined figure provided) 

Minicompact 

Best: BMW Mini Cooper (manual) 28/37/32 

Worst: Aston Martin DB-7 Vantage Coupe and Volante (manual) 11/18/13 

Subcompact 

Best: Volkswagen New Beetle (manual, diesel) 42/49/45 

Worst: Ferrari 456 MGT/MGTA (automatic) 10/15/11 

Compact 

Best: Toyota Prius (electric-gas hybrid) 52/45/48 

Worst: Bentley Continental R 11/16/13 

Midsize 

Best: Honda Accord (manual) 26/34/29 

Worst: Bentley Arnage 10/14/12 

Large 

Best: Chevrolet Impala 21/32/25 

Worst: Bentley Arnage LWB 10/14/12 

Small station wagons 

Best: Volkswagen Jetta Wagon (diesel, manual) 42/50/45 

Worst: BMW 540i Sport Wagon (automatic) 17/21/19 

Midsize station wagons 

Best: Ford Focus (manual) 27/36/31 

Worst: Audi S6 Avant 15/21/17 

Sport utility vehicles 

Best: Toyota RAV4 (manual) 25/31/27 

Worst: (five-way tie) Cadillac Escalade, Cadillac Escalade Ext, GMC K1500 Yukon, GMC K1500 Yukon XL, Land Rover Discovery Series II 12/16/14. Flexible fuel vehicles, when using ethanol (five-way tie): Chevrolet K1500 Avalanche, Chevrolet K1500 Suburban, GMC K1500 Yukon, GMC K1500 Yukon XL, Chevrolet K1500 Tahoe 10/13/12 

Minivans 

Best: (two-way tie) Chrysler Voyager/Town & Country, Dodge Caravan (both 2WD) 21/27/23 

Worst: Kia Sedona 15/20/17. Flexible fuel vehicle, when using ethanol: Chrysler Voyager 2WD 13/17/14 

Small pickup 

Best: (two-way tie) GMC Sonoma, Chevrolet S10 (four-cylinder, manual, 2WD) 22/28/24 

Worst: (two-way tie) GMC Sonoma, Chevrolet S10 (six-cylinder, manual, 2WD 16/24/19 

Standard pickup 

Best: (two-way tie) Ford Ranger, Mazda B2300 (both manual, 2WD) 24/29/26 

Worst: (two-way tie) Dodge Ram 1500 4WD, GMC K1500 Sierra Denali AWD (both automatic) 12/16/14. Flexible fuel vehicles, when using ethanol: (two-way tie) GMC K1500 Sierra, Chevrolet K1500 Silverado (both automatic, 4WD) 10/12/11 

Cargo van 

Best: (Two-way tie) Chevrolet Astro, GMC Safari (both 2WD) 17/23/19 

Worst: Dodge Ram 2500 2WD 13/14/14; Flexible fuel vehicle, when using natural gas: Dodge Ram 2500 2WD 11/19/14 

Passenger van 

Best: (two-way tie) Chevrolet Astro, GMC Safari 2WD 16/20/17 

Worst: (three-way tie): GMC H1500 Savana Pass Van AWD, Ford E150 Club Wagon, 

Chevrolet H1500 Chevy Express AWD 13/17/15 

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/10/31/BA32966.DTL

Fuel-cell station opens in East Bay 

It extracts hydrogen from water 

Janine DeFao, Chronicle Staff Writer

Thursday, October 31, 2002 

©2002 San Francisco Chronicle. 
A hydrogen-powered car of the future moved closer to the present with the unveiling Wednesday of the Bay Area's first hydrogen fueling station in Richmond. 
For now, the station will be used to fill up the 16 fuel-cell prototypes being tested by the California Fuel Cell Partnership in West Sacramento, since such cars are not expected to be available commercially for at least a decade. 

But officials said the opening of the $300,000 hydrogen pump, which resembles a large gasoline pump but produces hydrogen from water, was a significant step. 
"Imagine a world filled with zero-emission vehicles and no pollution. . . . Imagine an America not dependent on foreign oil," said Contra Costa County Supervisor Mark DeSaulnier, a member of the California Air Resources Board. "This isn't a dream. This is a reality that's beginning here today." 
While the public may have to wait for hydrogen fuel-cell cars, whose only exhaust is water vapor, automakers already are working to get the cars on the road as part of fleets. Los Angeles recently signed a deal with Honda for five fuel-cell cars. 
AC Transit, which provided space at its Richmond yard for the fueling station, plans to have three fuel-cell buses in operation by mid-2004 as part of a $15 million fuel-cell program. 

Among the barriers to bringing fuel-cell cars to the market is the lack of infrastructure and the cost of producing the engines, now estimated at $30,000, compared to $3,000 for a regular internal combustion engine. 
But the number of fueling stations is growing, as is the number of cars. 
The fuel-cell partnership, a consortium of automakers, government agencies and others, expects to have 60 cars on California roads by the end of next year, said Don Huberts, chairman of its steering committee. 
The Richmond fueling station, built by Toronto-based Stuart Energy, is the company's fifth in California, with the rest in Southern California. 
E-mail Janine DeFao at jdefao@sfchronicle.com 
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Toyota Still Plans to Sell 300,000 Hybrid Vehicles a Year By 2005

Toyota reaffirmed it aims to sell a total of 300,000 electric-gasoline hybrid vehicles a year by 2005 

Source: [Nov 02, 2002] 

By Norihiko Shirouzu, Staff Reporter of The Wall Street Journal 

DETROIT -- Toyota Motor Corp. reaffirmed it aims to sell a total of 300, 000 super-efficient, electric-gasoline hybrid vehicles a year by 2005. 

Toyota's reaffirmation came in response to a news report earlier this week that said the auto maker plans to use hybrid engines in all vehicles by 2012 to increase fuel efficiency and reduce tailpipe emissions. The report also said Toyota won't sell 300,000 hybrids annually until 2007. 

Kevin Webber, a Toyota spokesman in Ann Arbor, Mich., said the report was " inaccurate," which he said stemmed from a "misinterpretation" of comments in Japanese made by a Toyota executive. 

Mr. Webber said it is "technically infeasible" to use hybrid systems in all vehicles Toyota sells around the world in 10 years. He said Toyota continues to aim to sell 300,000 hybrids a year by about 2005. 

Last month, Toyota's president Fujio Cho said the No. 1 Japanese auto maker will expand its lineup of gasoline-electric hybrid vehicles into larger vehicles, such as midsized sport-utility vehicles and minivans, as it tries to sell a total of 300,000 hybrids a year by 2005. 

Cho said Toyota "will expand hybrid systems into an array of models, including larger vehicles." 

Already, Toyota recently has begun selling in Japan a hybrid minivan called the Estima. In the U.S., Toyota currently sells only one hybrid, the small Prius car, while in Japan its lineup includes the Prius and a Crown luxury car equipped with a so-called "mild" hybrid system, in addition to the Estima.

http://www.evworld.com/databases/shownews.cfm?pageid=news011102-03

ZAP Voltage Vehicles Bids for Ford Th!nk

ZAP offers $10 million for abandoned electric car program. 

Source: Reuters [Nov 01, 2002]  [EXCERPTS]

SAN FRANCISCO, Oct 31 (Reuters) - Zap , a California maker of electric bikes and scooters, said on Thursday it had made a $10 million offer to buy Ford Motor Co.'s Think electric vehicle division, which the auto giant scrapped this year due to poor demand.

"Zap's prime business is the high technology -- the electric vehicle transportation business -- that is our only business," Gary Starr, Zap's chairman, told Reuters.

"There is demand for electric vehicles, but it doesn't seem that the conventional auto makers are making them available for sale. That is Zap's mission."

Zap, through its subsidiary Voltage Vehicles, has offered up to $10 million in cash, stock and warrants to purchase all of Ford's electric vehicle assets, including the Think City car program. The company, which trades in the over-the-counter market, did not detail how much of its bid was made in cash and how much in stock or warrants.

Ford paid $23 million in 1999 for the Norway-based electric vehicle company Pivco Industries, renaming it Think or TH!NK, and has since invested $100 million in the technology in response to environmental regulations on fuel economy and emissions.

In August, however, Ford announced it was pulling the plug on the Think program, saying disappointing sales and lack of government support for electric vehicle programs had reduced its viability in the mass market.

Ford said it would try to sell Think, or work with the Norwegian government to transform the company to create a viable business. Think has two facilities outside Oslo and employs about 150 people.

A Ford spokeswoman said Thursday the Think unit was still officially for sale, noting that the company would not comment on possible bids or deals that had not been finalized.

SCOOTERS, BIKES ... AND CARS?

Zap, founded in 1994 and based in Sebastopol, California, currently produces a range of electric scooters and bicycles and logs sales of about $8 million annually, Starr said.

He said the company was convinced that Think electric cars could be a valuable addition to its product line, and that the cars could find a market among environmentally conscious and technically savvy consumers.

"We believe that there is some new technology that is becoming available that will make electric vehicles even more cost effective than they currently are," Starr said.

"What we have found is that the people who have rented or leased the cars are very interested in purchasing those cars. In fact, the people who have leased the Ford cars have told us they all want to buy the cars."

The Think City, a two-seater

http://www.evworld.com/databases/shownews.cfm?pageid=news311002-01

New Electric Car Launch in New York

GEMs can be registered in New York State for operation on private property and public roads. 

Source: PR Newswire [Oct 31, 2002]  [excerpt]

NEW YORK, Oct. 30 /PRNewswire/ -- New Yorkers have a new, clean and efficient way to get around their neighborhoods and the state with the introduction of Global Electric Motorcars, LLC Neighborhood Electric Vehicles (NEVs).

The two- and four-passenger GEMs can be registered in New York State for operation on private property and public roads with speed limits up to 35 miles per hour. The five-horsepower GEMs, a federally approved low-speed vehicle (LSV), have a top speed, on road, of 25 miles per hour.

According to GEM President Ken Montler, GEMs are ideal alternatives to a full-size automobile for short trips, as 

Smaller than a "normal" automobile, yet meeting safety requirements set by both the National Highway Safety Administration and New York with equipment like three-point seat belts, safety-glass windshield, wipers, headlights, turn signals, and mirrors, GEMs can maneuver into places cars cannot, yet still carry up to four people and their cargo.

Recharging a GEM can be done at any standard 110-Volt outlet, which means the 35-mile (approximate) range can be extended simply by plugging into an outlet each time the vehicle reaches a destination. "And GEM users generally travel less than 10 miles a day, so recharging is not an issue," said Montler.

New York becomes the 38th state to legalize on-road use of the GEMs, which began production four years ago in Fargo, ND. DaimlerChrysler, in December 2000, purchased Global Electric Motorcars, the largest United States producer of street-legal electric vehicles.

GEMs sold in New York come with unique standard equipment including an integrated heater/defroster, rear license-plate light, reverse light, side-markers, center-high-mounted stop light, day/night rearview mirror and front-seat three-point seat belts.

Further information is available at htpp://www.gemcar.com .

http://www.evworld.com/databases/shownews.cfm?pageid=news311002-05

Panel Sees Cleaner Diesel Fuel by 2006

Industry sees no technical obstacles to prevent introduction of nearly sulfur-free diesel feul by 2006. 

Source: AP [Oct 31, 2002] 

WASHINGTON (AP) - There are no technical problems that should prevent refiners from producing nearly sulfur-free diesel by 2006 when new requirements for the cleaner fuel go into effect, an advisory panel told the Environmental Protection Agency on Wednesday.

The cleaner fuel is critical to reducing pollution from large trucks whose exhausts are blamed by health experts for thousands of premature deaths and for adding to the frequency of respiratory ailments such as asthma.

The report by an independent review panel, whose members included both oil industry representatives and environmental advocates, concluded 

there are no technological impediments'' to refineries reducing the amount of sulfur in diesel from the current 500 parts per million to 15 parts per million.

Despite some uncertainties in developing the new fuel for the market by mid-2006, 

none of these uncertainties is considered insurmountable,'' the panel said.

It said the industry is well on its way to complying with the regulation, which was issued in early 2001, only weeks before the end of the Clinton administration.

Last year, EPA Administrator Christie Whitman, while supporting the cleaner diesel rule, asked an independent panel to assess any technological barriers to compliance.

The cleaner diesel fuel is viewed as essential to reducing tailpipe emission from large trucks and buses because the current sulfur content prevents pollution control equipment from working properly. The EPA estimates that by 2007, truck exhausts will account for one-fifth of the microscopic soot and 30 percent of the smog-causing chemicals coming from all motor vehicles.

The oil industry has argued that while refiners can dramatically cut sulfur levels in diesel, the 15 parts per million standard would cause problems in distribution and possibly lead to fuel shortages.

Ed Murphy, a vice president at the American Petroleum Institute, the large oil companies' trade group, said the industry would not seek to postpone the diesel requirement. But he said the EPA has to work with the industry to address 

potentially significant'' problems in getting the cleaner diesel to markets and avoiding possible shortages.

The oil industry said it plans to press for more flexibility in the requirement and expansion of a credit trading system that would ease the burden on some refiners, as well as address problems with fuel contamination during transit and other distribution issues.

The report by the Clean Diesel Independent Review Panel acknowledged that it did not attempt to address fuel distribution or supply issues, but focused only on technological issues facing refiners in developing the nearly sulfur-free diesel fuel.

The EPA plans a series of workshops on distribution issues.

Panelist William Becker, who represents state air pollution control officials, said the findings demonstrate that the oil industry is well on it way to complying with the low-sulfur fuel regulation.

It shows there are no technological show stoppers,'' said Becker, executive director of the State and Territorial Air Pollution Program Administrators.

http://www.evworld.com/databases/shownews.cfm?pageid=news301002-01

Hybrids: Not Just for Environmentalists Any More?

Hybrid electric vehicles don’t have to be high-mileage snoozers built solely to satisfy government mandates and cater to the environmentalist fringe movement. 

Source: [Oct 30, 2002] by David E. Zoia

DETROIT – Hybrid electric vehicles don’t have to be high-mileage snoozers built solely to satisfy government mandates and cater to the environmentalist fringe movement.

HEVs can be fast, agile – and fun.

So says Ford Motor Co. engineer Anthony Grabowski, who ticks off ways to put more emotion into HEVs and broaden their appeal to more mainstream consumers. 

"There are some common misconceptions about HEVs," he says during a panel on making cars functional and fun to drive at Convergence 2002. "And a lot of them have to do with people thinking they can’t be fun to drive and enjoyable to own."

Government mandates to increase fuel economy and reduce emissions are not mutually exclusive to providing buyers with vehicles that are quicker out of the blocks and more agile on the road, he says.

In parallel systems where the electric motor is used to augment drive provided by an internal combustion (IC) engine, HEVs can generate superior off-the-line acceleration, Grabowski notes. 

As evidence, he sites two separate Ford hybrid test vehicles in which roughly twice the torque is generated when both electric and IC power is used at takeoff than with the IC engine alone.

And because of the power boost provided by the electric motor, there’s the opportunity for less frequent shifting of gears by the driver, he says.

Incorporating electric power steering also can provide better handling – and these systems can be tuned almost infinitely toward performance or comfort through simple tweaks to the software, Grabowski says. Electric steering also helps hike fuel economy 2% to 3%, he adds.

Use of regenerative braking improves stopping power and, incorporated with brake-by-wire, provides a better pedal for the driver, he says. These systems also can be integrated with other vehicle dynamics technology such as electronic stability systems.

Putting the electric motor at the axle not driven by the IC engine also can provide all-wheel drive, while cutting weight and inertia by eliminating the power takeoff unit and prop shaft needed in conventional AWD systems, says Grabowski.

Challenges remain, he admits. Chief among them, the difficulty in packaging additional components needed for hybrid systems, the tooling of those parts and the inherent cost of it all.

But if consumers are ever going to be convinced to pay the tab, auto makers will have to make the HEV a more feature-laden, performance-oriented proposition, Grabowski says.

"That may be the most important (thing)," he says. "We’ll never be able to drive all the cost out. The way (to sell HEVs) is to make the vehicles as fun to drive as possible."

http://www.evworld.com/databases/shownews.cfm?pageid=news291002-01

Diesel Powers Four of the Top Ten Most Fuel-Efficient Vehicles in Annual Government Rankings

Diesel Forum press release. 

Source: PR Newswire [Oct 29, 2002]

WASHINGTON, Oct. 28 /PRNewswire/ -- A new government report highlights the potential for clean diesel to help meet the nation's growing energy and environmental demands, according to the Diesel Technology Forum. In their annual fuel economy rankings for the new model year to be released tomorrow, the U.S. Department of Energy (DOE) and Environmental Protection Agency find that four of the top ten most fuel-efficient vehicles are diesel-powered.

"Every year, this report brings much needed attention to the energy efficiency of diesel technology," said Allen Schaeffer, the Forum's executive director. "These rankings underscore the role advanced clean diesel cars, trucks and SUVs could play in improving U.S. fuel economy and energy security."

Diesel-powered passenger vehicles range from 20 to 40 percent more fuel- efficient than similar sized gas-powered vehicles. Some diesel cars in Europe can attain up to 78 miles per gallon, thanks in part to developments in diesel fuel injection systems. Today's diesels have also made tremendous advances in exhaust controls and after-treatment technology leading to lower emissions.

"Aside from their superior fuel efficiency, state-of-the-art diesel vehicles are clean, quiet and fun to drive," continued Schaeffer. "Even the chairman of the California Air Resources Board -- one of the most aggressive environmental regulatory agencies in the world -- now sees clean diesel playing a leading role in meeting the state's long-term energy and environmental goals."

According to a recent study, advanced clean diesel engines already account for about one-third of all vehicles in Europe. In some European countries, diesel cars have over 50 percent of the total market share and upwards of 60 percent of new car sales. The report -- "Demand for Diesels: The European Experience" -- is available for download on http://www.dieselforum.org .

Gradually increasing Americans' use of currently available clean diesel technologies in cars, trucks and SUVs to levels seen today in Europe would reduce net crude oil imports by 350,000 barrels per day by 2020, according to the DOE.

The Diesel Technology Forum brings together the diesel industry, the broad diesel user community, civic and public interest leaders, government regulators, academics, scientists, the petroleum refining industry, and public health researchers, to encourage the exchange of information, ideas, scientific findings, and points-of-view related to current and future use of the new advanced clean diesel power technology.

http://www.salon.com/news/col/huff/2002/10/29/suv_ad/index.html

More on the SUV ad fund

We've lined up a producer and director -- and now you can contribute online!

By Arianna Huffington

Oct. 29, 2002  |  We've had an overwhelming response to the suggestion in my column that we mount a citizens' ad campaign aimed at getting people to stop driving SUVs and other gas-guzzling vehicles -- and jolting our leaders into taking action. 

It's been a busy and productive week. Lawrence Bender, producer of "Pulp Fiction" and "Good Will Hunting," and director Scott Burns, co-creator of the "Got Milk?" ad campaign, have agreed to donate their services to make these ads a reality through A Band Apart, Bender's production company. To get these ads on the air we are establishing a nonprofit fund for the sole purpose of creating them. 

Many of you have asked where you can contribute. The Natural Resources Defense Council was kind enough to take donations for an interim period, but now that we've got our independent fund up and running, please send your donations to: 

SUV Ad Fund/A Band Apart    7966 Beverly Blvd. 2nd Floor    Los Angeles, CA 90048

If you would prefer to make your contribution online using PayPal, please use this link. 

Thank you so much for taking a stand. 

About the writer

Arianna Huffington is a nationally syndicated columnist and author of eight books. Her most recent, "How to Overthrow the Government," was published in 2000 by Regan Books (HarperCollins). 

ARIANNA ONLINE  1158 26th Street, P.O. Box 428  Santa Monica, CA 90403
arianna@ariannaonline.com
http://www.salon.com/news/col/huff/2002/10/22/oil/index.html

An ad George Bush should love

"I helped blow up a Bali nightclub -- by driving my SUV to work every day!"

By Arianna Huffington

Oct. 22, 2002  |  The Bush team's ridiculous and wildly inflammatory anti-drug ads are still running in heavy rotation. You know the ads I'm talking about -- the ones where innocent-looking, middle-class teens admit their culpability for the consequences of the drug trade. "I helped blow up buildings," says one doe-eyed youth. 

So if that is legitimate logic, and our president says that it is, I wonder if we might turn the tables on him by starting a little ad campaign of our own to sabotage another misguided Bush campaign: the War on Conservation. 

The thought occurred to me after the startling announcement that the administration was taking precious time off from an actual, necessary war -- the one on terrorism -- to sue the state of California for daring to require that carmakers put more energy-efficient models on the road. 

Turning the letter of the federal Clean Air Act against its clear intent, Department of Justice lawyers lined up on behalf of the administration's friends in the hydrocarbon-loving auto-manufacturing industry and argued that as long as California's cars are in compliance with the lax federal standard, the state cannot impose a tougher one. For those keeping score, the Bush administration is in favor of states' rights when the states want to weaken federal safety standards of any kind, and against states' rights when the states want stronger measures. 

So how about using the same shock-value tactics the administration uses in the drug war to confront the public with the ultimate -- and much more linearly linked -- consequences of their energy wastefulness? Imagine a soccer mom in a Ford Excursion (11 mpg city, 15 mpg highway) saying, "I'm building a nuclear bomb for Saddam Hussein." Or a mob of solo drivers toodling down the freeway at 75 mph shouting in unison, "We're buying weapons that will kill American soldiers, Marines and sailors! Yahoo!" 

It's not just a fantasy. Last week, talking to my friend Scott Burns, co-creator of the "Got Milk?" campaign, I was delighted to hear that he already had two ad scripts ready to go. The first one feels like an old Slim Fast commercial. Instead of "I lost 50 pounds in two weeks" the ad cuts to different people in their SUVs: "I gassed 40,000 Kurds," "I helped hijack an airplane," "I helped blow up a nightclub," and then in unison: "We did it all by driving to work in our SUVs." 

The second, which opens on a man at a gas station, features a cute kid's voice-over throughout: "This is George." Then we see a close-up of a gas pump. "This is the gas George buys for his car." Next we see a guy in a suit. "This is the oil company executive who makes money on the gas George buys." Close-up on al-Qaida training film footage: "This is the terrorist organization supported by money from the country where the oil company does business." It's followed by footage of 9/11: "We all know what this is." And it closes on a wide shot of bumper-to-bumper traffic: "The biggest weapon of mass destruction is parked in your driveway." Pretty effective. 

Can the administration seriously deny that oil dollars do, actually, finance a spreading slick of evil in the world today? In Iraq, oil money has kept Saddam's repressive regime afloat even in the midst of tough U.N. sanctions. According to a report just released by the CIA, Saddam has been spending his oil money on conventional arms and weapons of mass destruction, while starving and torturing his own people. 

In Saudi Arabia, our second largest foreign supplier of oil, the money you spend at the pump over here pays for a feudal monarchy that gorges itself on excess while bankrolling terrorist mischief abroad with its support of suicide bombers. 

Even our close ally Kuwait, our 11th largest oil supplier, manifests an ambivalence toward America that, if you accept the Bush administration's drug-war arguments about the validity of remote effects, resulted in this month's assassination of an American Marine on military exercises. Thank you, Exxon. 

Would it be so painful for us to slow down the intravenous drip of oil that keeps these hideously anti-American regimes alive? There are car companies with electric and hybrid cars already on the market. And a little pressure on our wasteful ways could unleash a new wave of good old American inventiveness. 

But instead of applying the marketing skills it uses for its wrongheaded drug war to the eminently worthwhile cause of saving energy, Bush Inc. has sided with the Enrons of the world to stifle energy-saving technology and keep America in an artificially prolonged state of dependence. 

Of course, waiting for the Bush administration to get religion on energy conservation would be about as fruitful as waiting for Saddam to welcome U.S. inspectors to his palaces. It ain't gonna happen. Unless, that is, the public makes it happen. Anyone willing to pay for a people's ad campaign to jolt our leaders into reality? 

http://www.evworld.com/databases/shownews.cfm?pageid=news230902-10

UC Davis HEV Joins Challenge Bibendum in Europe

Futurecar in Europe: UC Davis Gas-Electric Hybrid in Michelin's 'Challenge Bibendum' Alongside Industry Giants 

Source: Ascribe Newswire [Sep 23, 2002] 

DAVIS, Calif., Sept. 17 (AScribe Newswire) -- A high-mileage, low-pollution car built by students at the University of California, Davis, will drive from Hockenheim, Germany to Paris, France between Sept. 22 and 25 as part of the Challenge Bibendum, a competition run by tire manufacturer Michelin to promote new technology in automobiles. 

UC Davis is the only university represented among 70 participants including auto industry giants Ford, DaimlerChryser and Honda. Graduate students Eric Chattot, Thomas Dreumont and Charnjiv Bangar from the university's Hybrid Electric Vehicle laboratory will drive the car. 

The UC Davis vehicle, "Coulomb," is a Mercury Sable converted to a gas-electric hybrid engine with a continuously variable transmission. An electric motor drives the wheels at lower speeds for city driving. On the highway, a 660 cc gas engine provides extra power and also maintains battery charge. The batteries can also be recharged from a domestic power supply. Coulomb has an all-aluminum body to reduce weight with additional streamlining to reduce wind resistance. 

Coulomb is designed to achieve fuel economy of over 50 miles per gallon and acceleration of zero to 60 miles per hour in 11 seconds while meeting California's Super Ultra Low Emissions Vehicle (SULEV) standards. 

Competitors in the Challenge Bibendum -- named after Michelin's "tire man" mascot -- are judged on pollution, noise, fuel economy, performance and safety under normal road conditions as well as on design. The competitors will visit the European Parliament in Strasbourg, France and display their vehicles at the Paris Motor Show on Sept. 26. 

Coulomb was the UC Davis team's entry for the 1998-99 FutureCar competition, sponsored by the U.S. Department of Energy and U.S. auto makers. The team won awards for Best Design Review, Best Application of Advanced Technology and Best Technical Report in that competition. 

More information: 

UC Davis Hybrid Electric Vehicle Center: 

http://www.team-fate.net/index.html 

Challenge Bibendum: http://www.challengebibendum.com

http://evworld.com/databases/storybuilder.cfm?storyid=440&subcookie=1

Honda Insight

Honda's battery electric EV Plus offered seating for four and a 100 mile range. Some 300 were built and leased in California. This car served as the basis for Honda's fuel cell program
By Josh Landess    joshl@myrealbox.com

On September 4, I attended the Clean Mobility Symposium at the University of California, Riverside. I had the chance to meet with Stephen Ellis who is American Honda Manager of Alternative Fuel Vehicle Sales and Marketing. 

A lot of us who are fans of alternative fuel vehicles, particularly pure Battery Electric Vehicles, have been disappointed over the last couple of years as we have realized that it's very unlikely we'll soon see our ideal vehicles readily and affordably available. Some of our articles and thoughts have gotten pretty critical of the Auto Manufacturers. I discussed with Mr. Ellis not only the two very low-emission hydrocarbon-burners that were there for test-drive, but also Honda's Electric Vehicle experience with the discontinued EV Plus. 

This was a chance to fulfill some of the goals of the CARB ZEV mandate... to learn, to glean some lessons from one manufacturer's early efforts. If I didn't like hearing some of the hard lessons in EV Economics and Marketing that Honda had apparently learned, if they didn't go completely with some of what I've been thinking and wanted to believe, that didn't matter because I was glad to have the opportunity to hear some straight answers and pass them on to readers for their criticisms and discussions. 

As to the two test drives, what's not to like? It was great to drive two new higher-mileage super-low-emission high-tech Hondas. 

EVW: I wondered if you could go over lessons that were learned with the Honda EV Plus. 

SE: Honda went all out with the EV Plus. They built a ground-up electric vehicle, not a conversion, not based on an existing platform, so it was designed to kind of take advantage of the best capabilities of electric vehicles. From the marketing question side of things, what is the market for EVs? 

Simply put, it took two and a half years to place 300 electric vehicles onto the market. 

Now people ask questions: 

Well, what did you do to market the vehicle? How did you sell the vehicles? 

We introduced it in a market where they had the best possible conditions for success: Southern California. We then moved it to San Diego and the Bay Area, within a few months. One, partly because of demand of those markets and two, because we wanted to expand beyond just L.A. 

Despite that, we could count on on maybe two hands how much response we got from a half page ad in the L.A. Times. We would stay in close touch with the dealers and find out: Okay, we ran this ad on Saturday or Sunday’s newspaper, be it the San Diego Union Tribune or San Francisco Chronicle. Regardless we would run that ad and we could see what the response was. 

From a cost effective standpoint it was fairly poor, but I bring that up only to make sure that I say that, again, we marketed the cars specifically to retail consumers. We did a lot of different things and there’s almost not enough time to go through all the different things we did to market the car. 

Given that, this [300 in 2 ½ years] is the sustainable rate of sales. So you made a point earlier: Well, what if they were marketed nationwide? And my response was: Okay, so what if we did? Maybe the market would be a thousand cars. I think today that would be challenging but still to consumers, if it was a thousand, it still begs the question; to what end? 

Because - now that we have the experience of these early buyers or consumers that lease the vehicle, we saw a battery deterioration that was significant. The range was significantly hindered and it leads to a path of battery replacement. And so with that time period, whether it’s four years or whether it is six years, it’s an extremely expensive proposition regardless of the time. So it’s like you have to just build that in to the cost of the vehicle. 

Public Demand 

The public votes with their actions. They vote with their wallet. The public tends to vote by saying don’t inconvenience me. Don’t make me do things differently just so that I can get through my commute or get through my day. If you add value to a vehicle, I think that’s the key point. Like the hybrids and even for example the Natural Gas Civic, there are certain values that that brings. 

One value that electric vehicles did bring to the operator was charging at home, right? Their ability to fuel from home. And that’s a positive thing. And I think we can all point to that as a prospect for the future that could pan out very well. But it’s those same types of values that customers appreciate. 

[The Civic Natural Gas vehicle can refuel at home, it was pointed out.] So the Civic Hybrid brings values of fuel economy and SULEV emission levels. It brings values of smoothness and quietness as a result of the IMA system and the continuously variable transmission, but those were not necessarily exclusive to a hybrid vehicle or that vehicle. 

EVW: You made a point to me before that I thought was something we EV advocates should really think about. You said that when you looked at the economics that you were looking at back then, at the cost per vehicle of the EV Plus and the question of whether you decide to multiply that out over many dozens of thousands of vehicles, the risk goes up so much that it could become a business-threatening debacle. Not just a few millions might be lost, but a serious risk could occur to the company and shareholders' investment. I thought this was a good point, although I think the cost-per-vehicle calculation would have to come down somewhat with economies of scale. 

SE: At three hundred cars and the significant cost per vehicle, we called it the tuition or the dues we pay to learn about the vehicles and the technology and of course we’re glad to say that we’ve applied that to the hybrid vehicles. And even the Civic Hybrid is a second generation of that IMA system. So we’ve already achieved the economy of scale with increased volume. We’ve downsized some of the components, made them more compact, and reduced cost. So we’ve benefited from that, there’s no question, but they’re still at a loss. A loss that’s where a model would say: we can achieve break-even and we can achieve profit. 

With the pure Battery Electric Vehicle, there is no model that says you can achieve break-even or profit. Again it comes back to the Battery Cost. You said, "I think there’s a larger market for Battery Electric Vehicles". Okay. That’s fair. We could move to higher volumes, but to what end? So if we truly achieve ten thousand unit sales, how many millions of dollars more would we be losing? And then is that a model that you know, the investment community and the shareholders of Honda stock, including many people's 401k's are going to accept? 

Battery Costs 

EVW: I think you estimated in a very general way that the EV Plus program cost a quarter million to half a million per vehicle. You also used the figure of estimating something like forty thousand dollars for a battery pack and I think one question I’d like to ask is: Would that be at all changed now in the battery pack price given that we’re a little further down the road and more research has occurred? Some of the batteries are being made in some form for hybrids so more of them are being produced. Is it unrealistic to expect some lowering of that price as we go forward? 

SE: There’s merit to comparison with hybrid in one respect but not in a very significant one and that is "how much?". And let’s just use weight. How much battery do we need in weight per vehicle? The EV Plus battery was about a thousand pound battery. So simply put, it took about a thousand pounds worth of batteries to propel the vehicle for that 100-mile range. The hybrid battery pack is 50 pounds. The other big difference is that the hybrid vehicle battery’s configuration is essentially D cells so you don’t have a proprietary battery approach, you see? 

So it’s easier to do with that D cell approach with hybrids than more of a proprietary battery pack of the EV Plus, but you really then are challenged still whereas if you tried to apply the D cell approach to the thousand pound battery pack. So it almost forces the need for a proprietary battery pack. 

EVW: Even then, the battery question seems to be the question that stops a lot of talk of EVs. The cost of the vehicle itself could be lowered, but the battery.... 

SE: So let’s be fair. I threw out a number of forty thousand dollars per battery pack. So let’s say it was cut in half. Let’s say with higher productions it was cut in half. We’re still at twenty thousand dollars. That’s the same price the entire Civic Hybrid sells for today. That’s the cost of the Natural Gas Civic. Both of those vehicles, if they’re at SULEV (and hence the purpose for being here today) are at this near zero level, which is truly now splitting hairs and you’re in the noise of what is the benefit of an EV. 

So when we talk about equivalent to a battery powered EV that assumes emissions in the L.A. Basin, if you’re charging an EV from less clean power sources, it’s fair to say, and the environmental community and scientific community agree, that these lower level vehicles could be cleaner than an electric vehicle. 

Coming back to the battery point, let’s take it even further: what if it was ten thousand dollars? If it was you still face that five-year battery life-span, or again, let’s be fair, let’s push it out there. Let’s say it’s ten years. If you could get there at ten thousand dollars, ten years battery life-span, it’s building in a thousand dollar per year added cost. Would the market accept that in the volumes that [would justify mass production]? 

EVW: Seems like a good question..... 

SE: The key point is that the promise of breakthroughs in technology really never came to be. Nor the promise of reduced cost although, again, that was (inaudible). The point here is that this is a technology that’s fairly well understood. 

EV Performance In Different Climates: 

EVW: You placed some of the EV Plus vehicles in other climates? 

SE: Yes. We faced challenges at both ends of the spectrum. On the cold weather side of it we faced reduced vehicle range, and those vehicles came equipped with the auxiliary fuel fired heater, which worked well, but again, certainly there was the challenge of reduced range. 

On the other side of that was heat, moreso in Sacramento than I think any other market. They had extremely high temperatures and we faced battery failures even, and battery challenges from there. So I think it’s probably fair to say, if you move these vehicles to a market like Phoenix, Las Vegas, even Palm Springs, where there are these extremely high temperatures, you’re still faced with these challenges. 

Battery Life 

EVW: What about overall battery life? 

SE: We have customers that saw the degradation of the battery around three years and it was still reasonable for them to deal with, based on their commute patterns and stuff. Yet we also had customers that the degradation kind of forced the replacement of the battery. So we have both examples of that and it depends on that customer’s commute and use of the vehicle. But, it again shows that you have these variations that you have to plan for. In this particular situation the prospect of having a five-year battery life fell short for some people, where for other people that was okay. 

Then we also just ended up having generally the range so severely diminished that we just had to swap out batteries. So we are in that mode where we still have EVs out on the market that are experiencing the battery degradation and reduced range and some requiring battery replacement. 

EVW: You had a fair number of cases where the batteries have lasted longer in good health than other cases where they’ve degraded? Has it been inconsistent? 

SE: That’s a good question. We told the people, "drive your car", you know? We’re not asking people to do special things just to try to determine or to kind of predispose the life of the battery or stuff like that. Then it’s not real road testing, right? So we’re trying to get real road testing. So we tell people go drive your cars. Just do it as you normally would. At the end of the day, plug it in, charge it, or skip a day if that’s what you are predisposed to do, but we’re interested in determining how you do it as we go through the program. 

So there are variations in battery life that we saw based on how deep people were cycling them, how far they were driving in the commute each day and their charging habits and charging patterns. We actually had people that had charging at their place of employment so they were topping all the time. 

We have other people that, I cited myself as an example, with a forty-mile each-way commute, I pushed the limits of the capability of our own EV. It’s possible in the first two years, but as the battery would degrade I would have to have the battery replaced or give up the vehicle. And so that would be cycling it very significantly. So yes, we saw differences. 

EVW: Some people’s batteries seemed to do okay for a longer time? 

SE: Some were better than others, absolutely. 

EVW: And was there a correlation between those differences in habits and the differences in results? 

SE: That’s a fair statement. 

EVW: What types of recharging habits led to degradation? 

SE: If you were topping it off more. You’re not cycling... What we’re seeing is no different than people see with a nickel metal hydride flashlight battery or for their own camera or something like that. They can influence its life, you see? 

Continued Next Week.... 

http://www.edmunds.com/news/innovations/articles/

Edmunds "innovations page" for autos
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if you can't get to a story, the result is a scroll-down list of stories available--very useful
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Enova and Hyundai Heavy Industries to Create Joint U.S. Research and Development Center

Monday October 21, 6:03 am ET 

BUSAN, Korea & TORRANCE, Calif.--(BUSINESS WIRE)--Oct. 21, 2002--Enova Systems, Torrance, California (OTCBB: ENVA - News) announced today that it has agreed in principle with Hyundai Heavy Industries, Co, Ltd. (HHI) to establish a joint venture for an advanced technology center (ATC) for research and development to be domiciled at Enova's Torrance California headquarters. 

The ATC's mission will be to advance current technologies and create new intellectual property and products which may then be manufactured by HHI for world markets in commercial, industrial and residential applications. It is anticipated that the ATC will be initially funded with US$6.0 million from HHI to pursue research and development projects in advanced power management and conversion programs for stationary power applications. Additional programs may also be funded by either partner or through third-party contracts. Enova and HHI desire to commence operations of the ATC in early 2003 assuming that the parties reach a final consensus on all terms and enter into a definitive agreement before year-end. 

The ATC venture builds on more than six years of experience garnered by Enova Systems working in alliance with various Hyundai companies. Starting with Hyundai Motor Company (HMC) and Hyundai Electronics (now Hyundai Autonet), Enova entered into a technology transfer and equity purchase in 1996. Numerous programs, including hybrid-electric, fuel cell hybrid and parallel hybrid drive systems, have been developed through the HMC-Enova alliance. As Enova moved into production systems, it utilized the alliances with HHI and Autonet to manufacture its products for such customers as Ford, Ballard and AVS. Currently, components of the Panther 90, 120 and 240kW drive systems are manufactured by HHI. 

Key-Sik Min, President & CEO of Hyundai Heavy Industries said, "We believe this joint research and development project with Enova Systems will allow our companies to enter into new high technology business areas. We believe this will transform our presence in these markets, which has thus far been relatively small, to that of a global leader in the 21st century." President Min also added that "We believe the partnership between Hyundai Heavy Industries Co. Ltd. and Enova Systems Inc. will create opportunities for us to develop new technologies and products efficiently in the areas of power conversion for mobile and stationery energy systems. The Advanced Technology Center established on the basis of both parties' technologies and mutual faith will be key to opening the door to the future for both our customers and ourselves." 

Carl Dean Perry, president and CEO, stated, "Our strong alliance with the Hyundai companies continues to bear fruit. We believe this new partnering with Hyundai Heavy Industries will further establish Enova as a global player in digital power management. The combined strengths of our two companies should enable us to enhance our ability to bring new leading edge technologies to market faster and more economically than we could individually. Hyundai Heavy Industries recognizes Enova's ability to provide leading edge technologies and products in the areas of power and process control and management in mobile and stationary energy systems. This teaming further underscores both these abilities and the commitment between Enova and Hyundai Heavy Industries for the future." 

Hyundai Heavy Industries, headquartered in Ulsan Korea, is an international integrated heavy industries company operating various businesses including the world's largest Shipbuilding Business; the Engine & Machinery Business (manufactures engines for ships and industrial power generation, machine tools, industrial machinery, robots, and factory automation facilities); the Industrial Plant Business (atomic power facilities, power generation facilities, chemical facilities, etc); the Offshore & Engineering Business (manufactures and installs industrial steel structures, natural gas production facilities, etc); Electro Electric Systems Business (transformers, switchgears, generators and motors, SF6 gas insulated switchgears, circuit breakers, power electronics); Construction Equipment Business; and other business such as steel tower production. 

Enova Systems, with headquarters in Torrance California, and offices in Hawaii and South Korea, is a leading designer, developer, and manufacturer of power management and conversion systems for the global mobile and stationary alternative energy market. The Company's technology and products in power conversion, energy management, and system integration enable Enova Systems to integrate a wide range of power sources, including advanced batteries, fuel cells, and turbine generators, in these power applications. The Company's product lines include the Panther(TM) propulsion systems ranging from 30kW to 240kW, DC-DC supplies for low voltage accessories, and power management systems for batteries, fuel cells, turbines and other components. Enova's propulsion systems and components are used in OEM vehicles from Hyundai Motor Company and Ford. Enova also develops and manufactures propulsion systems for transit buses and airport trams. For more product details and other news see the Enova Web site at www.enovasystems.com. 

http://s1.amazon.com/exec/varzea/ts/promotion-glance/A2LK33CD53IY38/103-0737301-3116608

The Segway HT: An Exclusive Amazon.com Auction

Exclusive Amazon.com Segway HT Auction Raises More Than $350,000 for Youth Science Organization

The Segway HT auction on Amazon.com drew more than 500 bids from across the country. Segway HT #1 sold to an individual in Texas for $160,100.00. Segway #2 sold to an individual in Illinois for $104,100.00, and Segway #3 sold to an individual in Virginia for $100,600.00. 

Segway has generously donated all of the auction proceeds to FIRST, a nonprofit organization founded by Dean Kamen, Segway's chairman and CEO. FIRST's mission is to inspire an appreciation of science and technology in young people, their schools, and their communities

http://www.msnbc.com/news/834442.asp?cp1=1

U.S. maps path to hydrogen economy 

Automakers urged to ‘imagine a world running on hydrogen’     

Among the hydrogen fuel cell cars being developed is GM's Autonomy, seen here at the Paris Auto Show last September.

By Miguel Llanos  MSNBC 

Nov. 13 2002 —  The words sounded like those of some environmentalist promising a pie-in-the-sky solution to pollution. But the pitch to auto executives — to imagine a world running on hydrogen and fuel cells — was made by none other than Energy Secretary Spencer Abraham as he presented the Bush administration’s “roadmap” to an energy revolution. 

ABRAHAM TRAVELED to Dearborn, Mich. — the heart of the auto industry — to release a report drafted over the last year with input from automakers and energy companies.

The focus is on hydrogen. Using a piece of hardware called a fuel cell, hydrogen when mixed with oxygen creates a chemical reaction to produce electricity.

Hydrogen can be produced from gasoline and other fossil fuels but that process, while cleaner, still pollutes. The ultimate goal is to produce hydrogen from a nonpolluting source like wind, solar or nuclear power. The “roadmap” report noted that while hydrogen can also be produced from water using electrolyzers “currently this method is not as efficient or cost effective as using fossil fuels.”

The technology could have two big benefits: sharply cutting America’s dependence on oil imports from an unstable Middle East and reducing emissions of greenhouse gases that many scientists fear are warming the Earth.

“The day of the hydrogen economy, while not imminent, is now within sight,” Abraham told auto executives and other business leaders Tuesday.

“Imagine,” he asked, “a world running on hydrogen later in this century: Environmental pollution will no longer be a concern. Every nation will have all the energy it needs available within its borders. Personal transportation will be cheaper to operate and easier to maintain. Economic, financial, and intellectual resources devoted today to acquiring adequate energy resources and to handling environmental issues will be turned to other productive tasks for the benefit of the people. Life will get better.” 

OBSTACLES ACKNOWLEDGED   

Much of the hydrogen vision is built around vehicles. The Bush administration last January unveiled a FreedomCar partnership with the U.S. auto industry to develop fuel cell technology by 2010.

Abraham acknowledged that the shift “presents complex technical challenges,” among them:

Storing hydrogen: Abraham said the FreedomCar program has created a technical team to “find a safe way to store hydrogen in a fuel cell vehicle.”

Delivery network: Gasoline or other fossil fuels can be used to extract hydrogen, but the goal is to get pure, non-polluting hydrogen into vehicles.   

Energy Secretary Spencer Abraham

“We must also establish a national hydrogen infrastructure,” Abraham said, “just as we once established the extensive and complex national infrastructure that brings to the corner service station the gasoline and other oil products we need for our cars today.”

Producing hydrogen: The FreedomCar team will look for “a safe, energy-efficient, low-cost way to produce the hydrogen to fuel the vehicle,” Abraham said. Though the most abundant element in the universe, hydrogen does not exist in large quantities on its own and extracting it requires using energy to get energy.

“Overcoming” the obstacles, Abraham added, “will take an intensive and equally complex effort — but it will be worth it because the stakes really are so high.”

FOR REAL?  

Environmentalists have been skeptical of the FreedomCar program, fearing that the Bush administration is using it as a way to fend off calls for gasoline vehicles that get more miles per gallon.

The fear stems from the fact that FreedomCar replaced a Clinton-era effort to produce highly fuel-efficient gasoline vehicles.

Daniel Sperling, head of the Institute of Transportation Studies at the University of California, Davis, recently wrote that while he feels FreedomCar has merit, it should not be allowed to undermine short-term support for reducing fuel consumption and emissions.   

“Fuel cell vehicles are not likely to gain significant sales before 2010, and perhaps even later,” he wrote in Issues in Science and Technology. “Given the reality of slow vehicle turnover, this means that fuel cells would not begin to make a dent in fuel consumption until at least 2015.”

"Thus, if oil consumption and carbon dioxide emissions are to be restrained,” he said, “more immediate policy action will be needed. If little or nothing is done in these areas, the Bush administration will continue to face the justifiable criticism that FreedomCar is a means of short-circuiting” stronger mileage standards for new cars.  

Sperling said the administration must provide incentives for automakers to:

Partner with energy companies to develop a way to manufacture and distribute hydrogen. “Uncertainty about hydrogen supply and distribution is arguably the single biggest factor slowing the transition to fuel cell vehicles,” he wrote.

Produce more efficient gasoline vehicles, such as gas-electric hybrids slowly entering the market, during the transition to hydrogen.

SECRETARY CALLS FOR ‘REVOLUTION’

Abraham, for his part, insisted to auto executives that “we need to leapfrog the status quo and prepare for a future that under any scenario requires a revolution in how we produce, deliver and use energy.”

To make his point, Abraham used some impressive numbers:

The number of vehicles in the industrialized world will double to 1 billion by 2050, the Department of Energy estimates.

The developing world is expected to see a 12-fold increase — from 200 million vehicles today to 2.5 billion by 2050. 

“Taken together,” he said, “we forecast that there will be approximately 3.5 billion vehicles in the world in 2050, five times more than today.”

next 25 to 30 years. 

“Growing demand will intensify problems that we are all too familiar with today,” he said, “namely the energy security and national security concerns that stem from reliance on a single energy resource that is unevenly distributed throughout the world.”

The National Hydrogen Energy Roadmap is online at www.eren.doe.gov/hydrogen.

The Associated Press contributed to this report.

http://www.sfgate.com/cgi-bin/article.cgi?file=/news/archive/2002/11/13/state0321EST0013.DTL

Bay Area gets $9.5 million to reduce air pollution 

Wednesday, November 13, 2002    (11-13) 00:21 PST SAN FRANCISCO (AP) -- 

Public agencies in the San Francisco Bay area will receive more than $9.5 million to help reduce air pollution. 

The Bay Area Air Quality Management District's Transportation Fund for Clean Air will fund 33 projects this year to remove an estimated 414 tons of smog-causing gases and small particles from the air, according to the district. 

The largest emission reductions from this year's funding cycle will come from the replacement of old diesel-powered heavy-duty vehicles and transit buses with new cleaner propane or natural gas-fueled engines. 

"These awards are putting vehicle registration fees to work to benefit air quality and consequently the health of Bay Area residents," said Executive Director William C. Norton. 
The Transportation Fund for Clean Air awards the $4 surcharge on Department of Motor Vehicle registration fees collected in the Bay Area to public agency projects

http://www.latimes.com/news/science/la-na-air14nov14,0,2723737.story?coll=la%2Dnews%2Dscience 

THE NATION

EPA to Enact Long-Contested Smog Standard

A court settlement with environmental groups requires the agency to begin enforcing the pollution rules, stymied five years by challenges.

By Gary Polakovic L.A.Times Staff Writer  November 14 2002

In a decision that could signal a broad, new assault on smog, the U.S. Environmental Protection Agency agreed Wednesday to put in place a long-contested pollution standard that will make the air cleaner by increasing regulations in dozens of cities from coast to coast.

A court settlement between the EPA and environmental groups requires the EPA to begin enforcing the standard, which has been stymied for the last five years by lawsuits and industry challenges.

The new standard, developed in 1997 under the Clinton administration, allows less ozone, one of the two most pernicious air pollutants.

In all, about 320 communities in 38 states could be reclassified as "non-attainment." That designation would require them to prepare smog-cleanup plans and implement them in a timely manner. Half of California's 58 counties would not be able to meet the new eight-hour ozone standard.

Until now, California's ozone standard has been the most restrictive in the nation.

Some communities that have never imposed smog controls will be required to do so for the first time. Others, including San Francisco, Ventura and San Diego, which have largely complied with the existing smog standard, will have to make additional emissions cuts.

"It's a new chapter. We're going to have air-pollution standards based on science, and the science shows that air isn't safe to breathe," said Carl Pope, executive director of the Sierra Club. "There will be some new costs, but we're getting cleaner air in return, fewer cases of asthma, less emphysema and more days kids can play outside."

Industry representatives warn that the costs will be prohibitive and will lead to regulations that will be onerous to businesses all over the country.

"This is one of the most expensive environmental regulations ever. This will affect just about everybody," said Jeffrey Marks, director of air quality for the National Assn. of Manufacturers.

"It will mark hundreds of new counties as Clean Air Act violators. It's going to label areas with a stigma that will create a negative perception. Businesses will be unlikely to invest in those areas where there are excessive costs due to regulation. It will result in loss of jobs and decreased investment in those areas."

Even though all smoggy cities in California and the rest of the nation are already subject to smog-abatement measures established under the Clean Air Act, there is widespread agreement among health experts that those measures do not adequately protect public health.

In the settlement filed Wednesday with U.S. District Court in Washington, D.C., the EPA agreed to designate cities that fail to meet the new ozone standard by April 2004. Under that limit, ozone cannot exceed more than 0.08 parts per million during any eight-hour period.

The measure is stricter than the existing national standard, which restricts ozone that people are exposed to during a one-hour period, and offers more protection for people, including children, construction workers and others who spend considerable time outdoors. Ozone is a colorless gas that damages lung tissue and causes headaches and nausea.

Under a separate, but related, effort, the EPA has already begun to identify communities that fail to meet a 1997 standard for microscopic particles, called PM2.5.

New limits for those tiny flecks, a fraction of the diameter of a human hair, were established at the same time as the new ozone standard and will begin to take effect by 2005.

Although California is the nation's smoggiest state, communities likely to be most affected by the EPA's decision are in the Midwest and Southeast. Those regions are home to more lenient pollution controls and to many old, heavily polluting power plants.

Anti-smog measures long used in California, including Smog Check and vapor recovery nozzles at gas stations, could be instituted for the first time from Sheboygan, Wis., to Jefferson County, Mo., to Jeffersonville, Ind.

How much the new regulations will cost is open to debate. The EPA says costs could reach $60 billion, although industry groups say it will be more.

The EPA says better air-quality standards will prevent 15,000 premature deaths, 350,000 cases of asthma and 1 million cases of diminished lung function in children.

The manufacturers' group, the American Truckers Assns., and the U.S. Chamber of Commerce were among several business groups that sued the Clinton administration to block the new pollution standards. The fight reached the U.S. Supreme Court, which affirmed broad portions of the plan, but sent other parts back to the lower court for review.

In March, the U.S. Court of Appeals removed the remaining objections, although no dates were established for the EPA to begin proceeding with the new air-quality standards until Wednesday's court agreement.

The EPA will have to determine how much time each community has to comply with the new standard. That will be decided on a case-by-case basis as the EPA gathers more pollution data on various cities in the next couple of years. A community's failure to meet the new standard can result in loss of federal highway improvement funds and penalties that restrict economic development.

But it will be up to the EPA to decide whether to impose those sanctions, actions that the agency has often been reluctant to take.

http://www.bayarea.com/mld/cctimes/news/weather/environment/4517288.htm

Posted on Thu, Nov. 14, 2002   

Bay Area air in the clear on quality

Also Wednesday, a court axed a suit blocking funds for transit projects

By Mike Taugher

CONTRA COSTA TIMES

You can breathe easy now: The Bay Area is set to declare a major victory over smog after this summer's pollution readings showed the air was clean enough to meet federal standards.

Not only that, but the region can meet stricter clean air rules that the U.S. Environmental Protection Agency agreed Wednesday it would begin enforcing after a five-year delay.

"Overall, the Bay Area has been doing very well in terms of air quality improvement. We're hoping that trend continues," said Luna Salaver, a spokeswoman for the Bay Area Air Quality Management District.

Salaver said the air district has not yet asked the EPA to reclassify the Bay Area as a clean-air region, but that it plans to do so.

The classification is important because it would render moot a controversial smog reduction plan that temporarily snagged some federal funding for Bay Area highway projects. It would also relieve air quality and transportation agencies of requirements to cut smog aggressively in order to preserve highway funds.

"While they haven't been officially designated (as having clean air), they should be re-designated in the near future," said Jerry Martin, a spokesman at the California Air Resources Board, whose engineers reviewed the Bay Area figures.

In all, the region dodged two bullets Wednesday.

First, the EPA's agreement to start enforcing the stricter air quality standards throughout the country appeared have no immediate effect on the Bay Area, although that could change if the region's air quality worsens.

Second, the 9th U.S. Circuit Court of Appeals dismissed a lawsuit by environmentalists that temporarily blocked federal funds for highway projects. The environmental groups argued that the smog-reduction plan did not go far enough.

Still, air officials are treading carefully. In 1995, the EPA responded to requests from the Bay Area by designating the area as free of smog problems, only to have that summer end as one of the smoggiest on record.

In 1998, the federal agency declared the Bay Area once again was out of compliance with smog rules.

That decision triggered a requirement that transportation and air quality officials devise a smog-reduction plan. The EPA is reviewing the latest version of that plan. It was also the subject of the lawsuit dismissed Wednesday.

Air quality officials say new regulations of power plants and refineries, along with more efficient and cleaner cars, are some of the biggest reasons the Bay Area's air has improved.

But the Bay Area escapes the air quality problems of urban areas of similar size because much of its pollution blows inland.

Smog is measured at stations throughout the Bay Area. As long as no single station records a high smog level more than three times in a three-year period, the entire region is considered to be free of smog problems.

Statisticians at the air quality district also analyzed information from those monitors to see if the region would conform to the stricter rules that the EPA is set to enforce within the next couple of years. They found that it would, and state air quality regulators confirmed those findings.

--------------------------------------------------------------------------------

Mike Taugher covers the environment and energy. Reach him at 925-943-8257 or mtaugher@cctimes.com.  

http://fresnobee.com/local/story/5192118p-6201012c.html

Industry leaders start air cleanup 

By Mark Grossi The Fresno Bee  Published 11/14/02 05:00:29

Leaders of the building, petroleum and agricultural industries today will kick off their own air-cleanup campaign as the threat of federal intervention over air pollution grows in the San Joaquin Valley.

The industries will announce a nonprofit group, called Clean Air Now, that will provide funding, ideas and other support for projects and groups aimed at reducing air pollution.

Companies represented on the board include the Tejon Ranch in Lebec, Chevron-Texaco in Kern County and Gary McDonald Homes Inc. in Fresno.

"Rather than relegating these decisions to the government, we have an opportunity to take action ourselves," said Reedley-area farmer Rick Schellenberg, a board member for the group. "Air quality has a lot of significance for me. I've got two little daughters with asthma."

The Valley, considered the second-most-polluted place in the country behind the Los Angeles-area South Coast Air Basin, faces major federal cleanup deadlines in 2004 and 2005.

The San Joaquin Valley Air Pollution Control District is working on cleanup plans for the eight-county area, ranging from Stockton to Bakersfield.

If the deadlines are missed, the federal government will enforce sanctions, increasing fees for new and expanding businesses and freezing federal road-building money. Federal officials also could take over the area's cleanup plans.

For the past year, business owners and industry leaders have followed the discussions as environmentalists have filed lawsuits to force federal action against the Valley.

The business community felt it was time for private groups to enter the conversation, said Bob Maddux, land development official with Gary McDonald Homes. Maddux is president of Clean Air Now's board.

"We're going to do things that can be done now," he said. "The air-quality problem isn't going to be solved by government fiat. We need public education and personal responsibility."

Other board members include John Harris of Harris Ranch, K.C. Bishop of Chevron-Texaco, Fred Ruiz of Ruiz Foods and Joe Drew of Tejon Ranch. The board today is expected to present a $20,000 check to a research and development group called the Air Quality Task Force, which works closely with the San Joaquin Valley Air Pollution Control District.

Board members said the group has come together quickly over the past several weeks.

There are not many specific projects yet.

Farmer Schellenberg said he would like to see incentive programs to help growers use chippers for their farm waste, rather than burning. Others said public education would be high on their agenda.

"If we could educate schoolchildren about our air, that would be something I would like to see," said board member Gus Freshwater of Shafter-based Elk Corp., which supplies asphalt roofing products.

"Other than that, I'm wide open to discuss this."

The reporter can be reached at mgrossi@fresnobee.com or 441-6316.

http://bakersfield.com/state_wire/story/2130726p-2218155c.html

Industry reps launch clean air group

By BRIAN MELLEY, Associated Press Writer   Wednesday November 13, 2002, 08:15:09 PM 

FRESNO, Calif.(AP) - Representatives of industries targeted for polluting the San Joaquin Valley's darkening skies are launching a group to address the problem and speed the cleanup.

Clean Air Now, a private nonprofit funded by ChevronTexaco, will announce plans Thursday to pay for studies and promote voluntary actions to clean up chronic pollution, said Octavia Diener, a board member of the group.

Members of the farming, oil, and construction industries dominate the board of directors. Those industries are likely to face greater regulation as the valley attempts to clear its skies of some of the nation's worst pollution.

An environmentalist criticized the effort as "greenwashing" the problem by trying make industry appear environmentally friendly when it is responsible for much of the pollution.

"What I see is a replay of what happened a decade ago," said Kevin Hall of the Sierra Club. "Industry hammered the air board and drove loopholes into the process. I think what they'd like to accomplish is to set the whole process back another 10 years."

Hall, who is part of a group called the California Clean Air Campaign, has led the effort to force regulators to begin taking action after neglecting air pollution in the valley for a decade.

Fresno leads the state in childhood asthma and the valley was ranked this year as the second smoggiest place nationally by the American Lung Association. Air pollution is blamed for asthma, other respiratory ailments and heart problems.

The problem is so severe in the valley that the local air district is prepared to ask the federal Environment Protection Agency to classify it as an "extreme" polluter, joining only Los Angeles, and buying more time to fix the problem. Such a move would also increase regulatory fees for new and expanding businesses.

In that climate, Clean Air Now emerged as another voice in an increasing chorus trying to address the problem.

Diener, who owns a large farm and runs a business that rebuilds engines, said the group has only met once and does not have specific proposals on how to clean up the pollution.

But she said it will likely involve sacrifices by everyone: fewer fires, less driving, maybe even fewer trucks rumbling up Highway 99 and Interstate 5.

Diener rejected criticism that the group was motivated to avoid stricter regulations.

"We have to stop pointing the finger and get involved in the solution," she said. "I hate to see naysayers before it even starts going."

Josette Merced Bello, a spokeswoman for the air district, said her agency welcomes comment from anyone who is interested in addressing the problem.

For years, air district meetings have been dominated by agriculture, petroleum and construction interests. Only recently have citizens begun to demand cleaner air.

On the Net:

Clean Air Now: www.cleanairnow.com

San Joaquin Valley Air Pollution Control District: http://www.valleyair.org/

California Clean Air Campaign: http://www.CalCleanAir.org

Chevron Texaco: http://www.chevrontexaco.com/ 

http://www.latimes.com/news/science/la-fi-oil18nov18,0,3112368.story?coll=la%2Dnews%2Dscience
State Could Face Gasoline Price Hikes

Some energy experts say the phase-in of an environmental rule coupled with a U.S.-led war on Iraq may double the cost of fuel.

By Evelyn Iritani

Times Staff Writer

November 18 2002

California consumers could see gasoline prices shoot as high as $4 a gallon next year if a U.S.-led war on Iraq disrupts the flow of Middle East oil at the same time the state introduces a new environmental regulation that is likely to create supply problems, some energy experts warn.

Though many analysts strongly disagree that things are so dire for consumers, West Coast traders are bracing for problems in January when California begins phasing out gasoline containing methyl tertiary butyl ether, or MTBE. The controversial additive has been banned because of environmental concerns. The state, meanwhile, is shifting to gasoline made with ethanol, another clean-air additive.

The fragile situation could then get worse if the U.S. attacks Iraq because the West Coast's reliance on imported petroleum leaves it "extremely vulnerable" to a global oil disruption, said Philip Verleger, an energy analyst with the Council on Foreign Relations in New York.

He is convinced that a war with Iraq at least for a time could push crude oil prices above $40 a barrel, up from about $25 now. And if that happened as ethanol-related supply troubles kicked in, Verleger contends, Californians could face a doubling of prices at the pump.

Such a scenario would not only depress an already shaky economy but also could spark a backlash against the U.S. effort to disarm Iraqi President Saddam Hussein, he warned.

"No one is thinking about this," Verleger said after a presentation Saturday at the annual meeting of the Pacific Council on International Policy, a foreign policy organization based in Los Angeles. "We haven't done anything to prepare for it."

John Kingston, director of global oil for Platts, an energy information service, believes that California's transition to ethanol will trigger gasoline shortages and steep price hikes regardless of what happens in the Middle East.

He predicts that producers outside of California will initially shy away from shifting to gasoline with ethanol because of the uncertain demand and higher costs of production and transportation. That could create reductions in supply and price hikes of as much as 30 cents a gallon a day in California by early spring, he said.

"Traders are not nonchalant about this," Kingston said. "Think chaos."

Others are skeptical, however, that the West Coast faces such a grave threat.

Amy Jaffe, a senior energy analyst at Rice University in Houston, said there are enough oil suppliers in Asia and Latin America to keep California refineries supplied if the Mideast oil supply is disrupted.

In a severe situation, Jaffe said, California officials could temporarily lift environmental restrictions that limit the types of gasoline drivers can use. And she believes that U.S. refineries will move relatively quickly to ethanol because the California market is too big to ignore.

"You may have to pay 50 cents more to get a barrel from Asia, but people in California already pay more for gasoline than elsewhere in the country because of your environmental restrictions," Jaffe said. "Somebody's not going to have to turn off a California refinery because there's no oil."

Crude oil prices, which jumped more than 40% earlier in the year, have dropped in recent weeks because of increased production by OPEC and progress in the United Nations' campaign to disarm the Iraqi government. Oil prices fell a dollar a barrel last week after Hussein agreed to U.N. weapons inspections. West Texas Intermediate crude closed at $25.53 a barrel Friday, up 25 cents over the previous day.

Yet though gasoline prices have held steady or dropped recently in other parts of the country, they have risen here.

In California, the average price of a gallon of regular self-serve gasoline on Nov. 11 was $1.59, a 3-cent increase over the previous week, according to the Energy Department. The nationwide average was $1.44 a gallon, a 9-cent-per-gallon decrease from the previous week.

The West Coast's dependence on imported oil and distance from key providers drastically increases the region's economic vulnerability, according to Verleger.

During the first Gulf War, he noted, the region was an exporter of Alaskan oil, but a decline in production has changed that picture dramatically.

Today, the West Coast imports 1 out of 3 barrels of oil it consumes. Nearly 10% of those imports come from the Middle East, and about half of that is supplied by Iraq under the U.N.-administered oil-for-food program.

To add to the pressure, financially strapped West Coast energy companies have depleted their oil inventories, which are at half the level of 1990.

The West Coast also can't depend on the U.S. government's emergency cache of oil for a quick fix, according to Verleger. The Energy Department recently announced that its Strategic Petroleum Reserve had reached 592 million barrels, the highest level in the program's 25-year history.

But getting that oil to the West Coast would be costly and time-consuming because it is stored in more than 50 underground caverns along the coast of Texas and Louisiana. The quickest way to California would be through the Panama Canal, but that is limited to smaller tankers because of the canal's size.

And under the Jones Act, a 1920 federal law aimed at protecting domestic shippers, only U.S. flag carriers can deliver cargo between two U.S. ports. Verleger said there are only a few U.S.-flagged tankers, and they already are busy transporting oil from Alaska to the lower states.

Though OPEC countries have increased their output lately, most of the extra reserves are being held in the Caribbean and in tankers outside the Pacific because those areas are considered less vulnerable to attack.

As an insurance policy, Verleger suggests that West Coast officials strike a deal with Japan. In the event of an oil crisis, Japan, which currently has 180 days of reserves, could agree to use its emergency supply and allow crude oil headed for that country to be diverted to the West Coast.

Verleger pointed out that though the U.S. government has treated the country as an "economic whole" in devising its energy strategy, the "interests of the West Coast are more linked to the Pacific Rim than the East Coast."

The U.S. defense secretary also can issue a temporary waiver of the Jones Act shipping restriction if national security is in danger. The last time the U.S. government granted a security waiver was during the 1990-91 Gulf War.

"This is all doable, but it shouldn't be left until the last minute," Verleger said.

California Energy Commission officials could not be reached Sunday for comment.

Rep. Jane Harman (D-Venice), a member of the House Energy and Commerce Committee, agrees that the West Coast energy supply could be endangered by war with Iraq or terrorism.

But she said local and state officials would have difficulty developing emergency response plans until the Bush administration provided a thorough assessment of the possible damage, from the oil well to the gas pump.

"We are vulnerable," said Harman, the ranking Democrat on the House Subcommittee on Terrorism and Homeland Security. "Our energy supply is vulnerable." 

http://www.evworld.com/databases/shownews.cfm?pageid=news151102-02

Fascinating survey November 02 of Californians' land, housing, transportation etc patterns and concerns

excerpts:

The survey of 2,010 Californians finds that most residents believe quality of life is at serious risk in their region of the state. Strong majorities say traffic congestion (81 percent), housing affordability (69 percent), population growth and development (63 percent), air pollution (60 percent), and the opportunity for well-paying jobs (59 percent) are at least somewhat of a problem in their area. The level of concern varies by region: Los Angeles County (61 percent) and San Francisco Bay Area (59 percent) residents are more likely than residents of other regions to view traffic as a big problem, while residents of the Central Valley and other Southern California counties (31 percent each) are more inclined than others to see the availability of jobs as a big problem. Nearly one in four Los Angeles (38 percent) and Central Valley (37 percent) residents say air pollution is a big concern in their region, and 59 percent of people living in the Bay Area say affordable housing is a big problem. Surprisingly, 67 percent of residents statewide say that the availability of recreational parks and open space is not a problem in their region. 

And contrary to popular belief, most Californians - including suburban and urban dwellers - are pleased with their commute to work: 82 percent say they are very (54 percent) or somewhat (28 percent) satisfied with their commute. The vast majority of employed residents (75 percent) say they drive alone to work, while 11 percent carpool, 6 percent ride public transportation, and 5 percent walk or bicycle. These numbers vary little across regions, although Bay Area residents are less likely than residents in other regions to carpool (6 percent) and more likely to use public transit (12 percent). "Californians prize their freedom and this is reflected in the state's 'driving alone' culture," says PPIC Statewide Survey Director Mark Baldassare. "But it is remarkable that residents are so content with their quality of life, at the same time as they perceive looming regional problems. This disconnect creates a challenging policy environment for state and local leaders." 

http://www.evworld.com/databases/shownews.cfm?pageid=news141102-04

Indian Electric Cars to be Exported to Europe

Source: Reuters [Nov 14, 2002] 

NEW DELHI, Nov 14 (Reuters) - India's first electric car, launched last year with hopes of wooing buyers with its low running costs and non-polluting tag, will be exported to Britain and Europe, a top company official said.

Chetan Maini, managing director of Reva Electric Car Co Ltd, told a news conference he had sealed a deal with London-based Going Green Ltd, to market 250,000 battery-powered Reva cars over the next 10 years.

"Since our launch in July 2001, we have seen over 300 cars on the roads of India and now the response is coming from the overseas market," Maini said.

Reva is already sold in Nepal and Malta and is currently being tested in China, Hong Kong, the United States and Switzerland, Maini said.

The two-door car was first introduced in the southern Indian city of Bangalore in July 2001 and the national capital in May this year.

Company officials said the car had an operating cost of 0.40 rupees (0.8 cents) a kilometre, lower than conventional cars which cost upwards of 1.8 rupees. The electric car can drive 80 km (50 miles) on a single charge.

"The best thing about the car is it is maintenance-free. There is no leaking oil and no exhaust and fuel filters to be changed," Rimple Dipak, the first Reva buyer in Delhi, told Reuters.

The showroom price of the Reva ranges from 263,473 rupees ($5,459) for the basic version to 318,032 rupees for the top model. ($1 = 48.262 rupees) 

http://www.evworld.com/databases/shownews.cfm?pageid=news131102-02

'What Would Jesus Drive?' Campaign Targets SUVs

Groups urges drivers park their SUVs and drive less polluting cars. 

Source: AP [Nov 13, 2002] 

RALEIGH, N.C. (AP) - Car buyers in four states will soon hear a religious appeal to their environmental conscience: 

What would Jesus drive?''

A Pennsylvania-based environmental group is planning television advertising in North Carolina, Iowa, Indiana and Missouri to urge consumers to park their pollutive SUVs - Jesus would prefer a cleaner auto, the group contends.

Economic issues are moral issues. There really isn't a decision in your life that isn't a moral choice,'' said the Rev. Jim Ball, executive director of the Evangelical Environmental Network, which is sponsoring the 

What Would Jesus Drive?'' campaign.

The Wynnewood, Pa.-based group will begin running television ads this month in eight cities to urge consumers to park their sport-utility vehicles and to buy fuel-efficient cars. The ads contend that the devout ought to consider the SUVs' effect on the earth.

But it's a small voice in a sea of SUVs, minivans and pickup trucks - last year they accounted for half the new vehicles sold in the United States. The average fuel economy for all 2003 model cars and passenger trucks dropped to 20.8 miles per gallon, reflecting what automakers and many buyers say is a higher priority on comfort and family needs than conserving gasoline.

Automakers say they'd be happy to sell more fuel-efficient vehicles if that's what Americans wanted to drive.

If people would be demanding tailfins on cars, we'd be making tailfins on cars. But people aren't demanding tailfins,'' said Eron Shosteck, a spokesman for the Alliance of Automobile Manufacturers, a coalition of 13 companies that produce most of the country's vehicles. 

People want power. Consumers want power.''

Ball and a network of like-minded mainline Christians and Jews hope to alter those buying habits.

Global warming and smoggy air worsened by vehicle exhausts threaten the health of humans, plants and animals worldwide, and the faithful are called to preserve God's creation, Ball said in a telephone interview.

We think he is Lord of our transportation choices as well as all our other choices,'' said Ball, an ordained American Baptist minister. 

When you need a new car, you should buy the most fuel-efficient one that truly meets your needs.''

The Interfaith Climate and Energy Campaign plans to send mailings this month to 100,000 congregations and synagogues discussing the relationship between fuel economy and religious teachings about stewardship and justice.

The campaign is a joint effort of the National Council of Churches and the Coalition on the Environment and Jewish Life.

The organizations plan a Nov. 20 news conference in Detroit, where they have requested meetings with executives from the Big Three automakers and the United Auto Workers' union, campaign director Douglas Grace said.

The groups plan to frame their arguments in moral - as well as economic - terms by promoting hybrid and fuel-cell powered vehicles, as well as other fuel-saving technologies. Hybrids run on both gas and electricity, and use less fuel than traditional engines. Fuel cells, a technology developed to power space vehicles, makes energy from a chemical reaction with no harmful emissions.

We're trying to show the technology is there, that consumers are interested in it, and they're interested in buying American,'' Grace said.

The Big Three - Ford Motor Co., General Motors Corp. and DaimlerChrysler AG - plan to mass market SUVs and pickups with hybrid technology starting next year. Toyota and Honda began selling a limited number of hybrid cars this year.

Bell said the e-mails and meetings will be supplemented this month by TV ads running in Charlotte and Greensboro, N.C.; Fort Wayne and South Bend, Ind.; Cedar Rapids and Des Moines, Iowa; and Springfield and Kansas City, Mo.

On the Net:

What Would Jesus Drive campaign: www.whatwouldjesusdrive.org

Interfaith Climate and Energy Campaign: www.protectingcreation.org

http://www.adage.com/news.cms?newsId=36623

WHAT WOULD JESUS DRIVE? -- SEE THE VIDEO

Two Separate Ad Campaigns Attack Gas-Guzzlers

November 22, 2002   By Jean Halliday 

DETROIT (AdAge.com) -- Invoking images of divine power as well as the scourge of terrorism, two new ad campaigns attack the  national consumer passion for gas-guzzling vehicles. 

Two separate groups -- the Evangelical Environmental Network in Philadelphia and the newly formed nonprofit SUV Ad Campaign in Los Angeles -- are preparing to field TV ads that portray the wildly popular vehicles as a threat to the Earth and national security. 

Eight metro markets

The Evangelical Environmental Network, a group of 23 religious organizations led by the Rev. Jim Ball of suburban Philadelphia, plans to launch a 30-second TV spot in eight metro markets in four states Dec. 2. The theme is "What would Jesus drive," posing the moral dilemma of what's the best vehicle to drive to preserve the Earth. The line is a takeoff of the popular Christian saying, "What would Jesus do?" Zimmerman & Markman, Santa Monica, created the spot. 

Media Strategies, Denver, is handling the $65,000 buy in Charlotte and Greenboro, N.C.; Kansas City and Springfield, Mo.; Cedar Rapids and De Moines, Iowa; and Fort Wayne and South Bend, Ind. Pacy Markman, a partner and co-founder of Zimmerman & Markman, said those markets were picked because the religious group is growing in those areas. The high cost of media in larger cities would gobble up the available budget, he added. 

The group on Nov. 20 called on General Motors Corp. and Ford Motor Co. in Detroit to discuss the topic. The meetings didn't resolve any issues, but at least opened a line of dialogue, a group spokesman told AdAge.com. 

Patriotic anti-SUV spots

Separately, the Los Angeles-based SUV Ad Campaign expects to start shooting anti-SUV spots with a patriotic flavor in the coming weeks. 

Syndicated columnist Arianna Huffington, one of the campaign's organizers, said $35,000 has been raised through small donations to fund production. She said more money is being sought for media buys. Bill Hillsman, president of Northwoods Advertising, Minneapolis, prepared the media plan. 

The proposed pair of TV spots tie the gas-guzzling SUVs to terrorism. The storyboard for one commercial shows a variety of SUV drivers behind the wheel. One says, "I funded a terrorist training camp." Another ends with a wide shot of bumper-to-bumper traffic and the copy line "the biggest weapon of mass destruction is parked in your driveway." 

http://www.evworld.com/databases/shownews.cfm?pageid=news121102-05

Suzuki unveils hybrid electric one-seater, plans 2-seater

http://www.bayarea.com/mld/mercurynews/4560328.htm

Stanford project to seek cut in greenhouse gases

FIRMS TO AID RESEARCH ON GLOBAL CLIMATE

By Glennda Chui   Mercury News   Posted on Tue, Nov. 19, 2002   

Stanford University is launching what could be the biggest private effort ever to develop technologies to combat global warming -- in collaboration with companies whose lifeblood has been the very fossil fuels that contribute to climate change.

The new Global Climate and Energy Project, which will be formally announced today, will spend $225 million over the next decade to find the best ways to reduce greenhouse gas emissions, using money from ExxonMobil, General Electric and other companies involved in energy development and use.

The project holds enormous potential for developing technologies that can be of real use to industry, scientists and environmentalists said. But they also cautioned that the project would need true independence, without constraints from its private funders. The largest contributor, ExxonMobil, has tried to undermine some global warming research in the past.

Stanford will direct the project, hold title to any resulting patents and control the release of research results, which officials said would be distributed to scientists and the public. About half the work will be done on campus, the rest at institutions throughout the world.

The researchers will work with the sponsoring companies, which will provide 

commercial insights and expertise'' in addition to money, the university said.

Lynn Orr, a petroleum engineer who is stepping down as Stanford's dean of earth sciences to direct the project, said it is unusual in its breadth.

It's a collaboration on what I think is one of the grand challenges of the century -- supplying the energy it will take to provide good lives to a growing world population, and at the same time do it in a way that protects the planetary systems we depend on,'' said Orr.

We're focusing on all the technologies we can think of, not a specific set,'' he said. Among the technologies to be studied are hydrogen fuel and wind and solar power.

He said the university first approached Schlumberger, a global company involved in oil and gas exploration. It agreed to kick in $25 million.

General Electric has pledged $50 million, and E.ON, Europe's largest privately owned provider of energy services, has indicated its intention to donate $50 million.

The biggest single donor is ExxonMobil, which has pledged up to $100 million over the next 10 years. Its participation could mark a turnaround for the oil giant, which has been among the leaders in the oil industry in opposing laws to combat global warming worldwide.

Before their merger, Exxon and Mobil were major contributors to the Global Climate Coalition, an organization that worked to discredit science that indicated global warming is occurring and is caused by human activities, such as the burning of fossil fuels. The coalition is now defunct, and the existence and human causes of global warming are now widely accepted.

The company's participation in the Stanford project got mixed reactions from people involved in environmental and global change issues.

I absolutely believe that people can see the light, and I'm hopeful,'' said Stephen Schneider, a Stanford biologist who has been involved in global change research. 

They have a major impact on the world, and if they've finally decided to do something positive, I'm pleased.''

Others said that the gesture would be an empty one unless ExxonMobil and other corporate sponsors take steps to start reducing greenhouse emissions now.

We welcome ExxonMobil's exploration of renewable and other safe energy sources, but we're concerned that the company is failing to set goals to reduce its greenhouse gas emissions,'' said Peter Altman, national coordinator of Campaign ExxonMobil, a group of shareholders that has been pressuring the company to do that. 

They're asking us to gamble away another five or 10 years while they pursue business as usual,'' he said.

Wil Burns, a senior affiliate with the Pacific Institute for Studies in Development, Environment and Security in Oakland said, 

I think it's hard to argue against them giving this kind of money, especially if it turns out that Stanford is truly autonomous.''

But I think it's incumbent on Exxon to stop trying to undermine international initiatives like the Kyoto Protocol,'' he said. 

Otherwise it strikes me as being at cross purposes at least, and cynical at most.''

ExxonMobil officials could not be reached for comment.

Orr said the contributing companies will have a committee that reviews the project's budgets and can 

respond to proposals from us to release funding in broad areas.'' But the firms will have no say in awarding individual grants, he said; that will be up to the project directors.

He said the companies and the university are putting the finishing touches on agreements. The first grants should be awarded early next year.

Contact Glennda Chui at gchui@sjmercury.com or (408) 920-5453  

http://biz.yahoo.com/rc/021125/autos_chrysler_1.html
Chrysler to roll out diesel SUV, hybrid pickup Monday 

November 25, 4:22 pm ET By Justin Hyde
NEW YORK, Nov 25 (Reuters) - DaimlerChrysler AG's Chrysler arm (NYSE:DCX - News; XETRA:DCXGn.DE - News) said on Monday it will roll out a gasoline-electric hybrid pickup truck next year and a diesel-powered sport utility vehicle in 2004, in a bid to test consumers' willingness to pay for better fuel economy. ADVERTISEMENT
But Chrysler said it had cancelled another hybrid vehicle that had been planned for 2003 because it could not build a business case for it. And Chrysler executives warned that hybrid- and diesel-powered models would not be built in significant volume unless U.S. customers accept their higher costs.

Chrysler President Dieter Zetsche said Chrysler would sell a Jeep Liberty SUV powered by a Mercedes diesel engine in the second half of 2004 that will have up to 30 percent better fuel economy than a gasoline-powered model.

Zetsche said Chrysler will build about 5,000 diesel Liberty models to see how well American consumers accept diesels. Chrysler already sells diesel-powered Jeeps in Europe, but has to tweak the Liberty slightly to meet U.S. standards.

"This diesel Liberty is an opportunity to test customer acceptance of modern, clean-burning diesel technology," Zetsche said during a conference in New York.

U.S. automakers, facing tougher government rules on fuel economy, have been touting diesel engines as a way to improve efficiency, reduce greenhouse gas emissions and cut U.S. dependence on imported oil. While diesels get better fuel economy than gasoline engines, they also produce more nitrous oxide, a component of smog, as well as particulates that have been linked to lung disease.

In Europe, diesels account for roughly 40 percent of all new vehicle sales, thanks to tax incentives and low-sulfur diesel fuel, which allows automakers to better control emissions. The U.S. Environmental Protection Agency has ordered U.S. oil refiners to begin producing low-sulfur diesel fuel in 2006, a regulation oil companies have been fighting.

American automakers have also been loathe to roll out diesels in the United States for fear of rejection by consumers who remember Detroit's diesel experiments of the 1970s and 1980s, which were renown for their noise, smell and lack of reliability.

Chrysler research found that only about 6 percent of buyers were interested in diesels. Zetsche also said Chrysler would not be able to raise the Liberty's prices to cover all the extra cost of the diesel.

"Obviously, to change the image of diesels in the customer's mind is a heroic challenge, and we don't know what is possible," Zetsche said. "We hope we'll have a positive surprise about the demand."

HYBRID SHUFFLE

Bernard Robertson, Chrysler's senior vice president of engineering technology and regulatory affairs, said the company had cancelled a hybrid vehicle slated to be built in 2003 that would have used electric motors to provide all-wheel-drive.

Two years ago, Chrysler said it would offer its hybrid system as an option on its Dodge Durango SUV that could provide a 20 percent boost in fuel economy. But the Durango was delayed after testing found the hybrid system did not perform as well as planned. While Chrysler tested the system on other vehicles, Robertson said the fuel economy and all-wheel-drive benefits were not enough to offset the extra cost.

"We liked the idea, but the execution just got a bit more expensive than we had intended," Robertson told Reuters.

To keep its pledge to build a hybrid in 2003, Chrysler accelerated the Dodge Ram Contractor's Special hybrid pickup truck by a year. The Ram hybrid uses a different system than the Durango, placing an electric motor between the gasoline engine and the transmission. It also features an electrical panel that drops down from the side of the truck, allowing it to do double duty as a low-cost generator.

That model, and a similar proposal from General Motors Corp. (NYSE:GM - News) ,have drawn the attention of the U.S. Army, which sees combat versions of hybrid trucks helping to reduce its fuel demand. Chrysler officials said while they had originally planned about 5,000 hybrid Rams a year, an army contract could boost output substantially.

Ford Motor Co. (NYSE:F - News) is planning to introduce a hybrid Escape SUV late next year and GM is planning on rolling out a hybrid pickup in 2004.


3 articles in SF Chronicle

http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/11/24/BU165294.DTL

Fuel economy, low emissions drive high-tech solutions 

Chuck Squatriglia, Chronicle Staff Writer

Sunday, November 24, 2002 

©2002 San Francisco Chronicle. 

The hybrid cars zipping around the United States are small economy cars packed with a lot of expensive technology. 

Toyota's Prius and Honda's Insight and Civic Hybrid -- the only hybrids currently available -- mate electric motors with internal combustion engines to deliver unsurpassed fuel economy and low emissions. 

Hybrids work on the simple idea that adding an electric motor allows the engine to be smaller. But getting the two to work requires lots of hardware. In addition to a motor and engine, hybrids have generators, batteries and, sometimes, specialized transmissions. 

Honda and Toyota took different approaches to the technology because each had different goals. Honda sought maximum fuel economy while Toyota wanted to minimize emissions. 

In the Insight, the engine and motor drive the rear wheels through a five- speed manual or continuously variable automatic transmission. The system mates the engine and motor where the flywheel is found in a conventional car. 

The motor assists the engine and cannot propel the vehicle. It provides additional power under acceleration, starts the car and captures energy while braking to help recharge the batteries. 

The aluminum two-seat coupe delivers around 60 mpg. It has a 1-liter, three- cylinder engine that produces 67 horsepower. The engine is mated to a 13 horsepower electric motor. Together they produce 91 foot-pounds of torque. 

The Insight goes from zero to 60 mph in about 11 seconds. 

"You just point it and 'Pow!' it goes," said Jack Zepp of Sausalito, who has owned two Insights. "The acceleration is more than adequate. I've had it over 90 (mph), and I'm confident the car would do 100." 

The car is also nimble. 

"It's fun to drive," Zepp said. "It's like a '63 MG." 

The Civic Hybrid -- identical to the popular Civic sedan except for its drivetrain -- has a 1.3-liter engine rated at 85 horsepower. The engine and motor produce 105 foot-pounds of torque, and the car delivers 51 mpg. 

The Toyota differs from the Hondas in that its 44-horsepower electric motor propels the car up to about 15 mph. Then a 1.5-liter, 70-horsepower engine kicks in. The motor and engine work together for around-town driving. The engine works alone at highway speeds. 

The car comes only with a continuously variable automatic transmission. It has the same interior and trunk space as a Toyota Corolla. It goes from zero to 60 mph in 12.8 seconds and gets about 52 mpg. 

Although it's not as quick or nimble as the Hondas, Prius owners said the car has enough oomph. 

"We take it over Highway 17," said John Pearse of Santa Cruz, who has driven his Prius to San Diego, Oregon and Utah. "It has plenty of power. We love it." 

Although hybrid technology so far has only shown up in economy cars, auto industry analysts expect it to appear in everything from SUVs to sports cars soon. 

Ford plans to offer a hybrid version of its Escape SUV next year. It is expected to have a system similar to the Honda's. 

Acura recently announced it might build a 400-horsepower hybrid sports car that delivers 42 mpg. Although some experts expressed doubts about hybrid sports cars, others said the idea makes perfect sense. 

"What the hybrid does is give you an electric motor to boost the power of the gasoline engine," said Csaba Csere, editor of Car & Driver magazine. "If you add it to a regular engine, you've got all kinds of extra power to play with." 

And that's always a good thing. 

E-mail Chuck Squatriglia csquatriglia@sfchronicle.com

URL: http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/11/24/BU233343.DTL 

Gas-electric hybrids picking up speed with consumers 

Chuck Squatriglia, Chronicle Staff Writer

Sunday, November 24, 2002 

Hybrid automobiles, those eco-friendly gas- and electric-powered cars that get outstanding mileage, aren't just for greenies anymore. 

The technology, which mates the century-old internal combustion engine with modern electric motors to deliver high fuel economy and low emissions, will be the Next Big Thing, automotive experts say. 

At the moment, consumers can choose among only three hybrid cars -- two Hondas and a Toyota, but auto industry analysts expect the technology to appear under the hoods of everything from econoboxes to sport utility vehicles and sports cars beginning next year. 

Electric vehicles are all but dead. Complicated and expensive fuel-cell technology is still a decade or two away from viability. So, for the nonce, automakers see hybrids as the best way to meet tightening emissions regulations and consumer demands for improved fuel economy. 

"Hybrids are here to stay," said Ron Cogan, editor of Green Car Journal, which chronicles environmental automotive trends. "Virtually every automaker is looking at hybrids, and we'll see increasing numbers of them coming on the market." 

Buyers for these cars seem to be already there. 

A recent survey of 5,000 new-car buyers by the auto industry research firm J.D. Power & Associates of Westlake Village (Ventura County) found that 60 percent would definitely or strongly consider buying a hybrid. The firm predicts there will be 500,000 hybrids in the United States by 2007 and 1 million by 2012. 

Although only a small fraction of the 17 million new cars sold in the United States last year, hybrids have gained a sizable chunk of the market since Honda introduced the Insight to America in 1999. 

Honda is selling about 2,000 hybrid versions of its Civic sedan each month since unveiling it in March. The company said 10,000 Insight coupes have hit the road since 1999. 

Worldwide sales of the Toyota Prius topped 100,000 last month -- one-third of them in America -- and company officials said they can't make the car fast enough to meet demand. 

Toyota and Honda are miles ahead of their competitors, but other manufacturers have entered the race. Ford will eventually introduce a hybrid version of its successful Explorer SUV, and General Motors will follow with a hybrid pickup in 2004. Chevrolet, DaimlerChrysler, Mitsubishi, Nissan and even Fiat are frantically developing hybrids. 

Acura recently said it might build the DN-X, a four-door, all-wheel-drive hybrid sports car producing 400 horsepower and delivering 42 mpg. 

"Many automakers look at this as a long-term investment," Cogan said. "It allows them to be competitive, and it presents them as environmentally inclined and technologically advanced." 

Cranking out all those cars won't mean a thing if no one buys them. Hybrids have until recently been saddled with a dowdy image, as little cars that get great gas mileage -- as high as 61 mpg -- but are so boring that only environmentalists could love them. 

POPULARITY INCREASES

However, as gas prices rise, concern over global warming mounts and the United States struggles to curb its dependence on foreign oil, hybrids are become more popular, experts said. 

"People are increasingly interested in hybrids," said Thad Malesh, director of alternative power technologies at J.D. Power. "The direction for anyone who sells cars in this country is definitely toward hybrids." 

Those who have bought the cars tend to love them. 

"I get between 50 and 60 miles per gallon," said Laura Rinaldi, a graphic artist from Boulder Creek (Santa Cruz County) who bought a Toyota Prius last year. "I drive a lot, and I used to have to refill every three days. Now I can go anywhere from a week to a week and a half without refilling. I'm saving at least half on gas." 

Hybrids deliver great mileage because electric motors assist their gasoline engines, allowing the engines to be smaller. The motor provides power during acceleration and at low speeds. The engine kicks in at highway speeds. The two work in roughly equal proportions when cruising around town. 

Hybrids offer fuel economy 15 to 50 percent higher than gasoline engines and reduce emissions by up to 90 percent, making them among the cleanest vehicles on the road. Toyota says its 100,000 Priuses have reduced carbon dioxide emissions by 50,000 to 70,000 tons since 1998. 

The cars aren't as clean as zero-emission electric or fuel-cell vehicles that run on hydrogen, but environmentalists said they are an improvement over cars that rely only upon internal combustion. 

CLOSER TO PERFECTION

"They aren't a perfect solution, but they're a big step in the right direction," said Jamie Knapp, spokeswoman for the Zero Emissions Vehicle Alliance. 

Many environmentalists want Japan and Detroit to move faster in getting them on the road. 

"Why is the industry holding back?" asked Tim Carmichael of the Coalition for Clean Air. "They say half a million on the road by 2007. I say, 'Why so few?' 

"There's no reason we shouldn't be seeing, and the industry shouldn't be providing, this technology across their entire line of products." 

Hybrids are popular with green-minded drivers because they are easy to use. They don't need to be plugged into a socket, and they won't run out of juice in the middle of nowhere. Owners just get in and drive. 

"There's nothing odd or funky about it," said Lynn Fuller, a San Francisco attorney who bought a Toyota Prius in December. 

Except for the styling. Although Insight and Prius owners rave about their cars with almost cultlike devotion, the cars look -- to put it kindly -- unusual. 

With its long, low profile, egg-like shape and fender skirts, the Insight looks like a 1950s image of the car of the future. 

The Prius is tall and boxy and looks like the econobox sedan that it is. Take a close look at the Prius and see how it, well, echoes the dowdiness of the Toyota Echo. 

But the cars were pioneers and, as such, needed to be unusual to grab consumers' attention, industry analysts said. The next generation of hybrid cars will look like every other car on the road. 

The Civic Hybrid is identical to the popular Civic sedan in every way except for the electric motor under its hood and batteries in the trunk. The Ford Escape, due next year, will look just like the regular Escape, a small SUV.

MOVING TO POPULAR MODELS

Both cars are considered milestones because they are the first established, popular models to offer hybrid power trains. 

"Going to the Civic was a huge step and very important," said J.D. Power's Malesh. "The Civic broke new ground, and the Escape will break even more ground. If it takes off, it will do nothing but increase the receptivity of hybrids." 

The Escape may mark a new direction for hybrid technology. Auto industry analysts expect the technology to begin showing up in SUVs because of the huge improvements in fuel economy and emissions it offers. 

In recent years, engineering students at UC Davis have outfitted a Chevrolet Suburban and a Ford Explorer with hybrid drivetrains that use electric motors and small four-cylinder engines donated by Saturn. 

The technology has doubled the fuel economy of the two vehicles: the Suburban gets 28 mpg and the Explorer gets 30 mpg. The vehicles also offer higher performance because electric engines deliver more torque and better handling because their batteries lower their center of gravity. 

"SUVs offer the most room for improvement," said Vern Francisco, a graduate student in mechanical engineering who has worked on the vehicles. "The fuel economy gains are much more pronounced." 

While the automakers are keeping mum about specific plans for hybrids, industry analysts expect to see hybrid versions of the Honda Accord and Toyota Camry -- two of the world's best-selling cars -- before long. 

The Civic and Escape will help hybrids establish a beachhead in Middle America. Although wildly popular in the Bay Area -- 1 of every 5 hybrids sold in the United States is sold here -- the cars have yet to catch on in Peoria. 

"If the hybrid flies there, it will have passed its first real test," said Csaba Csere, editor of Car & Driver magazine. 

COST GETS IN THE WAY

The biggest stumbling block, Csere said, is cost. Hybrids are complex cars, with gasoline engines, electric motors, batteries and a computer to unify the two systems. All of that extra hardware can bring some sticker shock. 

The Civic Hybrid has a base price of $19,550 -- compared with $17,060 for a top-shelf Civic sedan. The Prius starts at $20,480. 

"The fact is you pay $3,000 more for the hybrid, and you're not likely to make that up in fuel savings even if you drive the car for 100,000 miles," Csere said. "You have to be a green-minded person; otherwise, you're just flushing money down the toilet." 

Consumers are willing to pay as much as $1,500 more for a hybrid before they begin to reconsider, according to J.D. Power. Toss in the $2,000 Federal Clean-Fuel Vehicle tax reduction the IRS offers, hybrid fans said, and price becomes less of an issue. 

The premium will shrink as automakers introduce more models, experts said. Toyota said last month that it will sell its hybrid technology to competitors, which will lower prices further. Nissan has accepted the offer, and General Motors -- which worked with Toyota on the Geo line of cars several years ago -- 

is said to be interested. 

Such deals will open the door for automakers to roll out hybrids quickly because they won't have to develop the technology, an expensive proposition, just install it in a car. 

Before long, automakers will offer hybrid power trains as an option in most, 

if not all, of their vehicles, automakers and industry watchers said. 

HYBRIDS ON DISPLAY

The 45th annual San Francisco International Car Show, which runs through next Sunday at Moscone Convention Center, includes Honda and Toyota hybrids, alternative-fuel and concept models among the 800 vehicles by 40 manufacturers. 

Hours are 10 a.m. to 10 p.m. daily, 10 a.m. to 8 p.m. Sunday. Admission is $7, 

children under 12 free when accompanied by an adult. For more information, see www.sfautoshow.com. 

HYBRID VEHICLES COMBINE FEATURES OF ELECTRIC, GAS SYSTEMS

Ford plans to start selling a hybrid version of its Escape sport utility vehicle in late 2003. Like hybrids currently on the market, the Escape HEV (Hybrid Electric Vehicle) will not need to be plugged in - the battery is recharged by a small gasoline engine and a regenerative braking system. An electric motor powers the vehicle's drivetrain, with boosts from the gas engine when necessary. . 

A hybrid SUV: the Ford Escape HEV 

Both power sources are controlled by a computer, which continuously monitors the system and engages either the electric or gasoline motor at the appropriate times. 

GASOLINE Components 

-- 4-cylinder internal combustion engine: Provides power to the drivetrain during acceleration and charges battery at other times. Shuts off when not needed (for example, when the car comes to a stop); restarts automatically when accelerator is pressed. 

-- Fuel tank (not shown): Uses standard gasoline. 

ELECTRIC Components 

-- Regenerative brakes: When the brakes are applied, energy that would otherwise be lost as heat is collected and used to recharge the battery. 

-- 300-volt battery pack: Rechargeable nickel-hydride modules supply energy to the radio, lights, heating and other accessories, and can store energy generated by the engine. 

-- Electric transaxle: Combines functions of transmission and electric motor; powers drivetrain whenever vehicle is in motion. . 

NOW ON THE ROAD

These 2003 models all have continuously variable automatic transmissions. Both Hondas also offer 5-speed manuals. 

E-mail Chuck Squatriglia at csquatriglia@sfchronicle.com. 

HONDA CIVIC HYBRID   HONDA INSIGHT  TOYOTA PRIUS 

Gasoline engine  In-line 4,      In-line 3,     In-line 4, 

                 1.3 liters      1 liter        1.5 liters 

Wheelbase/length 103.1"/174.8"   94.5"/155.1"   100.4"/169.6" 

Seating          5               2              5 

Cargo space      10.1 cu.ft.     16.5 cu.ft.    11.8 cu.ft. 

Horsepower       

 Gas engine      85 (at          67 (at         70 (at   

 only             5,700 rpm)      5,700 rpm)     4,500 rpm) 

 Gas plus        93 (5,700       73 (5,700      100 (4,500 

 electric         rpm)             rpm)          rpm)

Peak torque

 Gas engine      87 lb.ft.       66 lb.ft.      82 lb.ft. 

 only            (3,300 rpm)     (4,800 rpm)     (4,200 rpm) 

 Gas plus        105 lb.ft.      91 lb.ft.      258 lb.ft. 

 electric        (3,000 rpm) 1   (1,500 rpm)     (0-400 rpm)  

Air bags         2 front, 2 side 2 front        2 front 

                                                (side optional) 

Mileage 2        51/47 mpg       60/56 mpg      52/45 mpg 

Base price 3     $21,010         $21,740        $20,480

.

   1 With variable transmission (116 @ 1,500 rpm with manual).

   2 EPA city/highway rating, with variable transmissions.

   3 Including destination (shipping) charges and variable automatic 

transmissions.

Sources: The car companies; New York Times News Service; howstuffworks.com

Todd Trumbull / The Chronicle

URL: http://www.sfgate.com/cgi-bin/article.cgi?file=/chronicle/archive/2002/11/24/BU184168.DTL 

Gas transit has legs 

Internal combustion isn't going away 

Chuck Squatriglia

Sunday, November 24, 2002 

Automakers are rushing to develop hybrid automobiles and to perfect fuel- cell technology in a constant quest to minimize emissions and maximize fuel economy, but the industry's future may lie in its past. 

Despite their huge investments in the drivetrains of the future, automakers expect the internal combustion engine -- already 117 years old -- to continue propelling cars for decades to come. 

"We're not going to see the gasoline engine going away," said Thad Malesh, director of alternative power technologies for J.D. Power & Associates, a leading auto industry research firm. "It will be the dominant power plant for the foreseeable future." 

Automakers are spending millions to develop advanced internal combustion engines that rely upon sophisticated computers and electronic components to deliver unsurpassed fuel economy while meeting or beating the strictest emissions standards. 

Researchers at the Massachusetts Institute of Technology predict that fuel economy will increase nearly 20 percent by 2010 and 35 percent by 2020. A recent three-year study by UC Riverside researchers found vehicles powered by the latest internal combustion engines run as cleanly as gasoline-electric hybrids. 

Two such cars already are on the road. The 2003 Nissan Sentra XE and four- cylinder Honda Accord are the only gas-burning cars designated "super ultra low emission vehicles" by the California Air Resources Board. That places them alongside the Honda Insight and Toyota Prius hybrids as the cleanest vehicles available. 

"Obviously, you can do it with a straight gasoline engine because Nissan has been doing it for years," said CARB spokesman Jerry Martin. 

Other automakers are working toward the same goal. Among the developments under way: 

-- Improved coatings on cylinder walls, pistons and other moving parts to minimize friction and maximize fuel economy. 

-- Cylinder deactivation, meaning that only as many cylinders as are needed for a specific task -- accelerating, cruising, towing and the like -- are firing. 

-- Variable valve timing controlled by a computer to maximize performance and fuel economy while reducing emissions. 

-- Replacement of mechanical components -- the valve train, water pump, air conditioning compressor and so forth -- with electronic components. That will allow more power to be sent to the wheels, increasing efficiency and reducing fuel consumption. 

Of course, fuel-cell vehicles -- nonpolluting cars that burn hydrogen and emit only water -- remain the Holy Grail of the auto industry. But the technology is so complicated and expensive that most experts believe it is at least a decade or two from viability. 

In the meantime, automakers will continue to improve the internal combustion engine, which is the cheapest and most reliable power plant available. 

"There's a lot of life left in that old horse yet," said J.D. Power's Malesh. "We're nowhere near the end of the line." 

Signed up at http://www.pevdc.org, which is a sub-page of drivingthefuture.com

http://www.thepetitionsite.com/takeaction/541959067?ts=1027113999 

MY ENTRY AS I WROTE IT: A group of Bay Area entrepreneurs, technologists, environmentalists and others is launching the California Car Company Initiative to bring better cleaner cars to CA. We hope EV1 + Th!nk owners will get to have plug-in hybrids (EVs with unlimited range) as a result. Check out http://www.calcars.us to find out more and perhaps help.

1,156 have signed petition for EV1's as of Dec 1,2002

GM is suing to avoid producing its EV1 electric car after sabotaging test marketing in California. Thousands signed for it, but only 1500 were ever made. 

Forced by a clean-air mandate, General Motors built 1500 EV1 highway-capable electric vehicles (EVs) from 1996-1999. 

The EV1 is fast, safe and well-equipped, having been designed from the ground up as an EV; drivers love the car. GM test-marketed only to affluent consumers in southern California, available only by lease. Promotion for the EV1 was limited and omitted offers for sale. 

The EV1 was withdrawn from production after the California zero-emission vehicle mandate was relaxed, the company arguing that there is no demand for EV1s, in spite of the thousands on waiting lists for the car. There are currently only about 5000 EVs of all makes in the United States. 

A study, The Current and Future Market for Electric Vehicles, was done by the experienced automotive market research company, the Dohring Company, for the Green Car Institute. The expected sales of EVs in the US would start at 12,000 to 24,000 a year and expand toward 180,000 to 270,000 sales yearly in five years. Conclusion: “The market for EVs exists. It is simply awaiting the right products, properly marketed to meet consumer needs, to blossom.” 

http://www.greencar.com/gci/gcimarketing.pdf 

93% of Americans polled recently support clean-air transportation. Most would even pay more for it. GM is currently suing the California Air Resources Board in an attempt to evade all zero-emission vehicle requirements. GM is ignoring a profitable market at the behest of the oil industry. "Taken for a Ride", by Jack Doyle, is a comprehensive study of automakers' history of resistance to all safety and fuel-efficiency improvements. 

We, the undersigned, in support of energy independence and clean air, ask that GM begin selling electric vehicles to the American public. ..... See full petition below
GM: Sell Us Your EV1 Electric Cars! 

Forced by a clean-air mandate, General Motors built 1500 EV1 highway-capable electric vehicles (EVs) from 1996-1999. 

The EV1 is fast, safe and well-equipped, having been designed from the ground up as an EV; drivers love the car. GM test-marketed only to affluent consumers in southern California, available only by lease. 

Promotion for the EV1 was limited and omitted offers for sale. 

The EV1 was withdrawn from production after the California zero-emission vehicle mandate was relaxed, the company arguing that there is no demand for EV1s, in spite of the thousands on waiting lists for the car. There are currently only about 5000 EVs of all makes in the United States. 

A study, The Current and Future Market for Electric Vehicles, was done by the experienced automotive market research company, the Dohring Company, for the Green Car Institute. The expected sales of EVs in the US would start at 12,000 to 24,000 a year and expand toward 180,000 to 270,000 sales yearly in five years. Conclusion: “The market for EVs exists. It is simply awaiting the right products, properly marketed to meet consumer needs, to blossom.” 

http://www.greencar.com/gci/gcimarketing.pdf 
93% of Americans polled recently support clean-air transportation. Most would even pay more for it. 

GM is currently suing the California Air Resources Board in an attempt to evade all zero-emission vehicle requirements. GM is ignoring a profitable market at the behest of the oil industry. 

"Taken for a Ride", by Jack Doyle, is a comprehensive study of automakers' history of resistance to all safety and fuel-efficiency improvements. 

We, the undersigned, in support of energy independence and clean air, ask that GM begin selling electric vehicles to the American public.

http://www.svbizink.com/headlines/article.asp?aid=3987&iid=277

Published: Wednesday, November 27, 2002 

Charged up – or not

BY STEVE TANNER 

All of the electric motorists Biz Ink spoke with -- including Propel Software Corp. founder Steve Kirsch, and Gloria Duffy, CEO of the Commonwealth Club of California -- love General Motors Corp.'s EV1. But GM plans to recall the 650 EV1s it leased in California and Arizona, scrapping many of them. 

The two states passed guidelines requiring the availability of a certain number of zero-emission vehicles by 2003. California's law, passed in the early 1990s, required 10 percent of all vehicles to have zero emissions by next year. That was eventually lowered to 3 percent, and now allows golf carts to fall into the same category as the EV1. 

GM claims weak market demand and lack of a business model. But EV1 drivers and consumer advocate Ralph Nader say the real problem is the auto industry's love affair with the internal combustion engine, which has a limited life and drives secondary business through regular maintenance. 

Nope Sawang-Wan, a technician at Saturn of Marin (a GM division that services the EV1), says the EV1 is very low maintenance. 

"There's really not much in those cars," Sawang-Wan says. "The only thing we do is rotate the tires and check for computer and electrical problems." 

Nader says gasoline engines keep people coming back "again and again." 

"Basically, GM has dangled the electric car to distract consumers from the dirty internal combustion engine," he says. "GM has pursued this detour and manipulation, it's-just-around-the-corner tactic so they can continue [ to profit from the high-maintenance gasoline engine]." 

GM's plans to not renew the leases and take the cars off the road have early-adopters, such as Kirsch, bewildered. 

"I love it; I hate to see it go," says Kirsch, who has leased the EV1 since 2000. "I think they want to focus more of their energy on fuel cells. The other part is shortsightedness on the part of car manufacturers." 

Rod Diridon, chairman of the National Research Council's panel to combat global warming with alternative fuel vehicles -- and an EV1 lessee -- says building zero-emission cars is a moral imperative. 

"How long is the world going to allow 4 percent of the world's population to produce 26 percent of the Earth's greenhouse gasses?" Diridon asks, citing statistics pertaining to Americans' disproportionate appetite for petroleum, reported in the October 1998 issue of National Geographic. 

"That is what the rest of the world looks at when the U.S. refuses to sign on to the Kyoto Treaty [to lower greenhouse gasses by setting limits on carbon dioxide emissions]," Diridon adds. 

GM spokesman Donn Walker, who says a total of 950 EV1s were built, confirms Kirsch's first assumption, saying "it's in our interest as a society to move our company toward hydrogen [fuel cells]." 

As for the latter claim of shortsightedness on behalf of the auto industry, Walker says neither GM nor its competitors could make a solid business case for the electric car. 

"It's all about building products that are profitable," Walker says. "There's simply no business case for [the EV1]. It's not fair to the employees and shareholders of the company." 

Walker says GM subsidized the cost of the vehicles to the tune of 80 percent, though much of the money was sunk into research and development and GM built less than 1,000 EV1s. Building these in volume, Diridon says, would have allowed GM to see some profit over time. 

But making just a handful of the cars, Diridon believes, gave GM positive public relations without having to make a real commitment to electric cars. 

"They were afraid they were going to get demand and have to build some more," says Diridon, echoing Nader's charge of a "dangling" tactic on the part of GM. 

Walker -- declaring GM's belief that there is no future for electric cars -- says a better way to clean the air is to sell more new cars, which he claims are 99 percent cleaner than those made 30 years ago. 

Also, Walker confirms GM's commitment to supporting the internal combustion engine for as long as possible. 

"The great thing about technology is that with every decade, we keep finding a lot more oil in the Earth," Walker says. 

Woodside-based EV1 lessee Richard Pivnicka, honorary counsel general to the Czech Republic, agrees with GM's assertion that the electric car is not as lucrative as the combustion engine -- and believes that is the reason GM is scrapping the EV1. But he counters GM's claims about slack demand. 

"I would say the interpretation of the marketplace by GM is simply not accurate," Pivnicka says. "When they say there is not a sufficient market for these cars, I know I could have sold one at every cocktail party I've been to." 

Stan Skokan, president of the New York-based Electric Vehicle Association of America, likens the auto industry to a cartel with too much riding on the combustion engine. But consumer demand, he says, is there. 

"For 30 years, I've been involved in educating the general public that non-polluting vehicles are possible," Skokan says. "It's just for political and economic reasons that this technology is blocked." 

GM's Walker, though, says speculations about a conspiracy of parts manufacturers, the oil industry and other facets of the gas-burning automobile infrastructure is simply absurd. He says it's all about the bottom line. 

"I can't understand why ordinarily intelligent people can't understand this," Walker says, with a tone of frustration. 

For EV1 lessees in the Bay Area, though, letting go of the EV1 will not be easy. 

"I think [GM] has done an extraordinary job," Pivnicka says. "They should be proud of this great achievement." 

The Commonwealth Club's Duffy says she will miss her daily commute from San Jose to San Francisco in the carpool lane -- one benefit of driving an electric car. She can go 120 miles per charge and says it costs about a dollar to "fill it up." 

"I generally find it a real advantage as a consumer, and I don't mind making adjustments," Duffy says. "People just need a shift in thinking." 

Steve Tanner is a Biz Ink reporter. 
You can reach him at stanner@svbizink.com.

Sidebar: Bay Area EV1 drivers (Silicon Valley Biz.Ink Nov 29, 2002)

Willie Brown, Mayor of SF

John Chambers, CEO of Cisco

Jim Clark, co-founder of Netscape

Rod Diridon, Executive Director, Mineta Transportation Institute, San Jose State University

Gloria Duffy, CEO, Commonwealth Club of CA

Steve Kirsch, founder and CEO of Propel Software

Richard Pivnicka, honorary counsel general, Czech Republic, Woodside resident

Robin Williams, actor and comedian

http://www.greencar.com/gci/evstudies.html

http://www.greencars.org/newsreleases_sept7.htm

September 7, 2000 
POLL OF 900 CALIFORNIA NEW CAR BUYERS SHOWS STRONG DEMAND FOR REASONABLY PRICED ELECTRIC VEHICLES

SACRAMENTO - More than a third of new car buyers in California would purchase reasonably priced zero emission electric vehicles if more of them were available in showrooms, according to a new survey of car buyers in the nation's largest auto market.

Some 33.4 percent of those polled said they would buy an electric vehicle as their next car purchase if that vehicle were priced close to the same price as a gasoline vehicle.

Part of a study titled "The Current and Future Market for Electric Vehicles," the survey of 934 California new car buyers was conducted in July 2000 by the non-profit Green Car Institute and The Dohring Company automotive market research firm on behalf of the California Electric Transportation Coalition (CalETC). The survey has a margin of error of plus or minus 3 percent.

The poll results were released during hearings this week before the California Air Resources Board (ARB), which is set to decide whether to maintain or modify California's long-standing Zero Emission Vehicle production requirements. 

The study results sharply contradict auto industry statements to the ARB in recent months that there is little consumer demand for electric vehicles.

"This is the study the auto industry didn't want to see," says David L. Modisette, executive director of CalETC. 

"This study used the same research methodologies employed by the auto industry to identify markets for its gasoline vehicles. The results show there is a very strong consumer market for EVs in California, a demand automakers either don't want to believe or want to go away," Modisette says.

The study shows that the annual consumer market for EVs is between 12 and 18 percent of the new light-duty vehicle market in California. This equates to annual sales of approximately 151,200 to 226,800 electric vehicles, a potential market some seven to 10 times larger than the estimated 22,000 vehicles required to be sold in 2003 under current California regulations.

Other key findings in the research are that car buyers want to be able to buy EVs rather than lease them, and that EVs need to be tailored to consumer tastes in size, features and functionality. 

Current EVs are only available for lease. If that limitation were kept, almost 40 percent of those who said they wanted to buy an EV would switch to a gasoline vehicle.

When asked what body style they would prefer for their electric vehicle, those polled responded overwhelmingly (53 percent) in favor of four- or five-passenger sedans that include the amenities found in gasoline vehicles. The finding isn't surprising since the most popular gasoline cars in the state are four-door sedans like the Toyota Camry and Honda Civic. 

"Consumers have indicated they can deal with a contemporary EV's range limitations if pricing is reasonable," Modisette says. "Moreover, the public clearly needs more information and education about EVs than has been available to date."

In the study, about 50 percent of the consumers who wanted to buy EVs said they would accept a vehicle with a 60-to-80 mile range-per-charge. 

Related Study of EV Pricing 
In a related study of how the auto industry arrives at the publicly stated costs and showroom pricing of electric vehicles, Green Car Institute concludes that automakers are not using pricing to create a market for EVs.

"EV costs presented and prices used to market EVs during the past few years by automakers appear to be high, perhaps saying more about auto companies' feelings about proposed government regulation than about electric vehicles themselves," the study reports. "Setting such high initial prices is not the typical auto industry method of introducing a new vehicle." 

The high initial prices of EVs fail to take into account historic precedents of subsidizing the cost of vehicles deemed important to an automaker's overall marketing program or corporate positioning, the study says. Also, as Honda and Toyota have shown with the pricing of their hybrid models, auto companies will endure short-term losses to establish a new and potentially growing market segment. 

"Whether it was musclecars during the '60s, sports cars in the '80s, or now electric cars in the new century, a car that becomes a key part of the company's basic image receives corporate support with less expected in terms of program return-on-investment. The high EV prices belie a committed attempt to establish and build a market for EVs," the study concludes.

EV pricing does not have to be at a complete parity to comparable gasoline vehicles, either, the study found. The hybrid model pricing is a good example of an historical trend. While higher priced than similar-sized gasoline models, both Toyota and Honda priced their hybrid cars well below their cost in order to build a market for the new technology. In market research of California consumers wishing to buy EVs, GCI also found that 70 percent were willing to pay a premium for an electric vehicle. 

Says Modisette: "Clearly, the auto industry can sell a lot of electric vehicles in California if it wants to. Consumers want them. The pricing needs to be reasonable to build a market."

http://biz.yahoo.com/prnews/021115/phf019a_1.html
Hydrogen and Electricity Co-Production Station in Las Vegas. 

The world's first hydrogen energy station featuring the co-production of 

hydrogen fuel and electric power was formally dedicated and is operational, 

generating hydrogen on-site that is utilized both to fuel vehicles and 

produce electricity. The project, a public-private partnership between the 

United States Department of Energy (DOE), the City of Las Vegas, Air 

Products and Chemicals, Inc. and Plug Power, Inc., will serve as a 

commercial demonstration of hydrogen as a safe and clean energy alternative. 

http://www.questairinc.com/pressreleases/2002-11-15.htm
QuestAir's Hydrogen Purifier Installed in Las Vegas Station. 

QuestAir Technologies Inc.'s commercial HyQuestor® hydrogen purification 

system has been installed as a key component of the Hydrogen Energy Station 

in Las Vegas, NV, the first integrated hydrogen vehicle fueling and power 

generation facility in North America. As deployed in the station, 

QuestAir's HyQuestor® system purifies a hydrogen containing gas stream 

extracted or 'reformed' from natural gas. The purified hydrogen is then used 

to fuel City of Las Vegas transit buses and other vehicles, or a stationary 

50kW fuel cell electricity generator. 

<http://biz.yahoo.com/bw/021112/120124_1.html>

Enova to Assist in the Development of Process Control Systems. 

Enova Systems has concluded an agreement with a unit of ChevronTexaco 

Technology Ventures to assist in the development and manufacture of a 

process control system for ChevronTexaco Technology Ventures' hydrocarbon 

fuel processors for stationary fuel cell applications. The agreement 

contemplates that the initial development program may lead to manufacturing 

if the prototype proves to be commercially viable. 

http://www.avweb.com/newswire/news0249a.html#2

Dec 2, 2002 Eclipse's Market

The Economics Of Innovation...

 After creating the jet and proving the market, development of the Eclipse 500 has hit a hurdle of potentially grand proportions with their announcement last week to part ways with the engine their aircraft was built around. While the state of affairs at the company will prove itself in the coming months, some 1357 orders manifest not only interest in the design, but faith to the tune of $65 million in non-refundable deposits. Of the backlog, Eclipse CEO Vern Raburn said, "To our knowledge, the Eclipse 500 order book is greater than that of any single civilian jet in the history of aviation." Each one of those orders the company had planned to fill by 2006. Each one of those buyers expected certain performance and operating costs, which, generated around the Williams EJ22, were pegged at 56 cents per mile. Those figures and others are now more uncertain. The economic inconvenience of Eclipse's engine trouble could extend beyond that of buyers if production of the jet is significantly delayed. The city of Albuquerque is investing $30 million in infrastructure, in part to accommodate Eclipse at Double Eagle II Airport, where Eclipse plans to employ some 750 employees who might ultimately play a part in putting out a projected 1,500 Eclipse 500 jets per year. Unfortunately, without engines, it's not a jet ... it's a glider. Clearly Eclipse will work swiftly to remedy the potential damage of such a perception lest it becomes reality -- if only in the fears of potential buyers. 

...Wandering Eyes...

 For Eclipse, which long held their cards close to the vest in part to avoid having their labors and market research become their competitors' best friend, it seems their hand is now flat on the table. Projecting confidence in this position, Raburn told The Albuquerque Tribune, "There is still no alternative to this airplane." But then, "this airplane" no longer exists -- the one that replaces it may share its form, but the extent of re-engineering necessitated by heavier, costlier, less-efficient or just plain different engines is yet unknown and that has some possible buyers wondering. Chris Stevens, who had plans for 2004 to launch start-up jet taxi service in Fort Worth, Texas, flying leased Eclipse 500s, thinks, "Eclipse's problem is that all their economics are hung right on this engine and (Williams') technology." Stevens' opinion is that without the EJ22, Eclipse can't make the same claims. Stevens is now considering his other options, such as existing Citations or the forthcoming six-place Cessna Mustang. The Mustang -- which shares similar performance specs with the no-longer-relevant EJ22-powered Eclipse 500 -- aims for type certification in mid-2006 and first deliveries late that year. At $2.29 million, the projected Mustang-to-Eclipse price ratio is close to 3:1. 

While Eclipse spokeswoman Cory Canada last week said it's impossible to say how the engine change will affect the plane's ultimate price, Raburn told AVweb "there's absolutely no way" the Eclipse will cost more than $1 million. Eclipse had once intended to deliver approximately 140 aircraft in 2004, but its current engine conundrum leaves the project more than a couple dozen test flights behind schedule with a few more prominent hurdles to be cleared first. 

...And Refreshed Competition

 While GA revolutionaries wait breathlessly in the wings for Eclipse to fit a new engine, the folks at Safire ... and their light six-place S-26 ... might have a slightly more upbeat take on the whole thing. Safire announced early last month that it had secured funding through first flight for development of their own unique six-place jet. "The funds committed will allow Safire to move forward at full speed toward completing the design and building the prototype for first flight," according to a company press release; the funds arrive compliments of a "Swiss syndicate." Safire's aircraft offers six-place seating plus a lavatory and may be carried aloft by two Agilis TF1000 engines (or something similar) -- an engine that weighs in at three times that of the EJ22 for 250 pounds more thrust and is scheduled for certification in 2005. At this time, the company is still finalizing their plans for production -- and has yet to claim a location for those facilities. Once in production, the company intends to craft as many as four aircraft per day offered at an asking price near $1 million. The carrots are still dangling, and the wait for a revolutionary six-place jet goes on. 

http://evworld.com/update/archive.cfm?id=51

California With Its Back Against the Wall

For the South, the American Civil War was about "state's rights." This is the long cherished political notion that the individual states making up the Union have the right to exercise governance over their citizens on issues that directly pertain to their well-being. The debate over how much authority the federal government can exercise over and above this has been argued since before the Constitution was written. The issue of slavery was only the match that lite the slow-burning fuse that explored in the bloodiest war in America's brief history. 

Why the lesson in American history? Because "state's rights" is now largely at the core of the debate over the California ZEV Mandate and more recently enacted "greenhouse gas" bill. What the auto industry and its White House supporters are arguing is that federal legislation governing fuel economy has precedence over any legislation enacted by an individual state. 

Because fuel economy and tailpipe emissions are so closely inter-related, it's nearly impossible to write regulations for one without impacting the other. Yet, this is what California attempted to do in an effort to improve quality of air in the state and thus the health of its citizens. But if carmakers and their White House allies have their way, no state, especially California, will be able to protect its citizens from the continuing encroachment of ever-wider federal control, not to mention air pollution 

So, the public workshop that will be held in Sacramento this week to discuss CARB's responses to carmaker lawsuits will be as much about the historic issue of "state's rights" vs. federalism as it is about zero emission vehicle technology. I don't expect rebel Californians to fire on the Presidio, but at some point, people are going to get fed-up with an administration that seems to continually side with polluters and corporate donors at the expense of national security and clean air. The match that lights this fuse could ignite a powder keg of resentment towards spreading federalism that may someday rock the foundations of our political system. 

An open letter from the co-chairman of Production Electric Vehicle Driver's Coalition.  November 30,2002 

http://evworld.com/databases/storybuilder.cfm?storyid=458&subcookie=1

Is CARB Getting Real or Caving In?

By Greg Hanssen greg@pevdc.org

This Thursday (Dec 5th) the California Air Resources Board (CARB) staff will conduct a "workshop" in Sacramento to discuss possible changes to the California Zero Emission Vehicle program. Staff has already proposed many of these changes in a preliminary "strawman" document. 

This workshop will be the one chance the public has to influence the direction the final proposal will take. Staff is looking for input from the public in order to assemble the final proposal for the air resources board members. The strawman proposal is merely a start for the discussion. When the final proposal is published in January before the February board hearing, the board will have little flexibility to make major changes in the regulations. Now is the time to stress the need for sustained vehicle availability and diversity of product and technology. 

BACKGROUND 

Before I get into the details, I'd like to give you a little of the background from my perspective. In the early 90s CARB set out to have 10% of all cars sold in California be zero emissions by 2003 with smaller requirements in 1998 and 2001. General Motors set out to build a business around a small lead acid battery based sports car. I doubt the GM board would have approved the EV1 project had there not been a sense that with the right volume, the project could have turned a profit. Honda was also developing an EV dubbed the CUV4 using lead acid batteries. Several auto makers including Mitsubishi and Volvo were promoting the idea of electric vehicles with gasoline "range extenders". CARB decided that being able to put gasoline in a battery EV's range extender was considered a defeat device and did not encourage the idea. This coupled with the multiple delays in the mandate likely set back the plug in hybrid concept for many years. 

By 1996 under extreme pressure from the auto makers, CARB caved on the requirements for 1998 and 2001 and started a general downward slide which culminates with the latest staff proposals. The requirements for 1998-2002 were replaced with a "Memorandum of Agreement" (MOA) to build a small volume of vehicles with advanced batteries. GM added NiMH batteries to their 2nd generation EV1 (and S-10 electric truck) and built just enough to satisfy the MOA. Honda put NiMH batteries in their CUV4 (calling it the EV+) and built just enough for the MOA. Other auto makers similarly built just enough vehicles to satisfy the MOA, mostly converting existing gasoline vehicles. 

By the end of 2000, most MOA vehicles had been placed and the market was heading towards severe shortages with many people stuck on waiting lists for vehicles. ARB tried to encourage placement in 2001 and 2002 but ended up with thousands of 25mph Neighborhood Electric Vehicles by the big 3 in Detroit. GM canceled their EV1 program, Chrysler canceled their Epic minivan program but there was still hope that Ford would produce the small Th!nk City vehicles. Nissan didn't have a large requirement but went ahead and built 200 more Altra electric station wagons for fleet use. To many peoples surprise, Toyota opened up their successful RAV4-EV fleet program to consumers. With the exception of a few fuel cell prototypes, Honda was the only major OEM of the 6 to blatantly disregard the board's 2000 ruling to maintain some ZEV requirement for a mandate in 2003. 

In mid 2002, two lawsuits filed by GM and Chrysler resulted in preliminary injunctions against enforcement of the mandate in 2003 and 2004. With two extra years to deal with the mandate, many auto makers relaxed their plans. Ford decided not to go ahead with production of their Th!nk City vehicle. The future of the Toyota RAV4-EV and Atlanta's E-motion mobility City EV may also be jeopardized by the 2 year legal delay from 2003. 

THE FUTURE OF ELECTRIC VEHICLES 

Why all the doom and gloom? Most people attribute the downfall of the battery EV to two things. public demand and cost. 

When GM and Honda complained that it was difficult to sell more than a very small quantity of battery EVs, the EV drivers countered with the sparse advertising and spotty availability of the few battery EVs made available to consumers. Now Toyota is telling CARB that it was difficult and costly to move the 270 RAV4-EVs this year. While the sparse advertising and spotty availability are still true, it is difficult to avoid the fact that significantly larger sales volumes will not be reached in the near future without a large public education and awareness campaign. The state of California cannot currently afford such a campaign and no auto maker is willing to put up millions of dollars to promote a small quantity of vehicles. It is interesting to point out that range extended BEVs (A.K.A. plug in hybrids) or fuel cell vehicles would likely suffer a similar fate without a huge awareness campaign. 

The one thing we've learned over the last few years is that when people are properly exposed to battery EVs, their willingness to try the technology increases dramatically. What does this mean? The EV drivers are the best advertising available for EVs. I have faith in the future of battery EVs mainly because I have seen many people who initially shunned the idea but eventually embraced BEVs after being adequately exposed. Most of the people on waiting lists in 2000 were not early adopters so much as friends, relatives or coworkers of the original early adopters. The message here is that while the market may not be large now, it WILL grow with continued availability. The ONLY way to grow this market or any other alt-fuel market is to have consistent, prolonged availability of product from multiple sources. Paradigm shifts such as this don't happen over night. 

The other big complaint is cost. Despite the small funding for large battery systems in the last few years, there HAVE been improvements in battery performance, battery life and reductions in cost. In the same way it is difficult to say there is no market for City EVs when City EVs have never been marketed, it is difficult to claim that batteries have not improved when improved batteries haven't been tried in production! This is however a big catch-22 situation. We can't get dramatic cost reductions without large volumes. This is true for many other technologies as well. CARB has to realize that because of the market, there will not be large volumes for several years. If CARB backs down on battery EVs now because they are expensive, will they also back down on fuel cell vehicles several years from now because they are too expensive? What is the point of having a ZEV program if we can't put the pressure on the manufacturers to innovate and build these markets? Maybe the "miracle" battery is not here yet. but neither is the "miracle" H2 storage system, or miracle fuel cell platinum replacement or miracle hydrogen production system or miracle hydrogen distribution system. At what point does CARB decide that some of these miracles might not occur either? Is this any reason to back off the pressure? 

It is clear to me that for any of these technologies to advance and for markets to be built, a diversity of vehicles and technologies must be made consistently available to the market. 

Unfortunately due to a variety of reasons, CARB is now left with a situation where the auto makers may in fact be setting themselves (and CARB) up for a train wreck. Some of the problems going into the new regulations for 2005 may be made WORSE by some of staffs proposals. 

CARB AND CREDITS 

The mandate calls for each automaker to produce credits representing at least 2% of their sales volume. So for example if Toyota sold 200,000 vehicles in California in one year, they would need about 4000 credits per year to reach the 2% ZEV requirement. Because of the large credits given to pre-2003 (now 2005) vehicles, many auto makers have enough "banked" credit such that they don't really need to do anything for a LONG time. GM, Ford and Chrysler have been moving thousands of 4 credit NEVs and will likely continue through March 2003 after which the credit drops from 4 to 1.25 credits per vehicle. In addition to these "NEV credits", some auto makers have enough non-NEV credits to get them through several years of the mandate starting in 2005. MOA vehicles don't get credit, but several companies have built vehicles beyond the MOA. Ford has additional credits from electric postal vehicles. Toyota has additional credits from RAV4s in 2001 and 2002 (at over 18 credits each). Nissan has credits from additional Altra-EVs. Combined with various other credits, many of these companies wouldn't need to produce a new vehicle until some time in 2007, 2008 or well beyond. 

CARB does have an existing restriction from the 2001 amendments that says that in 2006, 25% of your credit must come NOT from banked NEV credits and in 2007+ half of your credit must come NOT from banked NEV credits. This does not effect Toyota or Nissan who have no NEVs. This also has little effect on Ford because in addition to their Th!nk Neighbor credits, they have credits from postal vehicles, electric Rangers and the preview Th!nk City vehicles to cover whatever they cannot use NEV credits for. 

THE NEW STAFF PROPOSALS 

The latest staff proposals to be discussed at the workshop include: 

A proposal to move the start of the mandate from 2003 to 2005. This may be unavoidable due to legal reasons, but it does present a big problem. Not only does this increase the availability gap by at least two years, but because auto makers can still earn credits in 2003 and 2004, they can bank yet more credits to use in 2005 or after. 

A proposal to lower the 2% ZEV requirement to 1% until 2012. From 2005 through 2011, staff proposes to split the 2% ZEV section into a 1% pure ZEV section and a 1% "transitional" ZEV section. Hybrids would be allowed to earn credit in the transition 1% section and a new hydrogen infrastructure credit could be earned in either section. Perhaps hydrogen infrastructure is something to encourage. But if this is in fact a ZEV mandate and the ARB is fuel neutral (as they claim), shouldn't this be a ZEV infrastructure credit that includes EV infrastructure as well as hydrogen infrastructure? 

In 2000, staff cut the ZEV "gold" section from 4% to 2% by letting "advanced technology partial zero emission vehicles" (ATPZEV) get half of the 4% (leaving ZEVs with 2%). These ATPZEVS include gasoline hybrids like the Prius and Insight. Now staff is proposing giving them another 1% cutting the pure ZEV gold section down to 1%. These non plug in hybrids have already been allowed to get credit for half of the old 4% requirement, is it fair to now let them get 3/4s of it? The Honda hybrid system uses a small pancake motor and NiMH D-cell batteries. Is this a technology that should allow auto makers to further reduce their requirement for zero emission vehicles? Staff's excuse for this free ride through 2011 is that battery EVs have failed and they need to give auto makers time to prepare fuel cell vehicles for the next decade. What if auto makers cannot produce fuel cells in volume by 2012? Does CARB back down again? Should we really give away a decade of ZEV marketing and wait for fuel cells? 

A proposal to change the way ZEVs are given credit. The old system used range, efficiency and a host of other things to grant credit. CARB wants to simplify. The new system would have 4 tiers. NEV, City EV, Full function EV and fuel cell vehicle. I personally don't have a problem with this except in the way they've defined the groups. A NEV is still a NEV and doesn't get any more credit than was planned in 2000. A city EV is a vehicle with at least 50 miles range. Maybe that is ok. A full function EV needs to have 120 miles of range. This is unacceptable to me. Not only would a 120 mile minimum rule out vehicles like the Chrysler Epic NiMH minvan (92 miles), Ford NiMH Ranger truck(94 miles), Chevy NiMH S-10 truck (92 miles) but it would also eliminate an efficient lead acid vehicle like the EV1 with Panasonic lead acid batteries(111 miles). It seems to me we need to encourage more vehicles, not fewer. The final fuel cell category only requires 100 miles of range (!!) How can you require 120 miles for a vehicle that can be fueled at home but only 100 miles for a vehicle with an extremely sparse infrastructure? 

ISSUES AND LOOPHOLES 

The ZEV mandate is about Zero Emission Vehicles. Chairman Lloyd and the board are very clear on this. Why should auto makers be allowed to give up on battery EVs in this decade in the hopes that fuel cells will take off in the next? Shouldn't CARB be doing all they can to encourage all kinds of ZEVs? 

The board and staff seem much more willing now to give EVs with range extenders (A.K.A. plug in hybrids) more credit in the top gold section. Some still fear the "slippery slope" of letting a non-ZEV in the ZEV section but it's clear from this staff proposal that they are willing to let non-plug in hybrids take at least half of the gold(!) I think a plug in hybrid is a good idea and I think CARB should be doing all they can to encourage this technology. 

If the staff is going to move to a 4 tier credit system for ZEVs, the range minimum for full function vehicles should be lowered to 90 miles to encourage the greatest diversity of vehicles. The PEVDC survey of 130 drivers in 2000 showed that 90 miles was needed to make an EV practical for most users. In a multiple choice question, more people voted for 80 miles than 120 miles. Most votes were for 100 miles. The average of survey responses was 91 miles. 

Right now there is no way to reward Toyota for selling RAV4s or discourage GM, Honda or Ford from putting out vehicles on closed leases with no option to buy or extend. Many of the early RAV4s and NiMH EV1s are being taken out of service in California and sent to New York (which is in dire need of vehicles). Many drivers in the PEVDC are about to lose their GM EV1s, Honda EV+s or Th!nk City EVs and there is little to replace them. Perhaps vehicle sales and open leases should be encouraged over closed leases. 

Dropping the 2% requirement to 1% will only make it easier for auto makers to skip making battery EVs by using banked credits or doing small fuel cell demonstration programs. While there are concerns about how large the early BEV market might be, is it really ok to give away half of the ZEV requirement until 2012? 

If there really must be a "1% gold" and "1% transitional gold" section rather than just a 2% gold section, should NON-plug in hybrids be given additional credit in this transitional gold segment? Non-plug in hybrids have already been given their own 2% "silver" section, should they now have half of the remaining 2% ZEV section? What is so advanced about NiMH D-cell batteries that CARB is ready to cut the ZEV section in half for? 

CRITICAL ISSUES AND TRAIN WRECKS 

By far the biggest issue facing this workshop is what to do (if anything) about the banked ZEV credits. These banked credits could mean that there is no mandate until 2008 or later. We know that it is impossible to build a market when there are huge gaps in availability. We must press for consistent availability of product in order to build the market. Is there anything that can be done to encourage ZEVs in 2003 or 2004 without making the 2005 credit glut even worse? We know the market will be small in the first few years. The market can't absorb large volumes right now, but there must be continued availability of product in order to build ANY alt-fuel market. 

If the auto makers are allowed to use all of their banked credits at once, they will surely find it hard to move larger volumes all of a sudden at a later date. Say for example a company can slide through 2005, 2006 and 2007 on banked credits. By 2008 the requirement will be larger than 2005 and they may be unable to market such a high volume of vehicles for which the market is not prepared. I would consider this a train wreck waiting to happen. We should encourage CARB to deal with the credit glut issue and not 'let it slide'. We must have some way to guarantee that new vehicles will be available in 2006 or sooner. How can we build a market without vehicles? How can we sustain our infrastructure? We don't need a lot (we're not after all, unreasonable) but we must have something. And not just one vehicle, there needs to be some variety. 

If availability is our #1 issue, diversity should be our 2nd. Several auto makers are saying they don't want to be pulled down by battery EVs but would rather throw all of their eggs in the fuel cell basket. If CARB lets multiple auto makers off the hook on battery EVs so they can "focus" on fuel cells, what happens in 5 years when they come back and tell CARB they can't do it? "It's too expensive" "There is no market" "there isn't enough infrastructure" It's deja vu and certainly a train wreck waiting to happen. We cannot allow progress on todays ZEV technology (battery EVs) to languish while everyone plays with fuel cells in the hope that they can be commercialized within a decade. There must be pressure now (or 2005) to follow multiple ZEV paths including full function electric vehicles, city electric vehicles, plug in hybrid electric vehicles and fuel cell electric vehicles. We cannot afford to gamble our ZEV future on any one technology. 

Again, we must have vehicles and we must have them sooner rather than later. Please take the time to let CARB know how you feel on these issues. 

SUBMIT WRITTEN COMMENTS TO CARB 

If you'd like to submit written comments you should direct the comments to Tom Evashenk. Tom can be reached at: 

tevashen@arb.ca.gov 

Fax to 916-322-3923 

More information can be found at: http://www.arb.ca.gov/msprog/zevprog/2003rule/2003rule.htm 

I strongly encourage EV World readers to submit written comments (via Tom Evashenk) to push for continued ZEV availability, diversity of the ZEV program and to make sure staff plugs the loopholes and avoids the train wrecks well in advance. 

http://abcnews.go.com/wire/Business/reuters20021201_154.html

Ex-GM CEO Makes 'Green' Comeback

Dec. 1 — By Michael Ellis

ROCHESTER HILLS, Mich. (Reuters) - Nearly 10 years to the day after he was pushed out as chief of General Motors Corp. <GM.N>, Bob Stempel shoveled a handful of dirt to break ground for a new plant in Ohio that could make him a key player in a more environmentally friendly automotive industry.

Stempel, 70, could easily have retired to a comfortable life after his tenure as chairman and CEO of GM ended in October 1992 with a boardroom coup. But now as chairman of Energy Conversion Devices Inc. <ENER.O> he works 60 to 70 hours a week, and flies around the world to visit clients as he makes his case for battery-powered vehicles.

Stempel is betting that sales of hybrid cars and trucks, powered by conventional gasoline or diesel engines mated to an electric drive system, will grow in the coming years as companies seek more fuel-efficient vehicles.

In late October, Stempel ceremoniously kicked off construction of a 170,000-square-foot plant in Springboro, Ohio, that will make enough nickel-metal hydride batteries to supply 50,000 to 60,000 vehicles a year.

Production at the plant, a joint venture between Chevron Texaco <CVX.N> and Energy Conversion Devices, is scheduled to start in the third quarter next year. 

MOVING OFF THE FENCE

"People have been sort of on the fence about hybrid cars," Stempel told Reuters, his voice booming with excitement. "All of a sudden they are moving off the fence. We know that there's going to be enough solid business out there that we ought to get under way."

Currently there are only three hybrid gas-electric vehicles for sale in the U.S. market, all made by Japanese automakers Toyota Motor Corp. <7203.T> and Honda Motor Co. Ltd. <7267.T> -- the Toyota Prius, the Honda Insight and a hybrid-version of the popular Honda Civic small car.

However, Stempel said that U.S. and European automakers are requesting prototypes for some test vehicles from his joint venture company, Texaco Ovonic Battery Systems.

Unlike pure electric vehicles, which take hours to recharge and have limited range, hybrid gas-electric vehicles recharge themselves and can travel as far as conventional cars and trucks.

Some so-called "soft" hybrids expected to be rolled out over the next two years shut the engine down when the vehicle idles or comes to a stop, such as at a traffic light, and quickly restart upon acceleration, also saving gasoline. Some will also have 110-volt outlets that can be used for power tools, which could appeal to construction workers.

Other hybrids, such as the Prius, Insight and Civic hybrid, have electric motors that provide extra power, thus improving fuel economy even more.

Because they use less fuel, hybrids produce less carbon dioxide, which is considered one of the prime greenhouse gases responsible for global warming. 

BETTER MILEAGE, LOWER EMISSIONS

Stempel, an engineer by trade, was part of a team at GM that created the catalytic converter to clean vehicle emissions. He laughs now when recalling how he and his colleagues thought they had perfected the converter so it produced only "harmless" carbon dioxide.

"If we don't really control the emissions from personal transportation, the way the regulators are going to control it is to put limits on driving. Look what happened to Mexico City. There are days in Mexico City when you can't see," he said.

"I think once the public really gets used to (hybrids) there won't be any question that they're going to be pretty well accepted," Stempel said. By 2007, "we may be approaching 500,000 a year from all manufacturers here in North America."

Stempel said that automakers are moving ahead with plans that include his batteries, though he declined to give details, citing confidentiality agreements. The company is also testing some Toyota vehicles with its batteries to try to win business from Matsushita Battery, a unit of Japan's Matsushita Electric Industrial Co. Ltd. <6752.T>.

Matsushita and Stempel's company have been embroiled in a patent dispute. ECD has alleged that Matsushita, which supplies the batteries through a joint venture with Panasonic Electronics for the Toyota Prius, wrongfully obtained patents held by ECD. Matsushita has denied the charges.

Toyota intends to sell 300,000 hybrid vehicles a year by 2005, with most of the sales in North America. One of its next hybrid models will be a version of the Lexus RX 330, the upcoming replacement of the popular RX 300 SUV.

Perhaps not surprisingly, the U.S. automakers who are trailing the Japanese in the race for hybrid vehicles have played down their importance. John Smith, GM's vice president of field sales, service and parts, said that the ultimate goal for GM is for cars and trucks that run on fuel cells.

"Hybrids can never be an endgame because they have packaged in one vehicle two modes of power sources," Smith said. "There's a redundant system on board and by definition it's not the efficient engineering solution."

But Stempel's former company is also proceeding with plans for more hybrid vehicles. GM will launch hybrid full-size pickup trucks in 2004 that use lead acid batteries, and is considering a hybrid sedan or sport utility vehicle in a few years that could use nickel metal hydride batteries, a spokesman said. 

http://www.nytimes.com/2002/12/08/magazine/08QUESTIONS.html
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The Outsider: Interview of Robert Redford by AMANDA GRISCOM

Last month the Vote Solar Initiative, an organization you're involved with that promotes renewable energy, celebrated the dedication of one of the country's largest solar installations in San Francisco. What's the importance of an effort like this right now? 

From the moment Bush stepped into office, he's been leading a sly and extremely disciplined campaign to destroy, dismantle, unravel, undo 30 years of environmental-regulations development. I know because for the last 30 years I've been a part of the organizations and activists fighting tooth and nail for those regulations. The current assault on environmental policy is unspeakably disturbing and shortsighted, and we're going to be paying for it. 

Is there any upside? 

In the absence of any federal-level leadership on these issues, that's where something like Vote Solar comes in. Last year San Francisco residents voted to spend $100 million on solar installations on buildings like schools, libraries, even sewage treatment plants. Now this initiative is catching on in cities and states nationwide. 

So that's cause for optimism? 

It's hard, but I do see the positive, otherwise it would be too hard to keep going. I find hope coming from the bottom up now, when the Bush administration is making it virtually impossible for the smaller groups to have a say and we're surrounded by so much apathy. 

Apathy? 

Yeah, it's like people skim right past all news about the ozone hole and the wetlands being drained and junked by developers and the Glacier National Park in Montana that could have no glaciers by midcentury. They skim past the fact that the reservoirs along the Colorado River will be more than a third lower in the next 20 to 50 years -- in our lifetimes! My God! The Colorado River is drying up in our lifetimes! 

How does the Bush administration get away with it? 

They are very, very shrewd in couching it in patriotism. Nearly every statement that comes from this administration includes the phrase ''the American people.'' Every time I hear that phrase I just substitute ''industrial interests.'' Look at the people who are calling the shots -- you've got Cheney, you've got Rove, you just look at the murderer's row there, and the handwriting is on the wall. 

If Dick Cheney were an animal, what would he be? 

Coyote? The group of 'em, a pack of coyotes -- tricky, cunning, making sure they take care of themselves but doing it in a wily way, making sure they never get caught. 

So many of the figures you're talking about come, like you, from the West. Why doesn't coming from that environment produce a stronger desire to preserve it? 

Part of the West still has this outdated philosophy of manifest destiny: what we can take, we deserve. 

Why haven't you ever become a politician? 

I like my freedom too much. I like to have a good time. I don't want to be held to such compromises. 

Is it hard for you to communicate to the kids of the MTV generation? 

Entertainment is a double-edged sword, quite frankly, and it's kind of weird to be saying this because it's my day job. But I'm a little critical of how completely oppressive it's getting. Newspapers now have box-office scores on the front page. The front page should be left for major issues that really affect us. And top 10 this, top 10 that -- it's always changing. It's about as shallow and transitory as you can get. 

Have you heard about the ''What would Jesus drive?'' campaign? Religious figures promoting fuel-efficient cars to protect God's earth? 

Oh, that's great! But Jesus would ride a horse is what he'd ride. You know, I spend a lot of time on horses. 

You don't drive all-terrain vehicles? 

Well, I'm extremely hypocritical. I used to race cars when I was a kid, so it's very hard for me to let go of the idea of a racing vehicle in my life. As for S.U.V.'s, I now have only one, which I use in the mountains. Do I need an S.U.V. in Los Angeles? No, that is wasteful. But if you're in a wilderness area -- which I'm on the edge of -- I would have a justification for using the S.U.V. for exploring and off-road. 

You couldn't just use a horse? 

As a matter of fact, I don't do as much off-roading as I used to, and now I really do spend pretty much of my time on horseback. And I'm very happy because of it.

http://www.nytimes.com/2002/12/08/magazine/08BP.html
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How Green Is BP?  By DARCY FREY (frey isprimarily  a sportswriter)

Last March, Lord John Browne, the group chief executive of the British oil giant BP, gave a speech at Stanford University. Had you stumbled into the auditorium partway through, you might be forgiven for assuming the man at the podium was not an oil baron, an industrialist, an extractor of fossil fuels from the tender earth but an environmentalist of the high church calling for the abolition of hydrocarbons, the very substance that had made his company and himself so fabulously rich. His subject was global climate change -- in particular, the process by which humans, by burning oil and gas, have been slowly, perhaps irreversibly, warming the earth's atmosphere. And instead of hewing to the line of industry, instead of calling (as President Bush and the head of Exxon Mobil have) for caution and further research, he said, ''I believe the American people expect a company like BP . . . to offer answers and not excuses.'' He also said, ''Climate change is an issue which raises fundamental questions about the relationship between companies and society as a whole, and between one generation and the next.'' He even said, ''Companies composed of highly skilled and trained people can't live in denial of mounting evidence gathered by hundreds of the most reputable scientists in the world.'' 

Around the time Browne was at Stanford, sounding strikingly unlike an oil executive, BP was trying its own kind of identity shift, sounding strikingly unlike an oil company. Two years earlier, at a cost of $200 million, it began an enormous corporate rebranding exercise, shortening its name from British Petroleum to BP, coining the slogan ''Beyond Petroleum'' and redesigning its corporate insignia. Out went the old British Petroleum shield that had been a familiar image in Britain for more than 70 years, and in came a green, yellow and white sunburst that seemed to suggest a warm and fuzzy feeling about the earth. BP press officers were careful not to explain exactly what ''Beyond Petroleum'' meant, but the slogan, coupled with the cheerful sunburst, sent the message that the company was looking past oil and gas toward a benign, eco-friendly future of solar and renewable energy. New Yorkers in particular were the target of a high-saturation ad campaign that felt, at times, like an overfriendly stranger putting his arm around you in a bar. In Times Square, a huge billboard went up, reading IF ONLY WE COULD HARNESS THE ENERGY OF NEW YORK CITY. Then the stranger, perhaps feeling the need to explain his intentions, went on: SOLAR, NATURAL GAS, WIND, HYDROGEN. AND OH YES, OIL. Finally, the stranger took his arm away with a bit of a shrug: IT'S A START.

BP's print and TV ad campaign, which is winding down this month, represents one of the most dazzlingly high-profile corporate P.R. efforts in recent years. Created by Ogilvy & Mather Worldwide, it aspires to a conversational, almost confidential voice that suggests, You know what oil companies do to the environment, and we do, too, but honestly, we're not like that at all. ''People are skeptical of oil companies -- go figure!'' says Jennifer Ruys, director of external affairs for BP. ''And the ad campaign was designed to get at that skepticism.'' As the billboards announce: BP was ''the first oil company to publicly recognize the risks of global climate change.'' BP ''believes in alternative energy. Like solar and cappuccino.'' BP has joined forces with New York's Urban Park Rangers to, of all things, release four bald eagles into the wilds of Upper Manhattan. At the end of each ad was the same winking tag line: ''It's a start.'' 

Based in London, BP is the world's second-largest oil company (after Exxon Mobil), with gross revenues of $174 billion and 15,500 service stations in the United States. It operates in more than 100 countries and produces almost 3.5 billion barrels of oil and gas a year. Largely, this has been the handiwork of Lord Browne, who became group chief executive in 1995 (and was knighted 3 years later) and followed his own ascension by quickly expanding the once midsize company into a huge multinational. In 1999, BP merged with Amoco in a deal worth $140 billion; a year later, it bought Atlantic Richfield for $27 billion. These megadeals have more than paid for themselves. At press time, BP shares were trading at $38, which is an 80 percent increase since Browne's rise to power seven years ago. 

If Browne, 54, has made a name for himself as a high-stakes deal maker, he has also shown that he is alert to the dangers of heading a colossal oil company in a world that -- because of climate change, murmurings of war-for-oil and a host of other global crises -- may hate oil companies, no matter how profitable they are. More than that, he has shown the ambition to redefine the very nature of Big Oil: pushing BP to confront global warming, candidly acknowledge the company's mistakes (environmental penalties against the company appear on its Web site), enter into dialogue with environmental groups, hire people with strong environmental ethics and opinions. ''John Browne would be the first to say, 'Even on our best day, we're still a big dirty company,''' says one person involved in BP's rebranding effort. ''But aren't there ways to do it smarter, cleaner, in a more surprising and forward-thinking way?''' He adds, ''This guy's swimming upstream.'' 

BP's multimillion-dollar campaign is the public face of Browne's convictions. At a time when anxiety over dependence on Middle Eastern oil has sent other energy companies scurrying for cover, BP is rushing to center stage, betting that, as Michael Kaye, who worked on the campaign as an associate creative director at Ogilvy, puts it, ''BP can be a friend -- listening to consumers, speaking in a human voice.'' BP is also betting that this will gain them a competitive advantage in the marketplace, that it will convince consumers that BP is, in the words of Anna Catalano, group vice president for marketing, ''the company that goes beyond what you expect from an oil company -- frank, open, honest and unapologetic.'' BP is the only oil company right now risking a huge advertising presence in this oil-wary culture. And this may turn out to be the richest deal of all. 

But to persuade the public that BP is no rapacious multinational, that it is instead an organization thinking first and foremost of the public good, may not come so easily as long as BP remains an oil company, deriving the vast majority of its profits from the black stuff that -- from drilling rig to oil tanker to refinery to gas station -- scars the earth, pollutes the air and eventually warms the planet. And once the company tried to convey its new identity in billboard form, the contradiction only deepened. How can an oil company be ''Beyond Petroleum'' without actively distancing itself from its core product, and how can a company that digs big holes in the ground possibly advertise itself as a sensitive steward of the environment? BP's rebranding campaign caused fits, not only in the environmental movement, which saw it as the highest form of hypocrisy, but also within the company itself, which embraced and then disavowed its P.R. message so many times that people began to wonder if the company was beyond petroleum or merely beyond belief. The Independent of London, a vigilant BP-watcher, concluded that the company was ''brimming with success, gushing with money, and very much wanting to be liked. Yet its image is confused, and its reputation is on the line as never before.'' 

But its biggest challenge may come years, perhaps decades, from now, when the world turns to other forms of energy -- in part because of dwindling oil supplies but mainly because of the mounting and unimpeachable evidence that we have a profound carbon problem on our hands; that even if we discover billions of new barrels of oil in the ground, we cannot keep burning them -- and pumping vast amounts of carbon dioxide and other so-called greenhouse gases into the atmosphere -- without potentially catastrophic consequences. According to the latest findings of the United Nations Intergovernmental Panel on Climate Change, in order to stabilize greenhouse gases in the atmosphere, global emissions must be reduced to at least 60 percent below 1990 levels. That is a radical change in the way the world uses energy. And to accomplish that, many people feel, will require nothing less than a new industrial revolution, an overwhelming retreat from society's mass reliance on the carbon fuels -- oil, gas and coal -- that have powered the global economy for more than a hundred years. 

Browne is uncomfortable speculating about a future completely without oil. ''My view is that hydrocarbons will be the bulk of the energy supply for the next 30 to 50 years,'' he said when I met him last spring. But clearly Browne is trying to prepare BP for the end of the fossil-fuel game -- by cutting the emissions of carbon dioxide that it creates while producing oil and gas, by shifting to cleaner fuels like natural gas, which emits about half the volume of CO2 generated from coal and ultimately by positioning itself as a producer of alternative and renewable energy: hydrogen, wind, solar. 

But whether the company -- which made its fortunes in the oil fields of Iran and later on the North Slope of Alaska -- can survive the shift to a new energy economy remains an open question. ''That's a huge level of wishful thinking,'' says one American scientist who has advised BP's senior management on climate change and renewable energy. ''Of course they say they see themselves that way, and of course they're going to try. But whether they will have any chance of successfully outcompeting newcomers in renewable energy is a very big question. Because historically, once those transformations have happened, the existing companies have not held the edge. These companies, some of which have existed for a hundred years, are essentially about extracting petroleum. And in a world where you don't extract petroleum anymore, the first order of expectation is that you're dead.'' 

The Dalton Highway is a two-lane gravel road that runs some 400 miles from Fairbanks, Alaska, to the coast of the Arctic Ocean. Built by BP with a consortium of other oil companies after the huge 1968 strike at Prudhoe Bay, it has been open to the public for more than 10 years. After the highway, known as the Haul Road, descends the north slope of the Brooks Range, it begins to cross the open, boggy tundra of the Arctic coastal plain. Gradually, as the landscape grows prairie flat, natural objects lose their dominance and industrial ones take their place: pipelines, pump stations, piles of gravel. By the time you reach Prudhoe Bay, industry has completely consumed the view: wellheads, compressor stations, seawater processing plants, roads, flares, landing strips and overhead power lines stretch as far as the eye can see. Here, some 200 miles north of the Arctic Circle, in the middle of a vast boreal wilderness, is one of the largest industrial developments in the world. 

Browne had overseen the company's Alaska division for many years, and when he became group chief executive in 1995, he revealed himself to be one oil man who did not believe that the oil business could -- or should -- go on as it had before. Soft-spoken and slightly built, with a manner more befitting a university lecture hall than an offshore oil rig, Browne consulted with dozens of scientists and took what he describes as a ''deep dive'' into the confusing, sometimes contradictory science of global warming. Back then, BP (along with Exxon Mobil, Royal Dutch/Shell and a few other oil companies) was still a member of the Global Climate Coalition, an international lobbying group set up specifically to cast skepticism on climate-change science and, later, to undermine support for the Kyoto Protocol, the international pact in which industrialized nations agreed to reduce their greenhouse gas emissions. But in 1997, Browne gave a speech at Stanford (a precursor to the one last spring) in which he acknowledged that there was now an ''effective consensus'' among the world's leading scientists regarding the human influence on the climate. ''The science wasn't complete -- but science is never complete,'' he said last spring. ''But they knew enough to say that there were long-term risks and that precautionary action was necessary if we were to avoid the greater risk -- of the evidence mounting to the point where draconian action was unavoidable.'' 

In the continuing, ever-changing study of global warming, five years is an ice age, so it is hard to remember exactly how revolutionary this was, coming from the C.E.O. of a major oil company in 1997. But at the time, the American Petroleum Institute, of which BP had been a longstanding member, announced that Browne had, as he recalls, ''left the church.'' 

''BP was the first to say that climate change was a problem, the first to take responsibility and the first to have an internal target'' for reducing their emissions, says Eileen Claussen, the president of the Pew Center on Global Climate Change. ''They were pretty brave.'' 

In some respects, it was an act of corporate bravery for BP and, later, Royal Dutch/Shell and a handful of other companies, to buck their own industry. Unlike the tobacco companies, which for years denied that their products were causing harm -- or Exxon Mobil, which ran ads trying to discredit global-warming science -- BP and the others have been willing to confront the unpleasant truth that not only their business practices but also their core products are probable causes of global warming. In 1996, BP resigned from the Global Climate Coalition, then offered its support of the Kyoto Protocol and joined Claussen's Business Environmental Leadership Council, a program set up by the Pew Center to encourage private-sector involvement. In 1998, Browne publicly committed BP to cutting its carbon-dioxide emissions by 10 percent below 1990 levels by the year 2010, which was a 40 percent cut from business as usual and a target far more ambitious than the Kyoto Protocol itself. 

But it is not just altruism that has convinced Browne and these other C.E.O.'s to seize the moral high ground. Despite the Bush administration's stubborn refusal to deal with the issue, Browne says that he thinks there will soon be government regulation of greenhouse gases. And companies that have anticipated regulation will not only know how to use it to their advantage; they will also, as Browne puts it, ''gain a seat at the table, a chance to influence future rules.'' 

And so, in order to meet its target for reducing its greenhouse-gas emissions, BP sought the advice of NGO's like the Pew Center and Environmental Defense and set up a system in which each of its 150 business units, spread across more than 100 countries, would be assigned a quota of emissions permits and encouraged to trade with one another. The company gave each business unit the choice of bringing itself into compliance by cutting its own emissions, buying emissions credits from other units or making enough greenhouse-gas reductions to have leftover permits that could be sold to other business units that violate their emissions ceilings. The motivation was simple enough: business units that reduced their emissions or cut their fuel consumption would have those savings count toward their bottom line, which, in turn, would be reflected in pay scales and bonuses at year's end. 

Many environmentalists are skeptical of such market-based solutions to global warming. For one thing, with such a vast number of different emissions sources and no single method for measuring emissions, enforcing compliance becomes hard, tempting companies to fudge the numbers. Then there's the matter of mitigation: why should polluters be allowed to trade emissions instead of being forced to solve the problem at its root? And will trading programs merely slow the growth rate of emissions when society's goal should be to engineer a fundamental shift away from fossil fuels? 

But emissions trading, which is part of the compliance mechanism of the Kyoto Protocol, is supported by the vast majority of economists, who believe that market-based mechanisms may be the most cost-effective -- and therefore most viable -- method of cutting greenhouse gases. And though it doesn't shift the energy basis of the economy, it does cut down on carbon emissions in absolute terms. When Browne stood up at Stanford this past spring, he was there to report hard numbers: BP had not just met its target -- to reduce its emissions of greenhouse gases by 10 percent below 1990 levels -- it had exceeded it, done so eight years ahead of schedule and with no net economic cost. In fact, because of energy efficiency measures, the emissions reductions amounted to a net gain of $600 million. ''And we are not,'' he told me later, ''an inefficient company.'' 

BP's achievement complicates matters for Bush, who has pronounced the Kyoto Protocol ''fatally flawed'' because regulating carbon-dioxide emissions ''does not make economic sense for America.'' 

That line of argument does not persuade Browne. ''If you say to people, 'Do you want to develop the world and have a good living standard, or do you want a safer environment?' people are terrified by the choice,'' Browne said to me last spring. ''That is a failure of leadership.'' Speaking of leadership, I asked, what did he think about Bush's position on the issue -- that caps on emissions would be too costly for American businesses? Browne paused, then answered, careful not to mention any names in particular: ''Well, it's unfair to the world to say that none of this is possible when it is.'' 

Last summer, BP celebrated the 25th anniversary of the Trans-Alaska Pipeline. The company put on a big barbecue; speeches were given. But those celebrations were overshadowed by the fact that BP's North Slope production, which peaked at two million barrels a day in the mid-1980's, has dwindled to less than a million today. As production has declined, BP -- already the largest operator on the slope, with roughly 30 percent of the state's oil-extraction industry -- has lobbied to open the Arctic National Wildlife Refuge to the east and built the first offshore oil projects in the Arctic Ocean to the north. BP's mantra is to make ''zero environmental impact'' and to leave only a ''small industrial footprint.'' And by most accounts, it does wield its ground-eviscerating equipment with great care. But the bottom line is that BP's stock price -- and its obligations to shareholders -- hinges on locating more oil fields. And any new field, subjected to the drill bit, is a potential insult to the earth. 

In the fall of 2000, Browne made it clear that if the Arctic refuge -- an iconic 19-million-acre tract of land in northeast Alaska that is home to polar bears and grizzlies, wolves, musk oxen and a 125,000-strong herd of caribou -- was opened up under a Republican administration, BP would be interested in exploring there. After all, the United States Geological Survey estimates that the refuge contains anywhere from 3 billion to 16 billion barrels of recoverable oil. Again on Feb. 13, 2001, three weeks after Bush took office, Browne acknowledged that BP openly supported efforts to drill. 

BP's stated intentions for the refuge happened to coincide with its ''Beyond Petroleum'' campaign, and environmentalists had a field day pointing out the inconsistencies. Greenpeace announced that until BP started seriously investing in renewables, a more fitting corporate logo would be, in the words of one spokeswoman, ''a miserable polar bear on an icecap shrinking because of global warming.'' John Browne himself was honored by Greenpeace for giving the ''Best Impression of an Environmentalist.'' And referring to the company's interest in the Arctic refuge, The Independent wrote that it was ''strange that a company boss with prominent green pretensions should advocate -- openly -- what many people would see as the industrial rape of an unspoiled wilderness.'' 

The protests over BP's position on the Arctic refuge could not have come at a worse time. Just a few months earlier, the company's new advertising campaign was met in some corners with howls of derision and even demonstrations outside its London offices. Stung by the controversy, the company tried to pull several TV spots, and where that time was locked in by contract, BP lost ''several million dollars,'' according to two people involved in the ad campaign. In cases where ads could not be pulled, the company removed the words ''Beyond Petroleum.'' ''It's funny,'' says one of them, ''I never doubted that they were the most progressive oil company around, but they didn't think through what it would require from a P.R. point of view. By pulling the ads, they showed weakness rather than having the courage of their convictions, which is what the whole rebranding effort was all about.'' 

Later, when the time came to prepare for the campaign's second phase, BP once again waffled over whether to use the phrase ''Beyond Petroleum.'' ''I was in so many meetings when the answer was no, yes, no, yes,'' says one member of the ad team. And the company's concern over how its P.R. message was being perceived delayed the campaign for more than a year. 

Eventually, the company once again embraced the phrase ''Beyond Petroleum.'' But according to one member of the ad team, BP, fearful of exaggerating its claims and opening itself to further criticism, worried the ad copy to death. ''All the definitive points they were making in the ads got slightly watered down,'' the ad-team member says. Finally, the company decided to use the tag line ''It's a start'' -- which can sound frank and refreshing or, depending on your point of view, hedging and defensive. 

Meanwhile, the issue of whether or not to drill in the Arctic refuge, at a time when BP's Alaska oil reserves are dwindling, still has the company tied up in knots. On the one hand, Browne no longer openly advocates drilling in the refuge, as he did in 2000 and 2001. On the other hand, when asked after his Stanford speech last spring what the company's position was, he disappointed environmentalists by refusing to rule out drilling altogether, saying, ''I believe we should have no part in that debate.'' 

A BP consultant on environmental policy says of Browne, ''The impression he wants to leave is that it's all a process -- first Congress has to vote for drilling, then the company needs to assess its value, etc., but that even if it's opened, the company probably won't drill.'' But others who work with the company have privately heard just the opposite. ''One of their vice presidents told me flat out,'' another consultant says, '' 'If it's opened, we'll drill.''' 

BP's position on the refuge is ''evolving,'' according to Ronald Chappell, who was head of press relations for BP Alaska and who now works in its London headquarters. In the early to mid-90's, BP was engaged in lobbying to open the refuge. ''But,'' Chappell says, ''I think that the company has sort of decided that the role of corporations in public life is one of standing back and letting governments make decisions, trying to inform public policy but not making political contributions.'' 

But, in fact, the company did make political contributions -- $560,000 through its employee political action committee in 2000, according to a BP spokeswoman. Moreover, at the time that Chappell and I spoke, the company was a member and contributor to Arctic Power, a prodevelopment lobbying group whose Internet site highlights ''top 10 reasons to support development in A.N.W.R.,'' and had a representative on the Arctic Power board. When I pointed this out to Chappell, he demurred, then sought me out a few minutes later, when I happened to be standing with Eileen Claussen of the Pew Center, one of John Browne's closest environmental advisers. ''I misspoke,'' Chappell said to us. ''It's true, we give to Arctic Power. We gave $50,000 last year but none so far this year. We also give to the American Petroleum Institute.'' 

Claussen, looking at him, said what others - including many within the company -- think but will not say out loud: ''Shame on you.'' (Last month, BP withdrew from the group.) 

The Arctic National Wildlife Refuge, which will once again be vulnerable to industry assault under the new Republican Congressional majority, is just one place BP may be interested in doing business. In recent years, it has also built Northstar, an artificial drilling island in the waters off Prudhoe Bay and the first offshore oil-exploration site in the Arctic Ocean, the oil flowing to the mainland through a six-mile undersea pipeline. And the company owns a 2.2 percent stake in PetroChina, the state-owned firm that is building a controversial pipeline across Tibet. These projects, as well as its interest in the refuge, have all been the subject of shareholder resolutions seeking to force BP to divest, to bring its actions in line with its rhetoric. And the resolutions (and BP's sometimes strong-arm legal tactics to quell them) all point out how difficult it is for an oil company to grow its business without also harming the environment. After violating federal clean-air laws at eight refineries across the country, BP, in January 2001, paid a $10 million penalty and agreed to spend $500 million modernizing its pollution-control technology. After delaying to report that its contractor had illegally dumped hazardous waste in northern Alaska, the company, in 1999, was fined $7 million in civil and criminal penalties. 

It may seem unfair that BP is the target of environmental and social-responsibility movements. Shouldn't Greenpeace et al. be going after Exxon Mobil, which still tries to sow public skepticism toward global warming theories and has reportedly worked behind the scenes to remove a prominent scientist from the United Nations climate change panel and still refuses to pay $5 billion in punitive damages ordered by an Alaska court after the 1989 Valdez oil spill? But BP has, by virtue of its slogans and its actions, tried to seize the moral high ground and so is judged by a different standard. 

Browne seems to understand this, and at Stanford last spring he outlined his next set of goals, ambitious by any standard: to reduce global-warming gases from BP's own operations as well as from the products it makes, to maintain CO2 emissions at current levels even as the company doubles its production of oil and gas, to make 50 percent of the company's pump sales worldwide come from clean fuels. Anticipating the future, BP bought Solarex in 1999 for $45 million, making it one of the largest solar companies in the world. It is also participating in fuel-cell technology research efforts with auto and engine manufacturers. And it is testing the viability of other energy sources like wind and hydrogen. 

Few question the idea that BP is now the most conscientious oil company around, or that Browne is deeply committed to cleaning up BP's act. One of Browne's closest colleagues suggests that he may go into the climate-change field after he retires from the oil business. Meanwhile, its competitors, according to a Royal Dutch/Shell executive, feel pressed by BP into taking ever-greener positions -- even Exxon Mobil has recently given a grant to Stanford University to study global warming. But while Browne and BP may show greater sensitivity to environmental concerns than any other company in its industry, it may also be impossible for any company that derives well over 90 percent of its revenue from fossil fuels to claim to be part of the solution. Despite its new sunburst logo and ''Beyond Petroleum'' slogan, BP still invests $12 billion, or 25 times more, on oil and gas than on its wind and solar division for the simple fact that, right now, there's a huge market for oil and almost none for solar panels. And that's not just BP's problem; that's ours. Ronald Chappell, the BP spokesman, says as much when he points out that all those environmentalists flying into the Arctic National Wildlife Refuge to save the planet are using up a lot of airplane fuel to do it. ''That,'' he says, ''is the devil's bargain we all have made.'' 

Darcy Frey is a contributing writer to the magazine. His last article was about the debate over oil drilling in ecologically sensitive regions.

http://www.nytimes.com/2002/12/11/business/11PRIU.html
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Hybrid Cars Are Attracting a Broad Range of Americans

By DANNY HAKIM

DETROIT, Dec. 10 — When drivers want to make a statement with their cars, the message typically is about status (BMW), hormones (Mustang), power (Hummer) or speed ( Porsche). But the latest car-as-statement is an unornamented Japanese subcompact driven by people who want to poke a finger in the eye of Saddam Hussein, the oil sheiks and the neighbors who jump into gas-guzzling sport utility vehicles for a drive to the grocery store.

The car, the Toyota Prius, is the best seller in a small but soon-to-grow category of vehicles known as hybrids that — by running on a combination of gas and electric power — get as much as twice the mileage of conventional cars. It has attracted a bipartisan coterie of customers who say they consider it the anti-S.U.V., a car that makes both a political and environmental statement without demanding too many trade-offs.

Prius owners, predictably enough, include Hollywood celebrities who wear their environmentalist sentiments on their sleeves — actors like Cameron Diaz, Leonardo DiCaprio and Ted Danson. More surprisingly, the car is being bought by county sheriffs and bank executives intent on doing their part, as tensions escalate in the Mideast, to reduce American oil imports.

"We're, hopefully, setting an example for the community," said Robert Crowder, the sheriff of Martin County, Fla., who has bought 15 hybrids for his department.

In Marion County, Fla., Wyatt Earp, who besides being a descendant of the Wyatt Earp is a fleet manager for the sheriff's office, has bought four Priuses. "This is a technology that will take us out of our dependence on foreign oil," he said.

Ms. Diaz had her latest Prius customized, Hollywood style, with a black paint job and leather seats.

"I wanted to do my part," said the actress, who bought her first Prius a couple of months after the Sept. 11, 2001, attacks.

Driving with a heavy foot in Los Angeles traffic, she got about 18 miles per gallon in her old Mercedes, she said. But, she added, "I can milk 40 to 45 out of the Prius, if I'm driving like a good girl."

Toyota began selling the Prius in the United States, in limited numbers, two years ago, and there are now about 39,000 on American roads. Worldwide, the company hopes to sell 300,000 hybrids annually within five years. It is expected to announce at least one new hybrid model next month at the North American International Auto Show in Detroit — possibly a version of the Highlander sport utility, people who have been told about the plans say.

Toyota's production plan means "this is going to go from being an environmental curiosity to a commercially important product," said John Casesa, an analyst at Merrill Lynch.

Not everyone is convinced. Executives at General Motors say they think that adding an electric motor to every car is unduly expensive and will divert resources from what they consider more viable new technologies, including vehicles powered by hydrogen fuel cells.

"I don't think anybody's got confidence that the economics make any sense," Rick Wagoner, G.M.'s chief executive, said in a recent interview.

Others in Detroit, though, are tiptoeing into the business. DaimlerChrysler said last month that it would start selling a hybrid version of its Dodge Ram pickup truck next year, and the Ford Motor Company plans to sell a hybrid version of its Escape sport utility, beginning late next year.

The Prius has an electric motor that takes over for the internal combustion engine at low speeds and when the car stops. Because the battery is charged by the gas engine, the car never needs to be plugged in. The gas engine kicks in at 15 to 20 miles per hour, so the Prius, unlike conventional cars, usually gets its best mileage in city driving. 

Drivers say the silence of the electric motor can be disconcerting at first.

"When you're sitting at a light, you're thinking, 

Did my car just die?' " Ms. Diaz said. "You have to be careful going down alleyways, because people don't see you coming."

James E. Press, the executive vice president of Toyota Motor Sales U.S.A., said the Prius is slightly profitable already — not counting an undisclosed amount in research and development costs. And if Toyota can reach its sales goals, profit margins will improve significantly.

"When you have that kind of volume to spread the investment over, and anticipated improvement in economies of scale, and improvement of efficiencies of production and design, these vehicles should be as profitable as anything else that we sell," Mr. Press said. 

The Prius is not cheap. Prices start at $20,500, which is $4,500 more than a similar size Toyota Corolla, though buyers qualify for a $2,000 tax deduction intended to encourage sales of fuel-efficient vehicles. Until recently, the Prius was the only four-door hybrid sold in the United States, but Honda — which has sold its two-door Insight since 1999 — recently began offering a hybrid Civic, starting at $19,550.

Politicians who drive hybrids include Representative Constance A. Morella, a Republican from Maryland who lost her re-election campaign last month, and Senator Robert F. Bennett, a Republican from Utah. New York City has bought more than 200 Priuses for agencies like its buildings and parks departments.

The Sisters, Servants of the Immaculate Heart of Mary, a community of nuns based in Monroe, Mich., about 35 miles south of Detroit, bought several of the hybrids; recently, the nuns used them to ferry religious leaders who came here to lobby the Big Three for improvements in fuel efficiency. 

"The Gospel today requires that we respond to the needs of earth," Sister Nancy Cathcart explained.

Robert Goldberg, the president of the Ohio Savings Bank, based in Cleveland, has bought five Priuses so far, and he plans to convert the company's whole fleet of a few dozen cars to hybrids. 

"It's a fight against terrorism," Mr. Goldberg said. "If the United States was not so dependent on oil in the Middle East, we wouldn't have the problem we do." 

Mr. Goldberg used to drive an Audi A6 and says that his gas bill has fallen from nearly $30 a week to $15 every two weeks since he bought a Prius for himself.

Ariel Emanuel, a Hollywood talent agent whose brother Rahm was elected to Congress last month as a Democrat from Chicago, traded in his Ferrari for a Prius. His gas bills of $250 a month have fallen to about $30.

"Every time I get into it, I feel like I'm demonstrating my point of view on national security," Mr. Emanuel said. "Fifteen of the 19 terrorists came from Saudi Arabia. I refuse to give them more money."

Stephen Collins, a star of the WB network's drama "Seventh Heaven," said he bought his Prius at the recommendation of the actor Ed Begley Jr., an environmental activist who also appears on the program.

"It was a personal political reaction to Sept. 11," Mr. Collins said. "It's my personal fantasy that we could turn around to a country like Saudi Arabia and say: 

We love you guys, but we don't need your oil. Knock yourselves out, but we don't need it.' And it wouldn't be that hard to do."

http://www.latimes.com/business/la-fi-electric14dec14,0,7964297.story?coll=la%2Dheadlines%2Dbusiness
http://www.latimes.com/business/la-fi-electric14dec14,0,7964297.story?coll=la%2Dheadlines%2Dbusiness 

Interest Fizzles in All-Electric

Carmakers instead are pushing hybrids, and the state may again ease its zero-emission mandate

By John O'Dell

Times Staff Writer

December 14 2002

The auto industry is pulling the plug on the all-electric car.

The present generation of battery-powered electric vehicles, with their limited driving range of about 120 miles before needing a recharge, have lost favor among automakers and regulators. In turn, the dream of a California highway system buzzing with clean electric cars has been put on indefinite hold.

Just this week at the electric-vehicle trade association's annual convention in Hollywood, Fla., carmakers instead were touting hybrid gas-electric vehicles, already sold by Toyota Motor Corp. and Honda Motor Co., as the best answer for the environment.

Meanwhile, hydrogen-fuel-cell vehicles -- the next big technology dream -- still are decades away from mass production.

"The focus now is on hybrid electric cars and then fuel cells," said Mike Schwartz, director of Ford Motor Co.'s Sustainable Mobility Technologies unit. "Hybrids are the interim step that let us use advanced technologies that will be essential for fuel cells when we finally get there."

Last month, General Motors Corp. began bailing out of its $1-billion experiment with its futuristic two-seat EV-1 electric car, calling it a dismal failure.

Though all 950 of GM's electric models made from 1996 to 1999 were leased and there still is a waiting list, the company said the program was not economically feasible.

A few weeks ago GM began reclaiming EV-1 vehicles as leases expired, and the last one will be off California roads by August 2004.

For its part, Ford ended its Think electric car project in the summer because it could not find a market for the two- and four-seat autos.

Even the trade group for all-electric cars is shifting gears. On Wednesday, the Electric Vehicle Assn. of the Americas was re-christened the Electric Drive Transportation Assn. The new name better reflects its mission "of advocating all types of electric transportation technology," said Co-Chairman John Wallace, a former Ford executive who ran the Think car unit.

Like others in the industry, Wallace said the future is in the hydrogen-fuel-cell vehicle.

This technology, now being tested in a few cars in California by Honda and Toyota, relies on a complicated electrochemical process to produce electricity from hydrogen cells on board the vehicle.

But it will take a long time for the auto industry to perfect fuel cells and develop the hydrogen fuel infrastructure needed to make them usable.

"This is a generational pursuit," Wallace said. "It will be our children who make it happen."

In the interim, the California Air Resources Board is preparing once again to revise the zero-pollution-emission vehicle mandate that triggered the electric car movement more than a decade ago.

Because of its severe air quality problems, California is the only state allowed to set up emission requirements that are tougher than those of the federal government. California's pollution rules, in turn, often force automakers to adopt expensive technologies.

But bowing to economic arguments raised by the auto industry, the California air board has repeatedly reduced the scope of its Zero Emission Vehicle Mandate. Years ago, the air board ordered that 4% of all vehicles sold in California must be zero-emission polluters by the 2003 model year.

Later, the board reduced that number to 2% and changed the target date to 2005. Now, the board is considering a proposal from its staff to cut the required sales figure to just 1%.

Automakers already get credit for a variety of advanced-technology and ultra-low-emission vehicles they sell, including low-speed, golf-cart-like contraptions that are limited to 25 miles an hour.

In effect, this means that no new zero-emission vehicles would have to be introduced until 2007, though the auto industry wants to do away with the mandate altogether.

As this battle is played out, automakers are counting on hybrid gas-electric vehicles -- the Toyota Prius, Honda Civic Hybrid and the forthcoming Ford Focus Hybrid sport utility -- to deflect criticism of their environmental policies.

Toyota and Honda expect to sell about 25,000 of these hybrid cars this year and about 44,000 next year. But in California, where 16 million new passenger cars and trucks are sold annually, these hybrids still account for well under 1% of the market.

Toyota's Prius model sells for about $20,000. The company says it is making a small profit on the car, although others in the industry believe Toyota is selling it at a loss.

Hybrid engines switch from electric- to gas-powered to consume less gasoline. In Toyota's system, the car runs in all-electric mode until it hits 20 mph, when the gas engine takes over. The electric motor also assists the small four-cylinder gas engine when power is needed for passing or climbing hills.

Honda's hybrid system uses the four-cylinder gas engine all of the time, with the electric motor providing additional power on demand.

Both vehicles get close to 50 miles a gallon and are rated as super-low-emission vehicles in California.

They are not zero-emission vehicles, however. And Tim Carmichael, executive director of the Los Angeles-based Coalition for Clean Air, says that's frustrating.
"We've seen a steady erosion of the ZEV program, and our biggest fear now is that the Air Resources Board will try to fix it again to address automakers' concerns," Carmichael said.

http://www.salon.com/tech/feature/2002/12/16/war_on_california/index.html
Bush's war on California

Big oil and Detroit have long chafed at Califonia's rigorous environmental regulations. Now, with the White House and Congress safely Republican, they're on the march.

By Katharine Mieszkowski

Dec. 16, 2002  |  In October, the Bush administration took time out from battling al-Qaida and other evildoers to file an amicus brief in federal court in Fresno, siding with automakers and dealers in a suit against a California regulation requiring car manufacturers to sell "zero-emissions vehicles." 

The administration has also been fighting for the extension of offshore oil drilling rights in California coastal waters near Santa Barbara. Never mind that such drilling is so unpopular with voters here that even state Republican politicians outdo themselves trying to prove how fervently they oppose it. 

And earlier this year, even as California passed the nation's first anti-greenhouse gas law to fight global warming, the feds declared that the government must continue to study the issue before enacting any policies around it. The auto industry plans to mount a legal challenge to that California law, too. 

Even California's bounteous forests are at risk, fear environmentalists, who see new federal plans to allow road-building and "thinning" in the state's national forests (which add up to nearly 10 percent of the entire country's national forests) as a handover to logging interests. 

In the air, the water, the forests and on the road, the environment is the battleground for a federal war with California. A Republican administration that believes that industry knows best when it comes to pollution controls is taking on a staunchly Democratic state with some of the toughest environmental regulations in the world. 

It's a battle that seemingly pits a libertarian, laissez-faire philosophy against the liberal belief in government intervention -- except for the awkward fact that the Bush administration's own intervention against California's environmental regulations is a classic case of the sort of Big Government meddling conservatives usually deplore. Whatever happened to that Republican Party standby, states' rights? 

"The Bush administration talks until they're blue in the face about respecting state authority on environmental issues," says Dean Caputo, an attorney with the National Resources Defense Council, an environmental advocacy group. From drilling for oil in the Arctic National Wildlife Refuge to snowmobiles in Yellowstone, the Bush administration argues that they're only supporting what locals want. But not in California. "Basically their position is, 'we respect state authority, but only when the state agrees with the oil industry,'" says Caputo. 

California has long led the nation -- indeed the world -- in environmental regulation, in part because the state has experienced such dramatic problems, visible and tangible to the average voter. Smog and oil spills in California helped galvanize the modern environmental movement and inspire the passage of landmark federal regulations, such as the Clean Air Act, which the Bush administration is now weakening. 

California-style government intervention, say environmentalists, has been a success. Although a toxic cocktail of smog-trapping geography, car culture and bulging population means that the Los Angeles area still has some of the worst air in the country, by any measure air in the region has improved dramatically since the state cracked down. In 1977, the region had 121 Stage 1 smog alerts, while since 1999 it has had a total of zero. 

Auto industry defenders say that cleaner technologies would have arisen regardless of government mandates, a claim that environmentalists scoff at. But whichever claim is true, one thing is clear: California's role as standard-bearer in the environmental movement is under concerted attack from the U.S. government. On several simultaneous fronts, the Bush administration is asserting federal power on behalf of the automobile and oil industries -- at the expense of the clean air and clean water that Californians have fought for 40 years to improve and protect. 

On Jan. 29, 1969, Bob Sollen, a reporter with the Santa Barbara News-Press who covered offshore oil drilling, received an anonymous phone call: "The ocean was boiling around platform A. There had been a blowout," he remembers. 

Even after the blowout had been brought under control, the oil continued to seep out of the ocean floor, Sollen says. "The pressure from the blowout fractured the bottom of the ocean all around the platform, so even when you controlled the pressure in the well, the blowout continued, because it was coming out through the cap-rock all around the well." 

Sollen says he witnessed oil washing up on shore for many months afterward. At the time, the cleanup technology available was primitive: mostly straw and pitchforks. 

The Santa Barbara spill, say environmentalists, turned California against offshore drilling. It also inspired state and federal regulations that require environmental impact statements to this very day. Before the spill, "there was no environmental review of any projects. Agencies had no official way to determine whether or not oil development or a dam project would impact the environment," says Linda Krop, chief council and executive director of the Environmental Defense Center, a public-interest law firm in Santa Barbara. "It's been referred to as the oil spill heard around the world." 

And even though most Californians may not remember the 1,000 oil-soaked bird corpses that cleanup workers collected more than 30 years ago, they remember that they're against offshore oil drilling when they go to the polls: "Whenever there's a partisan election, the Republicans and the Democrats try to outdo each other in their opposition to offshore oil activities," says Sollen. 

Scorning offshore drilling is so mainstream here that even the Republican candidate for governor, Bill Simon, used the issue to try to paint the incumbent Democrat, Gray Davis, as soft on the environment in Simon's failed attempt to win the governorship this year. Simon argued that Davis hadn't been sufficiently protective of the coast, because he'd failed to stop existing oil leases. 

"Opposition to offshore drilling has become almost like kissing babies for California politicians," says Bill Magavern, a senior lobbyist for the Sierra Club. 

"But President Bush still wants to produce more oil, open up more platforms off the California coast," says Sollen. 

At issue is the extension of 36 leases for offshore drilling in 324 square miles off the coast of Santa Barbara and San Luis Obispo. The state of California and environmental groups have sued to stop the extension, taking the position that it should not have been granted without local approval. But when a court upheld California's position, the Bush administration appealed. 

The Bush administration's position in California, it's worth noting, is in sharp contrast to its policy in Florida. Bush has pledged $235 million to buy out similar leases in the coastal waters of Gov. Jeb Bush's Florida. But Bush owes nothing to California, a state that not only went for Gore in 2000, but even eschewed the so-called Bush effect that dominated this year's elections in other states, electing Democrats to the state's highest offices from governor to treasurer. 

On Dec. 2, a federal appeals court in San Francisco blocked the extension of the leases again. In a unanimous decision, three justices ruled that the state of California can review the potential environmental impact on the coastline, before the federal Department of the Interior can extend existing leases. 

A triumphant Gov. Gray Davis said: "The court's ruling is essentially a big stop sign to Washington. They should take the hint and halt further attempts to exploit California's spectacular coastal resources. Today's decision is a victory for all Californians, the environment, and states' rights." 

On Dec. 12, the same court struck another blow against the Bush administration when it reinstated the Clinton administration's ban on road construction in almost 60 million acres of national forest, a ban intended to block logging, mining and oil-drilling. 

But the rulings do not mean that California is winning the war. The Ninth Circuit Court of Appeals has long been criticized by conservatives as excessively liberal (although it could be argued that upholding a state's jurisdiction over the federal government is a classic conservative position.) 

The Department of the Interior has not yet decided if it will appeal the court's ruling on oil drilling off the California Coast to the Supreme Court, but if it does, it may find the weather there more to its liking. 

And even if the ruling stands, the Bush administration could still invoke a federal override provision in the environmental law that protects the coast, and go ahead and extend the oil leases anyway. 

In Los Angeles in the '50s, "pollution was so bad, you'd blow your nose and it would be black," says Ed Camarena, an engineer who's served on the board of the South Coast Air Quality Management District, which now enforces air quality regulations in the area. The San Francisco Bay Area had cleaner air, but as recently as the '60s, elementary schools were known to close down because smog made it hard for children to breathe. 

That smog inspired a legacy of emissions regulations in California that spread nationally and forced major changes in how the automotive industry did its business. The 1990 so-called Zero Emissions Vehicle Mandate was merely the latest in a long string of measures aimed at improving the air. 

The ZEV mandate requires automakers to market cars powered by electricity or alternative fuels, like hydrogen. But while California has the right to set emissions standards, it cannot require automakers to produce cars that get better mileage than that required by the feds. So automakers filed suit, arguing that the mandate conflicts with the federal government's sole right to regulate fuel economy. (On Dec. 12, the Bush administration slightly increased those standards, for the first time in six years. But environmentalists charged that the change was a token one.) 

The Bush administration filed a brief siding with the automakers, and a federal court agreed, preventing the California Air Resources Board from enforcing the mandate in 2003. In early December, the board held workshops soliciting public comment for rewriting the regulation. 

"Federal regulations govern fuel economy. You cannot have states passing their own fuel economy laws," says Eron Shosteck, a spokesperson for the Alliance of Automobile Manufacturers. 

The implications of the decision go beyond how many zero-emissions vehicles California will see on its roads next year. California has long been ahead of the rest of the nation when it comes to pollution controls. Its historic smog problems mean that the state is allowed to have more-stringent pollution controls than are federally required. That's because the state leapt into the air-quality regulation game before the federal government stepped in. 

As early as 1959, California passed legislation ordering the state Department of Public Health to develop air quality standards and set emissions controls on motor vehicles. By the mid-'60s, when the federal government was developing air quality legislation for the nation, culminating in the Clean Air Act of 1970, California's rules were already in place. 

The feds let California keep its own, tougher standards, which other states are permitted to adopt as well, effectively creating two sets of requirements. 

In 1990, California gave automakers a regulatory push toward promising new clean-fuel technologies by demanding that 2 percent of all vehicles offered for sale in the state be zero-emission by 1998, 5 percent by 2000 and 10 percent in 2003. The Zero Emissions Vehicle Mandate has been in dispute ever since. 

As the electric-car experiment fizzled, and carmakers litigated against the regulation, the requirement was scaled back, with the current mandate requiring that by 2003, 2 percent of all new vehicles offered for sale in the state be zero-emission, and another 2 percent be "advanced technology partial ZEVs," such as "hybrid" electric/gas vehicles. 

Ironically, it was this concession, designed to help the automakers meet zero-emissions vehicle requirements, that led to the court problems for those regulations. 

The auto industry argued that mandating hybrids -- since they burn traditional fuel -- amounted to a regulation of fuel economy, and the Bush administration felt so strongly about the issue that it filed a brief agreeing. 

Despite the injunction preventing the state from enforcing the mandate in 2003, California isn't backing down. 

"We haven't just surrendered and said OK," says Richard Varenchik, a spokesman for the state's Air Resources Board, noting that the state is working on revising the regulation to bring it back to the board early next year. 

But automakers also plan to use the same argument to challenge California's groundbreaking greenhouse gas regulation, which hasn't even been codified yet. 

In July of 2002 California passed the nation's first greenhouse gas legislation, A.B. 1493, which will require automakers to meet carbon pollution standards for new cars in 2009. The auto industry says that it plans to use that same federal vs. states' rights argument to fight California's legislation, although the rules have yet to be written. The regulations are to be finalized by the Air Resources Board in 2005 and would apply to consumer vehicles by 2009. 

"Again, this legislation concerns fuel economy, which is under the purview of the federal government," says Steve Douglas of the Alliance of Automobile Manufacturers. 

Even where California is explicitly permitted under the Clean Air Act to have stricter standards than the rest of the nation, regulators fear that the Bush administration is out to thwart them, if only with endless red tape. 

On Nov. 22, the Bush administration announced that it was easing clean air controls, allowing utilities, refineries and manufacturers to avoid expensive antipollution controls when they modernize old, dirty plants. In doing so, the Environmental Protection Agency decreed that states will now have to prove their rules are "as effective" as the new EPA rules. 

"It was a strong signal from the administration that they were going to circumscribe the ability of states to decline to adopt these new rules," says John Walke, an attorney for the National Resources Defense Council. 
For regulators, this means getting caught up in an administrative morass of trying to prove that every single one of their regulations is in fact more stringent than the federal counterpart. 

Varenchik of the Air Resources Board says that's already happening: "Recently, we've found that the EPA tends to be really picky when we're doing those separate rules. You may look at the whole rule and say: 'It's a no-brainer. The California rule is much tougher than the EPA rule.' They'll get down to an almost sentence-by-sentence comparison, and say: 'Hey, this one paragraph doesn't seem as tough.' They can throw it out, hold it up, ask you to rewrite the whole thing, and go through it again." 

Bush vs. California is more than just a reprisal for the state's not going his way in 2002 -- it's a showdown to determine which direction the nation goes for the foreseeable future in regard to environmental policy. For decades, conventional wisdom has held that California is a kind of "early adopter" state -- trends that start here spread to the rest of the country and even further. Enacting strong laws to protect the environment is one of the examples of California's leadership that many Californians hold most dear. 

Now those laws are under attack. And with control of both the House and the Senate, the Bush administration is well positioned to make its assault do lasting damage, not just to California's air and water, but to the very idea that ordinary people, instead of well-heeled campaign contributors, have the right to decide what their environment looks like. 

Katharine Mieszkowski km@salon.com is a senior writer for Salon Technology. 

http://www.nytimes.com/2002/12/15/business/yourmoney/15VIEW.html
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A First Step to Cutting Reliance on Oil

By TOM REDBURN

WHICH events of recent days are likely to have the most significant long-term impact on American business and the economy?

To my mind, it was not the Bush administration's new team of economic policy makers, who dominated the headlines last week. Nor the efforts to clean up Wall Street. And not the buildup of troops to fight a war in Iraq, either.

No, my money is on the barely noticed introduction by Honda and Toyota of a handful of experimental fuel cell vehicles to be tested by the State of California.

The possibility of running cars on fuel cells has been heavily promoted in business circles in recent years, and for good reason. Imagine a global economy no longer dependent on oil and the internal combustion engine. Fuel cells, because they produce energy from pure hydrogen rather than from petroleum, emit only water and heat as waste, potentially generating power without burning fossil fuels.

By making it possible to shift from petroleum to other primary energy sources, fuel cells could ease the threat of global warming without taking away the freedom and mobility that Americans and Europeans take for granted — and the rest of the world is determined to get for itself. China and India, with more than one-third of the world's population, could sustain rapid growth for decades without choking the sky with pollutants and climate-damaging carbon dioxide.

But this vision of a truly sustainable economic future is far from inevitable. The technological challenges to building a commercially successful fuel cell vehicle are overwhelming. And who would supply them? Recasting the entire petroleum-based infrastructure to produce and deliver hydrogen safely to hundreds of millions of such vehicles presents a classic chicken-and-egg problem of immense proportions.

Every major automaker and oil company has a hydrogen or fuel cell research effort under way; supporters say they recognize that fossil fuels can't last forever. Environmentalists carp that industry is simply trying to preserve the status quo and avoid more immediate steps to improve the fuel efficiency of conventional automobiles.

In a generally positive article on the efforts of General Motors to reinvent the automobile, Wired magazine noted that Rick Wagoner, G.M.'s chief executive, likes to call the fuel cell car "the holy grail," but that the description "may be a truer assessment than he intends." After all, as David Redstone, editor of Hydrogen & Fuel Cell Investor, a newsletter, told the magazine: "The holy grail is something you spend your entire life looking for. The whole point is that you never find it."

No one knows for sure whether a hydrogen economy is a possible dream.

"The oil companies and automakers are not doing this because they want to kill it," said Steven Taub, an expert on alternative fuels at Cambridge Energy Research Associates in Cambridge, Mass. "But they are not doing this because they know it's the future, either. They're doing it because they don't know whether or not it's the future."

It's worth the risk to find out.

Bolstered by modest support from the government and a new commitment from the Bush administration, American automakers and other companies are already investing in fuel cell research. But an effort to put tens, if not hundreds of thousands, of vehicles on the road within a decade, which many analysts regard as feasible, would require a substantial commitment from Washington to help jump-start the market and support the investment in a supply infrastructure.

THIS shouldn't mean giving up on less ambitious efforts, as both the White House and the auto industry have done in abandoning the research program to build a very fuel-efficient car using existing technology. If nothing else, as an insurance policy to avoid being usurped again by Japanese automakers, Detroit should also be investing more in fuel-efficient hybrid electric-gasoline vehicles like the Toyota Prius.

True, big federal programs like the Interstate System of highways, the development of the Internet and the creation of the semiconductor chip (which grew out of the space program) have gone out of fashion. But even in an era in which markets have rightly assumed a much greater role in allocating resources, government commitment is needed to set ambitious goals in crucial areas.

And when the nation is preparing to spend at least $100 billion to liberate Iraq from Saddam Hussein and much more to maintain stability in the Persian Gulf, nothing is more crucial than investing a fraction of that sum to help liberate the world economy from its addiction to Middle East oil. 

http://www.caranddriver.com/xp/Caranddriver/dai/2002/december/20021210_dai_ford.xml
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Ford Kills Escape Hybrid 

Ford has decided not to build a hybrid version of the Escape small SUV, reports the Associated Press.

Ford had been considering building the hybrid Escape at its Ohio Assembly Plant in Avon Lake, a Cleveland suburb, alongside the regular Escape, which will go into production there in the summer.

Ford made a big deal earlier this year of the hybrid Escape, touting it as a 40 mpg answer to the gas guzzling SUV. The vehicle was to use a small electric motor to power it during initial start-up and when extra power is needed for passing or hill climbs. Prabhakar Patil, chief engineer for the vehicle, said, "[It] will offer the same functionality and performance as the conventional product."

But as sales of the regular Escape have dropped 14.4 percent in the first 11 months of the year, according to J.D. Power and Associates, and a plant in Missouri that builds the Escape not working at full capacity, it didn't make sense to build hybrids in Avon Lake, said Roman Krygier Jr., Ford's group vice president for manufacturing and quality. "Demand has dropped off. That was the reason," he said.

http://www.bayarea.com/mld/mercurynews/news/opinion/4764682.htm
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Europe seethes as U.S. fails to confront climate change

By Michael Northrop

THE European Union, in an effort to deal with global warming, has approved two important measures: a community-wide cap on carbon emissions from fossil fuels and the trading of emissions allowances, both set to begin in 2005. The Bush administration, meanwhile, has said the United States will focus on adaptation to a hotter world with no greenhouse gas reductions of any kind until 2012 and then only through voluntary measures.

Obviously, the EU is far more worried about global warming than is the United States, and a failure to grasp the seriousness of this difference could undo 50 years of close transatlantic relations, eventually fracturing diplomatic and even economic ties.

Europeans' attitudes toward climate change have been colored by stark reality: They have maximized their usable land area, with an average population density eight times greater than that of the United States. This concentration increases the probability of devastation from extreme weather events spawned by global warming -- and the damage already has begun.

The Thames River barrier, for example, built to protect London and central England from storm surges and abnormally high tides, had, until recently, closed an average of two to three times a year. But in the five months from November 2000 to March 2001, engineers had to raise the barrier 23 times to protect London and other areas from flooding.

Eventually, as sea levels rise, the barrier won't be enough. A report released in September calculated that 59,000 square miles -- and 750,000 people -- around London are vulnerable to flooding because they are below high-tide levels, some by as much as 12 feet.

On the continent, summer flooding inundated dozens of major cities including the historic centers of Hamburg and Dresden. In Prague, more than 50,000 people fled as the Vltava River rose, in some cases reaching the second story of buildings in the city's medieval old town. The rain was so intense in parts of Germany that annual average precipitation was reached in only a day or two. Throughout the region people attribute such events to climate change.

The cost of cleanup across Europe from summer flooding could be more than $33 billion, while the loss of tourism and business closings could add billions more to the total. Indeed, damage from unprecedented and chronic flooding of Europe during the 1990s cost $150 billion.

Economic losses from the effects of extreme weather have escalated sharply in recent years, primarily from damage to the continent's infrastructure of rail lines and subways, airports, roads, bridges, canals, ports and telecommunications systems. The German state of Saxony alone has lost 450 miles of roads and 180 bridges to weather damage last summer.

European 

adaptation'' strategies costing tens of billions of dollars annually are already at their maximum, and still the winds and rain come, obliterating towns and with them centuries of records, artwork and other treasures. Such events and losses explain why Europeans take global warming so seriously, and why they are so furious at Bush's often-cited beliefs that mandatory reduction of greenhouse gas emissions is not in America's best interests.

Europe's population density removes the option of starting over on higher ground to rebuild lives and livelihoods. To people who have lost so much in such a short period, slowing and stopping global warming, rather than trying to repair the damage, is the only solution that makes sense.

In contrast, the United States, with the exception of densely developed coastal areas and a few inland cities traversed by large rivers, has the luxury of moving to higher ground, rerouting rivers or simply turning up air conditioners to adapt to the effects of climate change. The U.S. Army Corps of Engineers, for example, plans an elaborate system of dams and levees to protect Grand Forks, N.D., which was almost destroyed by flooding in 1997. The project, jointly funded by federal and local government, will cost almost $400 million.

Ultimately, the U.S. decision to adapt to the effects of global warming will prove shortsighted, but for now money and wide open spaces are still abundant. Our closest allies, facing a grimmer future, understand all too well the urgent need to cut carbon emissions.

Michael Northrop directs the global conservation grant-making program at the Rockefeller Brothers Fund and is a fellow at the German Marshall Fund's Trans Atlantic Center in Brussels. He wrote this for the Washington Post. 

http://evworld.com/databases/storybuilder.cfm?storyid=467&first=3258&end=3257
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American carmakers are comfortable with their demographic research that says people don't want cars like this. They reason, with some logic, that if they can't make a business case for it, they won't build it. But Detroit found itself being boxed into a similar logic in the early 1970s when they tried to compete with small Japanese and European cars that ate Motown's lunch that decade. The Big Three saw Japanese carmakers, in particular, start to take their market share, a trend that has continued today to the point that Toyota appears on the verge of becoming the number one passenger car seller in America. 

http://www.chicagotribune.com/news/specials/car/one/chi-startingup-special.special

Chicago Trib report on Supercar 1993-2002

Robert Redford Op Ed, LA Times, December 3, 2002

The Highest Patriotism Lies in Weaning U.S. From Fossil Fuels 

A vital part of America's anti-terrorism strategy is to end U.S. dependence on foreign oil -- but neither the Democrats nor the Republicans seem to be aware of this. 

Here is an interesting editorial by Robert Redford; it originally appeared in the Los Angeles Times and is being circulated by www.evworld.com 

by Robert Redford 

The Bush White House talks tough on military matters in the Middle East while remaining virtually silent about the long-term problem posed by U.S. dependence on fossil fuels. Failing to rein in our dependence on imported oil gives leverage to undemocratic and unstable regimes. 

Wasteful consumption of fossil fuels creates political liabilities overseas, air pollution at home and global warming. The rate at which the United States burns fossil fuels has made our country a leading contributor to global warming. 

The Bush administration's energy policy to date -- a military garrison in the Middle East and drilling for more oil in the Arctic and other fragile habitats -- is costly, dangerous and self- defeating. 

Despite the absence of leadership on energy security in Washington, some local efforts are paying off. Last year, San Francisco voters overwhelmingly approved a $100-million bond initiative to pay for solar panels, wind power and energy efficiency for public buildings. The measure was supported not only by the environmental community but also by the Chamber of Commerce, labor unions and the American Lung Assn. 

San Francisco's first solar project, a $5.2-million energy- efficiency upgrade at the Moscone Convention Center, was dedicated last month. What's the straight economic benefit of this particular project? Plenty. The upgrades and the panels combined will cut energy consumption in the building by as much as 38%, and the project will pay for itself from energy savings. The net savings to taxpayers after debt service is subtracted are projected to be more than $200,000 a year. 

American rooftops can be the Persian Gulf of solar energy. After Australia, no developed nation on Earth gets more annual sunlight than the United States. In addition, wind is now the fastest-growing energy source worldwide and one of the cheapest. But wind and solar power generate less than 2% of U.S. power. We can do better. 

We can increase auto fuel economy standards to 40 miles per gallon. The technology to achieve that goal exists now. Phasing in that standard by 2012 would save 15 times more oil than Alaska's Arctic National Wildlife Refuge is likely to produce over 50 years. We could also give tax rebates for existing hybrid gas-electric vehicles that get as much as 60 mpg, and invest in mass transit. 

These measures would keep energy dollars in the American economy, reduce air pollution and create jobs at home. 

The benefits of switching to a mostly pollution-free economy would be considerable, and the costs of failing to do so would be steep. Prolonging our dependence on fossil fuels would guarantee homeland insecurity. If you are worried about getting oil from an unstable Persian Gulf, consider the alternatives: Indonesia, Nigeria, Uzbekistan. 

If we want energy security, then we have to reduce our appetite for fossil fuels. There's no other way. Other issues may crowd the headlines, but this is our fundamental challenge. 

Big challenges require bold action and leadership. To get the United States off fossil fuels in this uneasy national climate of terrorism and conflict in the Persian Gulf, we must treat the issue with the urgency and persistence it deserves. The measure of our success will be the condition in which we leave the world for the next generation. 

Weaning our nation from fossil fuels should be understood as the most patriotic policy to which we can commit ourselves. 

------------------

Robert Redford is an actor, director, entrepreneur and environmentalist. 

http://www.evworld.com/databases/shownews.cfm?pageid=news191202-04

Ford To Sell Th!nk Nordic To Swiss Firm

Firm to be sold to Kamkorp Microelectronics of Switzerland. 

Source: PR Newswire [Dec 19, 2002] 

OSLO December 19, 2002 – Ford Motor Company today announced that it has entered into a 'letter of intent' to sell Think Nordic - the specialist manufacturer of urban battery electric vehicles - to Kamkorp Microelectronics of Switzerland, preserving 100 jobs at its Aurskog, Norway, plant. 

The proposed sale of TH!NK follows an announcement in August 2002 that Ford planned to cease investment in battery electric vehicles and would instead concentrate its development resources on fuel cell and hybrid technologies. 

Ford of Europe Vice President of European sales operations, Ingvar Sviggum, said: "We are now hopeful that this is just the result we have all worked hard to achieve. We promised the workforce we would do everything possible to maintain the business as a going concern and to protect jobs. 

"We also felt a duty towards the community of Aurskog and the Norwegian authorities, who have been supportive throughout."  

The prospective new owners of the company plan to continue development and production of battery electric vehicles and would be granted the right to use the "TH!NK" and "city" brand names as part of the agreement, which was not Ford's original intention. 

"In the end, it was the jobs of the workforce and the health of the Aurskog community that took priority," said Sviggum, "and Ford believed that this was a small price to pay."

KamKorp European Business Development Director, Bernd Winkler, added: "We are delighted to have this opportunity. There is a 10-year history of EV production in Norway, and the workforce at Aurskog has unrivalled experience and expertise in this specialist area.  Ford has kept this tradition alive, and now we are thrilled to be negotiating to take it over. It's a wonderful Christmas present for all of us." 

Ford Motor Company acquired TH!NK in 1999 when it was trading under the PIVCO name, and the new City vehicle was launched the same year. The TH!NK name was used by Ford as the umbrella brand for all of its zero-emissions products and technology. 

Following the rapid evolution of fuel cell and hybrid technologies, Ford made a strategic decision to withdraw from battery electric vehicle production.  

http://online.wsj.com/article/0,,SB1040940028648604433,00.html

Ballard Builds Clean Engine,But Not an Engine of Growth

By TAMSIN CARLISLE Staff Reporter of THE WALL STREET JOURNAL December 23, 2002

With countries around the world aiming to cut greenhouse-gas emissions, one would think things would be looking up for a company on the verge of commercializing a nonpolluting car engine.

Instead, Ballard Power Systems Inc. is chopping 400 employees, or nearly 30% of its work force, cutting development spending and seeking buyers for parts of its business. Even by Ballard's own reckoning, profitability is still five years off, which means it has to conserve cash, develop other revenue streams and persuade investors to stay the course until its engine technology becomes commercially viable.

In theory, prospects are encouraging for the Burnaby, British Columbia, company, which has pioneered development of fuel cells for car engines since 1983. Ballard is close to the commercial launch of a zero-emissions car in partnership with major auto makers such as Ford Motor Co. and DaimlerChrysler AG. The new class of cars would be powered by fuel cells, a technology for producing electricity from oxygen and hydrogen that has most famously been used in spacecraft.

Giving added credence to the idea of fuel cells, Honda Motor Co. and Toyota Motor Corp. each said this month that they are putting a handful of fuel-cell-powered test cars on the road in California. The Honda models will use Ballard's technology.

But for all their clean-air attributes, fuel-cell cars won't appeal to consumers until the price comes into line with those of other automobiles. In California, the test vehicles will be leased to government entities -- the University of California and the City of Los Angeles -- at rates as high as $10,000 a month.

As it works to bring down the costs of the technology, Ballard has to make its cash go the extra mile. Earlier this month, Ballard's two biggest shareholders, Ford and DaimlerChrysler, agreed to provide $97 million over five years to fund continued development of fuel-cell engines. Only $28 million of that would come from equity financing, which would raise the auto makers' combined Ballard stake to no more than 46% from 40%.

The deal with Ford and DaimlerChrysler briefly boosted Ballard's flagging share price, but the stock retrenched when the company promptly announced a deal valued at 156 million Canadian dollars ($100.5 million) with underwriters to issue 7.7 million new shares.

In 4 p.m. trading on the Nasdaq Stock Market Thursday, Ballard shares were down three cents each at $11.26. The company's market capitalization stands at about $1.2 billion, down from a peak of about $12 billion in early 2000 before the technology bubble burst.

To stretch out the funding from Ford and DaimlerChrysler as long as possible, Ballard plans to sell its fuel-processing business, which has been developing onboard-vehicle technology for converting methane or methanol into hydrogen, which in turn is used to generate the electricity.

At the same time, the company is developing a line of mini power-generators based on fuel-cell technology. Sales of these products could take off in the next couple of years, says Ballard's president, Dennis Campbell, who was hired in July to oversee Ballard's transition to commercial production, and is slated to succeed Firoz Rasul as chief executive officer on March 31.

The only commercial product so far to incorporate a Ballard power module is an emergency back-up power generator marketed by Coleman Powermate, a unit of American Household Inc., formerly Sunbeam Corp. But the generator costs at least twice as much to buy as rival products that don't use fuel cells. Mr. Campbell says the company is developing technology to halve the power module's cost by 2004.

In an interview, Mr. Campbell, who has held a range of management posts in automotive, power-generation and manufacturing businesses, including Ford and Cummins Engine Co., said Ballard plans to purchase more components for fuel-cell engines from newly emerging suppliers, instead of developing most components itself.

General Motors Corp., the one Big Three auto maker not working with Ballard, says it is spending more than $100 million annually on fuel-cell research and development -- dwarfing Ballard's outlays. Ironically, GM's fuel-cell partners include General Hydrogen Corp., a closely held Vancouver company whose chairman is Geoffrey Ballard, a Ballard co-founder. Mr. Ballard resigned as chairman of the company that bears his name in 1997, and last year General Hydrogen signed a 25-year agreement to work with GM on developing a system to get hydrogen conveniently to consumers. That task is widely seen as at least as challenging as perfecting and cutting the cost of the fuel-cell technology on cars themselves.

Jarret Carson, an analyst with RBC Dain Rauscher Wessels in Austin, Texas, believes that fuel-cell vehicles will eventually find a mass market. But he doesn't see auto makers increasing their orders for fuel-cell engines to hundreds from tens of units until at least 2005, and to thousands of units until 2009.

For Ballard, that is a long way to go.

-- Jeffrey Ball contributed to this article.

Write to Tamsin Carlisle at tamsin.carlisle@wsj.com1

December 23, 2002 
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GM, Toyota to Make Pickups,SUVs That Use Hybrid Energy

By JEFFREY BALL and NORIHIKO SHIROUZU 

Staff Reporters of THE WALL STREET JOURNAL December 23, 2002

General Motors Corp. and Toyota Motor Corp. are gearing up to produce hybrid gasoline-and-electric versions of sport-utility vehicles and pickup trucks, giving fuel-saving hybrid technologies a big push toward the mainstream market.

At the annual Detroit auto show next month, Toyota and GM will announce plans to introduce hybrid versions of several of their bigger vehicles. GM, the world's biggest auto maker, intends to roll out hybrid systems as optional equipment across much of its lineup between 2004 and the end of the decade, according to an official familiar with the plans. Toyota will disclose plans to launch hybrid versions of its Lexus RX330 luxury SUV and its Toyota Highlander SUV before the middle of the decade.
GM aims to use an array of technologies to offer hybrid systems as an option on an increasing number of its vehicles. One of them is the relatively simple hybrid system in store for its pickups. The company's goal is to be ready to build as many hybrids as U.S. consumers will buy, but not to be saddled with so many that it has to sell them at a loss, according to a person familiar with GM's plans.

The hybrid versions of Toyota's SUVs will derive from Toyota's hybrid Estima minivan. The Estima was launched in Japan in 2001 and isn't sold in the U.S. Toyota President Fujio Cho said earlier this year the car maker hopes by mid-decade to sell 300,000 hybrids a year around the world, most of them in the U.S. To fulfill that goal, Mr. Cho said in a recent interview Toyota will offer a hybrid version of the RX330 SUV, among other larger light trucks and cars. Aside from the RX330 and the Highlander, Toyota is "considering" developing hybrid versions of the Camry, one of America's best-selling midsize family cars, and the full-size Tundra pickup truck, said another Toyota official who declined to be named.
The plans from Toyota and GM mark the biggest sign yet that auto makers believe hybrids have the potential to become more than a niche technology. Because SUVs, pickups and minivans tend to be more fuel-thirsty than passenger cars, their popularity has pushed down the average fuel economy of the entire new U.S. fleet to the lowest level -- about 21 miles per gallon -- in two decades. That has begun to spark a political backlash amid mounting concerns over global warming and U.S. reliance on foreign oil.

The Union of Concerned Scientists, an environmental group, plans to release a study early next month arguing the "widespread use of full hybrid vehicles" could boost the average fuel economy of the U.S. fleet to 60 mpg. Although such a hybrid would cost a buyer about $4,000 more than a conventional vehicle, the study says, it would save its owner about $5,500 in gasoline costs over its driving life.
Currently, the only models of the futuristic fuel-efficient gasoline-and-electric vehicles on sale in the U.S. are small cars from Honda Motor Co. and Toyota. But over the next few years, most major auto makers plan to roll out in the U.S. hybrid versions of their SUVs or pickup trucks.

Ford Motor Co. has already announced plans to launch a gasoline-and-electric version of its popular Ford Escape small SUV late next year. Ford says the hybrid Escape will go between 35 and 40 miles on a gallon of gasoline, and should be available in dealer showrooms by early 2004.

Honda, which sells a hybrid two-seat car called the Insight and a hybrid version of its four-door Civic compact car, also is considering expanding its hybrid offerings. Though the company says it hasn't made up its mind on how it might do so, one executive said Honda will likely roll out hybrid SUVs and minivans over the next few years as it redesigns its Odyssey minivan and its Acura MDX and Honda Pilot SUVs, all of which are engineered on similar under-the-skin designs.

Both GM and DaimlerChrysler AG's Chrysler unit have said they plan to start selling hybrid versions of their full-size pickup trucks. The electric-boost systems proposed for these models could deliver an approximate 10% improvement in fuel economy compared with conventional motors. GM plans to start selling its hybrid pickup by late 2003 or 2004; Chrysler, by late 2003.

Write to Jeffrey Ball at jeffrey.ball@wsj.com1 and Norihiko Shirouzu at norihiko.shirouzu@wsj.com2
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 EYES ON THE ROAD 

By JOSEPH B. WHITE   

Peek Into the Crystal Ball For Insight Into Cars' 2003

• Send comments about Eyes on the Road to Joe at joseph.white@wsj.com2

December 23, 2002 

DETROIT -- There are a few days left in the old year, but as far as the auto industry is concerned 2002 is history, and it's 2003 right now. As I write this, offices and factories at the Big Three auto makers are emptying for the long winter's holiday break. Overseas, European and Japanese industry leaders are slowing down, and probably grousing about having to schlep to chilly Detroit in early January for the mammoth North American International Auto Show.

It's impossible to know what the future will bring, particularly these days. But based on what industry executives have had to say in the waning weeks of 2002, here are a few things for car buffs and potential car buyers to watch out for in the New Year.

Deals

The question isn't whether there will be generous discounts offered on new vehicles in 2003, as they were in 2002. It's what form those discounts will take. For more than a year, "Zero Percent" financing has been the Michael Jordan of automotive retail offers for U.S. market leader General Motors Corp., and its traditional Big Three rivals Ford Motor Co. and DaimlerChrysler AG's Chrysler Group. Toyota Motor Corp.'s U.S. sales operation has also trotted out 0% offers to move some of its models, as has Mitsubishi Motors Corp.

But the signals from GM are clear: They'd like to retire the Zero.

Paul Ballew, GM's chief market analyst, told reporters the other day that the zero-percent deal "ran its play" and now GM is "moving into the next phase."

GM would like consumers to discover that new GM cars and trucks are so superior to the competition that they will gladly pay something close to full price to own them. Ford and Chrysler have similar aspirations, and won't hesitate to follow GM's lead if GM sends Mr. Zero to the showers.

But just as basketball couldn't seem to live for long without Mr. Jordan's crowd-drawing gifts, so it may be that the U.S. domestic brands will have to bring Mr. Zero back off the bench sooner than they'd like -- should they even get up the nerve to sit him down. The few times that the traditional Detroit brands moved away from zero-percent promotions in 2002, sales stumbled. It isn't so much the zero-percent deal -- only a small fraction of consumers actually wind up qualifying for zero-percent loans. It's the message that the zero-percent promotions convey, which is, "we're discounting the merchandise big time." Consumers not obsessed with the economics of the car business may not know precisely that over the next year or two, auto makers are going to crank up even more factories to serve the thoroughly oversupplied U.S. market. But they know do that auto makers have more vehicles to sell than a sluggish economy is likely to absorb, so why pay sticker?

SUVs

Never mind the sniping from environmentalists and conservatives worried about our dependence on Middle East oil. So long as gasoline is selling for rock-bottom, inflation-adjusted prices, pickups, minivans and especially SUVs are going to keep selling well in 2003. Some industry executives now believe the "light truck" category could account for 60% of the market in the not-too-distant future, up from half of the market now.

But behind that broad statement is an important new trend. The Big Mo in the SUV market isn't behind vehicles like the Ford Explorer or Chevy Trailblazer, which are derived from body-on-steel-frame pickup trucks. The big growth in the SUV sector is in sales of vehicles that are really cars or minivans under the skin. The Acura MDX and Honda Pilot, both from Honda Motor Co. and both mechanical kissing cousins of Honda's successful Odyssey minivan, have become the benchmarks for this new and growing slice of the SUV market. Two new vehicles hitting the market over the next year will accelerate this trend: the Volvo XC90 and the Cadillac SRX. These vehicles combine luxury features and nimble, more car-like handling with seating for seven (or eight), lots of cargo space, and up-high command seating. In other words, they look like hits.

It's not that sales of truck-like SUVs will die. But car makers already are shelling out bigger and bigger discounts to keep the Explorers and Trailblazers and Dodge Durangos of the world moving off dealer lots, while Acura dealers are selling their MDXs almost as soon as they hit the showrooms.

Wagons

One of the most fascinating automotive-marketing experiments in years will get under way early in 2003, when Chrysler starts selling its new Chrysler Pacifica model. After spending more than a decade training American consumers to reject station wagons in favor of minivans and SUVs, Chrysler now plans to start promoting a vehicle that looks for all the world like a station wagon. And in 2004, Ford will follow suit with a wagon-like vehicle of its own called the Freestyle.

These new models won't be marketed as "station wagons." But they aren't really SUVs. They ride lower to the ground, like cars, and aren't meant for off-roading. But they aren't really cars in the traditional sense, either. The closest thing most Americans have seen to the Pacifica is a Mercedes, BMW or Audi station wagon -- although these Euro wagons sell in tiny volumes, mainly in enclaves like southwestern Connecticut.

Is mainstream America ready to rediscover the joys of the wagon? The Pacifica is one of the most stylish mass-market vehicles to come out of Detroit in a while. (Although the definition of "mass market" depends on your point of view -- initially its price will likely top $30,000.) If the Pacifica is a hit, Chrysler could inspire a host of imitators. If it's a flop, more than a few industry product visionaries will be wiping egg off their faces.

Fuel Economy

The Bush administration's recent announcement that it intends to raise the target for average light truck fuel economy to 22.2 miles per gallon by 2007 from 20.7 miles per gallon today may not seem like much of a move. But considering that the Corporate Average Fuel Economy target for trucks changed not at all during the eight years of the Clinton-Gore team, this decision by an avowedly pro-industry Republican administration signals an important change in the weather.

Auto makers can probably hit the new targets without profound changes to their truck fleets. But the new targets are going to put heat on some players -- notably GM, which told the government that it expected to undershoot the old 20.7 miles per gallon target in 2005 and 2006 and make just 20.9 miles per gallon on average for 2007. (The targets reflect GM's expectations for a weighted average of the fuel economy of all its light trucks. The way the scoring system works, the more low-mileage, heavy V-8 powered trucks you sell, the worse the score.) One industry executive told me recently that it costs about $800 million for a car maker to add one mile per gallon to the CAFE score of its light truck fleet.
What will consumers see as a result? More trucks with technologies like aluminum-block engines, electronic throttles, and "displacement on demand," a system that shuts off two or four cylinders of an eight-cylinder motor to conserve fuel while cruising. And look for Detroit to start pushing hybrid gas-electric propulsion systems and diesel engines into more pickups and SUVs. Another potential outcome of the new regulatory pressure: more station wagons. That's because one idea under review is to revamp the definitions of light trucks for fuel-economy purposes, possibly to give car makers the flexibility to class wagons like the Pacifica as trucks, thus helping their overall truck averages.

Safety

Safety may be last on my list, but it's not necessarily last on consumers' lists of automotive concerns. As I noted last week1, 2003 could well be the year that side-impact crash safety gets a much higher profile, as the Insurance Institute for Highway Safety begins publicizing the results of its new, and quite severe, broadside crash tests. Industry executives are already jittery, because advance word is that very few models are going to do well in this test. Over time, it's a good bet that cars are going to get more side airbags, including bags designed to protect the head, and more padding inside.

Another technology that could gain ground is run-flat tires. The auto and tire industries haven't forgotten the Firestone debacle, which focused a lot of public and regulatory attention on tire safety. Tire makers are hoping that what is now a relatively small number of vehicles that offer run-flat tires will grow as consumers catch on to the idea of paying extra for a tire that will keep rolling safely even if it suddenly loses pressure. Meanwhile, more and more cars will get tire-pressure-monitoring systems to comply with new federal rules.

What's over the horizon in safety? Possibly new designs for seat belts. Ford earlier this year showed off a design for a four-point seat belt, similar to the systems race-car drivers use. Engineers said the four-point belts offer distinct advantages over three-point belts, and hinted that Ford might offer such a system in a consumer vehicle. And if automotive-technology suppliers can deliver the goods, look for more cars to offer systems designed to avoid accidents, such as side-scanning radar that detects other vehicles in blind spots.

Eyes on the Road will return Jan. 6 with a report from the Detroit Auto Show. Happy holidays!

http://www.nytimes.com/2002/12/24/business/24AUTO.html?ex=1041709317&ei=1&en=ce97e1db173f0776

December 24, 2002 NY Times

G.M. to Offer Hybrid Power in 5 Models by 2007

By DANNY HAKIM

DETROIT, Dec. 23 — General Motors, which has been the most reticent major carmaker when it came to the prospects for hybrid vehicles, intends to offer some form of hybrid electric power on five of its major models over the next four production years, according to people briefed on the plan. 

G.M.'s plan, which will be announced next month at the North American International Auto Show here, is a surprising endorsement of the fledgling hybrid technology, which improves gasoline mileage by supplementing the internal combustion engine with electric power. G.M., the largest automaker, will offer several versions of the hybrid technology. The most advanced will be on the Saturn Vue sport utility vehicle, while less advanced versions will be available on the GMC Sierra and Chevrolet Silverado pickup trucks, a coming Chevrolet pickup called the Equinox and the Chevrolet Malibu.

The development is a sign that the Big Three are growing increasingly serious about the technology as a business threat from overseas. For several years, Toyota and Honda have been the only companies offering hybrid cars. The Toyota Prius, for instance, has an electric motor that takes over for the internal combustion engine at low speeds. The car never needs plugging in, a shortcoming of battery-powered cars, because the battery is recharged by the gasoline engine. Honda sells a small aluminum hybrid, called the Insight, and a hybrid version of its Civic.

"G.M. needs an aggressive plan just to keep pace with the Japanese, who view this as a core technology over the next decade," said John Casesa, an analyst with Merrill Lynch, when told of the plan. "It's an idea that hasn't arrived yet, but whose time is coming fast. This is going from an environmental and public relations curiosity to a generally accepted commercial product."

G.M.'s plan, along with those of the rest of the industry, could also have considerable tax implications for the country. The Internal Revenue Service already allows a $2,000 deduction for vehicles that use alternative fuels or some form of electric power, and Congress has been considering further incentives. Toyota has already said it plans to sell 300,000 hybrids a year worldwide, many of them in the United States, within five years. The Ford Motor Company plans to start selling a hybrid version of its Escape sport utility vehicle a year from now. And DaimlerChrysler has said it will sell a hybrid version of the Dodge Ram pickup truck next year. 

G.M. is presenting several versions of the technology. The most advanced, and most like the Prius, will come in 2005, when the company will offer a hybrid version of the 2006 Saturn Vue with average gas mileage of nearly 40 miles a gallon, compared with average mileage as high as 25 for the nonhybrid versions, people briefed on the plan said.

In 2004, G.M. will offer a less ambitious version of hybrid technology, for the 2005 models of the GMC Sierra and Chevrolet Silverado. They will use small electric motors that allow the trucks' engines to shut off at stoplights and restart when a foot touches the accelerator. The modified pickups are to raise fuel economy about 12 percent. And in 2006, G.M. will offer similar technology on a forthcoming Chevrolet pickup truck called the Equinox and on the 2007 model Chevrolet Malibu. The addition of hybrid and other technologies is expected to increase gas mileage on these models 15 percent. 

All told, the technologies will be used on three chief manufacturing platforms, meaning that G.M. could use it in as many as one million vehicles and a dozen models by 2007 if the demand materializes.

Environmentalists expressed a mixture of encouragement and disappointment at the news, part of which was reported today by The Wall Street Journal, and said that the Vue, as described, would be a significant improvement. "G.M.'s hybrid plans are a mixed bag," said David Friedman, an engineer and analyst for the Union of Concerned Scientists. "The full hybrid Saturn Vue appears to be a move toward good hybrid technology. The other vehicles are an example of using good conventional technology."

"Labeling them as hybrids is an attempt to ride the 

green' image of hybrids," he added. 

Russell Long, executive director of the Bluewater Network in San Francisco, another environmental group, said it was "tremendously disappointing that they would take such a weak approach."

"You've got to imagine some of this comes from their anxiety about California and wanting to be prepared for potential regulations here that would essentially force the use of hybrid technologies," he said. 

Indeed, because of coming regulations expected on the federal level and from California, the nation's largest auto market, G.M.'s plan could be seen as a matter of necessity. Last month, the National Highway Traffic Safety Administration announced a plan that would raise federal fuel economy standards 7 percent by the 2007 model year. Though environmental groups derided the plan as a baby step, it is the largest increase in more than a decade. 

And considerable pressure is coming from California. Because the state's clean-air laws predated the federal government's, it has retained the authority to set its own air standards, and other states can opt to use California's tougher standards. Mr. Long's group drafted a proposal to cut automotive greenhouse-gas emissions that has become law in California. The industry is expected to mount a vigorous legal challenge before the law is to take effect late in the decade.

Still, G.M.'s hybrid plan is a notable step toward improved fuel efficiency for a company that had previously been noncommittal on the idea of producing a full hybrid vehicle. 

"I don't think anybody's got confidence that the economics make any sense," Rick Wagoner, G.M.'s chief executive, said in an interview in August. At a meeting in the late 90's, company officials decided to throw most of G.M.'s research-and-development dollars behind hydrogen fuel cells, which the industry has embraced as the power source that will eventually make the internal combustion engine obsolete. But there is wide disagreement on when fuel cells will be ready for mass marketing, and on the big challenges like outfitting the nation's filling stations with hydrogen instead of gasoline.

The economic equation will be addressed by relying on government incentives. G.M. plans to price the hybrids at cost, meaning that they could cost a few thousand dollars more than the conventional versions of similar vehicles at first.
Increasingly, fuel economy is becoming a business issue as well as an environmental one and attracting the attention of Wall Street. Mr. Casesa of Merrill Lynch said, "We're moving toward a future with higher fuel-economy standards, risks to energy supplies and higher environmental consciousness."

"If we decide to dramatically increase fuel economy," he added, "there is no way to do that besides making cars smaller, unless you have a new technology. And this is that technology."

http://www.latimes.com/news/local/la-me-polcol30dec30.story
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Patt Morrison:

Hybrid Autos to Get Their Own Show Outside

At the big L.A. Auto Show inside the Convention Center on Friday morning, it'll be fossil-fuel heaven (with probably a few experimental-fuel vehicles).

Outside, it'll be about clean and green machines, as the Union of Concerned Scientists enlists pols and celebs to put faces behind the steering wheels when it releases its report on the benefits of hybrid cars and trucks (how does 60 miles per gallon sound?).

Elected hybrid car owners Eric Garcetti (the L.A. City Council member has two of them), Assemblywoman Gloria Negrete McLeod (a Chino Democrat), and Santa Monica's Councilman Kevin McKeown will be matching rpms with famous-faced hybrid car-owner actors Ed Begley Jr. (who made a cross-country, round-trip drive in his hybrid for $150 in fuel), Mimi Kennedy, Nancy Allen and Steven Collins.

Just-plain-folk hybrid owners from El Cajon and Pomona to Simi Valley will also be driving in to show off their wheels to one another and to the public. Look for the helium balloons and banners -- but please, no wheelies in the parking lot

Patt Morrison's columns appear Mondays and Tuesdays. Her e-mail address is patt.morrison@L.A.times.com.

http://www.nytimes.com/2003/01/02/opinion/02THU1.html

January 3, 2003   Lead editorial

Modest Hopes for 2003

We have several wishes for the new year. Nothing wildly ambitious, just a short list of familiar public policy ideas that have been waiting for the right person to make them real. They are not risk free, politically. If they were, they would not need leadership to move them along. But all are doable, and all would yield enormous, multiple benefits. In terms of payback-to-effort, they're our top priorities.

Take the question of American dependence on foreign oil. There are plenty of big, futuristic ideas around — developing a hydrogen-based economy, for instance — and plenty of bad ideas, like the notion that we can drill our way to energy independence. But one obvious response is to improve fuel economy standards, which have not been tightened since the Reagan years. At the very least, policy makers should require S.U.V.'s to meet the same standards as passenger cars.

President Bush recently promised to increase fuel economy in S.U.V.'s by 1.5 miles a gallon by 2007. But that's less than what the automakers say they can do on their own, and far less than what the National Academy of Sciences says is possible for all cars with existing off-the-shelf technology. And the rewards for a big increase in efficiency would be huge: cleaner air, fewer global warming gases, reduced dependence on Persian Gulf oil.

Given a magic lamp, we might wish for stable, responsible democratic regimes in Iraq and North Korea for the new year. But for an idea that's doable, our foreign policy choice is dismantling Israeli settlements in the West Bank and Gaza Strip. Just as terrorism is the greatest Palestinian obstacle to Middle East peace, so the settlements established in territories captured in the 1967 war are the greatest Israeli obstacle. They deprive the Palestinians of valuable land and water and deny them geographical continuity. They are hard for Israel to defend against Palestinian attack, and they make it impossible to establish a clear, secure Israeli border.

For all these reasons, the United States — which has lately ignored the issue — should press Israel to start reducing a settler population that's doubled in the last decade to 200,000 (without counting 200,000 in East Jerusalem). Israel's cooperation would show that it is serious about a two-state solution and, if matched by reciprocal concessions on the Palestinian side, would strengthen the prospects for a durable agreement.

Here's a third wish: Kill the global system of agricultural subsidies. The obvious way for poor farmers in developing countries to lift themselves out of poverty is to sell their products abroad. But they can't, mainly because rich countries have rigged the markets, subsidizing their farmers so heavily that nobody can compete. That's not only unfair but perverse: reducing farm subsidies would do far more to help poor countries than large increases in direct foreign aid.

Several proposals for reform are floating about, including a Bush administration idea for balanced and mutual reductions of subsidies in both Europe and America, so that neither gets an advantage. This deserves serious consideration. Another trifecta of payoffs awaits: more money in the pockets of the poor, greater social and political stability across the third world, and a fairer distribution of the fruits of globalization

http://www.bayarea.com/mld/bayarea/business/4865537.htm

Posted on Fri, Jan. 03, 2003   

Chrysler to focus on California sales

STATE'S ENVIRONMENTAL RULES MAKE THINGS TOUGH ON AUTOMAKERS, EXEC SAYS

By Gary Gentile

Associated Press

LOS ANGELES - Chrysler Group President Dieter Zetsche on Thursday called the California market both important and problematic for domestic automakers looking to increase market share while meeting stringent environmental demands.

Chrysler wants to increase its market share in the state from 8 percent to 9.5 percent by 2004 but also wants to work with state regulators to moderate mandates for zero-emission vehicles, Zetsche said.

We want to work together with the state of California to find common ground,'' Zetsche said at the opening of the Greater Los Angeles Auto Show.

Chrysler will produce its first hybrid pickup later this year. But Zetsche said hybrid technology, which combines a gasoline-powered engine and an electric motor, is not a viable long-term technological or commercial alternative.

Hybrids have yet to prove they make business sense,'' he said.

California has mandated that an increasing number of new cars and trucks sold in the state emit no pollution.

The mandate was to have taken effect this year, but auto manufacturers won a preliminary injunction in June 2002 that delays implementation until 2005. Meanwhile, the California Air Resources Board will review the 13-year-old zero-emissions vehicle mandate at its Feb. 26 meeting, spokeswoman Gennet Paauwe said. The proposed changes will be made public next Friday, she said.

Earlier Thursday, Zetsche said Chrysler intends to have a hybrid car available by 2007, when rival General Motors has said it intends to begin making a hybrid car.

But Zetsche said that clean-burning diesel fuel is the best short-term alternative while waiting for fuel-cell technology -- using hydrogen and oxygen to generate power -- to be perfected.

Diesel has the potential of powering vehicles people will demand,'' he said.

The company announced in November it would test market a diesel-powered Jeep Liberty sport-utility vehicle in North America starting in 2004.

Zetsche said it is a mistake to think that automakers have technology readily available to both reduce emissions and power cars with the styling and features consumers demand.

Fuel-cell vehicles are not yet commercially viable and electric vehicles may never be,'' he said.

California remains the single largest market for automakers, yet domestic carmakers sell less in the state than their foreign competitors.

Imports command 58 percent of the market in California, Zetsche said.

To increase market share in the state, Zetsche said Chrysler has appointed an advertising team exclusively for California. Half of all advertising dollars will be spent to attract Hispanic buyers, he said.

http://www.bayarea.com/mld/bayarea/news/breaking_news/4868069.htm

Hybrid owners at LA Auto Show press Detroit for cleaner cars

GARY GENTILE

Associated Press

LOS ANGELES - More than 70 hybrid cars were parked outside the Los Angeles Convention Center Friday to send a message to Detroit automakers: There is a demand for fuel-efficient, environmentally friendly vehicles.

The gathering, with its mix of everyday hybrid owners from Sacramento to San Diego, as well as Hollywood celebrities, contrasted with the muscle cars and gas-guzzling SUVs inside at the Greater Los Angeles Auto Show.

"We're here to show that people are interested in something to promote clean air with less fuel," said Jessie Williams, who drove his Toyota Prius from El Cajon.

Actress Nancy Allen traded her Volvo in for a Prius last July.

"It's so peppy," she said. "Every day I drive it, I feel I'm giving something back to the environment and giving something back to myself."

The protest came as the Union of Concerned Scientists released a report concluding that American-made cars and trucks could reach an average of 60 miles per gallon by the end of the next decade by adopting the best hybrid technology.

Hybrid cars combine a gasoline engine with an electric motor. Some cars, like the Prius, use the electric motor exclusively at low speeds, while others, such as Honda's Civic, use power from both at all speeds.

Hybrids cost more than conventional cars. But buyers can qualify for a federal tax deduction and local tax incentives in some areas.

Chrysler Group President Dieter Zetsche downplayed hybrids in a speech Thursday, saying that fuel cell technology is the ultimate answer and that improving existing diesel technology is a better short-term alternative.

Ford is producing a hybrid SUV and introduced a reduced-emissions Focus at the show Thursday.

General Motors is expected to announce its hybrid strategy at the Detroit Auto Show next week. Zetsche said Chrysler, which makes a hybrid Dodge Ram truck, will have a hybrid passenger car in production by 2007, when GM is planning to introduce its hybrid car.

Union of Concerned Scientists analyst David Friedman said the technology is not as important as domestic automakers' willingness to put fuel-efficient cars into production now.

"I don't think hybrids are the only option," he said. "It's about giving consumers more options. Diesel is interesting. Let's put it in the mix and let the market go at it."

Actress Donna Mills stopped driving her Lexus when she bought one of the first Prius hybrids 2 1/2 years ago.

"Enough already with being dependent on foreign countries for oil or drilling in the Arctic for oil," she said Friday. "People want these cars. People love them. Make them."

http://www.bayarea.com/mld/mercurynews/4873219.htm

Posted on Sat, Jan. 04, 2003   

Hybrid cars getting noticed

AUTOMAKERS RESPONDING TO SALES

By Matt Nauman

Mercury News

Leonardo DiCaprio, Cameron Diaz and Rob Reiner each have one. The gas-electric Toyota Prius, which gets more than 50 miles per gallon, is the latest star car in Hollywood.

Friday, some celebrities were among more than 70 hybrid drivers who parked their cars outside the Los Angeles Auto Show to send a message to automakers and lawmakers that there is a demand for fuel-efficient cars.

It's so peppy,'' said actress Nancy Allen, who bought a Prius last summer. 

Every day I drive it, I feel I'm giving something back to the environment and giving something back to myself.''

Hybrids, which rely on electric motors to propel the car at low speeds and turn off their gas engines when waiting at a traffic signal, have seen slow but steady sales growth. With California regulators leading the way, the government is also pushing automakers to dramatically reduce exhaust emissions and improve fuel efficiency.

There are signs that automakers are responding. Monday, General Motors will announce plans to offer a full line of hybrid vehicles, from sedans to pickups to small and large SUVs -- greatly expanding the choices beyond today's compacts from Toyota and Honda.

The first ones, hybrid versions of the Chevrolet Silverado and GMC Sierra pickups with 15 to 20 percent better fuel economy, will be available to fleet customers this year, and to regular buyers in 2004, GM will announce at the North American International Auto Show in Detroit. GM says it will be able to sell up to 1 million hybrids by 2007.

More choices

Also in Detroit, Toyota is expected to say it will soon expand its hybrid offerings beyond the Prius. USA Today has reported the automaker will offer hybrid technology in its Highlander and Lexus RX 330 SUVs by 2005. Some analysts think the bestselling Camry will get it, too.

Ford has previously announced that it will make a hybrid version of its Escape sport-utility in 2004. And DaimlerChrysler says it will make a hybrid truck this year.

Having a hybrid choice in the hot SUV segment is key, said Thad Malesh, of J.D. Power and Associates, who specializes in forecasting the sales of alternative-fuel vehicles.

The Escape will certainly be the one that will find a good market out there,'' he said.

Sales of hybrids grew 43 percent in 2002 to about 36,000 vehicles, including the Prius, the two-door Honda Insight and the Honda Civic Hybrid sedan. The cars are especially popular in California. A Honda executive estimated that 20 percent of its hybrid models are sold in California. Toyota's San Francisco region tops the country in Prius sales, while its Los Angeles region is second. About a quarter of the 20,000 Prius models sold in 2002 were sold in California.

Before GM's announcement, auto researcher Power had predicted U.S. hybrid sales would grow to 500,000 by 2006. 

And GM was really sort of the question mark in our forecast,'' Malesh said.

Most of the growth is directly tied to the introduction of new vehicles,'' he said. And it will come from buyers who want hybrid versions of regular vehicles, and not 

a quirky-type greenish vehicle.''

They don't want to give up their SUVs, but they want better fuel efficiency,'' he said.

The Union of Concerned Scientists, which staged Friday's hybrid rally, has endorsed the idea of a 

hybrid revolution,'' but it insists that automakers need to fully employ the technology rather than relying on 

weaker'' versions.

GM will announce that it's ready to create three levels of hybrids.

• One, which will be available on the Silverado and Sierra full-size trucks this year, and on full-size SUVs like the Chevrolet Suburban and Tahoe and GMC Yukon in 2007, will boost fuel efficiency by 

nearly 20 percent,'' GM says.

• In 2006, GM will offer electric-motor assist plus a more fuel-efficient continuously variable transmission (CVT) on the Chevrolet Equinox, a smaller SUV that will replace the Chevrolet Tracker. GM says its fuel economy will improve 

nearly 15 percent.'' The same system will go on the midsize Chevrolet Malibu sedan in 2007.

• In 2005, GM will begin producing a Saturn Vue sport-utility with a dual electric-motor system. Fuel efficiency will grow 

by more than 50 percent to nearly 40 mpg,'' GM says. The 2003 Vue with front-wheel drive and an automatic transmission gets about 22 mpg (city) and 28 mpg (highway) from its 2.2-liter four-cylinder gasoline engine.

Fired up'

Julie Packard, executive director of the Monterey Bay Aquarium, was one of the first Northern Californians to get a Toyota Prius. Since 2001, she has driven it nearly 50,000 miles.

I'm just very fired up about hybrids,'' she said. 

The question shouldn't be, 

Why should you get a hybrid?' It should be, 

Why not?' -- especially as more types of vehicles are available.''

And she's obviously inspired those around her. The Prius is the unofficial 

official'' car at the aquarium, which gave one to its 30 millionth visitor. And Packard's Prius in the employee parking lot is joined by a dozen others.

Packard said she's still asked about plugging in her car, something that's not required since the gas engine and reclaimed energy from braking recharges the electric battery.

There's a tremendous amount of misinformation and misunderstanding on the part of the public. People don't really understand what it's all about yet,'' she said.

Power's Malesh agrees.

One of the big impediments to hybrid technology to date is gaining awareness among consumers,'' he said. GM's announcement will be 

the very thing the market needs to get people's attention. Right now, people do not understand it.''

Hybrid buyers pay a premium of $2,000 to $3,000 over comparably sized gasoline-only cars. (The Union of Concerned Scientists said that while full hybrids will cost $4,000 more than a similar conventional vehicle, they will save their owners $5,500 in gas over the vehicle's lifetime.) For the cars to go mainstream, Malesh said, a $1,000 surcharge seems to be the cutoff point where buyers lose interest.

Insight, Civic Hybrid and Prius owners are eligible for a $2,000 

clean fuel'' vehicle tax deduction. The vehicles aren't eligible to drive in carpool lanes with single occupants, however, unlike pure electric cars.

The cars out there now are proving the fact that they're a viable solution,'' Packard said.

Mercury News wire services contributed to this report.

Contact Matt Nauman at mnauman@sjmercury.com or (408) 920-5701. His fax number is (408) 271-3786.  
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California Dreaming

The state fails to create a market for electric vehicles

By THOMAS G. DONLAN

Corrupt Bargain0

SOME CALIFORNIANS ARE BREATHING easier this year, no thanks to the California Air Resources Board. By board decree, 2003 was to be the year that 10% of all cars sold in California would be "Zero-Emission Vehicles." The people breathing easier are the car salesmen and automobile executives whose livelihoods were threatened by the state mandate.

The air resources board said it intended to "force" technological development of efficient electric automobiles that could be sold for reasonable prices. Forcing is a horticultural term for tricking plants into flowering out of season, and that's what the state was trying to do with electric vehicle technology. It had worked in the 1970s, when California set emission standards for gasoline-powered cars that were more stringent than those the federal government applied to the other 49 states: The car makers who said it was impossible to comply did in fact produce cars that met the state's demands.

Unfortunately, even the state's victory was more a testament to the technology of gasoline-powered internal combustion engines than to the power of a government ukase. Conventional cars were so overpowered that there was plenty of surplus energy available to be applied to reducing emissions.

If wishes were horsepower, California environmentalists would be riding in the cars of their dreams. Instead, they were mugged by physics. Batteries are still too heavy for electric vehicles to lug around. Gasoline in a tank stores vastly more energy in less weight and volume.

After a decade of spending billions of dollars for research and development, the auto industry's best electric cars had a driving range of 120 miles before needing a lengthy recharge. Enthusiasts claimed that was enough for most purposes, but drivers don't agree. In November, General Motors pulled the plug on the EV-1, which had attracted fewer than 1,000 California customers. Last summer, Ford ended its electrical vehicle experiment in failure also. Reflecting the relative success of the hybrid gas-electric cars produced by Toyota and Honda, the Electric Vehicle Association of the Americas last month re-named itself the Electric Drive Transportation Association.

Partially acknowledging reality, California now gives sales credits and tax subsidies for cars that it formerly despised as not Zero-Emission Vehicles. New classifications include Low-Emission Vehicles, Super- Low-Emission Vehicles, Ultra-Super-Low-Emission Vehicles and Partially-Zero-Emission Vehicles.

As good bureaucrats, the air resources board and its staff mumble that they merely have put off the zero-emission deadline while maintaining the goal of requiring electric cars. Currently the official goal is 2% sales of Zero-Emission Vehicles by 2005, and even that target soon may be reduced to 1%. And the target is illusory anyway, since auto makers have sold or given away enough electric golf carts under the rubric Neighborhood Electric Vehicle, or NEV, to meet the air board's requirements until 2007.

The frustrating thing about the California electric car story is how unnecessary it was. While the California state government expended energy and money on forcing technology that wasn't ready to bloom, the sovereign people of the state were adding millions of conventional automobiles to a fleet that now numbers more than 16 million.

That trend has helped clean the air. New cars are much cleaner than old ones. Getting the worst-polluting clunkers off the road was and still is the cheapest, most efficient strategy for cleaning the air. A state sorely in need of revenues could put heavier fees on its older cars.

It's not always true that wherever the country is going, California will get there first. But other states also are flirting foolishly with the idea of forcing electric vehicle technology with mandates and tax credits. The market is a better judge of progress. It said electric vehicles aren't ready, and the government should not ignore the message.

Editorial Page Editor Thomas G. Donlan receives e-mail at tg.donlan@barrons.com1.

http://evworld.com/databases/storybuilder.cfm?storyid=468&subcookie=1

Hybrids or Hydrogen ?

By Chris Ellis 

The advertisement shows a silver, late model 700-series BMW sedan reflected in a pool of water. The caption of the ad reads... 

"This new BMW derives its fuel from water. Or, to be precise, hydrogen which comes from water. As the hydrogen burns it produces no harmful emissions, but enough power to deliver 0 to 60 mph in just 6.7 seconds. Thus ensuring that the ultimate driving experience remains totally undiluted." 

In the fine print, it also says, "The hydrogen powered engine will be available in future BMW models." 

Unlike many other carmakers who are focused on using fuel cells to someday power their vehicles, Germany's BMW thinks a hydrogen-burning internal combustion engine makes far more sense. It is nearly as clean as a fuel cell engine and costs little more than today's automobile engine. 

So, if we can come up with a way to produce the hydrogen, we could be driving affordable, non-polluting, non-petroleum-powered cars in very near future. The question then largely becomes an economic one of making the hydrogen. But before I address that issue, permit me to disabuse people of the notion that practical automotive fuel cells are just around the corner. 

In the SAE's web pages on fuel cells, at http://www.sae.org/automag/features/fuelcells/veh1.htm you will see the following: 

Klaus-Dieter Vöehringer, member of the company's Board of Management with responsibility for research and technology, predicted the fuel cell will be introduced into vehicles in several stages. "In 2002, DaimlerChrysler will deliver the first city buses with fuel cells, followed in 2004 by the first passenger cars," he said. Up to that time, the vehicles from the first production phase will be using liquid or gaseous hydrogen as a fuel. However, in his view, "these fuels are unlikely to see widespread use because of the high cost of the infrastructure. Nevertheless, we'll be operating test fleets in several regions of the world to gain experience with daily use of fuel cells. 

Vöehringer anticipates the breakthrough will come with the mass introduction of the methanol-driven fuel-cell car, which will allow the driver to "fill up" just like today and drive 480-600 km (300-375 mi) on a single tank. 

So the formal DaimlerChrysler position, partially endorsed by the SAE, is that the early generations of production FCVs will be fuelled with methanol, using on-board reformers to deliver the hydrogen required by the fuel cells. In order for this to work from a gas station perspective, this has to be the shared position of most, if not all, the major manufacturer's of FCVs. 

Later in the same SAE article you will find: 

The Jeep Commander 2 likewise operates on a fuel cell fueled by hydrogen generated from methanol in a reformer. Peak power output is supplemented by a battery. The SUV demonstrates that the use of fuel cells is by no means limited to compact vehicles. "Commander 2, which has two Ballard Mark 700 fuel-cell stacks, shows that the technology can work in a much heavier vehicle," said Mohrdieck. 

The Jeep's hybrid-electric powertrain combines the fuel-cell stack with dual front and rear ac-induction electric motors that provide full-time, four-wheel drive. A 90-kW nickel/metal-hydride battery pack is included to provide a power assist boost for acceleration and towing heavy payloads, faster fuel-cell warm-up, and regenerative brakes that capture energy normally lost upon stopping. 

Mohrdieck noted that the battery contributes 300 V of current for these purposes for only 18 s at a time. Commander 2, which can go from 0 to 97 km/h (0 to 60 mph) in 12 s, produces near-zero tailpipe emissions and gets 24 mpg (gasoline equivalent) in combined-cycle driving tests. 

To compensate for the additional weight and cost of the fuel cell and battery system, Jeep designers incorporated DaimlerChrysler's lightweight injection-molded thermoplastic polymer body technology. Because of its low-mass body, the Commander 2 scales 2590 kg (5715 lb) - slightly more than typical full-size SUVs. This includes more than 1100 kg (2500 lb) for the hybrid-electric fuel-cell powertrain, which is 500 kg (1100 lb) more than a standard IC engine. I am sure you have already noted the following interesting points. 

The Jeep Commander 2 runs on methanol, producing 'near-zero' emissions. 

It gets the equivalent of 24 mpg. 

The powertrain alone weighs over a ton. 

If we are considering real volume-production vehicles capable of carrying the initial high cost of the solution outlined above, then it has to be a SUV or something like a big Merc, assuming the powertrain costs around $10,000. Given the weight, it probably has to be a SUV. Now halve everything: 45 kW battery, 48 mpg, half a ton of powertrain, costing $5,000. Stuff this lot into an A-class and try to sell it. 

In Europe it will be seen as overweight, underpowered, uneconomical versus a diesel A-class and ridiculously expensive, if not subsidized. Almost no one will put any value on the 'near-zero-emission' capability because the tax bands reward low CO2, not low emissions. A methanol-fuelled fuel cell A-class may actually end up producing more CO2 than a diesel hybrid A-class, and being taxed accordingly! 

Second observation: the American public is in love with SUVs, and I can't see that changing because there's also a big market for them in Europe, despite our much higher fuel prices and the lousy aerodynamics of most SUVs, even more important in Europe because of our higher cruising speeds. 

Emotional pressure may convince a few good folk to downsize, but the real prize is to make SUVs much more economical. So DaimlerChrysler are on the right track with their big SUVs, but the methanol and fuel cell solution is not going to get far down it. 

Let's work back from the future. A rough reality check shows that moving to an all-electric transport system, whether the electricity is temporarily stored in batteries or as hydrogen, would require the US to double its generating capacity. Of course America should invest in solar, wind and wave power, but they can only nibble at the problem. There are only two contenders capable of meeting that level of demand. The first is natural gas, which is bound to be a runner, and the second is nuclear fusion. (Check out www.fusion.org.uk/st/powerplant.html, particularly the paper on fusion power station design) 

I expect Europe will lead with fusion power, because it's even more dependent on imported energy than America, and because France has a simple replacement scenario for its many fission reactors once fusion becomes economic. That won't even need selling to the French electorate! A commitment to invest heavily by France will stimulate the rest of industrial Europe to follow suit, in order to remain fully competitive. Japan won't be far behind, for all the usual reasons. 

The interesting question is what the US will do, and when. I certainly don't know, and I get the impression Washington doesn't have a coherent position on fusion yet, despite the President's interest and understanding. 

The problem that DaimlerChrysler and all the other major players appreciate is that the much-vaunted 'hydrogen economy' doesn't really compute economically or environmentally for most countries until fusion power begins to deploy. Why would you bother to turn natural gas into hydrogen when you can deliver natural gas to most gas stations (OK, this time you guys probably called it right, they'll all eventually become real gas stations!) over existing gas pipelines, or better yet, use the latest Gas-To-Liquid (GTL) techniques to produce DME or GTL diesel? 

Expect GTL to be sold as 'SuperDiesel' - it really is. Colourless and odourless, it's not diesel as we know it, but nicer than gasoline, leave alone 'old' diesel. One important advantage from an oil company perspective is that 'SuperDiesel' requires almost no investment at the customer end of their infrastructure, unlike most other options. Check out BP, Shell, etc., on this, or http://www.gasandoil.com/goc/company/cns21228.htm I believe that they all see natural gas-to-diesel (already being sold by Shell to the public in Thailand) as the most promising offering among several they will begin to deploy as we hit the downward slope of gasoline production from oil. Not many Americans realize that North America consumes roughly 40% of the world's production of gasoline, far higher than the 25% of total energy consumed. You guys have work to do! 

Considering the above, over the next forty years there will be no significant shortages of relatively conventional liquid fuels, barring flare-ups in the Middle East. However, prices at the pumps will rise worldwide, dramatically in the US relative to Europe, because Europe will use its 'fuel tax buffer' to shield its citizens from the immediate impact of the inevitable rise in the cost of fuel, which can only hit Americans directly. Simply put, if global oil costs double, American gas prices will almost double, but the price of petrol in the UK should go up less than 20% even if the British government does nothing. Whose electorate is going to get more excited? 

Coming back from the future, the battle to limit exhaust emissions is almost over for passenger cars. SULEVs are already on our streets, in both conventional and hybrid form. FCVs with reformers and SULEVs together form a new category, Negative Emission Vehicles [NgEV], which has already caught the attention of CARB. 

On a 'bad air day' in LA, NgEVs suck in the emissions from other vehicles, and then exhaust cleaner air than most Los Angelinos are breathing, hence they are Negative Emission (at the point of use, and when it really counts) Vehicles. So-called ZEVs are not Zero Emission Vehicles; they are Zero Emission (at the point of use) Vehicles. 

From the parochial perspective of the Los Angeles Basin, one can be cavalier about the level of emissions resulting from electricity generation. From Washington, looking at the national averages for sulfur and CO2 output, a SULEV probably looks more benign than, say, an electric RAV4. The bottom line is that the 'ZEV or nothing' position now looks a little odd, to say the least. 

In Europe, the 'diesel-versus-petrol' battle rages, and it's essentially about minimizing running costs and maximizing residual values. In many countries, governments have tilted the battlefield in favour of diesel by charging less tax per gallon. However, consider this. 60% of all S-class Mercedes sold in the UK this year have diesel engines, despite the fact that the British government taxes diesel slightly higher than petrol (to reflect diesel's higher carbon content). And in France over 60% of ALL cars sold this year will be diesels. 

Now, without being too offensive, the ONLY reason anyone buys a diesel is because they are cheaper to run. They are smellier, dirtier, noisier, slower, heavier and more expensive to make than their petrol equivalents. But they go much further per gallon, and that is enough, despite all the negatives, to convince second-hand buyers to pay significantly more for the diesel version than its functionally superior petrol-powered equivalent. 

Consequently, you would imagine that, if any market could accept and cost-justify BEVs in volume, Europe could. However, one problem to consider is that most European cars are parked in the street overnight. How do you recharge them without putting a cable illegally across a footpath, this side of a massive public investment in infrastructure? 

In Japan, journeys are usually short and annual mileages are relatively low, though petrol is quite expensive. But Honda has stated it's selling four times as many hybrid Civics in the US as it is shifting in Japan. Clearly, fuel consumption is not a major issue for the average Japanese driver. The fastidious Japanese don't like diesel (nor do I!), but I expect them to go for 'SuperDiesel' in a big way. Japan ought to be the one major market which should be able to shrug off the BEV's range problem, usually cited as the main hurdle preventing 'mass battrification'. Yet it's not happening, at least not yet. I wonder why? 

I am right with Alec Brooks' analysis in "Fuel Cell Disruptor" on the importance of Lithium Ion batteries, and not just because they're yet another great British invention, which I will patriotically refer to as Lions in the rest of the text! (The master patents are held by AEA Technologies, once part of the British Atomic Energy Authority, hence the initials. 

Sony et al have paid them a fortune in royalties) Alec Brooks has identified the main characteristics which favour Lions; I would just like to emphasize his point that the cumulative development effort focused on Lions in many countries and across a range of industries, including computing and telecommunications, should ensure real progress in specific energy, cost and cycle life, all of real value to BEVs. 

Let me draw these threads together, and try to leave behind the PR deceits and the wishful thinking. Let's also move into the real world of the small number of global companies which will decide what will happen next, rather than fantasize about what governments should do if only they knew what to do. 

Hybrids are selling well, and Toyota has declared it's starting to make money. However, the crunch has yet to come, when we have large numbers of 3+ year old Priuses out there and Toyota finds out what the battery life statistics really are, and what liabilities it is actually carrying. Toyota did the risk/reward analysis on this years ago, checked its bank balance, swallowed hard, and went for it, to the admiration of all those standing on the touch line. It can now be confident it's won, but I'm not sure it knows yet how much it's all cost. Given the close links between Toyota and Ford on hybrids, it may be that the delay in the launch of the hybrid Escape is down to 'battery fright'. 

So what's Toyota's encore? If everything worked properly, Toyota would develop a hybrid successor to the big Lexus LS430 sedan, and focus it on the European market. Despite the success of Lexus in the US, it hasn't happened in Europe. However, a diesel hybrid Lexus could have a real chance of carving lumps out of BMW and Mercedes on their home turf. But it won't happen, because the technology used by Toyota isn't robust enough yet to take the sort of thumping dished out by the typical European luxury car driver. Her drive cycle is a lot more demanding than Cameron Diaz's, pottering down to Rodeo Drive in her Prius! 

Speaking of the devil, will BMW do anything? Nothing much, apart from continuing to run their current cynical advertising campaign, which could leave a naive reader with the impression that hydrogen powered cars are just around the corner, so we can all relax about the environment, and forget about the particulates pouring out of our diesel 'Beemers' as we pin the pedal to the metal, because our next 'Beemer' will produce nothing but pure water. It has just occurred to me that BMW may not have dared run this advert in the States! If so, let me know and I will send you a copy. 

If hybrids are about cutting the fuel consumption of conventionally powered vehicles, then they are essentially the next step beyond diesels. The good news is that the noisy, shuddering diesel engine can be smaller and lighter and is therefore much easier to encapsulate and insulate. Europeans have been willing to pay more for diesels, so they should be willing to pay even more for cars that operate as if they have petrol engines but return fuel consumption figures better than any conventional diesel. 

Put bluntly, if it won't fly in Europe, it probably won't fly anywhere. On the other hand, what may not make sense in terms of savings in Japan and the US may well make it in Europe. The major manufacturers have long memories. It will have occurred to them that we may be looking at a re-run of the 'Great American Diesel Debacle' of the 70's. Then, following the first oil shocks, a fashion wave favouring diesels swept across America, drawing in the likes of Cadillac on the coat-tails of Mercedes. Following some reliability problems, it quickly drained away, for lack of any sustaining cost justification. Could hybrids be at the start of a similar cycle in the US? 

But Europe was different for diesels, and could be different again for hybrids. If we can solve the 'temporary storage problem', and we believe we have with PowerBeam (My first plug for our technology. Such restraint!), then a plausible scenario is that the European penetration of hybrid cars could reach 60% within ten years, while the US (and Japanese) penetration will be less than 20%, mainly confined to large SUVs and high-performance vehicles. If the Middle East explodes, these numbers are upwardly mobile. 

If I tell you that PowerBeam promises a wheel-to-wheel efficiency of more than 65% for regenerative braking at urban speeds, and remind you that battery-based systems typically return no better than 30% in the city, you will be able to imagine the sort of mpg figures our simulations are indicating. But PowerBeam can also help a vehicle the size of an S-class Mercedes fitted with a little 1.8 litre engine reach 60 mph from rest in less than 6 seconds; you should now be reaching for the phone and your credit card! 

But hold on. I'm afraid we are still not ready to 'open the kimono', but when we are, which is soon, I promise you'll get to peep first, and your readers second. 

If I believe a PowerBeam-equipped Explorer-sized SUV could deliver at least 40 mpg in the city, almost however aggressively it is driven (remember the 65% regen), then certain other beliefs follow. 

This side of nuclear fusion deploying (around 2020 in the US?), fuel cell cars make no real sense outside France. An Explorer fitted with a PowerBeam and a diesel engine will probably consume only slightly more 'SuperDiesel' than an Explorer fitted with a PowerBeam, a reformer and a fuel cell engine. The former is rather less expensive to make than the latter, and could be in pilot production by 2005. 

PowerBeam-equipped hybrids will scale up and down, to cover Minis to Maybachs, and any size of truck or bus (see my SAE'99 paper). From a cost justification perspective, the bigger and more expensive, the better. 

Consequently, small PowerBeam-equipped hybrid cars will be niche, focused on performance. PowerBeam-equipped BEVs are also a possibility in this segment; as an example, imagine an open Mini with a 150 kW PowerBeam backed by 20 kWh of Lions, with a price tag around $25,000, including taxes. That raises the bar for fuel cell vehicles like NECARar 6(?). If you can recharge your BEMINI in your garage at overnight rates, why would you want a NECAR that has to visit the nearest methanol station (20 miles away) every other week? When the 4wd BEMINI can do 0 to 60 in 6 seconds, won't the 12 seconds of the NECAR feel limp wristed? 

Alec, I can't see any clothes, either. Maybe some will turn up around 2020. Maybe. Strange - France is shaped like a fig leaf. Vive l'Empereur! 

Chris Ellis is chairman of the PowerBeam Company and a professional engineer in the United Kingdom. Click here for his interview with EVWorld 

http://evworld.com/databases/storybuilder.cfm?storyid=467&subcookie=1

EV World report on ETIC

Ford had yet one other little surprise in store, one which hints that Ford has decided to adapt a very cautious marketing strategy for the Escape hybrid program. It has now moved back the official public launch of the mid-sized SUV to 2004. A limited number of vehicles will be made available to fleets in 2003, we were told. 

According to John Wallace, the former director of Th!nk Mobility, who is still under contract to Ford until August 2003, this move is to give the company time to make sure the vehicle is completely trouble-free when it goes on sale in 2004. I spoke with Philip Chizek of Ford and we are going to attempt to get one of the early 2003 versions for an extended test drive. Since EV World is headquartered just 200 miles north of Kansas City, where the vehicle is currently being built, I am hopeful that we'll be able to get one soon after they become available. 

http://www.evworld.com/databases/shownews.cfm?pageid=news271202-01

Growing U.S. Need for Oil From the Mideast Is Forecast

Despite White House statements, US growing more dependent on Saudi oil. 

Source: New York Times [Dec 27, 2002] WASHINGTON Dec. 25 — As President Bush seeks to reduce American reliance on oil imported from the Persian Gulf, new government studies predict that in two decades the West will be even more dependent on oil from Saudi Arabia and other Middle Eastern producers. 

Mr. Bush, asked a week ago on the ABC News program "20/20" about the importance of Saudi Arabian oil, said that "we must have an energy policy that diversifies away from dependency" on foreign sources of oil — including some that "don't like America."

Late last month, the Department of Energy's Energy Information Administration forecast that in 2025 the majority — 51 percent — of world oil production would come from the Organization of the Petroleum Exporting Countries. About two-thirds of OPEC production, in turn, emanates from the Persian Gulf. The Energy Information Administration, or E.I.A., says OPEC now produces 38 percent of the world's oil.

The information administration projects that Saudi Arabia will need to produce 22 million barrels a day by 2020 to meet increased world demand, far in excess of its current production of about 8 million barrels.

"We're going to rely more and more on the Middle East markets for oil," said Fatih Birol, the chief economist for the Paris-based International Energy Agency, or I.E.A. The group's recent World Energy Outlook, which estimates energy markets through 2030, mirrors the forecast of the American energy agency.

Government and industry oil experts widely agree that it makes sense for the United States to diversify its sources of energy. It is also possible that in the next decade increased oil from the Atlantic Basin and the Caspian Sea could make a short-term dent in American dependency on the Middle East.

"Our dependency on the Persian Gulf could take a slight dip before it goes up," said John Brodman, the deputy assistant secretary of energy for international energy policy. "But the basic geological fact of life is that 70 percent of the proven oil reserves are in the Middle East."

The importance of Saudi Arabia to long-term oil markets is different from its ability to produce extra oil quickly — an ability sometimes referred to as surge capacity. If oil markets were disrupted by a war in Iraq or strikes in Venezuela, only Saudi Arabia could increase its production within a few months to fill the gap.

The new forecasts highlight a fundamental quandary facing the United States: American dependence on Saudi oil limits the strategic options of the United States even as relations between the United States and Saudi Arabia have been strained since the attacks on Sept. 11, 2001. 

President Bush's national security strategy, released in September, aimed to "enhance energy security" by having the United States work with allies to "expand the sources and types of global energy supplied, especially in the Western Hemisphere, Africa, Central Asia and the Caspian region."

The strategy did not mention the Persian Gulf region, which figures so prominently in the latest forecasts.

The ability of countries like Saudi Arabia to increase their production significantly is by no means a certainty. The Energy Information Administration estimates assume that "sufficient capital will be available to expand production capacity."

Furthermore, some oil experts question whether the region's old fields will be up to the task.

"The giant and supergiant oil fields are getting old, and some are clearly dying without being replaced," said Ali Morteza Samsam Bakhtiari, a senior official in the National Iranian Oil Company. In an e-mail message sent from Iran, he questioned whether Saudi Arabia was capable of reaching 22 million barrels a day and said it would take "a miracle for OPEC to ever achieve a production of 50 million barrels per day (or more) as all three major institutions — I.E.A., E.I.A. and OPEC — are predicting for 2020."

http://www.evworld.com/databases/shownews.cfm?pageid=news201202-05

New Apollo Project Can Help USA Unplug Need for Oil

U.S. Representative urges USA engage in concerted effort to switch to clean energy systems. 

Source: [Dec 20, 2002] By JAY INSLEE U.S. REPRESENTATIVE 

Is it reasonable to worry about perpetual security threats stemming from our involvement in the Mideast? Yes, we have a right to worry because at the moment our nation has no plan for breaking the addiction to oil that so entangles us in this regional quagmire. 

Do Washingtonians long to start skiing but cannot because there is no snow in the mountains this late in the year? Yes, we have a right to worry because a radical reduction in our snowpack is predicted for the Cascades due to global warming, a challenge we have no national plan to address. 

To that end, Congress should seize the moment to champion a unified and

highly prioritized national program to fulfill America's destiny of leading the world to a new clean energy future. We should call for a total national commitment to harness the genius of America's can-do attitude that would design, invent and deploy the new clean energy technologies that befit this new century. 

No single national endeavor has such capacity to expand our economy by tapping our innate and unique technological genius for innovation. No single national priority is so critical to reduce the risks from impending man made climate change. No single non-military action can be as effective in avoiding the security challenges that haunt us due to our addiction to Mideast oil. 

Now the laws of economics, the laws of physics and the laws of politics all are aligned in a possible perfect storm, allowing us to inspire the nation to achievement just as grand as John F. Kennedy's challenge to the nation in 1961 to put a man on the moon. 

This national endeavor needs a name. It needs a name invested with the historical imagery of American innovation and sense of destiny. We should call it "the New Apollo Project." What the nation achieved in building the technologies that took us to the moon now can be matched by technologies that keep our launching pad, Earth, in healthy condition. 

The New Apollo Project will follow the fundamental law of economics in the new global economy -- the nation with the most advanced technology wins.andnbsp; As one representing a district that includes Boeing and Microsoft, the benefits are obvious of leading the world in computer sciences and aerospace technologies, both of which occurred in no small part due to federal government investment in the project. 

But we are on the cusp of a "clean energy gap" just as worrisome as the missile gap of the Sputnik era. The dominant wind turbine manufacturer is Denmark, a country that will produce 50 percent of its electricity by wind power within the decade. The dominant photovoltaic panel producer is a German company. The dominant manufacturers of hybrid cars are in Japan. 

Why should we, the greatest seedbed of technological innovation in world history, cede these emerging markets to the rest of the world? 

The New Apollo Project will create jobs in the unpredictable but ultimately wildly beneficial ways that the Apollo project gave birth to a thousand new products, such as Tang, and to entire new industries, such as the computer industry. We went to the moon but we ended up on the Internet. 

The New Apollo Project is also necessitated by a law of physics, which states that the presence of carbon dioxide and other byproducts of burning fossil fuels in the atmosphere traps infrared radiation reflected off the face of the Earth. This "CO2 heat trap" warms the planet and we are now seeing the melting of the Arctic ice cap, a harbinger of things to come. 

But we are a responsible and innovative people, and solutions to this man-made problem are surely within our grasp. With the New Apollo Project we can jump-start the technologies that are close to providing market-based power, such as photovoltaics, and take on the more visionary horizons such as the hydrogen-based transportation system. Fear of failure should not stop us. 

Lastly, the laws of politics call upon the Democratic Party to demonstrate our sense of optimism, expansive can-do Americanism and unabashed confidence that we can answer the technological call to arms. As long as we are addicted to Mideast oil, we are slaves to the animosity and backlash against the repressive regimes, which have now brought Middle Eastern violence to our own shores. 

Since that day in March 1961, when a Democratic president inspired our nation to seek a higher calling that seemed beyond reach, the moon itself, our party has not issued a more stirring call. 

"That's one small step for a man, and one giant leap for mankind" -- this time toward a new national energy future. 

Democrat Jay Inslee represents the 1st District in Congress. 

http://www.evworld.com/databases/shownews.cfm?pageid=news191202-05Nation's SUV Critics Are Gaining Traction

Criticism of SUVs gaining traction. 

Source: Seattle Times [Dec 19, 2002] 

by Froma Harrop 

Defenders of the SUV can contain themselves no longer. A new book dedicated to bashing the big sport-utility vehicles has sent their defenders in the automotive press to the battle stations. They're pounding their keyboards, and out has come much verbal violence, though little substance. Lacking good arguments, the defenders have taken to attacking people who express anti-SUV views, rather than the views. 

Count me among the SUV critics, though with some reservations. I do not think that SUV owners are necessarily headed for the hot place, as environmentally conscious clergy have recently suggested. I could even envision my having one — if, for example, I lived on a llama farm and had to transport 80-pound bags of feed up a dirt mountain road on a daily basis. That not being the case, I drive a Honda Accord. 

In any event, the storm centers on a book with a long, descriptive title, "High and Mighty — SUVs: The World's Most Dangerous Vehicles and How They Got That Way." As you may guess, author Keith Bradsher does not like SUVs. Formerly chief of The New York Times Detroit bureau, Bradsher spends 441 pages condemning the safety record of SUVs, their environmental impact, their manufacturers and their buyers. 

His remarks have not gone unchallenged. In the December issue of Automobile magazine, columnist David E. Davis Jr. calls Bradsher some things I cannot repeat here. He creatively describes other critics as "bicoastal glitterati" and "hysterical housewives of the '80s" — all dedicated to "denying freedom of choice to hundreds of thousands of sublimely happy SUV owners." 

In AutoWeek, columnist Steve Thompson accuses SUV detractors of "vitriolic assaults," not only on freedom but on fun, as well. They are furious, he says, that "millions of people are 'allowed' to make their own choices about what to own and drive, let alone to enjoy." He calls people who hate SUVs the "Alliance against Fun." 

Speaking of fun, may I interject something here? I don't find this war on terrorism to be much fun at all. Americans might be having a far better time had SUVs not increased their dependence on Mideastern oil. And not a few of them think the cause of freedom might be better served by removing the source of terrorist funding. 

I'll take a pass on delving into the psychodynamics of SUV owners. There may be some truth in Bradsher's generalization of SUV drivers as vain, insecure and aggressive. But the SUV drivers I'm close to — a single mother and two elderly couples — are none of the above. It's not the fun factor but the fear factor that has them wheeling around in their 5,000-pound Oil Warriors. They think that bigger size automatically translates into greater safety, even though it's not true. SUVs are top-heavy and tend to roll over in horrifying accidents. (Bradsher offers studies showing that occupants of SUVs are actually slightly more likely to die in crashes than are occupants of cars.) 

It can be amusing to wax sociological, but both sides should be careful. Karl Brauer, editor at edmunds.com, insists that SUV critics are simply losers who are envious of successful people. "What better representation of success currently exists than the SUV?" he asks. Oooh, I can think of some, and without even leaving the dealership. 

When I see a nation given over to gas guzzlers, I think not of success but of failure — a failure of public policy to protect our nation's environment and its security. More depressing is the unwillingness to even lift a finger to reduce fuel consumption when the technology to do so is readily available. You'd think Detroit would embrace the improvements to make SUVs far less objectionable, including to SUV owners themselves. 

Last summer, William Clay Ford Jr., chief at Ford, touched on something when he conceded that fights over fuel economy had dimmed Americans' love affair with the car. "People used to write songs about T-Birds and Corvettes," he lamented. 

With Americans headed toward another war in the Mideast, the Toyota Prius has become a hip automotive statement in Hollywood. The Prius is a gas-electric hybrid made in Japan. Cameron Diaz and Leonardo DiCaprio each have one. Meanwhile, sheriff's offices in Florida have been buying these 40-mile-a-gallon vehicles, they say, to help the nation reduce its dependence on foreign oil. 

When Americans start buying Japanese cars as a patriotic gesture, Detroit should worry. 

Providence Journal columnist Froma Harrop's column appears regularly on editorial pages of The Times. 

http://www.evworld.com/databases/shownews.cfm?pageid=news171202-03

Toyota Hybrid & Electric Vehicles Win Municipal Hearts

City and State Governments around the country from Washington to Florida and New York to California are buying Prius 

Source: PR Newswire [Dec 17, 2002] 

Tuesday December 17, 1:14 pm ET 

NEW YORK, Dec. 17 /PRNewswire-FirstCall/ -- The City and State of New York have purchased a total of 574 Toyota Prius hybrid electric-gasoline cars since early last year for use by various civic agencies. This puts the City at the head of a nationwide roster of municipalities -- from Oregon to Maine -- that have found the 52-mile-per-gallon (mpg), 4-door sedans perfect for their transportation needs. 

Last year, the City of New York bought 231 Prius hybrids for use by a variety of municipal agencies including Parks and Recreation, the Department of Buildings, the Department of Health and the Department of Transportation. Thanks to the cars' combination of cutting-edge technology and traditional Toyota reliability, the City has ordered another 221 this year. 

In addition, Toyota has donated free use of 26 all-electric, zero-emission RAV4-EV sport utility vehicles to various New York City agencies over the past two years to support the city's recovery efforts and assist in restoring area air quality. 

"With the backing of senior Toyota management in both Japan and the U.S., these donations reflect the company's commitment to the environment and community involvement," said Len Fein, product planning manager for advanced technology at Toyota Motor Sales, U.S.A. 

New York State's Metropolitan Transportation Authority (MTA) bought 56 Prius hybrids for use in bus control, route management, and support operations last year. This year, the State ordered 66 more. 

Introduced in 1997, the Prius is the world's first mass-produced hybrid electric-gas vehicle. It can run on gasoline, electricity or both, and never has to be plugged in -- its extremely low-emissions gasoline engine recharges the onboard battery pack when necessary. The engine also shuts off when the auto comes to a stop, so it never wastes gas or causes pollution by idling in traffic. It restarts automatically when needed. 

Thanks to its breakthrough technology, the 5-seat Prius is EPA rated at 52 mpg in city driving and 45 mpg on the highway. It is also classified as a Super Ultra Low Emission Vehicle (SULEV) by the EPA, which is 90 percent cleaner than its closest competitor. The only thing cleaner is an all-electric zero-emissions vehicle. 

Including New York, government agencies across the nation have purchased nearly 1,100 Prius sedans for clean, efficient transportation and official business. So far this year, California has ordered 113, the State of Washington 92, Houston 62, Los Angeles 52, Oregon 46, San Francisco 22, Austin 21, Florida DEP 19, Nevada 19, Colorado 18, Denver 15, Missouri 12, San Antonio 11 and Maine 5. Even such smaller cities as Vail, Colo. and Mesquite, Tex. have ordered one or two of the Toyota hybrids. 

Worldwide, Toyota has sold more than 100,000 Prius hybrid sedans. The company also sells hybrid luxury sedans, 4-wheel-drive minivans and commuter buses in Japan. Nine out of 10 hybrid vehicles on the road today are Toyotas. 

http://www.greenbiz.com/news/news_third.cfm?NewsID=23327

Fleets Can Lead The Way To Energy-Efficient Vehicles, But Need Help 

Source: GreenBiz.com

WASHINGTON, D.C., Dec. 13, 2002 - Fleets can play an important role in introducing more fuel-efficient vehicles into the U.S. passenger vehicle stock but need some encouragement to do so, according to a new study by the American Council for an Energy-Efficient Economy. “Greener Fleets: Fuel Economy Progress and Prospects” finds that few fleets have attempted to maximize the fuel economy of their vehicles to date. 

"Fuel costs are important to fleets, and choosing fuel-efficient vehicles can bring those costs down. Cars and trucks with high fuel economies are available right now, but unfortunately, there are obstacles to fleets' buying them," said Therese Langer, report co-author and ACEEE's transportation program director. "The structure of manufacturer discounts, lack of federal guidance, and vehicle leasing agreements all work against purchase of the fuel economy leaders." 

Fleets are influential due to the sheer number of vehicles that they buy as well as their role as laboratory and showcase for new approaches to the selection and use of automobiles. While attempts to use fleets to popularize alternative fuel vehicles have been somewhat disappointing, fleets' use of fuel-efficient vehicles could catch on more easily with the general public. 

The report finds that local governments have taken the lead thus far in setting fleet fuel economy policies, and that business fleets represent a large untapped potential for efficiency. Changes in basic fleet practices and interactions will be needed to move forward, however. "Fleets need to coordinate vehicle purchase and fuel management functions," noted Daniel Williams, co-author and ACEEE's transportation program assistant. "But to really make a difference, fleets will have to work together and tell manufacturers that the perennial fleet favorites, from the Stratus to the Explorer, must get more miles per gallon." 

Hybrids are appealing to fleets that want to be green, but their higher cost and the fact that they don't currently bring credits towards meeting alternative fuel vehicle requirements make large-scale purchase difficult for the government and fuel provider fleets subject to mandates. The report recommends steps to promote acquisition of advanced technology vehicles, but also emphasizes the fuel savings that fleets could achieve by choosing the most fuel-efficient conventional vehicle that can do the job. 

A pdf version of “Greener Fleets: Fuel Economy Progress and Prospects” can be downloaded from the Web. 

More News...

http://www.msnbc.com/news/850626.asp
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By Keith Naughton

Finbarr O’Neill: Kicking Hyundai Into High Gear 

Finbarr O’Neill has transformed the Korean carmaker into a player 

New Hyundai CEO Finbarr O'Neill wants the company to sell 1 million cars a year by 2010, a nearly threefold increase from sales in 2002

Back in 1998, the wheels were coming off at Hyundai. Leno and Letterman regularly made the shoddy Korean car a punch line—to jokes about Yugo. The home office in Seoul couldn’t even recruit a seasoned American to jump-start the faltering company. As a last resort, the Korean bosses turned to their corporate lawyer, Finbarr O’Neill, an affable Irishman with no experience running a car company. “We were a company looking over the precipice,” says O’Neill. “I kept my law license intact as my insurance policy.” 

O’NEILL WON’T HAVE TO hang his shingle any time soon. He has engineered an extraordinary turnaround at Hyundai, where sales have roared ahead 400 percent since he became CEO and now outpace Volkswagen and BMW. How did he turn around Hyundai? With guile and persistence learned from toiling in New York courtrooms and on Irish cow paths. O’Neill concocted some marketing magic four years ago—a 10-year, 100,000 mile warranty to inoculate Hyundai from its rep for miserable quality. Then he prodded the Koreans to focus on what Americans want: inexpensive, reliable, stylish cars. Hyundai is the most improved car line in J. D. Power’s quality survey, and models like its $18,000 Santa Fe SUV and $16,000 Tiburon sports car are becoming the ride of choice for Gen Y.

Now the big wheels are taking notice. Chrysler, Mazda and others have followed Hyundai’s lead and extended their warranties. GM execs are grumbling that Hyundai is succeeding because of the weak Korean won. Detroit had a similar gripe when the Japanese came on strong. Says O’Neill: “I would think GM has more to worry about.”

But O’Neill, 50, is about to give the auto establishment even more anxiety. Hyundai just broke ground on a $1 billion Alabama factory. And a new $25 million California studio is about to start crafting designs tailored to Americans’ tastes. Those moves, says O’Neill, will allow Hyundai to sell 1 million cars by 2010, a nearly threefold jump from this year’s sales of 375,000 cars. That would push it into the ranks of Toyota and Honda. Not bad for the accidental auto exec. If O’Neill can steer Hyundai from punch line to powerhouse, he’ll be the fastest driver in the car business.

http://www.evworld.com/databases/shownews.cfm?pageid=news311202-03

GM Rethinks Hydrogen Fuel Cells

Firm shifting to hybrid electric vehicle development. 

Source: USA Today [Dec 31, 2002] 

DETROIT — General Motors, which had been focusing on hydrogen power for alternative fuel vehicles, now plans to sell 1 million cars, pickups and sport-utility vehicles powered by gas/electric hybrid engines by mid-decade.

GM had fought making heavy investments in hybrid technology, saying it would have cars and trucks powered by hydrogen fuel cells in driveways after 2010.

But technological stumbling blocks and competitive pressures have forced GM to rethink its plans.

The fuel cells combine hydrogen and oxygen to produce energy without the pollution of gasoline. Hybrids combine an internal combustion engine and an electric motor to deliver high fuel economy and ultralow emissions.

In a hybrid, the gas engine recharges the electric motor, so no additional infrastructure is needed. But fuel cells will require service stations that can provide the hydrogen. That will take longer to establish than automakers thought in part because oil companies aren't rushing to invest in hydrogen technology at their stations until they are sure vehicles will be produced in large numbers.

Besides that, GM soon will be up against a slew of hybrid cars and SUVs from competitors. If it's out there alone without hybrids while waiting a decade for hydrogen power to develop, GM likely would become a whipping boy for regulators and environmentalists.

Currently, Toyota Prius and Honda Civic and Insight are the only hybrid vehicles available. But others are on the way:

Toyota is expected to offer a hybrid option for its Lexus RX 330 and Toyota Highlander SUVs by 2005. 

Ford Motor will launch in 2004 a hybrid Escape SUV that gets 40 miles per gallon. 

Chrysler has announced a hybrid Dodge Ram pickup by 2005. 

GM is expected to announce that it will offer hybrid versions of its Chevrolet Silverado and GMC Sierra pickups, Saturn Vue and Chevrolet Equinox small SUVs, and Chevrolet Malibu sedan by 2005. The system in the Malibu can be transferred to other GM cars built off the same engineering architecture. And it turns any vehicle into all-wheel drive.

The Vue and Equinox system will raise fuel economy to 40 miles a gallon from 25, GM says.

The system on Silverado and Sierra uses an electric motor to accelerate and decelerate and to power the trucks at idle, increasing fuel economy by 15% to 20% in most cases.

J.D. Power and Associates estimates that hybrid sales will climb from 40,000 this year to 500,000 by 2006, when five automakers are selling them. In a survey of 5,200 new car buyers, Power found that 60% would "definitely" or "strongly" consider buying a hybrid.

"Consumers think hybrids are great," says Anne Hanson, an Ann Arbor, Mich., marketing consultant and former marketing chief with Ford's electric vehicle program. She says GM and Ford are right to be concerned about Toyota and Honda stepping up their hybrid offerings over the next decade.

GM says it has figured out how to make hybrids less expensively than it thought as recently as two years ago. At that time, the extra cost per vehicle neared $10,000.

http://www.nytimes.com/2003/01/08/business/08AUTO.html
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S.U.V. From Toyota in 2004 to Use Hybrid Technology

By DANNY HAKIM

DETROIT, Jan. 7 — Toyota announced today that it would start selling a hybrid version of a small S.U.V., the RX 330 from its Lexus brand, by the end of next year. 

The Lexus hybrid is likely to be the first luxury auto to use the highly fuel efficient technology and the second such S.U.V. on the market. Hybrids supplement the internal combustion engine with electric power. 

"You can't deny the hybrid potential," said James E. Press, the executive vice president of Toyota Motor Sales U.S.A. "The Prius proves the business case," he added, referring to the company's current hybrid, the subcompact Toyota Prius. "We're not losing money on Prius. It works, Customers love it."

The plan, described at a press preview of the North American International Auto Show in Detroit this week, was part of a flurry of announcements here about fuel efficient technologies. Which particular technology was being talked up depended on which automaker was doing the talking.

On the hybrid front, General Motors said Monday that it would make its first foray into hybrids by offering the technology as an option on the Saturn Vue S.U.V. in 2005. G.M. also plans to offer more limited forms of electric power in four other high-volume models by 2007, with a target of improving fuel economy by at least 12 percent. 

Toyota and Honda, which began offering hybrid vehicles in the late 1990's, have been the only two automakers to offer hybrid power so far. The Ford Motor Company plans to sell a hybrid version of its Escape S.U.V. in December.

The public relations frenzy over fuel efficiency comes in the face of increasing regulatory and social pressures to improve fuel economy and reduce emissions. European executives, accustomed to wide acceptance of fuel-efficient diesel engines in their markets, said they hoped for a diesel renaissance in the United States. 

Dieter Zetsche, chief executive of the Chrysler Group unit of DaimlerChrysler, said that he still had considerable doubts about the business case for hybrids — increased government tax incentives are seen as crucial to their future growth — and that he believed that modern advances in diesel engines were more promising. 

"We do believe diesel represents a great opportunity for the country altogether; this certainly would be something that would make sense," Mr. Zetsche said. His company plans to start selling about 5,000 diesel versions of its Liberty S.U.V. in 2004. And Chrysler's corporate cousin, Mercedes, said this week that it would offer a limited number of diesels on the E-Class sedan in 2004. 

Diesels are more fuel efficient than standard gasoline-fueled cars and, because of that, would reduce emissions of carbon, which is believed by many scientists to add to global warming. But environmental groups contend that diesels still have unacceptably high emissions of smog-forming pollutants. 

Rick Wagoner, chief executive of G.M., was pessimistic about the prospects for the technology in the United States. "Our read from Washington, the environmental communities, has not been very constructive on diesels, to put it mildly," he said. "We're not anti-diesel, but we're somewhat guarded." 

"Our latest check on this wouldn't indicate there's a groundswell to support it," he added. 

http://sfgate.com/cgi-bin/article.cgi?f=/c/a/2003/01/09/BU214316.DTL

Gas-hogging SUVs aid terrorism, new TV ads say 

Columnist Huffington starts campaign 

George Raine, Chronicle Staff Writer

Thursday, January 9, 2003 

©2003 San Francisco Chronicle | Feedback

An advertising campaign asserting that those who own gas-guzzling sport utility vehicles are supporting terrorism -- because Iraq, Saudi Arabia and other oil-rich nations that support terrorism benefit -- will begin airing in San Francisco and other major cities Sunday. 

The 30-second spots are parodies of the U.S. government's provocative antidrug advertising, which argues that drug money benefits terrorists. The anti-SUV spots were produced by syndicated newspaper columnist Arianna Huffington and a group of like-minded people in the entertainment industry. 

"Just 5 percent of SUVs are used off-road, which means that for most of us, SUVs are a lifestyle choice that can be sacrificed when our national security is at stake," Huffington said Wednesday as she showed the ads at a news conference in Los Angeles. 

Huffington added that until November of 2001 she owned a Lincoln Navigator that got 13 miles per gallon, but now drives a Toyota Prius, which gets 52 mpg. 

At least three television stations have rejected the advertising, according to publicists for the group Huffington formed to create the ads, the Detroit Project. One was KABC in Los Angeles, where a spokeswoman confirmed the ad was not accepted, although she was unable to give the station's reason for rejecting it. 

In Washington on Wednesday, Jean AbiNader, managing director of the Arab American Institute, called Huffington delusional. 

"If she thinks Occidental Petroleum and ExxonMobil and the car manufacturers are draining money out of the United States to feed the coffers of terrorism, she is not only delusional, but it almost is embarrassing to try to make that connection," AbiNader said. 

"We should have a serious debate about energy policy in this country, but this is not a contribution to that debate," he said. 

In one ad, a woman says, "I helped hijack an airplane. I helped blow up a nightclub. So what if it gets 11 miles to the gallon? I gave the money to a terrorist training camp in a foreign country. It makes me feel safe. I helped our enemies develop weapons of mass destruction. What if I need to go off- road? Everyone has one. I helped teach kids around the world to hate America. I like to sit up high. I sent our soldiers off to war. Everyone has one. My life, my SUV. I don't even know how many miles it gets to the gallon." 

The script for the second ad reads, "This is George. This is the gas that George bought for his SUV. This is the oil company executive that sold the gas that George bought for his SUV. These are the countries where the executive bought the oil, that made the gas that George bought for his SUV. And these are the terrorists who get money from those countries every time George fills up his SUV. 

"Oil money supports some terrible things. What kind of mileage does your SUV get?" 

Huffington has written several columns critical of Congress for failing to pass the McCain-Kerry fuel efficiency bill and others lamenting the nation's inability to reduce demand for foreign oil. She asked a rhetorical question at the end of her Oct. 21, 2002, column, "Anyone willing to pay for a people's ad campaign to jolt our leaders into reality?" 

She said she got 5,000 responses from readers and raised about $200,000 for the ad campaign. She was joined by Lawrence Bender, a movie producer ("Pulp Fiction" and "Good Will Hunting"), Ari Emanuel, a talent agent whose clients include Leonardo DiCaprio and Cameron Diaz, and others in forming the Detroit Project. The ads were produced by Scott Burns, an ad industry veteran. 

Said Bender: "The goal of the campaign is not to demonize people who drive SUVs. Rather, we want to point out how our driving habits at home are fueling oil money to Saudi Arabia -- which funnels some of that wealth to support charities and religious zealots with ties to terrorist activity -- and to Iraq, where Saddam Hussein invests the profits in weapons of mass destruction." 

Eron Shosteck, a spokesman for the Alliance of Automobile Manufacturers, a trade association in Washington, said about 4 million SUVs were sold in the United States. in 2002, about 21 percent of the nearly 17 million passenger vehicles sold. SUV sales in 2000 were about 17 percent of the total, he said. 

"Every year Americans buy SUVs for safety, comfort and functionality. "She (Huffington) is entitled to her opinion. She's wrong. Our view is she is outvoted 4 million to one," Shosteck said. 

Said Huffington, "With all of the talent, ingenuity and entrepreneurial spirit Detroit has exhibited in the past, we have no doubt that they can make more fuel-efficient, cleaner cars that help us reduce our oil addiction." 

The ad campaign can be seen at www.thedetroitproject.com. 

E-mail George Raine at graine@sfchronicle.com. 

http://www.bts.gov/publications/nts/html/table_01_29.html
I believe this statistic shows that there are far more (10 times more) consumer vehicle miles driven then truck miles driven in America. 

http://www.nypost.com/seven/01132003/gossip/pagesix.htm

NY Post PAGE SIX 

By RICHARD JOHNSON with PAULA FROELICH and CHRIS WILSON 

January 13, 2003 -- 

Stars are two-faced on SUVs 

MANY of the Hollywood celebrities behind the new campaign against gas-guzzling SUVs are hypocrites who consume huge quantities of fossil fuels in their stretch limos, Gulfstream jets and oversized Beverly Hills mansions. 

TV producer Norman ("All in the Family") Lear, who is spearheading the conservation crusade along with columnist Arianna Huffington, built a garage for 21 cars five years ago which stands 45 feet tall. 

"Lear's neighbors . . . contend that the structure, complete with a tennis court atop, was built in violation of city height restrictions," the Los Angeles Times reports. "Lear's parking garage has ruined the aesthetics of the wooded canyon." 

Gwyneth Paltrow is appearing in ads for Lear's Enviromental Media Association (EMA) accusing SUV owners of supporting terrorism. But some of Paltrow's neighbors find her to be an odd choice for an anti-SUV poster girl. 

"She drives a Mercedes-Benz SUV," says a tipster who lives down the block from Paltrow's West Village digs. "Not only does she drive an SUV, she selfishly parks it on the sidewalk in our neighborhood." Paltrow's publicist did not return calls. 

The commercials have outraged drivers from all walks of life. They juxtapose footage of Americans filling up their SUVs with clips of Middle Eastern terrorists in face masks raising AK-47s. 

Chevy Chase and his wife are avid supporters of the EMA, but that doesn't stop them from cruising around Westchester in the luxury of a SUV. 

"They keep it in the back and it's very rarely used," Chase's rep, Alan Eichorn, tells PAGE SIX's Ian Spiegelman. "They only use it when they have to attach the horse trailer or when they're carrying a lot of kids." 

Eichorn explains that the Chases are "extremely enviromentally conscious," that they have not one but two of Toyota's Prius model hybrid cars, and that they even use solar panels to heat their swimming pool. 

"They hate having the SUV and they're going to get rid of it as soon as the carmakers come out with a hybrid version." 

Barbra Streisand, meanwhile, never seems to tire of telling other people how to live, but the world would be a pretty smog-filled place if the rest of us lived like her. As The Post reported recently, Streisand and her hubby James Brolin have SUVs. Streisand's rep would not comment on what vehicles the couple is currently driving, but said that they plan to buy a Prius. 

http://www.latimes.com/news/opinion/editorials/la-ed-autos18jan18,0,2438948.story?coll=la%2Dnews%2Dcomment%2Deditorials

'Impossible' SUVs Coming

January 18 2003 Los Angeles Times Editorial

Only months after the big auto makers vowed it couldn't be done, it is being done. Toyota has announced it will produce a full-sized luxury sport utility vehicle with a hybrid gasoline-electric engine that has all the bravado and macho of a standard V-8 but gets at least 10 miles per gallon more than current models.

The new Lexus was introduced at an auto show last week in Detroit, the hotbed of last year's sky-is-falling rants (successful) against Congress' attempt to require better gas mileage, especially from SUVs, and (unsuccessful) against a bill in the California Legislature to reduce emissions of greenhouse gases considered a cause of global warming.

The new SUV will hit showrooms by the end of next year. The Lexus 330 not only will provide better fuel economy, at 35 mpg, and lower emissions, it will be more powerful and perform better than conventional models, Toyota says. The hybrid combines traditional gasoline technology with an electrical propulsion system using power generated by the gasoline system. Toyota expects to sell up to 500,000 of its Lexus 330s a year at prices comparable to those of current models.

General Motors announced its own plans to have a dozen models of hybrid vehicles, including full-sized pickups and SUVs, during the next five years. Honda already has hybrids on the road. Others aren't far behind. But the Toyota and GM announcements, coming so soon after auto makers' nearly tearful protests that gas-consumption reductions would put soccer moms in tin cans, expose the industry's stock of falsehoods.

In the Senate, the auto makers claimed that if they were required to make higher-mileage models they would have to resort to flimsy materials in low-powered vehicles barely bigger than a golf cart. Government regulators would be dictating what kinds of vehicles people could buy. Mothers and children would be at risk.

Enough senators bought this nonsense that a small increase in required gas mileage failed. But expect to hear similar cries as Sens. John McCain (R-Ariz.) and Joseph I. Lieberman (D-Conn.) sponsor a bill to set limits on greenhouse gas emissions in both manufacturing and transportation.

The auto industry trotted out the same rhetoric during an almost hysterical campaign to defeat a bill requiring the state Air Resources Board to set limits on vehicles' greenhouse gas emissions, primarily carbon dioxide, in time for 2009 models. The campaign included television auto hawker Cal Worthington declaring, "I'm scared to death and you should be, too." Even so, the bill squeaked through and was signed into law by Gov. Gray Davis.

California delayed its new emission standards until 2009 to give hand-wringing auto makers time to develop new technology. Now it's clear that bigger, brawnier hybrid SUVs will be on the road long before the Air Resources Board even starts hearings on what emission levels to consider. That should make the board's job considerably easier -- and ought to quiet all the rhetoric about how it can't be done.

http://www.nytimes.com/2003/01/19/magazine/19QUESTIONS.html
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Foreign Policy Vehicles

Interview by ROBERT MACKEY

How did your TV commercials connecting S.U.V.'s to terrorism get started? 

After watching the drug-war ads equating taking drugs to terrorism, I wrote a column making a link between driving gas-guzzling cars like S.U.V.'s and supporting countries that fund terrorists. And at the end of this column I had what I considered a rhetorical question: would anyone be willing to pay for a people's ad campaign to jolt our leaders into reality? The next morning I woke up to a flood of over 5,000 e-mails. So I called two great friends of mine who are sort of activists in their own ways. One is Laurie David, who is an environmental activist and married to Larry David, who put the first hybrid cars on his show, ''Curb Your Enthusiasm.'' 

I've noticed he's driving a funny car on the show, what seems like a funny car for L.A. 

He's a complete believer in it -- in fact, he came to our press conference yesterday in his Prius. 

Doesn't everyone in Hollywood drive an S.U.V.? Didn't you? 

Yes. Absolutely. That's really the nation-divided, the city-divided element that's going on. There are S.U.V.'s everywhere. 

What kind of car do you drive now? 

I drive a hybrid Prius. 

Since when? 

I've been driving it for six, seven months. I mean, I'm a new convert. And that's why I'm not here like a holier-than-thou person. I was driving a Lincoln Navigator until November 2001. 

You wrote a book about the Greek gods and goddesses and their lessons for modern life. They're not really famous for their self-restraint -- wouldn't they all drive S.U.V.'s? 

I think Hermes would definitely be driving a hybrid car. He really understood complexity and could handle it. He was the god of the underworld and the god of commerce, just to give you an idea. Zeus would probably be flying. 

What would Maria Callas drive? You wrote a biography of her too. 

Maria Callas would not drive. Prima donnas do not drive. But the best thing going on here now, people who do not drive, but use drivers, now have chauffeur-driven Priuses. 

Do you know what Prius means? 

No, I'll have to find out. It sounds vaguely naughty. With my Greek accent a lot of things sound vaguely naughty. 

Cameron Diaz, Leonardo DiCaprio and Patricia Arquette are some of the people driving hybrids. Don't you worry that since celebrities are always pitching something, your effort will seem like just another ad campaign for Toyota? 

Basically Washington is in the pocket of Detroit, so we need all the forces we can gather, and if those forces include celebrity, fabulous. Incidentally over the last few days I am finding out there are a lot of people driving hybrids who are not publicizing it -- Kirk Douglas and Richard Dreyfuss, for instance. 

Are you worried that your movement will be swept out of sight if we go to war with Iraq and that's what the news is all about? 

I don't really think so. You know, in one day, yesterday, we got more than 400,000 hits on the Web site. We're already having people signing the pledge to give up their S.U.V.'s. 

You have a pledge? 

Yes, they don't have to put their hand on the Bible and swear, but so far 4,000 people have signed up in the first two days. 

Can 4,000 people really scare Washington and Detroit? 

First of all, this is just the beginning, but secondly a very small aroused minority is all that it takes in our democracy at the moment to scare Washington. They scare very easily. 

You're thought of as a conservative, and you serve on the board of the Points of Light Foundation, so what do you say to your conservative friends who drive S.U.V.'s? 

I have reregistered as an independent -- but I don't think it's a left-right issue. A lot of Republicans share this concern. But I still have a lot of friends who drive S.U.V.'s, and my personal response is not to browbeat them but to help them connect the dots. And if they still choose to drive an S.U.V., that's their choice. You know, I have a lot of my friends making wrong choices all the time. 

http://www.nytimes.com/2003/01/24/automobiles/24AUTO.html
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Renting Cars for a Cleaner World

By AMY CORTESE

YOU have heard about the new environmentally friendly cars, fueled by electricity or natural gas, or combining electricity and gasoline. But have you ever actually driven one? There is a way. Take one on vacation.

A number of rental car agencies now offer models like a natural-gas-powered version of Ford's Crown Victoria and Honda's electric-powered EV Plus (which is no longer made), or gasoline-electric hybrids like the Toyota Prius, the Honda Civic Hybrid and the two-seat Honda Insight. Going green requires perseverance: these cars are not available everywhere, and where they are, their availability is not always apparent.

A spokeswoman for the Hertz Corporation said last week that Hertz offered some hybrid and electric models in California, but calls to the company's reservation line left operators stumped.

Smaller regional outfits may be a better bet. City Rent-a-Car in San Francisco (877-861-1312), for example, offers the Toyota Prius for $50 a day or $250 a week. ZAP (800-251-4555), a company based in Sebastopol, Calif., is making its all-electric ZAP neighborhood cars — suitable for light local driving with top speeds of 25 miles per hour — available for rental and purchase in cities like San Francisco; Palm Springs, Calif.; and Key West, Fla. The four-passenger version rents for about $50 a day.

The largest environmentally friendly fleet belongs to EV Rental (877-387-3682), a Los Angeles-based company with 400 vehicles. The cars are available through Budget Rent A Car in Washington, D.C., and in 13 other cities in California, Arizona and Pennsylvania. You will have to ask specifically for an alternative-fuel or hybrid car — they are often not advertised.

Robert Lundquist, 53, lives in Santa Cruz, Calif., and flies 270 miles every week to Los Angeles, where he is a graduate student at the Institute for Contemporary Psychoanalysis, and then rents a car from EV. "If I'm going to be in L.A., I'm not going to put one more ounce of pollution into it if I can help it," he said. His favorite EV car is a natural-gas Honda Civic GX that he gets for about $40 a day — he said it was "sturdy, fast and has no problem accelerating" — but he has tried out several other cars, too. 

An electric car is another kind of adventure. Drivers are usually captivated by the cars' eerie quiet. Greg Gretsch, a partner at a venture capital firm in Menlo Park, Calif., recently purchased a battery-powered Toyota Rav4, a small S.U.V. When people try an electric, he said, "the first response is: 'Is it on? Where's the noise?' " 

Less entertaining, however, is the rapid descent on the power gauge. Electrics have a range of about 100 miles before the battery must be recharged. A full recharge takes five or more hours; a briefer one won't get you far.

Owners of electric cars usually have connections in their home garages that recharge the cars overnight (some, like Mr. Gretsch, also have them at the office), but renters must coordinate their trips around public recharging stations. Most rentals come with maps that show places to juice up; in Los Angeles, there are 600 of them, ranging from gas stations and mall parking lots to the Beverly Hills Hilton. In other regions they can be hard to find.

Hybrids are probably the cars renters are most likely to try with actual purchase in mind. They use both gasoline and battery power, relying on each power source when it is more efficient — for instance, the electric motor when starting out and the gasoline engine when cruising on the highway. The battery is automatically recharged and the cars never need to be plugged in.

Another option is a natural-gas-powered car. Tom Bealy, a technology professional who lives in Silicon Valley, regularly rents a natural-gas-powered Crown Victoria from EV when he goes to Los Angeles, where the publishing company he works for is based. He said he liked being able to drive into the city from the Los Angeles airport in the car-pool lane, a privilege extended to cars without passengers only if they run solely on electricity or natural gas. "I know I can leave downtown one hour before my flight for a 20-minute ride," he said. He added that he liked the fact that natural gas costs less than gasoline.

Terry O'Day, president of EV Rental, said that the company has a lot of try-before-you-buy traffic and has started selling models it is retiring from its rental fleet. This week the EV Web site, www.evrental.com, was advertising 2001 Prius models starting at $16,000 (original price, $21,000) and natural-gas-powered Honda Civic GX's for as low as $11,000.

At the North American International Auto Show this month in Detroit, several automakers introduced new hybrid models. Ford, for example, has a hybrid model based on its Escape S.U.V. that will get 40 to 50 miles per gallon of gasoline. Of course, because the automakers limit their production, there is likely to be a long waiting list to purchase any of these new hybrids. In the meantime, you can always rent.

http://www.nytimes.com/2003/01/28/business/28HYBR.html
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Hybrid Cars Are Catching On

By DANNY HAKIM

DETROIT, Jan. 27 — Hybrids, vehicles that save gasoline by combining electric motors with internal combustion engines, are emerging as the first alternative-powered cars to show signs of catching on with automakers and some consumers since the automobile's early days.

Toyota and Honda are already selling tens of thousands of hybrids, and General Motors and Ford, worried about ceding another fast-moving market to the Japanese, have announced plans to join them. The hybrid's rise has been encouraged by pressure from environmentalists and regulators, particularly California rules curbing greenhouse gases and smog-forming pollutants. 

"Hybrid technology is one that has great appeal because we don't have to really invent anything; we know they work," said William Clay Ford Jr., Ford's chairman, in a recent speech. "If these vehicles don't get customer acceptance, I really don't know what we do next." 

A hybrid's battery is recharged by the internal combustion engine and by collecting energy when the car brakes. The battery powers an electric motor that supplements, or takes over for, the gasoline-powered engine. In the Honda Civic hybrid, an electric motor assists when the car is climbing hills or accelerating sharply. In the Toyota Prius, the electric motor takes over at low speeds. In both, the gas engine shuts off when the car stops.

Hybrids have until now been something of a curiosity and account for a small fraction of overall sales. Only three models — all small cars — are available, one from Toyota and two from Honda, and they cost a few thousand dollars more than conventional cars. About 150,000 have been sold worldwide since hybrids were introduced in the late 1990's, fewer than the number of vehicles typically produced by a single auto factory in a year. 

But carmakers now appear ready for a much broader rollout. Earlier this month, at the North American International Auto Show here, G.M. — previously the industry's most vocal skeptic — publicly embraced the technology. The company said it would sell a hybrid version of its Saturn Vue sport utility vehicle in 2005 that would approach 40 miles a gallon in fuel economy, compared with mileage in the low 20's for current models. G.M. said it would offer vehicles with more limited forms of hybrid power, too, promising 10 to 15 percent improvements in fuel economy on four other models by 2007. 

Also at the auto show, the annual beauty pageant where the industry trots out its latest designs and biggest pronouncements, Toyota said it would sell the first luxury hybrid, a Lexus sport utility vehicle, starting next year — part of a plan to sell 300,000 hybrids annually by mid-decade. 

Ford plans to sell what will probably be the first hybrid sport utility vehicle, a version of the Escape, at the end of this year, and showed off a new hybrid prototype called the Model U.

Even the Army, which pays as much as $400 a gallon in battlefield fuel costs, had a hybrid on display — a hulking diesel combat vehicle, built by G.M., that is one of several prototypes being considered for service within a few years, including hybrid Humvees.

"You run those things on battery power; there's no noise," said Maj. Gen. Ross Thompson III, the head of the army's Tank, Automotive and Armaments Command, explaining the appeal of hybrids for the military. "For a reconnaissance mission, or if you want to not be noticed, you can use the batteries."

A century ago, in 1903, gasoline-powered Oldsmobiles shouldered past steam-powered Locomobiles to become America's top-selling brand. Never again would electric or steam cars rule the road. There is scant suggestion that hybrids may replace gasoline-powered cars in the same way. Among other things, two motors cost more than one.

But Stephen Girsky, an auto analyst at Morgan Stanley, predicts that hybrids could grow to 10 to 15 percent of American vehicle sales, which approached 17 million last year. Government incentives, gas prices and how much manufacturing costs can be reduced will be important factors, he said. 

John Casesa, an analyst at Merrill Lynch, said that because the Japanese "view this as a core technology over the next decade," domestic automakers have to respond. "Inevitably, we're moving toward a future with higher fuel economy standards, risk to energy supplies and higher environmental consciousness," he said. "So there's a market pull here."

In addition to representing a response to the latest competitive threat from Japan, Detroit's hybrid plans are good for public relations, especially as hot-selling sport utility vehicles come under increasing criticism for how much gasoline they consume. A recent ad campaign by an evangelical group suggested that Jesus would find sport utilities morally unfit; another, orchestrated by Arianna Huffington, argued that these vehicles increased American reliance on oil from the Middle East.

But there remains considerable debate within the auto industry about whether hybrid technology is too costly to become universal — and whether its advantages are so modest that it represents a diversion from more worthy approaches to improving fuel economy.

"Right now," said Wolfgang Bernhard, chief operating officer of the Chrysler division of DaimlerChrysler, "everybody is jumping on the hybrid bandwagon and saying this is the most important thing and without it the world's going to end. It reminds me of the hype we had around e-business in the early 90's."

Daimler this year plans to sell a small number of hybrid Dodge Ram pickups tailored for contractors, who could use the trucks as mobile power generators. The company's German executives, though, prefer the updated diesel-engine vehicles already prevalent in Europe; diesels achieve 25 percent better mileage than comparable gasoline-powered cars. American environmentalists, worried about emissions of smog-forming pollutants, oppose a broad reintroduction of diesel-powered vehicles. 

To Japanese-based carmakers, the choice is clear from an environmental standpoint. Hybrids are "the solution for today," said James E. Press, executive vice president of Toyota Motor Sales U.S.A.

"What's the cost of fuel?" he said. "It's not $1.80 a gallon. It's how much does a war in Iraq cost? How much does the fact you've got 75 years of this stuff left on the planet cost? And then what's the cost of pollution? At some point, the industry has to recognize it."

Last year, Toyota sold more than 20,000 of its Prius subcompacts, making Prius, which gets about 40 miles per gallon, the best-selling hybrid in the United States. 

With a base price of $20,500, a Prius costs about $5,000 more than a Toyota Corolla. That is a considerable gap, though Prius buyers can take a $2,000 income tax deduction. Toyota says it now makes some profit on each Prius it sells, if the research-and-development costs are not factored in, but the company will not say how much less profitable hybrids are than its conventional vehicles.

Toyota executives insist that the cost differential can be brought down significantly. For example, Mr. Press said the electric motor in a sport utility vehicle could be configured to power the rear wheels, eliminating the need for, and cost of, a conventional four-wheel-drive system. 

In addition, Congress has considered adding more tax benefits for buyers.

Rick Wagoner, G.M.'s chief executive, said such incentives, which could quickly accumulate into a considerable government subsidy, are critical to the future of hybrids, because G.M. does not intend to sell its hybrids at a loss. 

"For this to go, it's a team sport," he said. "We're going to need the government in."

G.M.'s hybrid plans were promoted in full-page newspaper ads and greeted as something of a road-to-Damascus conversion. A Sierra Club statement likened the announcement to "Nixon going to China." Nicholas V. Scheele, Ford's chief operating officer, described himself as "baffled," noting that only recently G.M. had dismissed hybrids as too costly.

Lawrence D. Burns, G.M.'s vice president for research and development, attributed the change of heart to the early success of Toyota and Honda and "the uncertain future in 2005 and beyond with regulatory requirements and gasoline prices."

Robert A. Lutz, G.M.'s vice chairman for North American operations, was more blunt. "You just can't fly in the face of public opinion," he told The Detroit News. "It would be self-defeating to constantly say to ourselves, 

It's not gonna work, it's not gonna work.' "

Since the days of Thomas A. Edison, the auto industry has been trying to make a credible alternative to the internal combustion engine. Edison himself was a pioneer of the battery-powered car, though he is said to have told a young Henry Ford that his idea for a gasoline engine sounded pretty good.

The first car bought by the government, during Theodore Roosevelt's administration, was a Stanley Steamer, a steam-powered car. In the 1950's, Chrysler was so sure that cars powered by jet engines would be the future that it built a small fleet of them. Today, the industry is convinced that future generations of automobiles will be propelled by hydrogen fuel cells, which generate electricity through a chemical reaction.

If debate continues on hybrids, some clarity is emerging on other alternative technologies. The future seems notably dim for battery powered cars, whose batteries do not last very long and take hours to recharge.

"At the moment I think it's being put to rest," said Fujio Cho, the president of Toyota, adding that his company is "hardly selling any." 

Carlos Ghosn, chief executive of Nissan, agreed that battery-powered cars are "completely obsolete," though Nissan continues to lease battery-powered Altra station wagons to California utilities.

Then there is the fuel cell, for environmentalists and even many auto executives the nonpolluting ideal of alternative fuel technologies. Not only did fuel cells power the inside of lunar landers, they emitted water for astronauts to drink. But will they soon supplant the internal combustion engine?

"Today a fuel cell car probably costs about — I'm going to be optimistic — $700,000," Mr. Ghosn said. "We're far from sticker price, eh? We're going to have to get it down to $20,000, $30,000."

http://www.pbs.org/now/science/smog.html

Los Angeles: Welcome to Car Land

Los Angeles, with its little red corvettes running up Sunset Boulevard, has taken over from London as the cultural icon of air pollution. Of course, LA's notorious smog is not the result of burning coal, but car exhaust trapped in the basin of the San Fernando Valley. As California paved the way for America's highway culture, California also has led the way in air quality reforms — a few of which are noted below. However, in 2002 the Los Angeles area also led the nation in hazardous air quality days. 

1943 - First recognized episodes of smog occur in Los Angeles in the summer of 1943. Visibility is only three blocks and people suffer from smarting eyes, respiratory discomfort, nausea, and vomiting. 

1945 - The City of Los Angeles begins its air pollution control program, establishing the Bureau of Smoke Control in its health department. 

1947 - California Governor Earl Warren signs into law the Air Pollution Control Act, authorizing the creation of an Air Pollution Control District in every county of the state. 

1959 - California enacts legislation requiring the state Department of Public Health to establish air quality standards and necessary controls for motor vehicle emissions. 

1966 - Auto tailpipe emission standards for hydrocarbons and carbon monoxide are adopted by the California Motor Vehicle Pollution Control Board. They are the first of their kind in the nation. California Highway Patrol begins random roadside inspections of vehicle smog control devices. 

1969 - First state Ambient Air Quality Standards are promulgated by California for total suspended particulates, photochemical oxidants, sulfur dioxide, nitrogen dioxide, and carbon monoxide 

1976 - California limits lead in gasoline. 

1988 - California Clean Air Act is signed by Governor Deukmejian. Sets forth the framework for how air quality will be managed in California for the next 20 years 

1990 - California approves standards for Cleaner Burning Fuels and Low and Zero Emission Vehicles. 

1999 - In California consumer products rules were adopted to cut smog-forming emissions and volatile organic compounds (VOC) from an estimated 2,500 common household products ranging from nail polish remover to glass cleaners. 

2001 - LA regains the title of having the most number of high ozone days. LA fails the national standards for 3 criterion pollutants: CO, particulates and ozone. 

Pop-Up sidebar at pbs

1930: CA pop. = below 6 million; cars = 2 million

1960: CA pop. = 16 million; cars = 8 million and annual vehicle miles traveled (VMT) is 71 billion.

1970: CA pop. = 20 million; cars = 12 million; VMT is 110 billion.

1980: CA pop = 24 million; cars = 17 million; VMT is 155 billion.

1990: CA pop. = 30 million; cars = 23 million; VMT is 242 billion.

2000: CA pop. = 34 million; cars = 23.4 million. VMT reaches 280 billion miles.

MORE at: http://www.arb.ca.gov/html/brochure/history.htm

http://www.jdpa.com/presspass/pressrelease.asp?ID=2003007

J.D. Power and Associates Reports:

More Consumers are Interested in Clean Diesel-Powered Vehicles 

Than in Hybrid-Electric Vehicles

Clean Diesel-Powered Vehicles Expected to Hit the Market in 2006

FOR IMMEDIATE RELEASE: January 28, 2003

WESTLAKE VILLAGE, Calif.—Given a choice, more consumers indicate they would select a clean diesel engine over a hybrid electric engine to power their next vehicle, according to the J.D. Power and Associates Clean Diesel Market Assessment StudySM released today.

The first clean diesel-powered vehicles are not expected to hit the market for at least three more years. However, if given a choice between a traditional gasoline, clean diesel or hybrid electric engine in their next vehicle, 27 percent of consumers said they would select a clean diesel, compared with 22 percent who would choose a hybrid electric engine and 51 percent who would select a gasoline-powered engine.

Given a scenario where fuel prices rise above $2.50 per gallon, 56 percent of consumers said they would select a clean diesel-powered vehicle, compared with 38 percent who would purchase a hybrid electric vehicle.

“This indicates that clean diesel technology has great potential,” said Walter McManus, executive director of global forecasting for J.D. Power and Associates. “The two major challenges automakers face with clean diesel technology is creating awareness and overcoming the negative perceptions many consumers have of diesel. They need to educate consumers on clean diesel technology and show them that it provides cleaner emissions, better fuel economy, and more power, durability and dependability than many of the diesels on the road today.”

Clean diesel technology was defined for survey respondents as “comparable performance of that of a gasoline engine, but the typical diesel noise, vibration and pollution have been reduced to that of a gasoline engine.” Based on that description, 22 percent of consumers say they “definitely will” consider a clean diesel engine in their next vehicle purchase and an additional 44 percent indicate they “probably will” consider a clean diesel engine.

Consumers also express some concerns about clean diesel, including limited availability of fuel and service and repair locations, along with maintenance costs and whether clean diesel engines will be available in the vehicles they desire.

Vehicle manufacturers expect the first clean diesel-powered vehicles to be introduced in 2006, the same year the Environmental Protection Agency has mandated low-sulfur diesel fuel to be available nationally.

“Widespread consumer acceptance of clean diesel-powered vehicles will depend primarily on the fuel’s availability in the marketplace,” McManus said. “If low-sulfur diesel is available at only the stations that offer standard diesel today, then widespread consumer acceptance is unlikely. Before consumers spend their money for a clean diesel-powered vehicle, they want to know more about the technology and have some reassurance that there will be convenient refueling locations.” 

Dealers, suppliers and engine manufacturers expect the price premium for a clean diesel engine to be between $1,000 and $4,000 above a standard gasoline engine. American vehicle manufacturers expect the price premium to be between $2,000 and $4,000, Japanese vehicle manufacturers expect it to be between $1,000 and $2,000 and European vehicle manufacturers expect it to be $600 or less. However, U.S. consumers expect to pay between $400 and $1,000.

The study finds that consumers want the government to offer some type of tax credit to offset the price premium for these vehicles, with an average tax credit of $1,677 needed as an incentive to purchase a clean diesel vehicle.

Consumers expect to recover some of the price premium in fuel savings. Even if the fuel cost savings from clean diesel doesn’t cover all of the incremental investment in buying the vehicle, 40 percent of consumers indicate that they still will consider a clean diesel vehicle for the lower fuel costs, tax credits or to reduce dependence on foreign oil.
Based on 4,473 survey respondents, as well as interviews with Japanese, European and American vehicle manufacturers, automotive suppliers, engine manufacturers, dealer principals, and business managers, the Clean Diesel Market Assessment Study is designed to measure consumer awareness and interest in clean diesel engine technology.

In the coming months, J.D. Power-LMC Automotive Forecasting Services will be offering a global forecast for 2003 to 2015 and an in-depth analysis of the economic, technological and regulatory forces affecting the demand and supply of diesel-powered vehicles.

Headquartered in Westlake Village, Calif., J.D. Power and Associates is an ISO 9001-registered global marketing information services firm operating in key business sectors including market research, forecasting, consulting, training and customer satisfaction. The firm’s quality and satisfaction measurements are based on responses from millions of consumers annually. Media e-mail contact: john.tews@jdpa.com or michael.greywitt@jdpa.com

No advertising or other promotional use can be made of the information in this release without the express prior written consent of J.D. Power and Associates. www.jdpa.com

http://www.bayarea.com/mld/mercurynews/business/industries/automotive/5073328.htm
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New-Age Diesels

HIGH-MILEAGE VEHICLES GET ANOTHER LOOK THANKS TO IMPROVED ENGINE TECHNOLOGY

By Matt Nauman

Mercury News

Automakers think U.S. car buyers are ready to give diesel engines another try.

Gone are the days of the loud, smoky, smelly diesel vehicles that some might remember from the '70s, they say.

Instead, there's talk of new engine technology and clean diesel fuel that's coming in 2006. Pro-diesel car makers emphasize that diesel cars get 20 percent to 40 percent better gas mileage than gasoline equivalents, have better low-end torque and aren't a pain to sit in traffic behind anymore.

Right now, Volkswagen is the only automaker selling diesel cars in the United States. But VW's competitors have noticed the sales growth of VW's diesels. Sales were up 24 percent last year -- VW dealers sold 31,220 Golfs, Jettas and New Beetles in 2002 compared with 23,646 in 2001 -- while the company's overall sales fell 5 percent.

Later this year, VW will begin selling diesel-burning sedan and wagon versions of its mid-size Passat. Next, probably in 2004, VW will introduce a diesel version of its new Touareg sport-utility to U.S. buyers. Also in 2004, DaimlerChrysler will offer two diesels, an E320 sedan with a turbo-charged six-cylinder engine through its Mercedes-Benz dealerships and a Liberty sport-utility with a 2.8-liter turbo-diesel through its Jeep dealerships.

And other automakers, including Ford, are considering bringing diesels to America.

Potential for growth

Right now, Ford, General Motors and DaimlerChrysler offer diesel engines in their full-size pickups. The Diesel Technology Forum reports that less than 2 percent of the vehicles on U.S. roads use diesel, but that about 10 percent of full-size pickups do.

In November, the British research firm Automotive Industry Data reported that it expects U.S. diesel sales to grow to 16 percent of the car-truck market by 2010.

That would mean American buyers in 2010 would purchase about 2 million diesel-powered trucks and SUVs and 400,000 diesel passenger cars.

While some characterize those projections as overly optimistic, they do note that diesel cars account for about 40 percent of sales in Europe where fuel prices are much higher than in the United States. Ford, for instance, reports that 13.7 percent of the cars it sold in Europe in 1992 were diesels. In 2002, the number had grown to more than 35 percent, and the company projects half its European sales will be diesels by 2006.

DaimlerChrysler is emerging as one of the leading proponents of diesel technology. In Detroit earlier this month, Dieter Zetsche, president and CEO of the Chrysler Group, touted the potential of diesels.

The diesel engine in Europe is a very valid choice. It ought to be in the U.S. even more so,'' he said.

American drivers, he said, want more torque, more low-end power, and that's what diesel provides.

It's about starting strong from the red light. It's about towing big boats. It's about really going off-road, and it's not about autobahn top speed,'' Zetsche said.

Bernard Robertson, a DaimlerChrysler senior vice president for engineering technologies and regulatory affairs, sees another benefit.

Diesels primarily are all about fuel economy,'' he said.

The VW New Beetle, for instance, gets 24 mpg and 31 mpg in city and highway driving from its 1.8-liter four-cylinder gasoline engine, but 42 and 49 mpg from its 1.9-liter four-cylinder diesel motor. According to the EPA, the difference in what a consumer would spend on fueling the two Beetles in a year is nearly $400.

From an automaker's perspective, several challenges remain before diesel gets full mainstream acceptance.

One is perception.

Even 10 years ago, diesels, while they were fuel efficient, were noisy, smoky and they had poor performance,'' said Jim Weidenbach, DaimlerChrysler's manager for small diesel powertrain programs.

And while technology has led to improvements, the old notions remain for some drivers.

Also, Robertson said, automakers face problems with the quality of U.S. diesel fuel, the cost of diesel engines vs. gasoline engines, and emission challenges, most notably clean-air regulations that will be phased in from 2004 to 2009.

These standards, labeled Tier 2 rules, plus the arrival of low-sulfur diesel fuel in 2006, make the next three years significant for the future of diesel in America.

Rather than commit to trying diesel in any significant way, other automakers, most notably GM, Toyota and Honda, have put their research and marketing dollars behind hybrids, cars that use both small gasoline engines and electric motors to boost their fuel efficiency.

Clean diesel or hybrid?

This week, J.D. Power and Associates released a study saying more Americans would favor clean-diesel technology over gas-electric hybrid technology.

When given a choice between gasoline, hybrid or diesel powertrains in their next vehicle, and told that clean-burning diesel would have comparable performance with a gas engine, 51 percent picked gasoline, 27 percent selected clean diesel and 22 percent chose hybrid electric.

Clean-diesel technology has great potential,'' said Walter McManus, Power's executive director of global forecasting. However, automakers must increase awareness of the benefits of diesel and contradict negative perceptions for the fuel to become embraced by U.S. buyers, he said.

Cost might be another issue, according to the Power report. Consumers expect that they'll pay $400 to $1,000 more for a diesel vehicle, but domestic automakers predict the price premium could be as high $2,000 to $4,000.
Concerns about the environmental impact of the increased use of diesel fuel exist, too.

According to the Union of Concerned Scientists, while increasing the number of diesel vehicles on the road would result in a 

modest potential reductions'' in global-warming pollution, 

it poses a significant risk to air quality.''

And while the environmental group noted that pollution from diesel vehicles has been cut by 80 percent to 90 percent over the last 20 years, diesels still are allowed to pollute twice as much nitrogen oxide as gasoline vehicles and 10 to 100 times more particulate matter.

The more we find out about particulates, the worse it gets,'' said Jerry Martin, a spokesman for California's Air Resources Board.

Diesel fuel sold in California is actually much better than what's sold in the other 49 states, said Loren Beard, DaimlerChrysler's senior manager for environmental and energy planning. Some stations, including BPs, are now selling ultra-low-sulfur diesel in California.

But the quality of the diesel fuel in the other 49 states is worse than what's available in India or Africa.

They are the worst in the world,'' Beard said.

And fuel quality is vitally important since engines are calibrated to run most efficiently with a consistent formula of fuel.

Robertson, the DaimlerChrysler vice president, said he's 

fairly optimistic'' that diesel can win acceptance, even in environmentally conscious California.

We are hopeful that's there's a sufficiently open mind statewide to give diesel a shot,'' he said.

--------------------------------------------------------------------------------

Contact Matt Nauman at mnauman@sjmercury.com or (408) 920-5701. 

http://www.ourfuture.org/issues_and_campaigns/energy_independence/sotu1_29_03.cfm

Bush on Fuel Cells
Bracken Hendricks

Date: 1/30/03 | Source: AlterNet

In Tuesday's State of the Union Address, President Bush proposed a $1.2 billion plan for research and development (R&D) investment in fuel cell cars, joining the growing bipartisan consensus on the need for energy innovation. America needs an ambitious plan to create real energy independence, equal to our commitment to the Apollo space program. But the president's initiative is a faint start toward addressing this major national challenge: too small, too narrow, and too slow to get us where we need to go.

The Bush proposal for a "Freedom Fuel" initiative actually represents $720 million in new money over five years ($273 million has been proposed for 2004). This is a drop in the bucket in a $2 trillion budget, and pales when compared to the $364 billion package of tax breaks and credits that were proposed in the Presidents energy policy, over 75 percent of which were directed toward traditional energy sources and mature technology.

Senator Byron Dorgan of North Dakota has proposed spending $6.5 billion for fuel cells over the next 10 years, not only on R&D, but to accelerate deployment, to expand government purchasing, and to offer tax incentives for their use by consumers, pushing the technology forward while improving energy security now. Senator Dorgan's plan makes sense.

But, while fuel cells offer tremendous promise for long-term supplies of clean energy, putting fuel cell cars on the road in 25 to 50 years is not enough. We need a broad plan for reinvestment that strengthens all sectors of the economy and starts right away.

Americans use 25 percent of the worlds energy, almost three times as much as the second-highest consumer, China. We use more energy to create each dollar of GDP, and more energy per capita, than every other industrialized nation, twice the rate of Europe or Japan. Much of this energy is wasted, a problem extending far beyond transportation. A broad-based plan for energy independence would invest in new capital stock, retrofit our buildings, and capture new manufacturing markets. Fuel cell cars in the future are but a small piece of the puzzle.

The U.S. now imports over half of our petroleum, leaving us vulnerable to price shocks that slow the economy and threaten national security. In the face of these mounting energy challenges, R&D is necessary but not sufficient. We need immediate action to deploy existing proven technology. A proactive strategy will also stimulate the economy now and create near term jobs when they are most needed. The Bush proposal underscores the fundamental credibility gap this administration has on energy policy.

Our nation faces a substantial threat from our dependence on foreign oil and from our reliance on an energy infrastructure that is aging, insecure, and inefficient. The President's limited proposal squanders an historic opportunity to broadly adopt non-polluting renewable energy, increase energy efficiency, and to use new investment in public infrastructure to increase regional economic development.

The American Council for an Energy-Efficient Economy estimates that a comprehensive set of efficiency policies alone could save 33 percent of our projected energy budget by 2020, at a savings to businesses and consumers of $500 billion annually, putting real money in the pockets of working families while creating over a million new jobs.

It is time for a national Apollo project for energy independence that invests in our communities, improves our national productivity, and creates good jobs for American workers. This national commitment will meet energy challenges and serve as an engine for the economy, driving a broad range of exciting new technologies into the market, rebuilding our cities, and investing in our nations public infrastructure.

An Apollo project will accelerate a hydrogen infrastructure, to be sure, but it will do much more. To truly solve our energy problems we must increase construction of high performance buildings that not only use less energy, but improve our quality of life. We must expand transit options, promoting "smart growth" and increasing equity and mobility. We must rebuild the electrical grid to support distributed generation from renewable energy, and build demand for a wide range of energy efficient products, from hybrid cars to new appliances. And we must support these new markets with advanced manufacturing and clean production, revitalizing domestic industry, and restoring our jobs base.

An Apollo project will invest now in a flagging economy, and offer long-term savings to fuel continued growth. A real program for energy independence will start today, to move the economy onto a new energy path.

The President has consistently supported an energy policy that wastes resources and hurts workers, communities, and the environment. He has prolonged our dependence on foreign oil and our vulnerability to volatile energy prices. The nation needs to move beyond this risky strategy.

The "Freedom Fuel" initiative will increase investment in an important energy source. This is a good start, but we must do much, much more. Immediate deployment of proven technology throughout our economy will improve the productivity of our work force, stimulate growth, and build a lasting prosperity. The nation is calling for real leadership and decisive action, the president has proposed more research. It is time for an American Apollo project that is bold, far reaching, and starts today.

Bracken Hendricks is the Director of the New Growth Initiative, a joint project of the Institute for Americas Future and the Center on Wisconsin Strategy, dedicated to promoting good jobs and energy independence. Hendricks served as a Special Assistant in the Clinton Administration.
http://www.evworld.com/databases/shownews.cfm?pageid=news020203-02

On the Road to Smaller, Fuel-Efficient SUVs

Consumers, while still in love with the goliaths, are steering the marketplace to roll out safer, less-wasteful models, experts say. 

Source: LA Times [Feb 02, 2003] 

WASHINGTON -- The bad habits of gas-guzzling, road-hogging sport utility vehicles are a red-hot topic, but consumers bought 4 million of them last year, and the Bush administration is unlikely to impose safety and environmental changes that could kill the market.

America's infatuation with the off-road behemoths that became a suburban creature comfort doesn't seem headed toward a rejection of SUVs -- only a desire to tame them by making them less prone to flip over or crush cars in collisions and somewhat less wasteful of fuel.

The government's top highway safety regulator, emergency room physician Jeffrey Runge, recently sent auto executives into a panic by saying he would never let his children drive some SUV models that are more likely to roll over.

But Runge also pointedly noted that he would rather the industry tackle the safety issues than try to solve them by federal fiat.

"We cannot regulate fast enough to keep up with technological innovations, nor would we want to," Runge said in a speech last month in Detroit. "This administration will always prefer voluntary brilliance to enforced compliance."

Runge's National Highway Traffic Safety Administration is completing a rating system that will tell consumers how likely SUVs are to roll over in emergency maneuvers. The agency is also exploring new safety standards to reduce injury when SUVs and pickup trucks slam into the sides of cars, but officials say it is unclear whether a regulation will follow. The process could take five years or more.

The marketplace might get there faster. The evidence is already in auto showrooms. Only a couple of years ago, tanks like the Ford Excursion epitomized the SUV craze. Smaller, car-like "cross-utility" vehicles such as the Honda Pilot are now the rage.

"I think that we are going to see more of what are called crossover designs -- SUVs that are less truck-like," said Brian O'Neill of the Insurance Institute for Highway Safety, a longtime critic of SUV safety flaws. "We're going to see SUVs getting a little lower and cars getting a little taller."

Consumers bought nearly 3 million traditional SUVs last year, and the Ford Explorer remained the best-selling model of any size. But while demand for bigger SUVs remained flat, sales of smaller cross-utility vehicles surged by 23%, to more than 1.2 million, according to WardsAuto.com, a leading source of industry statistics.
A Harris Interactive poll released last week captures the mood of consumers. While 82% reject columnist Arianna Huffington's contention that SUV owners indirectly support terrorism by hogging fuel, 70% believe Congress should require SUVs to get better mileage. Smaller SUVs do that.

With war looming in the Middle East and with it the likelihood of higher gas prices, the debate may get more intense.

Sen. Dianne Feinstein (D-Calif.) has introduced a bill to require SUVs to get the same average gas mileage as cars by 2011. Auto makers are required to achieve an average of 27.5 miles per gallon for their passenger cars but only 20.7 miles per gallon for light trucks, including SUVs. The Bush administration has mandated a modest increase of 1.5 miles per gallon by 2007. The 2003 model of the best-selling full-size SUV, Chevrolet's Tahoe, gets 14 miles per gallon in city driving, 18 on the highway.

SUV owners and car drivers don't dispute that SUVs should get better mileage, polls show. But when it comes to SUV safety, American motorists divide sharply between those who drive SUVs and those who don't. Misconceptions abound on both sides.

For example, many car drivers swear the best thing for safety would be to ban SUVs. Statistics show they are wrong.

Banning the biggest SUVs and pickups would save about 160 lives a year, but outlawing the littlest cars would prevent about 700 deaths, according to Insurance Institute estimates. That's because small cars have less steel and structure to protect occupants.

"There is no question that if the fleet mix could be changed to improve safety, far bigger gains would occur if the smallest cars and SUVs were increased in size than if the largest SUVs were downsized," said O'Neill, president of the institute, an auto safety think tank.

To put the issue in perspective, of the people who die in passenger car wrecks, only 4% are killed in crashes with SUVs, according to a 1999 Insurance Institute study.

The main reason is that single-car crashes claim the largest share of victims, about 40%.

An additional 11% of the people killed in cars die in crashes with pickups, which have many of the same safety problems as SUVs but get far less public attention. Crashes with other cars claimed 21% of the victims. (The remainder are crashes involving commercial trucks and accidents involving more than two vehicles.)

Likewise, the perception among SUV owners that their safety is significantly enhanced by riding high doesn't square with accident data. Actually, the risk of death is about the same in an SUV as in a mid-size sedan.

"SUVs have a somewhat higher fatality rate, and the excess is due to rollovers," O'Neill said.

An analysis by the institute found that the fatality rate for occupants of mid-size cars was 121 deaths per 1 million registered vehicles in the year 2000. The death rate was a little higher, 126 per million vehicles, for mid-size four-wheel-drive SUVs.

The glaring weakness of SUVs is that they are more likely to be involved in rollovers, an extremely violent type of crash. The rollover death rate for people in mid-size four-wheel-drive SUVs was more than two times higher than that for those in mid-size sedans, according to the institute.

Many SUV drivers don't seem to be aware of the inherent rollover risk in the high-profile geometry of their vehicles. Nearly 6 in 10 disagree with the statement that SUVs are dangerous to occupants because of their tendency to roll over, according to the Harris polls. Those motorists are "denying facts," O'Neill said.

The auto industry stoutly defends SUVs as solid and safe. The main reason people die in rollover crashes, car makers suggest, is that they don't buckle up.

"Of the 9,882 killed in rollovers in the year 2000, 75%, or 7,412 people, perished not because of the vehicle but because they were unbelted and ejected from the vehicle," General Motors said in a recent statement, citing government statistics.

No one quarrels with the belt-use numbers. But since rollovers are rare (less than 3% of crashes) yet extraordinarily dangerous (about 30% of vehicle occupant deaths), safety advocates say the burden remains on car companies to build more forgiving SUVs.
"The question should be whether rollovers can be averted in the first place or their consequences mitigated," said David Pittle, vice president of technical policy for Consumers Union.

The most promising technology to protect SUV and car occupants appears to be side air bags, which may help prevent an unbelted driver in an SUV from being thrown out in a rollover. They could also reduce head and chest injuries to occupants of cars rammed in the side by an SUV, a particularly lethal type of crash.

Though the auto industry has developed advanced side air bags, they are usually not offered as standard equipment. The NHTSA is considering whether the government should require them.

Putting anti-lock brakes and computerized stability-control systems on all SUVs could also reduce the number of accidents. The stability systems sense a possible loss of control and automatically apply brakes or power as needed. They are available on many SUVs but not all.

Federal standards can provide a minimum threshold of safety, but by no means do they make vehicles fail-safe. Some experts say the debate over SUV safety has focused too much on what can be done about standards and equipment and too little on the role drivers can play.

"Rather than just focus on the vehicles, why not help raise the skill level of drivers?" asked David Cole, director of the Michigan-based Center for Automotive Research.

Cole envisions using video game-like simulators to teach teenage drivers how to avoid rolling Dad's Chevy Blazer.

"We have done a very inadequate job as a country using the tools we have to teach people how to react more properly in emergency situations," Cole said. Even with side air bags, anti-lock brakes and electronic stability control, SUVs will still be more prone to instability than cars. "It's an issue that won't go away," Cole said. "SUVs have a higher center of gravity -- it's embedded in the physics."

Meanwhile, drivers of cars and SUVs will keep competing and cursing each other on congested roads and in shopping malls with tight parking spaces.

"Some SUV drivers are like the Cadillac drivers when I was a kid," said consumer advocate Pittle, an elder statesman of automotive safety. "They drive fast, they flick their headlights, they cut in front of you."

Some SUV owners say they have had enough of the critics and warn of a backlash.

"I don't see any constitutional basis for government to intervene," said Scott Feldman, a Washington, D.C.-area pizzeria owner who is on his third SUV. "Whenever there's a snowstorm around here, they make a pitch for volunteers with four-wheel-drive vehicles to pick up hospital workers. And now in the next breath they want to eliminate them?"

http://www.evworld.com/databases/shownews.cfm?pageid=news020203-03

A Green Car Industry Can Love

Future Fuel initiative seen as investing in petrochemical industry and not renewables for producing hydrogen. 

Source: New York Times [Feb 02, 2003] 

WASHINGTON — In his State of the Union address last week, President Bush seemed to embrace the holy grail of the environmental movement: a push to the so-called hydrogen economy. 

"A simple chemical reaction between hydrogen and oxygen generates energy, which can be used to power a car producing only water, not exhaust fumes," Mr. Bush said. "With a new national commitment, our scientists and engineers will overcome obstacles to taking these cars from laboratory to showroom, so that the first car driven by a child born today could be powered by hydrogen, and pollution-free."

Replacing fossil fuels and the internal combustion engine with clean-burning hydrogen has been a longtime dream of the people Mr. Bush reportedly calls "green, green lima beans." 

But Mr. Bush's new initiative for fuel-cell research is not as Birkenstock-friendly as it might seem. In fact, the proposal, which will cost $1.2 billion over five years, could do much to benefit the fossil-fuel and nuclear power industries.

That's because while hydrogen fuel cells produce nothing more than water vapor, the production of hydrogen itself can be environmentally harmful. Hydrogen is the most abundant element in the universe, but it doesn't exist naturally on earth in its pure form. "Just as the oil is locked up in the Middle East, hydrogen is all locked up in compounds," said Robert Rose, executive director of the Breakthrough Technologies Institute in Washington and a leading advocate of hydrogen fuel cells. 

Energy is required to produce hydrogen — and that energy, depending on its source, can create greenhouse gases. According to the Energy Department, 96 percent of hydrogen produced in the world today comes from natural gas, oil and coal — the same fossil fuels that environmentalists would like to abandon. 

These industries are not only poised to become the main producers of hydrogen, but they are also likely to control the networks that distribute it. 

"Because it postpones the need to make costly investments in an entirely new infrastructure, it's likely that the conversion to a hydrogen economy will rely heavily on working with the existing system of pipelines, storage facilities and fuel stations used to produce and deliver oil and gas," said Janice Mazurek, an environmental policy analyst at the Progressive Policy Institute, a centrist Democratic group. 

Many environmentalists, however, want to create hydrogen using wind, solar and other renewable energy sources, a utopian scenario in which both the fuel for cars and the process by which that fuel is produced are environmentally harmless. 

"The big debate is, Do we piggyback on the existing petrochemical industry or do we invest in renewables?" Ms. Mazurek said.

For now, the Bush administration seems more intent on investing in the petrochemical industry. "Initially, we anticipate that the source of the hydrogen fuel in this country would be natural gas," a senior administration official said last week in a briefing to reporters.

The official noted that technology will eventually make it possible to move toward renewable fuel sources, like agricultural waste. But, he said, the president's plan will also expand research in hydrogen production to coal and nuclear power.

Exactly how much money will be spent on coal and nuclear power will be known on Monday, when the administration is to release its budget. Last year, Mr. Bush requested $97.5 million for hydrogen and fuel-cell programs. Of that, $12 million was for research into hydrogen production, and that was spent entirely on natural-gas, petroleum and renewable energy.

In Mr. Bush's new proposal, the total budget for hydrogen and fuel-cell programs will jump to $240 million a year, and the administration will request millions of dollars to finance research into hydrogen production from coal and nuclear power plants, said an Energy Department official. 

Some are worried that the administration's budget will be too tilted toward fossil fuels and nuclear power. "I fear the Bush budget may have a reduction in renewables," Mr. Rose said. 

In any case, hydrogen-powered cars won't roll off the assembly line for another 10 or 20 years, leaving unsolved the immediate problem of declining fuel efficiency in America's current gas guzzlers, environmentalists say. "Perhaps in the Jenna Bush administration we'll see fuel-cell cars on the road, but we're not there yet," said Jon S. Coifman, a spokesman for the Natural Resources Defense Council. "This is a way to appear to be doing something without doing anything about the cars on the road today."

http://www.chicagotribune.com/news/chi-0301300353jan30,0,1175691.story?coll=chi-news-hed

Big 3 'Hybrids' Still Gas Hungry

With Iraq war looming, switching to hybrids may make sense, says Chicago Tribune. 

Source: Chicago Tribune [Jan 31, 2003] 

By Sam Roe

Tribune staff reporter

Published January 30, 2003

DETROIT -- Five years ago, just days after the landmark Kyoto global warming summit, General Motors Corp. received worldwide attention by announcing it would be ready to mass produce by 2001 its first hybrid car: a highly fuel-efficient, low-emissions vehicle powered by electricity and a conventional gasoline engine.

GM never produced that vehicle. Similar plans by Ford and DaimlerChrysler also have been quietly scrapped in recent years as the automakers reaped positive publicity without having to invest in new production lines.

Now, as the nation gears up for a war with oil-rich Iraq and President Bush touts hydrogen fuel-cell technology, GM promises to build by 2007 hybrid versions of more than a dozen of its best-selling cars, SUVs and pickup trucks.

Why believe the promises out of Detroit this time? For one thing, building hybrids might now make economic sense. Having fallen behind Japanese automakers in producing these models, Detroit has a strong incentive to become competitive and not forgo a small but growing market.

At the same time, a closer look at the proposed vehicles raises questions about how much gasoline they really would save.

Of the numerous hybrid models GM is promising, only one--the Saturn VUE sport-utility--is scheduled to have an advanced electrical system that will result in substantial savings. All other models, including the popular Chevrolet Silverado and GMC Sierra pickups, will rely far less on electricity and therefore save less fuel.

Those two trucks now are rated at 16 miles per gallon in city traffic and 21 m.p.g. on the highway. The hybrid option will improve the fuel economy by only 2 m.p.g. in the city and none on the highway. GM reports that the electric motors will not propel the trucks but only run accessories, such as the air conditioning, when the vehicles are idling and help restart the trucks when they are at a standstill.

While environmentalists have generally hailed GM's plans, they said the company should not be describing many of these vehicles as hybrids.

"I think it is confusing at best and misleading at worst," said Jason Mark of the Union of Concerned Scientists, an environmental group in Cambridge, Mass.

GM's latest pledge to build hybrids comes as Detroit is facing increasing criticism over its gas-guzzling SUVs and pickups. Critics argue that America's dependence on foreign oil, its war on terrorism and its troubles with Iraq make SUVs a luxury that consumers should reassess.

Television commercials sponsored by syndicated columnist Arianna Huffington link SUVs to terrorism, while an ad campaign by the Evangelical Environmental Network asks, "What Would Jesus Drive?"

And extremists in several states have damaged SUVs, spray-painting "no blood for oil" on vehicles in Massachusetts and setting ablaze two pickups and an SUV at a Pennsylvania dealership.

Bush's support of hydrogen fuel cells as a future technology, which he emphasized in his State of the Union speech, also is an acknowledgement that the country's dependence on foreign oil is a national concern. Many in government and industry see hybrids as a bridge technology to take the nation from gasoline-powered cars to hydrogen-propelled vehicles.

Japan leads the way

In the nation's showrooms, the pressure for hybrids is coming from the Japanese. Honda and Toyota have been selling hybrids in the U.S. for a few years while other automakers continue to talk about these models.

In hybrid systems, an electric motor and a conventional engine work in tandem. In the Toyota Prius, which gets 52 m.p.g in the city and 45 m.p.g. on the highway, electricity powers the car at low speeds and a gasoline engine kicks in at higher speeds while simultaneously recharging the batteries.

Analysts see GM's announcement as a sign that the company thinks hybrids are not simply a fad.

"They don't want to miss a market," said Walter McManus of the marketing firm J.D. Power and Associates. "So if it does take off, they want to be positioned so they can be part of it."

His firm predicts hybrid sales will grow slowly over the next several years and that by 2007 a quarter-million will be sold in the U.S. annually--a small number compared with the 17 million passenger vehicles sold each year.

Many of today's hybrid owners are people with above-average incomes who are concerned about the environment and rising oil imports. To appeal to a cross-section of car buyers, hybrids need to be quicker and more powerful, said Mike Wall, an analyst with the automotive forecasting firm IRN Inc.

"Horsepower is still king," he said.

Analysts predict the automakers will earn little, if any, profit on hybrids. But Detroit might produce them anyway to help meet fuel-economy rules, which require a manufacturer's fleet to average 27.5 m.p.g. for cars and 20.7 m.p.g. for light trucks. So the more hybrids a company sells, the more gas-guzzlers can be sold.

Regulatory pressures are expected to grow as the Bush administration has proposed raising the truck mileage standard to 22.2 miles per gallon by 2007. John DeCicco, a senior fellow with Environmental Defense, a New York advocacy group, said Detroit's hybrid plans give the automakers cover in the fight against further toughening of fuel economy rules.

"It's providing them with an answer in Washington to the response that they are not doing enough on the oil and climate issue," DeCicco said.

While environmentalists criticized GM for trumpeting the limited hybrid systems, they lauded the promise of an advanced hybrid Saturn VUE. GM said this model will be available in late 2005 and that the vehicle's fuel economy will improve up to 50 percent, or to about 35 m.p.g.

Dan Becker of the Sierra Club said that given GM's resistance to fuel-economy improvements in the past, a hybrid Saturn VUE is "like Nixon going to China."

Becker said he did not think GM's plans were simply public relations.

"It would be really stupid if this was just PR, and they were prepared--yet again--to sacrifice the market for the next generation of cars to the Japanese manufacturers as they did in the 1970s."

McManus, the J.D. Power analyst, said it appears GM intends to follow through with the first phase of its hybrid plans, as auto suppliers have been preparing for those vehicles.

GM's limited hybrid line

The first will be the Silverado and Sierra, which will be in showrooms early next year and have a limited hybrid system. GM spokesman Scott Fosgard said that by offering at least some hybrid technology in a variety of vehicles, the company will be appealing to a wide range of consumers and saving fuel across the board.

He called GM's plans "the biggest, best and most important news on the hybrid front to date."

But GM has failed to deliver before. At the Detroit auto show in 1998, GM vowed to have a hybrid car ready for the market by 2001. That never happened, though Fosgard said that the company had devised by 2001 hybrid systems that could be incorporated in future models.

The Big Three also promised throughout the 1990s to build an 80 m.p.g. sedan by 2004 as part of the U.S. government's much-heralded Supercar research project. But the automakers successfully fought to kill the project, even after taxpayers spent $1.5 billion on the effort.

GM unveiled an 80 m.p.g. hybrid concept car in 2000 as part of the Supercar effort but said it was too expensive to produce.

The company now says that recent technological advances, particularly in computers, have brought costs down somewhat. GM also says it has discovered ways to incorporate hybrid technology in enough popular models to justify the expense.

Other automakers have promised hybrids, then pulled back.

Last year, Chrysler dropped plans to build a hybrid Dodge Durango sport-utility after discovering that the hybrid system robbed the vehicle of towing power. Chrysler still plans to introduce early next year a hybrid Dodge Ram pickup, but it will be a limited hybrid with fuel savings of about 2 m.p.g.

Company spokesman Max Gates said there is no chance that the hybrid Ram will be canceled like the Durango was.

"The program has been approved by top management and funded," he said.

At Ford, company officials canceled plans for a hybrid Explorer SUV after discovering the technology would cost consumers $2,000 but save less than a mile per gallon.

In one of the most ambitious hybrid efforts, Ford plans to introduce next year a hybrid Escape, the company's smallest SUV. The fuel economy figure is expected to be impressive: about 35 m.p.g. compared with about 25 m.p.g. for a non-hybrid Escape.

Looking to fuel cells

Many industry officials predict that cars of the future will be powered by hydrogen fuel cells. GM sees hybrids as the bridge between today's cars and hydrogen vehicles; Chrysler, which is less excited about hybrids, sees diesel engines as that bridge.

Analysts said the future of hybrids depends on sales. SUV and pickups sales continue to climb while hybrid sales remain low.

GM sold 33 times as many Silverado pickups as Toyota sold hybrid Priuses last year -- 653,000 to 20,000.

Even GM's 11 m.p.g. Hummer H2, modeled after the military vehicle U.S. forces used in the 1991 Persian Gulf war, almost outsold the Prius last year.

So in terms of fuel savings, higher SUV sales have canceled out hybrid sales. One result is that the average fuel economy of new passenger vehicles on U.S. roads is the worst since 1980.

Environmentalists say Congress should pass tougher rules to force automakers to improve mileage.

"The public needs to take it out on the politicians," DeCicco said. "It's the politicians' job to balance the needs and interests of the country and come up with solutions and policies."

http://www.usatoday.com/money/autos/2003-01-28-diesel_x.htm

US Consumers Show Growing Interest in Diesels

27% say they would be interested in clean diesel compared to 22% interested in hybrid-electric cars. 

Source: USA Today [Jan 29, 2003] 

By David Kiley, USA TODAY

DETROIT — U.S. consumers are unexpectedly warming to the idea of smoother-running and cleaner-smelling diesel engines in cars and light trucks, says a new survey by J.D. Power and Associates.

But automakers say diesel choices might be limited because of new clean-air regulations.

Power says of 4,500 consumers surveyed, 27% said they would opt for a diesel if it ran as cleanly and performed as well as a gas engine, while 22% would prefer a gas-electric hybrid meeting the same qualifications. The rest would stick with a gas engine.

The preference for diesels, which get 30% to 60% better fuel economy than gas engines, jumped to 56% if gas prices went to $2.50 a gallon, while 38% would then favor a hybrid.

The results were surprising, given the positive reaction to hybrids the past two years. Honda sells two hybrids, and Toyota has one. Ford Motor will sell a hybrid Escape sport-utility vehicle next year, and General Motors says it will sell about a million hybrid cars and trucks between 2005 and 2007.

"It comes down to power, and hybrids still do not have the highway passing speed that gasoline or diesel engines have," says Walter McManus, head of global forecasting at Power.

For automakers, the trick will be cleaning up diesels enough to meet clean-air rules being phased in from 2004 to 2009. 

The arrival of low-sulfur diesel fuel, which reduces today's sulfur from 500 parts per million to 15 ppm will help. 

Automakers also need under-the-hood technology that cuts the output of smog-causing nitrogen oxides from 1.25 grams per mile to 0.07. 

"There's a lot of work being done to achieve that, but no one is there yet," GM's Chris Preuss says. 

Ford has shelved plans to sell V-6 diesel engines in pickups and possibly SUVs until the technology is sorted out.

In Europe, where gas costs three times what it does in the USA, diesels are in 40% of new vehicles sold. 

In the USA, diesels are in full-size pickups and some large vans because they deliver power for hauling heavy loads. But only Volkswagen currently offers diesel cars in the USA — Golf, Jetta and New Beetle now and Passat diesel in the fall. It also plans a diesel version of its Phaeton SUV next year.

Mercedes-Benz is adding a diesel E Class next year, and Chrysler is planning to sell 5,000 diesel-powered Jeep Libertys as a test.

"Offering diesel, which we have ready access to, is a way of attracting new customers and keeping many of our existing ones," says VW of American chief Gerd Klauss.

Diesel has had a bad name since the late 1970s, when stinky, poor-performing diesels were churned out of Detroit to meet demand brought about by high fuel prices.

But the survey shows that automakers now have some work to do on the image of hybrids.

"Even with less publicity, people understand diesel means power, while hybrids have a wimpy image for a lot of people," McManus says

http://www.azdailysun.com/non_sec/nav_includes/story.cfm?storyID=58168

Plan to Push Hybrids in Arizona Could Spell Fight with Feds

Proposal would allow HEV owners access to Phoenix's HOV lanes. 

Source: Arizona Daily Sun [Jan 29, 2003] 

By HOWARD FISCHER

Capitol Media Services 

PHOENIX -- A Maricopa County lawmaker's plan to promote the sale of so-called "hybrid" power vehicles could provoke a very expensive fight with the federal government. 

Sen. Slade Mead, R-Ahwatukee, wants to permit these vehicles, which have electric motors, to use the high-occupancy vehicle lanes during rush hours. He said letting the drivers whiz around the traffic jams would go a long way in convincing them to scrap their current vehicles. 

But the move will get a raised eyebrow -- and potentially more -- from the Federal Highway Administration. That's because the vehicles use a small gasoline engine to keep the batteries charged. 

And that means they emit pollutants. 

In fact, federal officials rejected a specific request more than a year ago by the Arizona Department of Transportation to permit hybrid vehicles in the HOV lanes. 

Mead said he's aware of that but undeterred. 

"If the federal government wants to make it an issue, we can talk about it," he said. 

The federal government may do more than talk: It may demand repayment of the millions of dollars of federal aid used to build the system of HOV lanes throughout Maricopa County freeways. And having to cough up that kind of cash could not come at a worse time financially for the state. 

The fallout if Mead's legislation is adopted could be more than financial. 

Maricopa County's official plan for reducing pollution includes diverting more people from single-occupancy vehicles into carpools through the incentives of being able to use the HOV lanes. If that plan is altered it could put the county out of compliance with its implementation plan which could allow federal officials to ban new construction and sources of pollution. 

Federal highway officials have promoted -- and helped finance -- HOV lanes under the premise that it provides an incentive for people to carpool or take the bus. By accepting the federal aid for the HOV lanes, Arizona agreed to operate them within federal guidelines. 

In areas of high pollution, changes can be made only with federal approval. 

Two years ago the Legislature directed the state Department of Transportation to seek such approval. That produced a one-page rejection from Robert Hollis, division administrator for the Federal Highway Administration. 

Mead said he has seen that letter. But he openly questioned whether federal officials would actually try to take funds from the state. 

He pointed out that dual-fuel vehicles which can run either on gasoline or some cleaner-burning alternative already are permitted to use those HOV lanes. Mead said he doubts the state ever got formal approval for that. 

But those vehicles technically qualify under Environmental Protection Agency standards as low emission vehicles; the hybrids, even with their good gas mileage, do not. 

Mead said he doesn't own a hybrid. But he looked at one -- and would have bought it if it qualified to use the HOV lanes. 

"Coming from Ahwatukee it takes an hour and a half'' to get into Phoenix, he said, a time that would be pared to a fraction of that in the less-used HOV lanes. 

http://www.seacoastonline.com/news/01272003/business/9749.htm

Entrepreneur Launches Hybrid-electric Boat Company

Company to use hybrid-electric drive to reduce pollution. 

Source: Portsmouth Herald [Jan 28, 2003] 

By Christine Gillette

cgillette@seacoastonline.com 

PORTSMOUTH - Greg Hopkins spent more than 20 years starting high-tech companies. Now, he has aimed that experience at a different area of technology-based business development. 

Realizing last year that he had had enough of the high-tech industry, Hopkins decided to set his course in a different direction - toward building recreational watercraft with a new twist. 

"We’re into an environmentally sensitive recreational watercraft, so we’re trying to avoid oil," said Hopkins. "We’re building a hybrid electric-powered vehicle. This is a slow-moving power boat." 

That boat is the E3 Electric Launch, a 20-foot by 8-foot catamaran-style boat with a flat deck that rests on two pontoon-like structures that guide it through the water. 

The design is based on the outrigger canoes of Polynesian culture, in which a log, called an "ama" was lashed with crossbeams parallel to the main hull. 

But these amas have a secret: They hold the batteries and fuel cells that, along with solar power, make up the fuel sources that power the E3. 

"If you do electric power, you are somewhat limited (in horsepower), so, if you want to move, you’ve got to make it long and lean," Hopkins said. "You want as efficient a hull design as possible." 

The boat will be able to run on $3 of electricity per day and will operate at a speed of up to 8 knots for eight hours (the equivalent of about 80 hours) before it needs recharging. And, with the solar panels on board, the boat’s batteries can be recharged as it runs - as long as the sun is out - according to Hopkins. 

Instruments on board will show how much battery power is left, and the system will automatically recharge its batteries as needed from the power of the sun. While docked, the E3’s batteries can be recharged by plugging them into an electrical source. 

And it’s not just the boat’s power source that’s innovative; the design is brand new, developed by Hopkins with a Los Angeles designer he found on the Internet, John Holtrip. 

"I’ve never spoken to him; we’ve communicated only over the Internet," Hopkins said. 

The E3 will be steered with a joystick, not a wheel, to control the engines on the back of each ama. The E3’s joystick steering uses the same technology as electric wheelchairs, adapted for this use. 

"The pieces are not inventions," Hopkins said. "It’s really a system-integration thing." Because he’s using existing technologies, Hopkins doesn’t plan to patent the entire boat, but intends to take steps toward protecting some aspects of the design. 

While the E3 prototype is still under construction - the work started less than a month ago - the plans call for a teak deck with seating for about seven people around the edges. Each ama will have an electric engine on the back, and the canopy over the top of the boat will hold solar panels that will collect energy to power the batteries concealed in the amas. 

The amas themselves, constructed from a type of plywood specifically for marine use, are covered with fiberglass, inside and out, in a gelcoat green. 

The prototype will be equipped with all three power sources, but Hopkins said the boats, when they get to market, will be available with a single source or any combination of the three. With all the power available on board, Hopkins plans to put in plenty of outlets, allowing passengers aboard an E3 to run anything from blenders to a microwave. 

Hopkins, who currently has one employee working with him on the construction, plans to complete the prototype by March 15; then he’ll get aggressive about marketing the watercraft. That will include putting it in the water locally as well as at places like Squam Lake - "really to get it in front of people," he said. 

Because of the boat’s alternative power sources, it runs silently and displaces very little water as it moves. Because of its design, there’s no wake created. That would make the E3 good for use in protected waters, such as estuaries, or in places where there are both people and animals living near the water. Because the boat moves slowly (another reason there’s no wake), Hopkins said the E3 is not intended for open-ocean use. 

Hopkins, who launched tech companies like Amberwave and Unger-Bass (Craig Benson used to deliver cable to Hopkins back in the day when Cabletron was still around and still made cable), moved to Portsmouth with the plan of founding Newfound Boat Co. here. 

"I liked the town; it’s near the coast. There are other boat builders around here," said Hopkins, who was an amateur boat builder for years before deciding last year to get out of the high-tech field. 

So far, Hopkins has invested about $70,000 of his own money into the E3’s development and has mined his old venture-capital contacts from his high-tech days to find other investors. 

His business plan calls for Newfound Boat Co. to be in full production by 2004, building 30 to 40 boats, with 10 to 20 employees, and that will almost certainly mean moving out of his workshop in a converted barn on Plains Avenue, where he also lives. Although he’ll be headed for bigger digs, Hopkins said he intends to keep the production of his boats in the Seacoast area.

http://www.pinnaclenews.com/archives/2003-january-16/sb3.html

Corbin Motors in Hollister--sued for fraud by investors and partners

http://www.japancorp.net/Article.Asp?Art_ID=4692

By Aki Tsukioka, JCNN

Jan. 30, 23:42 (JST) 

Suzuki Releases First Hybrid Mini Car  

Tokyo (JCNN) - Suzuki Motor released the industry's first hybrid mini car on January 22. The Twin hybrid model combines a 660cc gasoline engine with a small electric motor measuring 8 cm in thickness. The new Twin achieves a fuel efficiency of 32 to 34 km per liter of gasoline. The annual sales goal is 100 units. 

The Twin is 16 cm shorter than a standard size mini car. It measures 2.735 meters in length. In addition, the new mini car hybrid is also lighter than standard mini cars. The model is equipped with an automatic engine shutoff function that activates when the vehicle comes to a stop at traffic signals. This helps improve the vehicle's fuel economy. The new Twin ranks second only to the Honda Insight hybrid in fuel economy. 

Suzuki will market two versions of the model priced at 1.29 million yen and 1.39 million yen (approximately $10,900 and $11,700). (Asia-Pacific Automotive Report) 

Visit Suzuki Motor Corporation at www.suzuki.co.jp/cpd/koho_e/index.htm 

http://online.wsj.com/article/0,,SB1044487549138768293,00.html 

Several Gas-Electric SystemsJockey to Become a Standard

By NORIHIKO SHIROUZU norihiko.shirouzu@wsj.com

Staff Reporter of THE WALL STREET JOURNAL February 6, 2003

DETROIT -- As auto makers gear up to bring hybrid gas-electric vehicles into the mainstream, they could be headed for another VHS vs. Betamax technology war.

A battle for control over the future of hybrid technology is taking shape, echoing the bruising format collision from home video's early days. Companies are placing bets on which technology they think will become a market standard -- and which could end up as costly experiments.

U.S. sales of the first generation of hybrid cars are growing steadily. Toyota Motor Corp. has sold more than 40,000 Prius hybrids in the U.S. since 2000, with sales up 29% in 2002.

Honda Motor Co. has sold more than 20,000 of its hybrid cars, the two-seater Insight, launched in the U.S. in 2000, and the Civic hybrid, launched in 2002. Meanwhile, Ford Motor Co. plans to have what would be the first hybrid sport-utility vehicle, a gas-electric version of the Escape, on the market by early 2004. General Motors Corp. plans to launch a hybrid SUV, the Saturn Vue, in 2005.

Hybrids, in addition to their regular gasoline engines, have one or more electric motors to propel the vehicle at low speeds and assist the gas engine at higher speeds. The electric motors run off a battery that gets charged every time the car brakes. For now, each auto maker is putting its own spin on this basic hybrid technology.

But Toyota and GM are aggressively jockeying for strategic positions, each one marketing its propulsion system to rivals in hopes of breaking away from the industry pack.

The differences between the GM and Toyota powertrains are subtle. Toyota's Prius has a big electric motor to propel the vehicle and a smaller one for charging the battery and assisting the bigger one. In the Saturn Vue, both electric motors do both jobs.

Another critical difference is in the transmission: The Saturn Vue will have what GM describes as an "automatically shifted manual transmission," which a spokesman says gives the vehicle better fuel economy on the highway. Toyota's Prius has a more complex electrically controlled transmission system that shifts gears smoothly even as the vehicle switches between electric drive and the gasoline engine.

The biggest difference, however, is in the software controlling the powertrain. GM's system is geared toward driving patterns in the U.S., where some 60% of driving is on freeways. The Prius was designed for Japan's urban driving, although Toyota executives say it has been fine-tuned to suit the U.S. market.

For consumers, the stakes aren't quite so stark as they were in the case of Betamax vs. VHS, when some people were stuck with VCRs that couldn't play tapes in the winning VHS format. In contrast, all hybrid cars run on the same gasoline. Buyers who buy a hybrid in a format that goes on to lose will still be able to drive the car, although parts may become scarce.

Car makers, however, want to realize potentially huge cost advantages from driving high-volume sales to a single standard.

Gas-electric vehicle systems cost more than their conventional counterparts, in part because hybrid powertrain components are produced in low volumes. The cost premium varies but is generally estimated at about $5,000 or more per vehicle. Toyota's gas-electric Prius compact car costs $20,000; a similar-size, conventional-engine Toyota Corolla is priced from $14,000 to $15,500. For buyers, tax incentives can offset some of the difference.

Toyota executives had hoped GM would back its system. In 1999, the two auto companies formed a five-year partnership to develop hybrid and fuel-cell vehicles. But instead of accepting Toyota's technology, GM is working to make its own hybrid propulsion system the industry standard.

Larry Burns, GM vice president of research and development, says he is well aware of the risks of a format war. He commissioned a study of the tactical moves Sony Corp. and Matsushita Electric Industrial Co. made in the 1970s that determined the outcome of the Betamax-VHS war. Matsushita made VHS the home-video standard by rallying support from other electronics companies.

Mr. Burns says the lesson is that sitting on the sidelines is risky. "If [hybrids] are going to be mainstream, we intend to be the industry leader," he says. "It would be a very risky position for General Motors to relinquish that knowledge and rely on another auto company."

Now, the race is on to win over other auto makers. Mr. Burns says GM is willing to share its technology with another maker or enter into a joint development program. He says GM is talking with a number of companies.

Toyota says it has had an "open system" for several years. "We'll open our technology to whoever knocks on our door," says Akihiko Saito, executive vice president of technology. "It's only natural that different makers will have different approaches. But eventually the best system will prevail."

Next year, Toyota plans to launch a hybrid version of the redesigned Lexus RX SUV and may offer hybrid systems as an option for the Toyota Highlander SUV. President Fujio Cho has said Toyota hopes to sell 300,000 hybrids a year around the world by mid-decade, mostly in the U.S.
Ford and Honda could emerge as swing votes in the technology race. Honda isn't leaning toward either Toyota or GM, relying instead on its own system. Koichi Amemiya, Honda's No. 2 executive, says it's too early to bet big on hybrids.

Ford's Escape hybrid uses Ford's own technology, although Ford will buy some components from a Toyota supplier. "It's absolutely clear in our mind we must have control of our own hybrid electric technology," says Richard Parry-Jones, Ford group vice president for global product development. "It is too important to become totally reliant on another company."

-- Todd Zaun in Tokyo contributed to this article.

http://online.wsj.com/article/0,,SB1044486854102855373,00.html

Hybrid Vehicles Help Police Save Green by Going Green

By JOHN J. FIALKA john.fialka@wsj.com2

Staff Reporter of THE WALL STREET JOURNAL February 6, 2003

STUART, Fla. -- A motorist pulls up beside Deputy Sheriff Gordon Thiel's squad car at a stoplight and shouts: "Hey, do you know your motor isn't running?"

The deputy rolls down his window and grins. "That's right," he replies. The light changes and Deputy Thiel pulls away.

On some days, exchanges like this go on for several stoplights until Mr. Thiel pulls over, opens the hood on his stubby Toyota Prius and shows the confused motorist two engines, one electric and one gasoline. With this hybrid cruiser, either engine or both together can power the car. At lights, both engines shut off, saving gasoline and reducing air pollution.

The "Buy American" policy that has long influenced the purchase of police cars and other government vehicles doesn't seem to apply to Japan's fuel-stingy hybrids, which can get more than 50 miles per gallon. City and state fleet managers have bought at least 3,000 of them and hundreds more are on order.
That has sparked a complaint or two to Mr. Thiel's boss, Martin County Sheriff Robert Crowder. Last year, a retired Cadillac dealer called on the anniversary of Pearl Harbor to ask: Why Japanese-built squad cars? "I explained to him that Japan is not an enemy anymore. It's a very valuable ally and we need this technology," recalls Mr. Crowder, a short, beefy former Marine and motorcycle buff.

So far, Mr. Crowder has bought 11 Toyota Priuses and four Honda Civic hybrids for his 311-car fleet. He figures he'll buy 50 more at an average price of about $20,000 in the coming year or two. That's $3,000 less than a new Ford Crown Victoria, the current workhorse of U.S. police-car fleets.
Because of the hybrids' great gas mileage in city traffic, (Crown Victorias average around 11 mpg), his department figures each new cruiser saves about $103 a month in gasoline. Martin County still uses the souped-up Fords to chase speeders, haul prisoners and handle traffic accidents, but the sheriff has found niches where the more muscular engine isn't necessary.

Sheriff Robert L. Crowder started the hybrid-car program in Martin County, Fla.

For example, Jennifer Heard, a department detective, uses her Prius for investigative work. "I'm such a lead foot, I probably only get 40 mpg," she says, adding that she recently nudged the little car up over 100 mph on a deserted highway. She was also pleasantly surprised to find enough room in the trunk for two armored vests, a pair of rubber boots and her shotgun.

But Deputy Thiel, who drove big American police cruisers for more than 30 years, says the shift to his Prius took a "period of adjustment." He still misses the roar when he hit the gas pedal of a 225-horsepower Crown Victoria. "I guess it comes from being an old road cop," he shrugs. But he acknowledges that the Prius, with a maximum of 98 horsepower, maneuvers more easily through the congested urban neighborhoods where he serves some 400 court papers each month.
Auto makers have long boosted sales by selling cars as police cruisers, a role in which the cars also can serve as advertisements. That's the case with hybrids. "There's a guy who lives here in Jensen Beach. He would always ask me a lot of questions about it," the deputy says, as he drives through the area. "The next thing you know, he's driving one [a hybrid] around."

Sam Butto, a spokesman for Toyota, says that roughly 6.5% of the 35,000 Prius cars sold in the U.S. have gone to government fleets. A Honda spokesman says it has sold only a few Civic hybrids to government agencies, but is starting to target that market.
"Look, we all want to buy American," says Wyatt Earp, fleet manager for Marion County, Fla. But U.S. companies, he points out, don't yet sell hybrids. Mr. Earp -- a descendant of the legendary frontier lawman -- manages the annual procurement of cars by the Florida Sheriff's Association, which negotiates wholesale rates for about 5,000 city and county agencies. Last year it bought 100 hybrids. "Now the word is getting around. I think we'll have 10 times more orders than we had last year," Mr. Earp says.

In New York City, word has already gotten around. It owns 418 Priuses and wants more. Like many cities, it has a local environmental law requiring it to buy "alternative fuel vehicles." New York responded at first with cars that burn natural gas, but since it has only two natural-gas refueling stations, city-agency drivers constantly worry about getting stranded.

"On this one, the Japanese are just way ahead of the Americans and the Europeans," says Mayor Gus Garcia of Austin, Texas, who has spent three months driving his new Prius. In smog-bound Houston, city building inspectors use five hybrids and have ordered 27 more. "These vehicles will save the city thousands on gasoline and maintenance," Mayor Lee P. Brown says. Seattle is also using hybrids; it owns 36 and has 15 on order.

Here on Florida's balmy lower east coast, Sheriff Crowder plans to move all of his detectives into hybrids, though he knows some of them like pulling up to crime scenes in big police pursuit cars. "They're just going to have to swallow it," says the sheriff. "We're in pursuit of cleaner air and lower fuel bills."

http://daily.stanford.edu/tempo?page=content&id=10142&repository=0001_article

Students to organize against SUV dealers

Stanford Daily, Wednesday, February 5, 2003

By Natalie Farrell 

Seeking to educate faculty and students on what they consider vices of sport utility vehicles, a group of Stanford students is launching a campaign to raise awareness of the automobile’s contribution to environmental and political problems. 

The “SUV SOS” campaign — spearheaded by seniors Jonathan Neril, an international relations major, and Josh Bushinsky, an earth systems major — aims to “raise awareness about SUV consumption in particular and automobile consumption in general among Stanford students and the broader community by linking it to global climate change and America’s dependence on foreign oil,” Neril said.

Neril thought that this issue was particularly salient to the Stanford community because a handful of students own Hummers, which he described as one of the worst “gas guzzlers.” Even more students own other types of SUVs — infamous for their low fuel efficiency and high emissions of greenhouse gases, which have been shown to contribute to global warming.

“We want to make people aware that SUV consumption is a national security issue and a global environment issue, not just a personal choice,” he said.

According to some estimates, the United States is home to five percent of the world’s population but produces nearly one-third of all greenhouse gases. The recent upsurge in popularity of SUVs has increased greenhouse gas emissions, since SUVs emit on average two times as much carbon dioxide as a regular car.

After the group had its first meeting on Jan. 29, Bushinsky said that he has been “amazed” by the student response and that group leaders have been approached by members of several other student groups who are interested in working with them on the project, which he calls an “awareness raising campaign.”

“The idea is that the technology to make these cars more efficient is out there and it’s been sitting on the shelves for decades,” Bushinsky said. “[Instead of focusing on emissions], auto manufacturers have increased things like the size of the car and horsepower as technology has gotten better, so you’ve actually seen a decline in average fuel efficiency since the late ’80s.”

Combining forces with other local colleges and activists, a group of Stanford students will descend upon Burlingame auto mall on Feb. 14 to protest sport-utility vehicles. This demonstration will start with a rally in White Plaza at noon and then a bus of about 50 Stanford students will go to the auto mall, where protesters will meet other local college and activist groups, such as Mothers Against Gas Guzzlers. From there they will walk down the strip of about 10 dealerships and try to garner as much media attention as possible with speeches, chants and spoken-word protests.

The group’s primary focus so far has been garnering student attention via mass e-mails, and it plans to post a banner in White Plaza advertising the rally at the auto mall. 

“One of the goals of our group is to raise consciousness of this issue and make gas-guzzling as socially unacceptable as smoking indoors,” Neril said.

Bushinsky acknowledged that a transition to fuel cell or hybrid cars would be an ultimate goal in the reduction of greenhouse gas emissions. However, since this transition will not likely come for some years, he said that for now, putting a stop on the growing trend of driving SUVs is essential.

“We’re not out to say everyone should go around on horseback,” Bushinsky said. “Really, what we’re trying to do is say that auto makers should recognize that there is a demand for fuel-efficient cars.”

http://www.thecarconnection.com/index.asp?article=5338&n=156,196&sid=196

GREEN MACHINES 

A New Paice for Hybrids? 

Does more voltage equal more efficient gas/electric vehicles?

by William Rapai       9/22/2002 

In a nearly empty building in Livonia, Mich., sits a prototype that might make gasoline-electric hybrid vehicles on the road today look like lawn mowers. 

The system isn’t even in a car. It’s just a seat, a steering wheel, a throttle, and a couple of engines – gasoline and electric – wired to the battery system of an old New York City bus. But according to Theodore Louckes, chief operating officer of Paice Corp., a tiny start-up company, these components are all that are needed to prove that the Ford and Chrysler designs on the drawing board and the Toyota and Honda hybrid vehicles on the road today are ill-conceived, poorly designed and unnecessarily expensive.

The difference, Louckes believes, is in how the power is controlled and how much is used. Paradoxically, in order to save energy you have to use more of it.

Hybrids touts

Environmentalists and automakers tout the virtues of hybrid automobiles as a way to cut fuel consumption and emissions because the vehicles are powered by gasoline and electric motors. Many people in the auto industry believe hybrids will act as a critical bridge between the gasoline-powered engines of today and the hydrogen-powered fuel cells likely to power autos a generation from now.

Both Toyota and Honda have had some success with their hybrid vehicles in sales and publicity. Both companies, however, are pretty much the same in one aspect – they use technology developed in the 1970s, and both use a relatively modest amount of power – 200 to 300 volts – to operate a rather anemic electric motor.

Paice’s Hyperdrive system, however, uses 800 volts, which makes the system both lighter and less expensive than current systems because electricity is delivered more efficiently at a higher voltage. Louckes says the higher voltage has other significant advantages; vehicles equipped with Paice’s system will:

Double fuel economy of today’s gasoline-powered vehicles;

Lower emissions enough to qualify vehicles for California’s Super Low Emissions Vehicle certification;

Equal or better the performance of current ICE vehicles;

Provide enough energy to power large vehicles or pull heavy loads;

Be produced at a cost that will be competitive with current ICE engines;

Be compatible with all fuels

Louckes says he has proof that the concept works – dynamometer tests conducted by Roush Laboratories simulating the Federal Urban Driving Schedule and the Federal Highway Cycle. Those tests on a 4250-pound family sedan, similar to a Cadillac, showed the Hyperdrive system operating at 38 mpg in city driving, compared to 19 mpg for a conventional internal-combustion engine. When tested at highway speeds, the Paice system delivered 54 mpg.

As for emissions, the Paice system was measured at 0.06 grams of carbon dioxide per mile. That’s well below the current California Ultra Low Emissions Vehicle standard of 1.70 grams per mile.

“It’s no longer a matter of will it work,” Louckes said.

A Roush Laboratory spokesman declined to comment on Paice’s system, but said that the data is accurate as captured under the tests, which simulated road grade, inertia and vehicle weight.

Critical difference

Paice’s system is different from other hybrids in two critical ways: increased voltage and the way power is managed.

The system consists of a 15-hp starter generator, a 100-hp traction motor and a 70-hp, 1.3 -liter gasoline-powered internal combustion engine, which is used only when it can be run at peak efficiency. In city driving, the vehicle can be powered for up to 20 minutes by the battery alone. When the battery charge is depleted, the gasoline engine turns on and locks in at 1500 rpm, providing enough power to run the electric traction motor and recharge the battery.

During this cycle, the gasoline engine is used to power only the electrical motor and battery — therefore, it uses less fuel and emits less pollution than if needed to power the vehicle through stops and starts. When more torque is needed than the electrical motor alone can provide, the computer control matches torque between the motors and closes a clutch in the drivetrain.

The system is managed by two bi-directional AC/DC computer controlled inverters, which continually monitor the system and send power where needed.

The system is the brainchild of Dr. Alex Severinsky, who is now Paice’s chief executive officer. Louckes said Severinsky came to him and a couple other potential investors to demonstrate his idea. Louckes came away impressed enough to help form the company.

“We tried like hell to poke holes in it, and we weren’t able to do it,” Louckes said.

Louckes, a 40-year veteran of General Motors who retired in 1988 as chief engineer of the Olds Division, admits Paice has a long way to go; the system has yet to be sold to an automaker or be produced for a significant road test. Paice is taking both of those steps right now; company leaders are talking with automakers in Europe and North America and are planning to have a prototype vehicle on the road within 18 months.

Louckes says it’s unlikely that Paice will become a new supplier to the OEMs. Instead, the company plans to develop and license the algorithms and core software and have other companies build the components. One of the other problems Paice is dealing with right now is finding the right help and suppliers.

“We know how big a task this is and we know we can’t do it all by ourselves,” Louckes says of the 12-employee company.

So, why haven’t the global OEM’s figured out there’s a better way?

“We’ve taught them that,” Louckes says, “and they’re beginning to move that way.”

Paice Corporation: http://www.paice.com

http://www.bayarea.com/mld/mercurynews/business/5127734.htm
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SUV surge

Explorer leads among sport-utilities; Camry is bestselling car

By Matt Nauman  Mercury News

The sport-utility backlash hasn't hit California -- yet.

Sales of SUVs continued to grow across all segments in 2002 in the Golden State, according to registration figures compiled by Polk, an auto-industry research firm.

Californians bought 446,379 SUVs in 2002, up about 8 percent from 414,433 in 2001.

New products spurred much of the growth. Californians bought 6,856 Honda Pilots, 7,059 Saturn Vues, 1,090 Mitsubishi Outlanders, 659 Kia Sorentos and about 2,500 Hummer H2s in 2002. None of those vehicles was on sale in 2001.

In recent months, religious, political and environmental figures have attacked sport-utilities as wasteful, impractical, unpatriotic and dangerous. Last month, Jeffrey Runge, head of the U.S. National Highway Traffic Safety Administration, said automakers need to build safer SUVs or face stiffer regulations.

Despite the criticism, 

SUVs still have a strong image, and luxury SUVs have some of the best images of all,'' said Wes Brown, an analyst with the NexTrend automotive consultancy in Thousand Oaks. He sees Hummer H2s, for instance, everywhere in the trendy parts of Los Angeles.

It all comes down to product,'' said Bob Kurilko, a vice president with edmunds.com, an online automotive research company in Santa Monica. 

People like a lot of things about SUVs -- the high ride position, the versatility, the room for people and stuff, the ease of entry and egress, and the coolness factor.''

Ultimately, people drive what they want to drive, Brown said.

Many of us, especially baby boomers, we talk a great game, but don't actually ask me to do something to change my life,'' Brown said.

Overall, about 2.1 million new cars and trucks were registered in California in 2002, up just slightly from 2001 figures. The numbers reflect total registrations, including fleet sales, and include a small number of heavy-duty trucks.

Total vehicle sales in California increased a scant 0.6 percent in 2002. Truck sales topped car sales. Truck sales were up, while car sales were down slightly.

Among cars, California preferences reflect those in the other 49 states, as the Toyota Camry, Honda Accord, Honda Civic, Toyota Corolla, Ford Focus and Ford Taurus were the bestsellers. But the relative wealth of California is apparent as the Mercedes-Benz C-Class, BMW 325 and Lexus ES300 were all among the 20 top-selling passenger cars.

Among trucks, the Ford Explorer remained the dominant SUV with 46,185 sales. And the Honda Odyssey topped the Dodge Caravan with minivan buyers, a switch from the nationwide numbers.

Two products built at Fremont's New United Motor Manufacturing Inc. (NUMMI) were among the 10 bestselling vehicles in California last year, as the Toyota Corolla sedan ranked sixth and the Toyota Tacoma pickup ranked eighth. The plant's third vehicle for American buyers, the Pontiac Vibe sport wagon, registered 2,367 sales in California in its first year on the market.

In the realm of 

green'' vehicles, buyers in California bought 6,499 Toyota Prius sedans and 571 Honda Insight coupes. Both are gas-electric hybrid vehicles. Sales figures for the third hybrid on the market, the Honda Civic Hybrid, weren't separated from those of Civics with gasoline-only engines.

Ford was the most popular brand in California, selling 339,738 cars and trucks. Toyota was second, and sold 54,000 more cars than Ford but 86,000 fewer trucks. Chevrolet, Honda and Dodge were the next three bestselling brands.

http://www.nytimes.com/2003/02/08/automobiles/08SUV.html
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In California, S.U.V. Owners Have Guilt, but Will Travel

By PATRICIA LEIGH BROWN

GREENBRAE, Calif., Feb. 6 — Encased in a massive black Toyota Land Cruiser, Shirley Collenette admits feeling a little guilty about her gas-guzzling, smog-inducing, planet-warming, road-hogging "armor," as she calls her sport utility vehicle.

But need is stronger than guilt.

"The world is becoming a harder and more violent place to live, so we wrap ourselves with these big vehicles," said Ms. Collenette, a 46-year-old mother of two. "It's like riding a horse. You have more power."

Like many other S.U.V. owners in Marin County, this corner of Northern California where wealth and liberal politics converge, Ms. Collenette has found herself stuck up the on ramp of a politically and culturally risky freeway. A fledgling anti-S.U.V. crusade has joined the list of trendy "anti" causes — antismoking, antifur, antimeat — and this has some members of the upper-middle class bristling in their bucket seats.

Hostility seems to be everywhere, with attacks from all directions.

Here comes the columnist Arianna Huffington and her nonprofit Detroit Project, with its soul-wrenching TV commercials linking S.U.V.'s to support of terrorism. The Evangelical Environmental Network, a coalition of Christian groups, declares Jesus "lord over transportation choices" and runs TV advertisements asking, "What would Jesus drive?" (Answer: not an S.U.V.) 

Earth on Empty, a group of Boston artists, plasters fake parking tickets on S.U.V. windshields that instruct drivers to "try to get honest with yourself." The Earth Liberation Front claims to have set fire to S.U.V.'s recently at a dealership in Pennsylvania. The posters at a recent antiwar rally in San Francisco said "Draft S.U.V. drivers first."

To the backlashers against the backlash, the Marin soccer moms with children, groceries and ski equipment for weekends in Tahoe, it can feel like a personal affront.

"How else am I going to get four children from A to B?" said Zoe Daffern, 41, of Kentfield. "I don't think we're going to solve the world's problems by getting rid of S.U.V.'s."

She certainly is not getting rid of her black Chevy Suburban. "It gives you a barrier, makes you feel less threatened," she said.

For all their bulk, S.U.V.'s are not as safe as many owners imagine them to be, and the National Highway Traffic Safety Administration has said it might propose new standards that would force substantial design changes. These include adding side curtain air bags, to reduce the risk in rollovers, and possibly lowering the profile of the biggest models, to cut the risk to cars hit by S.U.V.'s.

And in response to tax laws that let businesses deduct $30,000 or more for supersized vehicles like the Hummer, Senator Barbara Boxer, Democrat of California, recently introduced a bill called the S.U.V. Business Tax Loophole Closure Act.

Other gas-guzzling vehicles are out there, like pickup trucks, but none as popular and as profitable. One of every four new vehicles sold last year was an S.U.V., said Jeff Schuster, director of North American forecasting for J. D. Power and Associates. 3,977,864 in all. Even with the economy slumping, he said, that number is expected to rise to about 4.15 million this year.

Government standards call for S.U.V.'s sold in the country to average 20.7 miles a gallon, while passenger cars must average 27.5 miles. The H2, the new Hummer model, weighs more than three tons and gets 11 miles to the gallon.

Sarah Jain, an assistant professor of cultural anthropology at Stanford University, said that the S.U.V. — a vehicle marketed for the independence it is supposed to provide even while posing serious social costs, like smog and rollovers — embodies many incongruities in the culture.

"It represents the inability of Americans to make a connection between consumption decisions and their social impact," she said. "The war — and the Huffington ads — are giving voice to that frustration."

To Todd Gitlin, a professor of journalism and sociology at Columbia University, the biggest surprise about the S.U.V. backlash is that "it took so long."

Ms. Huffington "pressed a button that was ready to be detonated," he said, on a topic made acute by the threat of war. "It is the transmutation of a big issue into a neighborhood issue. The S.U.V. is the place where foreign policy meets the road."

The Huffington commercials were financed by a $200,000 war chest. Critics have noted that the sponsors themselves have conspicuously consumed: Ms. Huffington, for instance, lives in a costly home in the Brentwood section of Los Angeles and owned a Lincoln Navigator S.U.V. before buying a Toyota Prius, a hybrid gas-and-electric subcompact. 

Csaba Csere, the editor of Car and Driver magazine, said the vilification of S.U.V.'s seemed somewhat arbitrary. The gas mileage of the pickup truck is just as horrendous as any S.U.V.'s, he said.

"I don't see how commuting to work in a 5,000-pound pickup is any less sinful than a 5,000-pound S.U.V.," he added. "I hope Arianna Huffington never gets into a limousine. It's a very fuel-inefficient vehicle."

The image of the S.U.V. taps into deep-seated yearnings in the American psyche, said Dr. Clotaire Rapaille, a medical and cultural anthropologist in Boca Raton, Fla.

With their image of strength, power and size, the S.U.V. connects to "reptilian" instincts that are important for reproduction and survival, Dr. Rapaille said, "disregarding the 

intellectual cortex' information that says rollovers are dangerous."

"My theory," he added, "is the reptilian always wins." 

The issue has made for dissimilar political bedfellows, Hollywood liberals and evangelical Christians. "They might not be part of a religious organization, but many are concerned about transportation choices for spiritual reasons," said the Rev. Jim Ball, executive director of the Evangelical Environmental Network.

"We've all seen the same evidence. First it was human health, global warming and oil dependence," Mr. Ball said. "With the Middle East troubles, another cause has sprung up. It's a moral issue."

People who love or hate S.U.V.'s will probably not be affected by the advertisements, said Dan Becker, director of the Sierra Club's global warming and energy program.

But "the people in the middle, who may have bought an S.U.V. and are now saying 

Gee' are beginning to think," he said. "Some of them will come to the right conclusion."

It is doubtful their ranks will include Kelly Kriston, 39, who was lusting over an orange Hummer H2 the other day in Marin County. It weighed 6,400 pounds and cost around $50,000.

As Mr. Kriston considered buying it, did he feel guilt? "Not one iota," he said. "I like having all that metal around me. It's got that massive feel-good factor."

Copyright 2003 The New York Times Company
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Can Energy Ventures Pick Up Where Tech Left Off?

By AMY CORTESE

 FOR Andrew Beebe, the light bulb went off almost two years ago at a computer technology conference in the Arizona desert. Mr. Beebe, who had just sold his profitable Internet start-up and was wondering what to do next, picked up a book on harnessing the sun's energy — or, as he saw it, "how to hack photosynthesis."

At the time, March 2001, the computer industry was suffering from post-bubble shock and California was being racked by an electricity crisis. The normally zealous attendees at the annual gathering seemed dazed. After reading the book, Mr. Beebe, 31, was convinced that the almost-within-grasp promise of solar-, biomass-, hydrogen- and wind-generated power was "the new new thing." After returning to San Francisco, he became a partner at Clean Edge, a firm in Oakland, Calif., that is a consultant to energy start-ups.

Mr. Beebe's former company, BigStep, provided Internet services to small businesses. Now he is one of several former Internet entrepreneurs and professionals who over the last several months have quietly migrated to the emerging field of alternative energy.

With the threat of war in Iraq refocusing public attention on the United States' dependence on oil from the Middle East, renewable energy is regaining some of the buzz it had when Mr. Beebe was in diapers. It is attracting the attention of entrepreneurs and venture capitalists who not long ago were dreaming of riches on the Internet.

For now, the size of venture funds that are focused solely on energy is relatively small. About $2 billion is available to invest — as much as in two good-size computer-focused funds. About $488 million of that was actually invested in 2002. That is off from a peak of slightly more than $1.2 billion in 2000 but up significantly from the early 90's, when less than $25 million a year was being invested, says Nth Power, a venture capital firm with a long history of energy investing.

While interest is growing, enthusiasm has been tempered by the fact that renewable energy — particularly solar energy — has been the subject of optimistic pronouncements that have not always panned out. And some people who are racing to start alternative-energy companies once extolled the world-changing virtues of the Internet.

As they race to commercialize fuel cells, wind farms and solar panels, are Silicon Valley's whiz kids setting themselves up for another fall, along with investors?

Alternative energy, like the Internet a decade ago, is largely the realm of arcane technology and technologists. The newcomers see an opportunity to apply the formula they honed with the Web: take technology with big market potential and add managerial talent and venture capital. It remains to be seen, of course, whether that will result in the equivalent of Webvan — the Web-based grocery, a multibillion-dollar Internet-era idea that vainly searched for a market before going out of business — or in something as wildly successful as eBay.

"The tech refugees are moving in," said Martin Lagod, managing director of Firelake Capital Management, an investment firm that specializes in energy, advanced materials and communications companies. And he says that's a good thing. "They are technically savvy, know how to build companies and access capital," Mr. Lagod said.

Investors who were burned by buying into highflying dot-coms may think otherwise. And alternative energy, unlike the Internet, has a history. High expectations for it were punctured in the early 1980's when oil prices tumbled, making the new technologies uneconomic. With oil prices still relatively low, adjusted for inflation, selling alternatives like solar remains difficult.

"Solar is sexy and everybody loves it, but the fact is it remains too costly" for anything but niche applications, said Stanley R. Bull, director of research and development at the National Renewable Energy Laboratory, an Energy Department center in Golden, Colo. "We get concerned about overhyping some of these technologies."

In the 1970's, when solar energy was first commercialized as a source of heat for homes, promoters declared that the sun would also become a mainstream and affordable source of electricity in just a few years. Today, converting sunlight into electricity is still four times as expensive as coal or gas power, though the price has come down to 20 cents to 30 cents a kilowatt-hour from $1 in 1980, and advocates say technological advances will make it competitive with coal within a decade.

More recently, fledgling energy companies that went public in the last few years, like Capstone Turbine and Plug Power, have suffered along with the rest of the market, or more so. Shares of Capstone, which peaked at almost $100, can now be bought for less than $1; Plug Power, which soared to $150 a share during the California crisis in 2001, closed Friday at $5.05.

The outlook is uncertain. Deregulation, which should encourage the use of alternative energy sources, has been set back by the Enron debacle and market manipulation by traders during the California crisis.

"Some of the hopes and expectations about how quickly energy would be liberalized and how fast distributed generation would catch on have been dampened," said Nicholas Parker, a longtime investor in alternative energy and chairman of the Cleantech Venture Network, which brings together so-called clean-technology entrepreneurs and investors.

But advocates of alternative energy say things are different this time.

"Twenty years ago, a lot of the technology just wasn't ready," said Dan W. Reicher, an assistant energy secretary in the Clinton administration. He is now the executive vice president of Northern Power Systems, an energy engineering company, and a partner at New Energy Capital, which invests in alternative energy projects.

Today, he said, energy technology is more reliable and is often backed by giants like General Electric, which bought Enron's wind power business, and BP, which is pursuing several projects in solar energy, wind power and alternative fuels like hydrogen.

Advances in biological and materials sciences could become breakthroughs, advocates of alternative energy say. Most important, they add, the economics of alternative energy are beginning to look compelling.

Wind power, the most developed renewable energy source, generates electricity for around 4 cents a kilowatt-hour, putting it on par with coal. Advances in solar technology, like so-called thin-film materials that are being used in place of rigid silicon disks, may cut costs significantly, people in the industry say.

Biomass technology — which takes organic materials, waste products or gases trapped in the earth and turns them into fuel — is already widely used. It is attractive to companies like Cargill Dow — which has a biomass plant and is a joint venture of Cargill, the agriculture conglomerate, and Dow Chemical — because it also creates chemicals for plastics, clothes or carpets.

The market potential is certainly large. Electricity alone is the third-largest industry in the United States, worth about $300 billion annually. And of the two billion people in the world who the United Nations estimates are without electric power, some may be candidates for off-the-grid renewable sources of energy.

Governments are helping to drive demand, which could spur innovation. About 30 states encourage renewable energy; New York and California, for example, require that 20 percent or more of their energy supplies come from renewable sources in the next decade and a half. Mr. Reicher said, "It's a convergence of technology, policy and market forces that make clean energy such a terrific investment."

ENTREPRENEURS' and venture capitalists' enthusiasm for alternative energy stems partly from the continuing slump in the computer and telecom industries. "There's nothing much else to look at," said Ivor Frischknecht, a co-founder of Angara Database Systems of Palo Alto, Calif. He is investigating opportunities to invest in clean technology.

Venture capitalists are starting to follow the entrepreneurs into this unfamiliar terrain — with an estimated $90 billion in venture capital idle, they are looking for places to invest it. Kleiner, Perkins, Caufield & Byers, Silicon Valley's top venture fund, is reviewing deals in energy and clean technology. Draper Fisher Jurvetson, another well known venture firm, in October led a $13.5 million investment in Konarka Technologies, a start-up in Lowell, Mass., that is working on less-costly thin-film solar panels.

Many entrepreneurs see in alternative energy that rare and desirable condition — a disruptive technology that could transform entire industries, from energy to transportation. "This is really the Internet 10 years ago," Mr. Beebe said. "We're on the verge."

Such enthusiasm has been scarce since the bursting of the Internet bubble also deflated entrepreneurs' big dreams. They might be advised to be careful what they wish for.  

http://evworld.com/databases/printit.cfm?storyid=492

Coming EV Redemption

By Bill Moore  Feb 11, 2003

When William McDonough was a child growing up in the Far East, his parents used to buy him candy wrapped in rice paper. If the paper was clean, he could eat it along the candy. If it wasn't, he'd peel off the rice paper and throw it away. By the next rain, the paper had dissolved and returned to the soil. 

That childhood experience may account for McDonough's passion for a different, what he sometimes calls his 'quirky' approach to the environment, an approach shared by his German partner, Dr. Michael Braungart, and encapsulated in the book they co-authored entitled, Cradle to Cradle'. 

It turns out that a lot of people have been reading their book, some of them senior executives at Ford Motor Company. 

As McDonough discussed with EV World in his pervious interview, Ford hired his architectural design firm to make-over the carmaker's aging River Rouge auto plant in Dearborn, Michigan, Ib Once visionary achievement of Henry Ford, the rusting factory complex had fallen on hard-times. What McDonough and Associates did was to not just renovate the sprawling plant, once the world's largest auto assembly plant, but to turn it into a model of environmental responsibility. McDonough pointed out to EV World that a $13 million dollar investment in water-permeable parking lots, green roofs and landscaping enhancements offset a $48 million water pollution liability facing Ford. 

So one year ago, when the Ford Research Group initiated a top secret program to integrate into a single car platform some of the most promising technologies of the 21st century, they decided to invite McDonough and Braungart into their deliberations. The result of that collaboration was the automotive evolutionary leap honored with the name "Model U." 

We decided to re-interview McDonough because of his firm's involvement in the Model U. We wanted to get his take on where he now sees automotive technology going, and what may come as a surprise, is that he still firmly believes there is a place for battery electric vehicles in the 21st century and it's on the roads of the world, not just the golf courses and airport concourses. Call it an EV redemption of sorts. 

The Charlottesville, Virginia-based architect and author, who Time magazine named in 1999 a "Hero for the Planet," explained that the Ford Research Group doesn't usually originate the design of concept vehicles. That task is normally left to the Design Group. This time, however, Ford wanted to explore a wide range of technologies from materials, to telematics to fuels to lubricants. "How many concept vehicles do you know where even the tires are different?" McDonough asked jokingly. "In the case of the Model U, we quite literally kicked the tires." 

But Bill Ford, Jr., the chairman of Ford Motor Company, wanted his company's brightest minds to look into the near future and come up with a technology package that not only provided a faster transition to hydrogen as a fuel but also one that incorporated the latest in information technology. The package also had to include design strategies that made it cost effective to manufacture and assemble, as well as disassemble and recycle according to MBDC's biological and technological nutrient concepts. 

A Solar Powered World 

The central thesis of McDonough and Braungart's approach to the energy question is that our world needs to be solar-powered. By that, they don't mean equipping every home and business with photovoltaic arrays or people commuting in tiny cars running on solar electric panels. For them solar-powered has a much broader definition. McDonough continually uses the analogy of cherry blossoms. 

Nature, he contends, isn't about minimalist efficiency, but exuberant waste! A single cherry tree will shed millions of cherry blossom petals every year. Those petals perform their function of helping pollinate the plant by attracting insects and then fall to ground to be reabsorbed into the soil, continuing an on-going cycle of life. 

He is convinced that this is the model mankind needs to more closely emulate in its industrial processes and social structure. He emphasized to EV World that he isn't against oil. He thinks its a excellent material that can be safely polymerized into thousands of useful products. Burning it up in an internal combustion engine is a huge waste of a valuable resource. 

For McDonough and his partner, Michael Braungart, a chemist and co-founder of Germany's Green Party, the 'cradle-to-cradle' process can be applied to nearly every facet of modern culture. He noted that if Germany raised the carbon content of its soil by just .02% using the bio-nutrient approach to materials design, it would be equivalent to the entire nation's annual C02 emissions. This alone would have a significant benefit to the nation, which is currently losing 20 tons of top soil per hectare, equivalent to about 5 tons per acre in the US, McDonough calculated. 

To further illustrate McDonough and Braungart's "quirky" approach to their view of a "solar-powered" world, he recently told the head of a prestigious university to scrap its plans to renovate one of its older buildings. The university had called in McDonough to consult on ways to make the building more energy efficient. To do so, McDonough noted, would have meant lowering the ceilings, replacing all the drafty windows, changing the HVAC system, all to the tune of about $5 million dollars. It would have ruined the character of the building, he observed. 

So, instead of remodeling the campus landmark, McDonough suggested the university invest the same amount of money in a wind turbine farm "in Kansas." This would more than offset any of the energy losses of the old building and create a very positive financial position for the university. 

McDonough is so big on wind energy that he's been conducting negotiations in China to set up wind turbine manufacturing plants there, which will not only take advantage of China's favorable labor rates, but create much needed jobs and energy for the country. 

In their view of the world, McDonough and Braungart see ample abundance for all, expressed in a triangle made up of three notions, Ecology, Equity and Economy. A technology that meets all three criteria equally, is a sustainable technology. 

Signaling Intentions 

That's why he and his partner are so excited about the Ford Model U concept vehicle. To date, it comes closest to achieving their ideal. 

He told EV World that it "sends a signal of intention" about where Ford sees automotive technology heading. He explained that 90% of the Model U is recyclable as either a biological nutrient, like the rice paper of his childhood, or a technical nutrient. 

For example, the fabric in the car is a specially-designed polyester developed in collaboration with Milliken. It is completely free of antimony and is the first fabric Milliken will actually take back for reprocessing into similar material. The canvas in the sliding sun roof is made from polylactic acid or PLA and can be shred and composted back into the soil. The filler in the tires is made of cornstarch instead of fossil fuel-based carbon black. Even the foam in the seats is soy-based and biologically safe. It can be either recycled as a technical or biological nutrient. 

From MBDC's perspective, industry has only begun to explore the frontier of this new industrial revolution. The MBDC team thinks someday a car like the Model U can be made 100% recyclable. But for his part, McDonough believes that as a society we are going to need to come to a consensus on some very important social issues, which are only now starting to raise their heads, issues like genetically modified organisms (GMO). He pointed out that people who are facing starvation in Africa don't want US grains because they are GMO-based. 

McDonough said he and Braungart are also very interested in the role steel has to play in the future. They are especially interested in the new "foam" steels which are strong and light and don't have the environmental issues associated with aluminum production and recycling. He thinks that by applying "intelligent" coatings, you can infinitely recycle steel. 

Magnesium is another material that the American and German partners thinks has great possibilities, in part because it is light and abundant. But the keyword here is "intelligent." McDonough places a lot of emphasis on that word. "There is no reason we can't tackle anything," he stated, "It requires an intelligent act of commerce and science." 

GM Vs Ford

EV World asked McDonough what his impressions were of GM's approach with it's focus on fuel cells and its innovative "skateboard" concept and that of Ford's more pragmatic "Model U." He replied that he liked the durability aspect of GM's Autonomy skateboard. He thinks that there's no reason technology like this couldn't last twenty years, so being able to change the car body over time is an interesting concept. He wasn't certain whether GM has taken as serious an interest in materials protocols as has Ford. He also thinks GM's approach has a far longer development window, whereas Ford's approach could be in use in just a "few years" time. 

McDonough is also bothered by one of the lesser discussed issues confronting fuel cells, the availability and toxicity of platnium and palladium, two the critical metals used in fuel cells. [See AN ASSESSMENT OF PLATINUM AVAILABILITY FOR ADVANCED FUEL CELL VEHICLES]. http://www.stncar.com/altfuel/2002pprs/00087.pdf

In the Model U, the architect-turned-environmentalist-turned-car designer sees not an automobile, but a "mobility package" that includes safety, movement, convenience and amusement. However, he takes a bit of a different tack from Ford when it comes to the hydrogen ICE engine. He said he's just not that interested in hydrogen as a fuel if its derived primarily from steam reformed natural gas. In his mind, hydrogen is a "FreedomFUEL" only if its created from solar energy, either by wind or sunlight. It isn't if it's made from fossil fuel feed stocks. The trio of Ford engineers EV World interviewed in "Model U for Change" agreed that ultimately the hydrogen must be created from renewable energy. 

EVs Not Finished Yet

Carmakers, the press and the public may have written off battery electric vehicles, but William McDonough hasn't. Not by a long shot. 

He told EV World that the Model U could be easily reconfigured to be a pure EV with a 400 mile range and be rechargeable in just minutes. Sound impossible? McDonough doesn't think so. He indicated to EV World that he and Paul MacCready -- the developer of the original Impact EV that became the GM EV1 and the legendary head of Aerovironment -- share a common vision and are excited about some promising new battery and motor technology that will make this dream a reality. EV enthusiasts have heard this story before, but both McDonough and McCready have long track records of delivering what they promise. 

McDonough also has another big surprise up his sleeve, but he's waiting to spring it later this year, possibly as early as September. He's promised to give EV World the inside story when its time. 

Crowning Moment

For now, McDonough is pleased with what MBDC has achieved through the Model U. He said it was one of the most exhilarating moments in his life when Ford's head of new product development, Richard Parry-Jones announced to the world that "the Model U is the future." By giving the car, which was developed in just 12 months time, the Model U designation, McDonough believes that Ford has established it as the "icon" for the 21st century automobile, just as the original Model T was the icon for the 20th century. 

McDonough said that when a $170 billion a year company accepts the principles embodied in "Cradle-To-Cradle," that says something about the company, its leadership 

http://www.sacbee.com/content/business/story/6098241p-7054190c.html

GM shows off the road ahead

The giant automaker displays its emerging hybrid engines and hydrogen fuel cells in the capital

By Mark Glover -- Bee Auto Editor

Published 2:15 a.m. PST Tuesday, February 11, 2003

General Motors brought the automotive future to Sacramento on Monday -- a world of hybrids, hydrogen and, well ... a little more work.

The General Motors Technology Tour, a traveling showcase spotlighting the automaker's array of in-development vehicles, included a fleet of cutting-edge autos of the future, an army of highly trained engineers and a handful of GM officials charged with developing vehicles that will reduce emissions, improve fuel economy and reduce dependence on oil.

Unfortunately, the star of the show, GM's ultra-exotic Hy-wire concept, which resembles transportation from the "Star Wars" movies, had an electronic glitch that temporarily took it out of the test-drive pool at Sacramento's William Land Park.

That left media representatives, state officials, environmentalists and others to "ooh" and "ahh" over the Hy-wire's spaceshiplike exterior styling and interior that included a steering pod with a monitor that enables the driver to see what's going on behind the vehicle. The Hy-wire uses wire connections instead of mechanical linkages to control steering, brakes and acceleration, all managed by twisting, squeezing and steering handles on the pod.

Hy-wire -- powered by electric motors and a fuel cell that converts hydrogen to electricity, all mounted in a skateboardlike undercarriage -- looked impressive just parked. As for the glitch that sent it to the West Sacramento-based California Fuel Cell Partnership for repairs, a GM engineer shrugged and said, "What can I say? It's a development vehicle that's still in development."

Vehicles that could be test driven Monday offered a glimpse of what the world's No. 1 automaker plans to have on America's roadways by 2010. Elizabeth Lowery, GM vice president of environment and energy, speculated on a future that some thought they would never hear about from the lips of a GM official -- a future without the internal combustion engine.

California, where residents buy about 1 of every 10 new vehicles sold in the United States and which is home to the nation's most stringent emissions standards, ranks as a prime target in GM's future plans.

"We want Californians to see firsthand that General Motors is very committed to leading the way to a hydrogen economy," Lowery said.

Lowery said GM's ultimate goal is development of reliable, affordable cars powered solely by fuel cells, with hydrogen the primary energy source. Not only is hydrogen abundant, using it as an auto power source produces only water vapor.

In the meantime, GM is developing hybrid-powered vehicles -- gas or diesel engines combined with electric motors.

As is the case with hybrids produced by foreign competitors -- the Toyota Prius and the Honda Civic Hybrid passenger cars, for example -- GM's vehicles capture kinetic energy that normally would be lost when coasting or braking. A regenerative system transforms that energy into electricity. Hybrid technology typically uses electricity to recharge onboard batteries.

Among nearly a dozen vehicles GM displayed Monday were a GMC Sierra pickup with a parallel hybrid system and a Saturn VUE sport-utility vehicle hybrid with a belt alternator starter system.

The Sierra had a 285-horsepower V-8 engine with a 4.8-kilowatt motor/generator integrated into the drivetrain between the gas engine and the transmission. Weight was saved with the absence of a conventional starter and alternator. When stopped, the gasoline engine shut off, but accessories continued working on stored electrical power. When the accelerator was depressed, the gas engine restarted automatically.

GM said a parallel system can deliver fuel savings of up to 15 percent due to the stop/start function, torque-smoothing and regenerative braking, but there is no reduction in towing capacity. It's scheduled to be offered on mainstream GMC and Chevrolet trucks by the 2005 model year.

The Saturn VUE used similar technology, shutting off the engine at idle and employing regenerative braking. The VUE's power plant was matched with a continuously variable transmission, with hundreds of gear ratios delivered through a belt system. GM said the belt alternator starter system, scheduled for mainstream vehicle sales in 2006, also can produce fuel savings of up to 15 percent.
Next year, GM will produce vehicles with Displacement on Demand technology. On display Monday, this engine-management system utilizes electronic controls to use the minimum number of cylinders needed in numerous driving situations.

General Motors was considered a pioneer in 1996, when it introduced the EV1, a two-seat electric-powered passenger car available by lease in limited markets. However, the car failed to catch on with a mass audience. While conceding that Toyota and Honda have taken hybrid technology to a higher level in passenger cars, GM hopes to establish a presence in SUVs and large pickups next year with production of 150,000 Displacement on Demand V-8 engines, followed by subsequent rollouts of hybrid vehicles.

In Monday's briefing, Larry Burns, GM's vice president of research, development and planning, also noted that GM is working on stand-alone fuel cell systems that would enable consumers to pump power generated by their vehicles into their homes and, in turn, receive hydrogen from a household-based unit.

GM's Technology Tour, which is not open to the public, will be in William Land Park through Wednesday, when students from Don Julio Junior High School will be on hand to assemble a hydrogen fuel-cell model.

The Bee's Mark Glover can be reached at (916) 321-1184 or mglover@sacbee.com.

http://www.evworld.com/databases/shownews.cfm?pageid=news070203-01

Democrats Call Bush Plan for Hydrogen Fuel a Diversion

Fuel cell industry positive about FreedomFuel initiative, but critics skeptical. 

Source: Boston Globe [Feb 07, 2003] 

WASHINGTON -- Hydrogen cars are decades away for the average family, but they are fueling a political debate now over energy. 

President Bush is calling for stepped-up research into hydrogen development, but some Democrats say he is just trying to divert attention from criticism of his short-term oil policies.

<snip>

But on Capitol Hill, some Democrats, including several who are running for president, called Bush's hydrogen agenda ''a smoke screen'' to divert attention away from the controversies of drilling in environmentally sensitive areas in Alaska or requiring more fuel efficient automobiles today.

''It's just the latest installment of the president's drill today, drill tomorrow'' agenda, said Senator John Kerry, Massachusetts Democrat, who has strongly opposed Bush's attempt to open an Alaska wildlife refuge to oil drilling and called for tougher auto fuel economy standards on current vehicles.

Senator Joe Lieberman of Connecticut, who like Kerry is seeking the Democratic presidential nomination, called Bush's hydrogen proposal a ''pipe dream'' if its goal is to reduce America's dependence on foreign oil anytime soon. He said more emphasis should be placed on short-term efforts to curb oil use, especially by cars.

Senator Byron Dorgan, a North Dakota Democrat, commended the president for elevating the issue of hydrogen fuels, but said his programs fall short.

''We need to be bold, and there needs to be an Apollo-type project where we set goals and set dates,'' said Dorgan, who has called for a $6.5 billion program for hydrogen development over the next decade, comparable to the country's early push into space.

<snip>

http://www.evworld.com/databases/shownews.cfm?pageid=news070203-02

Bush's Hydrogen Bandwagon Too Slow, Say Greens

Environmental groups urging intermediary steps to reduce nation's foreign oil dependence. 

Source: UPI [Feb 07, 2003] 

LOS ANGELES, Feb. 6 (UPI) -- Environmentalists gave President Bush cautious kudos Thursday for his backing of hydrogen fuel cells while at the same time criticizing the administration for moving too slowly in ending the nation's continuing dependence on oil.

Speaking in Washington on a day dominated by the showdown with Iraq, Bush touted the development of automobiles powered by emissions-free hydrogen fuel cells as a major component of a surge in technological advances that will not only launch a new era in energy independence but also will bring an end to the long-running friction between the energy industry and the environmental movement.

"Hydrogen fuel cells represent one of the most encouraging, innovative technologies of our era," Bush told his audience. "If you're interested in our environment and if you're ... tired of the same old endless struggles that seem to produce nothing but noise and high bills, let us promote hydrogen fuel cells as a way to advance into the 21st century."

Hydrogen fuel cells produce energy that can power automobiles and other mechanical devices and emit only harmless water rather than the collection of noxious gases and particulates blamed for smog and global warming. 

Automakers and environmental groups have embraced the hydrogen concept, although the reaction to Thursday's speech pointed out the schism between the White House and the green lobby. 

The primary difference of opinion is the pace of fuel cell development and the prominent place that oil and natural gas will hold in the nation's near-term energy mix for the next couple of decades.

"We commend President Bush's proposal for a long-term federal commitment to hydrogen fuel cell vehicles and urge him also to advocate immediate steps to reduce the nation's oil dependence," Alliance to Save Energy President David M. Nemtzow said in a statement. "While the country awaits the hydrogen-powered cars of 20 or more years from now, the president should be increasing fuel economy standards ... and urging Americans to purchase and drive hybrid gas-electric vehicles that are in auto showrooms right now."
The National Environmental Trust was sharper in its criticism, calling the administration's backing of the hydrogen-powered "Freedom Car" project a "campaign vehicle" that allows the president to claim to be an environmental champion while at the same time putting real progress on the back burner.

"Research is the political solution when a president is unwilling to take on the auto manufacturers and require that they manufacture more fuel-efficient cars now," scolded Philip Clapp, the group's president.

The timeline for the commercialization of the Freedom Car is apparently what concerns environmentalists the most. Bush has proposed pumping $1.2 billion into fuel cell development, but now he and his administration have conceded that the age of hydrogen is still years off.

"It's a big project because we'll be changing years of habit, and years of infrastructure must be replaced by a modern way," Bush said.

In addition, the greens have raised the issue of hydrogen production. Although the gas itself is not a problem, plans for the future see hydrogen being produced from environmental pariahs -- coal and nuclear power -- and from natural gas, a fossil fuel that presumably will require new exploration and development on protected lands.

"Whether the hydrogen is derived from dirty fossil fuels or clean, renewable energy sources makes all the difference in the world," concluded Kathleen Sullivan of the World Wildlife Federation. "The administration plan completely misses the environmental promise of hydrogen fuel cells when it seeks to use outdated and polluting coal and nuclear power to generate hydrogen."

Taking a more contrary view Thursday was the ethanol industry, which predicted that its corn-based, hydrogen-rich gasoline additive could also play a major role in powering fuel cells -- and has the added advantage of being a liquid that can be moved through the nation's existing gasoline pipelines and terminal networks.

"Ethanol combines the ability to utilize the existing fuel distribution infrastructure with the safety and environmentally friendly attributes that consumers are increasingly demanding," Bob Dineen, president of the Renewable Fuels Association, touted in a release. "As a (domestically-produced) fuel, ethanol helps provide energy security. Clearly, fuel cells represent an important new market for renewable ethanol."

Whether or not ethanol jumpstarts the move to a hydrogen car culture remains to be seen. The president said Thursday that he expected his grandchildren to drive fuel cell cars and look back fondly on the foresight of their grandfather's generation. The environmental lobby, however, is anxious to get the hydrogen bandwagon moving at a much faster clip. 

http://www.evworld.com/databases/shownews.cfm?pageid=news050203-01

Where's the Hydrogen?

Free guide available on hydrogen infrastructure development. 

Source: FuelCellToday [Feb 05, 2003]  [EXCERPTS]

Fuel Cells 2000, www.fuelcells.org, and Fuel Cell Today, www.fuelcelltoday.com, have responded byp roviding the most comprehensive guide and information package on hydrogenf ueling stations. Fuel Cell Today’s worldwide hydrogen fueling station report, combined with Fuel Cells 2000’s worldwide hydrogen fueling station reference chart creates an impressive informational package and practically dismisses the popular ‘chicken and the egg’ dilemma.

Both free, Fuel Cells 2000’s chart is available at: www.fuelcells.org/charts.htm, and Fuel Cell Today’s report is available at: www.fuelcelltoday.com/surveys.

Fuel Cells 2000 is a non-profit educational and outreach organization, which seeks to promote the development, demonstration and commercialization of fuel cells, an advancede lectrochemical energy generation technology.

Fuel Cell Today is a global internet portal which aims to accelerate the commercialisation of fuel cells. Through a single free location, www.fuelcelltoday.com provides users with a comprehensive source of industry information, news, analysis and commentary.

http://www.evworld.com/databases/shownews.cfm?pageid=news040203-02
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Hydrogen Hype Hits Wall Street

Investors finally have a legitimate reason to buy hot air. 

Source: Business 2.0 [Feb 04, 2003] 

By Eric Hellweg

Viewers who watched last week's State of the Union speech may have been caught off-guard by President Bush's proposal to fund hydrogen-powered automobile development research. Some were surprised to see the initiative coming from Bush, a man whose personal fortune comes from oil money. Others pointed out that the president's most recent economic stimulus proposal paradoxically includes tax cuts for small businesses that purchase gas-guzzling SUVs. And finally, some argued that the gasoline-electric hybrid -- not hydrogen -- is the next step in the automobile's evolution. 

But sure enough, Bush surprised them all. "I'm proposing $1.2 billion in research funding so that America can lead the world in developing clean, hydrogen-powered automobiles," he said. "With a new national commitment, our scientists and engineers will overcome obstacles to taking these cars from laboratory to showroom, so that the first car driven by a child born today could be powered by hydrogen, and pollution-free." 

The announcement wasn't Bush's first nod toward hydrogen-powered cars. In January 2002, Bush called for a hydrogen initiative entitled FreedomCAR, but pledged only $125 million toward it. Now, with the president proposing to increase the initiative's budget by an order of magnitude, it's likely that more companies will try to grab federal funding. Who will get a slice of the pie? It's too early to tell, as the proposal must still make its way into the final budget presentation -- the first version of which will be delivered this week. But a few candidates are very likely to receive some research money. 

For the sake of argument, let's leave pure research facilities out of the discussion. Concentrating only on for-profit companies and industries, the most likely recipients of the government's largesse fall into three camps. 

First there are the hydrogen-power component manufacturers. Some leading companies include Ballard Power Systems (BLDP), Hydrogenics (HYGS), Proton Energy Systems (PRTN), and Stuart Energy. The president's address had an immediate impact on their stock prices. Since the speech Ballard has seen 6 times its normal trading volume. Hydrogenics's stock price shot up 17 percent, with trading volume up 15 times its pre-speech level. Connecticut-based Proton Energy Systems's trading volume is more than 3 times above its normal level. 

The second group consists of large industrial-energy technology concerns, as one way to create hydrogen power is to use fossil fuels as raw materials. These companies include Praxair (PX), Teledyne, and United Technologies, all of which have also seen big increases in trading activity since the president's speech. 

The final group is composed of carmakers, some of which have been supporting and developing hydrogen technology for several years. DaimlerChrysler (DCX), for example, in 1999 announced a $1.4 billion, five-year program to develop hydrogen-based fuel cells. BMW, General Motors (GM), Honda (HMC), and Toyota (TM) also have been actively exploring hydrogen's potential. 

Experts in hydrogen and fuel-cell technology say they appreciate the attention their cause received in the State of the Union address. But many chafe at the dollar amounts mentioned in Bush's speech: "$1.2 billion over five years is a pittance," says David Redstone, editor and publisher of the Hydrogen and Fuel Cell Investor newsletter. "We should be talking about something on the scale of the interstate highway system to bring the country's energy program into the 21st century." 

Moreover, according to a recent paper sponsored by the Progressive Policy Institute and coauthored by Peter Hoffman, editor of the Hydrogen and Fuel Cell Letter, in recent years the private sector has invested between $1 billion and $2 billion in hydrogen and fuel cells annually, dwarfing the amounts suggested by the president. 

Still, "this is a big moment, if for no reason other than the psychological boost it gives the hydrogen industry," Hoffman says. Conveniently, it has also given a nice boost to the stock prices of a few companies that stand to gain if hydrogen power takes off. 

2/14/03 FUEL-CELL TAX BREAKS PROPOSED 
A Republican Representative from California and a Democratic Senator from Oregon have joined to propose a bill that would grant big tax rebates for buying fuel-cell vehicles. Reuters reports the bill, sponsored by Rep. Christopher Cox (R.-Calif) and Sen. Ron Wyden (D.-Ore.) also has the backing of Toyota and GM, two automakers at the forefront of developing and implementing fuel-cell technology. The bill would give a 25-percent tax credit against the purchase price of a fuel-cell vehicle before the year 2010, with a maximum of $50,000 in rebates; they say their bill will produce results far sooner than President Bush's $1.2 billion stimulus to fuel-cell development proposed in the State of the Union address last month. This year, buyers can claim a $2000 tax credit against the purchase of a hybrid gas-electric vehicle.

http://www.businessweek.com/@@1ruKWmUQ1CZjGwEA/premium/content/03_08/b3821001.htm?c=bwinsiderfeb14&n=link1&t=email
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Business Week COVER STORY 

Taming the Oil Beast  

A sensible, step-by-step energy policy is within our reach. Here's what to do 

American troops are massing outside of Iraq, preparing to strike against Saddam Hussein. And as war jitters rattle the world, there's one inevitable effect: a rise in the price of oil. Crude is up more than 33% over the past three months, climbing to $35 per barrel in the U.S. Economic models predict that if the price stays high for three months, it will cut U.S. gross domestic product by $50 billion for the quarter. If the war goes badly, with Saddam destroying oil fields in Iraq and elsewhere, or if disaster or unrest chokes off oil flowing from other countries, the whole world's economy is in for a major shock.

There's no escaping the consequences of our thirst for oil. It fuels a vast engine of commerce, carrying our goods around the nation, taking mom and dad to work, and carting the kids to soccer practice. As long as the U.S. imports more than 11 million bbl. a day--55% of our total consumption--anything from a strike in Venezuela to unrest in the Persian Gulf hits us hard in the pocketbook. "We are vulnerable to any event, anyplace, that affects the supply and demand of oil," says Robert E. Ebel, director of the energy program at the Center for Strategic & International Studies (CSIS). In a Feb 6. speech, President Bush put it bluntly: "It jeopardizes our national security to be dependent on sources of energy from countries that don't care for America, what we stand for, what we love."

It wasn't supposed to be this way. Remember how Richard Nixon insisted in 1973 that the nation's future "will depend on maintaining and achieving self-sufficiency in energy"? Or how Jimmy Carter proclaimed in 1979 that "beginning this moment, this nation will never again use more foreign oil than we did in 1977--never." Even Ronald Reagan said in 1982 that "we will ensure that our people and our economy are never again held hostage by the whim of any country or cartel."

How empty those vows seem now, when one nation, Saudi Arabia, is sitting on the world's largest proved reserves--265 billion bbl., or 25% of the known supplies--and can send global prices soaring or falling simply by opening or closing the spigot. For now, the Saudis are our friends. They are boosting production to keep prices from spiking too high. But what if Saudi Arabia's internal politics change? "The entire world economy is built on a bet of how long the House of Saud can continue," says Philip E. Clapp, president of the National Environmental Trust.

The good news is that we can make a safer bet. And it doesn't entail a vain rush for energy independence or emancipation from Middle East oil. Based on interviews with dozens of economists, oil analysts, environmentalists, and other energy experts, BusinessWeek has crafted guidelines for a sensible and achievable energy policy. These measures build on the positive trends of the past. If implemented, they would reduce the world's vulnerability to wars in the Middle East, production snafus in Russia, turmoil around the Caspian Sea, and other potential disruptions. The plan has the added benefit of tackling global warming, which many scientists consider the greatest economic threat of this century.

The energy policy BusinessWeek advocates comes down to six essential steps (table). To deal with oil supplies, the U.S. should diversify purchases around the world and make better use of strategic petroleum reserves. It must also boost energy efficiency across the economy, including making dramatic improvements in the fuel efficiency of cars and trucks. How do we accomplish this? Nurture new technologies and alternative energy sources with research dollars and tax incentives, and consider higher taxes on energy to more accurately reflect the true costs of using fossil fuels. Projecting the precise effects of these policies is impossible, economists warn. But BusinessWeek estimates that, at a cost of $120 billion to $200 billion over 10 years--less than the cost to the economy of a major prolonged oil price rise--it should be possible to raise energy efficiency in the economy by up to 50% and reduce U.S. oil consumption by more than 3 million bbl. a day.

These steps draw on the lessons of history and help highlight what not to do. Meaningful progress has long been held up by myths and misconceptions--and by the scores of bad ideas pushed in the name of energy independence. Remember "synfuels" in the 1970s? Today's misguided notions include trying to turn perfectly good corn into ethanol and rushing to drill in the Arctic National Wildlife refuge. Indeed, looking over the past couple of decades, "my reaction is, thank God we didn't have an energy policy," says David G. Victor, director of Stanford University's Program on Energy & Sustainable Development. "The last one had quotas and rationing, causing lines at the gas pumps and incredible inefficiencies in the economy."

One false notion is that making the U.S. self-sufficient--or doing without Middle Eastern oil--would protect us from supply cutoffs and price spikes. In fact, oil has become a fungible world commodity. Even if we cut the umbilical cord with the Persian Gulf by buying more oil from Canada, Mexico, or Russia, or by producing more at home, other nations will simply switch over to buy the Middle Eastern oil we're shunning. The world oil price, and the potential for spikes in that price, remains the same. As long as there are no real oil monopolies, it doesn't matter so much where we get oil. What really matters is how much we use. Reducing oil use brings two huge benefits: Individual countries have less leverage over us, and, since oil costs are a smaller percentage of the economy, any price shocks that do occur have a less dramatic effect.

Yet reducing oil use has to be done judiciously. A drastic or abrupt drop in demand could even be counterproductive. Why? Because even a very small change in capacity or demand "can bring big swings in price," explains Rajeev Dhawan, director of the Economic Forecasting Center at Georgia State University's Robinson College of Business. For instance, the slowdown in Asia in the mid-1990s reduced demand only by about 1.5 million bbl. a day, but it caused oil prices to plunge to near $10 a barrel. So today, if the U.S. succeeded in abruptly curbing demand for oil, prices would plummet. Higher-cost producers such as Russia and the U.S. would either have to sell oil at a big loss or stand on the sidelines. The effect would be to concentrate power--you guessed it--in the hands of Middle Eastern nations, the lowest-cost producers and holders of two-thirds of the known oil reserves. That's why flawed energy policies, such as trying to override market forces by rushing to expand supplies or mandating big fuel efficiency gains, could do harm.

The truth is, the post-1970s de facto policy of just letting the markets work hasn't been all bad. Painful oil shocks brought recessions. But they also touched off a remarkable increase in the energy efficiency of the U.S. economy. From the 1930s to the 1970s, America produced about $750 worth of output per barrel of oil. That number doubled, to $1,500, by the end of the 1980s. But the progress largely stopped in the past decade. Now we need policies to continue those fuel-efficiency gains, without the pain of sudden oil shocks.

The critical balancing act is reducing oil use without hurting the economy--or without allowing energy prices to fall so low that companies and individuals abandon all efforts to conserve. Successfully walking this tightrope can bring big gains. The next time we are hit with a spike in the price of oil, or even of natural gas or electricity, we may be able to avoid the billions in lost GDP that would otherwise result.

Here are the details.

1. DIVERSIFY OIL SUPPLIES

The answer to the supply question is a delicate combination of technology, market forces, and diplomacy. New tools for drilling in waters nearly two miles deep, for instance, are opening up untapped sources in the Atlantic Basin, Canada, the Caribbean, Brazil, and the entire western coast of Africa.

That's helping to tip the balance of power among oil producers. In 1973, the Middle East produced nearly 38% of the world's oil. Now, that percentage has dropped below 30%. "Our policy has been to encourage oil companies to search for oil outside the U.S. but away from the Persian Gulf," explains CSIS's Ebel. "It's been rather successful."

There's plenty of oil to be tapped. While there are now about 1 trillion bbl. of proved reserves, estimates of potential reserves keep rising, from 2 trillion bbl. in the early 1980s to more than 3 trillion bbl. today.

The Caspian Sea area, for instance, promises proved reserves of 20 billion bbl. to 35 billion bbl.--but could have more than 200 billion bbl. Skeptics argue that this Caspian resource, surrounded as it is by Iran, Kazakhstan, Russia, Azerbaijan, and Georgia, is a bastion of instability and could easily become the backdrop for a future war linked to oil. But history shows that even bad guys are eager to sell their oil.

If energy policy were only about economics, we might argue that the world should take advantage of the ample supplies and relatively cheap prices and just keep consuming at a rapid rate. But there are additional costs of oil not included now in the price (step 6). And we have other important goals, such as doing more to protect the environment and reducing the political leverage of the Middle East. Says ExxonMobil Corp. (XOM ) Chairman and CEO Lee R. Raymond: "The key to security will be found in diversity of supply." In other words, whimsical though it may seem, we should strive to maintain a Goldilocks price for oil: It should be high enough to keep companies and countries investing in oil fields but not so high that it sends the world into a recessionary tailspin.

2. USE STRATEGIC RESERVES

The nation now has 599.3 million bbl. stored in underground salt caverns along the Texas and Louisiana Gulf Coast. That's enough to replace Iraq's oil production for at least six months. Yet this stockpile isn't being used correctly, and it never has been, many experts believe. In the 1991 Persian Gulf War, "oil prices were back to the normal level by the time the U.S. got around to releasing the strategic petroleum reserve," says energy economist W. David Montgomery of Charles River Associates Inc. We shouldn't make that mistake again. With oil prices already up, "we should release the stockpile immediately," he says.

Other experts argue that the reserve should be used as a regular hedging tool rather than being saved for extreme emergencies, which so far have never materialized. One idea: Allow companies to contract with the government to take out barrels of oil when they want to--as long as they agree to replace them later, along with a bit extra. That way, this big store of oil would smooth out glitches in supply and demand while also taking away some of OPEC's power to manipulate the market. There are similar reserves in Europe, Japan, and South Korea--for a total of 4 billion bbl., including the U.S.--that should be used in this way as well. And by making the reserves bigger, we gain more leverage to dampen the shocks.

3. BOOST INDUSTRIAL EFFICIENCY

After decades of concern over energy prices and the big improvement in the overall energy efficiency of America's economy, you would think that U.S. companies would be hard-pressed to find new gains. "In my experience, the facts are otherwise," says Judith Bayer, director of environmental government affairs at United Technologies Corp. (UTX ) UT discovered savings of $100,000 in just one facility by turning off computer monitors at night. "People talk about low-hanging fruit--picking up a dollar on the floor in savings here and there," Bayer says. "We picked up thousands off the ground. It's embarrassing that we didn't do it earlier."

Just last year, Salisbury (N.C.)-based Food Lion cut its energy consumption by 5% by using sensors to turn off lights in bathrooms and loading-dock areas and by installing better-insulating freezer doors. "The project saves millions a year," says Food Lion's energy-efficiency expert, Rick Heithold.

Even companies with strong efficiency track records are doing more. 3M Corp. (MMM ) has cut use of energy per unit of output by 60% since the Arab oil embargo--but is still improving at about 4% a year. One recent innovation: adjustable-speed factory motors that don't require energy-sapping brakes. The efficiency gains "help us reduce our operating costs and our emissions--and the impact that sudden price increases have on our businesses," says 3M energy manager Steven Schultz.

Last year, the New York Power Authority put in a digitally controlled power electronics system--essentially, a large garage packed with semiconductor switches and computers--in a substation that handles electric power coming in from Canada and northern and western New York. Along with conventional improvements, this vastly improved the system's ability to manage power. The state now has the capacity to transfer 192 more megawatts of available electricity, or enough to power about 192,000 homes.

The nation's entire antiquated electricity grid should be refashioned into a smart, responsive, flexible, and digitally controlled network. That would reduce the amount of energy required to produce $1 of GDP by 30% and save the country $100 billion a year, estimates Kurt E. Yeager, CEO of the Electric Power Research Institute (EPRI). It would eliminate the need to build dozens of power plants, cut carbon emissions, and slash the cost of power disruptions, which run about $120 billion a year. Such a network would also break down existing barriers to hooking up new sources of power to the grid, from solar roofs on thousands of houses to small, efficient heat and power generators at businesses. And soon, it will be possible to rack up big efficiency gains by switching to industrial and home lights made from light-emitting diodes (LEDs), which can use less than one-tenth the energy of incandescent bulbs.

These are exciting developments, but what do they have to do with oil? The answer lies in the idea of fungible energy: Eliminate the need for a power plant running on natural gas, and that fuel becomes available for everything from home heating to a source of hydrogen for fuel-cell vehicles. A subset of the nation's energy policy, therefore, should be doubling federal R&D dollars over the next five years to explore technologies that can boost energy efficiency, provide new sources of power, and, at the same time, address the problem of global warming.

4. RAISE CAR & TRUCK MPG

To make a real dent in oil consumption, the U.S. must tackle transportation. The numbers here dwarf everything else, accounting for a full two-thirds of the 20 million bbl. of oil the U.S. uses each day. And after rising from 15 miles per gallon in 1975 to 25.9 mpg in 1988, the average fuel economy of our vehicles has slipped to 24 mpg, dragged down by gas-guzzling SUVs and pickup trucks. Boost that to 40 mpg, and oil savings will top 2 million bbl. a day within 10 years.

Detroit says that's too high a goal. But the technology already exists to get there. In early January, General Motors Corp. (GM ) rolled out "hybrid" SUVs that use a combination of gas-engine and electric motors to bump fuel economy by 15% to 50%. That same technology is already on the road. Honda Motor Co.'s (HMC ) hybrid Civic and Toyota Motor Corp.'s (TM ) Prius, both big enough to carry four adults and their cargo, each top 45 mpg in combined city and highway driving.

Adding batteries and an electric motor to vehicles is just one of many ways to increase gas mileage. Researchers can also improve the efficiency of combustion, squeezing more power out of a given amount of fuel. In an approach called variable valve timing, they can adjust the opening and closing of an engine's intake and exhaust valves. Such engines, made by Honda, BMW, and others, are more efficient without sacrificing power. Researchers are now working on digitally controlled valves whose timing can be adjusted even more precisely. The gains? Well over 10% in many cases.

More improvement comes from reducing the power sapped by transmissions. So-called continuously variable transmissions eliminate individual gears so that engines can spend more time running at their most efficient speed. And auto makers can build clean-burning diesel engines, which are 20% to 40% more efficient than their gas counterparts.

Estimates vary widely on what it would cost to raise gas mileage to 40 mpg or higher for the entire U.S. fleet of cars. Assuming a combination of technologies, we figure the tab could be $1,000 to $2,000 per car, or $80 billion to $160 billion over 10 years. That's less than fuel savings alone over the life of the new vehicles. Carmakers already have the technology. What we need now are policies, ranging from higher gasoline prices to tougher fuel-economy standards, that will give manufacturers and consumers incentives to make and buy these vehicles.

The ultimate gas-saving technology would be a switch to a completely different fuel, such as hydrogen. Toyota, Honda, and GM already are testing cars that use fuel cells to power electric motors. Such vehicles are quiet, create no air pollution, and emit none of the carbon dioxide linked with global warming. They also are expensive, and 10 to 20 years away from the mass market.

There's one other problem: Where would the hydrogen come from? The element must now be extracted from gas, water, or other substances at relatively high cost. But there are intriguing ideas for lowering the tab, such as genetically engineering bacteria to make the gas or devising more efficient ways to get it from coal. We need a strong research program to explore these ideas, plus incentives to test fuel-cell technology in power plants and vehicles. President Bush's $1.2 billion hydrogen initiative is just a start.

5. NURTURE RENEWABLE ENERGY

Tim Grieves shares a vision with a growing number of energy giants: harnessing the wind to generate cheap, clean power. The superintendent of schools in Spirit Lake, Iowa, Grieves has overseen the installation of two wind turbines that hum away in a field not far from his office. They generate enough juice to allow Spirit Lake to proudly call itself the only electrically self-sufficient school district in the nation. "We're not dependent on the Middle East," says Grieves. "This is just smarter."

Although less than 0.5% of our power now comes from wind, it's the cheapest and fastest-growing source of green energy. The American Wind Energy Assn. believes the U.S. could easily catch up with Northern Europe, where wind supplies up to 20% of power. In the U.S., that's the equivalent of 100,000 megawatts of capacity--or more than 100 large fossil-fueled plants. The Great Plains could become the Middle East of wind.

Without tax credits and other incentives, wind power couldn't flourish. But oil and other fossil fuels also have big subsidies. So we should either eliminate those or provide reasonable incentives for alternatives such as wind, solar, and hydrogen. Even if the new sources still cost more than today's power, continued innovation, spurred by the incentives, will lower the price. Moreover, having some electricity produced by wind turbines and solar panels helps insulate us from spikes in natural-gas prices. Some states now require that a percentage of power come from renewable sources. We should consider this nationwide, with a target of perhaps 15%, up from the current 6%.

6. PHASE IN FUEL TAXES

The main reason fuel-efficiency gains in the U.S. slowed in the 1990s is that the cost of oil--and energy in general--was so low. "Yes, we are energy hogs, but we became energy hogs because the price is cheap," says Georgia State's Dhawan.

Even though it seems like the market is working in this regard, it really isn't. There's widespread agreement that the current price of oil doesn't reflect its true cost to the economy. "What Americans need to know is that the cost of gasoline is much more than $1.50 a gallon," says Gal Luft of the Institute for the Analysis of Global Security. But the invisible hand could work its magic if we include costs of so-called externalities, such as pollution or the tab for fighting wars in the Middle East. That would raise the price, stimulating new energy-efficiency measures and the use of renewable fuels.

The tricky part is pricing these externalities. Some economists peg it at 5 cents to 10 cents a gallon of gas. Others see the true cost as double or triple the current price. Just by adding in the more than $100 billion cost of having troops and fighting wars in the Persian Gulf, California State University economist Darwin C. Hall figures that oil should cost at least $13 per barrel more. "That is an absolutely rock-bottom, lowball estimate," he says. More dollars come from adding in numbers for the costs of air pollution, oil spills, and global warming.

Imagine, though, that in an ideal world, we could settle on the size of the externalities--maybe $10 per barrel. We obviously don't want to suddenly slap a $10 tax on oil. Doing so would slice more than $50 billion out of GDP and send the economy into a recession, forecasters calculate.

But phasing it in slowly, over 10 years, would give the economy time to adopt fuel-efficiency measures at the lowest cost. We should also consider additional taxes on gasoline, since a $10-per-barrel price rise amounts to only about 25 cents per gallon of gas--not enough to make a big change in buying habits. This approach works even better if the revenue from those taxes is returned to the economy in a way that stimulates growth and productivity--by lowering payroll taxes, for example. Plus, there are big environmental benefits from reduced pollution.

There's a fierce debate about whether the economy gains or loses from such tax-shifting. Many economists agree, however, that the bad effects would be relatively small. "There may not be a free lunch, but there is almost certainly a lunch worth paying for," says Stanford economist Lawrence H. Goulder.

If energy taxes prove politically impossible, there's another way to achieve realistic fossil-fuel prices: through the back door of climate-change policy. Already, Europe is toying with carbon taxes to fight global warming and multinationals are experimenting with carbon-trading schemes to get a jump on any future restrictions. Even Republicans such as Senator John McCain (R-Ariz.) are pushing curbs on carbon dioxide. If the U.S. put its weight behind efforts to fight climate change, it could help push the entire world toward lower emissions--and moderately higher oil prices. The best approach: a combination of carbon taxes and a cap-and-trade system, wherein companies can trade the right to emit. That way, the market helps find the greatest reductions at the lowest cost. Economists figure that a $100-per-ton tax on carbon emissions, for example, would equal a rise of 30 cents in the cost of a gallon of gas.

Under the Bush Administration, this, too, may be difficult to enact. What's left are regulations and mandates. There may be just enough political will to boost CAFE (corporate average fuel efficiency) standards for vehicles--and to remove the loopholes that hold SUVs to a lower standard. But we need a smarter rule than the current one.

One good idea: give companies whose cars and trucks do better than the fuel-economy target credits that they could sell to an auto maker whose fleet isn't efficient enough. That way, "good" companies such as Honda are strongly motivated to keep improving technology. By being smarter about regulations and mandates, "we could do a lot better than what we are doing now," explains Stanford professor James L. Sweeney.

If we implement these policies, here's what we'll get: A reduction in projected levels of oil consumption equal to 3 million bbl. a day or more within 10 years. That means we could choose not to import from unfriendly countries (although they will happily sell their oil to others). In addition, oil-price shocks should be fewer and smaller, allowing us to avoid some of those $50 billion (or more) hits to GDP. A more fuel-efficient economy will free up oil for countries such as China and India, notes Platts Global Director of Oil John Kingston. And the technologies we develop will help those economies become more efficient.

Economists will argue about the costs of these measures. But the benefits of greater energy efficiency and reduced vulnerability should, over the long run, outweigh the $120 billion (or more) cost of getting there. Painful though they were, the oil shocks of the 1970s sent the U.S. down the road toward a more energy-efficient--and less vulnerable--economy. Our task now is to find a smoother path to continue that journey. 

By John Carey
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Offsetting Environmental Damage by Planes

By HARRY RIJNEN

Do you feel guilty about global warming every time you get behind the wheel of your car? If you are a frequent flier, start feeling more guilty.

On a round trip from New York to London, according to the calculations of the Edinburgh Center for Carbon Management in Scotland, a Boeing 747 spews out about 440 tons of carbon dioxide, the main greenhouse gas. That is about the same amount that 80 S.U.V.'s emit in a full year of hard driving.

But short of swimming to London or jogging to Los Angeles, what is the concerned business traveler to do? The airline industry, busy trying to avoid bankruptcy, is not offering tips on how to limit the environmental damage. And chances are your travel agent has not given the matter much thought.

But a few organizations, among them the Better World Club and American Forests in the United States and Future Forests in Britain, have stepped into the breach. They have devised ways for the environmentally concerned to mitigate their role in the collective output of carbon dioxide. For a contribution, they will plant trees in Siberia or Texas; replace inefficient oil-burning boilers in Portland, Ore.; supply energy-saving light bulbs in Jamaica; or take some other conservation measure aimed at offsetting the harm of an individual's commercial flight.

Take that Boeing 747's round trip to London. It will discharge a total of 880,000 pounds of carbon dioxide, or 126 pounds for each mile flown. At an occupancy rate of 78 percent, each of the 317 passengers will be responsible for 2,776 pounds of the pollutant.

Future Forests, which is based in London, allows a traveler to help offset those emissions by planting two trees or installing two energy-saving light bulbs in a developing country for each round trip to London. 

At Future Forests you cannot save the world on the cheap: each tree or light bulb will set you back about $12. Americans cannot deduct that from their taxes, as Future Forests, which was created by British marketing and advertising executives, is a foreign for-profit company.

On the other hand, its Web site (www.futureforests.com) offers a wealth of information about the environmental impact of lifestyles and travels and about the steps that can be taken to soften that impact. It also features an impressive database with thousands of airports worldwide. That once-in-a-lifetime round trip from Akiachak Seaplane Base in Alaska to the always exciting city of Barrow-in-Furness, Cumbria, England? Chalk up 3,430 pounds of carbon dioxide on the debit side of your environmental account, but still just two trees or bulbs on the credit side.

Future Forests offers a no-frills menu of one tree or bulb for each short-haul flight, two trees or bulbs for each medium-distance trip and five of either for each long-range odyssey. Each transaction will net you a free luggage tag made of recycled leather.

Future Forests is not the only game in town. The Better World Club (www.betterworldclub.com), the self-declared environmentally friendly alternative to the AAA, offers a simple alternative. Suggested donations of $11 for every domestic flight and $22 for every international flight, will be invested in new energy-efficient heating systems in schools in its hometown, Portland, Ore. On trips booked through its travel agency, Better World Travel, Better World Club will pay part or all of the fees itself.

The group has rejected tree planting as a solution, however, exposing a rift in the nascent movement. "It is very difficult to calculate the carbon dioxide absorption by trees," said Mitchell Rofsky, president of the Better World Club. "It is easy to cheat, and besides, as young trees absorb more CO2 than old ones, carbon dioxide offsets may inspire the clear-cutting of forests to plant new trees."

American Forests, a century-old nonprofit organization in Washington, offers the cheapest option: It will plant a tree for every dollar donated, and the donor can choose from programs like Memorial Trees, which honors those killed in the Sept. 11 attacks, and Trees for Tigers, which is aimed at restoring the habitat of the threatened Siberian Tiger. The minimum donation is $15. At its Web site (www.americanforests .org), you can calculate the carbon dioxide you produce in other activities like driving your car or mowing your lawn.
So far, the number of Americans who pay to undo the damage their flights inflict is negligible. The Better World Club says it handles 1,500 to 2,000 requests a year. American Forests says it receives more than 25,000 donations, though not all are related to air travel. Future Forests says the majority of the 40,000 individuals who have paid for environmentally friendly measures since it was founded in 1997 are Europeans.
Should the general public become more uneasy about global warming, though, these figures could explode. In European countries like the Netherlands, Britain and Germany, the practice has become much more common. And it is not limited to flying. Avis Europe, for example, offers clients who book a car online the opportunity to pay a small extra fee to have trees planted. In the United States, Avis — a unit of Cendant — said it had no immediate plans to follow suit.

There may be cause for more concern in the years ahead. Despite the current lull in air travel and according to figures provided by the Edinburgh Center, an independent consulting group, worldwide carbon dioxide emissions from civil aviation will double from 1999 to 2015, to 900 million tons a year, despite a 20 percent increase in fuel efficiency by the airline industry over the period. By 2015, airplanes' share of human-generated carbon dioxide emissions will rise to 3 percent from 2 percent in 1999.

While few in number, the American business travelers who have signed onto the environmental campaign have strong views. "The fact that the U.S. government hasn't ratified the Kyoto treaty against global warming was a big reason for me," said Martha L. Delaney, a lawyer in Minneapolis and a regular flier to San Diego, who joined the Better World Club last summer.

Shannon E. St. John, president of a nonprofit concern in Durham, N.C., who makes around 20 business trips a year, believes that the airlines should pitch in. "It would be marvelous if they gave you the option to pay a bit extra to offset the negative environmental impact of flying," said Ms. St. John, who in December began paying Future Forests to plant trees.

It might take a while for the airlines to come on board. "We are extremely focused on financial survival," said Tim Doke, a spokesman for American Airlines. "CO2 emissions are not something we have time for to think about."

Jonathan Shopley, Future Forests' chief executive, says his appeals to the airline industry have fallen on deaf ears. "They act towards this environmental problem like the chemical industry 20 years ago: 

If we ignore it, maybe it will go away,' " he said. "But it won't."

Big business is not thinking a lot about the issue, either, but here and there the movement has won a corporate convert. For example, Nike; Interface, a carpet maker based in Atlanta; and the American subsidiary of Tetra Pack, the Swedish packaging concern, offset the business air miles traveled by their employees.

Interface pays American Forests to plant a tree for every 1,500 passenger miles its employees fly. "It's part of our program to minimize our impact on the environment," said Ray C. Anderson, Interface's chairman. "The cost is minimal, and we create enormous good will."
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Hydro wants to build electric car 

Canadian Press

Friday, September 20, 2002

Hydro-Quebec wants to enter into partnerships with manufacturers to market an electric automobile engine, utility president Andre Caille said Thursday.

Caille announced the desire for a collaboration as he inaugurated a new Avestor manufacturing plant for lithium-metal-polymer (LMP) batteries under a partnership with American company Kerr-McGee. 

Caille said the utility wants to develop a partnership to minimize the risks associated with developing a production process. 

Hydro-Quebec's research institute has developed three technologies that can be used for electric vehicles, including LMP. The first model of the battery being built in this town on Montreal's south shore will be used by the telecommunications sector.

Research to develop LMP for cars puts the company "months and months ahead of the competition", said Caille. 

http://www.hydroquebec.com/4d_includes/of_interest/PcAn2002-116.htm 
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For immediate release  Montréal, September 19, 2002  

Mission accomplished - Avestor, subsidiary of Hydro-Québec and Kerr-McGee, ready to market lithium-metal-polymer battery  

Avestor officially inaugurated today its lithium-metal-polymer (LMP) battery manufacturing plant, the Alpha plant, located in Boucherville, Québec.  

 “This plant, globally one of a kind, is now ready to market a top-performance product whose technological and environmental applications will mark the years to come. This remarkable technological breakthrough has a very bright future and is now ready for mass production.” affirmed Hydro-Québec President and CEO, André Caillé.  

Avestor technology has a target market estimated at over US$ 2 billion. The plant will employ 125 people this year, and a projected 350 more by 2004. The American firm Kerr-McGee Chemicals LLC and Hydro-Québec, who signed a partnership agreement in 2001, each hold a 50% stake in Avestor.  

Avestor, now recognized as the world leader in LMP battery technology, was founded in 1994 and has since been granted over 70 patents covering key aspects of this leading-edge technology. The company’s two short-term goals were, first, to ensure that this exclusive technology met requirements for the telecommunications and electric vehicle sectors and, second, to build an infrastructure enabling it to quickly bring its product to market. These goals have been clearly achieved and customers in several continents have already expressed interest. 

The LMP battery, developed in Québec over the past two decades, is based on the ACEP (polymer-electrolyte) technology developed by IREQ, Hydro-Québec’s research institute, and other partners, including the Centre national de la recherche scientifique. The LMP battery redefines performance standards in electrical storage. The technology’s exceptional characteristics and versatility make it a leading contender for applications in a wide range of industries.  

To learn more about Avestor and LMP, Kerr-McGee and Hydro-Québec, please visit the following Web sites: (www.avestor.com), (www.kmg.com), (www.hydroquebec.com). 
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Our New Hydrogen Bomb

By NICHOLAS D. KRISTOF

MESA, Ariz.

To understand how we might bolster our national security aside from invading Iraq, I'm on a General Motors test track here in Arizona, driving the coolest car you've never seen.

It's called Hy-wire, and it's a one-of-a-kind prototype: a four-door sedan fueled by hydrogen, capable of speeds of 100 miles an hour, whisper-quiet, and emitting no pollution at all — only water vapor as exhaust. It looks like a spaceship, with glass all around and no pedals or steering wheel. 

Jeff Wolak, the engineer who travels with Hy-wire and mothers it, explained that it is drive-by-wire, controlled by electronics and computers rather than cables and hydraulics. To accelerate, you rotate the handgrips. To steer, you move the grips up or down. 

Then Mr. Wolak tells me to drive the $5 million prototype. He is in the passenger seat and picks up what looks like a computer game console that he rests on his lap.

"It's a second set of controls with an emergency brake," he explains brightly. "We only have one of these vehicles, and we don't want to risk it getting in a crash."

And he hadn't even seen me drive. 

On the vast track, the Hy-wire zipped about flawlessly. It turns sharply, brakes smoothly and accelerates easily — all almost noiselessly. It's all you would expect of a $5 million car. And if a driver crosses to England, he could press a button and the driving controls would whirr over to the right front seat. 

Likewise, each driver of a family car could have a different steering mechanism. "It could be a joystick for the 20-something generation who are used to computer games, or a steering wheel for the older set used to a Cadillac," said Timothy Perzanowski, a G.M. engineer.

In short, hydrogen fuel cells are not necessarily a distant dream. Toyota, Honda and BMW also are churning out hydrogen prototypes. General Motors is talking about having the Hy-wire in showrooms by 2010 and selling a million hydrogen vehicles by 2015. 

"We see fuel cells as the first technology that has come along in 100 years that has the potential of competing with the internal combustion engine," said Scott Fosgard, a G.M. official involved in hydrogen cars. "We're doing this because we're going to make a boatload of money."

Mr. Fosgard says that eventually, hydrogen cars will have significant advantages: "What does it cost in New York for a parking space? Maybe $500 a month? Well, imagine if the parking garage paid you, because while it's parked there it's producing electricity that is sold back to the grid." 

This may be pie in the sky, of course. For example, it's true that hydrogen vehicles can generate electricity while parked, but the cost of producing it might be prohibitive.

History is littered with other energy technologies that fell flat: synthetic fuels, biomass, nuclear fusion, solar, electric vehicles. Hydrogen cars still face technical hitches, as well as the central challenge: how to cut costs. Carlos Ghosn, the head of Nissan, has joked that fuel cell cars would carry a sticker price of about $700,000.

Moreover, getting the hydrogen can be a problem and can produce greenhouse gases. Hydrogen does not exist on its own but is locked up in water and fossil fuels. The goal is to use wind energy to pluck hydrogen from water in the ocean, but in the near term it's more likely that the hydrogen will come from natural gas. 

The bottom line is that President Bush was dead right last month to offer $1.7 billion to boost hydrogen technology, although it would help if the White House also promoted high-mileage hybrid cars for the present. The government could also do more, by deregulating commercial power supply by fuel cells and by encouraging fleet purchases of hydrogen vehicles. 

What does any of this have to do with Iraq? 

Hydrogen cars are a reminder that there is more than one way to ensure our supplies of energy in the years ahead, even if invading Iraq and investing in hydrogen address the issue on very different time horizons. Nonetheless, I have to say that waging war seems a reflex, pushing toward a hydrogen economy a vision.

As Mr. Fosgard of G.M. put it only half-jokingly: "I don't want to say that this car will eliminate war, but we might not have wars for energy anymore. We'd have to find different reasons to go to war." 

http://www.salon.com/tech/feature/2003/02/25/hydrogen_source/index.html
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Not-so-clean cars

President Bush says hydrogen fuel-cell cars guarantee a pollution-free future. But there's a catch: Where's all the hydrogen going to come from?

By Katharine Mieszkowski

Feb. 25, 2003  |  On Oct. 30, 2002, a hydrogen fueling station opened in Richmond, Calif., with the kind of local fanfare typically reserved for the groundbreaking of a new civic institution, like a public library or a Wal-Mart. 

The mayor of Richmond, Irma Anderson, was on hand to fill up a Ford fuel-cell prototype, while Rep. George Miller pumped hydrogen into a Hyundai SUV. The goal: to show that anyone -- even a member of the U.S. House of Representatives -- can gas up one of these newfangled fuel-cell vehicles. 

Hydrogen fuel-cell cars have long been popular with environmentalists eager to escape fossil fuel nastiness, and earlier this year President Bush boosted hydrogen's public profile when he lent the cause his bully pulpit and promised federal budgetary support to these "pollution free" cars. Cars that run on electricity generated from hydrogen fuel are a dream that easily draws bipartisan support: a futuristic, technocratic cure for the country's overdependence on foreign oil and environmental problems. 

It's not a dream that will be realized tomorrow or even next year, however. A host of serious technological hurdles must be overcome before gasoline is obsolete. There are the questions of how hydrogen will be stored and distributed on a large scale. And then there's the problem that hydrogen isn't necessarily the environmental panacea that its advocates proclaim it to be. Hydrogen doesn't occur in a natural state, like coal or oil or natural gas -- it must be produced by a process that itself consumes energy, with inevitable consequences for the environment. 

Take the Richmond station, which generates hydrogen fuel by electrolysis, a process that separates water into hydrogen and oxygen. Using technology from Canada-based Stuart Energy, the separation process is powered by electricity. The catch: The electricity comes off the grid. 

"You can connect to the grid, or you can connect to renewable sources like wind and solar," says Wanda Cutler, a spokeswoman for Stuart Energy. "The grid is very clean, and you don't necessarily have to make your hydrogen during peak periods." 

The grid is very clean? In the United States more than 50 percent of power plants are coal-fired, while renewable sources, like wind, account for less than 2 percent of electrical energy, according to the Union of Concerned Scientists. http://www.ucsusa.org/clean_energy/renewable_energy/page.cfm?pageID=45

"If you take the electricity from the current energy mix in the U.S., then in fact it doubles the CO2 [produced] per mile," says John Turner, a principal scientist at the National Renewable Energy Laboratory in Golden, Colo. 

Translation: Driving a hydrogen-powered car juiced with fuel generated by electrolysis could actually be worse for the ozone layer than sticking with gasoline. 

"Electrolysis totally defeats the purpose in terms of greenhouse gas emissions," says Sandy Thomas, the president of H2Gen Innovations in Alexandria, Va., a start-up with a prototype for a competing hydrogen-generation system that converts natural gas into hydrogen at the gas station. Even if future hydrogen were solely generated from natural gas, as is currently the case for most hydrogen production, it still wouldn't be pollution free. 

So what's the answer? For environmentalists, the only way to go is to make sure the electricity to separate the hydrogen is generated from renewable energy sources, like wind, solar, hydroelectric or geothermal energy. 

"If we're going to a hydrogen economy, we must simultaneously move toward renewable electricity," says Turner, who conducts research on photoelectrolysis to make solar power more efficient. 

But President Bush, despite his enthusiasm for clean cars, has apparently not figured out this part. In the same federal budget where Bush asked for more money for his hydrogen initiative, he cut funding for some renewable-energy alternatives, like wind, while increasing spending for nuclear energy. In fact, the Nuclear Energy Institute, a pro-nuke trade group, hailed Bush's commitment to hydrogen with this headline on its Web site: "President Bush Calls for Use of Nuclear Energy to Power U.S. Hydrogen Economy." 

Nuclear energy isn't exactly pollution free. Of the many challenges involved in bringing cars that run on hydrogen to market -- fuel infrastructure, automotive technology, cost, safety -- this may be the biggest hurdle to the cars' having a real-world impact: Where will the hydrogen come from? 

In Bush's 2004 federal budget, submitted to Congress on Feb. 3, the president designated $273 million for research into hydrogen fuel cells, including studies on deriving hydrogen from coal ($5 million), nuclear sources ($4 million), natural gas ($12.2 million), and renewable alternatives such as solar and wind ($17.3 million). 

The nod to the old-school energy industry disturbed environmentalists, since it's hard to call coal the road to a "pollution free" car. 

"None of this money should be going to coal. It's like running to McDonald's if you want to lose weight," says Brendan Bell, a spokesman for the Sierra Club. 

Environmentalists found it even worse after Bush viewed fuel-cell-powered cellphones, laptops and scooters at an event at the National Building Museum on Feb. 6. The president then touted nuclear fusion as one promising path for producing hydrogen. "The energy produced will be safe and clean and abundant," he said, not bothering to mention the nuclear waste byproduct. "If we develop hydrogen power to its full potential, we can reduce our demand for oil by over 11 million barrels per day by the year 2040," he cheered. 

There's even money in the new budget to support technological research into reforming gasoline into hydrogen right onboard a fuel-cell vehicle in order to power it. 

But how much of an impact will using gasoline for hydrogen production have on reaching "energy independence"? According to the Department of Energy, some 96 percent of hydrogen around the world is produced from fossil fuel sources such as natural gas, oil and coal. Even with the help of hydrogen, weaning American drivers off fossil fuels will be a challenge. 

The vast majority of hydrogen used in the U.S. today, however, has nothing to do with foreign oil: It is generated by the "steam reforming" of natural gas, according to Turner. In steam reforming, extremely hot steam (700-1,100 degrees centigrade) is mixed with methane gas in a specialized reactor. 

The process is only 85 percent efficient, meaning that some energy is "lost" when natural gas is converted to hydrogen. Which raises the question, why bother? Why not just convert combustion engines to run on natural gas and be done with it? 

Scientists say that while some energy is wasted, a fuel-cell vehicle powered with hydrogen derived from natural gas is still more efficient than, say, a car powered by natural gas. 

"Energy is lost," says David Friedman, a senior analyst for the Union of Concerned Scientists, "but fuel cells are more efficient than internal combustion engines using natural gas, so they more than make up for that." 

The environmental benefit is also considerable. "[In fuel-cell cars] the vehicle is zero emission. The compressed natural gas vehicles on the road are low emission, but they're not zero," says Turner. 

Most of the cars and buses at the California Fuel Cell Partnership, a research consortium of automakers and energy companies, get their hydrogen through just such steam-reformed natural gas. The automakers in the partnership already have 21 cars and three fuel-cell buses on the road in California, either in prototype or actually leased to customers. 

Natural gas is abundantly available in the U.S., so going that route will help energy independence. Plus, driving a hydrogen-powered car with the fuel derived from natural gas will lead to cleaner air in cities and near freeways. It will even cut greenhouse gas emissions by one-half, according to Turner. 

"Natural gas is viewed as the fuel to bring us to a hydrogen economy, because we can extract hydrogen from natural gas. It's more plentiful, and it produces less carbon dioxide when it's burned," says Brian Adams, a public information officer at the Rocky Mountain Institute. 

Still, the conversion does initially produce CO2, making the resulting fuel-cell cars not quite "pollution free." 

Here's the environmentalists' dream for a hydrogen economy: 100 percent hydrogen-powered vehicles running on fuel generated through electrolysis, where the energy used to electrolyze the water is created through solar power or wind power. That would also greatly please those in favor of energy independence, since we have plenty of wind and sun right here. "We don't have to go to the Middle East for sunshine," says Turner. "We've got plenty out in the Mojave Desert." 

But Bush's 2004 budget reduces the amount of research dollars going into renewable-energy sources over the previous year, according to the Union of Concerned Scientists. For instance, the administration recommended cutting the budget for wind power by 5.5 percent. 

"These budget cuts reduce the chance that the Bush administration's hydrogen plan will deliver on its promise," said Friedman. "We need a shift in budget priorities toward renewable energy sources and away from fossil fuels if we want to have a clean, homegrown hydrogen future." 

Still, federal scientists at the National Renewable Energy Laboratory say that their research will benefit from the new attention from the top, according to George Sverdrup, technology manager for the lab's hydrogen fuel cells and infrastructure technologies group. 

The lab is researching producing hydrogen from biomass, including Georgia peanut shells. "We're not saying that peanut shells are going to provide the hydrogen for the country, not at all," says Sverdrup. "But around the country, there are different types of biomass that right now are waste material." 

Turning agricultural waste into hydrogen fuel could still produce a carbon byproduct, for which other projects at the lab are exploring ways to create a commercial market. Even renewables are not necessarily CO2free. 

Research into renewables at the lab includes deriving hydrogen from certain algae, and making hydrogen through electrolysis that uses solar energy more efficiently. 

While the U.S. government is cutting funding for some renewables, other countries are taking them more seriously. Ron Pernick, a principal at Clean Edge, an energy consulting firm, points out that the Japanese environmental ministry is funding a study that uses wind power to convert seawater to hydrogen. The same ministry, according to Adams of the Rocky Mountain Institute, has set a mandate of having 50,000 fuel-cell vehicles on their roads by 2010. 

It's also the Japanese automakers -- Honda and Toyota -- who have gotten the keys to fuel-cell vehicles into the hands of consumers in California before American automakers have. 

Like the nuclear energy industry, renewable-energy advocates still have high hopes for their role in hydrogen. "It means a terrific market for wind generation. If you take electricity and shoot it through an electrolyzer to make hydrogen, where do you get the electricity from?" says Joe Richardson, president of Harnessing Dakota Wind, who believes that wind will be able to produce hydrogen more cost effectively from electrolysis than through the steam reformation of natural gas. 

But even those who would like to see a hydrogen economy, fueled by the wind and the sun, have their doubts about what part renewable energy will play. 

"The hydrogen economy is not a renewable economy. It's an absolute fantasy," says David Morris of the Institute for Local Self-Reliance, who points out that it has taken 30 years for renewable energy to get to just barely 2 percent of usage in the U.S. "At what point would they get to 2 percent of their hydrogen economy from renewables? It wouldn't be before 2030 or 2040. I don't want to spend another 40 years getting 2 percent of the hydrogen economy." 

Katharine Mieszkowski is a senior writer for Salon Technology. 

http://evworld.com/databases/storybuilder.cfm?storyid=496&subcookie=1

EV Party and Politics

 For a couple hours the corner of Euclid and Grant in Santa Monica had the hightest concentration of private EVs in America. 

By Josh Landess

Dispatch from the sunny front lines of the EV revolution.

EV World Feb 15, 2003

"No production company in the entire world makes electric cars that you can go out and buy with the exception of some small companies that make one or two here and there." 

[See also EV World's streaming audio telephone interview with Paul Scott and other EV party participants.] 

With this statement, Paul Scott started a meeting of several dozen EV enthusiasts at his house in Santa Monica. The purpose of the meeting was to strategize about the upcoming California Air Resources Board (CARB) meeting and to write letters and send them to CARB so as to attempt to let them know that Production Battery EVs are worth continuing to pursue. 

The meeting will be held in Sacramento on March 27 (recently postponed from February 27). It will be "a public hearing to consider the adoption of the 2003 amendments to the California zero emission vehicle regulation". Those who decide to attend should research the details at www.arb.ca.gov. There is concern that after years of tremendous pressure and lawsuits from auto makers and now the Federal Government, the Board will alter regulations in a way that will result in no new highway capable Battery Electric Vehicles being available anywhere: an EV Blackout. 

Citizens of many other states have effectively been in an EV blackout for decades, with the only exceptions being do-it-yourself efforts or very small makers. In California, the blackout is once again in force. Toyota, the last large maker to be making any EVs available to comply with the mandate, shut down their program this past fall. 

With two dozen of the vehicles present, there were many test-drives prior to the meeting. As always seems to be the case, the vehicles rated highly on the "Wow-where-can-I-buy-a-new-one?!" scale when folks had a chance to drive them. The answer now of course is: Nowhere. 

Several EV1s were present and it was a great opportunity to try them before GM forcibly takes every single one back from California leasers and destroys some while redistributing others. GM is using force in the sense they are refusing to allow lease renewals and are refusing to allow outright purchase of the vehicles at any price. 

Since the EV1 is in the opinion of some leasers the very best vehicle they have ever driven, and since it could be a great tool worldwide for any homeowner wishing to avoid purchase of petroleum, there has been some talk of some leaser trying to resist this "confiscation" (as activist Doug Korthof put it at the meeting) but no such event seems to have taken place as yet. 

The EV1s, RAV4 EVs, S-10 Electric Pickups, a Think City, an NEV, a Ford Station Wagon conversion and other vehicles stood outside as the sun went down in silent testimony to vehicles that could be here, now, using zero oil and getting millions of citizens to and from work, school, errands and recreation, every day of the year. It was an odd site, because there were so many EVs parked on the street that they were the norm, rather than the exception. They looked like new and shiny and competently-made conventional vehicles, except that you knew they were slightly different; it was a site of parked cars as perhaps they "should" be. 

I'd like to give a full account of all the presentations that were made, but for various reasons that is not possible. For one thing, we're up against some of the most competent and able lawyers and lobbyists around (Automobile Manufacturers Association, Western States Petroleum Association) so it would be unwise to do so. Here are a couple of points made that I thought would be worth passing on, for those interested, and then a few thoughts of my own. 

Mr. Scott said: 

"I just found about all this, this summer, and I became a convert very quickly. Those of us who have these cars know what we've got. We know that the car companies have quit making them for reasons that they stated had to do with no demand or the cars aren't good enough, or this, that and the other thing. We know different. We know that the cars are more than adequate for our needs, for commuting throughout the LA area, the San Francisco area, we know they have more than enough power, and we'd like to see more of them made." 

The main speaker was Greg Hanssen. He is with PEVDC.org (Production Electric Vehicle Drivers Coalition), representing all the folks who drive Production Electric Vehicles. They have managed to intervene in some of the lawsuits. Donations to PEVDC.org legal fund are welcome. 

Some of Mr. Hanssen's further points: 

Many drivers have had friends who have tried to get cars and couldn't get them. The mandate looks now to get pushed back to 2005. The makers won't have to show credits until 2005. Toyota has enough banked credits from pre-2005 such that they won't need to produce anything new for many years. CARB is worried that Toyota might sueSome Board members have given some indication they don't want to see a ZEV blackout, but how to accomplish that is another matter. They are being careful as to how they go about things. 

A quote from Mr. Hanssen's presentation: 

"...Right now ARB regulations favor fuel cells. They're willing to give up on battery electric cars because they say they've tried it and there's no market and the cost is too expensive. What's funny is [CARB] says the incremental cost for the BEV is $17,000 right now. They say the incremental cost for a BEV 10 years from now will still be $17,000, as if there will be no improvement in the technology. Yet, they say that the incremental cost for a fuel cell vehicle right now is $1,000,000 per vehicle. That will drop to a $120,000 difference in 2011 and then magically will drop to a $9,000 incremental difference in 2012. Now how they drop from $120,000 to $9000 in one year, I don't know. I'm not that optimistic about fuel cells myself. 

"I believe we have the technology right now to build zero emission vehicles like those parked right out front, and there's no reason why they couldn't build more today. [...] And if the Air Resources Board thinks that they can back off on Battery Electric Vehicles because they have an incremental cost right now and an uncertain market, they will *never* have a ZEV program because they will have the same problem with fuel cells 10 years from now, guaranteed." 

Mr. Hanssen also remarked on the "torment" that EV1 and EV+ owners are going through. EV1s are being taken back. Some will go to NY, others will most likely be crushed. GM is giving away 20 mph Neighborhood EVs on one year trial leases as a way of getting out of offering real EVs, and they're going to get credit for it, taking advantage of a loophole. GEMs also are being used to get credits for the program. 

The role of the electric utilities in trying to express demand for EVS was discussed. Mr. Hanssen made clear that in the area of EVs, the utilities are very much on our side, even if some of us regard them as more foe than friend in other areas (such as their proposals to impose fees on home solar energy generation). 

Heres my own analysis: 

I spent the whole meeting thinking, in part: Why is all of this so hard? Why is it so hard for long-standing paying customers to get the cars they're willing to pay for and the respect and honest treatment they've earned? Why are allegedly profit-seeking businesses ignoring that some of their very low production vehicles are unexpectedly drawing such attention that there are significant waiting lists for those vehicles? 

With or without California State Government Intervention, I don't think it would be hard (or overly costly) to produce a few thousand good EVs per year and distribute them to the world. I have not heard one single really plausible explanation to the contrary. 

There was little or no mention at the meeting that Oil company Chevron Texaco owns a controlling interest in Texaco-Ovonic, the battery company which controls the main patents on the NiMH batteries that are so important to the EV1, RAV4 EV, Prius Hybrid, Civic Hybrid and EV+. There was little or no mention of the fact that Toyota and Matsushita are presently being sued by that company for patent infringement. 

NiMH batteries for EVs made by Texaco Ovonic may cost a lot (e.g. $30,000 or so for a prototype, I've heard) but at some point the dam is going to have to burst and good batteries will become available for EV builders, whether Chevron-Texaco likes it or not. With each day that passes, we are closer to Chinese and others' mass production of good batteries, and greater availability and testing of all manner of alternatives, such as the various Lithium formulas we are hearing so much about lately. 

I met a very nice mother-daughter team who were attending because the entire matter struck them as a worthwhile cause, and they'd done a lot of research into hybrids and EVs. They made several insightful comments about how hybrids and EVs are designed. On the issue of how difficult the battle has been, they drew parallels with the lengthy (centuries-long) effort to eradicate slavery. 

One speaker held that we should be careful to put forth credible views which cannot be easily "marginalized". This seemed like some of the best advice of the night. There has been ample evidence that a primary tool of Political and Auto industry forces has been to characterize better-mileage-car advocacy as coming from the "fringe". 

If you've never tried a new technology (such as a highway capable Electric Vehicle) you may have a feeling just from reading that it's somehow only of fringe interest. I thought this about EVs until I tried them, and then I realized, boy, these things really are a bit addictive and a real option for some drivers, if we could only get them made. 

The entire meeting took place against a backdrop of recent national events, such as Bush Administration Energy Proposals for fuel cell vehicles and plans to drill in ANWR (I can't figure out if they're still proposing massive tax breaks for Oil and Gas companies, as they have in the past) in return for an offer of more "research" into Renewable Energies (as though there's something wrong with actually buying the renewable energy devices that are for sale, right now, ready to help us toward domestic energy sufficiency) . 

There was not much discussion of the proposals at this meeting and I was glad of this. They were arguably a shameful attempt to present a botched half-baked National Energy Policy. How do you argue the details of such a thing? The proposals seemed designed to delay real competition in the Power Production, Storage and Conversion industries. 

The Bush Administration has been waging a successful campaign against EVs, Solar energy and other technologies for two years now by shutting them out of virtually all discussion as viable options for real progress right now. This pattern seemed to continue with the recent proposals. Over the last few months, the worldwide quid-pro-quo seems to be that everyone including Environmentalists will endorse hybrids as "the" answer while sanctioning that EVs not be discussed at all. It is as though we are hearing "What is good for Exxon-Mobil is good for the country", just as decades ago we used to hear "What is good for GM is good for the country." 

I hope that several Auto Union Leaders will make a point of traveling to Sacramento for the March 27 CARB meeting. I invite them to contact evworld.com if they wish to make arrangements for testing some EVs. I fear that America has already lost EV-related and other alt-fuel industry jobs to countries such as China and South Korea. Those countries do not seem to say: "Better cars are ok so long as hydrocarbon companies are not cut out of the equation". The prospects for future job loss seem worse. I hope I'm wrong. 

A few days after the meeting at Mr. Scott's, I visited a Home Depot and could not help but notice the plethora of affordable and ingenious new high-efficiency light-bulbs available and being bought without hesitation by so many people. It was only a few years ago that we would hear nothing but derision when we tried to extol the virtues of those technologies. We would hear about how consumers didn't "want" them at higher prices, how the costs were difficult to lower, and how the big companies were afraid of selling such durable products that would not need frequent replacement. 

Lo and behold we are hearing the same exact things about Electric Vehicles and other alt-fuel products. I wonder if the scenario will play out similarly. 

The upcoming CARB meeting, and the looming repossession of the remaining leased EV1s, EV+s and other Production EVs, are matters of some urgency. Mr. Scott has apparently decided to use the time afforded by the postponement of the CARB meeting to try to bring these pressing issues more to the attention of major national news organizations. 

Members of the press looking to inquire as to his story and check his claims for themselves may contact him at : 

pscottvfx@earthlink.net

(310)399-5997 home 

(310)403-1303 cell 

http://www.evworld.com/databases/shownews.cfm?pageid=news140203-03

California Defends, Reconsiders Auto Emission Rules

"The federal government and polluters are synonymous," says California Attorney General. 

Source: AP 

[Feb 14, 2003] 

SAN FRANCISCO - The Bush administration and automakers have urged a federal appeals court to nullify California rules demanding that producers reduce emissions or increase miles per gallon for new vehicles sold in the state.

As California was defending the rules in court Thursday, state regulators said they were revising regulations for electric and hybrid vehicles they released just last month.

The case before the 9th U.S. Circuit Court of Appeals centers on a Fresno federal judge's order last year that barred California from demanding that 10 percent of automakers' fleets sold here produce zero emissions beginning next year.

Recognizing that 10 percent was unreachable, the California Air Resources Board amended the provision to let manufacturers comply by selling so-called electric-gasoline hybrid cars as long as they get at least 30 percent more miles per gallon than what federal fuel-efficiency standards require.

At least 12 companies under the umbrella of the Alliance of Automobile Manufacturers - which include General Motors, Ford Motor and DaimlerChrysler - submitted briefs opposing the rule.

DaimlerChrysler's attorney, Edward Warren, told the appeals panel Thursday that meeting the requirements diverts money and scientists from researching hydrogen fuel cell technology. President Bush touted hydrogen fuel cell technology in his State of the Union address as an ideal pollution-free transport.

California's rule, Warren said, stands in the way "of solving the problem of hydrogen fuel cells." If the court upholds California's clean-air rule, Warren added, "other states could piggyback under California."

California has long led the way in regulating the auto industry, at times prompting other states and federal regulators to follow suit.

As lawyers were arguing the case, state regulators simultaneously said they are revising regulations for low-pollution vehicles they released in January, and will eliminate wording that triggered the potential conflict with federal law. That will push the issue off the Air Resources Board's agenda at least until late March.

Environmentalists called the regulations weak and the industry said they were unworkable. The rules were an attempt to abide by the Fresno judge's ruling, and to enact some type of emissions regulations while the meat of the rule was being litigated in court, possibly for years.

"Nobody was comfortable with the proposal," said Air Resources Board spokesman Jerry Martin. "The auto industry is never going to be comfortable and the environmental groups want it stronger."

The crux of the court challenge is that California had no legal authority to enact its vehicle emission rules. Only Congress can adopt rules shaping vehicle mileage, the automakers and the Justice Department argued Thursday.

"The states do not have a role in fuel economy standards," Justice attorney Robert Loeb told the three-judge panel.

The government's oral argument and briefs centered only on the separation of powers between the states and federal government. In an interview after the hourlong hearing, Loeb said the government's alignment with automakers was not based on the president's State of the Union address.

An hour before the hearing, California Attorney General Bill Lockyer offered his own explanation for the Bush administration's intervention.

"The federal government and polluters are synonymous," Lockyer said.

Inside the courtroom, California Deputy Attorney General Marc Melnick argued that California has a right to use fuel-economy to combat vehicle emissions, which account for about half the state's air pollution.

Word Thursday that the California Air Resources Board will revise its regulations underscores the complexity of writing new vehicle emissions standards.

On one hand, litigation is preventing the board from demanding fuel efficient cars. And automakers have not yet produced a nonpolluting vehicle popular to most motorists.

The proposed vehicle-emissions regulations the board tabled, for example, would have allowed manufacturers to avoid putting any additional zero-emission vehicles on the road through 2009 by granting automakers credits for low-pollution vehicles.

While any new regulations will avoid the miles per gallon language that triggered the legal challenge, Martin said, "everything else is up for grabs."

http://www.evworld.com/databases/shownews.cfm?pageid=news130203-02

Peugeot to Focus on Hybrids Instead of Fuel Cells

Company head says many obstacles facing fuel cell cars justify decision to concentrate research on hybrid-electric vehicles. 

Source: AFX News 

[Feb 13, 2003] 

PARIS (AFX) - PSA Peugeot Citroen said it is focusing its research priorities on hybrid gasoline-electric cars rather than more environmentally-friendly fuel-cell vehicles, the Financial Times reported. 

Peugeot chief executive Jean-Martin Folz said the technical barriers to fuel cell development mean hydrogen-powered cars will not be a commercial reality for at least 15 years, the newspaper said. 

Folz said the company has spent only "a few million euros" had been spent so far on fuel cell research and no major new investment is planned. 

"We have decided not to embark on large expenses for development of this technology," he said. "The many obstacles that fuel cell cars are meeting justifies that decision." 

Folz said Peugeot will instead be launching "hybrid" cars which use a battery to improve the efficiency of traditional petrol or diesel engines. 

Both Peugeot and Citroen-branded hybrid models will be launched next year. 

newsdesk@afxnews.com 

Copyright 2003 AFX News Limited. All Rights Reserved. 

http://www.evworld.com/databases/shownews.cfm?pageid=news110203-03

ACEEE Sees Future Role for Hydrogen, But Urges Action Now

American Council for an Energy-Efficient Economy urges Bush Administration to not put all its "eggs" in the hydrogen "basket." 

Source: ENN 

[Feb 11, 2003] 

The American Council for an Energy-Efficient Economy (ACEEE) applauds the President's call for accelerating the deployment of hydrogen-powered vehicles in the United States. Hydrogen-powered vehicles could mitigate major environmental, economic, and political problems we now face as a result of our over-reliance on fossil fuels. "However, oil dependence and price volatility, as well as rising greenhouse gas production, are critical problems today, and we have tools to begin addressing them today," stated Therese Langer, ACEEE's Transportation Program Director. "We cannot afford for a single year to slack off on efforts to curb our appetite for energy, and in particular for oil." Nor can the United States afford to put all its "eggs" in the hydrogen "basket"; we need to pursue a mix of technologies and policies.

"Regardless of what mix of energy sources we use, energy efficiency remains key to achieving a sustainable energy future," said Bill Prindle, ACEEE's Deputy Director. "Without moderation in energy demand, any energy supply system will be unsustainable because it will have to compete too hard for capital, land, materials, and other scarce resources."

In the transportation sector, mass-produced hydrogen fuel cell vehicles are a tantalizing vision that may well materialize. But best current estimates place an affordable fuel cell car or truck at least fifteen years away. In the meantime, technical challenges presented by fuel cells (for example, longevity, price, response to fuel impurities, and operating temperatures), on-board fuel storage and reforming issues, and -- most importantly -- lack of an infrastructure to deliver hydrogen (or another non-fossil fuel from which to generate hydrogen) pose enormous obstacles. These obstacles are not insurmountable, but getting over them will require plenty of time, as well as money. 

Once fuel cell vehicles have entered the market in earnest, it will take an additional decade for them to replace the vehicles on the road. And that's assuming they'll outperform the competition, which is not a safe bet. Taking into account the likeliest paths to hydrogen production, some of which involve continued reliance on fossil fuels, fuel cell vehicles may not offer any significant advantage (in terms of global warming or air pollution) over advanced hybrid-electric vehicles. 

"By all means," added Langer, "let's invest in research and development to accelerate the advance of hydrogen fuel vehicles, as part of a portfolio of technologies to cut down on fossil fuel use in the longer term. But our energy problems can't wait -- and they don't have to. There are many strategies we can pursue starting this year." Strategies include incentives for purchasing efficient vehicles, higher fuel economy standards to ensure that those vehicles are available, and policies to encourage people to drive less. Investing in new technologies for tomorrow should not deter us from applying the tools we have today to increase our energy security, protect the environment, and keep our economy strong.

For more information, contact:

Therese Langer

Transportation Program Director

American Council for an Energy-Efficient Economy

202-429-8873

TLanger@aceee.org

www.aceee.org

http://www.evworld.com/databases/shownews.cfm?pageid=news110203-06

Los Angeles Buys Fleet of Toyota Prius Hybrid-Electric Cars for City Use

Toyota delivers over 130 Priuses to City of Los Angeles. 

Source: Toyota 

[Feb 11, 2003] 

TORRANCE, Calif., Feb. 10 /PRNewswire/ -- In one of the largest fleet transactions yet for its environmentally responsible Prius hybrid electric-gas car, Toyota Motor Sales (TMS), U.S.A., has delivered over 130 units thus far to the City of Los Angeles.

"The Prius fleet agreement with the City of Los Angeles is an important step in Toyota's continuing efforts to reduce the environmental impact automobiles have in major cities," said Ken Camarillo, TMS fleet field manager. "We look forward to expanding fleet sales of our hybrid technology in Los Angeles and many other major cities throughout the U.S." 

The agreement to purchase the vehicles began early in 2002 with an original order of 23 units. Los Angeles bought the Prius fleet for use by a variety of municipal agencies, such as parking enforcement. The vehicles have proven so popular that the city increased the size of their Prius fleet to its current level and has plans to purchase more units in the future. The City of New York currently has the largest fleet. 

"The fleet purchase of the Toyota Prius is a significant step toward achieving our goal of having one of the cleanest, most-efficient big-city fleets in the nation," said Jim Bonnville, Los Angeles director of fleet services. 

As part of the transaction, the University of Toyota's Technical and Body Training Development department provided a training course for Los Angeles city service technicians on Prius operation and proper maintenance of the hybrid system. The training course was developed by TMS Technical and Body Training Development Manager, John Saia, and Toyota Technical Training Administrator, Natae Cutler. A specialist in the Toyota Hybrid System, Cutler also conducted the course. 

"As a result of the City of Los Angeles technician training, we've created a new 'off-the-shelf' curriculum package that can be used to train Prius fleet customer technicians in other regions," said John Saia. The new training package will be available to Toyota regions in early 2003. 

"The training program conducted by the University of Toyota was an invaluable tool in properly training our service technicians to ensure proper and safe maintenance of our Prius fleet," said Richard Coulson, automotive supervisor for training safety and compliance, City of Los Angeles. 

Introduced in 1997, the Prius is the world's first mass-produced hybrid electric-gas vehicle. Prius is a technological breakthrough in combining an efficient, powerful, gasoline engine and a clean, quiet electric motor. It automatically switches between the gasoline engine and electric motor, depending on driving needs and is ideal for city use. And, because the gasoline engine recharges an onboard battery pack, Prius never needs to be plugged in. 

Configured as a roomy five-passenger sedan, Prius has an EPA fuel economy rating of 52 mpg in the city and 45 mpg on the highway. It also is certified as a super ultra low emission vehicle (SULEV). 

Government agencies across the nation have chosen Toyota's Prius hybrid sedan for clean, efficient transportation. In addition to the cities of Los Angeles and New York, other city and state government agencies that have chosen Prius include California, Washington, Houston, Oregon, San Francisco, Austin, Florida DEP, Nevada, Colorado, Denver, Missouri, San Antonio, and Maine. Even smaller towns such as Vail, Colo. and Mesquite, Tex. have ordered the Toyota hybrid. 

Worldwide, Toyota has sold more than 100,000 Prius hybrid sedans, and also sells hybrid luxury sedans, four-wheel-drive minivans and commuter buses in Japan. Prius went on sale in the United States in July 2000. Since then, more than 40,000 units have been sold or leased to retail and fleet customers. Toyota sold more than 20,000 Prius in the United States in 2002. 

Nine out of 10 hybrid vehicles on the road today are Toyotas. 

For further information please visit www.toyota.com .

http://www.evworld.com/databases/shownews.cfm?pageid=news110203-08
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Flexcar Wants to Add More Hybrid-electric Cars in DC

Flexcar hopes to add more environmentally-conscious vehicles to its car-share fleet. 

Source: TheCommonDenominator.com 

[Feb 11, 2003] 

By LaSHELL STRATTON

Staff Writer

Representatives of the national car-sharing service Flexcar said they want to help the environment and D.C. neighborhoods by bringing hybrid gas/electric cars to the District. But out of the company’s 17 cars parked near D.C. Metro stations, only one or two are hybrid vehicles.

"Because we started with gas cars, we’re always going to have both gas and hybrids," said Jill Frick, Flexcar’s general manager for the D.C. area. "We hope to one day have at least 50/50 because of our commitment to the environment."

But the big selling point of companies like Flexcar is not concern for the environment. It is the offer of yet another alternative to car ownership, cabs and public transportation. Car sharers are billed by the hour or mile or month. They can reserve cars by phone or online in 30 seconds, in some cases. Unlike rental car services, car-sharing companies do not require drivers to sign paperwork each time the vehicles are used. Frick said Flexcar requires no security deposit or annual fees.

Flexcar, which began in Seattle in 1999, started offering its cars in the District a little over a year ago when it won a contract with the Washington Metropolitan Area Transit Authority and brought 22 Honda Civic four-door sedans to 12 Metro stations. It has since expanded to 42 cars at 24 Metro stations and hopes to add 50 more cars this year.

Frick estimates that Flexcar members in the metropolitan area use the cars two to six hours per month, but the number of members who use each car varies.

"It can be as many as 20 to 40 people per car," she said.

In one year Flexcar came up with many ideas to use its partnership with Metro to its advantage. One example is a promotional offer found on the company’s web site. The ad says members of the Greater Washington Board of Trade who sign up for a Flexcar and Metrochek can get up to 300 hours of car-sharing service at a value of $1,500, depending on how many employees sign up. Neil Peterson, president and founder of Flexcar, said in a news conference Jan. 31 that local drivers would soon be able to borrow a Flexcar with the "Smartcards" offered by Metro in addition to the standard "Flexcard" the company offers.

Frick said there are three reasons why Metro chose Flexcar over other services for partnership: Flexcar had experience working with public and private partnerships, the company was environmentally friendly and Peterson had past experience with public transportation as a general manager of Seattle and Oakland, Calif., transit systems.

"We also service to economically diverse neighborhoods," Frick said.

But Gabe Klein, regional vice president of Zipcar – Flexcar’s only car-sharing competitor in the District, said he is somewhat unsettled by the Flexcar and Metro relationship.

"From what my understanding of it is, that it is mainly a marketing partnership," Klein said, "whether or not places like WMATA should be forming partnerships like that…is open to questioning."

Klein said the partnership between the two has had no apparent effect on Zipcar’s business in the metropolitan area and that there is no difference between the two car-sharing services when it comes to Metro access.

"We have cars at many Metro stations as well…. We believe we complement the current transportation services. To be honest, there needs to be cars in other places besides Metro stations. People need cars at places that are not accessed by public transportation," Klein said, alluding to some of the Zipcar locations that can’t be reached by Metro.

The Cambridge, Mass., based Zipcar started like Flexcar in 2001 in the D.C. area. In one year, it expanded from 12 to 30 cars at D.C. locations. Klein said his company also offers hybrid cars. They were added to Zipcar’s fleet in D.C. in 2002.

Klein said he has no statistics on how often Zipcars are used in the District, but the "self-service cars by the hour," as Klein prefers to call them, are particularly popular in the Dupont Circle neighborhood, where they are used continuously.

Ward 1 Councilman Jim Graham says residents of his ward also heavily use the shared cars. Ward 1 has one of the lowest per capita car ownership rates in the city, Graham said during the Flexcar/Metro news conference on Jan 31. For Graham, the lack of car ownership is an example of the changing nature of transportation in the District. 

"D.C. has become more Manhattanized – the way of life in Manhattan is that you don’t need a car," said Graham, who also serves as chairman of WMATA’s Joint Development Committee. He said that though some people may question why a public transportation service like Metro would form a partnership with a company like Flexcar, he believes the partnership was a fortunate collaboration.

"Twenty percent of those [in D.C.] who sign up for Flexcar live in Ward 1. Seventy-five percent of Flexcard owners use buses once a week and almost 90 percent use Metro once a week," Graham said. "It was a natural partnership."

http://stacks.msnbc.com/news/871845.asp

States mull curtailing use of SUVs 

Massachusetts considers slashing 4-wheel drive fleet 

ASSOCIATED PRESS 

BOSTON, Feb. 12 — Already under fire for their fuel efficiency and safety records, sport utility vehicles now may face elimination from public service in Massachusetts and other states. 

GOV. MITT ROMNEY is considering slashing most of the 428 SUVs in the state fleet, a move expected both to save money and score political points among environmentalists.

“We see absolutely no reason why administrators or field reps at the Lottery need to have SUVs,” said Eric Fehrnstrom, a top Romney adviser.

Fehrnstrom said the move has not been finalized, and no decision has been made on what types of cars will replace the SUVs. In all, there are 3,385 passenger vehicles, trucks and vans registered to state government.

Romney’s state police security drives him in a Ford Excursion, but it has not been decided if he will have to give up the SUV.

“We are looking at eliminating nonessential SUVs, not banning them entirely,” Fehrnstrom said.   

There are no hard figures on potential savings of the proposed elimination. Massachusetts budget officials project that SUVs cost 50 percent more to purchase and 50 percent more to operate because of fuel inefficiency. A new SUV costs between $27,000 to $45,000.

At a current average gas price in Massachusetts of $1.52 per gallon, trading in all 428 state SUVs would save taxpayers nearly $130,000 in gas money for the year, officials estimate.

Despite criticism from environmentalists and safety experts, SUVs remain popular with the public. General Motors last year became the first manufacturer to top 1.2 million SUV sales in a calendar year, spokesman Michael Morrissey said.

“There’s some groups that are critical of those vehicles, but overwhelmingly customers are selecting them in larger numbers,” Morrissey said.

Still, environmentalists applauded Massachusetts’ proposed elimination, suggesting other governors follow suit.  

“Governors are looked up to by many in their states and need to set a good example,” said Dan Becker, director of the Sierra Club’s Global Warming and Energy Program in Washington. “It sounds like he’s trying to be responsible.”

In Connecticut, where Gov. John G. Rowland generally travels in a Lincoln Town Car, officials are reviewing the need for the state’s 195 SUVs, citing budget problems, according to state Administrative Services department spokeswoman Donna Micklus.

Newly elected Vermont Gov. James Douglas plans to travel by SUV only when he has to, spokesman Jason Gibbs said.

“When it is snowing, the (state) troopers prefer they take the four-wheel drive vehicles,” Gibbs said. “He’s uncomfortable riding in the SUV. His personal vehicle is a Dodge Neon without air conditioning, power windows or locks, or a tape player.” 

http://evworld.com/update/archive.cfm?id=61

EDITOR'S FINAL WORLD--version 3.8 EV World

Detroit, Are You Listening?

Senior managers at the world's carmakers should be afraid... very afraid. Why? Because at some point the millions who turned out this past weekend in massive anti-war demonstrations around the world are going to eventually "connect the dots" between fuel economy standards and oil wars. Sooner or later, the anger and revulsion being expressed toward those advocating war may very well be turned on the auto industry, which seemingly has fought tooth and nail to keep America hooked on its oil habit. 

Think I am exaggerating? Read the reports coming in from the hundreds of demonstrations around the world and you'll soon be impressed by the fact that the majority of the people taking part in the marches aren't your stereotypical WTO protestors. 

First the sheer numbers are staggering with estimates ranging from 5-10 million and possibly even higher. One report placed the number of protestors in Rome alone at 3 million. Whatever the real numbers, everyone pretty much agrees this was the largest demonstration in recorded history! 

And who are these people? They come from a very broad cross-section of society and income levels. For example, taking part in the demonstrations here in America are war veterans from World War Two to Gulf War One. With the exception of the national teachers union, virtually every major labor union has joined the chorus of voices denouncing rush to war. For many of these people this is the very first time they have ever taken part in a protest march. More ominous for carmakers -- and oil companies -- are the signs many carried which make a direct connection between war and oil. 

When people are stirred enough by an issue to discard their fears of public ridicule and join a peace demonstration, it is only a small step to direct that energy toward the cause of the problem: the oil we use with seeming abandon in the vehicles we drive. 

http://www.businessweek.com/@@ZEGQW4YQJTFjGwEA/magazine/content/03_09/b3822038.htm

Business Week MARCH 3, 2003 

NEWS: ANALYSIS & COMMENTARY 

By David Welch and Kathleen Kerwin

Commentary: Detroit Is Wrecking Its SUV Edge 

Just this past January, General Motors Corp. (GM ) CEO G. Richard Wagoner Jr. took center stage at the Detroit auto show to crow about a dozen new GM hybrid-electric vehicles that would significantly improve fuel economy. By decade's end, he promised, hybrid engines could power as many as one million GM vehicles, including some of its most-popular--and gas-guzzling--sport-utility vehicles. GM, he made resoundingly clear, would not be left behind in the race with Japanese auto makers for more fuel-efficient cars. Proclaimed Wagoner: "We have a responsibility to provide cleaner emissions and better fuel economy." 

Nice sound bite. Too bad GM, together with its domestic rivals, is already furiously backpedaling. In mid-February, GM, Ford (F ), and DaimlerChrysler (DCX ) told the National Highway Traffic & Safety Administration, which enforces fuel economy standards, that they can't meet its proposed rules to raise truck and SUV mileage. That plan, to raise combined truck fuel economy from 20.7 to 22.2 miles per gallon by 2007, is just too challenging and too costly, the Big Three argue.

Just what planet are American auto execs living on? If ever there was a smart time to get foursquare behind the push for fuel economy, it's now. And given current technology--never mind stuff that's still on the drawing board--increasing fuel efficiency by less than a mile and a half per gallon in four years should be a minimum goal, not a stretch. With war looming in Iraq and oil prices soaring, U.S. auto makers ought to be pushing as hard as possible for advances in fuel economy. Yet in what could prove to be a big public-relations and marketing blunder, they are digging in their heels.

But the potential consequences of auto makers' stubbornness go far beyond PR. If the industry fails to cultivate fuel efficiency, as it has so often in the past, its ability to compete head-on with foreign auto makers in the lucrative SUV market is at stake. And that, of course, has huge implications for Big Three manufacturing jobs.

U.S. auto makers have shown a lack of vision over the years. Since the 1970s, Detroit has consistently insisted that meeting tougher mileage rules would be impossible. Meanwhile, the Japanese hit and exceeded the new targets with vehicles U.S. buyers happily snapped up. "The Big Three always say they can't do anything," gripes auto analyst Maryann Keller, a member of the National Academy of Sciences committee that last year suggested raising fuel standards.
Now it looks as if Detroit is falling behind in another promising market. This time around, Honda Motor Co. (HMC ) and Toyota Motor Corp. (TM ) are racing new hybrid cars to market, with hybrid SUVs right behind. These gas-electric pioneers are already offering huge mileage improvements. But Ford Motor Co.'s (F ) and GM's first hybrids won't go on sale until mid-2004 at the earliest.

U.S. auto makers insist on sticking with what has already worked so well. Why mess with success, the thinking goes. SUVs and pickups account for 90% of profits, with the biggest gas guzzlers bringing in the most money. Indeed, even as it fights improved standards, Detroit continues to introduce huge new gas hogs like the Hummer H2.

True, Toyota and Nissan Motor Corp. (NSANY ) are also heavily vested in the big pickup and SUV business with new models and billion-dollar factory investments. But the Japanese are moving faster to develop more fuel-efficient trucks, even as U.S. carmakers insist on sticking with the early 21st century version of 1970s muscle cars. With consumer tastes starting to shift, they risk ending up on the wrong side of that bet. Last year, sales of big SUVs leveled off, falling at the same 2% clip as overall auto sales. The growth is in the more fuel-thrifty, car-based SUV segment Honda and Toyota invented, where Detroit is late. Sales of such "crossover" SUVs shot up 23% last year.

Detroit lost dominance in the car market by sticking its head in the sand while imports offered better mileage and higher quality. The last thing it can afford is to let the same thing happen in its cash-cow SUV business. 

Welch and Kerwin cover the auto industry from Detroit.

http://www.evworld.com/databases/shownews.cfm?pageid=news200203-01

http://www.msnbc.com/news/874695.asp

SUV Fuel Efficiency Battle Heats Up

Detroit automakers contest White House proposal. 

Source: MSNBC 

[Feb 20, 2003] 

As the nation continues to face higher energy prices, the auto industry and the White House are locking horns over higher fuel standards for sport utility vehicles and trucks. What is at stake is potential changes to Detroit’s most profitable vehicles, and from the automakers’ perspective, those changes could be costly.

The debate centers around the minimum fuel economy standards for an automaker’s line-up of light trucks. Right now, those line-ups have to get on average 20.7 miles per gallon. The National Highway Traffic Safety Administration wants to raise the minimum by 1.5 mpg to 22.2 mpg, but that idea does not sit well in Detroit. 

General Motors Corp. filed a response on Friday outlining how this would hurt the world’s largest automaker, saying increasing truck fuel economy by 1.5 mpg would cost the company $1.5 billion.

"We believe that a more accurate assessment of our capabilities will show that the proposed standards are significantly too high," GM said in its 127-page filing. 

In its own analysis of automakers’ confidential data, NHTSA found that GM’s truck fleet would fail to meet the new standards by as much as 3 mpg, while Ford Motor Co. and DaimlerChrysler AG would meet or be just below the standard.

But GM contends NHTSA’s analysis was riddled with flaws, double-counting some improvements, skipping others and ignoring time and engineering constraints. In one case, GM said it didn’t even have a working version of a technology that NHTSA said it could use to improve fuel efficiency on several models in 2005.

"To develop such a design and apply it across the fleet would take many engineers and years of dedicated effort. Yet this is the change that NHTSA deemed the ‘easiest to introduce by model year 2005’," GM said.

GM also said NHTSA’s estimate that GM’s costs for meeting the rules would total about $678 million was far short. While GM did not give a specific estimate, the tables in its comments suggest GM’s costs would be at least $400 million more than NHTSA’s estimates.

But what about the hope that hybrid and fuel cell SUVs and light trucks would help automakers meet higher fuel economy standards?

DaimlerChrysler addressed that point by saying, hybrids "have no hope in the near term, of reaching high volume, or of making a significant impact."

And while GM was touting its plans to offer up to 1 million fuel efficient gasoline-electric hybrid vehicles over the next several years, it warned NHTSA not to rely on hybrids for higher overall fuel economy. "These programs are forecast to be a substantial economic burden, with costs far larger than any possible recovery through pricing," GM said. 

Other Detroit automakers did not follow GM’s hard line, but still offered some complaints about the proposal. Ford called the levels "technically challenging," and warned NHTSA’s cost estimates were low, but said it was committed to meeting the standards.

DaimlerChrysler offered the briefest comments of the Big Three, but suggested NHTSA lower its proposal to 20.9 mpg for 2005, 21.1 mpg for 2006 and 21.5 in 2007. It also said its costs for meeting NHTSA’s current proposals would be four times higher than NHTSA’s estimate of $11 million.

In short, the Big Three automakers think requiring better fuel economy by trucks and SUVs will hurt them, mainly by forcing them spend more on developing and building vehicles that have to get better gas mileage

http://www.evworld.com/databases/shownews.cfm?pageid=news200203-02

Big Three Slam Fuel Standards

GM, leading protest, says regulators too optimistic, costs of tougher rules outweigh the benefits. 

Source: Reuters 

[Feb 20, 2003] 

DETROIT (Reuters) - U.S. automakers, led by General Motors Corp., have fired back at a federal proposal to raise fuel economy standards for trucks by 1.5 miles a gallon, claiming regulators overestimated the companies' ability to meet higher targets and that the costs of tougher rules outweigh the benefits. 

In a 127-page filing with the U.S. National Highway Traffic Safety Administration (NHTSA), GM suggested that meeting the rules would cost it more than $1 billion, and could force it to cut weight from its trucks, a move GM has long argued would make them less safe. 

"We believe that a more accurate assessment of our capabilities will show that the proposed standards are significantly too high," GM said in its comments, filed with the agency last Friday. 

In December, NHTSA proposed an increase in fuel economy standards for pickups, vans and sport/utility vehicles, from 20.7 miles a gallon to 22.2 miles a gallon in model year 2007, starting with 21 mpg in model year 2005 and 21.6 in 2006. 

NHTSA chief Dr. Jeffrey Runge has said he would support even higher increases beyond 2007 to reduce dependence on imported oil, calling it an issue of national security. 

The fuel economy proposal has garnered nearly 20,000 comments since December, many of them in support of higher standards. Toyota Motor Corp. and Honda Motor Co. Ltd. told NHTSA they were in favor of the increase, while environmental groups have said the increases were not sufficient. 

In its own analysis of automakers' confidential data, NHTSA found that GM's truck fleet would fail to meet the new standards by as much as 3 mpg, while Ford Motor Co. and DaimlerChrysler AG would meet or be just below the standard. 

But GM contends NHTSA's analysis was riddled with flaws, double-counting some improvements, skipping others, and ignoring time and engineering constraints. In one case, GM said it didn't even have a working version of a technology that NHTSA said it could use to improve fuel efficiency on several models in 2005. 

"To develop such a design and apply it across the fleet would take many engineers and years of dedicated effort. Yet this is the change that NHTSA deemed the 'easiest to introduce by model year 2005'," GM said. 

The world's biggest automaker also said NHTSA's estimate that GM's costs for meeting the rules would total about $678 million was far short. While GM did not give a specific estimate, the tables in its comments suggest GM's costs would be at least $400 million more than NHTSA's estimates

And while GM was touting its plans to offer up to 1 million fuel efficient gasoline-electric hybrid vehicles during the next several years, it warned NHTSA not to rely on hybrids for higher overall fuel economy.

The Bush administration has whittled back proposed regulations whose costs were greater than their economic benefits. NHTSA's own estimates found that the societal benefits of its higher fuel economy standards surpassed the costs imposed on automakers and society as a whole by $824 million. 

The industry's lobbying group and Detroit's Big Three automakers all contend NHTSA underestimated the cost of improving fuel economy and overestimated the benefits. 

While other Detroit automakers did not follow GM's hard line, some still offered some complaints about the proposal. Ford called the levels "technically challenging," and warned NHTSA's cost estimates were low, but said it was committed to meeting the standards. 

http://www.evworld.com/databases/shownews.cfm?pageid=news200203-06

Axles of Efficiency

ACEEE's Green Book helps consumers compare fuel efficient vehicles. 

Source: ACEEE 

[Feb 20, 2003] 

Amidst growing public interest in fuel efficiency and increasing concern about gas-guzzling SUVs, the American Council for an Energy-Efficient Economy (ACEEE) today released the new ACEEE's Green Book(r): The Environmental Guide to Cars and Trucks -- Model Year 2003.

Recognized as the preeminent buyer's guide to environmentally friendly passenger cars, trucks, and SUVs, ACEEE's Green Book(r) helps consumers compare vehicles on the basis of a "Green Score," a measure that incorporates fuel consumption and air pollution, including both unhealthy tailpipe emissions and the emissions of gases that cause global warming.

"Whether you are looking to buy a compact car, large car, pickup, minivan, or SUV, the Green Book takes the guesswork out of identifying which models are friendlier to the environment," says co-author James Kliesch, a Research Associate at ACEEE.

Using its "Green Score" ranking system, ACEEE's Green Book(r) also reveals the year's "greenest" and "meanest" -- the 12 least polluting, most efficient vehicles, and the 12 worst (see http://www.greenercars.com/12green.html and http://www.greenercars.com/12mean.html, respectively). In addition, it identifies the top-ranking models in each vehicle class (see http://www.greenercars.com/byclass.html). 

Topping the 2003 "greenest" list is Honda's hybrid gasoline-electric Insight, followed by Honda's natural gas-powered Civic GX and Toyota's electric RAV4 EV sport utility. Two mass-market-oriented hybrid gasoline-electric sedans, the Toyota Prius and Honda Civic Hybrid, are next in line among the greenest vehicles of 2003. The Green Book notes that gasoline-powered vehicles have been steadily improving in terms of environmental performance, a fact reflected in this year's list: ten of the twelve greenest vehicles of the year can be fueled at the gas pump.

Although the list of "meanest" vehicles is topped by a pair of sports cars, it is the remainder of the list that illustrates a problem with this year's new vehicle fleet. "From an environmental standpoint, the Ferraris and other exotics aren't a big deal, as their sales are very limited," stated co-author John DeCicco, a Senior Fellow at Environmental Defense. "Of greater concern are the massive SUVs and pickup trucks, which not only have high emissions and consume a lot of fuel, but also are sold in large numbers."

ACEEE's Green Book(r) identifies greener choices in a wide range of vehicle types. The "best-in-class" list includes larger vehicles, such as the more efficient versions of the Chrysler Voyager minivan, Ford F-150 pickup, and Toyota Highlander SUV. Sedans like the Chevrolet Impala and Honda Accord also score well in their classes.

"America's car buying decisions have significant energy, economic, and environmental impacts," noted Bill Prindle, Deputy Director of ACEEE. "If new car and light truck buyers chose the most efficient vehicles in each size class, we would slash the 2003 fleet's gasoline use by 20 percent, reducing gasoline costs by $3.7 billion and saving the average buyer $220 a year. And, of course, we would also cut greenhouse gas emissions and reduce our dependence on imported oil."

Along with its summary "Green Scores," ACEEE's Green Book(r) details each model's fuel economy, health-related pollution impacts, global warming emissions, and estimated fuel expenses. Additional highlights of the new edition include: 

*Advice on how to buy green when shopping for a new car or truck.

*Details about today's gasoline-electric hybrid vehicles, and a preview of hybrids coming to market in the near future.

* Information on how advanced technologies are providing today's cars and trucks with improved environmental performance.

*A summary of tomorrow's environmental designs, including advanced engine technologies, high-strength lightweight materials, and hydrogen fuel cells.

ACEEE has also updated GreenerCars.com, the companion website to ACEEE's Green Book(r). The site contains the year's "greenest," "meanest," and "best-in-class" lists, as well as consumer information on vehicles and the environment. Subscribers can search the website's interactive database (updated with new model releases throughout the year) and build custom lists for comparing vehicles. Monthly and annual subscriptions to the website are available at GreenerCars.com.

Hard copies of the book can be ordered for $8.95 (plus shipping and handling) direct from ACEEE Publications, from GreenerCars.com, or from major retail booksellers. ACEEE's Green Book(r): The Environmental Guide to Cars and Trucks -- Model Year 2003 will be distributed nationwide. Bulk sales discounts are also available. For further information, contact:

ACEEE Publications

1001 Connecticut Avenue, NW Suite 801

Washington, DC 20036-5525

Phone: 202-429-0063, Fax: 202-429-0193

Email: aceee_publications@aceee.org

Website: www.aceee.org

http://www.evworld.com/databases/shownews.cfm?pageid=news200203-07

California Clean Air Rules Key to Hybrid,Fuel Cell Debate

California regulators and environmental groups say there's no need to wait to battle the state's legendary air pollution. 

Source: Kansas City Star 

[Feb 20, 2003] 

DON THOMPSON

Associated Press

WEST SACRAMENTO, Calif. - It's no coincidence that General Motors Corp. chose California to showcase a fleet of futuristic low pollution vehicles it says will one day change the planet.

Nor that eight foreign and domestic automakers and four of the world's largest oil companies are teamed just across the Sacramento River from the state Capitol in an unusually cooperative venture to develop and test hydrogen-powered fuel cell vehicles.

Once again, California's pacesetting regulations are at the center of a national debate, this time over the role of increasingly affordable and popular hybrid vehicles. But GM is among automakers fighting California air pollution and auto efficiency standards while promising an eventual replacement for the internal combustion engine.

The debate has become sharply politicized.

The Bush administration has joined the automakers in a court fight against California standards they fear will spread to other states - prompting harsh criticism from Democratic Gov. Gray Davis - even as the Republican president promises $1.2 billion for research and development of the hydrogen-based technology.

President Bush said the generation born now could be driving the cars that will wean the world from the internal-combustion engine to a pollution-free dependence on the universe's most common element.

But skeptical California regulators and environmental groups say there's no need to wait to battle the state's legendary air pollution, because the technology exists now. And they note the hydrogen powering tomorrow's cars could just as easily come from fossil fuels as from nonpolluting sources.

The California Air Resource Board's staff abruptly withdrew its latest proposed zero emission vehicle regulations last week after clean-air groups complained major manufacturers could avoid selling any additional zero emission vehicles for a decade. Instead, the rules would have allowed some automakers to rely on "credits" for existing low-pollution vehicles, including golf cart-like neighborhood runabouts.

Now, the board staff is considering adding new requirements for "hybrid" or "partial" zero emission vehicles that use various technologies to boost efficiency and cut pollution from internal combustion engines - and which are available and affordable right now.

"We're talking 2012 before significant numbers of (hydrogen-based fuel cell) vehicles are on the streets," said board spokesman Jerry Martin. "We're probably talking a generation away. Hybrids are here now."

Major U.S. manufacturers - like General Motors at last week's media "tech tour" - see hybrids as interim vehicles while they set their sights on Bush's vision of transforming America and the world to a "hydrogen economy."

"The more we divert our attention from that, the farther away we push our (fuel cell) development," said GM spokesman Dave Barthmuss.

Foreign-owned companies led by Toyota and Hyundai, however, are finding a growing market for affordable hybrids that can trim California's air pollution if they hit the roads in substantial numbers.

"There's going to be over three million of them (projected) by 2011," Martin said. "You get some fairly significant impact in a short period of time. It's a very cost-effective, very efficient savings that could happen right now - is happening right now," in part because of the state's pollution regulations.

Toyota, for instance, is aiming an ad campaign at Californians touting its electric RAV4, gas-electric hybrid Prius and tiny zero emission e-com. By contrast, GM plans to make its full-size Chevy Silverado and GMC Sierra pickup hybrids available to the public next year, followed by the Saturn Vue in 2005, and to have hybrid versions of 12 of its models by 2007.

Still, General Motors officials said their Sacramento display of hybrid and fuel cell vehicles demonstrates that state regulations aren't needed, because GM already is irrevocably committed to a future of zero-pollution vehicles. Half the tour's six stops are in California, with visits to Los Angeles and San Francisco this summer and fall.

Developing hydrogen-powered vehicles "provides an opportunity to literally reinvent the automobile," said Larry Burns, the corporation's vice president for research and development and planning.

"Americans could be driving these vehicles in large numbers, and soon," said Beth Lowery, GM's vice president for environment and energy.

State regulators and clean-air advocates say they've heard such promises before, but the dates keep slipping away.

After all, the state's zero emission vehicle requirements would have kicked in this year had they not been blocked by automakers who successfully argued the state was impinging on federal fuel economy standards.

The revised rules being considered by the board's staff for possible adoption next month would replace those regulations, but the staff earlier recommended the timetable be pushed back to 2005.

Across the river in West Sacramento, GM and other major foreign and domestic automakers are working literally side-by-side in a state-sponsored California Fuel Cell Partnership to develop and test hydrogen-fueled vehicles.

By year's end about 60 test vehicles should be in local government fleets scattered around the state, said partnership spokesman Joe Irvin.

"We're talking about commercially viable (numbers) by the end of the decade in selected locations, like California urban areas," he predicted. For widespread availability, Irvin said, "we're talking a generation - 15 to 20 years."

The now-deferred California regulations would have required that 10 percent of new vehicles sold in the state have zero or near zero tailpipe emissions, with a gradual increases to 16 percent by 2018.

http://www.evworld.com/databases/shownews.cfm?pageid=news190203-07

http://www.dailybreeze.com/content/bln/nmev118.html

GM yanks the plug on electric car 

TECHNOLOGY: Manufacturer calls the EV1 unprofitable, but some who loved and lost the vehicle blame its demise on the company. 

By Nick Green 

DAILY BREEZE, Torrance, CA

Publish Date:February 18, 2003

It’s head-snapping, yet whisper-quiet power could take it from zero to 60 mph in 9 seconds, a performance that left most gasoline-powered cars an ever-diminishing sight in the sleek vehicle’s rearview mirror.

It never needed oil, gas or even a key to start it, heralding a vehicle so maintenance-free many drivers found their worst problem was remembering to add windshield washer fluid.

And there were no smog-causing emissions belching from its tail pipe, because it didn’t have one.

It was the EV1, the first electric car built by an American manufacturer.

And by this summer, there likely won’t be a single one left on American roads.

After introducing the EV1 with much fanfare in 1996, General Motors has literally pulled the plug, announcing last year it would require customers to turn in their cars at the expiration of their three-year lease (the car was never available for purchase).

“The bottom line is there was just not a mass market that evolved in California or frankly anywhere else where we were offering EV1s that made the EV1 profitable for General Motors,” said GM spokesman Dave Barthmuss, who manages California environment and energy issues. “We were able to only lease 700 EV1s in a four-year time frame and that’s after spending well in excess of $1 billion developing and building them.”

Gradually, EV1 drivers — a collection of environmentalists, technology geeks, government officials and people who simply loved head-turning cars — are reluctantly turning them back in.

The city of Carson, which leased a pair of vehicles to illustrate its commitment to environmental leadership and installed two recharging stations, lost its first EV1 about two weeks ago and will send the other back in May.

The city of El Segundo will soon lose its EV1 as well.

EV Rental cars, based at the Budget Rent a Car lot at Los Angeles International Airport, which once had eight EV1s, has lost two and will see the rest go this summer.

Steve Soboroff, former Los Angeles mayoral candidate and the environmentally minded president of Playa Vista, remembers without hesitation the day he was forced to turn in his beloved EV1 — Dec. 6.

“I had it for six years, I asked them to extend (the lease), but they wouldn’t,” he said. “To me it was like losing a dog. I loved that car. I swear to you I got teary-eyed.”

The reaction was much the same from other EV1 drivers smitten by their sporty-looking, environmentally conscious mode of transportation.

Some started petitions hoping to persuade GM they should be allowed to retain their cars. Others offered cold hard cash.

It was to no avail.

Citing liability concerns, GM insisted the cars must be returned.

Essentially, the company portrays the EV1 as a noble experiment that technological advances have made obsolete.

Hybrids — cars that use a conventional gasoline-powered engine supplemented with an electric battery — are increasing in popularity.

Smaller electric cars, like the Daimler-Chrysler GEM now in use at Playa Vista, are also being built, although what are essentially souped-up golf carts cannot be used on freeways.

And GM believes vehicles that use hydrogen fuel cells are the wave of the future — although it won’t have them on the road until 2010.

That doesn’t placate most people who drove the EV1.

They note that not only are there no other comparable electric vehicles readily available — Torrance-based Toyota recently stopped selling the electric version of its RAV4 — but GM doesn’t build hybrids yet. (GM said it will have hybrid trucks available by year’s end with a dozen hybrid versions of its most popular models on sale by 2007).

Moreover, GM has sued the state to weaken further its already diluted mandates that manufacturers must build a certain number of zero-emission vehicles. Rules like that were the driving force behind the creation of the EV1 in the first place.

And finally, critics contend, GM deliberately killed the EV1, making it hard to get one by rigorously screening customers, turning off potential purchasers by refusing to actually sell them outright and doing a lousy job of advertising the vehicle.

“We had to scream and beg to get on a waiting list for this vehicle,” said Barry Waite, the Carson official responsible for the city receiving its two EV1s.

“Every step of the way they made it hard to get these cars, made it hard to keep these cars,” he added. “We have a large cadre of people here who love these cars — we hate to see it go.”

Mark Looper, 38, of Redondo Beach, a space scientist who runs the Web site www.altfuels.org and rented an EV1 on occasion — he wanted to buy one, but regarded a lease as a waste of money — is a scathing critic of GM.

He sees the company’s supposed backing of hydrogen-powered cars as a method of promising the future to avoid dealing with the present.

“Let’s not let the best be the enemy of the good,” he said. “(The EV1) has really been a Harry Potter — an unwanted nephew living with them. It’s been nearly killed a number of times. A lot of people think they never really gave it a fair chance in the marketplace — they will tell you they did and it failed. But it’s a different kind of car, they really needed to do some actual public education.”

Barthmuss said the car’s inherent drawbacks — such as its limited range of 140-150 miles — proved a barrier to mass market acceptance.

“What we want to do is put our hybrid technology into vehicles that do not force commuters to make a trade-off,” he said. “We really want to demonstrate that General Motors is very serious about reinventing the automobile and has a viable business plan to do so.

“The EV1 was a really good experience in some regards because it really taught us to move to the next level.”

Still, the timing of the EV1s’ withdrawal has some shaking their heads over what they perceive as a short-sighted business decision.

Gas is heading toward $2 a gallon. War in the Middle East looms. And the Bush administration appears to be belatedly acknowledging that global warming is an issue.

General Motors said its EV1s are being donated to universities and museums, while the remainder will be recycled.

But Louis Weiss, president of the Electric Vehicle Association of Los Angeles is incensed at the treatment of what he believes is one of the best electric cars ever built.

“They’re taking all these nice, beautiful cars and crushing them . . . meaning they’re going to take all the metal and build SUVs,” he said. “I think they have their head up their corporate fannies.”

http://www.evworld.com/databases/shownews.cfm?pageid=news180203-03

California Senator Pushes Alternative Vehicles

Bob Filner seeks to develop alternative fuel vehicle industry in San Diego area. 

Source: NBCSandiego.Com 

[Feb 18, 2003] 

SAN DIEGO -- A local legislator wants to encourage energy independence and boost the local economy by developing alternative-fuel technology here in San Diego. 

Congressman Bob Filner held an event Monday to promote a bill that would provide tax credits to companies producing alternative fuel cars. One example shown off at the event was the L3 Enigma (pictured, left), a hybrid electric car with a range of 600 miles. Jim Burns, a professor at San Diego State University and the car's designer, said San Diego is ideal for inventors. 

Burns said the Enigma gets 80 miles to a gallon of fuel and can go from 0 to 60 mph in 7 seconds. Filner said he hopes alternative-fuel vehicles will wean Americans from their dependence on big automakers and foreign oil. 

"What we're trying to do is break the monopoly that these guys have," Filner said. "They're gouging us because we have no choice."

http://www.evworld.com/databases/shownews.cfm?pageid=news180203-04

Lithium Battery Maker Eyes Hybrid, Fuel-cell Vehicle Markets

Start-up battery maker sees opportunity for lithium technology in hydrogen initiative. 

Source: Kansas City Star 

[Feb 18, 2003] 

BILL BERGSTROM

Associated Press

PHILADELPHIA - When President Bush talks about clean-burning hydrogen fuel cells, a Pennsylvania startup company sees dollar signs.

Lithium Technology Corp. says hydrogen fuel-cell vehicles of the future, as well as hybrid gasoline-electric vehicles appearing on the roads today, will need the kind of large rechargeable lithium battery assemblies it can make.

LTC says automakers' hunt for greater fuel efficiency also means potential demand for its advanced batteries which store more power, produce less heat and have a flatter, easier-to-package shape than the lead-acid and nickel-metal hydride batteries currently in use.

"We're certainly trying to be a part of it. The technology is here," said James Manning, an LTC vice president.

Toyota and Honda already have hybrid cars on the road. With combined sales last year of about 22,000, compared with overall car and light truck sales of 16.8 million, said Mike Wall, an analyst with IRN Inc., "These hybrid vehicles are not exactly blowing the doors off."

But other makers are moving in the same direction, and General Motors said in January it will offer hybrid versions of several vehicles starting later this year, including cars, pickup trucks and sport utility vehicles.

"There's a push on with most if not all automakers to boost fuel efficiency," Wall said. For a maker of better batteries, he said, "That's where your opportunity's going to come into play."

Kateri Callahan, a spokeswoman for the Electric Vehicle Association of the Americas, said all the major automakers have announced or are preparing to announce hybrid vehicle plans.

"To the extent that those volumes are likely to grow, there will be a market for batteries," Callahan said.

Current hybrids use nickel-metal hydride batteries. But David J. Cade, LTC's chairman and chief executive officer, says a better battery doesn't have to be much more costly. "In full volume production we will be cost competitive with any other technology," he said.

LTC plans to seed the market with prototypes, then, Cade says, "We'll find a large battery partner that needs a lithium-based technology to give us large-volume production. We will probably form a joint venture to do that."

Cade said he didn't think others would quickly match LTC's technology, some of it patented, for making large, flat lithium battery panels. "You can't just snap your fingers and have lithium technology. It takes about 17 years to go from the lab to the marketplace with a new battery technology."

Hybrid and conventional vehicles soon will be demanding heavier-duty electrical systems as electrical valve-control, steering, air-conditioning and water pump systems take over from mechanical systems that create engine drag and guzzle fuel, said Ron Turi, LTC's director of product development and applications.

"Pretty much all of the automakers in the world are looking at alternative systems based on 42 volts," Turi said.

LTC has shipped two prototype 42-volt batteries - 3 1/2 times the current 12-volt standard - to Europe for testing in propulsion and other automotive systems by a consortium including VW, BMW, Daimler-Chrysler, Opel, Fiat, Volvo and Peugeot.

The company projects just $1.2 million in sales this year, but cites a Frost and Sullivan market research report predicting the U.S. and European market for hybrid-electric-vehicle and 42-volt batteries will grow tenfold from $1 million in 2002 to more than $1 billion by 2011.

LTC, which is based in Plymouth Meeting, got a foothold in the European market in December when it bought the German lithium-polymer battery company GAIA GmbH. GAIA already had contracts totaling about $2.9 million to produce prototype batteries.

In addition to automakers, the company is talking with others interested in batteries, including experimental hybrid-powered bus and truck programs, military and aeronautical agencies including NASA, electric utilities and telecommunications companies. "There is some discussion with a submarine builder," Manning said. "Submarines use a lot of batteries."

President Bush gave batteries another push with his proposal to spend $1.2 billion on hydrogen fuel-cell research. The goal is to move fuel-cell cars from the laboratory to the showroom in 20 years.

That means a big battery market, partly because fuel cells cost a lot to manufacture, Turi said. "To make something viable you need to size your fuel cell as small as possible."

A vehicle can run on smaller, cheaper-to-build fuel cells by using battery power to help accelerate and climb hills, just as battery power permits the use of smaller, stingier gasoline engines in hybrid vehicles.

No matter how fuel efficient or clean-running a vehicle is, Wall said manufacturers will need to slash costs to sell it.

"Gas is still relatively cheap. You could be looking at a payback of several years," Wall said. "For an environmentalist, looking it as an investment in the earth, it might be worth it, but your average Joe Consumer is not looking at it that way."

ON THE NET

Lithium Technology Corp.: http://www.lithiumtech.com

http://sfgate.com/cgi-bin/article.cgi?f=/c/a/2003/03/02/BU109779.DTL 

Hybrid cars draw attention 

By Kathleen Pender San Francisco Chronicle, Sunday, March 2, 2003 

Stunned by the soaring price of gasoline, Sue and Tom Spiersch of Alameda are trying to unload their PT Cruiser, which Sue says gets lousy mileage, so they can buy a Toyota Prius hybrid, which is rated at roughly 50 miles per gallon. 

Sue, a 52-year-old hairdresser, is strongly opposed to war in Iraq and also would like to help America reduce its dependence on foreign oil. Tom, a 62- year-old retired machinist, is not against the war, but wants a hybrid for the high gas mileage and low emissions. 

So far, hybrids have been purchased mainly by environmentalists, technology freaks and celebrities. Meryl Streep, Ted Turner, Cameron Diaz, Ted Danson, Ed Begley Jr. and Jeff Goldblum own Prius cars. So does Ariana Huffington, who traded in her Lincoln Navigator. Leonardo DiCaprio bought one each for himself and his mom, dad and stepmother. 

Now the looming war and soaring gasoline prices are broadening the pool of potential buyers to people like the Spiersches. 

Sue Spiersch has researched hybrids on the Internet, admired them on the street and consulted friends who own them, but won't visit a dealer until she sells her PT Cruiser. "I know if I go in to test-drive one, I'll buy it," she says. 

Hybrid cars have a battery-powered electric motor and a smallish combustion engine that runs on gasoline. Unlike pure electric cars, they never have to be plugged in. During braking or coasting, energy that would have been wasted recharges the battery. The car is powered mainly by electricity in the city and gasoline on the freeway. 

It's not clear whether you can save money over the long run with a hybrid. Although hybrids get about 70 percent better gas mileage in the city than comparable gasoline-only models (15 to 20 percent better on the freeway), they cost about one-third more. 

Spokesmen for Toyota and Honda, which make the only hybrid cars currently in production, say they haven't yet seen a surge in U.S. sales. But some dealers in the Bay Area -- the largest market for hybrids -- say they're getting more inquiries. 

"Since gas hit $2 a gallon, the number of hybrid calls we have been getting is through the roof," says Gene Ouwe, a salesman with Mike Harvey Honda in Burlingame. "I personally in the last week have taken four calls and had four people come in asking about (the Honda Civic Hybrid). In the two weeks prior, I had two people ask." 

David Nelson, sales manager with Toyota of Berkeley, says he "hasn't seen a correlation between gas prices and hybrid sales. What's counteracting that is the general recession. If the economy was going gangbusters and everybody had free cash, we probably would see it." 

When the Prius came out in 2000, it sold at sticker price or higher. Today "it's being discounted," says Nelson, who has about 20 on his lot. 

In February, the average price paid in the Bay Area for a Prius was $20,169, 

compared with $14,653 for a Toyota Corolla LE four-door sedan, according to a survey by Edmunds.com. 

The Honda Civic Hybrid, introduced in mid-2002, is harder to find and typically sells for sticker price or a bit higher. 

The average price paid in the Bay Area for a Honda Civic Hybrid last month was $20,272, according to Edmunds.com. 

The average price paid for a regular Honda Civic LX four-door sedan -- built on essentially the same chassis as the hybrid -- was $15,307. 

The average price paid for the Honda Insight, a two-seater hybrid hatchback, 

was $21,146. The Insight has been discontinued but is still available on some lots. 

The price premium isn't as bad as it seems because people who buy a new Prius, Insight or Civic Hybrid this year (or bought one last year) get a $2, 000 federal-tax deduction. The deduction will be phased out, falling gradually to $1,500 next year and to zero in 2007. 

The tax break also applies to cars and trucks approved for city and highway driving that run on natural gas, liquefied petroleum gas, electricity and other designated clean fuels. 

The deduction goes on IRS Form 1040, line 34. On the dotted line write "clean fuel" and the amount. (For more information, read IRS Publication 535, available at www.irs.gov.) 

There is no state tax break for hybrids in California. 

Even with the tax deduction, it would take several years of substantially higher gasoline prices to recoup the added cost of the hybrids, despite their stellar fuel economy. 

The stated gas mileage on the Prius is 52 mpg in the city and 45 on the freeway, compared with 30/39 for a Corolla with an automatic transmission. 

The Honda Civic Hybrid is rated at 48/47 versus 29/38 for a regular Civic. 

The hybrids get better mileage in the city than on the freeway because they're powered mainly by electricity in stop-and-go traffic. Like Muni's electric buses, they're virtually silent when idling. 

In real life, the hybrids -- like most cars -- don't get quite the mileage that's advertised. 

"The EPA numbers on your window sticker are pretty good for highway, but not very accurate for city driving," says Walter McManus, executive director of global forecasting with J.D. Power and Associates. 

He says the ratings are a good tool to compare different models, but "most people get 15 to 20 percent less fuel economy than rated." 

J.D. Power asks car owners to rate their satisfaction on a scale of 1 (worst) to 10 (best). 

Hybrid owners rate their fuel economy better than owners of comparable standard vehicles, "but the difference is not dramatic," McManus says. 

The Prius gets a 9.5 satisfaction rating for fuel economy, while the Corolla gets 9.0. 

The difference isn't bigger, McManus speculates, because the standard Corolla gets pretty good mileage and Prius owners may have higher expectations. 

Although the dual-engine technology is new, "hybrid owners rate their engines a little bit better overall than owners of gas-powered engines, but again the difference is not dramatic," says McManus. 

Prius and Civic Hybrid owners gave their engines a 9.0 rating overall, compared with 8.7 for the Toyota Corolla and 8.4 for the standard Civic. 

One difference between the two hybrids is that the Prius can run on electricity alone, while the Civic Hybrid always needs at least a sip of gasoline. As a result, the Prius gets slightly better mileage in the city. 

Another difference is that the Prius instrument panel is mounted in the center of the dashboard. The Civic Hybrid's is in front of the driver, where it usually is. 

Both cars have a display that shows whether the engine is using gasoline or electricity and what mileage the car is getting. 

This is a good tool for people who want to adjust their driving style to enhance their fuel economy, but it could also be a distraction akin to talking on your cell phone while driving. 

Both cars have a three-year/36,000-mile basic warranty, plus a longer warranty on the battery of eight years/100,000 miles for the Prius and eight years/80,00 miles for the Civic Hybrid. 

On the Prius, there is no charge for scheduled maintenance up to 37,500 miles. 

Edmunds.com estimated what it would cost to own the two hybrids and their closest gasoline-powered counterparts over five years. It found that the hybrids would cost more, despite their fuel savings. 

The Prius would cost $28,464 over five years versus $26,434 for the Toyota Corolla. 

The Civic Hybrid would cost $28,515, compared with $25,656 for the standard Civic. 

The calculation did not factor in the tax deduction for the hybrids because the benefit varies by taxpayer. 

The main reason hybrids look more expensive is that their projected depreciation is higher. 

"The more expensive a vehicle is within its model range, the greater the depreciation," says Karl Brauer, editor in chief of Edmunds.com. The features that make a car more valuable when it's new don't hold their value. "It's the same thing with a hybrid," says Brauer. 

That hasn't been a big concern for hybrid buyers so far. Fuel economy was by far the No. 1 reason people say they bought a hybrid, according to J.D. Power. For Prius owners, resale/holding its value ranked 13th out of 16 factors. 

Despite the cost, there are good reasons to buy a fuel-efficient vehicle. That's why states such as Arizona and Virginia let people drive a hybrid in the carpool lanes with only one person. 

In California, only zero-emission vehicles -- which do not include hybrids - - are exempt from carpool-lane restrictions. A bill pending in Congress would give one-person hybrids access to carpool lanes nationwide. 

------------------------------------------------------------------------

COST OF OWNING A HYBRID

Estimated cost, over five years, of owning a Toyota Prius or Honda Civic 

Hybrid compared to the cost of owning the most comparable standard model. 

The comparison does not include the $2,000 federal tax deduction on hybrids 

because the benefit varies by taxpayer.

Toyota Toyota Honda Honda

Prius Corolla LE Civic Civic LX

Hybrid 4-door sedan Hybrid 4-door sedan

Depreciation $11,754 7,702 10,429 7,260

Financing 3,702 3,044 4,132 3,123

Insurance 4,276 4,461 4,456 4,640

Taxes & fees 2,273 2,099 2,757 2,176

Fuel 3,108 4,247 3,133 4,295

Maintenance 3,634 4,259 2,986 3,540

Repairs 593 622 622 622

Five-year total 29,340 26,434 28,515 25,656

Source: Edmunds.com
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HYBRIDS: WHERE THEY'RE SOLD 

Market 
All 2002 hybrids(x) 

Market
All 2002 hybrids(x) 

Northern California
5,598

Southern California
5,462

Seattle/Portland
 3,010

Baltimore/Washington
2,952

Boston
2,938

New York
1,801

Denver
1,707

Houston
1,475

Chicago
1,358

Philadelphia
1,196

Minneapolis
 828

Miami
768

Dallas/Ft. Worth
704

Cleveland
668

St. Louis
656

Orlando
644

Atlanta
628

Indianapolis
624

Tampa
579

Phoenix
555

Detroit
434

Tennessee
235

Charlotte
238

Pittsburgh
  162

Oklahoma
153

Other
308

Total
35,682 

(x) - Honda Insight, Honda Civic Hybrid, Toyota Prius 

Source: Edmunds.com
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State close to giving up on electric-car requirements

By Paul Rogers  Mercury News

The rotary dial telephone. The black-and-white TV. The eight-track tape player.

California is on the verge of adding a new item to the list of yesterday's technologies: the electric car.

In a historic shift, state officials spent Monday putting the finishing touches on a new plan to end a longstanding requirement that forces automobile companies to build and sell specific numbers of electric cars in California.

As soon as today, the staff of the California Air Resources Board in Sacramento is expected to issue proposed changes to the 

zero-emission vehicle'' rules that date back to 1990. Under them, automakers will be able to earn credits for building low-emission gasoline-electric hybrid vehicles instead of purely battery-powered electric cars.

For California, which has pushed Detroit harder than any other state to produce electric vehicles, the shift comes as a difficult acknowledgment that hybrids such as the Toyota Prius and the Honda Civic are more practical, cost-effective and attractive to consumers.

What we are doing is being realistic,'' said Jerry Martin, a spokesman for the Air Resources Board. 

The electric cars we were talking about in 1990 when we first adopted the rule just haven't happened.''

Approval expected

The new rules are expected to be approved by the California Air Resources Board on March 27. If the switch to hybrids is allowed, the already-small market for pure electric cars is likely to shrink to almost nothing.

Because of battery limits, most electric cars can travel only 75 to 125 miles on a charge. The batteries remain so expensive that it costs up to $24,000 more to manufacture an electric car than a gasoline car, according to a 2001 report by the air board's staff.

Major automakers including Ford, GM and Honda have pulled the plug on their electric car programs, with Toyota dropping its electric RAV-4 most recently after selling only 1,200 vehicles since 1998. The RAV-4 cost $42,000 and could go only 80 to 120 miles before needing to be plugged in for up to six hours.

Instead, Martin said, hybrid cars have matured faster than the state had hoped, and put out very little pollution.

Our program will continue,'' Martin said. 

This rule just recognizes some technological shifts.''

Unlike battery-powered electric vehicles, hybrids, which are powered by a combination of batteries and a small gasoline engine, do not have to be plugged in to recharge. They recharge by the turning and braking of the wheels.

Sales of hybrids grew 43 percent in 2002 to about 36,000 vehicles, including the Prius, the two-door Honda Insight and the Honda Civic Hybrid sedan. The Prius, at $19,999, gets 45 miles per gallon on the highway and 52 mpg in the city. It also emits 75 percent less smog than a new Toyota Corolla.

Although all details were not complete Monday night, Martin said the air board staff will recommend several significant changes to the so-called 

zero-emission vehicle'' program, known to insiders as the 

ZEV mandate.''

First, it will drop rules that require purely zero-emission vehicles. The air board made national news in 1990 when it required that 10 percent of new vehicles sold in California by 2003 -- roughly 100,000 cars -- be 

zero-emission'' or electric.

Steadily backing away

As battery technology failed to deliver, however, the air board slashed that requirement at least three times. By 2001, the board mandated that only 2 percent of new cars sold be electric by 2003.

With credits for increased range and early introduction, Ford, General Motors, Honda, Nissan, Toyota and Daimler-Chrysler were required to sell at least 4,650 electric vehicles a year by 2003.

Now, even the 2 percent mandate is proposed to be scrapped, Martin said.

Instead, automakers will have the option of making up the difference with hybrid vehicles.

Second, the air board staff will propose requiring that automakers build and sell about 250 fuel cell vehicles in California by 2008. Fuel cell vehicles run on a complex chemical reaction, gaining energy from hydrogen or other clean sources. But they remain years away from production.

Finally, the air board staff will recommend that a panel of experts report back in 2008 on the status of battery technology to see whether a new electric car rule should be passed.

Some environmental groups on Monday said they will fight to keep some 

zero-emission'' targets in state law, even if only to pressure automakers to spend more money developing fuel cells.

This is extremely disappointing,'' said Jason Mark, a spokesman with the Union of Concerned Scientists, in Berkeley. 

While we expected the state to takes its foot off the accelerator on the program, we didn't expect them to slam on the brakes.''

Automakers said the change was long overdue.

California tried to force us to build something that wasn't market ready, and it looks like they have finally realized that fact,'' said Greg Dana, vice president of environmental affairs for the Alliance of Automobile Manufacturers, in Washington, D.C. 

The industry knows that because of air pollution problems, we have to build cars that have no emissions. We are working hard to get there.''

Gains in cutting smog

Since 1970, dramatic gains have been made in reducing the amount of smog from cars. Because of catalytic converters, cleaner burning gasoline and computers, the average new car emits less than 5 percent of the smog that a 1970 model did. But vehicles remain a major source of air pollution, accounting for roughly 50 percent of California's ground level ozone, or smog.

The air board's change of heart on electric cars comes after a coalition of automakers, led by GM, won a federal injunction last year to delay the zero-emission rule until the 2005 model year.

Ron Cogan, editor of Green Car Journal, a newsletter based in San Luis Obispo, said the air board's new direction is practical.

This is a pretty significant shift,'' Cogan said. 

Hybrids are here now, and they make significant improvements on emissions, fuel economy and greenhouse gas emissions.''

--------------------------------------------------------------------------------

Contact Paul Rogers at progers@sjmercury.com or (408) 920-5045.  
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Andy Frank's Plugged-In Vision

By Bill Moore 

There are some folks you just can't help but like first time you meet them. For me one of those people is Dr. Andy Franks, professor of engineering at the University of California at Davis. 

I first remember him as the outspoken advocate of EVs at a conference in Phoenix, Arizona. I have since bumped into him many times at various electric vehicle events from FutureTruck to the California Fuel Cell Partnership open house. And we occasionally correspond through email. 

His UC Davis FutureCar and FutureTruck teams have consistently placed in the top rankings of these competitions, so he does more than theorize about EVs, he and his students make it happen. 

So, when he wrote me an email about the inefficiencies of making hydrogen compared to storing electric energy in batteries, I decided to ask him his views not only plug-in hybrids -- one of his favorite topics -- but also on the hydrogen economy. We talked for nearly an hour and what follows, along with the streaming audio link at right, is the result of that conversation. 

I began by asking him to explain the concept of a plug-in hybrid electric vehicle (PIHEV) and why he thinks this is the direction automotive engineers should be going, though none of the big carmakers are at present. 

It is his theory -- as demonstrated in UC Davis' latest Ford Explorer FutureTruck -- that consumers will not only reap the benefits of lower operating costs, but also improved performance going the plug-in hybrid route. Basically, what he advocates is dramatically downsizing the gasoline engine, while increasing both the size of the electric motor and battery pack. 

Historically, the automotive industry has balked at this strategy because they claim it adds weight and cost to the vehicle. 

Professor Frank counters that not only will his plug-in hybrid Explorer weight nearly the same as a conventional Explorer but more importantly, it will have more power, to the tune of 330 horsepower when the gasoline engine and electric motor outputs are combined. He jests that not only will his vehicle pull anything a V8 Explorer will pull, but that his vehicle might just pull the hitch right off the frame. 

As for added cost, he tells EV World that according to his estimates, a plug-in hybrid system would add only 10-15% to the total price of the car, comparable to the cost of adding leather seats and a sun roof. This is due, in part, to the use of newer, more powerful and cheaper Phase III NiMH batteries built to custom specifications for the UC Davis team by Ovonics. He estimates these new batteries will last 150,000 miles because of the university's battery management system. 

While most consumers aren't that concerned about emissions, Frank also notes that the plug-in or grid-connected hybrid also reduces emissions considerably, even if you take into account the sources of the electricity. He points out that he and his students have looked at the emissions issues and well-to-wheel efficiencies of this approach not only for California and the West Coast where much of the electricity is generated by hydroelectricity, natural gas and even renewables like wind and solar, but also in the American Midwest and East Coast, which depend more on fossil fuels and nuclear power. 

However, he asserts that plug-in hybrids make sense in all these areas because of the power industry's shift towards the use of cleaner fuels like natural gas and more modern coal-burning power plants, which are gradually phasing out older, dirtier systems. 

Plug-in Theory

The principle behind PIHEVs is that instead of using the energy from a small battery pack to assist the IC engine, the PIHEV uses a larger battery pack to provide all of the traction power for ranges between 20 and 60 miles, depending on the vehicle and size of the pack. The IC engine only starts to operate once the vehicle reaches the limits of its designed zero emission vehicle (ZEV) range. Such a vehicle would have nearly all the attributes of both a completely battery electric car and a gasoline-powered car. For most commuters, the car would generate no local emissions. 

Such cars would use electric power -- generated from America energy sources -- for most of their daily driving needs, offering a very practical way to reduce American dependence on imported oil, improving our national security, reducing our trade deficit, and cleaning up the air locally. 

Frank envisions consumers charging their vehicles at night using off-peak power. He calculates that the operational costs of such a vehicle would be one-sixth that of gasoline car. And this doesn't include reduced maintenance costs because the plug-in design eliminates the need for many power-robbing components and accessories. 

Carmaker's like Honda and Toyota have stressed in their advertising messages that you don't have to plug in their hybrids to recharge them. This is intended to assuage consumer misconceptions that the car will not run if it runs out of electricity even though it has a gasoline engine. 

From Frank's perspective -- and many battery electric car drivers and California regulators -- this may have helped sell cars, but it fails to point out that plugging in your car at night actually can save you a LOT of money! Dr. Frank estimates you can run a plug-in hybrid for the equivalent of 50 cents a gallon of gasoline! Gasoline in California, he noted, is now over $2 a gallon and climbing. He says that the plug-in hybrid will run just fine without plugging it in, consumers just have to buy more gasoline. 

PIHEVs are beginning to look very appealing just on pure economic grounds! 

Plug-in Range

Dr. Frank says that computer modeling at UC Davis indicates that PIHEVs can have pure ZEV ranges of anywhere from 20 to 60 miles without changing the weight of the vehicle. He says he can do this by adjusting the size of the IC engine to the size of the battery pack. 

The UC Davis FutureTruck Ford Explorer is currently about 300 pounds over stock Explorer weight of about 4,500 pounds. He says that one of the tasks for this year's team is to cut weight and bring the vehicle back down to the stock weight. They will do with by lightening various components in the vehicle like the tailgate and seats. 

"We're not weakening anything, but swapping materials" he emphasizes. 

He tells EV World that if he were able to design the vehicle from scratch, he could keep it at its same weight while further improving its performance, operating costs and emissions. This is partly due to the fact that the weight distribution in the vehicle is now evenly spaced between the front and rear, unlike the currently front-heavy conventional Explorer. 

One of the newer innovations Frank is investigating is a dramatically downsized charging system on-board the vehicle. He says he and his students are looking at a simple 110-volt charger that will take 10-12 hours to completely recharge the vehicle, basically from the time the vehicle gets parked in the family driveway or garage in the evening until its driven away to work the next morning. This will reduce the complexity, weight and cost of the system and eliminate the need for an extensive public charging infrastructure. All you need to recharge the batteries is a common 110-120 volt AC outlet, usually readily available in most garages. 

Professor Frank points out that over a decade of experience with batteries at UC Davis shows that they are highly complex devices that require careful monitoring and management. 

"They have to be intelligently managed," he says. When they are, they can last the lifetime of the vehicles, he contends. He also notes that since doing a cost study two years ago, the price of advanced batteries has dropped even further. 

Comparing Emissions and Costs

I asked Dr. Frank about Toyota's contention, as expressed by our mutual, UN-retired friend Dave Hermance, that when comparing well-to-wheel emissions within a typical urban drive cycle environment, that the non-ZEV range hybrid like the THS-equipped Prius -- has a lower overall emissions than a PIHEV. 

Frank teased his colleague by saying statistics can be spun to prove any point and Frank's "spin" shows that plug-in hybrids generate fewer emissions, especially as the size of the battery pack increases and the range increases. 

An obvious question that any thinking person will ask, is if everyone starts to recharge their PIHEVs -- assuming that carmakers actually begin to offer them for sale -- from the grid at night, won't we run out of power? 

Franks responds that he and his students have very carefully looked at this issue, especially since it is such animportant one in California, in the wake of the energy crisis of 2001. UC Davis studies show that the current power grid can easily support up to 10% PIHEV fleet penetration without having to build new plants or capacity. He says it will take years to reach this level of penetration, after which time, new base-load generating capacity will have to be built, but the net effect of this will be to actually reduce the cost of electricity, rather than increase it. 

In addition, when coupled with a bidirectional, vehicle-to-grid (V2G) charging system that enables the power company to pull power out of vehicle batteries during peak load times, the cost of electricity will drop even further because now the fleet of PIHEVs become peak shaving devices. As EV World has suggested in the past in interviews with other V2G proponents, there is the distinct possibility that the power company will even pay car owners for the use of this energy, turning a historically depreciating asset into a potential income generating asset. 

Suddenly PIHEVs with V2G capabilities look even more attractive! 

Part Two Continued Next Week.... 

http://online.wsj.com/article/0,,BT_CO_20030304_005760,00.html 

Hydro-Quebec, Dassault, Heuliez In Elec Vehicle Pact

DOW JONES NEWSWIRES March 4, 2003

MONTREAL -- Hydro-Quebec (X.HQB) and France's Societe de Vehicules Electriques, or SVE, will develop a primary electric vehicle.

The potential value of the agreement wasn't disclosed.

SVE's principal shareholders are Groupe Industriel Marcel Dassault and Groupe Henri Heuliez.

In a news release, Hydro-Quebec said it will provide the drive system, including the electric drive train and the lithium-metal-polymer battery. Dassault and Heuliez are completing the electric vehicle prototype, which will be presented in a few months, it said.

The first markets targeted are commercial and institutional fleets in Europe and North America, Hydro Quebec said.

Company Web Sites: http://www.hydroquebec.com, http://www.dassault.fr and http://www.heuliez.com

http://www.hydroquebec.com/4d_includes/of_interest/PcAn2003-031.htm

Montréal, March 4, 2003  

Hydro-Québec, Groupe Dassault and Groupe Heuliez reach agreement on electric vehicle  

Driven by a growing demand for high-performance, environmentally friendly technology, yesterday’s dream is becoming today’s reality. With this as the backdrop, Hydro-Québec and France’s SVE (Société de Véhicules Électriques) announced that they are actively collaborating to engineer an electric vehicle using products (motor, battery and power electronics) developed by Hydro-Québec. The announcement was made jointly by the heads of SVE’s principal shareholders, Groupe Industriel Marcel Dassault CEO Serge Dassault and Groupe Henri Heuliez CEO Gérard Quéveau, and by Hydro-Québec CEO André Caillé. The two French companies are recognized for decades of excellence in technological innovation.  

Electric vehicle powered by Hydro-Québec 

Products developed and marketed by Hydro-Québec subsidiaries TM4 and AVESTOR, combined with Dassault and Heuliez know-how, will make it possible to develop a primarily electric vehicle that meets market expectations. Hydro-Québec will provide the drive system, including the electric drive train and the lithium-metal-polymer (LMP) battery. Dassault and Heuliez are completing the electric vehicle prototype, which will be presented in a few months. The first markets targeted are commercial and institutional fleets in Europe and North America. 

Serge Dassault and Gérard Quéveau pointed out that they are very satisfied with the performance of the products developed by Hydro-Québec and went on to say “We intend to keep these components in the electric vehicle we are developing and will be presenting in the coming months. With this technology, we are very confident we will succeed in implementing an electric vehicle in Europe, a market with excellent near-term growth potential.”  

André Caillé strongly affirmed that “Hydro-Québec showed just how creative and daring it is by offering automobile manufacturers technology adapted to the needs of the electric vehicle market and I am very proud of this success. SVE experts assessed worldwide electric drive offerings and selected products from our subsidiaries. I am personally convinced of the future of electric vehicles and wish to thank our partners who, through the credibility and effort they bring, will lead us to success with this project.” 

TM4 and AVESTOR Products: 

a decade of R&D and productization efforts give results 

Over the past decade, Hydro-Québec has developed unique expertise in manufacturing an electric vehicle drive system comprising motor, battery and power electronics. Building on the invention by Hydro-Québec’s IREQ research team of the motor-wheel, what remains to our day a technological revolution, TM4 has developed a ground-breaking product line offering, at a very competitive price, the top-performing central electric motor on today’s market. 

Through its initiatives in this area, Hydro-Québec has taken a major step in providing high-performance products that help make Québec a leader in curbing greenhouse gas emissions, a major environmental issue of planetary scope. Hydropower and the breakthrough of the electric vehicle will help achieve the goals of the Kyoto protocol.  

To learn more about Hydro-Québec and about electric-vehicle-related products from TM4 and AVESTOR, visit the following Web sites (www.hydroquebec.com) (http://www.avestor.com/automotiveev.ch2)  (www.tm4.com) (www.hqcapitech.com/seve). 

To learn more about SVE and about the French companies Groupe Industriel Marcel Dassault and Groupe Henri Heuliez, visit the following Web sites (www.dassault.fr) (www.heuliez.com). 

http://www.cbsnews.com/stories/2003/03/11/eveningnews/main543605.shtml

GM Pulls Plug On Electric Car 

CBS Evening News March 11, 2003

It is sleek and streamlined, fast and electric. But as CBS News Correspondent John Blackstone reports, General Motors' EV1, the car of the future, is about to become a thing of the past. 

"I can out accelerate most of the cars on the road without using a drop of gas," says Greg Hanssen, who owns an EV1. 

"Get a good look at it because when it goes away, it's gone," says Patrick Preminger, another EV1 owner. 

General Motors is pulling the plug on its electric car. The company never sold it, it only leased the car and is now demanding every EV1 be returned. 

Greg Hanssen led a campaign to save the little cars from the crusher. 

"We had $22,000 turned in from over 80 individuals who said 'can I hold onto my car.' And they said 'No, you cannot hold onto your car,'" says Hanssen. 

When GM's chairman unveiled the EV1 seven years ago at the Detroit International Auto Show, it seemed there was finally an alternative to gasoline. 

"GM's goal is to make a business out of the electric car," said Jack Smith, chairman of General Motors. 

In a commercial, GM suggested electric cars would soon be as common as toasters. 

Those commercials boldly announced, "The electric car is here." 

But General Motors built only about a thousand EV1's, available only in California and Arizona. General Motor's Ken Stewart says few people wanted a car that had to be plugged in every hundred miles or so. 

"After ten years and investing over a billion dollars we think its time to move on," says Stewart. 

When the EV1 was introduced California was setting tough new standards for cutting air pollution from cars. But since then GM and other automakers have gone to court delaying those standards. With the immediate pressure gone, the EV1 is going too. 

Linda Preminger calls the situation "heartbreaking". 

The Premingers hate to lose their EV1. 

"It's not a luxury car, but it's the best car I have ever driven. And you don't have to smell the gasoline fumes," says Linda. 

GM is now touting a new car of the future that runs on hydrogen, but it won't be for sale for years. So as the EV1 disappears, so does the brief hope for freedom from the gas pump. 

http://evworld.com/databases/printit.cfm?storyid=505

Plugged-In Vision - Part 2

By Bill Moore 

The plug-in, grid-connected, charge-depletion electric-hybrid has a lot of good things going for as Dr. Frank enumerated in Part One of our interview. Better performance, lower-operating costs, fueled by American electrical energy, dramatically cleaner emissions, batteries with 150,000 lifecycles and all for the cost of adding leather seats and a sun roof to a conventional SUV. 

On top of this, you'd have an SUV you could run your home off of in case of a power outage and, assuming your utility offered it, the ability to actually put power back into the grid -- a strategy called Vehicle-To-Grid charging -- that would put money in your pocket. 

So, with all that the concept has going for it, why all the talk about hydrogen and fuel cells, I asked him? 

Dr. Frank responds that while he sees a number of issues with hydrogen, he doesn't see it as an alternative, necessarily to his plug-in hybrid concept. He says that hydrogen could simply be used to replace gasoline in the ICE or even fuel cell vehicle. The grid-charged hybrid makes sense regardless of the energy source. 

Taking Frank's architecture to its logical conclusion, going the charge-depletion hybrid route in a fuel cell vehicle would enable designers to downsize the fuel cell stack. This means you could lower the cost of the vehicle because more energy would be coming from the battery pack -- whose cost per kilowatt is substantially less than a fuel cell. This would let carmakers offer them sooner rather than later, again depending on the availability of hydrogen. 

"We have looked at this plug-in hybrid technology as a road to advanced technology. and that advanced technology can include fuel cells, as well," he tells EV World. 

Improving ICE Efficiency

Another engineering payoff of plug-in hybrids are dramatic improvements in engine thermal efficiency. Dr. Frank calculates that this approach can raise the overall efficiency of the vehicle's internal combustion engine/hybrid system to 40% which is even higher than the current best fuel cell technology. 

"We are now looking at gasoline engine thermal efficiencies over 40%, which is now approaching the best of hydrogen fuel cell technology" 

That sounds like a mighty tall claim, but Franks contends that this approach enables him to not only downsize the IC engine, but to strip it of many of its power-robbing accessories starting with the fan belt-driven water pump, the radiator, alternator, and starter motor. 

An electrical water pump helps cool the engine using an internal thermistor and a closed cooling loop. These are electronically controlled by computer. 

"We can now pump only the water we need to cool the engine," he says. "There is a huge energy savings in the water pump alone." 

Dr. Frank points out that with shaft power efficiencies of over 40%, UC Davis' gasoline engines are approaching the efficiency of diesel engines, but without the cost or pollution control problems associated with these compression ignition engines. He also adds that the incremental cost of his plug-in hybrid IC is comparable to the cost of the traditionally more expensive diesel engine. 

Hydrogen's Drawbacks

For Frank, the fundamental problems with hydrogen include lack of availability, storage and range or what might also be called energy density. At present hydrogen is not readily available to the average consumer. Secondly, storing it safely and in sufficient quantities for meaningful travel range is also a problem. He points out that most of the current prototype hydrogen vehicles have ranges of between 70-80 miles in real world driving situations. 

He contends that by the time you would find a hydrogen refueling station, you'd have used up a significant percentage of your fuel just getting to and from the station. 

"It's a long ways before the hydrogen infrastructure is constructed," he notes. "That's the first thing." 

His next concern is the cost of fuel cells, which he contends are as much as 10 times more than the cost of a comparable gasoline engine. "It'll be a long time before that cost comes down." 

Part of the reason is the cost of platinum, one of the key materials used in a PEM-type fuel cell stack. One estimate EV World came across recently is that more than 40% of the cost of a fuel cell is the platinum, a precious material more costly than gold on an once-by-once basis. 

(Platinum is currently trading in the $690 an ounce range while gold is in the $350 per troy ounce range.) 

Frank says that since there is no current substitute for platinum on the near horizon, getting over this cost barrier will be a challenge. 

Finally there is the issue of energy efficiency. He tells EV World that the process of charging a battery is about 80% efficient in terms of energy in and energy out. By contrast, the most efficient way to make hydrogen from steam-reformed natural gas is about 40% efficient. Then you have to take in the losses accounted in storage and the fuel cell itself. Hydrogen electrolysis is even less efficient. 

Dr Frank argues that by the time you look at all of the inefficiencies in our current hydrogen fuel cell system, which is admittedly in its early stages of development, the overall well-to-wheel efficiency of a fuel cell vehicle drops below that of an internal combustion engine. 

When asked under what scenarios does hydrogen make sense, he chuckles and replies, "If you living on the sun, I guess." He is, however, confident that mankind's creativity and ingenuity will eventually overcome the issues of using hydrogen more widely as an energy carrier. He says we're not yet done inventing. 

He is also not completely convinced that hydrogen is the answer either, arguing that he's seen many promising technologies come and go over the last 50 years, many promising to revolutionize the world only to be superseded by something better, cheaper or more efficient. Hydrogen might be the "fuel" of the future or it might be replaced by something not yet discovered. 

"Perhaps it will end up hydrogen. Perhaps it will end up 'unobtainium." 

Role of Nuclear Power?

It has been suggested that the only energy source that generates no CO2 and can be depended upon to produce electric power either for plug-in hybrids or to make hydrogen is nuclear power. Frank agrees that grid-connected hybrids will require more electric energy than the current grid can provide once they reach a concentration of about 20% of the current vehicle fleet. Prior to that, from studies he has done for the state of California, the cars can utilize unused off-peak capacity. 

So, he admits that we may have to go down the nuclear pathway at some point in the future, but he estimates it would take 10 years at least to reach that point. But from his perspective, he has few issues with nuclear power, especially the problem of waste. He believes that eventually a benign use will even be found the various radioactive wastes that result from the nuclear fuels proceess. 

[Editor's note: One not-so-benign use for the waste that results from the enrichment of nuclear fuel rods is depleted uranium - DU - warheads which were used extensively in Gulf War One and in Kosovo and may again be used if the US invades Iraq, which may happen sometime on or after March 17, 2003]. 

"What we consider nuclear waste today, could be an energy source tomorrow," he says. 

Electricity, the Power of the Future

Dr. Frank is confident that the electricity is the best power source for the future, be it powering vehicles or home appliances. But he also thinks it needs to be used directly, no converted into some other form of energy like hydrogen and then back to electricity. He points out that every time you change from one form to another, you lose efficiency. 

He adds that he's "not knocking" research into hydrogen, but that we already know how to very efficiently put power into and take it out of batteries at a rate of about 80% efficiency. By contrast hydrogen electrolysis is only aboefficienticienct. In effect we are throwing away more than half of the electricity to make hydrogen. 

Finally, EV World asked Dr. Frank about what it will take to get car companies to take a serious look at the plug-in hybrid concept. He said that it takes demand from the public. If the public demands it, car companies will find a way to build it affordably, though he also acknowledges the fact that Detroit's huge advertising budgets also influence what the public wants. 

So, one way around this obstacle is by regulation, something carmakers loathe and fight against, but which can help stimulate public demand. He says he is encouraged by the fact that for the first time, California's Air Resources Board, has included plug-in hybrids in its revised ZEV mandate. He thinks that will encourage automakes to begin to look at this option, but he added that he also thinks that the Japanese will have a plug-in hybrid available long before Detroit. 

Now, that would make for a very interesting development. 

http://apnews.excite.com/article/20030322/D7PUBAS81.html
Diaz Taking Hybrid Car to the Oscars

CAPTION: Actress Cameron Diaz is shown in this December 9, 2002 file photo in New York. Star gazers won't...

LOS ANGELES (AP) - Star gazers won't see Cameron Diaz stepping out of a stretch limo at Sunday night's Oscars ceremony.

She's one of a handful of celebrities who will be chauffeured to the gala in hybrid cars powered by both gasoline and electricity.

Also arriving in a Toyota Prius, courtesy of environmentalists, will be Harrison Ford, Susan Sarandon and Robin Williams.

"This is to show that there are people who care about lessening our dependence on foreign oil and increased fuel efficiency," said Matt Petersen of Global Green USA, www.globalgreen.org an affiliate of Green Cross International.

Alternative fuel vehicles "are part of the solution to global warming, pollution and lowering our gas bills," Petersen said.

Because of the war in Iraq, organizers canceled the splashy red-carpet arrivals at the Kodak Theatre.

http://www.planetark.org/dailynewsstory.cfm?newsid=20081

USA: March 10, 2003

REUTERS NEWS SERVICE  

NEW YORK - Hybrid cars, which combine electric motors with small petroleum engines, will outpace the environmental benefits of hydrogen fuel cell cars until at least 2020, according to a university study. 

Hydrogen fuel-cell vehicles have low emissions and energy use on the road, but converting a hydrocarbon fuel such as natural gas or gasoline into hydrogen to fuel such vehicles uses substantial energy and emits greenhouse gases, the study said.

The Massachusetts Institute of Technology study was published after the Bush administration announced in January an initiative to develop hydrogen fuel cells. Combined with last year's government-industry "Freedom Car" program to build vehicles fueled by hydrogen, the initiative will be powered by $1.2 billion in government funds.

Energy Secretary Spencer Abraham said in January it should be cost-effective to produce hydrogen-fuel cars in large numbers and have them in showrooms by 2020.

The cars could reduce U.S. demand for foreign oil by 11 million barrels per day by 2040, according to the Energy Department.

But even with aggressive research, a hydrogen fuel-cell vehicle would not be better than a diesel hybrid in terms of total energy use and greenhouse gas emissions by 2020, the study said.

That's because virtually all industrial hydrogen supply at the moment comes from natural gas. In the future, analysts say, large amounts of hydrogen will be separated from water, where it bonds with oxygen, through the use of alternative energies like wind and solar power.

But for now, the green method of making hydrogen is too expensive, according to the study. "If we learn how to do it, I think that's absolutely wonderful, but I wouldn't hold my breath," said Malcolm Weiss, a researcher with MIT's Laboratory for Energy and Environment.

"Ignoring the emissions and energy use involved in making and delivering the fuel and manufacturing the vehicle gives a misleading impression," he said.

Beyond 2020, hydrogen cars will win out, predicted the researchers, who do not recommend stopping work on the hydrogen fuel cell. "If auto systems with significantly lower greenhouse gas emissions are required in, say, 30 to 50 years, hydrogen is the only major fuel option identified to date," said John Heywood, an MIT researcher.

That hydrogen would have to be produced without making greenhouse gas emissions, through a non-carbon source such as solar energy, or from conventional fuels while sequestering the carbon emissions underground.

So far, Japan's Honda Motor Co. Ltd. and Toyota Motor Corp. are the leading makers of hybrid automobiles. Hybrids have fossil fuel engines that work alternatively or in concert with electric motors to reduce smog emissions and increase fuel economy, without ever having to be plugged in. 

http://www.cnn.com/2003/TECH/biztech/04/09/electric.cars.ap/index.html

GM pulling plug on electric cars

SACRAMENTO, California (AP) --The celebrated ride of the car that spawned the nation's toughest emissions regulation ends at a parking lot in Southern California, where a growing fleet of General Motors electric cars awaits an uncertain fate.

Dozens of the green, metallic blue and bright red futuristic autos are lined up behind a chain-link fence at the edge of a freight rail line in Van Nuys, a sure sign the world's largest automaker has pulled the plug on a vehicle it heralded as recently as two years ago as "the car of the future."

As California retreats from its strict pollution regulation, GM is taking the cars off the road when leases expire because it can no longer supply parts to repair them, said GM spokesman Dave Barthmuss.

The automaker is shipping the cars to museums and universities for preservation, sending them to a research lab in New York, "cannibalizing" them for parts for the few still on the road, or scrapping them.

It's a long way from a program once touted as the company's clean air centerpiece, and it comes as fans in California fight to keep some electric cars on the road as the state rewrites its so-called zero emissions vehicle rule.

To the scores of drivers who embraced the technology, GM's effort to get the cars off the road is a heartbreaking prelude to the imminent death of the battery-powered vehicle as state air regulators continue to weaken rules that would have required 10 percent of cars for sale this year be nonpolluting.

"They've gone from being regulators to just asking politely, 'Gee, industry, would you do this?'" said Greg Hanssen, of the Production Electric Vehicle Drivers Coalition, which has lobbied for more battery-powered cars. "To us driving battery electric vehicles, we're saying, 'Hey, you've left us hanging out to dry.'"

New plans

It was only after seeing the promise of the first GM electric car in the late 1980s that California launched its ambitious zero emission vehicle program in 1990 to help clean up America's smoggiest skies. New York and Massachusetts followed suit and other states are mulling similar regulations and watching to see how California's rule-making plays out.

Over the past decade, state regulators have caved to pressure as car makers vigorously fought at hearings and in court to halt the regulation. Major automakers have stopped production because the vehicles were limited to a range of about 100 miles, required lengthy recharges and their high cost made them unappealing to a wide group of drivers.

The California Air Resources Board is poised to make changes that reflect that the cars are a commercial failure and to promote more promising technologies that have emerged. The board's staff has suggested a new plan letting auto companies reach the 10 percent quota with a combination of low-polluting gas-powered vehicles, gas-electric hybrids and a couple hundred fuel cell cars down the road.

Automakers would also be able to apply credits for electric cars it once put on the road and electric golf-cart style vehicles that zip through neighborhoods, office parks and campuses.

Honda concluded that the limited popularity of the electric car wouldn't effectively contribute to cleaner air, said vice president Ben Knight.

"I think it is a small group that is very interested in that particular technology," Knight said. "Some of our customers would tell us that they did, it took a while, but they did understand why their friends and neighbors weren't leaning toward leasing a battery electric vehicle."

Honda is now focused on its hybrid models, natural gas-powered vehicles and fuel cell program. It plans to have five fuel cell models, which run on the electricity from a chemical reaction between oxygen and hydrogen, in the Los Angeles city fleet by June. The fuel cell cars have already doubled the range of electric cars.

Supporters of battery-powered vehicles say the auto companies never seriously gave the cars a chance and didn't do enough to improve the technology or promote the cars to the public -- claims automakers dispute.

Staying on the road?

S. David Freeman, chairman of the California Consumer Power and Financing Authority, said there were long waiting lists of people who wanted the cars when he ran the Los Angeles Department of Water and Power. Freeman has followed the technology since he was head of the Tennessee Valley Authority in the late 1970s and said automakers predicted the demise of the vehicle before it ever hit the road.

"They've been singing that tune while they built the dang things," Freeman said. "Back in 1990 when the Air Resources Board laid down the zero emission rule there were no electric cars, it was a dream. Now that the dream is a reality, they're prepared to abandon it."

Unlike GM, Honda extended leases for some drivers, and about 100 of its original 300 or more EV Plus cars are still on the road.

Of the more than 1,000 two-seater sporty EV1 cars built by GM, only about 375 are on the road. The plan is to have them off the road by the end of next year.

Hanssen's lease expired last month and he surrendered his EV1 to GM as the Air Resources Board was set to vote on restructured regulations that promote the development of the hydrogen-powered fuel cell vehicle.

There's a chance when the board meets later this month that the regulations will be rewritten to encourage electric vehicle production, and EV1 drivers are hoping GM -- which spent over $1 billion on its electric car program -- will be persuaded to extend leases or lease cars that were previously returned.

But drivers who embraced the technology are not counting on a new lease on the life of their aging electric car.

Hanssen refinanced his house and, like other drivers about to lose their EV1, bought an electric Toyota RAV4, which was sold instead of leased.

"There's a chance (the board) will come out with some juicy incentive to keep these cars on the road," Hanssen said. "It wouldn't be all too surprising if they just scrapped the vehicles."

http://www.sfgate.com/cgi-bin/article.cgi?file=/news/archive/2003/03/28/state1538EST0082.DTL

California delays rewriting nation's toughest emissions rule 

BRIAN MELLEY, Associated Press Writer 

Friday, March 28, 2003 

©2003 Associated Press 

(03-28) 17:37 PST   SACRAMENTO (AP) -- 

California air regulators stopped short Friday of scrapping emissions rules aimed at forcing automakers to mass produce a pollution-free car this decade, but the chief air quality official conceded the end of that goal is near. 

The Air Resources Board could not reach a decision on how to revamp the strict quota it set 13 years ago for clean cars after witnessing the promise of the battery-powered electric car. 

Chairman Alan Lloyd said the board will most likely vote next month to remove its ambitious mandate in favor of small numbers of fuel cell vehicles in the next five years and thousands of low-polluting gas cars and gas-electric hybrids that emerged since the state passed its zero emission vehicle rule in 1990. 

"While we didn't get the holy grail of battery-electric vehicles we wanted, we've got many more of these near-zero emission vehicles," Lloyd said after the meeting. "We'll continue that push toward zero." 

The board staff proposed changing its first-in-the-nation regulation to reflect the commercial failure of the battery-powered car and more promising technologies that have emerged. While California still is home to the nation's worst smog, the air has improved significantly since the board passed the rule, largely a result in improved emission controls. For example, more than 100 air advisories were issued in the Los Angeles air basin in the early 1990s compared with fewer than 18 over the past three years. 

Over the years, the board has consistently eroded the zero emission rule in the face of industry opposition. The board was prompted to rewrite the regulation after a federal judge in Fresno sided with car makers and put the quota on hold. 

As proposed, the rule would almost surely guarantee the death of the electric vehicle, the quiet, clean car that led the state to pass the revolutionary rule that would have required 10 percent of cars sold in the state this year to be pollution-free. Massachusetts and New York have passed similar regulations. 

Despite scores of enthusiastic drivers, the auto industry declared the experiment a flop because the battery-powered car was expensive and didn't go far between lengthy charges. Supporters of the vehicles, however, suggested automakers never made earnest efforts to improve the technology or market the cars. 

"Everyone loves them," said one driver, Doug Korthof. "When I drive in the city of Los Angeles, the gang members came over to me. Were they going to shoot me? No. They said, 'Where can I get that?"' 

The short answer is nowhere. The vehicles are no longer sold and some companies are refusing to extend leases, leading some critics to suggest a similar scenario if the fuel cell, which runs on electricity from a chemical reaction between oxygen and hydrogen, fails to meet its promise. 

Automakers, who are leery of any regulation, were neutral on the proposal -- happy to be done with the battery-powered car but opposed to any further quotas. They want technological changes to be driven by market demand and competition. 

Most speakers at the two-day hearing, however, opposed the proposed revisions and only a few spoke in favor of it. 

Among the chief concerns was the fact the proposal would only force automakers to build 250 fuel cell vehicles in the next five years and not force them to make any zero emission cars after 2009. 

"We just have to have commitments for zero after 2008," said V. John White, a lobbyist for the Sierra Club. "Be sure there are numbers there or this mandate dies today." 

The board was undecided on what those numbers should be and whether automakers could substitute other low-polluting vehicles in their place. Lloyd said the board would set quotas for later years and would also explore at its April 24 meeting whether it could encourage the use of battery-powered cars. 

As Jerry Pohorsky loaded his electric car following the meeting, he said he was disappointed the vote was delayed, but encouraged the board might offer incentives for carmakers to continue battery car programs. 

Then he headed for Santa Clara County -- a 120-mile drive that will force him to stop for an hour or two to recharge along the way. 

http://www.fuelcelltoday.com/FuelCellToday/IndustryInformation/IndustryInformationExternal/NewsDisplayArticle/0,1471,2693,00.html

Hydrogen vehicle won't be viable soon, study says 

27 March 2003 

Even with aggressive research, the hydrogen fuel-cell vehicle will not be better than the diesel hybrid (a vehicle powered by a conventional engine supplemented by an electric motor) in terms of total energy use and greenhouse gas emissions by 2020, says a study recently released by the Laboratory for Energy and the Environment (LFEE) at the Massachusetts Institute of Technology (MIT). 

And while hybrid vehicles are already appearing on the roads, adoption of the hydrogen-based vehicle will require major infrastructure changes to make compressed hydrogen available. If we need to curb greenhouse gases within the next 20 years, improving mainstream gasoline and diesel engines and transmissions and expanding the use of hybrids is the way to go, say the study authors. 

These results come from a systematic and comprehensive assessment of a variety of engine and fuel technologies as they are likely to be in 2020 with intense research but no real "breakthroughs." The assessment was led by Malcolm A. Weiss, LFEE senior research staff member, and John B. Heywood, the Sun Jae Professor of Mechanical Engineering and director of MIT's Laboratory for 21st-Century Energy. 

Release of the study came not long after U.S. president Bush's administration announced a billion-dollar initiative to develop commercially viable hydrogen fuel cells and a year after establishment of the government-industry program to develop the hydrogen fuel-cell-powered "FreedomCar." 

The new assessment is an extension of a study done in 2000, which likewise concluded that the much-touted hydrogen fuel cell was not a clear winner. This time, the MIT researchers used optimistic fuel-cell performance assumptions cited by some fuel-cell advocates, and the conclusion remained the same. 

The hydrogen fuel-cell vehicle has low emissions and energy use on the road, but converting a hydrocarbon fuel such as natural gas or gasoline into hydrogen to fuel this vehicle uses substantial energy and emits greenhouse gases. 

"Ignoring the emissions and energy use involved in making and delivering the fuel and manufacturing the vehicle gives a misleading impression," said Weiss. 

However, the researchers do not recommend stopping work on the hydrogen fuel cell. "If auto systems with significantly lower greenhouse gas emissions are required in, say, 30 to 50 years, hydrogen is the only major fuel option identified to date," said Heywood. The hydrogen must, of course, be produced without making greenhouse gas emissions, hence from a non-carbon source such as solar energy or from conventional fuels while sequestering the carbon emissions. 

The assessment highlights the advantages of the hybrid, a highly efficient approach that combines an engine (or a fuel cell) with a battery and an electric motor. Continuing to work on today's gasoline engine and its fuel will bring major improvements by 2020, cutting energy use and emissions by a third compared with today's vehicles. But aggressive research on a hybrid with a diesel engine could yield a 2020 vehicle that is twice as efficient and half as polluting as that "evolved" technology, and future gasoline engine hybrids will not be far behind, the report says. 

Other researchers on the study were Andreas Schafer, principal research engineer in the Center for Technology, Policy and Industrial Development, and Vinod K. Natarajan. The new report and the original "On the Road in 2020" study from 2000 are available at http://lfee.mit.edu/publications under "Reports." This article was prepared by Science Letter editors from staff and other reports.

http://www.bayarea.com/mld/mercurynews/news/local/5498341.htm

California Board Considers Dropping Battery EV Requirement 

Opponents put up strong defense for electric and grid-hybrids. 

Source: San Jose Mercury News 

[Mar 27, 2003] 

SACRAMENTO -California's trailblazing effort to put commuters behind the wheels of battery-powered cars was nearly out of juice Thursday. 

The Air Resources Board considered whether to abandon the electric car in support of more promising low-pollution gas-powered autos and the fuel cell vehicle, a move that would lend a strong regulatory support to the unproven technology that's being touted as the car of the future. 

But the decision, expected to be made Friday, was not without a fervent fight from environmentalists, electric car drivers and observers who supported the state's 1990 landmark regulation that has driven technological changes in the auto world. 

David Freeman, chairman of the California Power Authority, who said he had followed the progress of alternative-fuel cars for 25 years, said the air board staff had been swayed by automakers to ditch the quest for the pollution-free vehicle. He said it was time to "catch the falling flag." 

"We are now worshipping at the altar of the craven image of the fuel cell," Freeman said. "Y'all are smarter and better than you think you are. You've just had too much time with the auto industry." 

Nearly two-thirds of the 79 speakers signed up to testify about the rule were expected to oppose the rewritten regulation, while only five were in favor. Automakers, who are opposed to any regulation and want innovation to be driven by consumer demand and competition, were among about a third of those who remained neutral on the proposal. 

Ben Knight, of Honda, said that technology not envisioned when the rule was passed in 1990 had produced startling results with emissions controls that are approaching 100 percent in gas-powered cars. 

"This is the most effective path in improving air quality," Knight said. 

While the state has continuously weakened the regulation that would have required automakers to sell 10 percent, or about 100,000, pollution-free cars in the state this year, the proposed rule would abandon that goal for 250 fuel cells vehicles by 2008. It would replace that quota with higher numbers of low emission gasoline-powered cars and increasingly popular hybrids that run on a combination of gas and electricity. 

One of the chief concerns is that the proposed new requirements do not require any nonpolluting vehicles to be produced after 2009, leaving that number to be set later. In the past, the board set quotas and then whittled them down as the industry fought back. 

"I am very interested in the numbers in the end game here," said board member Matthew McKinnon. "I think we're asking for worse than the trouble we've had here along the way." 

Automakers resisted building a quota of battery-powered cars that were expensive and generally didn't travel more than 100 miles without a three- to six-hour charge. But critics claim the auto industry never made a serious attempt to make the cars attractive to buyers or to improve the technology. 

Last year, a federal judge in Fresno put the quota on hold, prompting the board to rewrite the rule. 

Air board staffers said the revisions were aimed at reflecting the limits of battery-powered cars and the promise of the fuel cell car, being hailed by car makers and the White House. Fuel cells produce electric power from a chemical reaction between oxygen and hydrogen that only emits clean water from tailpipes. 

"We are not backing down," Board Chairman Alan Lloyd said about the quest for requiring the so-called zero emission vehicles. "It is important to get to zero as fast as possible." 

Still, a group of die-hard electric car supporters were not convinced that the rewritten rule would achieve that goal. 

A caravan of electric cars left Vacaville in the morning and ringed the parking spaces around the state's Environmental Protection Agency building all day. 

They applauded when any of the board members spoke in favor of the technology that powers their silent, purring engines. 

"I am not ready to close the door on that technology," said board member Dorene D'Adamo to resounding approval from the audience. "I'm real nervous about abandoning a technology that has continued to progress."

http://www.evworld.com/databases/shownews.cfm?pageid=news260303-03

EV Technology Becoming Cost Competitive 

Key battery technology improvements, reduced component costs can make electric drive vehicles cost-effective even at lower production volumes 

Source: EPRI 

[Mar 26, 2003] 

PALO ALTO, Calif., March 26 /PRNewswire/ -- According to a new research study from the Electric Power Research Institute (EPRI), a combination of greatly improved battery life and projected cost reductions for batteries and other components can make electric drive vehicles (engine-hybrid EVs, plug-in hybrid EVs, and some pure EVs) cost competitive with gasoline vehicles. 

These lower costs and a doubling of battery life times -- up to 150,000 miles -- result in significantly reduced fuel and maintenance costs for electric drive vehicles, and over their lifetime will offset their higher initial price by the end of this decade. 

The EPRI study chronicles important and steady improvements in battery technology, even over the past few years. Researchers specifically found that advanced batteries used in electric drive vehicles are exceeding previous projections for cycle life and durability, a key consideration in cost. Longer life essentially means reduced cost to operate. These developments, along with recent announcements that vehicle manufacturers will substantially increase production of hybrid electric vehicles (HEVs), will bring down costs of the special electric drive components, making electric-drive vehicles more cost effective. 

After considerable testing on the road and in the laboratory, the researchers concluded that nickel metal hydride (NiMH) batteries could be designed, using current technologies, to meet the vehicle lifetime requirements of some full-size battery EVs, subcompact "city" battery EVs and plug-in hybrid EVs. It also appears that only one battery pack per vehicle may be required instead of two as previously projected. With this new information, the EPRI study suggests that savings in fuel and maintenance can pay for the higher upfront cost of battery EVs and hybrid EVs with and without plugs. 

"The cost of advanced batteries for non-plug hybrid EVs, plug-in hybrid EVs, and battery EVs is highly dependent on the establishment of a growth market situation, a predictable regulatory environment, and consistent production volumes that encourage capital investment in production capacity and line automation by battery and automotive manufacturers," said Bob Graham, EPRI's area manager for transportation. 

"Produced in volume, hybrid EVs such as the Toyota Prius and Honda Civic will help drive down the cost of motors and controllers that could be used in all types of electric-drive cars," Graham added. "But the commercialization of the plug-in hybrid EV, because of its large market appeal, holds the key to the one remaining barrier to zero-emission vehicles -- the cost of the 'energy' battery." 

The non-plug hybrids, plug-in hybrid EVs with a 20-mile all-electric range, and subcompact "city" battery EVs with a 40-mile all-electric range that were analyzed in the study can cost-effectively reduce smog-forming gases, greenhouse gases and petroleum consumption in all scenarios analyzed. The higher initial cost of electric-drive vehicles is due to the battery, but in the long-term, fuel and maintenance savings cover this. According to the EPRI research, plug-in hybrids could reach life cycle cost parity with conventional internal combustion vehicles, after relatively small production runs of 50,000 vehicles per year. 

The EPRI study built upon earlier research carried out by the EPRI Hybrid Electric Vehicle Working Group, whose members include the environmental community, automakers, regulatory agencies, power companies, and academic researchers. The earlier work showed that the plug-in hybrid EV with a 60-mile all electric range has the potential to be the first advanced vehicle to attain the equivalent of 80 miles per gallon (the U.S. Department of Energy goal for midsize sedans) without lightweight materials or extreme aerodynamics 

The plug-in hybrid EV works a pure EV for a portion of its daily travel when it has been plugged into a 120-volt outlet (i.e. each night at home). When its electric range is used up, the vehicle switches automatically into hybrid mode, operating much like a "regular" HEV (e.g., a Toyota Prius) until the battery is recharged. Depending on the size of the battery, it can provide 20 to 60 miles of daily range in zero polluting EV mode. A plug-in hybrid EV drive system is compatible with all vehicle models and does not sacrifice vehicle performance and driver amenities for the sake of clean air and reduced consumption of petroleum. 

"These EPRI-led studies show in our opinion that plug-in hybrids are a mass market technology. We consider them an important bridge' technology," said Ed Kjaer, director of Electric Transportation for Southern California Edison. "They will help make a viable business case for other technologies that deliver zero emission miles from an 'energy' battery -- such as pure EVs and fuel cell EVs." 

More information on the study can be found on the EPRI website. Go to http://www.epri.com/corporate/discover_epri/news/downloads/EPRI_AdvBatEV.pdf .

EPRI, headquartered in Palo Alto, Calif., was established in 1973 as a non-profit center for public interest energy and environmental research. EPRI's collaborative science and technology development program now spans nearly every area of power generation, delivery and use. More than 1,000 energy organizations and public institutions in 40 countries draw on EPRI's global network of technical and business expertise. 

http://www.detnews.com/2003/business/0304/04/b03-127834.htm

House Panel Cuts Tax Credit for Hybrids 

Move seens as setback for carmakers hoping to encourage future hybrid car sales in US. 

Source: Detroit News 

[Apr 04, 2003] 

WASHINGTON -- In a setback to the auto industry's efforts to commercialize alternative power vehicles, an influential House committee Thursday gutted a plan to offer tax credits to consumers who buy environmentally friendly gas-electric hybrid vehicles. 

The House Ways and Means Committee dropped the credits amid concerns about the cost of a broader energy tax package. Chairman Bill Thomas, R-Calif., said the credits were no longer necessary because consumers would buy the hybrids on their own, without government help. 

If the tax credits for hybrid vehicles are not revived, it could be blow to the auto industry. Automakers argue that the tax credits are necessary to sell the fuel-sipping hybrids in large numbers. Consumers, they argue, need financial assistance to cover the costs of the hybrid technology, which can reach $3,000 or more per vehicle. 

The Senate Finance Committee included hybrid tax credits of up to $1,000 per vehicle in its version of the energy tax package approved on Wednesday. The legislation will need to be approved by the full House, the full Senate and a conference committee before becoming law. 

Hybrid tax credits were included in the Bush administration's budget released in February. Democrats on the Ways and Means Committee were assured by a Treasury Deparment official that the administration still supported the hybrid credits, said Rep. Sander Levin, D-Royal Oak. 

Levin said he would push to add hybrid tax credits when the bill reaches the House floor. 

"They were trying to keep the costs down," Levin said. "I think they're very wrong. Some incentives are very much in order." 

If the hybrid tax credits are left out of the energy bill, Toyota Motor Corp. and Honda Motor Co. stand to lose the most in the short term. The two Japanese automakers sell the only hybrids available in the United States. Ford Motor Co. plans to offer a hybrid Escape SUV in model year 2004. General Motors Corp. plans to sell up to 1 million hybrids by 2007.

http://www.nytimes.com/2003/04/02/business/02FUEL.html?tntemail1

Light Truck Fuel Economy To Be Raised 1.5 MPG 

Increase amounts to 4.5 percent improvement by Model year 2007. 

Source: New York Tiems 

[Apr 02, 2003] 

DETROIT, April 1 — The Bush administration said today that it would raise fuel economy regulations for light trucks — S.U.V.'s, pickups and minivans — by 1.5 miles a gallon, or about 4.5 percent, by the 2007 model year. 

The administration called the plan, which has been working its way through the regulatory system for several months, one of the biggest fuel economy increases in years. Environmental groups criticized it as a minuscule step at a time when gas consumption is a national security issue. 

"The Bush administration is committed to improving vehicle fuel economy while protecting passenger safety and American jobs," Dr. Jeffrey W. Runge, the administrator of the National Highway Traffic Safety Administration, said in a statement. 

David Friedman, a senior analyst at the Union of Concerned Scientists, said the measure's oil savings would be more than offset by a decision to continue credits automakers receive for making cars that can use ethanol. 

Daniel Becker, the top global warming expert at the Sierra Club, said, "Our troops are risking their lives in the Middle East for a war that is in part about oil, gas prices are skyrocketing, and global warming pollution is more of a problem than ever." 

http://www.freep.com/money/autonews/cafe2_20030402.htm

SUVs Get Tougher Fuel Rules 

Mileage must rise 1.5 m.p.g. between '05 and '07 

Source: Detroit Free Press 

[Apr 02, 2003] 

BY JOCELYN PARKER 

DETROIT FREE PRESS BUSINESS WRITER 

Automakers will make the largest fuel-economy increase to sport-utility vehicles, pickup trucks and minivans in 20 years under new rules federal regulators issued Tuesday. 

The National Highway Traffic Safety Administration will require automakers to raise the corporate average fuel economy for light trucks by 1.5 miles per gallon between model years 2005 and 2007. 

Environmentalists view the increase as too small, but automakers said that meeting the new fuel-economy standards will be a challenge. More than half the vehicles U.S. automakers sell are in the light-truck category. 

"In order to meet the target, we're going to have to change American buying habits," said Eron Shosteck, a spokesman for the Alliance of Automobile Manufacturers, which represents the automakers. "Nonetheless, we are committed to meeting it and working with NHTSA." 

General Motors Corp. spokesman Chris Preuss said the new standards give foreign competitors an unfair advantage because they sell more passenger cars. 

NHTSA's assumption that the technologies needed to make the improvements will pay for themselves through fuel savings is also overestimated, he said. 

Environmental groups say a 1.5-mile-per-gallon increase over the next few years is only a drop in the bucket given the advanced technologies the auto companies have to improve fuel efficiency. 

"The agency's rule making on this matter is a sham," Public Citizen President Joan Claybrook said in a statement. "NHTSA failed to budge from its proposal last fall, deciding instead to ratify numbers it had already set, despite receiving tens of thousands of comments from citizens calling for a tougher standard." 

Under the rule, which NHTSA proposed in December and adopted after a public comment period, the current standard of 20.7 miles per gallon will increase to 21 miles per gallon in model year 2005, 21.6 miles per gallon in model year 2006 and 22.2 miles per gallon in model year 2007. 

The current standard for passenger cars is 27.5 miles per gallon. 

Sens. Dianne Feinstein, D-Calif., and Olympia Snowe, R-Maine, have introduced legislation to close the gap between SUV and passenger car fuel economy. The bill calls for SUVs to achieve 27.5 miles per gallon by 2011. That would save 1 million barrels of a day and reduce dependence on foreign imports by 10 percent, they argue. 

The country uses 8.8 million gallons of gasoline a day, according to the Energy Department. 

NHTSA administrator Dr. Jeffrey Runge said the new requirements reflect the Bush administration's commitment to "improving vehicle fuel economy while protecting passenger safety and American jobs." 

This is the first change in the federal fuel economy regulations that vehicles in the light-truck segment must meet since Congress froze the current standard in 1996. 

NHTSA estimates the total cost for the industry to meet the target is $170 million for model year 2005, $537 million for model year 2006 and $862 million for model year 2007. 

Improving the fuel economy of sport-utilities and other light trucks has become a contentious issue among environmental groups, especially given the war with Iraq. 

Jason Mark, who heads the clean vehicles program for the Union of Concerned Scientists, said the new standard "seems out of place given the priority of saving oil. 

"The automakers' response is disappointing given all the technology that they've described as coming to market," Mark said. 

Some fuel-saving technologies include hybrid vehicles, which save gas by combining an electric motor and an internal combustion engine, and engines that feature displacement on demand, which shuts down half of the engine's cylinders at highway speeds. 

Mark also added that the 1.5-mile-per-gallon improvement over the next few years is less than what some automakers are offering already. For instance, he estimates Ford Motor Co. can get a 1.8-mile-per-gallon improvement in the same period. 

Contact JOCELYN PARKER at 313-222-5391 or at parker@freepress.com . Associated Press contributed to this report.

http://www.sacbee.com/content/business/auto/story/6449236p-7401153c.html

Clean cars on a roll, quietly 

Far less polluting, they are growing far more common. 

By Chris Bowman -- Bee Staff Writer 

Published  2:15 a.m. PDT Sunday, April 13, 2003 

In a remarkable -- and remarkably quiet -- evolution in technology, automakers are rolling out more than 100,000 affordable, everyday cars that come tantalizingly close to realizing California's dream of a pollution-free automobile. 

Surprisingly, the vehicles run on gasoline with basically the same internal combustion engine that helped make California the nation's king of smog. 

The pollution controls on these vehicles are so tight and the burning of fuel is so complete that, under certain conditions, the exhaust out the tailpipe is cleaner than the air outside. 

Such was the case four years ago when Honda Motor Co. drove an experimental gasoline car that actually cleaned the air, albeit on a smoggy Southern California freeway. 

Today, the offspring of that breakthrough vehicle are entering mass production and appearing in showrooms from San Diego to San Francisco. 

The cars are all familiar models with familiar prices, from a $13,000 Ford Focus compact to a $28,000 BMW 325i sedan. They look and drive the same as versions sold outside California with conventional smog controls. 

"These cars are affordable, and because they are being built in such large numbers, they are having an immediate impact on air quality," said Jerry Martin, spokesman for the California Air Resources Board. 

This year, Californians are expected to buy about 135,000 of these super-clean vehicles, according to the air board. 

Three million of them are projected to be on the road by 2010, all warranted for life to run as clean as the day they were made. 

The huge cleanup of gasoline engines is an unexpected and largely unrecognized success of California's 13-year-old mandate requiring automakers to mass produce "zero emission vehicles," or ZEVs. 

"This is the real jewel we have been able to glean so far from the zero emission vehicle rule," Martin said. 

The air board considers these cars clean enough to earn manufacturers partial credit toward the ZEV mandate. Regulators dub them PZEVs, or partial zero-emission vehicles. 

To qualify, these cars must run at least 90 percent cleaner than the average new car, according to the air board, which sets vehicle emission standards. That translates to about one pound of smog-forming pollutants every 15,000 miles, according to the U.S. Environmental Protection Agency. 

Automakers and dealers, however, are not exactly talking up the clean-air gems. 

Smog control, no matter how effective, is not a key selling point for most American buyers, manufacturers contend. 

Given the technology costs automakers more, they make only a limited number of PZEVs. They build enough to meet their government-mandated production quotas but no more than they think they can sell. 

Sharp-eyed buyers can find the cars by scanning the fine print of vehicle specifications for the PZEV code. Automakers post the identification on the window sticker or under the hood, on the Vehicle Emission Control Information label. 

But advertising is practically nil. Consumers conceivably could buy a PZEV without knowing they have one. 

Marsha Colendich nearly did. The Rocklin commuter had her heart set on a new Camry when she stopped in at Roseville Toyota earlier this month. But a Prius model caught her fascination. She had heard about its new, environmentally hip "hybrid" engine, powered by gas and an electric motor. 

A salesman then pointed out that the Camry actually is rated as a cleaner vehicle. 

"It was really cool to find that out," Colendich said. 

The greening of gasoline engines has been overshadowed by the well-publicized introduction of the more intriguing electric cars -- no gasoline, no smog. 

Cars powered by gasoline, compressed natural gas and other fossil fuels always will emit some amount of smog-forming hydrocarbons and nitrogen oxides no matter how far pollution controls advance, engineers say. The battery-powered electric engine is the only commercially available technology that qualifies as zero-emission. 

The story on these futuristic vehicles, however, has been one of fits and starts. 

Time and again, the air board has relaxed the quotas and extended deadlines on production of nonpolluting cars in the face of manufacturers' objections and technological changes. 

General Motors Corp. has pulled the plug on the battery-powered model it once championed as "the car of the future" -- the sporty EV1. Other automakers have followed suit, saying consumers generally were put off by the high price (at least $25,000 after rebates and tax credits), the short driving range (about 100 miles between charges), and lengthy recharges (at least three hours). 

Manufacturers have all moved on to fuel cells. The technology uses hydrogen and water to make electricity and spits out only warm water. 

Fuel cells, though, are at least 10 years premature for the auto assembly lines. Many issues remain unresolved over safety, reliability and fuel availability for these engines. Demonstration models currently cost manufacturers about $1 million each. 

Consumers are catching on to hybrid cars such as the Toyota Prius and Honda Insight. The few models available are priced from $14,000 to $21,000, get good fuel mileage and have the same tailpipe emissions standards as the PZEVs. 

Cars such as the Toyota Camry that qualify as PZEVs, however, go a few steps further toward zero-emission. 

They are state-certified as having almost no evaporative emissions from the engine and fuel tank. And they carry a manufacturer's 15-year or 150,000-mile warranty on the smog controls. So the vehicles theoretically will remain clean for the life of the car. 

Colendich said these details turned her attention back to the Camry and clinched the deal. 

"I have to have a car, so why not have something that helps the environment?" 

If the PZEV smog controls turn out to be as durable as billed, the air quality gains will extend to second and third owners. 

"That will have a significant impact on low-income communities where people can't afford a new expensive car," the air board's Martin said. 

The air board initially pinned its hopes on the more expensive battery-powered cars when it adopted the landmark ZEV rule in 1990. 

The rule came at the insistence of Los Angeles-area smog regulators who believed the smoggy basin stood little chance of achieving clean air unless growing numbers of vehicles were completely smog-free. 

"The law said we had to meet the federal air standards within the next two decades, and it was the only way we could visualize getting there," recalled James Lents, then executive officer of the South Coast Air Quality Management District. 

Some automakers, mainly domestic producers, worked to eliminate or weaken a rule they deemed too costly and utopian. Other companies, mainly foreign competitors, plotted a course many thought was unachievable. 

Honda, Toyota, Nissan and some Western European automakers worked to clean up the gasoline engine to where emission levels would be on par with a ZEV. That is, the amount of pollutants would be equivalent to those a natural gas-fired power plant produces to recharge an electric car. 

"They wanted to build the argument that these gasoline cars are so clean, why do we need batteries?" Martin said. "To some extent, they have accomplished that." 

By the mid-1990s, foreign automakers began to introduce cars that surprised California's smog regulators. 

They cut evaporative emissions with tighter gaskets, hoses and fuel tanks. Variable valve-timing and computerized fuel injection made for better combustion and cleaner exhaust. 

At the same time, federal Clean Air Act amendments requiring cleaner-burning gasoline in smoggy areas were taking effect. The reformulated fuel cut levels of sulfur that hindered performance of the catalytic converter. 

Mounted in the exhaust pipe, the device removes a lot of unburned hydrocarbons and nitrogen oxides. These are the compounds that react with sunlight to form ozone, the gas in smog that irritates the eyes, nose and lungs. 

But the exhaust control works only at high temperatures. It does almost nothing in the minutes it takes to heat the engine from a cold start. 

So Honda installed a system that traps the smog-forming pollutants until exhaust gases are hot enough to activate the catalytic converter. 

The company claimed astonishing results. In 1999, it sought to verify them at an independent emissions testing laboratory at the University of California, Riverside. 

"This car was so clean we couldn't even measure the emissions," recalled Lents, who had left the South Coast air district to help run the UC Riverside lab. "We had to develop new measurement technology just to be able to test this car." 

Technicians took the prototype for a spin on the freeway. "Sure enough," Lents said, "the air coming in the air intake was dirtier than the air coming out the exhaust." 

Now, seven major automakers are offering models with smog controls nearly as effective as the Honda test vehicle and more durable, earning them the PZEV label, according to the air board's current listing.(Cleaner Cars Buyer's Guide at www.arb.ca.gov )

The dozen models are all compact and midsize passenger cars. They generally are sold only in California and in states such as New York and Massachusetts and Vermont that have adopted California's ZEV rule. 

Some automakers say they are close to licking the technologically tougher job of strapping the advanced pollution controls on heavier and more powerful full-size cars and midsize pickups and sport-utility vehicles. 

If that happens, manufacturers would be breaking a lifestyle barrier that has kept many consumers from buying low-polluting, fuel-efficient cars. They can keep driving the luxury cars and go-anywhere, do-anything vehicles, but with less noxious signatures on the environment. 

The state's air pollution experts contend that the advances toward ever-cleaner gasoline as well as cleaner diesel engines will not be enough to achieve and maintain healthy air quality in California. 

Large numbers of ZEVs eventually will be needed to offset pollution from growing numbers of cars and miles traveled, the air board contends. 

Meanwhile, the super-clean gasoline cars are expected to take ever bigger bites out of pollution as consumers become more aware of them. 

"The public doesn't know yet that these vehicles have a huge role environmentally," said Ben Knight, Honda's vice president for research and development. 

"We see them as the fastest, most practical and most effective path to healthy air." 

About the Writer 

--------------------------- 

The Bee's Chris Bowman can be reached at (916) 321-1069 or cbowman@sacbee.com .

http://www.modbee.com/opinion/story/6497515p-7441426c.html

Panel saves mandate on  Zero Emission 

Published: April  6, 2003, 06:49:59 AM PDT 

An effort to back away from continued production of electric cars -- and a broader commitment to nonpolluting cars -- was turned back last week by the California Air Resources Board. 

That's good. Accepting the proposal from the CARB staff would have brought the state's historic Zero Emission Vehicle mandate nearly to an end. 

Instead, the board told its staff to revise the proposal to preserve the requirement that at least a few hundred zero-emission vehicles be produced by 2008. 

The CARB staff wanted to drop the requirement that 2 percent of all new cars sold in California after 2005 produce no tailpipe emissions. As a substitute, the staff urged that major vehicle manufacturers be required to produce a total of 250 fuel-cell-powered vehicles in the next five years. 

Automakers and others -- including the Bush administration -- now argue that fuel-cell technology represents the future. That's the same thing they were saying about electric-powered cars a few years ago. 

But many argue that fuel-cell cars powered by hydrogen are still years away from being produced at a practical price. The proposed 250 vehicles would be demonstrator models that currently cost about 

$1 million each; they won't exactly be rolling off the showroom floor. 

Nor are electric cars the failure that some fuel-cell proponents suggest. About 2,500 battery-powered vehicles such as General Motors' EV-1 and the Honda Insight are on the road today, although their leases are expiring as emphasis shifts to hybrid and fuel-cell cars. 

In Stanislaus County, officials would like to incorporate 150 to 200 electric or hybrid vehicles into their 650-vehicle fleet. The demand spurred by the county in turn could entice a private investor to build an electric-car assembly plant here, according to county Chief Executive Officer Reagan Wilson. 

The proposal could bring both new jobs and cleaner cars to the pollution-choked Northern San Joaquin Valley. To help counties like Stanislaus achieve such gains, the state should maintain its policy of favoring no specific technology. 

Regulators should not dismiss electric cars, any more than fuel cell vehicles should be abandoned because they aren't yet available. When it comes to promoting cleaner-running vehicles, the technology eggs should be distributed among as many baskets as possible

http://www.nytimes.com/2003/04/18/business/18FORD.html?tntemail1

April 18, 2003 

Ford Won't Meet Efficiency Pledge for Its S.U.V.'s 

By DANNY HAKIM 

Executives of the Ford Motor Company yesterday backed away from a pledge to increase the fuel economy of its sport utility vehicles by 25 percent by 2005. 

Ford made that pledge three years ago, and General Motors and the Chrysler Group of DaimlerChrysler subsequently said they would at least match Ford's improvements. At the time, environmentalists hailed the plan as offering hope that the nation's swelling appetite for gasoline could be curbed. 

Ford is not abandoning the pledge entirely, said one Ford executive, who spoke on the condition of anonymity, but rather is indicating that it does not know whether it can meet the original timetable. 

"Are we still trying to get there? Absolutely," this executive said. "Will we get there by that deadline? It's unclear." 

The executive attributed Ford's shift in part to technological delays to the company's plan to produce a version of its Escape S.U.V. with a fuel-efficient hybrid system. The company says it is also less bullish on the program because tax credits for such vehicles have not materialized in Congress. 

Ford had planned to sell the Escape hybrid, which supplements its gasoline engine with electric power, in earnest this year but now expects to sell only a token number; next year, it expects to sell many fewer than the 30,000 originally planned. 

Speculation about Ford's going back on its pledge began to swirl yesterday after Philip R. Martens, the vice president for product creation, told some reporters that the company was scrapping the objective and would instead aim for fuel economy improvements of 20 percent to 30 percent across its entire vehicle fleet by the end of the decade, according to reports by Reuters and Bloomberg News. 

Ford later said that Mr. Martens's comments had been misinterpreted. Francine Romine, a company spokeswoman, said the company had not decided to give up on its S.U.V. commitment, but she also declined to reaffirm specifically the pledge and its timetable. 

"Some of the technologies we thought would get us there did not materialize," she said, adding that the company was not giving up its efforts to improve the vehicles' fuel economy. 

But the top executive who spoke on the condition of anonymity said that the company had hoped the Escape hybrid would play some role in decreasing the company's S.U.V. fuel economy; the vehicle is expected to get 35 to 40 miles a gallon. 

Ford engineers have run into developmental problems with the vehicle's regenerative braking system, which traps heat produced by the brakes and converts it into energy. 

"We're running behind on the Escape hybrid," the executive conceded. "We'll have some out at the end of the year, but not the kind of numbers we had originally hoped for because of some component problems in the vehicle. We're working them out and they'll be fine." 

Other decisions from the company, which is struggling to return to profitability, also hindered progress — a fuel-saving electric starter motor for the Explorer was among the options abandoned as a way to cut costs. 

The executive also said that the company was looking at ways to make up for not meeting the 25 percent goal by showing improvements in other areas. But he said there were no big targets to improve the fuel economy of the entire vehicle fleet by the end of the decade. 

"We will not improve by 30 percent across the fleet," the executive said. 

Environmental groups reacted with a mix of confusion and anger — the pledge had been a hopeful sign for them amid a climate of increasing sales of S.U.V.'s and a complementary surge in gas consumption. 

Reports of Ford's reversal have also further complicated the love-hate relationship between environmental groups and William Clay Ford Jr., the Ford family scion who is the company's chairman and chief executive. Before becoming chief executive in 2001, Mr. Ford had been outspoken on environmental issues — certainly from Detroit's view. He even spoke frequently of global warming as an actual problem that needed solving, a view at odds with what other top industry executives have said. 

But Mr. Ford has been saddled with trying to revive a company that lost a total of $5.5 billion in its last nine quarters and employs more than 100,000 people in the United States. 

Ford's vehicle fleet has been becoming more heavily tilted toward S.U.V.'s like the Explorer and Lincoln Navigator, increasing the country's gasoline consumption. The most recent Environmental Protection Agency data puts the fuel economy of the average new vehicle at its lowest point in two decades as the nation's buying preferences have shifted to light trucks. 

Daniel Becker, the top global warming expert at the Sierra Club, said the company's move away from its 25 percent pledge was appalling, adding that "what Ford is doing is telling the American people that we can't trust Ford's commitments; they keep moving the goal posts back when the deadline nears." 

"Bill Ford's claims to being an environmentalist ring hollow if Ford repudiates the most important environmental commitment it's made in recent years," he said, adding that he hoped that Mr. Ford would personally reaffirm the company's plan. 

Mindy Lubber, the executive director of the Coalition for Environmentally Responsible Economies, another environmental group, said "organizations that have worked with Bill Ford trust him, but we'll be watching carefully to make sure that their overall fleet is more fuel efficient and their carbon emissions are considerably less."

http://www.freep.com/money/autonews/show17_20030417.htm

EW YORK NOTES: Goal for hybrids may be lofty 

GM's Lutz cites cost as Toyota unveils Prius 

April  17, 2003 

BY JOCELYN PARKER AND MARK PHELAN 

FREE PRESS BUSINESS WRITERS 

NEW YORK -- General Motors Corp. Vice Chairman Robert Lutz says he's doubtful that GM would be able to sell 1 million gasoline-electric hybrid vehicles by 2007 because of the high cost of making the vehicles. 

The company said a few months ago that it has the capacity to build a million hybrids by that time. But Lutz said hybrids don't make a lot of sense now because many consumers aren't willing to pay premium prices for them. On average, hybrids are $3,000 to $4,000 more expensive to build than traditional gas-powered vehicles. 

"The Japanese have been eating these costs for PR reasons," Lutz said. "But if these become popular, no one can afford to eat $4,000 a car to be environmentally friendly." 

Toyota Motor Corp. , the first automaker to sell cars powered by a mix of gasoline and electricity, unveiled a larger, faster Prius hybrid Wednesday, hoping to widen its lead in the market for more fuel-efficient vehicles. 

The 2004 model -- which arrives at dealerships late this year -- is a midsize hatchback that will replace the current compact version, and is expected to average combined city and highway fuel economy of about 55 miles per gallon, up from 48 m.p.g. for the current version, Toyota said. 

<snip>

Bloomberg contributed to this report. 

http://www.thestarpress.com/tsp/business/local/03/apr/0416HybridAutos.php

Some buyers want a green, green car 

By MICHAEL McBRIDE 

mmcbride@thestarpress.com 

(East Central Indiana)

Maybe you need to be a car nut to buy one of those new-fangled hybrid vehicles. 

Maybe you need to be a tree-hugger, and what a good Earth Day month for it. 

David and Marsha Jenkins are a little of both 

He is the son of an engineer, whose mileage-obsessive dad bought a Henry J, Crosley, Triumph, MG, a 1956 Volkswagen and a 1959 Saab 3-cylinder when he was an only child, "back before gas was even a problem." 

She has been clearing an invasive species of Japanese honeysuckle from a 12-acre property north of Muncie for the past 20 years - and planting trees. 

"It's my way to give back to the earth," Marsha said about the couple's woods where they recently moved. 

For the past 5 weeks, they have been driving a new Honda Civic Hybrid the 5 miles to town, and elsewhere. Equipped with both a gasoline-powered engine and an electric motor, the altered Civic is supposed to get 47 miles a gallon in town or 48 on the highway. So far, the Jenkinses have been two-tenths under predictions, 3 miles over and somewhere in-between. 

"I became frustrated with the roller-coaster gas prices earlier this year," said David Jenkins, who retired from the Army Reserves this week. "At one time, the media was saying prices would not go below $1.70 this year. 

"That didn't happen, but we're ready if it does." 

The couple were also persuaded by a $2,000 income-tax credit for ultra-low emission vehicles and 1.9-percent financing. 

Whitney and Hildegard Gordon are a little of both, too, but mainly Whitney is the former. 

They traded a Toyota Camry in on a Toyota Prius this week. 

"I started with sports cars, a pre-World War II Aston Martin, but driving conditions have changed in 50 years," said Whitney, like his wife, a 70-something retired professor at Ball State University. "Flat and with interstates, this is not sports-car country. 

"The Prius is ecologically sensible, comfortable and handles adequately; and it is plenty big enough for two senior citizens." 

Days when their blood pressure is elevated, they can still roll out their 1948 MG-TC - a two-seat, British-built, right-hand drive roadster that they had driven most days for the first 35 or so years of the 40 years they have owned it. 

The Prius's gas engine might shut off altogether once it is up to speed and coasting, said Steve Smith, a sales representative at Stoops Buick-Toyota-Nissan-BMW. Designed from the ground up with hybrid power in mind, the cars have been sold in the United States for the past 3 years - and in Japan for 3 years before that. 

Three years ago, they were a little hard to get, Smith said, but not anymore. 

"Prius is Latin for 'go before'," Smith said. "And Toyota feels like it is leading the way into the 21st century." 

Neither Toyota's Prius, Honda's new-this-year Civic Hybrids, or Honda's 3-year-old, two-passenger Insight should ever need their batteries charged. The systems charge as the vehicles slow down, recapturing energy from the braking systems and drive-train backlash - energy that was lost before on conventional cars and trucks. 

Gabe Greene's sales staff had sold eight of the mainstream 2003 Civic Hybrids at Suzy Morris Honda since last fall, compared to four of the smaller Honda Insights in the past 3 years. Ball State University bought three of the Civic Hybrids, said Greene, the new car sales manager. 

"There is no formal program, but BSU's Council on the Environment advocated the purchase," said Kevin S. Kenyon, associate vice president of facilities management and planning at the university. "They are similar in cost to what we have been using, but they are smaller in size. Still, I would like to see more in the fleet." 

The 120-passenger car fleet is mostly Ford Tauruses and Chevrolet Malibus right now, Kenyon said. He stressed that the university was not advocating Hondas over any other makers, and said other companies all had versions of the hybrids in the works. 

"For a gadget guy like me, there is immediate feedback," Kenyon said of the cars, which the school has had for about 6 months. "It's easy to keep an eye on the gauges, and get the ultimate gas mileage." 

Contact business reporter Michael McBride at 213-5826. 

Honda  and Toyota five-passenger hybrids 

Advantages: 

High mileage. 

Extended warranties on drive-train components. 

Disadvantages: 

Non-folding, rear-seat back rests (Honda mounts its battery pack on the rear of the vertical seat support in the vehicle's trunk. Toyota mounts its battery pack on the trunk floor, but does not offer the fold-down option to keep lengthy cargo from damaging the expensive nickel-hydride units.) 

Compact versions so far, although these and other automakers are planning other options.

http://www.fortune.com/fortune/investing/articles/0,15114,443070,00.html

HYBRID CARS 

Dude, Where's My Hybrid? 

Detroit is joining Toyota and Honda in the hybrid-vehicle market. It's trendy, but is it a business? 

FORTUNE Monday, April 14, 2003 

By Stuart F. Brown 

From the Apr. 28, 2003 Issue

Now here's a social dilemma: Say Cameron Diaz calls to ask if she can come over to your house right after the post-Oscars parties. You're tickled, of course. Then you realize in a panic that you don't have an industrial extension cord to plug in her electric car. Just take a deep breath and relax. It's not one of those dumb battery cars. Hers is a gasoline-electric Toyota hybrid that never needs plugging in. Whew! No problem after all. 

Diaz is just one of a horde of celebrity types who have helped Toyota achieve a PR coup with its Prius compact hybrid, which can get 52 miles per gallon in city driving. Seinfeld creator Larry David even wrote the Prius into his HBO series Curb Your Enthusiasm. Honda's on the high-fuel-efficiency bandwagon too, with its little two-seater Insight hybrid and a hybrid version of the trusty Civic. And you'll be hearing a lot more about hybrid vehicles soon, as the Detroit automakers begin rolling out their own entries in the nascent market. It's a field full of buzz, though nobody can say yet if there's a real business there. 

Americans surprised the auto industry by buying 36,000 Toyota and Honda hybrids last year, a number that's expected to blossom to some 58,000 hybrid sales this year, according to the research firm J.D. Power & Associates. Viewed as a percentage of total U.S. vehicle sales, hybrids so far are trivial, accounting for just 0.2% of the market last year. But growth like that is hard to ignore, so General Motors, Ford, and DaimlerChrysler are hustling to get in on the action, with varying degrees of urgency. Their motivations are legion. 

General Motors CEO Rick Wagoner astounded the Detroit auto show earlier this year when he announced that by 2007 the company will be tooled up to produce three types of hybrids in volumes as high as a million per year, if the market wants them. GM's first offerings, hybridized versions of the Chevy Silverado and GMC Sierra pickup trucks, will go into production this year. Next year, hybridized Ford Escape SUVs and Dodge Ram pickup trucks will go on sale. 

But as the Detroit automakers labor to get their hybrid offerings into production, they may find themselves feeling--once again--that they are playing catch-up with the Japanese. Toyota's Prius was introduced in the U.S. in 2000, and in Japan in 1997. This month a second-generation version of the compact hybrid will be rolled out at the New York auto show. And in two years, Toyota's Lexus nameplate will introduce a high-performance hybrid version of its new RX330 luxury SUV as part of a hybrid sales push that Toyota president Fujio Cho hopes will reach 300,000 vehicles per year worldwide by mid-decade. 

A lot of people aren't quite sure what's different about hybrid vehicles. Their recent adoption by Hollywood trendies might suggest that there's some new sort of magic under a hybrid's hood. Arianna Huffington has proclaimed them to be vehicles of peerless moral standing. Is there some kind of morality amplifier in there? A number of citizens polled unscientifically over dinner in recent months have revealed their fear that hybrid cars need to be plugged in for recharging every night. And so forth. 

To clear the air on the hybrid topic, so to speak, here's a primer: They are fueled by gasoline, and nothing else. Hybrids' powertrains, as engineers like to call the engine-and-transmission combination, have a traditional piston engine and incorporate some extra electrical components, including an electric motor-generator, a black box full of high-energy circuitry, and a bigger battery than a regular car's. A hybrid can deliver fuel-economy improvements of 10% to 50% depending on the ambitiousness of its design and the way  it's driven. The gains come from capturing normally wasted braking energy in the form of electricity and pumping it back into the battery, and from shutting off the engine briefly at stoplights. Hybrids also use their electric motors to provide some or all of the vehicle's power at speeds at which the gasoline engine is inherently inefficient. Hybrids cost more to manufacture than their traditional piston-engined counterparts, and the ones that have the best fuel efficiency tend to cost the most to build because of their increased engineering complexity and the pricey extra components that they contain. 

The amount of engineering effort required to "hybridize" a piston-engined vehicle's powertrain ranges from moderate to gigantic, depending on how enterprising the design is. A lot of the work goes into developing the sophisticated computer controls and "power electronics" in the black box that shuttles electricity between the motor-generator and battery as driving conditions demand. The humble Prius, for example, has no fewer than six chips and zillions of lines of computer code directing its underhood workings, which rival a small town's electric grid. Developing all that stuff and making it work smoothly takes a lot of time and money. Being first out of the gate is an advantage for Toyota and Honda, which have already refined the designs and lined up the component suppliers needed to build their hybrids. 

Some automakers will probably never offer hybrids, while others will end up purchasing the components needed to hybridize their vehicles from outside suppliers, to save on development costs. Both Toyota and GM have said their hybrid bits and pieces will be available for sale to other automakers, and Nissan has already agreed to purchase hybrid components from Toyota. GM is expected to announce similar partnerships soon. 

Can the automakers make a real business out of hybrids? "If a hybrid costs $3,000 more to build than a conventional powertrain, and the government is going to kick in a $2,000 tax credit, that's probably okay," says David Cole, director of the Center for Automotive Research in Ann Arbor, Mich.  "But if the tax credit goes away, is the customer expected to pick up that $3,000 premium?" Cole is referring to the tax credit currently available to hybrid purchasers, which will be phased out by 2006. A bill sponsored by Utah Senator Orrin Hatch would increase the tax break for hybrid buyers to as much as $4,000, but has yet to make its way through Congress. 

Like America, Japan has a fledgling hybrid market. But the interest in Europe is almost nil, and you won't be seeing a hybrid Mercedes or Volkswagen in a U.S. show room any time soon. In their quest to squeeze more driving miles from expensive fuel, the Europeans have been buying advanced diesel cars by the millions. These new-generation diesels use electronic controls and new fuel-injection systems to make good power, without clatter and black smoke. The advanced diesels would have a hard time meeting EPA pollution rules in this country, however. 

One thing that's certain about hybrids is that they are great for green PR. Toyota and Honda have used their hybrids to nurture reputations for smart engineering and environmental sensitivity. The other manufacturers may look like slightly late arrivals on the scene, but it's hard to see how adopting fuel-conserving technology in some models could hurt their images. Then there's the all-important matter of the corporate average fleet economy, or CAFE, rules. Although it is moving aggressively into full-sized pickup trucks, Toyota has always managed to stay within the CAFE limits. And Honda, which has a very fuel-efficient fleet of products, is in no imminent danger of facing CAFE worries. But at the Detroit Big Three, where fuel-thirsty SUVs and light trucks are the profitmakers, staying on the right side of the CAFE regulations is a worry that significant hybrid sales could mitigate. Makers that exceed the CAFE limits draw fines from the federal government and criticism from environmentalists. "The Big Three have been just sort of skating along, barely making their light-truck CAFE numbers every year," observes Walter McManus, executive director of global forecasting at J.D. Power & Associates. "The mild-hybrid pickups could help them meet the proposed 1.5 mpg increase in the CAFE standard for trucks." 

Having pitched the compact Prius to environmentally minded efficiency buffs, Toyota will be taking a different and interesting approach to marketing the Lexus 330 hybrid SUV. "We're going to position it as a V-6 vehicle with the performance of a V-8, and by the way, it has four-cylinder fuel economy," says David Hermance, executive environmental engineer at Toyota Technical Center in Torrance, Calif. "With the upscale vehicle, you've got to sell the customers on performance, and give them the fuel economy." Hermance says it adds more than $2,500 to the production cost of a Corolla-sized compact car to make it into a Prius hybrid. So far, Toyota and Honda haven't fully passed along to customers the added costs of building their hybrids, which sell for about $20,000. But in pursuing the luxury-performance segment, Toyota is trying to make the hybrid feature pay its own way. 

Expect confusing claims in the next few years about whose hybrid is the real thing. Every maker adding some electrical propulsion and regenerative braking to its piston-engined vehicles will be calling them hybrids. But some will contain more extensive engineering, and more cost, than others. Engineers talk about hybrid designs ranging from "mild" to "full." The most modest setup is the belt-driven starter-alternator GM will offer on its Chevrolet Equinox and Malibu in 2006 and 2007. It consists of an electrical gadget that replaces the truck's normal alternator and starter motor. Electronic controls switch it from being a generator to being a motor, as needed. The system gathers energy and stores it in a battery when slowing down, and adds some electric power to the truck's piston-engine power when accelerating. It also starts up the piston engine when you turn the key. 

The next level up in complexity puts a slim, large-diameter starter-generator where the engine's flywheel normally would be. It is the system used by Honda in its Insight and Civic, by Dodge in the Ram Contractor Special pickup it will sell next year, and by GM in the Chevy Silverado and GMC Sierra pickups it will start building later this year. The Dodge and GM systems will also function as stationary generators when idling in park, letting the truck owner plug in power tools such as saws and drills at remote worksites. 

The most complex systems are "parallel" designs that enable a vehicle to move on its own at low speed solely under electric power. These systems trade the cost of additional hardware for the benefit of even greater fuel efficiency. Toyota's Prius, the Ford Escape hybrid that's coming next year, and GM's hybrid Saturn VUE, a small SUV that will go on sale in 2005, use parallel designs. 

The technology is here, but will people care enough about fuel economy to make hybrids a real market segment? If geopolitical anxieties once again push fuel efficiency into the calculations of vehicle shoppers, the automakers will have three choices: (1) Start shrinking the size and weight of their products; (2) Solve the emissions hurdles facing advanced diesels; (3) Hybridize, to whatever extent people are willing to pay for. 

We're now in a period of high crude-oil prices induced by the war in Iraq, the supply disruption in Venezuela, and a cold winter that drove up demand for heating oil. But once those conditions have passed, America's gasoline prices are likely to return to bargain-basement levels. Ample worldwide oil and gas reserves mean that fuel prices are likely to remain reasonable for at least another decade or two, depending on how heavily governments choose to tax them. Facing $5 per gallon prices at the pump would doubtless transform people's vehicle choices, but it's hard to imagine Congress pushing for heavy gasoline taxation anytime soon. 

A wild card that could change the national thinking about hydrocarbon fuels overnight is the weather. If global warming were to produce a giant storm of the sort scientists have warned about--erasing mankind's presence from Florida, say--or if those threatened sea-level increases began noticeably gnawing away at low-lying coastal areas, the policy picture would change quickly. 

Over the next few years the manufacturers will learn just how much fuel economy is worth as customers in the show rooms make their own return-on-investment calculations on the added cost of hybrid technology. It's possible that hybrids will turn out to be a case like VW's New Beetle, where most of the people who really wanted updated Beetles bought them in the first few years, and then sales drove off a cliff. If hybrids end up being show room duds, the manufacturers will put the technology on the shelf, to be tried again someday when fuel prices are higher. Remember the caveat GM's Wagoner attached to his newsmaking million-hybrids announcement: if the market wants them. 

Looking further down the road, carmakers like Toyota point out that the electric-drive, power-control, and battery systems that hybrids need will also be key building blocks of the fuel-cell cars that could begin getting into volume production in a decade or so. Extract the piston engine and gas tank from a hybrid, and drop in a fuel cell and some sort of hydrogen storage, and you're off into the clean green future, the argument goes. They are right about that. Experience gained from the uncertain hybrid business will be critical to getting into the even more uncertain business of fuel-cell cars. It's just too early to say more.

http://www.fortune.com/fortune/investing/articles/0,15114,443076,00.html\
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Is There a Hybrid in the Army's Future? 

GM developed diesel-electric hybrid trucks to help the Army reduce its huge fuel costs. 

FORTUNE Monday, April 14, 2003 

By Stuart F. Brown 

From the Apr. 28, 2003 Issue

Mobility has been a catchword in the war in Iraq, and mobility begins with fuel. Diesel fuel may be cheap, but some armored vehicles burn more than a gallon a mile, and the Army spends as much as $400 per gallon transporting diesel fuel to battlefields. So it's a no-brainer for the Army that hybrid diesel-electric engines consuming 20% less fuel would be preferable to its conventional diesels. 

The gigantic fuel-hauling costs begin to make sense when you consider that the military doesn't count on finding gas stations out there; it brings all its own stuff. "One of the largest expenses we have in time, money, and resources is keeping our vehicles fueled and moving," says Brigadier General Roger Nadeau. Thus any reduction of the "logistics tail" of tanker trucks, drivers, mechanics, cooks, medics, and so forth that follows fighting forces wherever they go quickly adds up to a big deal. 

General Motors built this prototype military hybrid from a beefed-up Chevy Silverado pickup equipped with hybrid components, which were developed by its Allison Transmission division for use in city buses. In addition to saving fuel, a hybrid powertrain enables the truck to drive silently for short distances on battery power, which can provide a tactical benefit. Silence isn't the only advantage: A hybrid truck running on its electric motor is hard to spot through an infrared scope, once its diesel engine has cooled off. 

The Army's Tank-automotive and Armaments Command (a.k.a. TACOM) will be testing the prototype under its commercially based tactical truck (that's Combatt) program, as it considers investing in a fleet of as many as 30,000 hybrids by the end of the decade. 

In a box on the back is a mast-mounted infrared night-vision device and a prototype fuel-cell stationary generator that can silently produce a household's worth of electricity for up to five hours. That could come in handy down the pike, when the Army may field exotica like electromagnetic railgun weapons. 

http://www.planetark.org/dailynewsstory.cfm/newsid/20496/story.htm

INTERVIEW - Ballard CEO sees hydrogen cars commercial by 2013 

USA: April 17, 2003 

NEW YORK - Vehicles powered by hydrogen fuel cells could be competitive with conventional combustion engine powered cars within 10 years, the CEO of fuel cell developer Ballard Power Systems Inc. (BLD.TO) (BLDP.O) said. 

At the moment, cars powered by fuel cells are almost entirely crafted by hand and come with sky-high price tags of up to $2 million each. 

But Ballard President and Chief Executive Officer Dennis Campbell said soon the price will drop. 

Ballard plans to unveil its next generation of fuel cell engines by 2008 and a more advanced engine a few years after that. 

"The next generation we will demonstrate what it will take to become competitive, and the generation after that we will execute what it will take to become competitive," said Campbell in an interview in New York. 

He said future generations of fuel cell vehicles will be simpler, have fewer parts, and use less of costly materials such as platinum. 

An increased volume of sales and making the switch from hand-crafting to production line manufacturing will cut costs, he said. 

In the next two to three years, Ballard expects to have built 180 more fuel cell engines for cars, in addition to the 50 already built, Campbell said. 

He said Ford Motor Co. (F.N) is expected to have bought 60 Ballard engines, DaimlerChrysler AG (DCX.N) (DCXGn.DE) should also take 60, Honda Motor Co. Ltd. (7267.T) is expected to buy30, and a European Union program should buy 30 buses powered with fuel cells. Next month, Spain, the first country to receive the buses, is scheduled to unveil one of them, which would operate as a regular city bus in Madrid. 

Fuel cells combine hydrogen and oxygen to create energy, emitting only water as a byproduct. But first, hydrogen must be separated from either water or fossil fuels such as natural gas - by methods that use energy from conventional sources or alternative sources such as wind, solar and hydro-power. For this reason, hydrogen is known to many as a currency of fuel, but not a fuel itself. 

Campbell said stripping hydrogen from natural gas is the most efficient way to build a supply. But that creates greenhouse gas carbon dioxide, which would then have to be captured to make the method environmentally friendly. In other cases, nuclear power can separate hydrogen from water, which creates no greenhouse gases. 

"The menu of solutions is quite broad and going to depend on regional needs and economics," said Campbell. Hydropower in the Pacific Northwest would be a solution there, he said, particularly since hydropower can be much cheaper in off-peak hours. 

Although Ballard has yet to turn a profit, Campbell said the company forecasts earnings before interest, taxes, depreciation and amortization to be positive by the end of 2007. EBITDA is a key measure of cash flow. Last year revenues totaled about $120 million, up nearly a third from the year before. 

"We are a company that two years ago had no commercial products for sale; today we have six commercial products in the market place," said Campbell. Those products include backup power systems and carbon fibers. 

REUTERS NEWS SERVICE 

http://www.bayarea.com/mld/mercurynews/news/opinion/5728572.htm

Sunday SJ Mercury lead editorial: Posted on Sun, Apr. 27, 2003 

Driving the green dream 
By Phil Yost 

BEHIND the wheel of a fuel cell car on Earth Day, I'm driving the squeaky clean vehicle of the future. Hydrogen goes into the tank, electricity goes into the motor, only water vapor comes out the tailpipe. 

Or maybe I'm driving into a technological dead end. A future of affordable fuel cell cars is far from assured. But at least the prototypes work. The car I drove looked and felt like a regular car. 

The fuel cell car is certainly the vehicle of the future in one sense. It's the basket into which all the eggs have been put in the quest for a zero-emission car. The battery-powered electric car, the darling of a decade ago, has been parked in the back lot. 

Outside the Capitol on Tuesday, six fuel cell cars served as a backdrop for, and the subject of, Gov. Gray Davis' Earth Day message. 

In his State of the Union Message in January, President Bush vowed to boost federal funding for fuel cell vehicles to $1.2 billion over five years, replacing a program for a super-efficient gasoline car. 

And two days after Earth Day, the California Air Resources Board adopted new standards for zero-emission vehicles. Gone was the mandate for all-electric cars. In its place -- in addition to a lot of encouragement for gasoline-electric hybrids and other ultra low-emission vehicles -- was a target of 250 fuel cell vehicles on the road by 2008. 

West Sacramento is fuel cell central, the home of the California Fuel Cell Partnership. It consists of eight automakers, four oil companies (since hydrogen is the fuel, they're called energy providers), two fuel cell makers, and six state and federal environmental and transportation agencies. 

A fuel cell car is propelled by an electric motor. Instead of importing electricity through a cord into batteries, it carries an on-board generator, the fuel cell. Fuel cells turn hydrogen into electricity through a chemical process. 

Fuel cell technology has come this far: It fits into normal-sized cars that perform with the acceleration and speed Americans are accustomed to. 

Even so, fuel cell cars are a long way from a cinch to be the next big thing. 

Fuel cells are much more expensive than engines, and they are not yet reliable enough. The cars' range of 150 to 180 miles between refuelings is only about 50 percent greater than that of a battery-electric car. The good news is that hydrogen cars can be refueled quickly. The bad news is that a hydrogen distribution system would have to be created. 

Also, the pollution story is more complicated than the harmless water vapor coming out the tailpipe. Hydrogen doesn't occur by itself in nature. It has to be separated from something else -- generally water or a fossil fuel -- and separation requires energy. If a solar panel creates the electricity to divide water into hydrogen and oxygen, we've got a pollution-free, renewable system. If a coal-fired power plant creates the electricity to make hydrogen, we're not so far ahead. 

Fuel cell research is easy to deride as yet another government pipe dream. Right now it probably pencils out as an investment only under the standards that applied for funding pet food dot-coms. In the short term, the increasing use of gasoline-electric hybrids will provide much quicker gains against pollution. 

But I like the fuel cell pipe dream. A pollution-free car would be a great boon. Government is a logical funder of basic research in areas that offer potential benefits to all of society. I'd much rather have my tax dollars chasing this dream than, say, an orbiting space station. 

If they spend a couple billion here, a couple billion there, it's just barely over the threshold for real money. 

Phil Yost is chief editorial writer of the Mercury News.

http://www.thecarconnection.com/index.asp?article=5976

Iceland Powers Up with Hydrogen 

Nation seizes opportunity to lead global push for hydrogen cars. 

by Paul A. Eisenstein       4/28/2003   paul@thecarconnection.com

It’s the first day of Iceland’s summer, all but the odd mound of snow having melted away. But a cold drizzle begins to fall as Jon Bjorn Skulason steps up to the microphone, his audience shivering visibly. 

Not to worry, he asserts, clearly intent on seizing the moment, it’s just “a little bit of energy pouring from the sky.” 

Energy is one thing Iceland has a lot of, either roaring down from melting glaciers or bubbling up from the volcanic cauldron beneath this island nation. Together, Iceland generates 72 percent of its power from hydroelectric or geothermal sources. But petroleum imports still fuel its fishing fleet, the world’s largest, as well as its automobiles –Iceland’s affluent citizens owning more of them, per capita, than anywhere but the United States. 

Like many countries hooked on oil, Iceland desperately yearns to kick its habit, but few nations are in such a good a position to pull it off. And the first step, suggests Skulason, starts today. Well, actually, not quite. It’s been two years since Icelandic New Energy, or INE, began developing a grand transition, but on this first day of Iceland's all-too-brief summer, plans are ready to go into action. 

Hydrogen milestone 

It’s easy to miss Iceland’s first hydrogen fueling station, a few miles from downtown Reykjavik, along the coast road. Drive by, and it looks like just another outbuilding attached to a conventional Shell service station. But pull alongside and you’ll discover a maze of pipes, hardware and electrical lines leading to a single pump with a curiously shaped nozzle. 

“We’ve heard countless stories about drivers who run out of gas with no pump in site,” laughs Benedikt Johnnesson, chairman of Shell’s Icelandic subsidiary. “This is probably the only pump in the world with no customer in sight.” 

Not for long, though. INE will soon take delivery of three new buses developed by one of its partners, DaimlerChrysler AG. When they go into operation, they’ll replace four percent of the entire country’s mass transit system. The Citaro bus looks like any other but for the large tanks designed to hold hydrogen compressed to 5000 pounds per square inch. That feeds a fuel cell stack that replaces the diesel engine normally found in a city bus. 

Fuel cells are fundamentally simple devices. Hydrogen pumped into one side of the stack passes through a membrane coated with platinum and other catalytic metals. The hydrogen combines with oxygen from the air creating, in this case, 250 kilowatts of current for the bus’s electric motor, enough to perform like a regular diesel. 

But unlike a conventional bus, there will be no harmful emissions flowing out the tailpipe, no smog-causing chemicals, no lung-choking particulates, no global warming carbon dioxide, just pure water vapor. 

The Reykjavik service station is by no means the first hydrogen pump. There are a number of them in Europe, Japan and the U.S., including several set up to support the California Fuel Cell Partnership, an industry/government consortium currently field-testing dozens of fuel cell-powered automobiles. 

Perhaps the most noteworthy difference in the Iceland project is the way hydrogen is generated at the $1 million Shell station. Though it’s the most abundant element in the universe, the lightweight gas isn’t readily available, and needs to be generated from some other source. Most commonly, that’s done by reforming some conventional fossil fuel, such as natural gas, methanol, even petroleum. 

Iceland, with its abundant, clean and renewable electricity, is using electrolysis, applying a high-voltage charge to plain water. That splits water into two parts hydrogen, which is stored in tanks, and one part oxygen, which is vented into the air. 

Independence date 

Energy “independence,” asserts Skulason, “is the key issue.” 

There are plenty of places where hydro and geothermal power can be tapped, along with solar, wind and even wave energy, or so proclaim hydrogen’s most vocal proponents. Indeed, some envision a green, mini-OPEC comprising Iceland and other volcanic islands, such as the Big Island of Hawaii, or Lanzarote, in the Canary Islands. 

But few expect to see a complete switch to renewables, and certainly not immediately. “You have to have a business equation that makes sense in each market,” cautions Jeroen van der Veer, CEO of Royal Dutch Shell. 

That’s why DaimlerChrysler, like most of its competitors, is “pursuing a parallel path,” explains Walter Rau, Senior Manager of DCX’s Fuel Cell Bus Project. “If you have energy like Iceland, why not use it (for electrolysis)? But for the rest of the world, and much of the rest of Europe, it’s a different story.” 

Even if electrolysis becomes the hydrogen production process of choice, France might use electricity generated by one of its many nuclear plants. Along the American East Coast, it could be power from a coal plant. 

That worries some observers, including some in the environmental movement who had been strong, early fuel cell proponents. “We’re seeing a bit of a backlash,” admits a senior executive at Honda Motor Co. involved in that automaker’s environmental research program. 

Cracking debate 

The cause wasn’t helped by a recent MIT study questioning whether hydrogen really is the best path to energy independence, or to at least reduce petroleum dependence. The study focused on a concept known as wells-to-wheels – how much energy actually is needed to drive a given distance, and how much pollution is created in the process. 

The prestigious institute declared that if hydrogen isn’t generated by renewable power, gasoline/electric hybrids, such as the Toyota Prius or new Ford Escape HEV, would do a better job. 

The study has kicked off plenty of debate, complicated by a variety of other challenges standing in the way of a so-called “hydrogen economy.” 

Even with an abundant source of energy, such as that found in Iceland, it’s not clear where best to produce hydrogen: at a central refinery like those now producing gasoline and diesel fuel, or at the source, the countless service stations dotting the globe. It’s also unclear how to transport large amounts of hydrogen. 

Storing hydrogen onboard a vehicle is an equal challenge. Compressed to 5000 psi, a passenger car, like Honda’s FCX prototype, could get around 150-200 miles on a fill-up. Efforts are underway to double pressures – and range. Liquid hydrogen is denser, but must be cooled to just above absolute zero, itself an energy-intensive process. Researchers also are working on “solid” hydrogen storage technology. 

Part of DaimlerChrysler’s parallel path strategy is to develop an onboard reformer using more conventional liquid fuels, such as methanol. General Motors prefers gasoline, extracting its hydrogen as you’re driving. 

Abundant costs 

One thing is clear: replacing today’s petroleum-powered vehicles and the existing infrastructure will be neither quick, nor cheap, warns Shell’s van der Veer. “It will cost billions over decades,” he believes. 

Recognizing the challenge to their existing product line, major refiners are investing hundreds of millions of dollars, with automakers and their suppliers kicking in significantly more. DaimlerChrysler alone has a five-year, $1 billion hydrogen budget. 

Fuel cell proponents were heartened when President George W. Bush unexpectedly mentioned hydrogen power in his January State of the Union address. The president promised to “overcome obstacles to taking these cars from laboratory to showroom so that the first car driven by a child born today could be powered by hydrogen, and pollution-free.” 

A new Department of Energy program, dubbed “Freedom Car,” will invest $1.2 billion to fund the transition to hydrogen. “That is not enough,” says van der Veer “but it gets us going.” 

Most experts predict the first commercial fuel cell vehicles, or FCVs won’t go on sale to the general public before 2010, and GM CEO Rick Wagoner has suggested it will be 2020 before they make a serious dent in the market. 

“My personal opinion is that we will need 30 to 40 years” for the technology to become dominant, chimes in DCX Vice President Dr. Herbert Kohler. But while he is “convinced hydrogen is the fuel of the future,” it must still pass public muster. 

“If there is no customer acceptance of hydrogen vehicles, no one will buy them,” Skulason warns. 

Spooking the customer 

Just the mention spooks some consumers. There is the image of the fireball bursting from the German zeppelin, the Hindenburg – even though it is now believed that the hydrogen used to keep the dirigible afloat did not cause the fire.  

In Amsterdam, where another fuel cell project is being readied, many urban bus drivers are refusing to participate. But there’s been far more positive interest in Iceland, Skulason insists, noting the fueling station has been placed in clear public view, rather than in a private bus depot, in order to make people feel more confident. 

Simply feeling safe is not enough, though. 

Battery-powered electric vehicles, or EVs, failed largely because they couldn’t deliver the range, performance, versatility and price motorists expect from the cars of today. Industry officials know they can’t make the same mistake with fuel cell vehicles. 

Price is the big challenge, and automakers are likely to subsidize FCVs initially – Honda is leasing its FCX to the City of Los Angeles for $500 a month, only a small fraction of what it actually costs the automaker. 

As to the fuel itself, Skulason says INE can provide hydrogen at a cost comparable to that of the gasoline the Reykjavik service station also sells. But that’s a bit misleading, since the government won’t charge tax on hydrogen, which in Europe accounts for roughly 75 percent of what a consumer pays for petroleum products. 

Considering the large portion of their budgets most European nations fund through fuel taxes, Skulason acknowledges they will eventually have to tax hydrogen, too. So there’ll be heavy pressure to drive down hydrogen production costs in the coming years. 

It’s this combination of factors that makes the Iceland experiment so compelling, and so critical, experts stress. “The world is watching,” says Shell’s van der Veer. The project is a critical test bed that needs to succed if not just Iceland, but the whole world, will ever switch to a green, hydrogen economy. 

http://www.thecarconnection.com/index.asp?article=5978

Hydrogen Storage Still the Factor 

The move to the “hydrogen economy” waits on a place to put it all. 

by James Amend       4/28/2003 

The dilemmas that automakers must solve in order to eventually mass-produce hydrogen fuel cell vehicles are many, and it’s no secret that chief among them is cost. 

And solutions to making the environmentally-friendly vehicles affordable to consumers come at premium for automakers themselves. General Motors Corp. reportedly spends more than $500 million annually on hydrogen fuel cell research, but the component that could eventually break the bank might come as a surprise. Right now the fuel cell stack — where in one of nature’s great wonders, hydrogen unites with oxygen to create electricity and power experimental vehicles — costs about 10 times that of an internal combustion engine. Platinum, a key ingredient in a fuel cell stack, trades at roughly $700 an ounce, or about twice the rate of gold. 

The biggest challenge 

According to a top fuel cell scientist at GM, creating an affordable on-board hydrogen storage system is the number-one challenge looming over researchers. 

“The fuel cell is most expensive right now,” said Dr. Christopher Borroni-Bird, director of GM’s Autonomy and HyWire vehicle programs. “But if we get the cost down there, compressed tanks will be the most expensive part,” Borroni-Bird said in an interview before a recent sustainable fuel conference at Detroit’s Wayne State University. 

Borroni-Bird won’t say how much the automaker spends on its compressed hydrogen storage systems – a fancy way of referring to tomorrow’s gas tanks – but mass-produced compressed natural gas tanks in today’s automotive applications account for upwards of $2,000 -$3,000 of a vehicle’s entire cost. 

And the most recent data available from the U.S. Department of Energy estimates that one carbon fiber-lined, 5000-psi tank will probably cost $640 to manufacture, but that’s only if they’re mass-produced at a rate of 500,000 units annually. 

Right now, some experimental tank systems can cost upwards of $50,000. 

What’s driving on-board hydrogen storage costs so high, however, shouldn’t be surprising in the least. For starters, to achieve a range that would make hydrogen fuel cell vehicles practical – the industry benchmark is about 300 miles – a compressed hydrogen storage system of at least 10,000 psi is necessary. 

That’s a lot of volatile gas under high pressure, so researchers think they’ll need to over-engineer the systems to alleviate safety concerns. In other words, they need a bullet-proof fuel tank. 

That’s the approach Irvine, Calif.-based Quantum Technologies  Inc. is taking. The company provides GM with a pair of 10,000-psi tanks that are basically wrapped in Kevlar, the same carbon fiber material found in bullet-proof vests. GM used them on its Hydro-Gen3 mule a month ago to set a new fuel cell driving range record, and Borroni-Bird said the system is actually safer than the fuel tanks on today’s cars and trucks. 

But talk to the average Joe about a hydrogen-powered car, and odds are visions of mushroom clouds will come to mind. 

Which might be why Borroni-Bird says, rather tongue in cheek, “I think it would help to make them even safer.” 

Packaging cost 

Packaging issues are driving research cost, too. 

The tanks of today’s hydrogen storage systems are bulky, so on GM’s long-distance mules – Opel Zafira vans that have been converted over for quick research on the cheap – the short, fat tanks are stuck in the rear of the vehicle. 

Put them in a more convenient spot, as automakers will have to do when mass production comes, and they have to be shrunk to the point where vehicle range is compromised. 

GM’s vision for the future is its $10 million HyWire hydrogen fuel cell proof of concept, which it calls a complete reinvention of the automobile. Its center-mounted tanks, however, limit the range to just 18 miles. 

On the next-generation HyWire, GM is hoping for a longer, slimmer tank that will improve range. They think weight compromises can be achieved, too. 

But it doesn’t solve either dilemma, so like many auto company researchers, Borroni-Bird is looking forward to President Bush’s five-year, $1.2 billion Freedom Fuel proposal. A key element of the president’s program, which experts say will make auto company accounts happy, is investigating on-board hydrogen storage solutions. 

“If I were a vehicle manufacturer, it would certainly help my bottom line if someone else built a sub-assembly storage system for the vehicle,” said Tony Androsky, deputy executive director of the U.S. Fuel Cell Council in Washington, D.C., and director of Fuel Cell Initiatives for the Society Automotive Engineers.Between his two roles, Androsky is working to help devise the standards and specifications automakers will have to follow if and when hydrogen fuel cell vehicles become a reality. 

Androsky says the progress researchers have made in the last 10 years is “incredible,” but significant work lies ahead in all areas. When it comes to on-board storage in particular, he admits that safety concerns persist. 

“There’s a lot of scuttlebutt out there right now as to whether it’s smart to have a [10,000-psi] hydrogen storage tank on-board,” he said. 

As for manufacturing costs, Androsky sounded a note of frustration. 

“For 10 years we’ve been throwing around the chicken and egg scenario…a high volume market is necessary to keep costs down, but you have to have an infrastructure established in order for high volume to be successful,” he said. 

In other words, why debate how it’s going to be stored on a vehicle when it’s still unclear how it’ll be delivered? 

That’s yet another dilemma for the DOE, which has already earmarked $39.9 million for hydrogen fuel cell research in 2003. On May 19 it will host an important conference in Berkeley, Calif., to discuss the merit of current research. 

Automakers, no doubt, will be watching the developments closely.

http://www.nytimes.com/2003/05/03/business/03FUEL.html

Fuel Economy Hit 22-Year Low 

By DANNY HAKIM 

DETROIT, May 2 — The average fuel economy of the nation's cars and trucks fell to its lowest level in 22 years in the 2002 model year, the Environmental Protection Agency reported today. 

The technological and engineering leaps of the last two decades have been poured into everything but fuel economy, according to the agency's statistics. Since 1981, the average vehicle has 93 percent more horsepower and is 29 percent faster in going from 0 to 60 miles an hour. It is also 24 percent heavier, reflecting surging sales of sport utility vehicles. 

But over the same period, fuel economy has stagnated, contributing heavily to the nation's rising oil consumption. Cars and light trucks — S.U.V.'s, pickups and minivans — account for about 40 percent of the nation's oil consumption and a fifth of its carbon dioxide emissions, which many scientists see as the leading contributor to global warming. 

Environmentalists, frustrated by years of legislative defeats and a recent retreat by the Ford Motor Company on a pledge that it would improve the fuel economy of its S.U.V.'s, were further exasperated by the report. 

"Without being forced to improve fuel economy by the government, the auto industry doesn't do it," said Daniel Becker, the top global warming expert for the Sierra Club. "Congress has to require energy savings in the energy bill that comes to the floor next week or the auto industry will continue to go in reverse." 

The report also said that fuel economy could have improved 33 percent since 1981 if performance and weight of vehicles had been held constant. 

But Gloria J. Bergquist, the vice president for communications at the Alliance of Automobile Manufacturers, the industry's chief political lobbying group, said the industry could not force consumers to buy fuel-efficient vehicles. 

"We have 30 models that get over 30 miles per gallon, but the top 10 most fuel-efficient vehicles are less than 2 percent of sales," she said. "I would call this report a consumer sales report. It shows what consumers are buying." 

In his first speech today as the new chairman of General Motors , Rick Wagoner, who will continue to serve as chief executive, said "the only solution to this tough dilemma of improving fuel economy and reducing emissions in the intensely price-competitive and very low-cost-energy environment here in the U.S. is through technology." 

He singled out the potential of hydrogen-powered fuel cells, a clean energy source, which have been a favorite technology of the Bush administration. But many analysts say fuel-cell cars are years, if not decades, away from mass production. 

The E.P.A. report came several months later than usual and was somewhat controversial because the agency changed its normal reporting procedures. Instead of reporting only fuel economy changes for the 2002 model year, weighted for sales, the agency also included results for the 2003 model year based on the industry's own sales projections from last September. 

By that reckoning, average fuel economy will show its first improvement in more than two decades in the 2003 model year. But the agency said there was a margin for error large enough to swing the results to a loss. And sales trends this year have also not appeared to favor energy conservation. 

Light trucks continue to gobble up more of the market than more fuel-efficient passenger cars. Sales of the biggest S.U.V.'s, like the Lincoln Navigator and the Chevrolet Suburban, rebounded from a sluggish first quarter with a strong showing last month. 

Further worsening fuel economy statistics are the aggressive moves by Asian automakers into S.U.V.'s of all sizes, with the next battleground being drawn over the last stronghold of Detroit, the pickup truck. 

In the 2002 model year, fuel economy averaged 20.4 miles a gallon, the lowest since the fleet averaged 19.2 miles a gallon in 1980. Fuel economy peaked at 22.1 miles a gallon in 1988 but has mostly fallen since. 

The agency predicts fuel economy will rise to 20.8 miles a gallon in the 2003 model year, with a 0.5 mile a gallon margin for error. Cars are expected to average 24.8 miles a gallon, compared with 19.6 for minivans, 17.8 for S.U.V.'s and 16.8 for pickups. 

David Friedman, a senior policy analyst for the Union of Concerned Scientists, said the report's new methodology "raises a lot of questions." 

"I'm very skeptical of their use of the 2003 model year information," he said, adding that "it's difficult to come to any conclusions about any model year before the model year is over." 

Conversations with people at the environmental agency who were briefed on the decision to offer 2003 figures indicated that it was not politically motivated but was done in part to prevent news organizations from doing their own projections. 

Donald Zinger, the assistant director of the E.P.A.'s office of transportation and air quality, said "some people tried to do it themselves and got all messed up and came out with numbers that were inaccurate."

http://www.bayarea.com/mld/mercurynews/news/editorial/6093664.htm

San Jose Mercury News Perspective section  Sun, Jun. 15, 2003 

Environmental gulf growing between state, nation's capital 

CALIFORNIA TAKING ON INDUSTRY, FEDERAL POLICY 

By Tom Adams 

When it comes to the environment, California and Washington, D.C., are traveling in opposite directions. While the Bush administration is backpedaling, setting in motion an unprecedented weakening of environmental laws, California is a biker on the uphill, moving aggressively to protect the state from pollution. 

At first blush, it may be tempting to list environmental policy as just another example of a cultural divide that exists between California and President George W. Bush, whose political support is strongest in the Plains, the Rocky Mountain West and the South. Polls show that Californians part ways with the Republican president on a number of issues, including abortion, medical marijuana and gun control. 

But environmental policy is different -- it has a different history. Over the years, Sacramento has frequently upstaged the power, authority and influence of Washington. From controlling auto pollution to developing renewable power, many states have followed California, not Washington. 

While opposition from industry to environmental policy has been routine, previously California has enjoyed the benign neglect or even the blessing of Washington. With the Bush administration's pro-industry stance, however, California is facing off against not just industry but also the nation's capital. This uneasy new chapter in California's history as an environmental leader raises the stakes for the state's role as a pioneer. 

The most recent issue to showcase the gulf between California and federal policy makers was sparked by the Bush administration's New Year's Eve repeal of Clean Air Act regulations that required industries to install state-of-the-art air-pollution-control equipment when they built or modernized factories. 

The action triggered a firestorm. Fourteen states, including California, and several environmental groups have filed suit to overturn the repeal. In the U.S. Senate, a bill to restore the repealed program came surprisingly close to passing. 

On June 2, California's Senate passed a bill by Sen. Byron Sher, D-San Jose, that adopts the old federal program as a state statute. (The federal act allows states to adopt air-quality measures for factories that are more stringent than federal law.) The measure is expected to come before the Assembly Natural Resources Committee later this month, and if it passes the Assembly and is signed by Gov. Gray Davis, it would represent another California challenge to Washington. 

Once again, other states may follow California's lead, though this time Washington may fight back: The administration is threatening to force California to accept its proposals for weaker pollution controls. 

Historical context 

California's leadership role dates back to the smoggy '60s. As Los Angeles basin residents began to battle smog, the federal 1967 Air Quality Act granted California authority to set and enforce its own emissions standards for new vehicles. 

When President Nixon signed the Clean Air Act in 1970, it was modeled to a large extent on California programs, especially California's efforts to make car exhaust cleaner. That act allowed all states to set standards for vehicles that were stricter than federal standards. Over the years, other states, especially in the Northeast, have followed California's standards, together creating such a large market that the automobile companies, despite vehement protests, manufacture cars for the whole country that meet those standards. 

Then in 1990, President George H.W. Bush signed a set of amendments that strengthened the federal air act. With that move, California became the designated leader. California could still adopt emission standards stricter than federal standards; other states could adopt only measures as strict as California's but not stricter. 

In California, those tougher standards have paid off. To cite just one measure: In 2000, the air pollution from vehicles was 200,000 tons per year less than a decade earlier, even though vehicles traveled 40 billion miles more per year. 

Well aware of California's special position, the Bush administration is trying to undermine it. The federal Environmental Protection Agency has, for example, proposed lower levels of automobile pollution, but not levels as low as California's. The catch is that any state that would accept the lower pollution levels offered by the administration must waive its rights to set pollution levels as low as California's. Since New York and Massachusetts have so far insisted on their right to follow California, the support required for California's deanship is apparently being retained for now. 

On another front -- protection of its coastline -- California also parted ways with the Eastern Seaboard in 1972. In that year California voters passed Proposition 20 to create the California Coastal Commission, which conducts the most comprehensive coastal-protection program in the United States. Because of its efforts, development has been limited, allowing millions of travelers to enjoy the rugged coastlines at such places as Big Sur and Marin. It's a dramatic difference from much of the Eastern coastline, where preservation has not been nearly as successful. 

Leadership, though, is never without a test, and there is a case pending in the California Supreme Court challenging the constitutionality of the way commissioners are appointed. 

New threats 

California's leadership role faces new threats despite national polls showing strong bipartisan support for environmental progress. The Bush administration, populated with former oil and auto executives and free-market advocates, is working hard to unravel past gains. The examples are myriad, from repudiating the Kyoto accord on global warming and pushing for drilling in Alaska, to canceling wilderness areas and allowing snowmobiling in Yellowstone. 

Consider the rejection of the Kyoto accord. The president said the treaty would retard economic growth (perhaps mostly the growth of the oil, gas and coal industries). In any event, the action left the United States sidelined in global negotiations over strategies to reduce global warming -- until California took action on its own. 

In 2002, after a fight with the auto companies and their allies, the Legislature passed a bill by Assemblywoman Fran Pavley, D-Woodland Hills, authorizing the California Air Resources Board to adopt auto-emissions standards to reduce global warming. 

When Davis signed the bill last summer, it made headlines as far away as London and New Delhi. Other states, including New York, are considering following California's lead. And Germany has reached across the United States to invite the secretary of the California Environmental Protection Agency to make a presentation to an international conference this summer on California's program to address global warming. 

The auto companies threatened a ballot referendum on the Pavley bill, but the threat evaporated. Litigation is expected, though, when the state's Air Resources Board eventually adopts emissions standards for global-warming gases. 

The divide between Washington and Sacramento also became evident last year after a bill by Sen. John Kerry, D-Mass., to require 10 percent of electricity generated by the nation's utilities to be renewable by 2020 could not get a majority vote in the U.S. Senate. 

Its fate in the more conservative House was doubtful in any event, given the belief by a majority in the House that markets, not regulation, should determine the fuels that electricity generators use. 

Then in August, California enacted legislation that requires 20 percent of the electricity from California utilities to be generated from renewable sources by 2017. 

Litigation results 

On other fronts, recent litigation results have favored California's position. The Bush administration lost a lawsuit filed by Davis to ensure that California keeps a voice in decisions about offshore oil drilling; and an industry challenge to the state's ban on MTBE, a gasoline additive that helps keep the air cleaner but pollutes water supplies, was just defeated this month. In both cases, courts upheld the state's historical right to protect its own environment. 

For a state often lampooned as embracing a culture of immediate gratification, California's environmental policy embodies a long-term outlook, a position repeatedly reinforced by voters across the board. Elections in 2000 and 2002, for example, underscore voters' priorities. Voters authorized $8 billion for parks and water bonds, together representing the largest resource bonds approved in the history of the United States. 

Significantly, the support for these bond measures reflected the state's diverse demographics. Exit polls conducted for Proposition 40, passed in March 2002, showed that the proposition was supported by a majority of whites (56 percent), Asian-Americans (60 percent) and Latinos and African-Americans (both at more than 70 percent). 

With popular support for the environment at these levels, Washington will face long battles if it continues to try to undermine California's leadership. 

TOM ADAMS (thradams@ earthlink.net) is president of the board of directors of the California League of Conservation Voters, an environmental organization based in Oakland and Los Angeles. He wrote this article for Perspective.

http://www.detnews.com/2003/autosinsider/0306/17/autos-195826.htm
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Toyota plans to double hybrid vehicle line-up by 2006 

By Kae Inoue / Bloomberg News 

TOKYO -- Toyota Motor Corp. plans to double the number of models that use hybrid engines to six by about 2006, including sport-utility vehicles, President Fujio Cho said Tuesday. 

Toyota, which has sold 140,000 cars with engines driven by a combination of gas and electricity since 1997, plans to release a larger, faster and cleaner version of the Prius hatchback later this year. "We will release hybrid sport-utility vehicles in the next two to three years," Cho told Bloomberg News in a television interview at Toyota's fifth environmental forum in Tokyo. 

The maker of the Harrier/RX330 sport-utility needs to expand its model range and cut prices to attract more customers in the $2.5 billion hybrid vehicle market, which Credit Suisse First Boston Japan Inc. expects to triple by 2006. The Prius now costs about $3,000 more than a gasoline-engine car. 

"To make their green cars successful there are two main objectives, which are meeting emission regulations and offering lower prices," said Masayuki Kubota, who helps manage the equivalent of $8.5 billion at Daiwa SB Investments Ltd. "Once they are met, sales of hybrids will surge." 

Toyota, which wants to raise its global share to 15 percent early next decade from 10 percent in part by offering customers more hybrid models, was the first automaker to release autos with gasoline-electric engines for commercial sale, starting with the Prius in 1997. 

The new Prius is expected to go about 55 miles per gallon for average city and highway driving, up from 48 miles in the current version. 

Toyota shares, which have risen about 13 percent in the last three months, rose 1.6 percent to 3,090 yen in Tokyo. 

Releasing Hybrids 

Toyota's release of gasoline-electric sport-utilities may give it a promotional edge over rivals in a vehicle class that's drawn criticism from environmentalists for wasting energy. 

The world's third-largest automaker by sales will continue to increase profits from hybrid cars, Cho said, without providing detail. He added the automaker is ready to start installing hybrid systems in other models. There may be two to three different versions of the current hybrid system, he said without elaborating. 

"We now have three hybrid models and in the next two to three years, we will probably have about double that," Cho said. 

Toyota probably needs to sell at least 300,000 units a year to make its hybrid project profitable, according to Koji Endo, an analyst at Credit Suisse First Boston Japan Inc. 

"It will help Toyota if it offers a wider range of models to be able to supply a variety of customers," said Endo. 

Delaying Targets 

Endo estimates the owner of a mid-sized hybrid car, driving about 3,000 kilometers in the city and highway a year, may save about 3.5 million yen ($29,746) in a four year period. 

Toyota sells three hybrid models including the Prius sedan, Estima minivan and Crown luxury car. The automaker said in January that it will release a hybrid version of the RX330 in the U.S. 

Toyota's gasoline-electric system emits as much as 40 percent less carbon dioxide than traditional internal-combustion engines. Rival Honda Motor  Co. , Japan's No. 2 automaker, released its Insight hybrid car in Japan and the U.S. in late 1999. 

Cho said the automaker's earlier plan to sell 300,000 hybrid cars annually by 2005 may be delayed by a year. 

"The Japanese government is driving luxury cars such as the Century and Celsior sedans, while Toyota has released a mid-sized hybrid car and is planning to release a sport-utility version," Cho said. As a result Toyota "quickly reviewed" plans on model releases to meet customer demands, he said. 

"One of Toyota's strengths is that we've sold 140,000 units of the hybrids," said Cho. "The new Prius will be our key eco car." 

Nissan Motor Co. , Japan's third-biggest automaker, in September said it planned to sell hybrid vehicles using Toyota's system in 2006, surprising analysts and investors. 

Cho, who acknowledges the cost of making cars greener can be prohibitive, said the company "will be offering" the technology as long it makes business sense. 

Supplying Technology 

He said "nothing has been decided" on supplying hybrid technology to other companies. These include Renault SA, Nissan's alliance partner, PSA Peugeot Citroen, which Toyota is working on building smaller cars and General Motors Corp. , with which it cooperates in environmental technology. 

"Greener cars won't spread if it's only Toyota that uses the technology," Cho said. 

Research and development costs are likely to "slightly go up" even as the company trims costs as it needs to continue developing new technologies to be ready for changes in the market, Cho said. 

Toyota is forecasting research and development costs will increase by 2.7 percent to 690 billion yen ($5.9 billion) in the year ending March 31, 2004. 

Marketing Fuel Cells 

Cho said Toyota's on track to lease 20 fuel-cell vehicles, which use only electricity, by the end of this year in Japan and the U.S. 

Toyota and Honda were the first two automakers to market fuel- cell hybrid vehicles and have started leasing their models to governments, companies and universities in Japan and the U.S. since December. 

Fuel cells, used for decades in spacecraft, make electricity by combining hydrogen and oxygen, with only steam or water as a byproduct. High costs and a lack of hydrogen fuel stations limit the technology to small test programs, analysts said. 

The company had to repair six hydrogen-powered fuel cell passenger vehicles after one of them leaked hydrogen refilling its high-pressure fuel tank. Toyota had to postpone the delivery of an additional six fuel-cell cars to energy companies and governments in Japan because of the fault. 

"We have been able to spot the problem," Cho said. "We just needed to change one part." 

The automaker will return four of the vehicles to the Japanese government at the end of this month, Toyota spokesman Shinya Matsumoto said in the afternoon in Japan. The company will return two others to U.S. universities at a later date. 

http://www.nytimes.com/2003/06/28/business/28FUEL.html
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Pitting Fuel Economy Against Safety 

By DANNY HAKIM 

DETROIT, June 27 — For years, automakers have cited studies contending that thousands of people die annually because fuel economy regulations force the companies to make cars that are not heavy enough. 

Larger vehicles, the argument goes, may guzzle more gas but they offer more protection, whether one hits a tree or another car. The argument has been a central one when efforts emerge in Congress to raise fuel economy standards. And it is taken seriously by the Bush administration, which has started an effort to rewrite the fuel economy rules. 

The problem with this argument is that it now has little relationship to the American road. As safety advocates point out, the lightest cars have virtually disappeared from American roads over the last 15 years, while the largest vehicles — including sport utilities and pickups — have ballooned, both in number and heft. 

The portion of cars that weigh 2,500 pounds or less, which was 18 percent of all passenger vehicles sold in the 1985 model year, has fallen to less than half a percentage point, according to the Environmental Protection Agency. In fact, the average American car has been steadily gaining weight for a decade and a half. 

Over the same period, the growth of the largest vehicles has only expanded weight differences that are widely acknowledged to be deadly in collisions. Moreover, the largest vehicles are increasingly not cars but sport utilities and pickups, which ride much higher than cars, increasing the danger to people in cars and the likelihood of deadly rollovers. 

When the government created fuel economy regulations after the energy crisis of the early 1970's, few imagined they would become a flashpoint because of an entirely different issue — safety. But the official the Bush administration has chosen to preside over the effort to rewrite the rules, John D. Graham, says saving lives is as important as saving gasoline. 

Dr. Graham, the regulations administrator of the Office of Management and Budget, has argued since his years as a Harvard professor and risk expert that fuel regulations have cost thousands of American lives because cars were made too light — in Detroit, the phenomenon is called downsizing. Auto lobbyists have cited Dr. Graham's work, and other research, in opposing tighter fuel standards. 

Now Dr. Graham is chairman of an intra-agency group rethinking the fundamental structure of corporate average fuel economy regulations, or CAFE standards, for light trucks — sport utility vehicles, pickups and minivans — for the 2008 model year and beyond. The group also includes the National Highway Traffic Safety Administration, whose chief, Jeffrey W. Runge, will play a central role; the Energy Department; and the E.P.A. 

Dr. Graham said in an e-mail exchange that the administration's intention was "to stimulate more fuel-saving, technological innovation while protecting safety and American jobs." 

He said he did not want to press automakers to make most light trucks lighter. "CAFE reform does not make sense if it forces consumers to purchase vehicles that are lighter or smaller than they need," Dr. Graham said. 

But he also said, somewhat surprisingly, that there were problems with vehicles that are too heavy: "A downsizing of the heaviest light trucks could be a net positive." 

He said the country would be better served by less diversity in vehicles, in terms of weight and size. In effect, he is playing to both sides of the debate, arguing that bigger is better — but that too big is not better. 

Now he faces the difficult task of selling his ideas. 

"The curious thing about the administration's effort on this proposal is that it is opposed by all of the major stakeholders, by the U.A.W., the environmental groups and by the major automakers," said Alan V. Reuther, the top lobbyist of the United Automobile Workers union. 

The union fears that domestic automakers will abandon production of smaller cars under a Bush plan and focus on their profit center: sport utility vehicles and pickups. 

Automakers expressed a range of views, but always concern. 

"What the auto industry and other industries support about Dr. Graham is that he does strive to base decisions on sound data and sound science, and that's a mantra of business," said Gloria Bergquist, spokeswoman for the Alliance of Automobile Manufacturers, the industry's main lobbying group. 

"But when he's starting to take on changes to CAFE, it makes us nervous because it's very complicated and it's something that we've wrestled with for 30 years." 

The notion of Dr. Graham's presiding over the debate is anathema to environmentalists, who doubt that conserving gasoline will be a priority, and safety groups, who do not trust him because the Harvard Center for Risk Analysis, which he founded, was partly financed by automakers. 

"It's clear he's doing this on behalf of the auto industry," said Joan Claybrook, president of Public Citizen, a consumer advocacy group and a critic of Dr. Graham. 

She said the effort should be led by the agency she once ran, the National Highway Traffic Safety Administration. "That's why they create these agencies," she said. 

Dr. Runge, the traffic agency's current administrator, has a leading role because his agency actually writes the regulations, though Dr. Graham has used his power in the budget office before to reject a tire pressure regulation proposed by the traffic agency. 

The two men seem closer to the same page on the weight debate. Dr. Runge called Dr. Graham "a very valuable player in helping the administration navigate through this thorny issue." 

"This is very important to the future of the country," he added. "It may seem arcane outside of Washington, D.C., but it affects everybody in our nation." 

Fuel regulations are so strewn with loopholes that several auto lobbyists said they preferred "the devil we know." 

Today, each automaker's fleet of passenger cars is required to average 27.5 miles per gallon. Light trucks are required to average 20.7 miles per gallon. The Bush administration has already raised that figure, to 22.2 by the 2007 model year. 

But the system allows automakers to assume their vehicles are about 18 percent more fuel-efficient than they actually are. They also get special credits for making some vehicles that can substitute ethanol for gas even though few customers realize they have such an ability. 

The largest sport utilities and pickups, those with a weight greater than three tons, are not even part of the regulatory system. That means automakers do not have to count many Hummers, Toyota Land Cruisers or Lincoln Navigators, to name a few. 

Perhaps the ultimate quirk is that regulations meant to save gasoline led the auto industry to dump the station wagon, because it qualifies as a car, and create new classes of family haulers, like sport utilities, that qualify as light trucks. As a result, the fuel economy of the average new passenger vehicle is at its lowest point in 22 years. 

But many automakers and their allies have long argued, and continue to argue, that saving gasoline kills. 

Tough regulations would "exchange body bags for oil barrels," Jerry Curry, the top auto regulator during the first Bush administration, said in 1990. In 1999, Michigan's senators, Carl Levin and Spencer Abraham — Mr. Abraham is now the energy secretary — wrote to colleagues that higher CAFE standards would equal more vehicle deaths because cars would be made too light. 

Last year, to ward off another attempt to raise fuel standards, the industry ran advertisements suggesting farmers would be forced to haul hay with subcompacts and warning: "Fuel economy is important. Safety is vital." Trent Lott held up a picture of a tiny European Smart car on the Senate floor — it was purple — to warn that Americans would be forced to drive such Lilliputians. 

Sam Kazman, general counsel for the Competitive Enterprise Institute, which has sued the government to halt even small regulatory increases, said in a recent statement that fuel regulation "kills thousands of people each year by forcing vehicles to be downsized and therefore less crashworthy." 

But Clarence M. Ditlow, director of the Center for Auto Safety, said Mr. Kazman "has no argument on small cars because the small cars have gotten bigger." 

"When you look at today's fleet, manufacturers have not met the regulations by making small cars," he added, but by improving technology. 

Mr. Ditlow argues that safety problems could be alleviated — and gasoline saved — if the separate standard for light trucks were scrapped. But the industry has blocked several efforts to do so. 

On average, cars have been gaining weight for a decade and a half, to 3,408 pounds today from 3,013 pounds in 1987. Some additional weight has come from new safety systems like air bags. Car weights have consolidated at 3,000 to 4,000 pounds — a trend that on its own would help safety because cars are more alike in terms of weight than they were 30 years ago. 

If the lightest cars have vanished, so have the behemoths of Motor City's last heyday — the two-and-a-half-ton Lincolns and the battleship station wagons. Even after bulking up in recent years, passenger cars are below the 4,071-pound average of 1975. 

Large cars have been supplanted by light trucks, which have grown to more than half of sales today from a fifth in 1980. Sport utilities and pickups are gaining faster than cars, to 4,569 pounds today from a low of 3,840 in 1987, increasing the weight disparity on the roads. 

The industry's arguments were bolstered by a 2001 National Academy of Sciences report, which said that cars being made too light caused 1,300 to 2,600 deaths in 1993. 

But the finding drew dissent from two of the academy's panelists, and Charles Lave, an economics professor at the University of California at Irvine who was a primary architect of the finding, said much had changed since 1993. 

"It's a description of the past," he said. "You can get a 20 to 40 percent improvement in fuel economy without decreasing weight. You don't have to decrease performance either. The technology exists to do it." 

"There's no reason you should get an increase of deaths," he added. 

The administration is likely to submit several ideas for public comment this summer, mostly variations on a system that would mandate light truck fuel efficiency in terms of weight or size classes instead of a single mileage target, several people who ae close to the deliberations said. 

Environmental groups say such a system will nullify fuel economy gains. The administration, however, is considering bringing Hummers and Land Cruisers into the regulatory system and effectively creating a heavyweight class like one suggested in the National Academy's report, with a somewhat demanding mileage target to stem further auto obesity. 

"My intention is to seek wide public comment on this topic to the point of public meetings," Dr. Runge said.

http://www.bayarea.com/mld/mercurynews/6272863.htm

Smog tops list of worries 

MOST SURVEYED ARE WILLING TO PAY MORE FOR TOUGHER AIR STANDARDS 

By Paul Rogers 

Mercury News 

Posted on Thu, Jul. 10, 2003 

The typical California resident thinks like a Sierra Club member but drives an SUV. 

That's one of the top messages in a new poll released Wednesday that shows Californians rank smog as the most serious environmental problem facing the state -- and are willing to pay to correct it. Yet fewer than half are concerned their own vehicles pollute too much. 

Californians love the environment, and they love their cars,'' said Mark Baldassare, research director at the Public Policy Institute of California, a non-partisan San Francisco research organization that conducted the poll. 

But there are some conflicts between people's lifestyle choices and their environmental preferences.'' 

Still, the telephone poll of 2,002 residents taken in June revealed that Californians aren't necessarily oblivious or hypocritical when it comes to the environment. 

They say they love to drive. Yet at the same time, a large majority also wants the auto industry and Congress to provide cars with better gas mileage and less pollution, and is willing to pay more for them. 

Three-quarters of Californians -- including similar numbers of Republicans and Democrats -- support tougher air pollution standards on new cars, trucks and SUVs. Similarly, 65 percent said they support them even if it raises the cost to buy a new vehicle. 

And 79 percent of Californians, including 69 percent of sport-utility vehicle owners, said they support changing federal law to require SUVs to meet the same gas mileage standards as passenger cars. 

With an election next year, where California is the nation's biggest prize, Democratic challengers, as well as President Bush, could boost their chances by emphasizing energy efficiency and cleaner vehicles, the poll shows. 

The message here for politicians is not to underestimate the importance of the environment even in these troubled economic times,'' said Baldassare. 

When asked what was the most important environmental issue facing California, 30 percent of respondents said air pollution. 

Following were: water pollution (10 percent), sprawl (7 percent), water supply (7 percent), pollution in general (6 percent), traffic (4 percent), energy (3 percent) and toxic waste (2 percent). 

Ironically, even as California's air is getting cleaner, many residents don't know it. 

While 28 percent of residents say the state has made a great deal of progress in dealing with air pollution over the past 20 years, 68 percent say only some or no progress has occurred. 

In fact, air pollution has been one of the great eco-success stories in California. 

There is no question that the air is markedly improved in the last 20 years,'' said Jerry Martin, a spokesman for the California Air Resources Board, in Sacramento. 

The main reason is the improvement in auto emissions.'' 

A 2003 car emits less than 5 percent of the emissions of a 1970s car, Martin said, because of catalytic converters, on-board computers, and cleaner-burning fuels. 

In the Bay Area, for example, there were 21 days in 1983 where the air quality violated federal health standards. By 2000, there were just three days. Over the same time period, Los Angeles went from 153 days over federal smog limits to 33. And the Central Valley went from 41 days to 30. 

Why doesn't the public realize the progress? 

I think it is the fault of government, the media and environmental groups,'' said Wayne Nastri, regional administrator for the U.S. Environmental Protection Agency, in San Francisco. 

We haven't had a consistent message based on fact rather than rhetoric,'' Nastri said. 

When you look at the data, it's clear and compelling there has been remarkable progress. But it is hard to sell good news.'' 

When asked 

How concerned are you that the vehicle you drive pollutes too much?'' fewer than half of Californians said they are somewhat concerned (31 percent) or very concerned (13 percent). Another 54 percent said they are 

not too concerned'' or 

not at all concerned.'' 

Scientifically, many of them are right. 

While SUVs emit more smog than new cars, just 10 percent of the passenger vehicles on the road spew out two-thirds of the pollution from passenger vehicles, said Professor Thomas Cahill, director of air pollution studies at the University of California-Davis. Those vehicles are older or poorly maintained, he said. 

You know that car,'' he said. 

It's the one that is smoking. We've got to get after that small percentage of cars that are killing us.'' 

Cahill recommends new state laws that would allow police to pull over smoking vehicles and issue 

fix it'' tickets on the spot. 

The poll also found that by 54-39 percent, Californians oppose offshore oil drilling off California; and by 65-26 percent, they support a $10 billion bond act on the 2004 ballot to build a statewide high speed rail system. 

IF YOU'RE INTERESTED 

To see the complete poll, go to www.ppic.org   

Contact Paul Rogers at progers@mercurynews.com or (408) 920-5045.

http://www.ppic.org/main/publication.asp?i=441

PPIC Statewide Survey: Special Survey on Californians and the Environment, July 2003 

Mark Baldassare 

July 2003, 36 pp. 

This is the 37 th PPIC Statewide Survey and the fifth in a series of eight surveys that will focus on population growth, land use, and the environment.  This survey focuses in particular on public perceptions, individual actions, and  policy preferences relating to air quality issues. 

Some findings of the current survey 

Residents in the Central Valley (42%) are now as likely as Los Angeles residents (43%) to consider air pollution a big problem in their region of the state.  In 2000, only 28% of Central Valley residents saw air quality as a big  problem. 

68% of Californians believe that increased carbon dioxide and other gases released into the atmosphere will, if unchecked, lead to global warming. 

Most employed residents in the state report that they commute to work by driving alone (73%); many fewer commute by carpool (13%) or public transit (5%). 

President and governor receive very low approval ratings for their handling of environmental issues:  Davis, 30%; Bush, 37%. 

86% of Californians say that the presidential candidates' positions in 2004 on environmental issues will be a very important (41%) or somewhat important (45%) factor in determining their vote.

http://www.evworld.com/databases/shownews.cfm?pageid=news280703-03

Performance: Hybrid's Next Gear 

American carmakers figure they can't sell improved fuel economy of hybrids, so they will focus on improved performance. 

Source: Forbes 

[Jul 28, 2003] 

Buying a gasoline-electric hybrid vehicle doesn't get you much beyond a little piece of mind. It doesn't save you money. It doesn't get you a bigger car. It doesn't let you go fast, or corner better, or listen to music at earsplitting volumes. 

All it does is get you 50 miles to the gallon. 

Which is fantastic, of course. But there are precious few car buyers willing to pay $20,000 for a Toyota Prius or Honda Civic Hybrid, subcompacts that would cost thousands less with a normal gasoline engine (though a $2,000 federal tax credit for hybrids helps close the gap a bit). The environment isn't enough of a concern to most Americans, and gas is so cheap in the U.S. that it would take years to recoup the extra cost at the pump. 

So in order to get buyers to pay up for hybrids in any kind of serious volume, the vehicles coming out in the next couple of years will be sold with a different twist: They will be trumpeted as the high-tech way to get more performance out of a vehicle, not just a way to get better gas mileage. 

"It's all the dessert you want, with no calories," says James Press , who runs Toyota's U.S. sales operations. "And it's the best dessert you've ever had." 

Press was speaking about a Lexus SUV hybrid due out next year. Toyota says the car will get V-8 power out of a V-6 engine, fantastic acceleration and close to 40 miles per gallon. The vehicle will be more expensive than the RX330 it is based on, but the automaker is hoping people will pay for the performance. Toyota's new Prius, slated to hit showrooms this fall, is a whole class bigger than the current Prius, plus it is faster--and, by the way, it gets 55 miles to the gallon, better than the current, smaller version. 

The first hybrid from Ford Motor   is a version of the Escape small SUV; predictably, Ford is billing it as a "no compromise" SUV. The company says the hybrid's 4-cylinder engine will accelerate like the current 201-horsepower V6, and it will have the same cargo space, off-road capability and towing ability. It also will get 35 to 40 miles to the gallon. "The fuel economy is a bonus," says Ford spokesman Said Deep .

General Motors '  first hybrids, versions of its Chevy Silverado and GMC Sierra full-sized pickups, will be billed as "generators on wheels" when they arrive early next year. They will have two 110-volt AC outlets on board and enough juice to run power tools, camping equipment or, if you lose electricity, a TV set. 

DaimlerChrysler   will build a similar hybrid truck, a heavy-duty Dodge Ram "contractor special," set to arrive in the fall of 2004. 

These hybrids are not as elaborate as Toyota's and Ford's, so it will cost less and improve fuel economy by just 10% to 12%, or about 2 miles per gallon. In late 2005, GM will offer a more intense hybrid on its Saturn Vue. The pitch: The hybrid system will add 50 horsepower to the vehicle. 

"It's very difficult to sell any fuel economy technology," says Robert Purcell , who runs GM's hybrid program. "So you've got to offer some kind of value proposition." 

Hybrid vehicles have two motors--that's why they're so expensive. A traditional gasoline engine and an electric motor are used together to power the car. If you're thinking of those plug-in electric car experiments of the 1980s, think again; this is something different. There is no plugging in: The car uses the energy expended by braking and slowing down to automatically recharge the battery that powers the electric motor, so operating a hybrid is the same as operating a traditional car. 

All hybrids are designed differently, but the idea is that the vehicles save gas by using the electric motor to run the car by itself, or to assist the gasoline engine when the gasoline engine is at its least efficient--accelerating and slowing down. At idle, the gas engine shuts off, but it instantly reawakens when the driver steps on the pedal. 

With two engines on board, engineers are faced with a choice, explains GM's Purcell. "You have all this additional torque and horsepower, so the question becomes: How much do you want to use for efficiency, and how much you want to use for performance?" 

No matter what the engineers decide, marketers have the same choice, and they've made up their minds: They'll push performance. 

http://www.evworld.com/databases/shownews.cfm?pageid=news250703-07

Drivers Find Outlet for Grief Over EV1s 

GM is reclaiming its electric cars, so fans conduct a mock funeral. 

Source: Los Angeles Times 

[Jul 25, 2003] 

The memorial service Thursday began with a few moments of silence as the funeral procession moved slowly through the Hollywood cemetery. And why not? All 24 vehicles in the sad caravan were whisper-quiet electric cars. 

Their drivers gathered to mourn the demise of the EV1, the futuristic, battery-powered General Motors automobile that was hailed in the late 1990s as the answer to smog alerts and gas shortages. 

GM produced about 1,100 of the wedge-shaped two-seaters from 1996 to 1999 in what seemed to be the first wave of electric cars designed to meet tough air-quality rules. Because the EV1's technology was considered experimental, the company leased the cars to drivers instead of selling them. 

But the California Air Resources Board relaxed automobile-emissions requirements. GM, claiming efforts to market the car were a dismal and costly failure, last fall pulled the plug on the EV1 and began reclaiming the cars. 

Although drivers have remained enthusiastic about their electric cars, GM has refused to extend the $300-per-month leases or sell the vehicles v Drivers offered eulogies to the peppy, clean-running car during a sometimes-emotional mock service attended by more than 100 others at the Hollywood Forever Cemetery. v Behind them were parked 15 sleek-looking EV1s, one shrouded in black crepe and covered with a funeral bouquet and others bearing personalized license plates such as NOT OPEC and REVOLTS. Nine electric-powered Toyota RAV 4s were also in the procession. 

"We are gathered here to say goodbye," solemnly intoned Rabbi Brian Zachary Mayer of Van Nuys. "We are here to say goodbye to a special friend, goodbye to an idea - to an ideal, to a dream." 

Santa Monica filmmaker Chris Paine organized the unusual memorial. He has been ordered to turn in his EV1 on Aug. 13. It will be scrapped by GM. 

"She died before her time, in perfect health, and perhaps when she was most needed," he said. "Unfortunately, very few Americans had a chance to drive an electric car before it was canceled." 

The EV1 was only offered to motorists in California and Arizona. Enthusiasts say that most of them where snapped up by Southern California drivers. GM has reclaimed many of them, leaving only about 100 on Los Angeles streets, according to Paine. 

Hollywood-area City Councilman Eric Garcetti, who has had an EV1 for five years, got a laugh from the crowd when he said he will continue driving his "until December, when GM will have to pry it out of my charger's dead, cold hands." 

Actor Ed Begley Jr. said he has driven electric cars since 1990. He drew applause when he wryly observed that "the detractors of electric vehicles" are correct when they claim battery-powered cars aren't for everyone. "Given their limited range, they can only meet the needs of 90% of the population," said the Studio City resident. 

Several designers and engineers who helped create the EV1 were among the mourners. One of them, Wally Rippel of Altadena, suggested that the electric car is not dead. "It will go on, perhaps with a different body," he said. 

"Really, it's a time for rejoicing," added another, famed aeronautical and solar inventor Paul MacCready of Pasadena. "Technology makes it inevitable there will be more electric vehicles in the future. And it's all because of the EV1." 

The crowd lingered after the service ended. Actress Alexandra Paul, an EV1 driver, took a test ride on a battery-powered Segway scooter ridden in the procession by Joseph Chiu, a computer engineer from Pasadena. 

There were hugs among the environmentalists, engineers and EV1 enthusiasts and a bagpiper mournfully played a dirge. 

Then they piled into their electric cars and - very quietly - faded away.

http://www.businessweek.com/@@MOR4RGcQ8JdjGwEA/premium/content/03_32/b3845086.htm?se=1
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ENVIRONMENT 

FedEx and Brown Are Going Green 

And by buying cleaner and more efficient trucks in bulk, they'll make them cheaper for everybody else 

Practically every day, more than 70,000 boxy brown UPS delivery trucks rumble to life across the country. They travel more than 1.3 billion miles annually to deliver some 4.7 billion packages, combusting tens of millions of gallons of diesel fuel along the way. No wonder United Parcel Service ( UPS ) Inc. will try just about anything to save a few pennies for each of those miles. The Atlanta-based shipper once developed a motor that could burn cheap corn oil. 

The engine never made it out of the lab. But that hasn't kept UPS from hunting for cheaper, cleaner replacements for the old, smoke-belching diesels that power most of its trucks. "We're driven to cut costs in finding cleaner fuels," says Thomas H. Weidemeyer, UPS's COO and president of its air unit. Today, UPS's green fleet includes around 2,000 vans running on everything from compressed natural gas to electricity. Compared with standard diesel engines, the CNG vans shave 15% in fuel costs and emit 35% less pollution. 

That's just a fraction of what's to come. UPS and its big rival FedEx ( FDX ) Corp. are beginning to swap out the old diesels from their combined armada of 100,000-plus delivery vehicles. In their place, they're testing a variety of cleaner technologies, including diesel-electric hybrids and hydrogen fuel cells. In part, they're doing this to satisfy Washington's push to cut emissions, given that trucks produce more than 30% of urban smog. 

The biggest motivation is cost savings, though. The delivery giants are finding that green machines, while pricey to buy, are cheaper to maintain and operate. Hybrid electric vehicles, for example, can cut fuel costs by half, while lowering emissions by 90%. Of course, such big cuts in pollution also make great PR for a historically dirty industry. Still, "the driving motivation here is the bottom line," says Donald Broughton, a transportation analyst at A.G. Edwards ( AGE ) & Sons Inc. "[These CEOs] haven't suddenly joined Greenpeace." 

Where FedEx and UPS lead, the rest of the nation's 5-million strong delivery fleet will follow. Over the coming decade, the price of hybrid trucks will likely fall as a result of FedEx' 30,000-unit order for hybrid electric vans. If so, others are ready to make a commitment. The U.S. Postal Service plans to mix hybrids into its fleet of 142,300 trucks once the price is right. "These technologies provide a huge potential for the transportation sector as a whole," says Margo T. Oge, director of the office of transportation and air quality at the Environmental Protection Agency. 

This movement started with small steps. In the late '80s, UPS invested heavily in CNG-powered trucks. Even after Washington reversed its backing -- and funding -- for CNG a few years into the trial, UPS continued to build the necessary infrastructure. Since 1998, it has been testing a hybrid electric van. And UPS is also expanding its fleet of ultralow-emission diesel trucks to 5,000 from 3,200. Next year, UPS will work with the EPA and DaimlerChrysler ( DCX ) to test the first hydrogen-powered fuel-cell delivery truck in the U.S. 

FedEx is tinkering with its fleet, too. In May, the Memphis-based company announced it had bought 20 hybrid delivery trucks, the vanguard in a program that will eventually replace its entire fleet of 30,000 express delivery vans. "FedEx really raised everybody's eyebrows," says Fred Silver, director of business initiatives at WestStart, a nonprofit transportation technologies think tank in Pasadena, Calif. 

Hybrids are nothing new, to be sure. Toyota ( TM ) Motor Corp. and Honda ( HMC ) Motor Co. sell passenger cars powered by mixed gas-electric motors. But FedEx is the first in this country to try to adapt the technology for diesel delivery vehicles on such a large scale. Mitchell Jackson, FedEx' managing director of corporate and international environmental programs, boasts: "We've got the most innovative project on the ground in the industry today. This is not a demo. It's a commercial vehicle." 

Indeed, most experts -- even those at UPS -- believe hybrids offer the best near-term promise. Hybrids combine a high-efficiency diesel or gas engine with an electric motor. A computer orchestrates how to channel energy around the engine, the electric motor, and the wheels most efficiently. Hybrids require less maintenance because they run cleaner. Plus, the braking systems last longer because the motor itself helps slow the vehicle down -- in a process that recaptures much of the energy used in decelerating. Between fuel savings and lower maintenance costs, FedEx claims it will break even on the hybrid vans in about a decade. 

The scale of FedEx' commitment is likely to transform the economics of hybrid commercial vehicles. What are now exotic custom-builds could soon become mass-produced and less expensive. Smaller players could then consider hybrid trucks. "FedEx is taking a big gamble," says Andrew J. Hoffman, a Boston University professor who specializes in corporate environmental strategies. "But it's a gamble that should jump-start the commercialization of this technology." 

Cleveland-based Eaton ( ETN ) Corp., which makes the key electro-mechanical power systems for FedEx' hybrids, says it expects to sell up to 30,000 such units within the next five years -- and not just to FedEx. "This should be a substantial new business for us," says Tim J. Morscheck, Eaton's vice-president of technology in the trucking division. Morscheck believes the hybrids will get cheaper as sales volume grows. 

The numbers are beginning to add up. In a recent report, consumer consultant J.D. Power & Associates Inc. estimated there will be more than 500,000 hybrid vehicles on the road by 2008 -- 40% of them trucks. After years of experimentation, UPS and FedEx are now ready to deploy green vans in a big way -- possibly heralding the end of the smoke-belching delivery van. 

By Charles Haddad in Atlanta, with Christine Tierney in Detroit 

http://www.modbee.com/local/story/7213317p-8141441c.html

California Central Valley Seen As Ideal Renewable Energy Proving Grounds 

Reports see renewable energy technologies boosting state's economy. 

Source: Modesto Bee 

[Jul 31, 2003] 

The movie and entertainment business is headquartered in Los Angeles. Textiles are at home in the Midwest and South. The technology industry is clustered in Silicon Valley. 

Renewable energy has not found a home -- yet. 

The Modesto-based Great Valley Center thinks the Central Valley, with its sunshine and vast stretches of farmland, is the ideal place for such a hub. 

The opportunity for renewable en- ergy here is "unparalleled in the nation," J.P. Batmale said Tuesday, his second day on the job as the center's renewable energy program manager. 

Originally from Northern California, the 33-year-old relocated from Los Angeles to Modesto this week to take on the center's latest mission: Free up barriers and otherwise find ways to make renewable energy projects economically feasible. 

The valley and renewable energy are a good fit for several reasons, Batmale said. 

For starters, the valley has a tremendous amount of renewable resources, from crops that could become fuel for ethanol or biodiesel to wood chips, straw and other waste that could be converted to energy. 

"The valley also has a small and light manufacturing industrial sector that could begin making the machines and technologies that could be exported to other regions," he said. "That's not there in LA." 

Environmental awareness also is a factor, he said. 

"I won't say that Californians are more environmentally aware than anyone else in the nation, but there's an understanding that there are limited resources and that as a society we are putting stresses on the environment," he said. 

Solar panels make sense here, too, since they work most efficiently in places where the sun is incredibly strong, he said. 

A report released last spring by the Great Valley Center said factors such as these make the valley a potential leader in the development of new energy sources including wind, bio-mass, hydroelectric, solar, hydrogen and geothermal. 

According to a report released Tuesday by the Environment California Research and Policy Center, renewable energy technologies have the potential to boost California's economy and provide thousands of high-tech, high-paying jobs. 

There are plenty of examples of renewable energy in the region, said Great Valley Center Director Carol Whiteside. 

Even so, she added, "It's never been organized as a cluster." 

There's a fuel-cell manufacturing plant in Sacramento, a waste-to-energy plant in Modesto, and dairies in the valley working on biomass projects. 

"Our goal is to facilitate the use of renewable energy throughout the region for three benefits," Whiteside said. "First, because it's a source of energy. Second, it helps clean up the air, and third and most important, we think there's a huge opportunity to create jobs around renewable energy." 

Batmale spent about six years in Los Angeles, where he worked on a graduate degree in public policy, helped the Los Angeles Department of Water and Power develop the nation's largest green-power program, as well as worked for a start-up distributed-generation firm. 

Under the green-power program, people in Los Angeles can elect to pay a premium to know that their power comes from renewable sources. Money that's generated pays for new renewable energy plants, he said. 

When he left the department 2 1/2 years ago, more than 100,000 customers had signed on, he said. 

Maree Hawkins, spokeswoman for the Modesto Irrigation District, said the MID always is interested in new technology. 

"The surveys that we do with our customers show that they are interested in renewable en-ergy, but they also indicate that they are unwilling, or perhaps unable, to pay for them," she said. "That's very real in this area." 

Most recently, Batmale worked for RealEnergy, a com- pany that employs distributed- generation technologies that put energy at the site where it is needed, he said. On-site solar or natural gas sources are cleaner and cheaper than energy from power plants, he said. 

"People pay less for their electric bill, it's better for the environment and there's no nasty power lines," he said. 

http://www.evworld.com/databases/shownews.cfm?pageid=news300703-01

Toyota Launches Alphard Hybrid 

Alphard Hybrid qualifies as an ultra-low emission vehicle 

Source: Toyota 

[Jul 30, 2003] 

TOYOTA MOTOR CORPORATION (TMC) announced today the nationwide launch of the Alphard Hybrid, the hybrid version of the dynamic Alphard minivan, through "Toyopet" dealers ("Osaka Toyota" dealers in the Osaka region) and through "Toyota Vista" dealers, which will have hybrid vehicles in their product line-ups for the first time. 

The Alphard Hybrid features the Toyota Hybrid System-CVT (continuously variable transmission) (THS-C), which employs a hybrid battery with greater output than previous hybrid batteries and boasts better energy management. The system comprises a 2.4-liter high-efficiency gasoline engine, front motor and Super CVT and works in unison with an E-Four electric 4WD system that regulates a rear-mounted, rear-wheel-propelling electric motor and coordinates electric power distribution to all four wheels. An ECB (Electrically Controlled Brake system) provides efficient wheel-by-wheel brake control. Together, these features allow the Alphard Hybrid to simultaneously achieve groundbreaking high fuel efficiency, low emission levels and outstanding maneuverability and cruising stability. 

The Alphard Hybrid can generate large amounts of electricity, which allows the use of a variety of home appliances, thus reaching new horizons in minivan enjoyment. 

The advanced THS-C hybrid system efficiently uses engine and motor drive power, while the E-Four electric 4WD system recovers energy from each wheel, to achieve roughly twice the fuel efficiency called for by Japanese 2010 fuel efficiency standards (at 17.2km/liter in the 10-15 Japanese test cycle, as certified by Japan's Ministry of Land, Infrastructure and Transport) and greatly reduce CO2 emissions, despite the fact that the Alphard Hybrid is a 2-ton class 4WD vehicle. The Alphard Hybrid also qualifies as an ultra-low emission vehicle achieving emission levels 75% lower than 2000 standards under the Ministry of Land, Infrastructure and Transport's Approval System for Low-emission Vehicles. 

The high-efficiency 2.4-liter gasoline engine, front motor and Super CVT transmission combine to ensure a smooth and dynamic performance. The 4WD system provides better driving performance by using power from the rear-wheel drive motor when accelerating from start or on slippery road surfaces. 

At the same time, ABS with EBD (Electronic Brake-force Distribution) and Brake Assist, along with VSC (Vehicle Stability Control), TRC (Traction Control System), ECB and the hybrid system integrate control of the electric 4WD system to coordinate electric power distribution and braking force to all four wheels for superior handling and driving stability by controlling the vehicle before it breeches the limits of normal controllable movement. 

Taking advantage of its innovative hybrid system, the Alphard Hybrid can generate up to 1,500 watts of power while it is stationary or moving. It has standard household 100-volt AC power outlets that can be used to power a variety of home appliances, adding a new dimension to outdoor and business activities. 

Sales Channels 

Sales outlets: "Toyopet" dealers ("Osaka Toyota" dealers in the Osaka region) and "Toyota Vista" dealers 

Monthly sales target: 600 units 

Alphard Hybrid Boasts Functionality and Advanced Styling 

Outstandingly low fuel consumption 

The Alphard Hybrid realizes about twice the fuel efficiency specified by Japanese 2010 fuel efficiency standards while also qualifying as an ultra-low emission vehicle, consuming fuel at the rate of 1 liter every 17.2 kilometers (in the Japanese 10-15 test cycle). 

To achieve this superior performance, the Alphard Hybrid's THS-C hybrid system efficiently combines the drive power of the engine and the front motor, and the E-Four electric 4WD system recovers energy from each wheel, while driving resistance has been reduced. 

The insulated body and the newly developed two-way compressor incorporated in the motor optimize the use of the air conditioner, thus conserving fuel. 

Reduced drive resistance 

The highly aerodynamic body design along with reductions of the operating resistance in each part of the powertrain have reduced drive resistance and loss of drive energy, helping lower fuel consumption. 

Insulated body 

The specially developed windshield glass reduces the amount of solar radiation penetration and the roof and roof panels contain an insulating material to reduce cabin temperature, which helps conserve energy when the air conditioner is operating. 

Intuitive air conditioning system 

The Alphard Hybrid uses the world's first newly developed two-way compressor with a built-in motor. The engine powers the air conditioner when the engine is running, and the compressor's internal motor powers it when the engine is not running, helping to conserve energy and provide enhanced comfort. 

Clean emissions 

The Alphard Hybrid qualifies as an ultra-low emission vehicle achieving emission levels 75% lower than 2000 standards under the Ministry of Land, Infrastructure and Transport's Approval System for Low-emission Vehicles. 

Ultra-advanced driving performance 

Hybrid system, E-Four 

The THS-C hybrid system combines a 2.4-liter high-efficiency gasoline engine, front motor and Super CVT transmission. Its efficient use of drive power achieves low fuel consumption and enables a smooth ride. The E-Four electric 4WD system provides better driving performance by using power from the rear-wheel drive motor to optimize electric power distribution to all four wheels according to driving conditions. It provides additional drive power when needed, such as when accelerating from a standing start or on slippery surfaces. 

Engine 

Developed for hybrid vehicles, the 2.4-liter 2AZ-FXE engine has a high-expansion ratio cycle that enhances fuel economy by improving efficiency and reducing friction loss. Additionally, optimum control of the Super CVT and front motor create low emissions levels. Combined with the motor, the engine allows for powerful driving from low to high speeds. 

Transaxles 

The Super CVT's wide-range gear ratio allows the front transaxle to contribute to smooth driving from low to high speeds. The rear transaxle combines the rear motor and differential gear in a single unit, for a more lightweight and compact structure. This design eliminates the need for a propeller shaft, keeping overall weight increase to a minimum. 

ECB (Electronically Controlled Brake) system 

The ECB system adopts a by-wire system that uses electronic signals to detect the amount of pressure on the brake pedal and control the distribution of braking force. Independent as well as linear hydraulic controls for each wheel provide excellent environmental performance, outstanding handling and driving stability. 

Environment-considerate brake system 

Vehicle-mounted sensors provide information such as the amount of brake pedal operation, as well as vehicle speed. The system determines the most efficient distribution of labor between electric and hydraulic application of the brakes, in addition to using gathered information to calculate optimum hydraulic pressure. The ECB system is controlled together with the E-Four to maximize the collection and conversion of kinetic energy into electric power. The system also controls the brake pedal's rigidity in response to the amount of pressure applied, creating a natural braking feel. 

Outstanding driving stability 

The VSC and TRC systems, the ABS with EBD and Brake Assist, as well as the ECB system, the hybrid system and E-Four, integrate coordination, drive and control. Through these technologies, a groundbreaking level of driving stability has been achieved to make the car safer and easier to control before it breeches the limits of controllable movement. 

Reaching new horizons in outdoor possibiliti es 

Since the Alphard Hybrid's system can generate up to 1,500 watts of auxiliary power, it offers an expanded range of possibilities for outdoor activities. 

Up to 1,500 watts of power 

The hybrid system can generate up to 1,500 watts of power when the vehicle is stationary or moving, and has standard 100-volt household AC power outlets in its center cluster and luggage area. These outlets can be used to power home appliances such as hairdryers and microwave ovens and recharge items such as power-assisted bicycles and electric carts, adding a new dimension to leisure activities. Work equipment or equipment for the elderly or disabled can also be used with ease. 

Advanced ITS features and optimized functions 

Multi-information display 

The 6.5-inch multi-information display in the center of the instrument panel, specially developed for hybrid vehicles, has an energy monitor showing the hybrid system's operational status. The fuel gauge can display the distance that can be traveled on the remaining fuel, as well as per-minute fuel consumption rates. It can also calculate such rates over driver-specified intervals and show the amount of regenerated energy. 

Standard on the "G edition" and optional on standard grades are, with a G-BOOK-compatible DVD voice navigation system: 1) a Blind Corner Monitor, which indicates the approach of other vehicles or pedestrians from the left and right; 2) a Back Guide Monitor with a color CCD camera and voice-guidance function, which uses signals from a steering sensor to calculate the likely reverse path during reversing and display it on the monitor screen, and 3) a lane-monitoring system that uses images from the Back Guide Monitor camera to measure the lateral distance to white or yellow lines on major highways and triggers an alarm when the distance falls below a pre-set level. 

Radar Cruise Control, which uses laser radar sensors and steering sensors to keep track of the vehicle's lane and any preceding vehicle and ensures that a safe distance is maintained in accordance with vehicle speed, has been made optional on the "G edition." 

Optional on all grades is a built-in electronic toll collection unit that allows for quick tollgate pass-through (only available with a navigation system). 

Exterior and interior design 

Futuristic styling with a sense of presence 

The exterior design portrays dynamic and distinctive styling that assumes a commanding presence. The impressive front introduces a robust body, while the distinct rear expresses a futuristic vision. 

The styles of the hybrid-exclusive front grill, front bumper, headlights, LED rear combination lamp, rear garnish and emblem all work to mark a clear distinction from the Alphard G and Alphard V. 

The front grill adopts the same paint color as the body. A chrome-plated latticework with two horizontal lines and a chrome-plated emblem create an elegant effect. 

The Alphard Hybrid features solid bumpers that offer functionality and advanced styling. Square, dual-lens low-beam headlights enhance its hi-tech image. 

The rear's combination lamps and high-mount brake light use LEDs to improve visibility and reduce electric power consumption. The rear garnish adopts the same color as the body, creating a sense of unity as a whole, and a gilded finish applied around the reversing lights accentuates the sense of sophistication. 

The Alphard Hybrid comes in a total of five high-class colors, including the new hybrid-exclusive colors Pale Blue Mica Metallic and Light Purple Metallic, which are all appropriate for a distinctive vehicle body. 

Interior design 

A new interior layout that stores the hybrid batteries underneath the front seat allows for a large luggage space that can hold eight golf bags even with eight passengers in the vehicle. 

The instrument panel achieves a futuristic and luxury feel through its center cluster panel with a black wood grain "inner maple" motif not available in the conventionally powered Alphard minivans and a Wide Multi-AV Station panel in a metallic tone. The Optitron Meter uses LEDs as the light source for enhanced visibility and a high-quality feel and includes a real-time fuel gauge. 

The seat cover is made exclusively for hybrid vehicles. The jacquard moquette fabric, which provides a sense of volume and a nice feeling to the touch, is available on the G Edition, and a smooth printed knit fabric is offered on the standard grade. 

Convenient and high-function fittings 

The sliding doors on both sides have a power-slide function (standard on the G Edition and optional on standard grades). The G Edition can be equipped with the option of a rear door that is operated automatically using switches located by the driver's seat and on the bottom edge of the rear door itself and also with a remote control. 

Dual automatic air conditioning with independent front and rear controls that regulates interior temperature and humidity with a personal vent for each seat is standard on all grades. 

The Alphard Hybrid Live Sound System (with DVD voice navigation) created exclusively for the Alphard Hybrid is standard on the G Edition and optional on the standard grades. 

A rear-seat entertainment system with DVD voice navigation and a 9-inch-wide rear-seat multi-display TV screen that allows different video and audio sources to be accessed in the rear and front seats is optional on the standard grades. There is also an optional 10-speaker, 5.1ch DVD theater sound system for the G Edition. 

The seven-seat models come with a "Side Lift-up Seat" - a second-row seat on the left side - to enable ingress and egress by elderly and disabled persons. 

Welcab - Specially equipped vehicles with factory-installed features for the disabled 

The "Welcab Side Lift-up Seat" type enables removal of the left-side second-row seat for use as a wheelc

http://www.evworld.com/databases/shownews.cfm?pageid=news300703-02

Toyota Upgrades Estima Hybrid-electric Minivan 

Fuel economy improved to 18.6km/liter over ealrier 18.0km/liter 

Source: Toyota 

[Jul 30, 2003] 

TOYOTA MOTOR CORPORATION (TMC) announced that it has begun sales today of a more stylish and fuel-efficient Estima Hybrid at "Toyota" dealers ("Osaka Toyopet" dealers in the Osaka region) and "Toyota Corolla" dealers in Japan. 

The Estima Hybrid's THS-C (Toyota Hybrid System-CVT) hybrid system has been further evolved, leading to better acceleration and improved fuel efficiency. The Estima Hybrid now gets 18.6km to the liter in the 10-15 Japanese test cycle, compared to a previous 18.0km/liter, as certified by Japan's Ministry of Land, Infrastructure and Transport. 

Styling-wise, design changes to the minivan's front bumper, grill, rear combination lamps and exterior garnish, as well as the adoption of four new body colors, give the Estima Hybrid an advanced, refined look. On the inside, new seat fabrics and new interior colors add a sense of quality and luxury. 

The Estima Hybrid now comes with a pedestrian-injury-lessening body designed to minimize pedestrian head and leg injury in the event of a collision. It also incorporates a dedicated ISO-FIX 1compliant anchor point that can accommodate child seats equipped with a top-end tether tie-down. 

Other new features include a Wide Multi-AV Station with a DVD voice navigation system compatible with G-BOOK information network services and a theater system engineered just for the Estima Hybrid that includes a DVD player, nine speakers and a nine-inch rear seat LCD monitor. The improved Estima Hybrid also boasts a range of advanced features, including a blind-corner monitor that displays views to the front left and right of the vehicle as well as of the ground immediately in front of the vehicle. 

1An ISO (International Organization for Standardization) standard for child seat attachments created to prevent improper installation of child seats, improve vehicle conformity and establish an internationally uniform attachment method. 

Welcab vehicles (specially equipped vehicles with factory-installed features for the disabled) also incorporate all of the improvements to the base model and feature-enhanced functions such as automatic reclining seats. Sales of Welcab versions also begin today. 

Sales Channels 

Sales outlets: "Toyota" dealers in Japan nationwide ("Osaka Toyopet" dealers in the Osaka region) and "Toyota Corolla" dealers nationwide 

Monthly sales target: 600 units 

Estima Hybrid Improvements 

Revolutionizing environmental performance 

The improved Estima Hybrid realizes excellent fuel efficiency at 18.6km/liter in the 10-15 Japanese test cycle compared to a previous performance of 18.0km/liter, as certified by the Ministry of Land, Infrastructure and Transport. 

Greater efficiency in the use of drive power from the THS-C electric motor and gasoline engine allows for more motor-only driving and other benefits. 

The electric 4WD system E-Four (which employs a separate motor for the rear wheels) enhances recovery of braking energy from all four wheels. Efficient distribution of labor between electric and hydraulic application of the brakes expands the operational realm of the vehicle's regenerative brake system. 

When the driver's foot is taken off the accelerator, the Estima Hybrid's engine now shuts down at higher speeds, allowing the motor to switch into energy-regeneration mode sooner, increasing the amount of energy recovered. 

The internal resistance of the hybrid battery has been decreased and power consumption by the oil pump motor has been reduced to cut energy losses. 

The improved Estima Hybrid also features the world's first marketed car air conditioner compressor with a built-in electric motor. The compressor is powered by the engine when the engine is running and by its internal motor when the engine is turned off. This realizes a 15-20% improvement (as measured by TMC) in fuel efficiency during air conditioner use and helps to maintain a comfortable environment even when the engine is off. 

Improved driving performance 

Acceleration performance is improved by a high-output hybrid battery that allows for greater motor-assist performance in the form of enhanced rear motor torque when accelerating from a standing start and an expanded scope and frequency of rear-motor-assist during acceleration. 

In addition to VVT-i (Variable Valve Timing-intelligent), engine torque is controlled even at low acceleration speeds compared to the previous model, further improving acceleration performance. 

Advanced, refined styling 

Chrome-plated ornamentation emphasizes the sense of presence of the headlights, while the rear combination lamps have been redesigned using LED taillights and brake lights for increased visibility and energy conservation. 

The front bumper has been modified to include cornering lamps that render a sense of width and poise in the design. 

The front emblem, newly fitted on the chrome-plated front grill, conveys a sense of luxury. 

Four new exterior colors are White Pearl Mica, Light Green Metallic, Dark Blue Mica and Pale Blue Mica Metallic. 

The seat covers have been changed to tricot knit fabric in the standard grade and to jacquard moquette for the G Selection. 

The interior colors have been changed to a soothing dark gray for the standard grade and a bright ivory with a luxury feel for the G Selection. 

The instrument panel features a newly designed LED-illuminated blue gradation Optitron Meter and a real-time fuel-consumption gauge for reference in driving to save fuel. 

More advanced safety equipment 

A pedestrian-injury lessening body that incorporates impact-absorbing material into the hood and bumper is adopted to reduce injury to a pedestrian's head and legs in the event of a collision. 

Standard on all models, the outer seating positions in the second row of seats feature a dedicated ISO-FIX* compliant anchor point that can accommodate child seats equipped with a top-end tether tie-down 

New equipment with the latest functions 

The Wide Multi-AV Station comes with a newly added MD player that has an MDLP (Mini Disk Long Play) mode and is standard on standard grades 

The Estima Hybrid Live Sound System has been enhanced and is optional for standard grades (standard on the G Selection). 

The Wide Multi-AV Station with DVD voice navigation also boasts compatibility with the new G-BOOK information network service that starts from August 2003. 

The advanced Estima Hybrid theater system, featuring a DVD player, nine high-fidelity speakers and a nine-inch LCD monitor with remote control for the rear seats, can be used to enjoy dynamic sound and video (optional on the G Selection). 

A blind corner monitor system is available in an option package that includes a Wide Multi-AV Station with DVD voice navigation and G-BOOK compatibility. The system's monitor displays views to the front left and right of the vehicle, as well as of the ground immediately in front at "T" and other intersections where the view is obstructed. 

Radar cruise control (optional on G Selection models) uses laser-radar, yaw-rate and steering sensors to determine the vehicle's lane and the position of the vehicle ahead, maintaining a constant distance from that vehicle based on driving speed. 

The windshield glass, in addition to reducing the amount of ultraviolet light that enters the cabin, also reduces the entry of infrared rays, decreasing the effect of sunlight on occupants' skin and curbing the heating of the steering wheel and other components. 

New steering wheel switches allow the operation of audio controls without removing one's hands from the steering wheel. 

A power sliding door, previously available only on the passenger's side, has been added to the driver's side. 

A fully automatic driver's seat (sliding, reclining and vertical position) is standard on G Selection models.

http://www.sgvtribune.com/Stories/0,1413,205~12220~1545758,00.html

http://www.nytimes.com/2003/07/31/automobiles/31PICK.html
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Big and Fancy, More Pickups Displace Cars 

By DANNY HAKIM 

Jason Lawson had a big pickup, but like a growing number of Americans he recently traded up to an even bigger one. 

"It's an S.U.V. with an open back," Mr. Lawson, 33, said of his metallic gray Ford F-250 Crew Cab. The pickup weighs about three tons, empty, and has enough room in the cab for him, his wife, their two children in car seats and even  the family's chocolate lab. 

"You can use it for work, go home, put the family in it and take off," said Mr. Lawson, who lives in a Chicago suburb and owns a flooring company. 

Sales of the largest pickups have been soaring for several years.   But in coming months the competition for customers will grow sharply. Japanese automakers are rushing into the market, now one of the most profitable and always dominated by America's Big Three. Ford is introducing a lavishly redesigned version of its best-selling large pickup. Even Hyundai, the Korean company known for low-cost cars, may enter the large-pickup market. 

The trend toward bigger-than-ever pickups has broad implications for the safety of American drivers, the environment, oil consumption and the financial health of the auto industry. 

Big pickups, which can cost $40,000 and up, are the most dangerous vehicles on the road for people riding in other vehicles — much more dangerous  than large sport utility vehicles, according to federal crash statistics. The average pickup uses  more gasoline than the average S.U.V. and therefore produces more gases that contribute to global warming. Pickups, along with sport utilities, are also the industry's most profitable vehicles, and they get more profitable as they get larger and more luxurious. 

Once utilitarian vehicles used exclusively for work, pickup trucks are getting bigger, roomier, more powerful and showier in almost every way. Passenger cabs with two rows of seats, once a minority, are the norm. 

The biggest pickups, which were just 8.6 percent of  the nation's new vehicles in 1990, now account for 13.2 percent — about one in every eight vehicles sold. 

The allure of the pickup market for the auto industry is clear. The industry sold  two to  two and a half times as many full-size pickups as it did full-size S.U.V.'s last year. 

Last year, the Ford F-Series, the best-selling vehicle of any kind in the nation, contributed $2.4 billion of net income to the Ford Motor Company, according to John Casesa, an analyst at Merrill Lynch . Without the truck, the company's $980 million net loss would have been much worse. 

This fall, Ford will start selling redesigned versions of its F-Series including several that seem fancier than its Lincoln luxury sedans. "It could easily account for all of the company's earnings in 2004," Mr. Casesa said. 

Toyota is the only foreign carmaker that sells a full-size pickup, the Tundra. When sales were booming in 2001, it sold more than 100,000 Tundras, compared with Ford's sales of more than 900,000 F-Series trucks. General Motors sold more than 700,000 Chevrolet Silverados, the second-best-selling vehicle in the country, and more than 200,000 GMC Sierras, while Dodge, a unit of Daimler-Chrysler, sold close to 350,000 Ram pickups. 

G.M.'s offerings range from the very large, like its Silverado, to the very fancy, like its Cadillac Escalade EXP  pickup. This year, the company will even start selling a  luxury pickup with a convertible top, the Chevrolet SSR, that starts above $40,000. 

With luxury pickups increasing in popularity and profitability, however, Japan wants a bigger slice. Nissan is introducing its first full-size pickup, the voluminous Titan, this year. Tellingly, the company will not even offer a regular cab version of the truck — the basic two-seater that dominated the market a decade ago. 

Toyota will start selling a version of its Tundra in November that has a crew cab — the largest cab style, much like a big S.U.V. inside. Toyota also recently announced that it would build a new pickup plant in San Antonio, in the heart of pickup country. 

Like their American rivals,  Japanese companies are focusing on the many people who only get their hands dirty during the occasional visit to the gardening center — those who want a pickup  with two rows of seats  (leather, heated seats)  as well as power windows and doors and wood-grained interiors. The biggest pickups are particularly popular in the Southwest and Rocky Mountain states. 

Mike Cruz-Montes, 31, a supervisor at an electric utility who lives in Katy, Tex., about 30 miles west of downtown Houston, has a Ford F-150 extended-cab pickup with a second row of seats, but he is preparing to trade up to a roomier crew cab, which can better accommodate his wife and two daughters. 

"Before, trucks were mainly thought of as for a working man or woman," he said. "I love the power it has when you need it. I do a lot of landscaping around the house and I love to be able to throw things in the back of the truck, mulch or dirt, bring it home, then wash it down and take the kids to dinner. It's very versatile." 

To environmental and safety advocates, the extension of the auto arms race from sport utilities to pickup trucks is a worrisome development. 

When the average large pickup truck collides with a second vehicle, people in the second vehicle die at a rate of 293 for every 100,000 crashes, according to federal crash statistics. By comparison, large sport utility vehicles kill people in the second vehicle at a rate of 205 per 100,000 crashes; minivans kill at a rate of 104 deaths; and large cars at a rate of 85 deaths. 

"This is terrible for people on the highway," said Joan Claybrook, the former head of the National Highway Traffic Safety Administration and the president of Public Citizen, a consumer advocacy group. "The growth of these larger vehicles, in terms of market share, means the chances you're going to be hit by a big pickup truck goes up, and they are the most dangerous vehicles that can hit your car." 

Because they roll over more easily than cars, pickup trucks also have fatality rates for their own occupants that are slightly higher than those of passenger cars, but below those of sport utility vehicles, according to the most recent data from the traffic safety agency. 

"If you get super heavy and super large," said Brian O'Neill, president of the Insurance Institute for Highway Safety, "you won't gain many benefits for yourself and you'll inflict more damage on others." 

Big pickups tend to be safer for their own occupants than small pickups, but when used as family vehicles they are less safe than minivans and station wagons. 

Why are big pickups more dangerous to other drivers than big sport utilities? 

No one really knows; a comprehensive analysis has not been conducted, Mr. O'Neill said. "Part of that is design and part is where and how they're operated," he guessed. 

The higher ground clearance of pickups means that in a crash they can run over the bumper or floor of a car, making them deadlier to passengers in the other vehicle. Big pickups and sport utilities are both built on frame rails that run under the vehicle almost like giant fork tines. The stiff rails can puncture cars or small S.U.V.'s, which are constructed more like steel egg cartons. But pickups can also be carrying heavy loads in their beds, Mr. O'Neill said, and thus they are often heavier in collisions than are the S.U.V.'s that are based on the same frame. 

Also, many pickups are driven in rural areas, where crash speeds tend to be higher. 

Automakers, under pressure from the traffic safety agency, did agree this year to start working together  to make S.U.V.'s and pickups less dangerous to other vehicles; consumer groups say the automakers have a poor history of self-regulation. 

Pickup drivers as a group tend to be less careful than people behind the wheels of cars, according to insurance industry data. They tend to drink more and use their seat belts less often, figures show. 

Pickups also weigh more than sport utilities. The average unloaded pickup now weighs about 4,700 pounds, up from about 3,500 pounds in the mid-1980's, according to the Environmental Protection Agency. That's almost 200 pounds more than the average S.U.V. Many versions of the best-selling pickups weigh in at more than three tons, unloaded, putting them in Hummer territory. 

Fuel efficiency of the average pickup has also declined from as high as 19.2 miles a gallon in the 1987 model year to 16.8 miles a gallon today. The  average S.U.V. gets 17.8 miles a gallon now and the average car 24.8. And even those averages do not count the very biggest vehicles — those weighing more than 8,500 pounds fully loaded — which are exempt under federal law. Like the Hummer and other giant sport utilities, the biggest pickups average little more than 10 miles a gallon. 

And more gas burned means more gases spit out the exhaust pipe. Over its projected life span, the average pickup truck under 8,500 pounds emits 97.9 tons of global warming gases, according to the Union of Concerned Scientists, an environmental group. The average for S.U.V.'s is 93.4 tons and for cars 66.5 tons. 

At the beginning of the 1990's, people bought full-size and compact pickups at about the same pace, and each kind of truck had roughly 8 percent of the total market for passenger vehicles. Today, full-size pickups have grown to  13 to 14 percent of total passenger vehicle sales, while sales of compact pickups have shrunk to less than 5 percent of the market. Large sport utilities account for 5.8 percent of all sales. 

Full-size pickups themselves are also getting larger. Those with regular cabs, which are the basic work trucks with seating for two,  now represent less than 17 percent of full-size truck sales. Extended-cab pickups — and roomier crew cabs, with seating for five — accounted for most of the market. 

A decade ago, regular cabs effectively were the market, commanding roughly 80 percent of full-size sales, according to AutoPacific, a market research group. 

"The whole cab mix, industrywide, has flip-flopped," said Doug Scott, Ford's marketing director. 

Mark Hogan, G.M. group vice president for advanced vehicle development, said, "It tells us clearly people aren't using pickups the way they had in the past." 

Ford has been changing its marketing accordingly. In a recent TV ad, a suburbanite ordering coffee at a truck stop is asked by a trucker if he has his "rig loaded down." 

"We're loaded down all right," the suburbanite replies, before returning to his F-150, where he hands his wife a cup of coffee while his three daughters argue in the spacious back seat. 

Attracting the suburbanite trucker, of course, means coupling the pickup's tough outside with a gentler inside. The new Lariat version of the Ford F-150, which has a base price of more than $35,000, has leather seats, chrome and brushed steel flourishes, and color schemes with names like "medium pebble." The gear shift is between the seats, like a car's. 

Mr. Cruz-Montes said he had long been a truck guy. "My father had an 85 F-150. It was great for working and hauling things around," he said. "But using that foldout bench they used to have" — instead of a second row of seats — "for kids it was O.K., but even for a small adult, it was very uncomfortable. They have metamorphosed tremendously toward the family." 

AQMD's air quality plan sets tough new standards 

Federal, state assistance is sought 

By Rodney Tanaka, Staff Writer  San Gabriel Valley Tribune

Article Published: Thursday, July 31, 2003 - 8:40:48 PM PST 

DIAMOND BAR -- The South Coast Air Quality Management District on Thursday called on state and federal agencies to help clean the air in Southern California, which is suffering its smoggiest summer in seven years. 

The request is part of the 2003 Air Quality Management Plan that outlines ways to reduce pollution by 2010 according to federal health requirements. 

The AQMD board will hold a public hearing on the plan at 9 a.m. today at 21865 Copley Drive in Diamond Bar. 

The plan includes about two- dozen ways AQMD would contribute its fair share of emission reductions, but it also calls on the California Air Resources Board and the U.S. Environmental Protection Agency to adopt more than 30 air pollution control measures to help meet the 2010 reduction goals. 

Those goals seemed far in the distance in previous plan revisions, said Barry Wallerstein, AQMD executive officer, but they need to move quickly to get the job done. 

"I'm hoping the public will be vocal about moving forward,' he said. "I'm hoping CARB and the U.S. EPA are going to say there's no time for delay.' 

State and federal agencies have sole authority over pollution sources responsible for 80 percent of the ozone-forming emissions in the Southland, such as trains, planes and ships, according to Wallerstein. 

The plan includes proposals such as requiring auto manufacturers to help speed up the scrapping of older, high-polluting vehicles, more stringent emission standards for aircraft and requiring more electric lawn and garden equipment. 

Some of the proposals would require millions of dollars to implement, and the question becomes who would pay for them, CARB spokesman Richard Varenchik said. 

But the Air Resources Board does have a major role to play, he said. 

"Certainly it's legitimate to look at their air pollution situation and say the lion's share of the new emission gains that have to be made need to be made by CARB and U.S. EPA,' Varenchik said. "We are certainly working with them and have been for quite some time to carve out areas to do more.' 

The EPA is also committed to working with AQMD, EPA spokesman Mark Merchant said. 

AQMD must reduce emissions of smog-creating volatile organic compounds by 336 tons per day and nitrogen oxides by 223 tons per day by 2010. 

But the technologies and measures needed to reduce about 80 percent of those emissions have not been identified yet. 

The South Coast region, which includes Orange County and major portions of Los Angeles, San Bernardino and Riverside counties, has had 44 days of unhealthful air quality with two months left in the smog season, including its first Stage 1 smog episode since 1998. 

The region will easily surpass last year's 50 days of unhealthful air quality, Wallerstein said. 

"We don't believe emissions are going up, but clearly emissions aren't going down at the rate we hoped for,' Wallerstein said. Rodney Tanaka can be reached at (626) 962-8811, Ext. 2230, or by e-mail at rodney.tanaka@sgvn.com.

http://www.autoexpress.co.uk/?previews/previews_story.php?id=38421
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BMW X5 hybrid 

It's rare enough to see an X5 smoking its tyres. But this shot is even more surprising, since the car pictured is actually powered by an economical hybrid petrol/electric engine. 

The vehicle is part of a BMW research project designed to show that performance need not be sacrificed for economy. And producing an amazing 1,000Nm of torque at 1,000rpm - far more than any other BMW - the hybrid X5 certainly proves the point. 

With a similar set-up to the system used in Toyota's Prius, an electric motor is fitted to the 4.4-litre V8. On the move, it provides an additional boost when quick progress is required. It can deliver a whopping 650Nm of torque, in addition to the 350Nm supplied by the conventional petrol engine. This huge output is made possible by the use of super capacitors fitted under the boot floor, which can deliver much more charge than the conventional batteries used in current hybrid vehicles. 

But what is the X5 like to drive? At 1,000rpm, the surge of acceleration is enough to give you whiplash. However, it's short-lived, as the capacitors can deliver full power for a mere seven seconds. Fortunately, they take only this long to recharge again, too, and the electric motor gives less assistance as speeds rise, allowing time to recover. 

Offering 30-40 per cent better acceleration than the standard car, while improving economy by a fifth, this hybrid shows you can have your cake and eat it. Expect the technology to make its debut in high-performance BMW models within the next few years. A hybrid supercar? It's not too far away. Mat Watson

http://seattletimes.nwsource.com/pacificnw/2003/0727/cover.html
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Stopping Traffic 

Can the Car that Rick and Bryan Built Get Traction

WRITTEN BY PAULA BOCK 

PHOTOGRAPHED BY BENJAMIN BENSCHNEIDER 

Wherever the Tango stops, it draws a crowd and smiles. "Golf cart on steroids!" a guy yells. Others ask about performance (zero to 60 in less than 4 seconds) and batteries (80 miles per charge; three hours to recharge in a dryer socket). 

Even though it's Ferrari red, zooms from zero to 60 in four seconds, and has a sensuous black leather dash with the same Motech data display found in Grand Prix race cars, this is not your typical little red sports car. 

 

At stoplights, adjacent drivers often ask Rick Woodbury for a card and where they can buy his car. 

For starters, it's smaller. Or rather, smallest. At 39 inches wide and 8 feet 5 inches long, it's skinnier than some motorcycles and shorter than many a living-room couch. It runs on batteries, not gas. And, if the thing ever makes it out of Spokane and into consumer production — a big if — this two-person, commuter concept car could very well alleviate air pollution, cruise past freeway congestion, shimmy through urban gridlock and actually find a parking spot. 

At the moment, however, U.S. Patent No. 6,328, 121 (Ultra-Narrow Automobile Stabilized with Ballast ) is causing a jam in front of Spokane's Northtown Mall. Traffic stops, drivers gawk. 

"Cool," declares a 20-year-old strawberry blonde, snapping a paparazzi shot. "Can I borrow it and drive to California?" A silvery couple in matching pink polo shirts inquires about the nearest dealership. A woman with toddlers wants to know about safety. 

Remarkably, though trapped by the rubberneckers, everyone smiles at the little red car, including a mall-security guy who, instead of unblocking the lanes, gives a thumbs-up: "Awesome!" 

 

Because the Tango is electric and does not emit exhaust fumes, you can smell the lilacs while cruising through Spokane's Manito Park. 

Questions fly. How fast? How far? How long? 

Top speed, 130 miles per hour. About 80 miles per charge. Three hours to completely recharge in a dryer socket, 10 minutes to recharge 80 percent in a high-current, 200-amp socket. 

Safety? It has jet-pilot seat belts and a racing-regulation roll cage; it weighs more than 3,000 pounds, about the same as a Toyota Camry, including 1,100 pounds of Yellow Top batteries under the floorboards as ballast, so it's not tippy on turns. 

Storage? Enough room for a back-seat passenger, a couple briefcases and workout gear or a baby seat, umbrella stroller and diaper bag or 12 sacks of groceries. 

How much? Eighty grand for the first, hand-assembled, leather-lined luxury models with 400-watt Nakamichi sound systems; later on, it's hoped, $20,000 or less for a mass-produced people's version. 

Who created this car, anyway? Rick Woodbury, a self-taught engineer and printer who once raced and sold Porsches and takes his inspiration from Tibetan Buddhism, and his son, Bryan Woodbury, a 24-year-old computer whiz and physics junkie. 

Rick Woodbury starts every morning with silent meditation in a small Tibetan Buddhist temple in Spokane. His prayers call for an end to sickness, war and suffering, but since he doesn't know how to do those things, he decided instead to create an environmental traffic-busting car. 

Why? Two decades ago, stuck in Los Angeles jams, Rick looked at all the solo drivers surrounded by empty seats and realized wasted space was also wasted time. A narrow car could double up in lanes or even travel between lanes, like a motorcycle. Bryan grew up doodling his dad's dream, cars with hydrogen-hydride tanks below the floorboards. At Eastern Washington University, a design team led by Bryan built a cardboard-and-duct tape tricycle that took first place in the 1998 Intercollegiate Human Powered Paper Vehicle Engineering Competition. Bryan's sister Cindy was on the team. The family is big on projects. 

For their next one, father and son refurbished an ocean-going 35-foot junk-rigged schooner, Sea Witch, to sail Puget Sound. It was the sailboat, in a strange way, that launched the skinny car. "Mom hated it," Bryan recalls. Alice Woodbury never acquired sea legs, feared her family would drown, and didn't like her husband and son spending every weekend across state at Bainbridge Island's Eagle Harbor, where Sea Witch moored for free. So Alice issued an ultimatum: The boat. Or her. 

Kickstart. Father and son sold Sea Witch and started work on the Tango. 

•   •   • 

AT 53, RICK WOODBURY is a compact man with  boyish enthusiasm and tremendous energy, but not in an obnoxious way. Wearing a calculator wristwatch and plaid shirt (mechanical pencils neatly clipped in his breast pocket), he looks exactly like an engineer who'd invent an energy-efficient, nonpolluting, traffic-busting vehicle. Nothing about his appearance suggests the road previously traveled. 

 

When Spokane's meanest meter maid slowed next to the Tango, Woodbury ran into the street, afraid of a ticket, but she just wanted to talk about the skinny car. 

Rick's dad, Bill, was an electrical engineer who designed one of the world's first computers, then worked for IBM. He set his young son loose designing air valves on punch presses, climbing rocks, ice dancing. (The Tango is named after Rick's favorite dance.) 

Rick was an avid learner but suffered in traditional schools. Older sister Barbara remembers his run-in with a kindergarten teacher who told the class that thunder and lightning are caused by clouds banging together. Rick angrily corrected her — it's electrostatic charge! Formal education went downhill from there. 

After his parents divorced when he was 12, Rick moved to Guadalajara with his mom, learned Spanish in a year, and attended the American School where he earned top grades in math and science but flunked everything else. After six months, he quit school, ran away to Haight Ashbury, did the California beach scene, dabbled in drugs, got locked up in juvenile hall for several months. 

At 17, Rick joined the Tassajara Monastery and San Francisco Zen Center. The following year, he began seven years of study with a Tibetan lama who taught in Berkeley. While taking courses in Tibetan, Russian and electrical engineering, Rick helped found Dharma Press to publish Tibetan texts and books on Buddhism. In 1974, he donated the company to a nonprofit when the lama told him to leave the project, a way of practicing the Buddhist principle of unattachment. 

Rick found work as a computer tech, then landed a primo position at North Face designing a density gauge for down-stuffing machines. North Face put Rick on the management fast track but then fired him because he spent too many work hours flirting with the front-desk receptionist. Rick and Alice married that year. 

The vice president who fired Rick suggested he try real estate. Rick specialized in investment properties, often earning $10,000 a month, an enormous take in the mid-'70s. The secret, Rick said, was listening to what customers wanted and getting back to them quickly. At the height of his fortune ("the peak of my stupidity," Rick now says) the Woodburys lived in upscale Danville and owned a Mercedes 450 SEL and three Porsche 911s, including a Group 3 race car he rebuilt. 

 

Bryan Woodbury grew up with his father's dream of inventing a car that could cut through traffic. While studying electrical engineering in college, he began designing the car and hand sculpted the prototype from foam. Here, he and his dad discuss modifications to the windshield wiper. 

"When you live in a monastery so long and then you have so much money," Rick says, "it's like: Party Time." 

Rick raced in the six-hour 1980 Los Angeles Times Grand Prix, changing his kids' diapers during pit stops (his wife had burned her hand and couldn't). He finished in the middle of the pack, well behind Mario Andretti but ahead of Paul Newman. 

The party soon wound down. Rick's investment in the Porsche-Audi dealership in Redding, Calif., lost money during a time of high interest rates. He went to Beverly Hills and became a top salesman at the Porsche-Audi dealership (Johnny Carson among his clients), but decided to stop racing after he crashed in the '82 L.A. Times Grand Prix. Then back to investment real estate. For a year, he sold no properties. Debt piled up. Bryan, then 5, was misdiagnosed with leukemia. That was the turning point. 

The family moved to a small apartment under a Zen center in the bad section of Long Beach, where Rick meditated so intently he was initiated as a Zen priest after two years. A former neighbor got him a job installing rebar, and soon he became night foreman of the L.A. Metro Rail tunnel. At $80,000 a year including bonuses, he paid off his debts and, during the day, founded Integrated Composition Systems, the book-composition business he, Alice and Bryan still run today. 

This leaves out the funky Tahoe motel they refurbished, the move to Spokane in 1995 after they heard rents and labor were good for small businesses, stints of competitive rock climbing and Latin dancing with his children . . . 

"Dad is an extremist," says 22-year-old Cindy, a school teacher. "He puts his mind to it . . . then full bore onto something else." 

But the ultra-narrow car was different, a dream for more than two decades. Over the years, he and Bryan talked about the car with engineers at Avista Labs, the electric utility in Spokane, hoping to run the vehicle with the lab's hydrogen fuel cells. Avista said transportable hydrogen fuel cells were years in the future, but prodded the father-son team to work on a prototype powered by batteries. The Woodburys soon discovered inexpensive lead-acid batteries could go four times the average daily commute of 20 miles and serve as ballast. They had to try. 

•   •   • 

FOR PERSPECTIVE, here's what went into a much ballyhooed pledge by the U.S. government and American motor companies to develop an 80-mile-per-gallon Supercar by 2004: a decade of political squabbling, $1.5 billion in taxpayer money, years of foot dragging by the Big Three automakers, constant engineering. In the end, Ford, General Motors and DaimlerChrysler each built a 72- to 80-miles-per-gallon, diesel-electric hybrid concept car. But the companies opted out of retooling assembly lines for mass production, instead continuing to flood the marketplace with gas-hungry SUVs they knew they could sell for higher profit. (The saga was well chronicled last year in the Chicago Tribune.) The problem wasn't engineering vision or technical know-how; it was lack of political and corporate will. 

 

The Woodburys considered modeling the Tango's chassis after their neighbor's Mini Cooper, but ultimately didn't. 

Meanwhile, Japanese automakers have sped ahead with gas-electric hybrid vehicles while the Bush administration scrapped the drive for high-mileage internal-combustion vehicles to focus on the far-in-the-future hydrogen-fueled cars. 

Compared to that, creating the Tango was quick, cheap and clean. In 1998, Rick and Bryan took their $20,000 profit from selling the boat and haunted junkyards and used-car lots buying parts. In Seattle, they found a 1968 Fiat 850 Spyder that had been converted to electric, trailered it home to Spokane and tore it apart in their garage. Within two months, they'd built a new frame, mounted wheels, brakes and steering components and rolled the chassis down the street, neighbor kids chasing alongside. By winter they had a drivable car, and by fall, they were racing it on autocross tracks. Working from a photo-shopped picture of a 1998 Mercedes A-Class hatchback morphed to ultra-narrow dimensions, Bryan hand-sculpted a body for the car out of Urethane, fiberglass, epoxy and Bondo, sanding large areas with a cheese grater. They hired a pro to finish and paint the body, then took the car to California. 

There, they met up with a friend from Rick's early Dharma days, Bob Byrne, who'd since become a senior trader at an international money-management firm. Byrne and his wife loved the car and the concept. They invested more than $300,000 in the Woodburys' Commuter Cars Corp. 

With the infusion, Rick and Bryan refined the Tango, paid attorney and patent fees, and took the car to Montreal to show it to the Big Six automakers at an electric-vehicle symposium. They ended up staying 15 months because local manufacturers were eager to help build a new chassis, body plug, molds, gearboxes and drivetrain. Much of the work was volunteer or at low cost. 

To save money in mass production, the little red car includes many parts already made in bulk; Cadillac wheelbearings and axles, for instance, and Geo Tracker doors. 

 

Four Tangos can squeeze into one spot — two at the curb and two more alongside them — and stick out no farther than the average sedan. 

But the new Tango doesn't look like any other car. With mischievous sloe-eyed headlights, a slightly flared windshield and childish curves, it resembles a race car's impish kid brother. Yet if you stomp on the accelerator, it takes off like a rocket roadster, leaving a puff of rubber smoke — and conventional Corvettes and Porsches in the dust. 

In between smoothing bugs, the Woodburys took the Tango on tour last year: A symposium in Sacramento, the Earth Day parade in San Francisco, Detroit meetings with General Motors,  a Capitol Hill test drive with Spokane Republican Congressman George Nethercutt at the wheel as colleagues poured out of the House and swarmed around. 

"Everybody who looked at the car in detail, touched it, said, 'This is fantastic!' " Nethercutt recalls. He's pushing for provisions in the upcoming Transportation Reauthorization Act to give tax credits to Tango buyers and let solo drivers of the commuter cars use HOV lanes. 

"We need to cut down on congestion and conserve environmentally," Nethercutt said from his cellphone, stuck in traffic on I-405. "I drive to the store alone, and so do you, and so do millions of other people. I don't need an SUV to get groceries and buy hardware and shop at Nordstrom. Whatever we do, we can do in a small car." 

•   •   • 

AT 6 IN THE morning, in a shingled temple a few blocks from downtown Spokane, the sun creeps over Buddhist statues, gongs, low prayer tables painted a little darker than Ferrari red. Rick and Bryan meditate silently in lotus position on behalf of all sentient beings, then pray aloud ... May sickness, war, famine and suffering be ceased ... 

At 7, Rick walks two miles to work — mostly because he likes walking, not because he thinks it'll save the environment. But the Tango, he says, could have tremendous impact. "As far as getting rid of war and nuclear weapons, solving the world's hunger problem, that would be great, but I have no idea how. This car, we know how. We've done it. And if 50 million Americans started driving Tangos, the world would be better." 

In 2002, 92 million people drove to work alone, according to a transportation study at Texas A&M University of the nation's 75 most congested areas. In 2000, traffic jams wasted 3.6 billion hours and 5.7 billion gallons of fuel, an amount that would fill 570,000 gasoline trucks stretched bumper to bumper from New York to Las Vegas and back. In 2000 in the Seattle-Everett area, traffic jams on peak roads delayed the average commuter 82 hours and wasted 137 gallons of gas. 

Specialized cars such as the Tango could ease jams, make better use of roads and give commuters more options, says William Garrison, UC Berkeley professor emeritus and co-author of "Tomorrow's Transportation."  "People want variety . . . They don't want people telling them what to do. We wealthy people with bleeding hearts say we need mass transit for the poor. The hell with that. The poor need money. If they had money, they wouldn't take transit." 

Rick and Bryan believe getting commuters to hop into Tangos will be a relative breeze. The harder trick is persuading an automaker to mass produce the cars at an affordable price. Commuter Cars estimates it'll take about $12.7 million to perform the required safety tests and ramp up a run of 10,000 economy models, called Foxtrots. 

Engineers and executives at GM's Research and Technology Division, ecstatic when they first saw the Tango, tentatively offered parts at cost, distribution through a GM dealer network and $5 million to get started, pending a solid business plan and market survey. Backing the Tango could have given GM credits under a California state law requiring 10 percent of cars sold by major automakers to meet zero-emission standards. But they rescinded the offer this past spring. GM's lawyers are suing California over the 10 percent rule. 

So, for now, the Tango isn't leaping into the market. But it's still driving forward. Commuter Cars has five buyers for the $80,000 "kit" model when it's ready. Rick and Bryan are doing final battery calibrations. Alice loves the little red car, deeming it worth her family's time because it will help other people. Cindy sewed a white veil for the Tango; it'll be her wedding coach when she's married this summer. 

You may spot the little red car zooming down Spokane streets, or perhaps it'll be parked, a crowd gathered around. In that case, you'll know it's the Tango by the excited smiles of onlookers witnessing what could — maybe, might, should — be the next big (little) thing. 

For information about the cars, check out www.commutercars.com or call 509-624-0762. 

Paula Bock is a Pacific Northwest magazine staff writer. Benjamin Benschneider is a magazine staff photographer. 

http://story.news.yahoo.com/news?tmpl=story&cid=312&ncid=312&e=3&u=/030731/31/4u9m8.html

San Diego Multi-Fuel Station Offers Motorists Wide Choices 

Six alternative fuels include compressed natural gas (CNG), liquefied propane gas (LPG), ultra-low sulfur diesel, biodeisel, ethanol (E-85) and electricity 

Source: Yahoo News 

[Aug 01, 2003] 

Taking a major step in connecting the advantages and applicability of environmentally friendly vehicles, the new San Diego Regional Transportation Center offers nine fuels, an education center, a vehicle showroom and repair shop. 

One of the biggest arguments why the fuel-efficient market hasn't been more attractive to consumers is that fueling stations and alternative fuel vehicles (ATVs) have never been placed together to illustrate the advantages in context, said Mike Lewis, general manager of the Regional Transportation Center (RTC). 

"It was the classic chicken before the egg argument because people always needed to see the car before the fueling stations or the other way around," Lewis said. "With this facility, we provide the chicken and the egg." 

The RTC Fuel Depot is located at 4001 El Cajon Blvd. in City Heights. 

Funding for the $15 million, 92,000-square-foot project came from a variety of sources. The Ford Motor Co. (NYSE: F -news ) provided $1.4 million; private sources put up $10.5 million; the California Air Resources Board gave $260,000; U.S. Department of Energy ( news -web sites ) allocated $1.5 million; and the county's Air Pollution Control District contributed $300,000. 

"I think the feeling is that this is an important educational tool for the school age kids of San Diego," said Chuck Spagnola, air quality specialist for the Air Pollution Control District. "It will show that mobile vehicles are the primary source of air pollution in San Diego and how these emissions can be reduced." 

The station offers nine different kinds of fuels accommodating standard and ATVs. Six alternative fuels including compressed natural gas (CNG), liquefied propane gas (LPG), ultra-low sulfur diesel, biodeisel, ethanol (E-85) and electricity. The remaining will offer conventional fuels offered at standard stations. 

CNGs can be used for new Ford F-150 trucks, passenger and cargo fans, Crown Victorias and some older Ford models, Honda Civics and Chevrolet Cavaliers. Lewis said more than 2,250 vehicles in the county can run on this kind of fuel. To run the natural gas into the facility, the RTC connected the system to the natural gas pipeline in the street. 

Liquefied propane gas will be provided. The RTC built a concrete unit on the back of the building to store the large propane tanks holding the fuel out of public view. 

Some believe liquefied propane gas will not be popular as the other ATVs but offer advantages because it is stored in canisters and can be transported to areas away from natural gas lines, said Dan Perkins, energy chair for the San Diego chapter of the Sierra Club ( news -web sites ). 

The RTC will be the first station west of Salt Lake City to offer ethanol. It is the largest source of clean energy available right now as more than 20,000 vehicles in the county can run on ethanol. These are "flex vehicles" that are currently running on gasoline. 

"Most people that own cars that can run on ethanol don't know it," Lewis said. "It's never been a selling point in California." 

The gas is currently selling at $1.38 per gallon and the mileage per gallon is typically a little less than a car powered by the more conventional fuel. 

The facility is a special research development site because none of the equipment for ethanol is certified in California. Every six months a report must be submitted to the California Air Resources Board. 

Ultra-low sulfur diesel is specially refined to lower sulfur content to approximately 20 parts per million compared to the 500 parts per million of standard diesel and maintains the same performance levels. Every diesel engine can be operated using ultra low sulfur diesel. According to new federal regulations, all on-highway diesel vehicles will be required to use ultra-low sulfur fuel by 2006. 

The RTC also offers biodiesel fuel, which every diesel vehicle made after 1988 can run on. 

Biodiesel is a clean burning alternative fuel, produced from domestic, renewable resources such as soybeans and spent oil from things like french fries. At the pump, it costs approximately 10 cents more than conventional diesel. 

These fuels are lauded by environmentalists and conservationists for holding potential to reduce our dependence on conventional fossil fuels -- which some are predicting will be harder to come by in the near future, said Perkins. 

"We're certainly in factor of anything that will help clean up diesel and low sulfur is the new way to go," Perkins said. "That's the direction that we are going to have to go with a potential shortage of natural gas." 

The station features six electric car-fueling sites that are free for users. The catch -- the vehicle can take between four and eight hours to completely charge. 

The RTC features a showroom for Ford ATVs. 

Also included at the center is an educational center that will be used to teach approximately 20,000 San Diego middle and high school students the benefits environmental friendly vehicle each year, Lewis said. The San Diego Environmental Foundation will operate the center. 

The RTC was designed by Cross Architects , and built by Lusardi Construction . In addition, Exponents Inc. will design and build the kiosks as well as handle the buildout of the education center. Cynosure New Media Inc. will provide all video feeds to the kiosks as well as scripting, casting and production of all video elements for the education center.

http://www.malibutimes.com/articles/2003/08/06/news/news6.txt

GM pulls plug on electric car; local celebs speak out at mock funeral 

By Ryan O'Quinn/Special to The Malibu Times 

Local Celebs Speak Out at Mock EV1 Funeral 

Last week, people gathered at a cemetery in Hollywood to say goodbye to a friend who was taken before her time. The mourners turned out in numbers and read eulogies and recalled fond memories of a companion that they say was killed by the state of California. They honored the General Motors EV1, the first modern electric car, in the wake of California's decision to revise its Zero Emissions Vehicle (ZEV) Mandate. 

Source: PR Newswire 

[Aug 07, 2003] 

GM introduced the EV1 in 1996 in California and Arizona, and produced 700 automobiles through 1999. Because the car was deemed experimental, the cars were not for sale. GM leased the vehicles for about $300 a month and the majority of those were leased to Southern California residents, including local celebrities, many of whom turned out for the "funeral." 

Citing the California Air Resources Board's (CARB) decision to drop the ZEV Mandate and costly marketing failures, GM began recalling the vehicles last fall and is refusing to extend the leases. 

On April 24, CARB dropped the directive that had been in effect since 1990. The mandate required a certain percentage of all cars offered for sale in the state to be powered by electricity or alternative fuels and to be rolled out in phases. By 2003 10 percent of vehicles offered were to fall into that category. 

The new revision allows automakers to sell fuel cell vehicles and gasoline-electric hybrids, rather than battery-electric vehicles, to fulfill part of the requirements that were originally set forth in the ZEV Mandate. 

The City of Malibu installed two charging stations on Civic Center Way in 2001 to accommodate electric vehicles, but usage was minimal, and now, perhaps, will be nonexistent. Charging stations cost approximately $11,000. 

"Electricity could have had a very important niche in our energy mix as far as automobiles are concerned," Malibu resident and actor Dennis Weaver said. "If you're driving around the city it's a very good automobile, particularly if it runs on solar electricity." 

Weaver has been campaigning for hydrogen to replace gasoline for 10 years, and is founder of the Institute of Ecolonomics that brings together various interests to promote the relationship between the environment and business. 

"California is looked to as a leader and always has been very progressive in moving toward more beneficial programs and technologies," Weaver said. "I can imagine [the EV1 owners] were very disappointed." 

Weaver currently drives a Toyota Prius, a gasoline-electric hybrid. In May he led "Drive to Survive 2003," a caravan of non-polluting and low-polluting automobiles from Santa Monica to Washington, D.C. where he met with Senate Majority Leader Bill Frist and Secretary of Energy Spencer Abraham. 

"I'm from Missouri, and if you're from Missouri you've got to be shown," Weaver said, referring to President Bush's pledge of $1.2 billion to hydrogen fuel cell development. "We'll see where that money goes. Is it going to help create the infrastructure or are our tax dollars going to go to the major automobile makers to finance their research and development?" 

In 2001, GM, Daimler-Chrysler and the Justice Department filed an injunction against CARB arguing the ZEV Mandate violated the federal government's right to control fuel economy. A district court in San Francisco agreed and GM cancelled the EV1 program. 

To express their frustration and raise public awareness, EV1 owners organized the funeral at Hollywood Forever Cemetery on July 24. Twenty-four EV1s with funeral placards followed a hearse, a battery-powered Segway scooter and a bagpipe player through the gates of the cemetery where various speakers and guest celebrities addressed the crowd. 

Participants included local resident Ed Begley Jr. ("Six Feet Under"), Peter Horton ("thirtysomething"), Hart Bochner ("Die Hard"), Alexandra Paul (Baywatch) and representatives from other organizations including the Earth Communications Office, Coalition for Clean Air, Sierra Club and some designers of the original EV1 car. 

"California politicians and automakers get the credit for creating these magnificent cars," filmmaker Chris Paine said. "But they also get the blame for killing them when they are needed most." 

Others in attendance were more positive in their speech to the mourners. "It's a time for rejoicing," inventor Paul MacCready said. "There will be more electric vehicles in the future, and it's all because of the EV1." 

http://www.evworld.com/databases/shownews.cfm?pageid=news060803-01

Carmakers Wary About New Fuel Technology 

Executives uncertain about where to invest. 

Source: Milwaukee Journal Sentinel 

[Aug 06, 2003] 

By THOMAS CONTENT 

tcontent@journalsentinel.com

Traverse City, Mich. - There's fog on the road toward what many in the auto industry believe will be a transformation of the car and its gasoline-powered internal combustion engine to the hydrogen fuel cell. 

The federal government is investing heavily in research of hydrogen technology and a transition toward a hydrogen economy. At the same time, auto industry executives gathering here for their annual summer conference say they are uncertain about what technologies to adopt in the coming decades - before the hydrogen future truly dawns. 

Some companies, led by Toyota, are investing heavily in hybrid-electric cars. Toyota claims to have sold three-fourths of all the hybrid cars sold worldwide, and it hopes to double its yearly hybrid sales with the 55 miles-per-gallon Prius that goes on sale this fall, said David Hermance, executive engineer at Toyota Technical Center USA. 

Other companies, such as Volkswagen and DaimlerChrysler, are investing heavily in technologies that make diesel fuel less harmful to the environment. 

Auto industry executives are hesitant to make large-scale investments because no single technology has emerged, said Jerry Mader, advanced energy technology consultant with the Center for Automotive Research in Ann Arbor, Mich. 

The industry has "an investment dilemma," Mader said. "Should you put your bet on advanced gasoline, clean diesel or hybrids? The bottom line is there's just not enough knowledge now to pick winners and losers." 

What emerged Tuesday at the Management Briefing Seminars, an annual industry gathering sponsored by the center and another industry think-tank, was the increasing attention being paid to clean-diesel technology. 

Chrysler plans to introduce a diesel-powered contractor's special Dodge Ram next year. The hybrid-electric truck will give contractors the ability to generate electricity from their truck "on the fly," said Bernard Robertson, senior vice president at DaimlerChrysler. The company will also offer new-diesel versions of its Jeep Liberty and one of its Mercedes models, he said. 

The reasons for a long-term transformation away from gasoline as a primary fuel source are growing. They include environmental concerns such as smog, global warming, and health problems such as asthma, as well as awareness that oil is a finite resource, with peak production of oil considered by international experts to be just decades away. 

After the 2001 terrorist attacks, energy security has also emerged as a reason to promote reduced dependence - and even freedom from - imported oil, Mader and other speakers said. 

By far the leader in hybrid technology is Toyota, which has sold 150,000 hybrids worldwide, many of them in California to meet stringent environmental mandates there. 

The Prius accounts for very few cars on the road today, Mader said, noting that the range of fuel economy is great between the 55-mpg Prius and the General Motors Hummer H2, which gets 11 miles per gallon. As a result, smog will remain severe in southern California and even rural parts of the state 15 years from now unless far more cars meet the low-emissions standard set by the Prius. 

The Prius will have some competitors in the next few years, including a Ford Escape sport utility vehicle on sale this fall and other hybrid SUVs planned for introduction in the next year or so by Toyota and its sister company, Lexus, as well as Saturn, a General Motors brand. 

Critics have complained that the Bush administration is making investments in technology that is decades away while not focusing enough resources on short-term environmental improvements. 

Among those critics on Tuesday was Helmut List, chairman and chief executive officer of AVL List, an Austrian automotive research firm. 

In Germany, where use of new-diesel technology is much more widely accepted, the average fuel economy of a typical car is 35 miles per gallon, about 10 gallons better than the United States average, List said. 

The death of the internal combustion engine may be premature, said List, who advocates extensive research into making internal combustion engines more energy efficient and environmentally friendly. 

"Let me be clear; I believe the research of hydrogen fuel cells is the right thing to do," he said. "But, not the only thing." 

Ed Wall, acting manager of the Freedom Car Partnership at the U.S. Department of Energy, defended the administration's hydrogen initiative, saying it gives the industry a clear direction of where it needs to go, while at the same time supporting interim steps such as hybrid-electric cars. 

In addition, he said, "the potential benefits of hydrogen are so great that it's well worth an extra effort."

http://www.forbes.com/2003/08/05/cx_mf_0805vow.html

Vehicle of the Week 

Toyota's Next Green Car 

Michael Frank 

Although many automakers are talking a great deal about hybrid and fuel-cell vehicles these days, to date only two actually have any experience selling them. 

Honda (nyse: HMC -news -people ) and Toyota (nyse: TM -news -people ) combined have sold tens of thousands of hybrid cars over the past few years. (An important aside--you don't need to plug in a hybrid car. The increased fuel economy and lower emissions are created by combining a small gasoline engine with a small electric motor. The power to charge the onboard batteries--which run the electric motor--is generated when coasting and decelerating.) 

It's true that hybrids are not as emissions-free as fuel-cell cars (the latter, if they are ever commercially viable, will get their power by converting hydrogen into water; put very simply, that chemical reaction creates energy in the fuel cell and the only byproduct is water vapor). 

However, Toyota and Honda have invested heavily in hybrids because, both Japanese carmakers say, they are committed to the environment. Right, that may be true, but another motive is to gain more acceptance for alterative-power vehicles and to push the market toward demanding such cars since, at this point, it's fairly clear that both Toyota and Honda have a big leg up on the likes of General Motors (nyse: GM -news -people ), Ford (nyse: F-news -people ) and DaimlerChrysler (nyse: DCX -news -people ). 

Which is why Toyota is trying harder than ever to make its hybrid Prius--totally redesigned for 2004 and due out in October--indistinguishable from ordinary, internal-combustion-engine cars and, therefore, to remove the sense in buyers' minds that they'll have to make compromises to own a hybrid. 

To that end the new Prius has interior dimensions just shy of those of the Camry, Toyota's best-selling sedan, making it quite large inside indeed, with comparable space to that of nearly any sedan on the market--think Honda Accord or Ford Taurus. Further, it gets even better mileage than the cramped first-generation Prius, a combined 55 mpg (city/highway) versus the 48 mpg of the generation-one model. The 2004 car will also feel fast. 

Yes, fast . With 295 foot-pounds of torque from its 50%-more powerful, 50-kilowatt electric motor, it actually has more torque from takeoff than a Nissan (nasdaq: NSANY -news -people ) 350Z sports car. True, that power fades at only 1,200 rpm--but combine another 85 foot-pounds of torque from the gasoline motor that kicks in higher up in the rev curve, and you're still talking about very reasonable acceleration for passing and merging. 

For greenies the key won't be about burning rubber, of course. Rather, they'll be happy that the new powertrain is actually cleaner than that of the current Prius, emitting 30% fewer pollutants (and nearly 90% fewer pollutants than a typical internal-combustion-engine car). Oh, and the price? Same as that of the current Prius, $19,995--barely more than a $19,045 Camry costs. Throw in the one-time federal tax deduction of $2,000, not to mention the money you'll save at the pump, and the Prius should make even committed fossil-fuel burners green--with envy. 

Forbes Fact 

Next year Toyota's Lexus division will get its first hybrid, the RX400H, a version of the RX330 crossover. And it seems likely that as early as this coming winter Toyota will also create hybrid versions of the Sienna minivan and Highlander crossover (which is a twin to the RX). 

But the biggest news may be that Toyota wants to take its least fuel-efficient vehicles, its V-8-powered SUVs, and give them hybrid options as well. If these trucks were given small hybrid power boosts that would allow idling on electric juice only, their mpg would increase at least 10% to 15%, especially in city traffic. Also, they would emit fewer greenhouse gases. Furthermore, the V-8 LS430 could even get hybrid power, which might give it the performance of a BMW or Mercedes V-12 engine, but not the consequent decrease in fuel efficiency (one key here is that electric engines used in hybrids deliver loads of low-end torque for very quick acceleration). 

http://www.evworld.com/databases/shownews.cfm?pageid=news140803-01

http://biz.yahoo.com/prnews/030811/lam030_1.html

Motors in Wheel Give GM 'Jump' on Advanced Technology Vehicles 

Monday August 11, 1:00 pm ET 

LOS ANGELES, Aug. 11 /PRNewswire-FirstCall/ -- Imagine a vehicle that can give you sports car performance, better fuel economy, unrivaled ride and handling, and enhanced vehicle safety simultaneously. 

Engineers at General Motors Corp. have developed a potential breakthrough technology, called wheel hub motors, that could dramatically increase consumer acceptance of advanced technology vehicles. 

"We believe this technology will lead to the industry's first practical application of wheel hub motors for consumers," said Larry Burns, vice president of research and development and planning of General Motors Corporation.  "The electric wheel hub motor is a critical element in making affordable and fuel-efficient all-wheel drive and advanced technology vehicles in the future." 

"To illustrate the promise of this technology, by placing two wheel hub motors, in the rear of a front-wheel drive four-cylinder vehicle, there will be a 60 percent increase in torque at the launch.  All of that torque is available instantly.  This enables a four-cylinder engine to perform like a six-cylinder engine, " Burns said. 

The two-wheel hub motors generate about 25 kilowatts each and only add about 15 kilograms to each of the rear wheels. 

With today's vehicles, engines create rotating power, or torque.  That energy is transferred to a set of gears, or a transmission.  The gears turn a drive shaft and ultimately spin the wheels.  More than 10 percent of the power created by the engine is lost transferring energy to the wheels. 

GM's system is different.  A hybrid electric vehicle generates electric power, which is sent directly to the motor at the wheel, minimizing the energy lost.  Conventional engines take time to get up to speed.  With wheel hub motors, all the torque is available immediately. 

"Picture a world-class sprinter that comes out of the starting block in less than half the time, using less energy.  That's what 60 percent more torque, created by wheel motors, can do for a vehicle," said Burns.  "This breakthrough technology may enable us to build some pretty exciting future vehicles that have the potential to be as quick as a sports car, while providing significant fuel economy improvements." 

Wheel motors are a natural tie-in to all-wheel drive, and they enable a higher level of traction and anti-skid control, improved steering and enhanced vehicle performance.  Towing might even be easier with wheel hub motors. 

When packaged in a truck, wheel hub motors improve the truck's performance off-road and enhance the all-wheel-drive capability, added Bill Slomski, managing director of GM's Advanced Technology Center in Torrance, which developed the technology. 

"The wheels don't slip," Slomski said.  "We have the ability to control each individual wheel with better response than today's high-end traction control systems.  That could be a real plus when your vehicle is stuck in deep snow or the pavement is real slick.  We can apply the traction to the tire that has grip." 

Slomski can imagine a day when a truck would have the maneuverability of Michael Jordan doing a 360-degree dunk.  Tires could turn at 90-degree angles in a parking lot, making it simple to park.  To demonstrate the wheel motors, GM engineers integrated the wheel hub motors into a S-10 electric pickup.  The first public demonstration was at Irwindale Speedway today in Irwindale, Calif. 

The wheel hub motors were made by Lucchi R. Elettromeccanica Srl, in Rimini, Italy, and developed by GM's Advanced Technology Center based in Torrance, Calif.  Quantum Technologies (Nasdaq: QTWW -News ), of Irvine, Calif., built the concept truck, modified the vehicle's coolant, power and electrical systems and developed the special electronic controller and related software. Quantum is best known for its work in compressed storage tanks for natural gas and hydrogen as well as developing technologies for a variety of alternative fuel vehicles.  GM owns 20 percent of Quantum. 

General Motors Corp. (NYSE: GM -News ), the world's largest vehicle manufacturer, employs 341,000 people globally in its core automotive business and subsidiaries.  Founded in 1908, GM has been the global automotive sales leader since 1931.  GM today has manufacturing operations in 32 countries and its vehicles are sold in more than 190 countries.  In 2002, GM sold more than 8.6 million cars and trucks, nearly 15 percent of the global vehicle market. GM's global headquarters is at the GM Renaissance Center in Detroit.  More information on GM and its products can be found on the company's consumer website at www.gm.com .

For further information, please contact: Andy Abele, Director of Business Development, +1-949-399-4527, aabele@qtww.com , or Cathy Johnston, Director of Communications and Corporate Support, +1-949-399-4548, cjohnston@qtww.com , or Dale Rasmussen, Investor Relations, +1-206-315-8242, drasmussen@qtww.com , all of Quantum Fuel Systems Technologies Worldwide, Inc

http://www.naplesnews.com/03/08/business/d955346a.htm

Calif. clean cars mandate gets a chance to become rule of the road 

Wednesday, August 13, 2003 

By BRIAN MELLEY, Associated Press 

SACRAMENTO, Calif. — The nation's toughest auto emissions regulation may finally become a reality after three automakers said Tuesday they would drop lawsuits that have threatened a California clean-car rule. 

General Motors Corp., DaimlerChrysler and Isuzu Motors said the latest incarnation of a policy that's been 13 years in the making convinced them to settle litigation with state air regulators, who agreed to drop appeals. 

The settlement strengthens the possibility that automakers will be forced to build cleaner cars rather than continue fighting to weaken the emissions rules. 

"This is good news for clean air in California and it's good news for the advancement of auto technology worldwide, because we're going to see clean cars hitting the streets," said Jason Mark of the Union of Concerned Scientists, which has fought to keep the regulation intact. 

The deal means that GM — the company that inspired the 1990 rule by developing the first commercial electric car and then became its most vocal opponent — will focus on producing hybrid gas-electric cars and hydrogen fuel cell cars, said Beth Lowery, a GM vice president. 

GM officials also conceded that persistent questions about why it was battling the California rules had taken a public-relations toll. 

"When you have litigation, it tends to be the thing people talk about," Lowery said. 

Last summer, the automakers and some central California car dealers successfully challenged the landmark requirement that 10 percent of cars sold in the state this year — about 100,000 vehicles — be nonpolluting. 

When the rule was passed, only battery-powered electric cars met the standard. When the industry objected, the rule was eroded to allow low-polluting vehicles to help make up the quota. 

The change was done to appease automakers, who sued anyway, claiming the policy promoted more fuel-efficient cars — policy turf of federal regulators. 

Automakers won a round in state court, and in June 2002 a federal judge in Fresno, Calif., also agreed and put the regulations on hold. As a result, the state retooled the so-called zero-emission vehicle rule even as it appealed. 

In April, the air board revised the regulation to reflect automakers' resistance to build electric cars and the technological improvements that have come since the rule was first passed. The rewritten rule requires automakers to put 250 hydrogen fuel cell vehicles on the road by 2008, 2,500 by 2011 and 25,000 by 2015. 

The fuel cell car runs on electricity from a chemical reaction between oxygen and hydrogen and emits only clean water from the tailpipe. It has been touted by Detroit and the White House as the car of the future, and several experimental models are on the road in California. But they cost about $1 million a car and a fueling infrastructure could be decades away. 

The rule also requires that nearly 120,000 hybrids and 2 million low-emission vehicles be sold by 2009. 

Jerry Martin, a spokesman for the Air Resources Board, said the agreement does not prevent future litigation. 

Lowery said GM will not sue if the rule remains unchanged from a recent amendment that allowed more types of hybrids that count toward the quotas. The industry has continuously fought mandates and Lowery said the required number of fuel cell cars may need to be changed after a panel reviews the technology's progress. 

But the settlement seemed to present the possibility of a truce between those trying to clean the worst air pollution in the nation and those who make cars for the nation's largest auto market. 

"I think it's a positive development they've backed off the lawsuit," said V. John White, a Sierra Club lobbyist. "Maybe it's also a sign that we're going to be able to work together."

http://online.wsj.com/article/0,,SB106149998755684000,00.html 
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Hybrid Autos May Proliferate  But Their Profile Is Changing 

By JEFFREY BALL 

Staff Reporter of THE WALL STREET JOURNAL 

A lot more hybrid gasoline-and-electric vehicles are likely to hit showrooms in coming years as a result of a legal settlement announced last week between California clean-air regulators and two big auto makers. But those hybrids may not curb U.S. fuel consumption as much as many people expect. 

Not all hybrid vehicles are created equal. The only hybrids currently on sale in the U.S. -- small cars from Toyota Motor Corp. and Honda Motor Co. -- average 45 to 60 miles per gallon, but their size deters many buyers. In the next few years, several auto makers say they plan to roll out hybrid versions of sport-utility vehicles or pickup trucks. Those models are expected to prove more popular with average consumers. But that's because they'll use their electric power to boost acceleration -- not just fuel economy. 

These performance-oriented models, while friendlier to the planet than today's conventional SUVs and pickups, may not be the ecological panaceas that Americans envision when they hear the word hybrid. "With this nascent technology, the public still will be grappling to understand how that [automotive] category is defined," says Alan Lloyd, chairman  of the California Air Resources Board, the clean-air agency whose settlement with General Motors Corp. and DaimlerChrysler AG's Chrysler unit is likely to significantly increase the number of hybrids sold nationwide. 

The confusion extends beyond California, the nation's biggest auto market. Several Northeastern states are likely to adopt California's rules once the state finalizes them. In Washington, Congress is considering differing proposals for tax credits intended to encourage Americans to buy hybrids by defraying the extra cost -- often several thousand dollars -- of those vehicles in the showroom. 

The changing profile of the hybrid is exemplified by Toyota. In October, the company will roll out a new version of its Prius hybrid car it says will average 55 miles per gallon, about double the fuel economy of what Toyota says is the comparable gasoline-powered car, the Camry. Late next year, Toyota plans to roll out in the U.S. a hybrid SUV, a version of its Lexus RX 330, that will pair the SUV's six-cylinder gasoline engine with an electric motor. The hybrid version will average about 30 mpg -- about 50% better than the conventional model -- but will deliver more power. "The vehicle becomes focused on something consumers will pay for, which is performance," says Dave Hermance, Toyota's chief spokesman for its hybrid programs. "We're going to sell them performance and give them fuel economy." 

So far, hybrids remain a tiny niche in the U.S., accounting for well under 0.5% of the nation's new-vehicle sales. Although hybrid sales spike a bit when gasoline prices rise, suggesting that some Americans are choosing the cars for fuel economy, most Americans buying them today appear either infatuated with technology or particularly committed to the environment. 

In June, John August, a 33-year-old screenwriter in Los Angeles, traded in his BMW and paid cash for a Toyota Prius, which retails for about $20,500. Mr. August says he drives about 60 miles per week and has had to fill up his Prius only once since he bought it. "I bought it mostly because I didn't need a car that could race down the street. I live in Los Angeles, where you're lucky if you can go 30 miles per hour," he says, joking about the city's traffic congestion. 

California legal settlement stemmed from a state program designed more than a decade ago to put thousands of nonpolluting battery-powered electric cars on the state's roads. The auto industry called the state's so-called zero-emission-vehicle mandate misguided, pointing out that battery-powered cars remained too expensive and cumbersome to attract many buyers. Acknowledging the criticism, the air board in 2001 told auto makers they could get credit toward the mandate by building hybrids that were especially fuel efficient. 

That announcement prompted the suit from GM and Chrysler. The two argued that though California had created its zero-emission-vehicle program to fight the state's notorious smog problem, it now was trying to turn the program into an effort to attack a separate environmental issue: fuel economy, a surrogate for global warming. By doing so, the suit argued, California transgressed a legal line, because federal law says that only Washington can set fuel-economy policy. 

Rather than continue to duke out the issue in court, California settled, removing the reference to fuel economy from its rules and giving the auto industry more leeway to comply using a variety of hybrids. 

The rules, hugely complicated, give auto makers various options to comply. But California officials estimate that auto makers are likeliest to pick a scenario in which collectively they will have to sell about 430,000 hybrid vehicles in the state from 2005 through 2010 -- more than double the number envisioned before the state made its changes this spring. 

Why did auto makers agree to that change? One reason is that their suit against California was giving GM and Chrysler a public black eye. Environmentalists frequently were lambasting both companies -- particularly GM, the world's largest auto maker -- for trying to thwart what the activists praised as the most aggressive attempt in the world to get the auto industry to build environmentally friendlier cars. 

Another reason: California's latest changes reduce the amount of electric power that a hybrid needs to have to earn its manufacturer credit toward meeting the California mandate. 

Both GM and Chrysler have said they plan to roll out versions of their full-size pickup trucks in the next year. Chrysler won't say how much of a fuel-economy improvement its hybrid will have over a conventional pickup, and the company says an even bigger factor in its decision to settle the California suit was that the state ensured that the auto maker could get credit for small electric vehicles it has been selling there. GM says its hybrid pickups will get about 10% better fuel economy than conventional models. 

That's a far smaller percentage of fuel-economy improvement than Toyota's and Honda's hybrids offer. But GM and Chrysler officials say their strategy will do more to reduce U.S. reliance on foreign oil and global-warming emissions, because it's these big pickup trucks that are consuming so much gasoline. 

The California air board's Mr. Lloyd makes no apologies for the settlement with GM and Chrysler. For the rules to have any environmental effect, he says, they have to be at least somewhat palatable to the auto industry. "This way we get cleaner air faster," he says. "We can't produce cars. They have to be convinced that there is a market out there." 

Write to Jeffrey Ball at jeffrey.ball@wsj.com 4

http://www.latimes.com/business/la-fi-golden25aug25,1,7801048.column?coll=la-headlines-business
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Feathers Fly in Hollister After Sparrow's Nose Dive 

Michael Hiltzik 

August 25, 2003 

It's a safe bet that there aren't many fans of the Hanagan family left in the Northern California city of Hollister. 

Certainly not as many as there were when Mike Hanagan and his son Tom first came up with their Corbin Motors Inc. venture in the late 1990s. They proceeded to fill the locals' heads with dreams of turning Hollister into the world manufacturing center of a snazzy electric car called the Sparrow, and accepted thousands of dollars in investments for their fledgling enterprise from their neighbors. 

The townspeople embraced the venture for a while. They basked in reflected glory when the ovate three-wheeled runabout landed a cameo appearance in an "Austin Powers" movie. They watched prospective buyers and dealers fly in from all over the country to be shuttled around town in Tom Hanagan's luxury Bentley. They bought into the Hanagans' projections of millions of dollars of profit in years to come. 

When the dream died — the company went bankrupt in March after building scarcely 300 cars — it seems much of the city came down to earth with a thud. 

As the scale of the failure became clear, the locals, among other investors, started complaining loudly about the Hanagans' alleged mismanagement of the company. The local newspaper, the weekly Pinnacle, chronicled the spreading rage and, arguably, helped stoke it. 

The 18,300-circulation newspaper freely quoted investors calling the Hanagans crooks and liars. At one point it reported, entirely erroneously, that Tom Hanagan had admitted to holding $6.8 million in Corbin Motors shares in a family account in Florida. This, in turn, fueled speculation that the family had systematically drained investors' funds to pay for what the Pinnacle termed their "extravagant lifestyles." 

The Hanagans contend that the Pinnacle's articles made a bad situation worse by spreading the incorrect impression that the company had failed not for legitimate business reasons, but because of outright thievery. 

They also complain that the newspaper's articles were rife with mistakes. The Pinnacle reported, for example, that Mike Hanagan paid himself a salary of more than $180,000 a year at Corbin, while he says he worked for free and lost, by his reckoning, more than $3 million of his own capital in the failed venture. 

The Hanagans acknowledge that they failed to bring these errors to the newspaper's attention until last week, when they sent the Pinnacle a five-page retraction demand covering articles as far back as April 2002. (The newspaper says it would have corrected any errors had it known of them at the time.) 

But the Hanagans also raise the legitimate question of why the Pinnacle, while recording the anguish and bitterness of local investors in what it hinted might be one of the "biggest financial scandals in the history of San Benito County," never got around to mentioning one fact that it knew beyond dispute: Among Corbin Motors' aggrieved shareholders were the newspaper's two owners. 

Pinnacle Publisher Tracie L. Cone, who invested $18,000 with her partner, Editor in Chief Anna Marie dos Remedios, in 2000, says she can't now remember whether the paper ever disclosed the couple's investment in print. But no such disclosure appears in any article about Corbin available on the newspaper's online database. And certainly none is contained in any of the stories the Pinnacle ran after April 2002 detailing the company's decline and fall and wholesaling the accusations of fraud. At least one of these pieces bore Cone's own byline. 

Cone told me she doesn't believe her readers needed to know about the investment. "If we were making statements that created a situation that we were going to benefit financially from —then absolutely, we should have disclosed," she says. 

On the contrary, she says she and dos Remedios have written the matter off. "We haven't filed a claim with Bankruptcy Court," she says. "We figure we took a gamble and it didn't pan out." 

*

Lack of Disclosure 

Under the circumstances, though — a small newspaper in a small city covering the biggest local business story in years — this is not even a close call. 

Leaving aside the basic dishonesty inherent in the practice of referring in print to "investors" without revealing that the category includes themselves, Cone's and dos Remedios' investment loss in Corbin Motors may have colored their coverage of the company's downfall, possibly without their even being aware of it. 

The only way to inoculate themselves to the charge that they may have a conflict of interest, which the Hanagans do indeed contend, is to have been open about it. 

And the fact remains that some of the things the Pinnacle has said about the Corbin bankruptcy could well end up financially benefiting Cone and dos Remedios. 

By reporting allegations that the Hanagans have cached corporate funds in personal accounts, for example, the newspaper could be helping to feed a nascent shareholder effort to fund an independent search for assets. That search, which might result in a financial recovery for the early backers of the company, would cost at least $200,000 — but will only take place if enough investors and creditors believe it will be worthwhile to put up the front money. 

At this writing, it's unknown whether any hard evidence exists that the Hanagans spent any corporate funds on personal expenses. It's possible that bankruptcy officials and state securities regulators eventually will uncover evidence of fraud. "That's what we're looking at right now," says John W. Richardson, the company's bankruptcy trustee. 

But as yet, they haven't produced any such proof. 

The Hanagans insist that although they sometimes used the same credit cards for company and personal purposes, they rigorously kept track of which was which and paid for any personal expenses themselves. The documentation was "very specific and correct," Tom Hanagan says, and will be "clear as day" to the investigators. 

*

Bad Choice of Investors 

It's possible, alternatively, that the Hanagans' real mistake was accepting investments from people in a position to pass them on the street day in and day out in a small city of 34,000 souls. When an investment goes under, it's only natural for the losers to cast a resentful eye on the managers, and it's not a happy situation when the former are forced to watch the latter drive on in their luxury automobiles and maintain their shopping habits at the same grand stores. 

"If a person invests and loses their money, they're angry and upset and disappointed," Mike Hanagan says. "Add the accusation that people stole your money, and they feel betrayed too. That's where the hate comes in." 

If that's so, the die was cast soon after Mike Hanagan hit on the idea of capitalizing on environmental fervor and the availability of venture capital at the start of the dot-com boom by building an ecologically friendly car. 

Hanagan was already well-known in the motorcycle world as Mike Corbin, the owner of Corbin-Pacific Inc., a prominent private maker of motorcycle saddles and accessories. (He had picked the Corbin name out of the air years earlier as a trademark, and used the two names interchangeably.) With his son Tom, also known as Tom Corbin, he set up Corbin Motors to exploit some novel electric motor technologies, and distributed a business plan to investors. 

In short order, however, it became evident that the Sparrow was a lemon. It was top-heavy and therefore prone to falling over in a sharp turn. Its battery system was too weak to drive as far as its designers promised between charges. At a South Dakota motorcycle rally in 1999, a rainstorm shorted out the electrical system of a prototype model, sending the driverless vehicle careening around the fairgrounds, headlights ablaze, until it smashed into a truck. 

While the company was trying to fix the Sparrow's flaws, the dot-com boom faded. Investment capital became harder to come by. Then the economy turned sour, hurting sales of a $14,000 one-seat vehicle that was manifestly a discretionary buy. 

By 2002, Corbin Motors had amassed piles of lawsuits from stiffed suppliers and disaffected Sparrow owners. "The company probably geared up too fast and never solved its technical problems well enough," Mike Hanagan says. 

The Pinnacle ran a comprehensive article in April that year detailing Corbin Motors' overly optimistic sales projections, troubles with the cars, litigation with suppliers and other red flags. 

In early 2003, state securities regulators started working on a lawsuit, eventually filed in May, alleging that Corbin had illegally issued unregistered stock by selling to investors who did not meet the legal standard of $200,000 a year in income or net worth of $1 million. The suit also contended that the Hanagans misrepresented the financial condition of the company to investors. 

State officials say they are still in the process of assembling evidence to back up their allegations. The Hanagans, for their part, say they can document that every buyer signed certifications that they met the standard, and they deny that they misrepresented Corbin's condition. 

After the company's bankruptcy filing, the Pinnacle's articles grew progressively more negative. Its single most damaging assertion, first made on May 1 and repeated in a later article, was that Tom Hanagan had admitted at a court hearing that the family was holding Corbin Motors stock through a Florida company worth $6.8 million. The report may have contributed to investors' frenzied speculation that, at last, a hoard of cash could be seized to restore losses. 

*

Shares Held by Family 

But what Hanagan had said was that the family holding was 6.8 million shares of Corbin stock, which like all other shares had been rendered worthless by the bankruptcy. 

Laura Rasmussen, a lawyer for several investors whose direct questioning had elicited the statement from Hanagan, herself believes that "probably some people in the back of the courtroom simply misunderstood" what was said, and repeated their misconception to the newspaper. 

That said, Rasmussen remains convinced that the Hanagans have squirreled away millions in corporate funds. "I've found the Pinnacle to be very reserved," she says of the coverage. 

The Hanagans say the record eventually will bear them out. "The company spent every penny it got," says Tom Hanagan, "on payroll, marketing, business expenses — and building cars." 

*

Michael Hiltzik can be reached at golden.state@latimes.com .

http://www.autoweek.com/cat_content.mv?port_code=autoweek&cat_code=carnews&content_code=04522114
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Consumers soon will have many hybrid options. Will they take them? 

By LARRY EDSALL 

Ford’s Escape will join the ever-growing list of hybrid-powered vehicles when it comes  to the market in 2003. If it’s  a success, look  for more hybrid SUVs from other manufacturers. 

“Hydrogen,” THEY whisper, as though we  were Dustin Hoffman in  the role of Benjamin in The Graduate. The experts are convinced that our future is in hydrogen-powered fuel cells to provide propulsion for our cars and trucks. But with development still to do on both the technology and the infrastructure, such vehicles won’t be commonplace until your unborn grandchildren get their driver’s licenses. 

But cleaner, leaner vehicles are here now and will roll out in increasing numbers in the coming months and years. They’re hybrids, which use an internal-combustion engine and an electric motor to provide power. 

So far, such powertrains have been available here  only in the Honda Insight and Toyota Prius. But J.D. Power and Associates forecasts that by 2006 American car buyers will buy a half-million such vehicles a  year, choosing from among  20 models of hybrid cars,  trucks and sport/utilities. 

Honda’s hybrid Civic  (page 19) goes on sale next spring. Ford Escape and Dodge Durango sport/utility hybrids are due in 2003. Dodge and GM both plan full-size hybrid pickup trucks. General Motors’ ParadiGM hybrid system works in a variety of cars  and crossovers, some of which are due around 2005. Honda recently unveiled the Dualnote concept car that gets 400 horsepower from its 3.5-liter V6/electric motor combination. Toyota president Fujio Cho says his company will produce 300,000 hybrids worldwide a year  by 2005 (and there are hints from his company that if  the Ford Escape hybrid is a success, Toyota can follow fairly quickly with a hybrid Highlander). 

So consumers will have many hybrids from which to choose... but will they? “So far, the market has been driven by legislation  in the United States and Europe,” says Thad Malesh, an economist and director of the alternative power technologies group at J.D. Power. 

Before Sept. 11, says Malesh, that interest was  driven by record-setting gasoline prices in the summers  of 2000 and 2001, and the prospect of that trend continuing in 2002 and beyond.  But in the aftermath of  Sept. 11, J.D. Power research reveals new interest from a much larger audience that sees energy security as an important national issue. 

“This is going to be a top-of-the-line issue,” Malesh says. “It’s not going away, and if the president holds true to his word for pushing a national energy policy,  my hope is that it’s going  to include a greater element of conservation.” “Social values are  dynamic, they’re not fixed,” adds Robert Bienenfeld,  senior manager of product planning for American Honda Motor Co.  Hybrids will gain credi-bility with consumers as they appear in more mainstream vehicles. Malesh  says his research shows  that many people interested in hybrids don’t necessarily want their vehicles to scream, “I’m green!” “The Honda Civic introduction in March will be a huge event,” says Malesh, adding that the next big step will be the Ford Escape  hybrid launch. 

“From our perspective, this will be a real critical test of consumer acceptance,” Honda’s Bienenfeld says of the hybrid Civic’s launch. “Hybrid technology in  and of itself doesn’t tell  you what kind of vehicle you’re going to get,” says Bienenfeld. “We think  we’ve got a really sophisticated and refined driving  experience in the Civic.” 

“Hybridization is the  path to the future,” says Dave Hermance, executive engineer for environmental engineering at the Toyota Technical Center USA. But Hermance realizes (as do the others) that “the mainstream buyer wants proven technology,” so at first hybrids will go to “techno-friendly” customers, but word-of-mouth will spread, and soon more variations will follow. 

J.D. Power’s Malesh says  hybrids increasingly will “play to the heart of the mainstream automotive  market. “An internal-combustion engine that gets better emissions but not better mileage is going to be at a competitive disadvantage to a hybrid that gets both,” he adds. Not long ago, Malesh says, research showed that only  25 percent of automotive consumers were aware of  hybrid technology. That figure is now 75 percent, “but they really don’t understand the technology, and that the electric motor has all of its power available at a dead start, that it acts like a supercharger, that it’s fun.”

http://www.autoweek.com/cat_content.mv?port_code=autoweek&cat_code=carnews&loc_code=index&content_code=01865309

GM pins hopes on hybrids to help boost California sales 

By RICHARD TRUETT | Automotive News 

LOS ANGELES -- General Motors hopes its upcoming fleet of environmentally friendly gasoline-electric hybrid vehicles will help rebuild its sagging market share in California. 

GM has just 18 percent of the California new-vehicle market, the nation's largest. 

The automaker is conducting a nationwide "tech tour," in which environmental groups, government officials and others can test-drive GM's future hybrid and fuel cell vehicles. The tour stopped at Dodger Stadium in Los Angeles last week, where GM officials outlined the automaker's early plans for California. 

"Unfortunately, GM has not been one of the state's favorite automakers in recent years," says Beth Lowery, GM's vice president for environment and energy. "California consumers have a lower opinion of GM and are less likely to consider GM brands than they were even a few years ago. 

"The good news is that our hybrid and fuel cell options may well put us back on the map. California is the strongest market for low emission vehicles, and when GM has more low emission offerings, there is no reason that we shouldn't take a bigger share of that market." 

GM thinks the economic and environmental aspects of its upcoming hybrids will get buyers interested. 

"There are three reasons why they might want to come to us: It makes business sense because the vehicles use less fuel and consumers will save money," said Ken Stewart, GM's marketing director for new ventures. "Trucks and SUVs are more in line with the choice people are making, anyway. And third, hybrids will appeal to people who want the newest, latest and most high-tech vehicles." 

GM's strategy will not mimic that of Toyota Motor Corp. or Honda Motor Co., which made their initial foray into hybrid powertrains on small cars. The two have sold a combined 90,000 gasoline-electric cars in the United States since 2000. 

In California, GM's full-sized trucks sell well against the Ford F-150, Dodge Ram and Toyota Tundra. 

This fall, GM will make available to fleets a version of its full-sized Chevrolet and GMC pickups equipped with an integrated electric motor. The motor enables fuel-saving start-stop operation and acts as a booster for the engine under acceleration. 

Retail sales of the trucks begin in 2004. GM claims the V-8-powered truck will get about 10 percent better fuel economy. 

In 2005, GM will add a hybrid version of the Saturn Vue SUV that is expected to deliver about 40 mpg on the highway. In 2006, GM plans to roll out its first gasoline-electric car, a hybrid Chevrolet Malibu. In 2007, a hybrid version of the Chevrolet Equinox compact SUV is scheduled for production. GM says it will have the ability to build 1 million hybrids by 2007. 

But GM will have plenty of competition. Toyota is planning to offer hybrid versions of the Sienna minivan and Lexus RX 330 and Highlander SUVs, while Ford will launch a hybrid version of the Escape SUV and Futura mid-sized sedan. 

GM officials say they will be closely watching customer acceptance of the Lexus hybrid SUV as a gauge for how consumers will accept hybrids in a mainstream vehicle. 

A recent study by J.D. Power and Associates projects hybrid sales of 500,000 units yearly by the end of the decade.

http://www.nytimes.com/2003/08/24/automobiles/24hybr.html

On the Way: A Bumper Crop 

By CHERYL JENSEN 

Americans bought 38,000 gas-electric hybrid vehicles last year, and sales are likely to reach 54,000 in 2003,  according to a recent study by J. D. Power & Associates, the big market-research firm. 

That is only the beginning, if J. D. Power's predictions pan out: the firm expects 500,000 annual hybrid sales by 2008 and 872,000 by 2013. Since only three hybrid cars are currently available, reaching those lofty figures will require new varieties of hybrids - and they are certainly on the way. 

In 1999, America's first hybrid, the Honda Insight, went on sale. The Toyota Prius made its United States debut the next year (although it had been on sale in Japan since 1997), and the Honda Civic Hybrid followed in 2002. 

"The Japanese, at least Honda and Toyota, have already put their second-generation vehicles on the road,'' said David Friedman, senior engineer with the Union of Concerned Scientists, an advocacy group. "The Big Three haven't even put out their first hybrid." 

Walter McManus, executive director of Global Forecasting at J. D. Power, said hybrid sales had been limited so far because the technology had been used only in compact cars.  J. D. Power found that consumers would prefer hybrids comparable to vehicles they already own. Sport utility owners, for example, want hybrid S.U.V.'s. 

"That's about to change, and when it does we'll see sales increase dramatically," Mr. McManus said, adding that by 2005, trucks may account for 39 percent of hybrid sales. New choices will come late next year, when the Ford Escape HEV and a hybrid version of the Lexus RX 330 go on sale. When Ford first announced the Escape hybrid, the on-sale date was 2003. 

These vehicles will be joined by full-size hybrid pickups from General Motors .  Mr. Friedman said his group considered those trucks "half hearted" hybrids, since much of their fuel savings will come from conventional technology like a starter motor that shuts off the engine when the vehicle stops. 

"Honda and Toyota vehicles exemplify what you can do with hybrid technology, and the Ford Escape and Saturn Vue will likely do that as well," he said. "The other G.M. vehicles will have improved fuel economy, and that's a good thing, but they fall far short of where hybrid technology can take you." 

Here  is a list of hybrid vehicles that have been announced for sale, based on information from automakers and the Union of Concerned Scientists: 

FORD MOTOR COMPANY: Escape HEV (compact sport utility), available late summer 2004; Futura (midsize sedan), to be announced. Canceled: Hybrid version of Explorer (midsize sport utility). 

GENERAL MOTORS: 2005 Chevrolet Silverado and GMC Sierra (full-size pickup trucks); available late fall 2004; 2006 Saturn Vue (compact utility wagon); available late 2005; 2007 Chevrolet Equinox (compact sport utility), July 2006; 2008 Chevrolet Malibu (midsize sedan), January 2007;  2008 Chevrolet Tahoe and GMC Yukon (full-size sport utilities), to start production in 2007. 

DAIMLERCHRYSLER : Dodge Ram Contractor Special (full-size pickup, based on Dodge Ram 2500 Quad Cab), due in late 2004. Indefinitely postponed: Dodge Durango TTR (full-size sport utility). 

TOYOTA: Lexus RX 400H (luxury utility wagon), on sale fall 2004; Highlander (midsize utility wagon) expected to follow the RX by a few months.

http://money.cnn.com/2003/08/27/pf/autos/bc.autos.toyota.hybrid.reut/

Toyota Takes the Hybrid Lead

Toyota got an early start with Prius and is moving ahead as the redesigned version goes on sale. 

August 27, 2003: 1:57 PM EDT 

TOKYO (Reuters) - You could call it one of the biggest upsets in the global car industry's century-old competition. 

Toyota Motor Corp (AD :Research ,Estimates ), the world's third-biggest auto maker, began learning how to build cars 66 years ago by taking apart a Chevy sedan in an empty warehouse. But now it's forcing bigger rivals to play catch-up in the race to offer greener cars. 

Next week, Japan's top auto maker will unveil a production version of the second-generation gasoline-electric hybrid car, the Prius, distancing itself from competitors as it promises better fuel economy and a larger, more comfortable car than its predecessor at the unchanged sticker price of $20,000. 

Since the first Prius debuted in 1997, Honda Motor Co. Ltd. (HMC :Research ,Estimates ) has been the only other car maker to put mass-market gas-electric hybrids on the road. 

The excuse offered by laggards, including Chevrolet maker General Motors Corp. (GM :Research ,Estimates ), was that developing hybrids was a waste of time and money since they were only a short-term solution until no-emission fuel-cell vehicles (FCVs) took over. 

Hybrids use electric motors and battery packs to improve fuel efficiency, boosting power during acceleration and reclaiming energy when braking and coasting, but still need gasoline to run. 

"Others are going to have to step up plans to develop hybrids too," Hiroyuki Watanabe, Toyota's senior managing executive in charge of the hybrid business, told Reuters last week. 

That, albeit belatedly, is the plan for many big auto makers. 

Later this year, the world's top two automakers, GM and Ford Motor Co. (F:Research ,Estimates ), will begin selling hybrids to fleet customers, and next year offer them to retail customers -- seven years behind Toyota. 

From niche to mainstream 

Gasoline-electric hybrids are the most fuel-efficient mass-market vehicles on the road now, with a four-seater offering between 45 and 52 miles per gallon -- about twice that of comparable gasoline-powered cars. 

Toyota has sold about 150,000 units cumulatively since December 1997, and has promised to offer the power plant on most of its models in the near future. It hopes to sell 300,000 hybrids a year by 2005 -- an aim Watanabe admits is ambitious. 

"It's a very tough goal," he said. 

To help reach the target, Toyota is discussing supplying hybrids to other auto makers. It already has an agreement with Japan's Nissan Motor Co. Ltd. (NSANY :Research ,Estimates ) -- also one of the initial sceptics -- which plans to sell its first hybrid vehicle in 2006. 

By raising volume, Toyota hopes to slash the high production costs and make hybrids a de facto standard for alternative-fuel cars for now. Toyota says its hybrids are already profitable, but Honda says it still makes little, if any, money on them. 

Toyota's initial bet looks likely to pay off. 

Auto industry researcher J.D. Power recently forecast that in 10 years, one in every 20 cars sold in the United States will be a hybrid against one in 442 last year, as the power plant is offered in a wider range of vehicles. 

In a few years, competition will be in full swing as Toyota's share of the U.S. hybrid market drops to 26 percent from half now, while GM takes a quarter and Ford grabs 16 percent, it said. 

Long road ahead 

While the road seems to be mapped out for hybrids in the United States, they are still far from catching on globally. 

Despite the higher price of gasoline elsewhere, hybrids only enjoy mild acceptance in Japan and virtually none in Europe. 

Europeans are keener on diesel, which is cheaper and more fuel-efficient than gasoline, although they emit higher levels of harmful nitrogen oxide and particulate matter. 

"The Europeans are working on a range of technologies but they still prefer working with diesels, first and foremost," said Morgan Stanley analyst Nicolas Hirth. "And typically, the stronger they are in diesel, the less concerned they are in hybrids." 

The divergence in regional tastes for fuel doesn't end there. 

Brazil is trying to bring back cars that run on cane-based ethanol since sugar cane is abundant there. Iceland would prefer fuel-cell vehicles as it moves towards a hydrogen-based society. 

But unlike Toyota, which sits on a $25 billion pile of cash, most makers can only afford to focus on a few technologies due to high research and development costs. 

Despite the highly publicized push by the likes of DaimlerChrysler (DCX :Research ,Estimates ) and GM into the fuel-cell field, Toyota is beating them there too: last December it became the world's first car maker to put a saleable FCV on the road with its own fuel-cell stack. 

And for the diesel-thirsty drivers in Europe, Toyota is working on diesel-electric hybrids. Watanabe said they will be a must when Europe lowers its limit on carbon dioxide emissions to 120 grams/km in 2012.

http://moneycentral.msn.com/content/Savinganddebt/Saveonacar/P37272.asp

The Basics 

Hybrid cars: Do they make sense for you? 

Soaring gas prices and a tax deduction for ecology-friendly gas-electric cars may sway some buyers, but if you'd rather go cheap than go green, nirvana is still a ways off. 

 By Des Toups 

Hybrids, those fuel-sipping cars that use both gasoline and batteries but never require recharging, seem to make a world of sense as gasoline prices blow past $2 a gallon. They pollute less, they consume less, and they make you feel good. But do they make sense if you’re simply trying to save money? Not yet. 

Sized like compact cars but priced like midsized ones, current hybrids are an expensive way to save gasoline. If you spend more on a hybrid car than you'd have spent otherwise, you're unlikely to ever get your money back -- even if you got rid of a gigantic, fuel-sucking SUV. 

Right now, a cheap compact is a better buy than an expensive hybrid. A couple of things could help change that: 

The IRS has decided that hybrid vehicles qualify for a one-time tax deduction of up to $2,000. If you’re paying the top 38.6% rate, that’s $772 off your bill, a savings that might tip the balance for many shoppers who’d like something a little greener under their Save-the-Whales bumper stickers. 

A number of new hybrids -- sedans, SUVs, even trucks -- are on the way. At least one of the new models is no more costly than its similarly sized, gasoline-powered kin. 

The choices 

So far, there are just three models on U.S. roads: 

Honda Insight: $21,740 with automatic and air. EPA rated at 57 mpg city/56 highway. A featherweight two-seater with limited cargo space and an enthusiastic community of drivers who report as much as 100 mpg on their daily commutes. Powered by a tiny, three-cylinder engine with an occasional assist from the batteries, which recharge by reclaiming the energy expended when you slow down or brake. Also available with a five-speed manual transmission. 

Honda Civic Hybrid: $21,010 with automatic and air. 48 city/47 highway. Just like your neighbor’s Civic, but more expensive and a lot less thirsty. Same engine technology as the Insight, only the gasoline engine is bigger. Also available with a five-speed manual transmission. 

Toyota Prius: $20,475 with automatic and air. 52 city/ 45 highway. Uniquely styled compact sedan that, unlike the Hondas, can run off battery power alone at very low speeds, making it as quiet as a golf cart in the Safeway parking lot. Automatic only. 

In the fall, Toyota will bring out a larger, faster, more economical Prius that's expected to cost about $20,000,  the same as the old model. Buy it instead of a similarly sized and priced Camry and every nickel saved on gasoline would truly be money in the bank. 

A hybrid version of the Ford Escape sport-utility should hit showrooms in 2004. 

Forgo an SUV and save a bundle 

Whether or not the purchase of one of these fuel-sipping machines makes financial sense depends on the alternative. You'll save a small fortune if you opt for a hybrid over a larger sedan or sport-utility. Buy that Civic Hybrid instead of a 20-mpg Accord V-6 and you’ll see a savings of $656 a year on $1.50 gasoline, not to mention a few thousand on the purchase price. Commute in the hybrid rather than a 13-mpg sport-utility and you’d save $1,262, not to mention a tankful or two of guilt. 

Apples-to-apples comparisons are less kind. A garden-variety Civic LX sedan sells for about $16,500 and returns 31 mpg in the city, 38 on the highway. Using the city mileage figure (which most people would achieve in day-in, day-out driving), you’d spend $725 a year to drive 15,000 miles on $1.50 gasoline. The Civic Hybrid would consume $469 worth, a savings of just $256 a year. (At $2 a gallon, the savings is about $342 a year.) 

Without the tax deduction (and recognizing the time value of money), a hybrid owner would never earn back the $4,000-plus premium for his car. Lop $772 off the cost of the hybrid and the picture improves, but it’s still no deal. But every dime increase in the price of gasoline pulls the break-even point closer. 

Some states offer incentives that sweeten the deal even further. Oregon, for example, offers dollar-for-dollar credit against state income tax up to $1,500. Maryland offers a break on sales tax. There are little perks, too: Several states allow solo drivers in these hybrid cars to use the carpool lanes, and some cities offer free parking. Check with your local bureaucrats before you buy. 

The clock is ticking 

If you’re considering buying one of these high-mileage commuters, you have until the end of 2003 to claim the full deduction (under present law, anyway; Congress is considering new incentives). The deduction is an adjustment to your gross income and doesn’t require that you itemize to benefit. The IRS is still tinkering with specifics but has issued a clarification spelling out that the deduction will be accepted. 

The 40,000 or so buyers of these three cars since they began hitting showrooms in late 1999 can file an amended return to claim the deduction, the IRS says. 

Don't ignore the traditional risks behind any car purchase: Hybrids have proved reliable so far -- these are Hondas and Toyotas, after all -- but their history is limited. Warranties on the hybrid-related systems are eight years, but replacing those systems after the warranty expires could cost thousands (The battery pack in a Honda is estimated at $3,000.). And resale value is still a big question mark. 

So far, resale values for the Insight have been especially disappointing compared with most Hondas. Despite a $4,000-plus difference when new, the price gap between a 2-year-old Insight and a run-of-the-mill, 2-year-old Civic LX sedan is very narrow. That's a big opportunity for hybrid-vehicle fans who don't mind forgoing the tax deduction (which applies only to the original owners) but want to pick up one of these lightweight two-seaters on the cheap. 

And of course, though you never have to plug one of these babies into your wall socket, there are certain compromises – less room and less power, for instance, than their traditional counterparts. You can read more about them at MSN Autos by following the links at left. 

http://cbs.marketwatch.com/news/story.asp?guid=%7B5C2788A1-C6EA-4B9B-8CFB-47DE86CACA66%7D&siteid=google&dist=google
AHEAD OF THE CURVE 

California paves way for hybrids 

Toyota, in lead in segment, readies more models 

By August Cole , CBS.MarketWatch.com 

Last Update: 3:30 AM ET Aug. 23, 2003 

SAN FRANCISCO (CBS.MW) -- When General Motors and DaimlerChrysler dropped their lawsuit against California's Air Resource Board last week, they signaled just how important the hybrid-vehicle market is going to become not just in the West but nationwide. 

There's just one problem. Japanese automaker Toyota already has a lead in the segment, and that has caught the attention of marketing and financial analysts alike. 

While pushing a range of products from the popular Camry sedan to thirsty V8-powered SUVs and large trucks, Toyota has also been working the other end of the U.S. market with its electric-and-gasoline powered Prius sedan for a few years. 

The car's diminutive stature belies its importance as the solid beginning of the company's accelerated push into the hybrid electric vehicle, or HEV, market. 

Rivals, who know that a bigger Prius is due this fall and that a Lexus hybrid SUV is also on the way sometime next year, are on notice. 

"GM, Ford, Chrysler, most of the smaller Japanese brands have one enormous fear. It's called Toyota," said Art Spinella of CNW Marketing in Brandon, Ore. 

"When Toyota says it's going to get heavily into the hybrid market and address the environmental concerns, you're spitting in the wind if you think you can run against that kind of attitude or competitor," he added. 

And when it comes to marketing cars, experts inside and outside the industry agree that these trends start in California. 

Navigating the current 

GM and DaimlerChrysler said they dropped the lawsuits against the California Air Resource Board's 2001 zero-emission vehicle regulation after the new language and rules were added this year to accommodate hybrid and more efficient gasoline-powered car development. With the new rules established in April, fuel cell development also comes in to play. 

The rewritten zero-emissions vehicle rules specifically addressed the companies' concerns, said Jerry Martin, spokesman for CARB, while still holding true to the group's mission: protecting public health. 

The new rules should help bring about hybrid and fuel cell developments that can be expected to make all cars more efficient. Previous legislation designed to push the development of electric cars never really took hold within the industry or among consumers. 

For the average consumer, there aren't a lot of choices for hybrid electric vehicles. Honda's Civic and Toyota's Prius are among the most visible and best known. 

The automakers involved argue that consumers should lead the way on product development, not government regulators asking for rules that go against what people appear to want. 

"You can't mandate a vehicle that doesn't have the utility that customers expect," said DaimlerChrysler's spokeswoman Kathy Graham. 

GM spokesman Dave Barthmuss made a similar point. "ZEVs aren't going to shape any product development at all. Consumer choice is going to shape product development," he said.  "The idea is to provide as much choice as possible all the while meeting California's clean-air targets." 

Toyota, which designed Prius around a hybrid gas-electric drivetrain, also said it's up to consumers. "It's our feeling that the customer is king or queen. The market will tell us what kind of products to produce," said Ed LaRocque, Toyota national manager for advanced technology vehicles. 

Consumer acceptance rising 

There are signs that newly energy-aware drivers may be ready to try something different. Despite the tepid reception for all-electric cars, more Californians in particular appear to be ready to give hybrids a try. 

According to data from Spinella, the acceptance of hybrids priced at over $20,000 is at 18 percent in 2003, up from 5 percent in 1999. Toyota sold about 22,000 Prius in 2002, a small number for the automaker overall but an important inroad to establish itself in the sector among dealers and customers alike. 

Yet fuel economy is low on the list of priorities for buyers, according to DaimlerChrysler's ( DCX :news ,chart ,profile ) Graham. It typically ranks 20th or lower, she said. 

From Wall Street's perspective, the "green" light is worth watching. 

"The industry looks to be embracing HEVs now more than they appeared to a year ago because all vehicles, including fuel cell and diesel powered, will be HEVs in the future. And it looks like Toyota's HEV cost and driving performance is better than most thought," wrote Ron Tadross, auto analyst at Banc of America. 

In GM's ( GM :news ,chart ,profile ) case, the company is going to take some of its most popular vehicles and offer hybrid gas-electric engines as an option. Honda's approach was similar with the Civic. Other automakers like Ford ( F:news ,chart ,profile ) are also getting ready with their products. 

To find examples of what the zero-emission vehicle push has meant to drivers, CARB's Martin points to the growing list of ultra-efficient gasoline powered cars called partial-zero-emission vehicles, or P-ZEVs. 

It's an accomplished clique with cars like Ford's Focus and BMW's 325 along with offerings from Honda ( HMC :news ,chart ,profile ) and Toyota ( TM :news ,chart ,profile ), among others. That list is proof enough for CARB's Martin that the pursuit of higher emissions standards has paid off for consumers. 

To see if it will ultimately pay off for the automakers and their shareholders, look no further than California. 

It's an important state. Toyota, for one, makes about a third of its U.S. vehicle sales there. If buyers are to begin accepting hybrids as something more than cars for the hemp-and-homeopathy crowd, chances are the revolution will start in California. Toyota wants to sell 300,000 hybrids globally in 2005, with about 40 percent in the U.S. 

"Hybrid can also mean performance as well as a clean-air solution," said Toyota's LaRocque. And a car's fun factor is one thing that you can't legislate. 

August Cole is spot news editor at CBS.MarketWatch.com in San Francisco. 

http://www.asahi.com/english/business/K2003090300322.html

Race to sell eco-friendly cars spurred by new Prius debut 

The Asahi Shimbun 

Toyota Motor Corp.'s second-generation Prius hybrid car is expected to spur global competition in the key market for environmentally friendly cars. 

Toyota has developed the new Prius model for full-fledged mass production, rather than the limited production of its predecessor. 

The automaker plans to install the hybrid system-which combines an electric motor and a gasoline engine-in other larger models, such as sports utility vehicles. 

The new Prius, which went on sale Monday, is equipped with an enhanced hybrid system that uses a 1.5-liter gasoline engine. 

The model has attained a fuel efficiency of 35.5 kilometers per liter, a 15 percent improvement over the original Prius and beating the previous world-record 35 km/l of Honda Motor Co.'s Insight model. 

Equally important, carbon dioxide emissions from the new Prius have been reduced to about 60 percent of those of conventional cars. 

The new model, redesigned six years after the debut of the original Prius, makes use of more weight-saving aluminum components. Its new hybrid system converts the inertia of deceleration into electricity more efficiently than did the older model, using its electric drive motor as a generator. 

Selling for between 2.15 million and 2.57 million yen, the new model will cost about 30,000 yen less than the previous model, the company says. 

Toyota is targeting monthly sales of 5,000 vehicles during the new Prius' first year on the market, and 3,000 thereafter. Monthly sales of the older model recently averaged about 1,000 units. 

In its efforts to make its hybrid technology a global industry standard, Toyota has agreed to supply the hybrid system to Nissan Motor Co. 

Toyota Executive Vice President Akihiko Saito said the nation's top automaker is considering supplying its hybrid system to other makers as well. 

Toyota is focusing its development efforts on the hybrid system as well as on a fuel cell system. 

The hybrid system is not merely a stopgap measure used until the fuel cell system is put into practical use,'' Toyota President Fujio Cho said Monday. He said the new technology is central to the entire industry's environmental strategy. 

Honda, meanwhile, is developing a hybrid system based on its high-performance V-6 engine. The company aims to improve profitability of the system by mass-producing it and boosting sales in the U.S. market. 

That is spurring Toyota to seek the advantage in mass-production of the systems. 

In the United States, where new legislation will require automakers to gradually enhance the fuel efficiency of light trucks from 2005 to 2007, the Big Three have announced their own plans to market hybrid cars. They had previously been unenthusiastic about the technology.(IHT/Asahi: September 3,2003)
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Hybrid Autos May Proliferate 

But Their Profile Is Changing 

By JEFFREY BALL 

Staff Reporter of THE WALL STREET JOURNAL 

A lot more hybrid gasoline-and-electric vehicles are likely to hit showrooms in coming years as a result of a legal settlement announced last week between California clean-air regulators and two big auto makers. But those hybrids may not curb U.S. fuel consumption as much as many people expect. 

Not all hybrid vehicles are created equal. The only hybrids currently on sale in the U.S. -- small cars from Toyota Motor Corp. and Honda Motor Co. -- average 45 to 60 miles per gallon, but their size deters many buyers. In the next few years, several auto makers say they plan to roll out hybrid versions of sport-utility vehicles or pickup trucks. Those models are expected to prove more popular with average consumers. But that's because they'll use their electric power to boost acceleration -- not just fuel economy. 

These performance-oriented models, while friendlier to the planet than today's conventional SUVs and pickups, may not be the ecological panaceas that Americans envision when they hear the word hybrid. "With this nascent technology, the public still will be grappling to understand how that [automotive] category is defined," says Alan Lloyd, chairman  of the California Air Resources Board, the clean-air agency whose settlement with General Motors Corp. and DaimlerChrysler AG's Chrysler unit is likely to significantly increase the number of hybrids sold nationwide. 

The confusion extends beyond California, the nation's biggest auto market. Several Northeastern states are likely to adopt California's rules once the state finalizes them. In Washington, Congress is considering differing proposals for tax credits intended to encourage Americans to buy hybrids by defraying the extra cost -- often several thousand dollars -- of those vehicles in the showroom. 

The changing profile of the hybrid is exemplified by Toyota. In October, the company will roll out a new version of its Prius hybrid car it says will average 55 miles per gallon, about double the fuel economy of what Toyota says is the comparable gasoline-powered car, the Camry. Late next year, Toyota plans to roll out in the U.S. a hybrid SUV, a version of its Lexus RX 330, that will pair the SUV's six-cylinder gasoline engine with an electric motor. The hybrid version will average about 30 mpg -- about 50% better than the conventional model -- but will deliver more power. "The vehicle becomes focused on something consumers will pay for, which is performance," says Dave Hermance, Toyota's chief spokesman for its hybrid programs. "We're going to sell them performance and give them fuel economy." 

So far, hybrids remain a tiny niche in the U.S., accounting for well under 0.5% of the nation's new-vehicle sales. Although hybrid sales spike a bit when gasoline prices rise, suggesting that some Americans are choosing the cars for fuel economy, most Americans buying them today appear either infatuated with technology or particularly committed to the environment. 

In June, John August, a 33-year-old screenwriter in Los Angeles, traded in his BMW and paid cash for a Toyota Prius, which retails for about $20,500. Mr. August says he drives about 60 miles per week and has had to fill up his Prius only once since he bought it. "I bought it mostly because I didn't need a car that could race down the street. I live in Los Angeles, where you're lucky if you can go 30 miles per hour," he says, joking about the city's traffic congestion. 

California legal settlement stemmed from a state program designed more than a decade ago to put thousands of nonpolluting battery-powered electric cars on the state's roads. The auto industry called the state's so-called zero-emission-vehicle mandate misguided, pointing out that battery-powered cars remained too expensive and cumbersome to attract many buyers. Acknowledging the criticism, the air board in 2001 told auto makers they could get credit toward the mandate by building hybrids that were especially fuel efficient. 

That announcement prompted the suit from GM and Chrysler. The two argued that though California had created its zero-emission-vehicle program to fight the state's notorious smog problem, it now was trying to turn the program into an effort to attack a separate environmental issue: fuel economy, a surrogate for global warming. By doing so, the suit argued, California transgressed a legal line, because federal law says that only Washington can set fuel-economy policy. 

Rather than continue to duke out the issue in court, California settled, removing the reference to fuel economy from its rules and giving the auto industry more leeway to comply using a variety of hybrids. 

The rules, hugely complicated, give auto makers various options to comply. But California officials estimate that auto makers are likeliest to pick a scenario in which collectively they will have to sell about 430,000 hybrid vehicles in the state from 2005 through 2010 -- more than double the number envisioned before the state made its changes this spring. 

Why did auto makers agree to that change? One reason is that their suit against California was giving GM and Chrysler a public black eye. Environmentalists frequently were lambasting both companies -- particularly GM, the world's largest auto maker -- for trying to thwart what the activists praised as the most aggressive attempt in the world to get the auto industry to build environmentally friendlier cars. 

Another reason: California's latest changes reduce the amount of electric power that a hybrid needs to have to earn its manufacturer credit toward meeting the California mandate. 

Both GM and Chrysler have said they plan to roll out versions of their full-size pickup trucks in the next year. Chrysler won't say how much of a fuel-economy improvement its hybrid will have over a conventional pickup, and the company says an even bigger factor in its decision to settle the California suit was that the state ensured that the auto maker could get credit for small electric vehicles it has been selling there. GM says its hybrid pickups will get about 10% better fuel economy than conventional models. 

That's a far smaller percentage of fuel-economy improvement than Toyota's and Honda's hybrids offer. But GM and Chrysler officials say their strategy will do more to reduce U.S. reliance on foreign oil and global-warming emissions, because it's these big pickup trucks that are consuming so much gasoline. 

The California air board's Mr. Lloyd makes no apologies for the settlement with GM and Chrysler. For the rules to have any environmental effect, he says, they have to be at least somewhat palatable to the auto industry. "This way we get cleaner air faster," he says. "We can't produce cars. They have to be convinced that there is a market out there." 

http://online.wsj.com/article/0,,SB106323048544113300,00.html 
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Toyota's Prius: No Plug Required 

By SHOLNN FREEMAN 

Staff Reporter of THE WALL STREET JOURNAL 

Write to Sholnn Freeman at sholnn.freeman@wsj.com 1

DETROIT -- In a new push to expand sales of the Prius gas-electric hybrid car, Toyota Motor Corp. wants to get one thing straight: No, you don't have to plug it in. 

Toyota hopes to expand sales of the hybrid vehicle by 70% next year -- from 21,000 projected this year to 36,000 in 2004. But the auto maker concedes that most consumers are still puzzled by hybrids, which combine an electric motor with a gasoline engine to get much better fuel economy than traditional cars. In surveys, Toyota has found that about half of all consumers either wrongly believe that you have to plug in hybrids or say they don't know enough to answer the question. 

With more hybrids coming, auto makers badly need consumers to grasp the technology. 

Toyota will begin selling its redesigned 2004 Prius hybrid to U.S. customers in October and will launch a broad marketing campaign to fuel sales. 

In October, Toyota dealers will begin selling the 2004 model of the Prius, which has been redesigned. The new model has more interior room and gets about 55 miles per gallon, a 15% increase over the previous model. The base price of the Prius is $20,000. Later this year, Toyota also plans to begin selling a hybrid version of the full-size Tundra pickup truck and the Lexus RX 330. 

Old notions have to die first, though. Consumers haven't forgotten that early versions of fuel-efficient electric cars needed to be plugged in for power. Fuel-efficient cars were also tagged as impractical because they couldn't fit many passengers or people's stuff. Honda Motor Co.'s four-year-old Insight, which only has seats for two, never became popular. But Honda's hybrid version of the Civic, which consumers think of as a normal-size car has sold well. Toyota dealers say they have sold out of their 2003 Prius inventory and are predicting strong demand for the 2004 model. 

Toyota officials think its new marketing effort will both explain the technology and help expand the car's customer based beyond a core of celebrity and tech-savvy customers. In new Prius commercials, a voiceover reminds buyers that "you never have to plug it in." The marketing campaign was developed by Saatchi & Saatchi, Los Angeles, and previewed at a news conference in Detroit Wednesday. Deborah Wahl Meyer, a Toyota marketing manager, repeated the point several times. "It's in everything that we talk about," she said. 

Toyota is also targeting mainstream customers, and not just tree-huggers. The new commercials will show during prime time during "ER," "Alias," "CSI Miami" and on cable channels such as Discovery Science and Court TV. Toyota will advertise in Fortune, Newsweek and Time. Previously, Toyota had depended on the Internet and word-of-mouth to drive sales. Toyota officials wouldn't say how much they will spend on the new advertising. 

Toyota hasn't given up on celebrities. In July, Toyota organized a private showing of the Prius to movie stars, producers and directors in Los Angeles. Toyota said it has 1,200 preorders of the 2004 Prius, including 24 orders from the Hollywood event. 

Some of the glitterati were also looking for more than a showing. "Everyone wants a free one," Ms. Meyer said. "But we're not giving away free ones." 

http://online.wsj.com/article/0,,SB106330989634538600,00.html 
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Toyota Plans to Sell Hybrid Lexus Model 

By NORIHIKO SHIROUZU 

Staff Reporter of THE WALL STREET JOURNAL 

NAGOYA, Japan – Toyota Motor Corp., which is expected to start selling a gasoline-electric sport-utility vehicle in the U.S. next year, also will likely add a hybrid version of its premium sedan, or the Lexus LS430, to its expanding lineup of alternative-fuel vehicles. 

A senior Toyota executive, who spoke on condition of anonymity, said he has test-driven the hybrid LS430 sedan and found it to be "balanced" between performance and environmental gains a hybrid system provides. A hybrid car combines an electric motor with a gasoline engine to get much better fuel economy and performance than traditional cars. 

As in the hybrid version of the Lexus RX330 called the Lexus RX400h, which is expected to hit dealer showrooms in the fall of 2004, the hybrid LS430 uses its hybrid system in part as a super charger to help accelerate the vehicle. The hybrid sedan also will provide improved fuel economy, the executive said. 

The focus on performance is part of Toyota's effort to make hybrid technology appeal to mainstream customers, and not just tree-huggers. Initially, Toyota focused on fuel-economy gains with hybrid technology, but that approach has limited hybrid vehicles' appeal more or less to tech-savvy or environmentally conscious consumers. 

Toyota has said it hopes by the middle of the decade to sell 300,000 hybrids a year world-wide, most of them in the U.S. 

Toyota's redesigned Prius hybrid car is expected to start arriving in dealers next month. The Japanese auto maker wants to expand sales of the new Prius to 36,000 in 2004 from 21,000 this year – an increase of about 70%. 

The Prius will be followed by the Lexus RX400h and a hybrid version of the Toyota Highlander. A Toyota executive in Torrance, Calif., said the hybrid Highlander's launch will very closely follow that of the RX400h. 

In addition to the two hybrid SUVs, the American Toyota executive, who also declined to be named, said the auto maker is "exploring" the possibility of offering a hybrid version of the full-size Tundra pickup truck. 

The executive said he believes even pickup-truck drivers who typically pay premiums for big horsepower and towing capacity will care enough about fuel economy that there should be enough demand to justify turning Toyota's next-generation Tundra into a full-fledged hybrid vehicle. The hybrid Tundra pickup likely would arrive in showrooms after Toyota launches the redesigned Tundra pickup in a few years, he said. 

Write to Norihiko Shirouzu at norihiko.shirouzu@wsj.com 1
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Lots of Zoom, With Batteries 

By CHRIS DIXON 

.K., you hit this button," says Alan Cocconi, pointing to a control on a little G-force meter attached to his dashboard. "Then hold down the brake really hard. Push on it with all your might. When it says 

Go,' let off the brake and hold on." 

With that he steps out of the car. A flat, straight half-mile of asphalt is dead ahead; alongside stretches the runway of Brackett Field Airport east of Los Angeles.  With the  throttle and brake pedals fully pressed,  the bright yellow sports car shudders with power — but rather than the roar of a caged Lamborghini, the only sound is a muffled whine. Though the whine becomes only marginally louder when the brakes are released, everything else changes as the car lunges forward in a jaw-dropping, stomach-clenching and near-terrifying blur. In 3.7 seconds, it's all over. That's the time it has taken for this little electric sports car, the Tzero by AC Propulsion, to reach 60 miles per hour. And its only power is from a simple array of lithium-ion laptop computer batteries. 

Few street-legal automobiles are capable of running to 60 m.p.h. in under four seconds, and it's a safe bet that the Tzero is the only electric-powered car that can. The founders of AC Propulsion, based in San Dimas in the suburbs east of Los Angeles, seem to think that the lithium-ion batteries have led them to the holy grail of electric motoring: range and performance in one package. This is, however, after the major automakers have cast aside ideas of all-electric vehicles and turned their attention to hybrids and fuel cells. 

Thunderously fast but whisper quiet, the rear-wheel-drive Tzero began life in the late 1990's as a showcase for AC Propulsion's high-revving AC 150 drive system. A 220-horsepower street-legal racer, the car was powered by a series of  deep-cycle automotive lead acid batteries. With 1,250 pounds of batteries on board, the original car was good for 4.1-second zero-to-60 times with a top speed of 90 m.p.h. and a range of 80 to 90 miles. 

Last month, however, AC Propulsion unveiled the latest version of the car, now powered by 6,800  lightweight lithium-ion laptop computer batteries. With these batteries — and an increased top speed — the Tzero weighs 700 pounds less and the company says it will run up to 300 miles on a single charge — which requires a few hours plugged into a 220-volt outlet like the ones many households have for clothes dryers. It can also be recharged at a 110-volt outlet, but it takes about three times as long. 

The car, priced at $220,000, is available only directly from AC Propulsion and has not yet met federal safety regulations. The company says, though, that it is legal for street use when registered as a "special construction vehicle," which is the way homemade and kit-built cars are registered. The Tzero at the speedway had a California license plate and had been driven to the track. So far, the company said, deposits have been made for eight cars with the lithium-ion system. (Two earlier versions, with lead acid batteries, were sold for private use.) 

What will a Tzero buyer get? 

A car that, from zero to 100 and through the quarter mile, will run with, or beat, the $281,000 Lamborghini Murciélago, the $224,000 Ferrari 575M Maranello or the $440,000 Porsche Carrera GT. And do it cleanly and quietly. However, with the single-gear Tzero's engine limited to just over 100 m.p.h. at 13,300 r.p.m.'s, it will never win an oval-track race against those supercars. But its developers are betting that the car's power and   range will generate renewed interest not only in their company's offerings, but in electric cars in general. 

The Tzero is the brainchild of Mr. Cocconi, an engineer, and Tom Gage, a former race car driver and an engineer. Mr. Coccini founded AC Propulsion just over a decade ago after having worked for General Motors as a founding engineer on the company's Saturn EV1 electric car project. Mr. Cocconi said he decided to go out on his own after G.M. decided to build the car. "I didn't want to be a part of the big G.M. machine," he said. "About a month afterward, I thought about upgraded chargers and what techniques were possible and I started AC Propulsion." With that, he ripped the engine and transmission out of a Honda CRX, and set to work devising his own drive system. Today, 160,000 miles later, he said, that Honda is still humming. 

Mr. Gage met Mr. Cocconi while working as an automotive industry consultant on electric vehicles in the early 90's. "When I interviewed Alan," Mr. Gage said, "it became obvious that not only did he clearly know what he was talking about, but he was doing something about it. I drove a prototype of his and was blown away." A year later, he said, the consulting work dried up and he joined AC Propulsion. 

The company's early days coincided with California's Zero Emissions Vehicle or Z.E.V. mandate. When it appeared that automakers would be required to sell a substantial number of Z.E.V.'s, manufacturers were a primary customer for AC Propulsion's systems for testing and evaluation. When the mandate was challenged by manufacturers in 2001, Mr. Cocconi said, sales dried up. Today the company sells its $25,000 E.V. conversions to private enthusiasts and to bus companies. Mr. Gage said that the lithium-ion setup, and plans to offer a conversion system for Toyota's Scion xB, could chart a new course for a company that today has only 12 full-time employees. 

MR. GAGE said that he and Mr. Cocconi realized that they could never produce a car with the economies of scale of a Honda or a Toyota. "That's how the Tzero was born; it's a niche," Mr. Gage said. "We knew it would be expensive because it was hand-built in-house, but it would justify its price because it would have outstanding performance." The Tzero was based on  a mid-90's car called the Sportech that was designed by several Detroit engineers and powered by a motorcycle engine. According to Mr. Cocconi, only five were made. AC Propulsion modified the Sportech's bare-bones design with a beefier frame, doors, windows and a roof. 

A few weeks ago, AC Propulsion took the revamped Tzero to the California Speedway in Fontana, 20 miles east of Los Angeles. Under the baking sun, the first tests were run alongside a Chrysler Crossfire and a Scion xA that Mark Vaughn, a senior editor of AutoWeek magazine, had brought to track test. Also on hand was Tony Shalhoub, the star of the USA Network series "Monk." Mr. Shalhoub, who described himself as the avid owner of a Toyota RAV4 EV and was tipped off to the demonstration by a Toyota dealer, said that he wanted to see what the Tzero would do. 

On the first day of testing the new lithium-ion system, the Tzero's traction control and handling were not calibrated to the car's 700-pound lighter weight. Thus the Tzero could only muster a 4.1-second zero-to-60 time because its rear tires kept breaking free. In the slalom, the Tzero ran only slightly faster than the Mercedes-engineered Crossfire, but Mr. Vaughn said that with the suspension properly calibrated and stickier tires, it could have run faster. 

"It's pretty cool," Mr. Vaughn said. "With a gas car you have to play around with engine power and adjust where you engage the clutch. With this thing, you just step on the pedal, light the fuse and keep steering." 

Next, the Tzero and Mr. Shalhoub disappeared up the test track, with an occasional smoking of the tires. He came back, zigzagging on the way, and compared the car's acceleration to a ride he had taken in a Navy Blue Angel jet. "I thought I was at the top end," he said. "Then I stepped on it a little more and it doubled in speed. It's terrifying, but it actually handles beautifully." 

Mr. Vaughn, who described  AC Propulsion as "the most legitimate of all electric-auto makers," said that the company faced an uphill battle even with the Tzero's 300-mile range and a promised 190-mile range in a converted Scion xB, a small, boxy four-door wagon that is considerably heavier than the Tzero. "For AC Propulsion," he said, "the Tzero alone might not be the secret. Even if they get a sugar daddy, that's not enough. They need to get a Honda or Toyota to say, 

Yeah, we want it.' If they're going to offer conversions for xB's, which makes sense, that would offer a lot." 

Last week, in preparation for a pending clean-car challenge called the Michelin Challenge Bibendum, next Tuesday to Thursday in Sonoma, Mr. Cocconi was again ready to put the Tzero through its paces. With suspension and traction bugs ironed out, the Tzero ran the 0-60 test that yielded 3.7 seconds. It was also ready for a drive along the stunning Glendora Mountain road in the Angeles National Forest. With ample opportunity to run in the real world, the car was a wonder to behold. Because the car recharges its batteries when the throttle is released — slowing sharply as energy is recaptured — it can be driven hard using only the accelerator pedal. Also, if the car detects a turn with more than half a G-force, it eases the rear-wheel regenerative braking  to prevent slides. After a driver has had a few minutes to get used to the system, there comes a wonderful sense of limitless, fluid power as the car quietly wails, dodges, thrusts and parries on the mountain road. 

"That's unique with an electric," Mr. Cocconi said. "Whether you accelerate or decelerate, you're always in the right gear." He said that no traditional stick shift could do that. 

In between the beautiful vistas and the twisting road, it was fascinating to catch glimpses of the ammeter, the gauge that shows the power being consumed. While it goes into negative territory on uphill acceleration, it flies the other way on downhills, charging the batteries. Mr. Cocconi said that because of the up-and-down nature of mountain roads, and relatively slow speeds, this is where the car is most efficient. Still, he said, he drove it 250 miles last week on the freeway, and the car's computer indicated it could have gone at least another 40. 

At the end of a hard drive, including five scorching zero-to-60 runs, the car had traveled 57 miles and used only 9,900 of the 50,000 watt-hours in its batteries, costing less than the price of two gallons of gasoline.  "These batteries," Mr. Cocconi said, "they're really pretty magical."

http://news.mysanantonio.com/story.cfm?xla=saen&xlb=110&xlc=1051640

Dave Beck: Testing by  the customers  might pay off 

 

Web Posted : 09/08/2003 12:00 AM 

What would you think of a business that released its products before it was sure they were 100 percent ready? 

Let's say the company releases the product for free, allowing the customer to use it and test it in the real world. 

In some industries, such as medicine, this might not work out so well. I'd want hospital equipment or medications, for example, to be put through rigorous clinical trials before being cleared for medical use. 

But in some industries, asking customers to test products has actually become the norm. Just ask Bill Gates. 

Companies like Microsoft routinely make beta versions of new software available to anyone wanting to download and test the programs. For the computer industry, in which having the latest version of a product is at a higher premium than most other industries, this is a great strategy. 

Companies build loyalty by giving good customers new versions of software before they hit the stores, and companies get to fine-tune their programs based on input from these loyal customers. 

And if the company does make changes, it's not an admission that it put out something flawed; it's the result of a collaborative effort between the company and the customers most likely to use those products. 

To me, there's a valuable lesson here that applies to more than just software companies. 

It's a lesson that runs counter to what you may have learned about the competitive business world. The lesson is this: You don't have to be perfect. 

To clarify, you don't have to get a product or service 100 percent right before you make it available and announce this news to the world. Obviously, you want to ensure that you're not launching your first version of a product with a broad national distribution. But neither do you want to hold on to your latest creation just so you can fine-tune it one more time. 

That's a hard concept for many business people to embrace because we live in a society where we often expect perfection of ourselves and hold others to that standard as well. Besides, because everyone has a different standard of perfection, your "ideal" product may not meet the same standard the users of that product are expecting. 

But we also live in a competitive world. Americans are able to take advantage of the choices given to them by a global market and are more aware of these choices than ever before through advanced technologies. Companies are finding quicker and more cost-efficient means to produce things. 

Quality still is at a premium but so is simple availability. 

We're also not as much of a "built to last" society as we once were. We're getting so good at production that it's almost as cost-effective — and usually a lot easier — to replace certain items rather than repair them. If you've ever had a cell phone, computer or VCR go out on you, you know exactly what I mean. 

All these factors, especially the desire to get products to market quickly, means we're more likely to forgive little imperfections, especially if they can be corrected along the way. When we roll out a new account type or product, we have a team that meets regularly during the initial launch period to review customer feedback and adjust the product until it's as close to what our customers want as we can make it. 

For example, software companies make new version updates available to their customers, typically addressing flaws that have surfaced through customer use. Cell phone networks are routinely improved, which in turn helps the reception and performance of each phone. Retail stores will change their layout and inventory to meet customer demand. 

In each of these cases, you're seeing the company adjust to the needs of its customers. A customer notes that a product or service isn't 100 percent right, and the company, in an effort to make it so, adjusts to address the concern. 

In some cases, the impulse to improve a product comes from the company figuring out a better way to do something. The customer won't notice anything wrong if it's not changed but would definitely favor the improvement if old and new were put side by side. 

That's why, for example, you're currently seeing car manufacturers talking up their new 2004 models. Some of the cars are being changed cosmetically, while others are being completely revamped. Some of the changes come from customer concerns; others are just fine-tuning. 

The 2004 Toyota Prius, a gas/electric hybrid, for instance, is significantly changed from the 2003 version. Given the relatively new technology the Prius employs, you would expect hybrids to evolve and improve over time. Honda boasts two hybrid models, as well as a prototype fuel cell car, and most other automakers have one in the works. 

But give Toyota credit. They recognized a market hungry for such a car, did the research and put it into production. Was the 2003 Prius the best hybrid car Toyota will ever make? Of course not — the company acknowledges the 2004 model represents "just the start" of this new breed of cars. 

But consumers who buy a hybrid vehicle are buying more than just a car. They're buying something they believe will help the environment. Customers such as this, who display a loyalty to ideals your products embody, will be ready to make the journey with you and help you make your products better. 

What does that mean for your company? It means you can surge forward with making new products and services available — with a few important caveats. 

First off, you have to be reasonably sure of what you're bringing to the sales floor. Your reputation still hinges on quality, and you want word-of-mouth about your company to lead with positives rather than negatives. 

Also, you have to be ready to get customer feedback. In fact, you should be encouraging it. After all, you're asking customers to make the journey with you as you fine-tune a product in the real world. That means they have to act, to a certain degree, as partners in development. Without an outlet to comment on what could be improved, your customers will feel left out of the loop. And you've lost your positive word-of-mouth. 

Remember: By beta testing your business, you're not letting your company off the hook. You're merely expanding the size and scope of your R & D department. 

dbeck@express-news.net; Dave Beck is president of business banking administration at Frost Bank.

http://www.siliconvalley.com/mld/siliconvalley/6713548.htm
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New hybrid technology puts Toyota in fast lane 

By Dan Gillmor 

Mercury News Technology Columnist 

Early last week, Toyota Motor showed off a nifty piece of technology: a car, equipped with sensors and automated steering, that pretty much parks itself. Imagine a nervous new driver taking that to the driver's license road test. 

But the self-parking feature, available only in Japan for the moment, was a parlor trick, relatively speaking. What made the car truly special was its overall design, a demonstration of technological and manufacturing prowess that once again seems to leave American and European carmakers behind. 

The model Toyota launched in Tokyo last week was the new Prius, a hybrid gas- and electric-powered car that's scheduled to go on sale in the United States next month. Amazingly, the mid-size car is bigger, more powerful, more fuel-efficient and less polluting than the current Prius, a compact that was already quite environmentally friendly. 

That may be ideal for Californians who don't feel obliged to hog the highways with barge-like SUVs. Prediction: It will be the runaway hit in the new model year. 

Now, I'm not a car guy. I'd rather not even own one. But living where I do, that's not a serious option. 

I buy cars for one purpose: trustworthy transportation at an affordable cost. I buy them about once every 10 years; since 1984, I've owned two vehicles, both Toyotas that have been the epitome of reliability. 

Because information technology has become a serious part of automaking in recent times, my once-a-decade approach leaves me dazzled every time I get ready to change vehicles. The accelerating pace of technological innovation is plainly part of the car business, too, and nowhere is that more obvious than in the new Prius. 

Toyota reminds me in some ways of Intel, notably the fact that they may be the two most brilliant manufacturers in the world, albeit with different approaches. The automaker uses technology, among other things, to add value to its unbeaten manufacturing prowess, while Intel supports its technological talents with top-of-the-line manufacturing. 

For the car companies that increasingly add intelligence to what they sell, the upshot is smarter cars and smarter ways of making them. We all benefit. 

More intelligent manufacturing procedures mean lower costs for the automaker on such things as energy and other raw materials, and higher quality for the eventual owner. More intelligent operations in the car itself have obvious implications. Even some SUVs get halfway decent mileage because of technology improvements, a far cry from what big cars and trucks offered a generation ago. 

The most impressive technological feat in the new Prius is making a hybrid that's big enough, finally, to be a genuine family car -- all the while improving on the performance and, amazingly enough, the efficiency (roughly 55 miles per gallon, up from about 48). All that, without raising the $20,000 price. 

Where are the U.S. car-makers? As usual, they're talking a pro game but performing like amateurs. Ford will soon offer a hybrid SUV, but by the time American manufacturers really catch up to Toyota and Honda, the other Japanese car company that has taken a serious interest in hybrids, the game will have moved on. 

That seems to be Detroit's best shot in any event. Hybrids are way stations on the way to the cleanest cars of all: hydrogen-powered vehicles that someday will replace the gas and diesel models that had such a revolutionary impact on life in the 20th century. Even the environmentally laid-back Bush administration has seen the value in hydrogen-fueled cars. 

Yet even though the environmental, economic and political reasons for the coming shift are inexorable, too many policies seem aimed more at delaying the transition than accelerating it. 

Today's gasoline prices won't stay this high. Volatility, thanks to the oil companies' daredevil inventory practices and the general instability in the oil-producing regions of the world, is going to be with us for a long time to come. 

Will the hybrids, and all the other applications of intelligence to manufacturing and operating processes, solve the problem? No. They could be a big part of the solution, however. 

I can see only one downside in the new Prius. It will be hard to find. But unless something arrives suddenly to change my mind, I'll be driving one within the next year. Just seems like the smart move. 

Dan Gillmor's column appears each Sunday and Wednesday. Visit Dan's online column, eJournal ( www.dangillmor.com ). E-mail dgillmor@mercurynews.com ; phone (408) 920-5016; fax (408) 920-5917.

http://www.evworld.com/databases/shownews.cfm?pageid=news050903-01

BAE Systems Completes Hybrid-diesel Truck Test 

Testing was performed on an Army Family of Medium Tactical Vehicles (FMTV) truck converted to a hybrid by BAE Systems. 

Source: Business Wire 

[Sep 05, 2003] 

JOHNSON CITY, N.Y.--(BUSINESS WIRE)--Sept. 2, 2003--A hybrid diesel-electric tactical truck has completed an unprecedented 5,000 miles of performance tests at the U.S. Army Aberdeen Test Center, Aberdeen Proving Grounds, Md. The vehicle's propulsion system was evaluated in a 4,000-mile reliability, availability, and maintainability (RAM) test on Aberdeen's challenging Churchville courses after characterization testing of more than 1,000 miles on the facility's fuel economy course. The testing was performed on an Army Family of Medium Tactical Vehicles (FMTV) truck converted to a hybrid by BAE SYSTEMS. 

The hybrid technology, developed by BAE SYSTEMS, is available commercially as the Hybri-Drive(TM) propulsion system. 

The Boeing Company (NYSE:BA) and Science Applications International Corporation, selected to be the Lead System Integrator team for the Army's Future Combat System program, contracted with BAE SYSTEMS to test the hybrid FMTV under the FCS Manned Platform Attributes Demonstration program. The six-wheel-drive truck, ballasted up to 16 tons, was tested on Aberdeen's hilly Churchville course and performed extremely well throughout the three-month evaluation. The Churchville course consists of grades up to 29 percent, stops, tight turns, all conducted on a rough cross-country section. 

The first hybrid electric vehicle more than 12,000 pounds ever to complete 4,000 miles of RAM testing, the truck also broke the Churchville course mileage record for any FMTV, hybrid or conventional, covering 179 miles in a single day. 

"The truck's performance was excellent," said Karl Eisinger of Boeing, who oversaw the FMTV demonstration. "Acceleration and fuel economy were both better than conventional diesel FMTVs, and it did not incur a single component failure during a highly demanding series of tests." 

The hybrid FMTV is based on a series hybrid configuration that uses two electric motors, a traction generator, a propulsion control system, and an energy storage unit. Buses using similar technology, developed by BAE SYSTEMS, have logged almost a million miles in revenue service in cities across the United States, and New York City's transit authority has committed to buying a production fleet of 325 buses equipped with the BAE SYSTEMS HybriDrive(TM) propulsion system. 

Hybrid technology offers the Army these benefits: 

On-board power generation: The hybrid FMTV can be used as a self-contained mobile power plant producing up to 200 kilowatts of continuous exportable power. Generating electricity for weapon systems, communications equipment, field hospitals, and other uses otherwise requires towing an auxiliary generator. 

Improved fuel economy: Fuel consumption is of particular concern to the military because of the high cost of delivering fuel to battlefields and other remote locations. 

Improved performance: The FMTV tests at Aberdeen demonstrated superior performance that can be customized, through system software, to maximize acceleration, fuel economy, or power generation, according to the situation. 

About BAE SYSTEMS: 

BAE SYSTEMS is an international company engaged in the development, delivery, and support of advanced defense and aerospace systems in the air, on land, at sea, and in space. The company designs, manufactures, and supports military aircraft, surface ships, submarines, radar, avionics, communications, electronics, and guided weapon systems. It is a pioneer in technology with a heritage stretching back hundreds of years and is at the forefront of innovation, working to develop the next generation of intelligent defense systems. 

BAE SYSTEMS has major operations across five continents and customers in some 130 countries. The company has 100,000 people and generates annual sales of approximately $18 billion through its wholly owned and joint-venture operations. 

BAE SYSTEMS North America is a high-technology U.S. company employing more than 25,000 people who live and work in some 30 states, the District of Columbia, and the United Kingdom. The company is dedicated to solving its customers' needs with highly innovative and leading-edge solutions across the defense electronics, systems, information technology, and services arenas. 

The HybriDrive(TM) propulsion system is produced by BAE SYSTEM Power Systems, part of the North America-based Platform Solutions Sector. The sector is a leading global supplier of integrated electronic control products, subsystems, and man-machine interface systems for air, space, sea, and ground vehicles. The business develops and produces electronic vehicle management systems, electronic engine controls, cockpit and helmet displays, and inertial systems for a variety of platforms including fixed- and rotary-wing aircraft, missiles, ground vehicles, ships, and space launch vehicles. It also produces HybriDrive(TM) propulsion systems for intra-city transit buses and other medium and large vehicles. Headquartered in Johnson City, New York, it employs approximately 6,400 people at 12 facilities in the United States and the United Kingdom. 

BAE SYSTEMS, innovating for a safer world. 

--30--RM/ph* 

CONTACT: BAE SYSTEMS Platform Solutions 

Larry Stone, 607-770-3944 

Cell: 607-759-2545 

lawrence.w.stone@baesystems.com 

www.na.baesystems.com 

http://www.evworld.com/databases/shownews.cfm?pageid=news050903-04

UQM Showcases Two Hybrid Electric Vehicles 

Hybrid-electric shuttle bus and tractor are centerpiece of annual shareholder meeting 

Source: PR Newswire 

[Sep 05, 2003] 

GOLDEN, Colo., Aug. 19 -- UQM TECHNOLOGIES, INC. UQM Chief Executive Officer, William G. Rankin, told shareholders today at the Company's Annual Meeting of Shareholders that UQM(r) propulsion systems are slated for use in land, sea and air applications. The Company showcased at the meeting two such land applications; a concept hybrid electric 7000 series agricultural tractor developed for Deere and Company and a hybrid electric shuttle bus being retrofitted for the U.S. Air Force, both powered by UQM(r) propulsion motors, generators and power electronic controllers. 

Mr. Rankin told shareholders that in addition to the on-road and off-road hybrid electric land vehicles on display, the Company had recently began work on a U.S. Navy sponsored program to evaluate the application of hybrid electric propulsion to small military boats and that the Company was gearing up to begin deliveries of a 1.1 HP UQM(r) motor, developed for Keith Products, Inc., that will power the condenser blower in the air conditioning system for a military aircraft currently in production. Mr. Rankin noted that work on hybrid electric propulsion systems for the military was becoming a larger part of the Company's business, citing contract awards received by the Company including: 

Propulsion system supplier for the Unmanned Ground Combat Vehicle being developed for DARPA by Carnegie Mellon University's National Robotics Engineering Consortium, Boeing and PEI Electronics, a unit of Integrated Defense Technologies. 

Propulsion system lead for the Gladiator Tactical Unmanned Ground Vehicle being developed for the Office of Naval Research by Carnegie Mellon. 

Vehicle developer and integrator of an optimized configuration of currently available advanced technologies into an all electric one-half ton pick-up truck for the U.S. Air Force. 

Mr. Rankin also noted that the Company has supplied UQM(r) propulsion systems and generators for six hybrid electric HMMWVs, three of which have completed field testing, and Mr. Rankin stated he was optimistic that UQM(r) propulsion systems would be selected to power the hybrid electric HMMWVs expected to be delivered under an anticipated production program. 

At the meeting, shareholders elected the nominated slate of Directors and ratified the continued appointment of KPMG LLP as the Company's independent auditors. 

UQM Technologies, Inc. is a developer and manufacturer of power dense, high efficiency electric motors, generators and power electronic controllers for the automotive, aerospace, medical, military and industrial markets. A major emphasis of the Company is developing products for the alternative energy technologies sector including power systems for battery hybrid and fuel cell electric vehicles, 42 volt under-the-hood power accessories and other vehicle auxiliaries and distributed power generation applications. The Company's headquarters, engineering and product development center and motor manufacturing operation are located in Frederick, Colorado. Its electronic products manufacturing facility is located in St. Charles, Missouri. For more information on the Company, please visit its worldwide website at www.uqm.com .

This press release contains statements that constitute "forward-looking statements" within the meaning of Section 27A of the Securities Act and Section 21E of the Securities Exchange Act. These statements appear in a number of places in this press release and include statements regarding our plans, beliefs or current expectations, including those plans, beliefs and expectations of our officers and directors with respect to, among other things, the development of markets for our products. Important risk factors that could cause actual results to differ from those contained in the forward- looking statements include our ability to be profitable, our ability to obtain additional financing, our reliance on major customers and suppliers, our ability to commercialize our products and the possibility that product liability insurance may become available to us. 

http://www.kansascity.com/mld/kansascity/business/6676223.htm

Posted on Tue, Sep. 02, 2003 

Toyota looks to boost U.S. sales of hybrid vehicles 

GARY GENTILE 

Associated Press 

LOS ANGELES -Toyota hopes to boost annual sales of its hybrid gas and electric Prius in the United States by 75 percent, Yukitoshi Funo, the new president and chief executive officer of Toyota Motor Sales, U.S.A. Inc. said Tuesday. 

Toyota hopes to sell 35,000 of its next-generation hybrid car in the United States per year, up from the 20,000 Prius passenger cars Toyota now sells annually, Funo said. 

The 2004 Prius hits showrooms next month featuring more power, better performance and higher gas mileage than the current model. 

A hybrid car switches between a gasoline engine and electric motor to deliver the best mileage. The car recharges itself during the drive. 

"I think the market is going to be very big in a very short period of time for hybrids," Funo said at Toyota's U.S. headquarters in Torrance. 

Funo said Toyota will introduce a Lexus hybrid next year, followed by other hybrid models over the next decade, when the hybrid market is expected to grow tenfold. 

"Toyota is determined to bring in as many hybrid variants as possible and as quickly as possible," Funo said. 

Funo said Toyota does not plan to increase sales incentives as it anticipates a robust American car market for the rest of this year and beyond. 

If current sales trends continue, Toyota is set to sell more of its cars in the United States this year than Chevrolet or Ford. 

Toyota's overall U.S. market share has risen steadily, from 10.1 percent at the end of 2001 to 10.4 percent in 2002 to its current 11 percent. 

Funo downplayed the possibility during his remarks. 

"We don't really benchmark relative to other competitors," he said.

http://www.usatoday.com/news/nation/2003-09-03-energies-usat_x.htm

Former adversaries combine forces in energy crisis 

By Kathy Kiely, USA TODAY 

WASHINGTON — Last month's blackout in the Northeast and upper Midwest is putting pressure on Congress to pass the nation's first major energy bill in more than a decade. But an unusual coalition of energy experts and environmentalists thinks it should produce much more. 

Companies have had to invest in backup power systems because of problems with the U.S. electricity-transmission network. 

By Al Goldis, AP 

Members of the coalition fear that the conflicting demands of powerful interest groups — energy companies, automakers and environmentalists — will prevent Congress from taking bold steps needed to protect an energy-intensive society from blackouts and rising prices. By presenting a united, bipartisan front, they're hoping to embolden the lawmakers to consider more far-reaching proposals: 

•Hybrid cars that would plug into the house each night and feed power back into a digital electricity grid. 

•Robotized dishwashers, washers and dryers that would switch on automatically when power use is lowest, or log on to the Internet to bid for the cheapest electricity available. 

•Subsidies for farmers around the world to grow grain — not for food, but for fuel. That would encourage production of ethanol and other "clean" fuels and reduce U.S. oil imports. 

These ideas go well beyond what Congress is considering. Members of the House of Representatives and the Senate have been trying for three years to pass an energy bill. The aim is to reduce the nation's dependence on oil imports, stabilize prices for gasoline and electric power, and make the nation's electricity-transmission system more reliable. There's bipartisan agreement about the need for new policies to address the growing gap between the nation's demand for energy and the available supply. But, says Senate Democratic leader Tom Daschle, "Consensus is hard to achieve." 

Enter the strange-bedfellows caucus: Over the past two years, groups of longtime adversaries have begun meeting to brainstorm about the nation's energy future — people such as John Podesta, the White House chief of staff for President Clinton, and Boyden Gray, the chief White House counsel for the first President Bush. 

"Generally, when Boyden and I are invited to the same place, they seat us where we can't throw spoons at each other," Podesta joked recently when the two helped announced recommendations of the Energy Future Coalition. 

The coalition is one of two such groups that have formed since 2001, both financed by private foundations. The other, the National Commission on Energy Policy, is similarly diverse. Its recommendations on electricity supply, issued last week, include tighter efficiency standards for appliances and rules that would force electricity suppliers to fix transmission grids. 

The two groups' work could be dismissed as pie-in-the-sky daydreaming were it not for the members' credentials. Other participants include Bill Reilly, who headed the Environmental Protection Agency in the first Bush administration; former CIA director James Woolsey; environmental activists; union officials; and leaders of the auto, oil and coal industries. Gray calls them "a coalition of tree-huggers, sod-busters and cheap hawks" — a phrase he credits to Woolsey. 

The tree-huggers are environmentalists concerned about emissions from the burning of hydrocarbon fuels — coal, oil and natural gas — suspected of causing global warming and potentially catastrophic climate changes. The sod-busters are farmers who hope to supplant oil imports with ethanol, a fuel produced from grain. The cheap hawks would like the United States to reduce its dependence on oil from the Middle East, which some experts see as helping to finance the kind of terror attacks that occurred on Sept. 11. "This is all about 9/11," says Tim Wirth, a former Democratic senator from Colorado and a co-founder of the Energy Futures Coalition. 

Ask why they're working together, and participants give similar answers: "A common frustration with the inability of the political process to make progress on the energy issue," says Linda Stuntz, a top energy official in the first Bush administration. 

Ever since President Carter made energy a national priority in the 1970s, policymakers have tried to tackle the issue. Each time they do, the debate gets harder. Says American Petroleum Institute President Red Cavaney, "All the easy choices on energy already have been made." 

Now Congress faces politically difficult choices: Should the government open up more federal lands and coastal areas to drilling and mining, even if it means derricks off the beaches of Florida and California or in the Arctic National Wildlife Refuge? Force electric utilities to produce a fixed percentage of power from alternative sources, even if those are more expensive than oil and coal? Resume building nuclear power plants? Impose tougher fuel-efficiency standards or higher gas taxes on a nation in love with big cars? 

Participants in the Energy Future Coalition and the National Commission on Energy Policy say the time is right for a national debate on energy and the environment: 

•Even before last month's blackout, problems with the nation's 50-year-old electrical grid contributed to a series of devastating blackouts in California, the world's fifth-largest economy. The same electric hiccups that set alarm clocks and VCRs blinking can be devastating for companies in manufacturing or financial services. More and more are buying backup generation capacity. "It's like a tax we all pay because it's a hidden cost on goods and services," says Bob Gee of the Electric Innovation Institute. 

•Oil imports continue to rise, reaching a record-breaking 65% of consumption in May. Gray is convinced that the U.S. oil consumption is "directly supporting" Middle East terrorists. Worldwide consumption of oil is expected to reach 119 million barrels a day in 2025, up from 78 million barrels a day now. To keep prices from soaring, "we have to add a tremendous amount of capacity in 25 years," says Ed Porter, an economist with the American Petroleum Institute. 

•In the 1990s, natural gas was hailed as a miracle fuel that would keep the country running while reducing the greenhouse gases that many experts believe could be leading to catastrophic global warming. "When I was in office, we looked forward to a natural gas economy and thought it was going to solve a whole range of problems," says Reilly, the former EPA chief. "Now it's not so clear." A run on natural gas has caused prices to skyrocket since the 1980s. That means higher home heating and air conditioning bills, and worse: Some chemical manufacturers are moving overseas, taking thousands of high-paying jobs with them. 

Those kinds of unintended consequences have convinced the former adversaries that they must plan the nation's energy and environmental policies together. Emblematic of the emerging consensus are David Hawkins of the Natural Resources Defense Council and Dick Lawson, ex-president of the National Coal Association. They spent the 1980s fighting over acid rain; now they're cooperating to rehabilitate coal, the fuel that natural gas was meant to supplant. 

"I've been in Washington for 33 years, and this discussion we've had is really different," Hawkins says. "We wanted to create an atmosphere where people could continue to talk."

http://www.evworld.com/databases/shownews.cfm?pageid=news030903-02

US Air Force to Test UQM-driven Electric Pickups 

Two-year program will develop half-ton, all electric pickup truck 

Source: Business Wire 

[Sep 03, 2003] 

The half-ton pickup truck is joining the ever-growing list of energy-efficient vehicles powered by UQM Technologies' patented electric propulsion technology, thanks to a $630,000 award from the U.S. Air Force. 

The Frederick-based company -- which develops and manufactures power-dense, high-efficiency electric motors, generators and power electronic controllers for the automotive, aerospace, medical, military and industrial sectors -- won the Phase II, two-year contract to make a conventional pickup truck run entirely on electricity, according to Jon Lutz, UQM director of engineering. The Air Force will use the vehicles for ground support at its bases, he said. 

The objective of the contract is to evaluate the truck, which will be optimized with current technologies, against similar electric vehicles that are operating with older technologies. Lutz said the company expects to overcome the range (how far the vehicle can go without a battery re-charge) and acceleration performance limitations inherent in those older technologies. 

The contract, awarded under the Small Business Innovation Research Program, is an important development for UQM because it allows the company to showcase its patented electric propulsion technology in a new class of vehicles, according to Lutz. 

"We expect that this demonstration contract, which includes the conversion of one vehicle, will lead to a number of follow-on vehicles that will be powered by UQM technology," he said. 

Lutz said the contract also gives the company a chance to evaluate the latest battery chemistry, called lithium-ion, which enabled the miniaturization of portable electronics such as laptop computers, cell phones and portable DVD players. 

"Larger versions of this battery will improve the acceleration and range of electric vehicles," he said -- a development that is very important to the U.S. Air Force, according to Lt. Jim Muldoon. 

"The war fighter needs to be able to perform their operations around the clock," he said. "Range and rapid charging allows them to keep the vehicles off the chargers and out on the ramp where they belong to support the aircraft." 

This Air Force contract is just the latest in a spate of military business to come UQM's way in recent months. In May, the company was chosen to serve as lead vehicle propulsion and drive train developer on a Phase II, $2.3 million contract awarded by the Office of Naval Research to Carnegie Mellon University's National Robotics Engineering Consortium. The project continues the development of the U.S. Marines Tactical Unmanned Ground Vehicle. 

And in July, the U.S. Navy awarded a $70,000 contract to UQM to evaluate the application of hybrid electric propulsion to small military boats. 

This uptick in business from the military is good news for UQM, whose latest financial results reflect the fact that it sells to the technology, industrial and other hard-hit markets. 

For the first quarter ended June 30, the company's revenues declined by 34 percent to $3.2 million. Its net loss from continuing operations dropped 5 percent to $390,000, according to Yahoo! Finance. The company's stock, which trades on the American Stock Exchange under the symbol UQM, closed at $3.42 on Aug. 27. 

According to Mike Wall, an analyst with IRN Inc., a Michigan-based automotive forecasting firm, Toyota and Honda's combined sales of hybrid cars were just 22,000 in 2002, compared with overall car and light truck sales of 16.8 million -- which shows hybrid vehicles are "not exactly blowing the doors off," he said. 

However, Lutz said the military is an eager participant in the development of hybrid electric propulsion systems because the cost of transporting fuel is so great. By the time the fuel is delivered to a vehicle on the battlefield, he said, it costs between $15 and $300 per gallon. 

"The fuel savings of hybrid technology has real value," Lutz said. "And the military also has found that our technology provides better vehicle acceleration than traditional engine-driven vehicles, which shatters the myth that electric propulsion systems are inherently wimpy." 

http://www.evworld.com/databases/shownews.cfm?pageid=news030903-08

Soaked At the Pumps 

The Daily Outrage columnist Matt Bivens on the current gasoline price spike 

Source: The Nation 

[Sep 03, 2003] 

On the East Coast this week, gasoline prices hit an all-time high average of $1.69, according to the Energy Department; on the West Coast, drivers faced prices of $2.05. (The Energy Information Administration, which tracks prices, has a neat region-by-region breakdown here.) 

There's no end of soothing explanations offered for skyrocketing gas prices, and assurances that they'll fall again in a few weeks. 

But let's cut to the chase: Prices soar not because it's "the summer driving season," or because an Arizona pipeline breaks down, or a few refineries go without electricity for a few days. C'mon. Prices soar because -- as long-time automobile-and-oil-industry watchers like Public Citizen observe -- we've concentrated tremendous market-dictating power in just a handful of big oil companies, and we don't regulate them very well. We don't, for example, require them to keep minimal reserves or inventories on hand, which is what we demand of, for example, the electric power system. 

Five big oil companies -- ExxonMobil, ChevronTexaco, ConocoPhillips, BP and Shell -- now control 61 percent of the gas station pumps in America, and also roughly half of our oil refinery markets and domestic exploration and production. "It is no surprise that gasoline prices are skyrocketing as we approach Labor Day weekend," says Public Citizen's Wenonah Hauter. "This is what you get when you have a handful of mega-corporations dominating the market, and it is what we predicted when the Federal Trade Commission (FTC) allowed massive consolidation of the oil industry in 1999 and 2000." 

Public Citizen thinks Congress should hold investigative hearings into the Labor Day weekend gas price hikes. The FTC's own schizophrenic reports suggest someone ought to step up and mind the store. Consider the FTC's March 2001 study into a spike in Midwest gasoline prices -- which found that everything was OK and above-board even though the price spike was partly driven by "conscious (but independent) choices by industry participants" to intentionally withhold supplies. (Which industry participants? FTC says that's secret. But I'll give you five guesses.) 

So the oil majors regularly pull this wide-eyed act with us, and pronounce themselves dismayed that it's summer again, and people are driving cars, and paying the oil companies more than ever before, isn't it awful? And then, to keep things murky, they also throw in some mumbo-jumbo about how this truck full of oil got a flat tire in Utah, and then there were six unusually sunny days in a row, and Mars is closer to Earth than it's been in 60,000 years, and Bob lost the keys to the refinery storeroom. 

The "energy bill" before Congress, by the way, does nothing to help with any of this -- not in regulating the oil companies, not in demanding fuel economy of cars. It does, however, find billions and billions more of your tax dollars to give away to already-wealthy Big Oil. Why? Because Congress can. Meanwhile, consider that in addition to the national average of $1.75 per gallon of gas, our military policing of the Middle East way back in peace-time days -- before the Iraq war -- was already costing us about $60 billion a year. Which worked out then to an additional $1.58 per gallon. 

http://www.nwanews.com/adg/story_business.php?storyid=40583

Gas-alternative shop opens 

BY SETH HETTENA THE ASSOCIATED PRESS 

Posted on Monday, September 1, 2003 

SAN DIEGO — At a justopened San Diego fuel station, attendants in white, 1950s-style uniforms clean customers’ windshields and offer to fill their tanks with biodiesel made from fishfry grease. 

Or, at the ethanol pump, fuel made from waste scraped off the floor of a cheese plant. 

Electric cars can charge their batteries for free. There’s also natural gas and liquefied propane gas — or LPG — both popular, less-polluting gasoline alternatives.  "No one has ever put all of these in one place," said Mike Lewis, the 37-year-old West Virginian who manages the Regional Transportation Center, which offers gas, diesel and six alternative fuels. 

But so far, the station, which opened in early August, isn’t seeing a steady flow of customers for the exotic combustibles. The No. 1 fuel at the station of the future is plain old gas. 

Still, gasoline and diesel sales pay the bills and leave the center well-positioned for California’s clean-vehicle movement aimed at fighting the nation’s worst air pollution while cutting dependence on oil. California has set a goal of having one of every 10 new vehicles sold in the state be nonpolluting by 2018. The "RTC," as the station’s signs label it, aims to solve one of the challenges posed by the mandate: Where do you fill ’er up?   "You want these products to be marketed and sold just like gasoline," said Dan Fong, a transportation technology specialist with the California Energy Commission. "You don’t want to go to a dark corner in a barren location and get fuel for your vehicle." 

The $15 million RTC was conceived more than five years ago by a Ford dealership marketing executive. Today, it includes a garage with mechanics special-  izing in alternative-fuel vehicles and an education center. Pearson Ford, the dealership that bankrolled the center, sells Ford Motor Co. ’s line of alternative-fuel vehicles beneath an adjacent structure. 

The project helps solve what Lewis calls the chicken-and-egg problem for alternative vehicles — should alternative-fuel stations spur sales of the vehicles or vehicles sales lead to more alternative-fuel pumps? 

With the RTC, he said, "We built the chicken and the egg. In this area, we’re taking away the excuses." 

Alternative fuel stations are hard to come by. LPG, the most common gas alternative in California, is often found at welding supply stores, propane supply houses, U-Haul depots and a handful of gas stations.  When it comes to natural gas, there are 110 stations open to the public in California, and only three in San Diego County, according to Mike Eaves of the California Natural Gas Vehicle Coalition.  "We’re fighting the 900-pound gorilla that’s on all the street corners," he said. 

Consumers are creatures of habit, and it’s difficult to beat the ease or convenience of the nation’s vast network of gasoline stations. Last year, Californians used about 15 billion gallons of gasoline, more than a tenth of total U.S. demand. While drivers grumble about prices, a gallon of gas in 2002 cost less on average than it did 20 years earlier, when adjusted for inflation. 

Low gas prices have discouraged the market for alternative vehicles, experts say. 

Only about 67,500 out of 25 million registered vehicles in California used alternative fuels at the beginning of the decade, according to the U.S. Department of Energy. Most are service vehicles used around airports, in local bus fleets or business, such as LPGpowered vehicles that deliver the Los Angeles Times. 

Also confusing the issue are the variety of alternative-fuel choices. California’s Air Resources Board, which imposed the zeroemissions mandate in 1990, is debating what should power the nonpolluting cars of tomorrow. The board initially favored battery-powered cars but now likes the future of hydrogen fuel cells. But hurdles remain, namely high costs and concerns about distribution. 

Rather than try to pick the fuel of the future, the Regional Transportation Center decided to offer as many as possible until a clear winner emerges. 

One customer, Derek Applebaum, pulled into the center recently in his old gas-powered  Dodge pickup.  "It’s incredible that somebody’s even doing it," Applebaum said. "Everybody’s so afraid to take a chance like this, especially when you’ve got the influence of oil companies." 

A week later, he returned to buy a Ford Explorer that runs on  ethanol or gasoline.  "I want to do my part for clean air and get off the Middle East oil dependence," said Applebaum, a 41-yearold bar owner who lives nearby. "The best thing I can do in my circle is buy an alternative-fuel vehicle."  "I guess I am their dream customer," he said.

http://www.carpages.co.uk/toyota/toyota_cs&s_hybrid_powered_sports_car_concept_part_1_01_09_03.asp?v=1

CS&S Hybrid Powered Sports Car Concept - Part One 

Introducing The Toyota CS&S Concept 

The Frankfurt Motor Show will be the venue for the world premiere of the Toyota CS&S (Compact Sports & Specialty), a 2+2 open-top sports car which, in terms of size, falls between the current Celica and MR2 models. The car is powered by Toyota’s advanced Hybrid Synergy Drive system, combining a mid-mounted 1.5-litre petrol unit that drives the rear wheels with a powerful electric motor to drive the front wheels. 

CS&S proves that hybrid technology is not just eco-friendly, it can also provide a dynamic and highly enjoyable driving experience. Four-wheel drive and excellent acceleration from the electric motor’s high torque underpin the car’s sporting character, while the Hybrid Synergy Drive system delivers benefits in fuel economy and clean running. oyota’s aim in developing the Hybrid Synergy Drive concept is to create more powerful petrol and electric power sources in order to achieve higher levels of performance. Conventional hybrid systems rely on a petrol or diesel engine to produce peak performance, and utilise an electric motor as an ancillary. The Hybrid Synergy Drive system, also used in the new Prius, incorporates a much more powerful electric motor, which means the car relies less on the petrol engine, even when extra performance is needed, as when accelerating or travelling uphill. As the electric motor is much more efficient than the petrol unit, this means better fuel economy, too. 

Advanced design concept 

CS&S is a new concept in sports car design, displaying styling cues developed by Toyota’s ED2 studio in the South of France. In this way it provides pointers to Toyota’s design philosophy for future cars for the European market. 

Overall, the styling uses clear contrasts, between sharp, angular lines and fluid curves and arches. This is reflected in the interior, too, with arched front compartments that define the separate space for driver and passenger and express the car’s sporting character. 

At first glance, CS&S looks like a two-seater. In fact, removable rear canopies conceal a further two seats, making it a true 2+2 sports car. In a further innovative touch that boosts security, the front passenger seat has been designed in such a way that it can be adapted to form a cover for the cockpit area. 

Toyota Space Touch - A revolutionary new human-machine interface 

The CS&S incorporates a radical new IT concept – Toyota Space Touch. This is an integrated multi-function system that breaks new ground in terms of human-machine interface technology. It is operated by means of a series of holographic projections that the driver ‘touches’ to make a selection. 

Spheres appear to float in space, but when touched they allow the user to control the air conditioning, audio, satellite navigation or even Internet connections. It is simple and intuitive to use, yet involves the application of cutting edge technology. European Show Debut For New Prius 

The new generation Toyota Prius will be formally introduced to the European public at Frankfurt, following the car’s world debut in Detroit at the beginning of the year and its appearance as an official car at the World Athletics Championships in Paris in August. 

As well as being the most technologically advanced car on the market, the Prius also offers a radical and intelligent design, combining the distinctive qualities of a saloon, and the versatility of an estate car in a practical five-door hatchback. Aerodynamics play a significant role in improving fuel economy, the Prius having a class leading coefficient of drag of 0.26. The Hybrid Synergy Drive powertrain enables nought to 62mph acceleration in less than 11 seconds and more than 65mpg in combined cycle driving. The Prius is exceptionally clean, too, producing nitrogen oxides and hydrocarbon emissions 88.8 per cent below Euro IV standards. 

The pioneering technology deployed in the new Prius includes the world’s first fully electric active safety package, including a by-wire braking system and the first application of an electric inverter air conditioning system with humidity sensor. UK sales are scheduled to begin in early 2004.

http://www.registerguard.com/news/2003/09/19/d2.cr.cars.0919.html
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Religious leaders urge state to use fuel-efficient cars 

By Sarah Linn 

The Associated Press 

SALEM - Religious leaders from across Oregon have asked state officials to replace more than 11,000 state vehicles with more fuel-efficient models. 

A report commissioned by the Oregon Interfaith Global Warming Campaign said doing so would reduce the fleet's greenhouse gas emissions by 69,582 tons and save $1.3 million over the next 10 years. 

Energy conservation was the focus of an interfaith summit Thursday in Salem, sponsored by Ecumenical Ministries of Oregon, an association of 17 Christian denominations, and the Northwest Jewish Environmental Project. 

The conference also tackled changing climates, public energy policy, the United States' reliance on fossil fuels and the health risks associated with pollution. 

Church leaders said people of faith should lead the effort to prevent global warming and the irresponsible use of resources. 

The message in scripture is to take care of (the Earth) as God takes care of us and love it as God loves us,'' said the Rev. Mark Knutson, pastor of the Augustana Lutheran Church in Portland. 

That message had been lost through time, Rabbi Yitzak Husbands-Hankins said, as faith communities concentrated on dominating the Earth instead of stewarding it. 

I think somehow a 'Cliffs Notes' version of the Bible got out,'' he said with a laugh. 

Now people of faith are returning to their ecological roots, said Husbands-Hankins, who leads Temple Beth Israel in Eugene. Efforts throughout Oregon include educating congregations about environmental issues, reusing supplies and promoting renewable energy programs, he said. 

Church groups are also taking an increasingly active role in determining public policy, said Douglas Grace, director of the Interfaith Energy and Climate Change Campaign. Based in Washington, D.C., the national organization works with religious groups in 21 states, including Oregon. 

Past projects include the evangelical 

What Would Jesus Drive?'' campaign, which encouraged people to think twice when buying gas-guzzling vehicles, Grace said. The organization also confronted Detroit automakers about fuel efficiency, and went to Congress to oppose drilling for oil in the Arctic National Wildlife Refuge. 

Government leaders say they're people of faith,'' Grace said. 

Some industry leaders are people of faith. Let's hold them accountable to that.''

http://www.evworld.com/databases/shownews.cfm?pageid=news200903-04

AC Propulsion Enters Two EVs in Challenge Bibendum 

Cars feature vehicle-to-grid charging capability 

Source: AC Propulsion 

[Sep 20, 2003] 

AC Propulsion, Inc. will drive two cars to compete in the 2003 Challenge Bibendum organized and hosted by Michelin. 

Both AC Propulsion entries can plug in for battery charging. Besides reducing emissions, they can reduce the use of imported petroleum by substituting readily available, secure, and domestically produced electricity from the grid. Major automakers no longer produce automobiles for the US market that can plug in to the grid. 

To demonstrate the real world readiness of the two cars, Alan Cocconi and Tom Gage, AC Propulsion Chairman and President respectively will drive them 500 miles from AC Propulsion headquarters in San Dimas, California to the Challenge Bibendum test track in Sonoma, California. 

The two AC Propulsion prototypes include: 

The AC Propulsion tzero electric sports car – The tzero has set the standard for EVperformance since 1997. The new super LIght versION uses lithium-ion batteries to reduce weight and increase range. The LiIon tzero sets new standards: 300 mile range on a single charge, 0-60 mph in 3.6 seconds, and 100 mph top speed. 

The AC Propulsion Tri-Fuel Hybrid – The Tri-Fuel Hybrid uses only electric propulsion to drive the wheels. A lead-acid battery provides 30 to 40 miles of all-electric range and can be recharged in less than an hour by the onboard 20 kW charger plugged into grid electricity – the first fuel. An onboard low-emission engine-powered generator can sustain battery charge on long trips giving range unconstrained except to stop for gasoline – the second fuel. When the vehicle is parked and plugged in, the generator can send its output back into the grid through the unique 

AC Propulsion Reductive bi-directional grid interface. To avoid depletion of the gasoline and reduce tailpipe and refueling emissions, in this stationary mode the generator can operate on low-pressure natural gas piped in from the gas main -- the third fuel. 

http://www.mackinac.org/article.asp?ID=5764

A Victory for the Gas-Powered Engine 

Ending years of legal acrimony, the California Air  Resources Board (CARB) and Detroit’s automakers have agreed that manufacturers  must sell a certain number of non-polluting vehicles in the Golden State.  The  news was hailed by CARB, environmentalists and the press as a victory for Big  Government.  "The Bush administration has been talking about a fuel-cell vision;  California is actually delivering on one," thrilled Jason Mark of the Union of  Concerned Scientists. 

In truth, however, the settlement is a victory for  the gasoline-powered engine. 

CARB, California’s environmental regulatory body,  has since 1990 sought to force automakers to build alternate-fuel, zero-emission  vehicles (ZEVs).  By this year, CARB had decreed, 10 percent of vehicle sales  must be battery-powered electric cars or hydrogen-fueled vehicles.  The edict,  however, ran smack in the face of engineering realities.  Despite billions of  dollars devoted to research, neither technology has proved affordable and  neither will soon (if ever) sell anywhere near 10 percent of all vehicles. 

To get around this problem, CARB has relented on a  key concession to automakers: It has agreed that "hybrid" and so-called "P-ZEV"  engines (the "P" stands for "partial") can qualify as zero-emission vehicles.   Both technologies rely on the gasoline-powered combustion engine. 

Meanwhile, unbeknownst to most Americans because it  is caricatured in the press as a pollution-spewing behemoth, the internal  combustion engine has quietly evolved into a clean and efficient engineering  marvel. 

Starting this year, the standard engine in Honda  Accords and Nissan Sentras built for the California-market is essentially  pollution-free (if they use low-sulfur gasoline that is already available in  California).  "You won't get to zero [emissions], but you will get pretty  close," says University of California at Riverside’s Joseph Norbeck, who has  conducted extensive research on the engines. 

And Detroit manufacturers aren’t far behind.  At  this year’s Los Angeles auto show, Ford introduced a low-emission P-ZEV engine  for all its Focus models.  The 2.2-liter, four-cylinder engine has more power  and lower emissions than the standard 2.0-liter engine, Ford says.  Though the  technology will be slightly more expensive than the 2-liter, the cost  differential will not amount to the exorbitant $3000-$7000 difference between  gas-electric hybrids and gas-powered cars. 

"We don't agree with mandated approaches to  automotive technology, but the 2003 regulation might have the flexibility we've  been asking for," says GM spokesman Dave Barthmuss.  In other words, automakers  can make an educated, economic bet that P-ZEVs, with an assist from gas-electric  hybrids and assorted credits accumulated from golf cart sales and  alternative-fuel research, will easily account for 10 percent of vehicle sales in  California and probably the Northeast, where the mandates will be in place,  within the next decade.  J.D. Power, an automotive research firm, has predicted  that hybrids alone will reach 5 percent of total national auto sales by 2008. 

Environmentalists have been cool toward the P-ZEV  advances for good reason: It threatens to rob them of their favorite villain,  the internal combustion engine.  In fact, the CARB agreement is a tacit  acceptance that, despite the media trumpets, no alternative-fuel revolution is  in the offing. The existing gasoline engine will do very nicely, thank you. 

That may be bad news for environmentalists and  their press allies who want to force-feed consumers green technology, but it is  good news for a public that likes its transportation powerful, clean and  affordable. 

Henry Payne is a free-lance writer and editorial cartoonist for the Detroit News . This commentary was originally published on Aug. 26 by the Reason Public Policy Institute .

http://www.evworld.com/databases/shownews.cfm?pageid=news180903-02

ZAP to Offer Unlimited Mileage Warranty 

The warranty will be available on selected new cars from ZAP, including its ZAP L.U.V.(TM) and the new ZAPCAR(TM) LSV. 

Source: PR Newswire  [Sep 18, 2003] 

SANTA ROSA, Calif., Sept. 17 /PRNewswire-FirstCall/ -- Advanced transportation pioneer ZAP announced today that its electric cars will now include an unlimited mileage warranty, a new industry standard. 

Electric automobiles are known for their reliability, having fewer moving parts and lower maintenance costs. However, ZAP says it wants to assure its customers-many who will own an electric car for the first time-by offering the best warranty in the industry. The warranty will be available on selected new cars from ZAP, including its ZAP L.U.V.(TM) and the new ZAPCAR(TM) LSV that it unveiled yesterday at its headquarters in Santa Rosa, California. 

ZAP announced today that it has signed an agreement with A.U.L. Corp., a Napa, California-based auto insurance agency that has agreed to underwrite ZAP's automobile manufacturer service contracts, including post-sale support and infrastructure to carry out customer needs. An 11-year-old company, A.U.L. operates a nationwide network that specializes in offering "peace of mind" service contracts for new and used cars. 

"We are delighted to be partnering with ZAP," say Luis Nieves, President of A.U.L. "I was actually the first one to give their CEO, Steve Schneider, a ride in my electric car several years ago and we have shared the vision ever since. I'm looking forward to participating in the growth of the industry." 

"ZAP wants to set a new standard in customer service for its automobiles and we are pleased to share this vision with A.U.L.," says ZAP Chief Executive Officer Steve Schneider. "Early adopters of electric automobiles are a sophisticated clientele and ZAP wants to reward them for their decision to invest in the future of transportation. At the same time, we want to assure our customers that they will not need to sacrifice any convenience when they make the decision to go electric. We want them to know they made the right decision and that ZAP will stand behind its products with the best warranty in the industry." 

Under the new ZAP Consumer Confidence Guarantee, all new ZAP cars will receive a manufacturer's guarantee, regardless of the mileage accrued. ZAP car owners will have the benefits of parts and service protection at the service center of their choice in all 50 U.S. states. The service contract includes 24-hour roadside assistance, 7 days a week, and includes rental cars and trip-interruption protection. 

ZAP is establishing a distribution network for its electric vehicles in the independent auto dealer market. In 2002, ZAP merged with Voltage Vehicles, a distribution company targeting the automotive market with advanced transportation technologies. Voltage Vehicles has licensed for the distribution of vehicles from a number of different vehicle manufacturers. ZAP is developing a L.U.V.-Line of freeway-capable electric automobiles and plans to offer the Consumer Confidence Guarantee on future cars. Limited dealership opportunities are available. 

http://www.evworld.com/databases/shownews.cfm?pageid=news180903-06

Hybrid SUVs and Cars Take Part in Challenge Bibendum 

UC Davis hybrids SUVs and sedans to compete in Michelin's Challenge Bibendum 

Source: UC Davis News 

[Sep 18, 2003] 

Gas-sipping SUVs and high-mileage sedans built by students at the University of California, Davis, will join teams from the world's leading automakers in Michelin's Challenge Bibendum, Sept. 23 to 25, 2003. The vehicles will be tested on fuel efficiency, emissions and performance and take part in a road rally from Sonoma to San Francisco. 

"It's the only event in the automotive world that demonstrates green technologies and is open to all manufacturers and researchers," said Andy Frank, professor of mechanical and aeronautical engineering at UC Davis and director of the Hybrid Electric Vehicle Center. 

UC Davis has four gas-electric vehicles entered in the event: "Yosemite," a modified 2002 Ford Explorer; "Sequoia," a 2000 Chevrolet Suburban; "Coulomb," a 1998 Mercury Sable; and "Joule," based on a 1996 Ford Taurus. 

Sequoia, the Suburban, won the national FutureTruck competition, sponsored by the U.S. Department of Energy, U.S. automakers and others, in 2001. Yosemite, the Explorer, placed second in that competition this year and third in 2002. 

All four cars are "plug-in" gas-electric hybrids. An electric motor drives the wheels at lower speeds for city driving, with a range up to 60 miles. On the highway, a gasoline engine provides extra power and maintains the charge in the batteries. The batteries can also be charged by connecting the vehicle to a domestic power outlet overnight. 

"The vehicles don't need to be charged from the plug, but if they are, that allows the driver to get to his destination at a fuel cost equivalent to buying gasoline at 50 cents per gallon," Frank said. 

Also entered in the competition is a Toyota fuel-cell hybrid vehicle that is leased for research to UC Davis' Institute of Transportation Studies. The Highlander FCHV is a sport-utility vehicle powered by a hydrogen fuel cell and an electric battery. For this event, it will compete as part of the Toyota vehicle fleet. 

UC Davis will also host a booth in the Challenge Bibendum Learning Center, where students and faculty members will be on hand to talk about transportation research and education. One of the world's few fuel-cell-powered transit buses, which recently joined the UC Davis research program, will be on display there. 

"At UC Davis, we study a diverse range of transportation options for the future. Michelin's Challenge Bibendum is a wonderful showcase of those options, and we'll have 30 students and faculty there teaching and learning," said Dan Sperling, director of the transportation institute. 

In previous competitions, the UC Davis gas-electric hybrid SUVs have achieved fuel economy of about 30 miles per gallon, with driving performance equal to or better than a stock vehicle. The Explorer, with nearly 300 horsepower in its gas and electric motors, can accelerate from zero to 60 miles per hour in just 7 seconds. 

Coulomb, a hybrid Mercury Sable with a UC Davis-designed continuous automatic transmission, has achieved fuel economy of over 50 miles per gallon with a zero to 60 miles per hour acceleration comparable to a standard model. 

When running on gasoline, all the UC Davis vehicles are designed to meet California's Super Ultra Low Emissions Vehicle (SULEV) standard. Running on electric motors only, they qualify as zero emissions vehicles (ZEVs) -- even when towing a load. 

Events begin Sept. 23 with a public display at Sonoma Square, Sonoma. The next day, Sept. 24, in activities closed to the public, vehicles will be put through their paces at Sonoma's Infineon Raceway. On the final day, the teams will rally through the Sonoma Valley, cross the Golden Gate Bridge and finish at San Francisco City Hall, with a public display at Crissy Field. 

Challenge Bibendum was established by the Michelin Group to bring together and test the best available technologies for environmentally positive vehicles. The annual event features vehicles from major manufacturers on three continents and brings together all partners in the automotive world: vehicle manufacturers, designers, energy suppliers, technical leaders, policy-makers, universities, government organizations and trade media. 

More than 100 passenger and commercial vehicles are expected to participate in this year's event. Other competitors in the event include manufacturers Audi, BMW, DaimlerChrysler, Ford, Freightliner, General Motors, Honda, Hyundai, Isuzu Truck, Nissan, Volkswagen, Volvo Car and Volvo Truck. In addition to UC Davis, other university teams competing are the University of Wisconsin-Madison, the University of Oklahoma, Georgetown University and Michigan Tech. 

Challenge Bibendum is one of the few events to compare different advanced technologies head-to-head. The event is open to all energy sources from electric cars to gas-electric hybrids, fuel cells and hydrogen powered buses. Advanced technology vehicles are rated on emissions, acceleration, braking, handling, noise and energy efficiency during the annual competition. 

The UC Davis team participated in the first Challenge Bibendum in southern California in 2001, and in last year's event in Europe. 

Additional information: 

UC Davis Hybrid Electric Vehicle Center 

UC Davis Institute of Transportation Studies 

Michelin Challenge Bibendum 

Media contact(s): 

• Andy Fell, UC Davis News Service, (530) 752-4533, ahfell@ucdavis.edu 

http://www.evworld.com/databases/shownews.cfm?pageid=news170903-01

Hybrid Technology and Expanding Opportunity at Toyota 

Editorial by former Republican Congressman Jack Kemp 

Source: 

[Sep 17, 2003] 

A lot of people believe economic growth comes at the expense of the environment. Quite the contrary, the economic growth imperative drives investment in technology, which continuously improves our products and protects the environment. Critics of free markets, both those who oppose markets for ideological reasons and those who simply do not comprehend how markets work, frequently assert that without the "benevolent" guiding hand of government, firms will maximize their profits at the expense of the public welfare. The fact is, markets are the best discoverers of the public interest, and it is through the operation of free markets that self-interested individuals and profit-maximizing firms serve the public interest. 

In the spirit of full disclosure and truth in advertising, I serve on Toyota's Diversity Advisory Board. From that vantage point, I can attest that from its very inception, Toyota has understood that automobile consumers are not atomized individuals adrift on the world's highways but rather people who live within a complex social and political matrix that helps define their preferences. Therefore, while Toyota has a passion for technological excellence and economy in the motor vehicles it manufactures, it also has a profound understanding that a firm's ability to adapt to the cultures and customs of local markets ultimately determines its commercial success. 

Toyota recognizes that a continuously growing auto market creates new challenges and opportunities for the auto industry. As Toyota Chairman Hiroshi Okuda recently told the U.S. Chamber of Commerce, "Protecting the environment, improving safety and applying information technology are the three avenues of innovation we must travel in order to keep up with change and seize the opportunities it presents." Far from having to be bludgeoned into meeting these challenges by government, market forces are compelling a "fiercely competitive" (Okuda's words) Toyota to step up to them on its own. 

Two examples illustrate this fact. In 1997, Toyota launched the world's first mass-produced hybrid vehicle, its gas-electric Prius. This year, Toyota introduced its second-generation Prius, which extends the frontier on hybrid vehicles. When I visited Toyota City in Nagoya, Japan, in mid-April, I drove one, and believe me, the Prius is for real. The new Prius will achieve 55 miles per gallon and accelerate faster than its predecessor. By the beginning of 2005, Toyota will debut a new Hybrid Synergy Drive SUV, introducing a powerful sport-utility vehicle that achieves outstanding fuel efficiency while emitting fewer pollutants. In about two years, Toyota will introduce its hybrid-powered Lexus RX 330 sport utility vehicle that will offer the power and torque of a V8, the mileage of a compact car and fewer emissions than any standard SUV. 

Right now, Toyota claims 90 percent of the hybrid vehicle market worldwide because this kind of technological innovation is part and parcel of Toyota's deeply ingrained culture of "continuous improvement." Okuda hit the nail on the head when he said, "Without technical innovations related to the environment, safety and the application of information technology, it will be impossible to sustain the growth of the market and of our industry." This is no starry-eyed, radical environmentalist talking; these are the words of a steely eyed, fiercely competitive capitalist. 

Toyota also illustrates the way affirmative opportunity programs strengthen the corporation. When I was asked to serve on Toyota's board, along with six other prominent and experienced outsiders - what Toyota likes to call its "outside eyes" - including our very able chair, former Clinton Labor Secretary Alexis Herman, I was glad to accept the offer because the program was not a quota scheme but rather a sincere attempt to open opportunities within the Toyota family for African-Americans, Latinos, Hispanics and Asians. Not only was the program the right thing to do morally, it also made good business sense. 

For example, when we reviewed the corporate advertising strategy, we discovered that a lack of African-Americans and Asians participating in Toyota's advertising campaigns was limiting the firm's penetration into these markets. Toyota has now begun to remedy this problem by hiring two new minority advertising firms to target African-American and Asian audiences. More diversity translates into more sales and more opportunity for minority individuals. 

Part of my strategy as a member of the Diversity Board is to harness this culture of continuous improvement to create continuous growth of opportunity for minorities. That's why I believe that the goal of expanding diversity within the Toyota family must extend all the way down to all of Toyota's suppliers, distributors and other subcontractors, just as we require that our goal of manufacturing excellence filter all the way down the supply chain. When this approach is implemented, Toyota's suppliers, distributors and subcontractors all will discover, just as corporate headquarters discovered with advertising, that expanded opportunity for minorities means larger markets and more loyal customers.

http://www.oaklandtribune.com/Stories/0,1413,82~1865~1662825,00.html

Cars of the future closer, cleaner, than expected 

Creative ways found 

By Douglas Fischer 

Oakland Tribune STAFF WRITER 

Sunday, September 28, 2003 - SONOMA -- The car of the future -- or at least parts of it -- could be parked in your driveway sooner than you think. And chances are you won't notice. 

In fact, it probably won't even be sold that way. 

Instead it will be a full-size pickup with three household electrical outlets -- handy for running a laptop or table saw -- powered by a motor and battery pack that happens to boost the truck's fuel efficiency 15 percent. 

Or it will be a sporty little roadster with unbeatable acceleration off the line thanks to an electric motor that cuts emissions in half. 

Or it could be an engine component that monitors exhaust, 

sending an annual e-mail to the DMV saying you passed your smog test -- but also notifying you when something breaks so it can be fixed then instead of at the next checkup. 

That's because Americans have no qualms spending money on accessories. But even Europeans paying $5 a gallon for gasoline balk at shelling out for a car pumping less pollution into the air. So automakers are finding ways to package the two together. 

They have to -- the car of the future will have almost no pollution, say automakers, industry analysts and regulators. Somebody's got to pay for it. 

"You get a technology that gives (customers) the performance they want at a price they can live with and, son-of-a-gun, they have to take a little bit of improved fuel economy with that," said David Haugen, manager of the U.S. Environmental Protection Agency's advance engine development lab in Michigan. 

"There has to be a market. Market drives technology." 

At the Infineon (Sears Point) Raceway in Sonoma last week, automakers and suppliers from around the world gathered to race, test and show off their visions of what a post-internal combustion engine world might look like. 

Almost all agreed it would be powered by fuel cells, the anchor of the new "hydrogen economy" that President Bush articulated in his State of the Union address in January. 

Indeed, under every major automaker's tent at the Michelin Challenge Bibendum, a 5-year-old international event that has become the industry's premier showcase for cutting-edge green technology, was some version of a $4 million hand-built car that started with a push of a button and emitted nothing but puffs of water vapor. 

Those cars are years -- perhaps decades -- away from production, experts of varying stripes say. To get there, automakers are starting down various roads that appear headed in different directions. 

"There's not going to be one path," said Firoz Rasul, chairman of Ballard Power Systems, one of the leading fuel cell manufacturers, and the incoming chairman of the California Fuel Cell Partnership. "I'm not sure you can judge today which way is going to be right or wrong." 

Toyota's 2004 hybrid Prius starts with the push of a button, and both the production cars and the four custom-made fuel cell wagons on display at the Challenge Bibendum offered dashboard consoles showing drivers how power was flowing among the various engine parts. 

General Motors' fleet, meanwhile, consisted of cars and SUVs that from the driver's seat looked and drove no differently from yesterday's production models. But hidden under the hoods and seats were motors and batteries and, in the case of the pickup, the electric outlet. 

The truck is an example of how the public might buy into the new economy. 

Called a "mild hybrid," it's a standard full-size pickup with a motor bolted around the transfer case that shuttles energy to batteries under the rear seat, allowing the engine to shut off at stops. GM pegs gasoline savings at 10 to 15 percent, bumping fuel economy from 18 miles per gallon to 20. The truck will be available for fleet buyers next year, according to the company. 

But that won't bring people into the showroom. The power outlet will. "It'll be like heated mirrors -- just another option," said Matthew Kester, spokesman for the company's powertrain division. 

"People hate change. They're not comfortable with it. We want to give them what they're used to and what they want." 

At the other end of the spectrum sits an anonymous white wagon with none of the flash of a Ballard drive system or the styling of a Mercedes fuel cell car. 

Built by Anuvu, a Sacramento fuel cell manufacturer, it offers just 6 kilovolts of power and has a top highway range of 40 miles. The $4 million Toyotas had closer to 100 kilowatts; GM's Hy Wire, a $5 million concept car, could cross California on Interstate 80. 

But the Anuvu sells for $100,000 and can run all day on city streets. "Five years out, it may still be pricey," said Anuvu president Rex Hodge. "But at that point it will probably have features that no car will ever have had before... Even this car has enough power to power your house. 

But $100,000 for a mid-sized vehicle with no highway range is asking a bit much, Hodge admits, even for a big fleet customer wanting to support zero emission vehicles. 

The costs associated with a switch to hydrogen are so monumental and the technology so radical that many say it won't happen unless government helps or forces industry along. 

Gee-whiz options alone won't do it, say industry analysts and regulators. 

"We're going to need a much more powerful market signal than mobile electricity," said Christopher Grundler, deputy director of the EPA's National Vehicle and Fuel Emissions Lab. 

"The country is going to have to decide we can't be dependent on foreign oil. It's a huge undertaking." 

That signal isn't coming from the White House, said Roland Hwang, an energy analyst with the National Resources Defense Council. Bush in January promised the industry $2.6 billion for research and development, but set no performance goals. 

"Research and development alone did not get us seat belts, air bags or catalytic converters in our automobiles," Hwang said. "The government has to set a performance standard which the industry must meet... Research and development alone is not sufficient." 

But it doesn't mean car makers won't have fun in the meantime. At the testing track last week, a German auto magazine writer slipped behind the wheel of a Prius and took off, plastering fellow passengers into the backs of their seats and sending the car shooting out of tight curves. 

Unlike gasoline engines, electric motors have the most torque from a standing start, turning every stop sign into an irresistibly easy chance to leave a bit of rubber on the roadway. 

That appeal isn't lost on manufacturers. 

"First and foremost is to make a cool car," said David Schearer, a Toyota consultant showing off the Prius who was along for the ride. "And if it's green, all the better." 

Contact Douglas Fischer at dfischer@angnewspapers.com

http://www.democratherald.com/articles/2003/09/23/news/oregon/state04.txt
Western governors tackle global warming 

Albany Democrat Heralds Sept 23, 2003

LOS ANGELES (AP) - With a smog-choked state park as their backdrop, the West Coast's Democratic governors accused the Bush administration of not doing enough to fight global warming and vowed their states would develop a joint plan to reduce air pollution. 

"Unfortunately the Bush administration is still in denial on global warming. They have their head in the Texas sand, they're foot-dragging. They refuse to believe it's a problem," California Gov. Gray Davis said. "My message today is if Washington, D.C., will not lead, then the West Coast of the United States will lead on global warming." 

Davis and Washington Gov. Gary Locke, joined by environmental activists, unveiled the pact Monday. Oregon Gov. Ted Kulongoski, who was unable to attend, endorsed the plan in a statement. 

The trio said they would work to check global warming through coordinated actions that include purchasing fuel-efficient vehicles, developing renewable sources of energy and creating standardized methods to account for emissions. 

Davis said the agreement was necessary because President Bush refused to act more aggressively to cut emissions. 

Locke, who said the three states account for nearly 2 percent of global emissions, warned that climate change could wreak havoc on natural habitat by melting snowpacks and sparking forest fires. "Other countries are paying attention and acting," Locke said. "The current administration is paying only lip service and doing little to address global warming." 

Dana Perino, a spokeswoman for the White House Council on Environmental Quality, dismissed such criticism. She cited the administration's proposals to give tax incentives to consumers who use alternative energy and buy hybrid vehicles, along with a plan that calls for the amount of greenhouse gases released as a percentage of economic growth to be reduced by 18 percent by 2012. 

"The facts surpass political rhetoric. We have an aggressive and comprehensive global climate change set of initiatives that go further and deeper than his proposals today," Perino said. 

The three states hope to: 

€ Use their purchasing power to obtain fuel-efficient vehicles. 

€ Reduce diesel fuel emissions from ships and trucks, including by creating a network of emission-free truck stops along Interstate 5 from Mexico to Canada. 

€ Promote more renewable energy. 

€ Develop uniform efficiency standards. 

€ Work on better measurement and reporting of greenhouse gas emissions and climate change. 

The action was welcomed by environmentalists, who have been critical of the Bush administration's rejection of the Kyoto Protocol to slash emissions and what they view as a willingness to allow companies to take only voluntary measures.

http://money.cnn.com/2003/09/22/pf/autos/hybrid_suv.reut/

Ford delays hybrid SUV debut 

All of Detroit's Big 3 automakers now say that hybrid vehicles will be on the market in 2004. 

September 22, 2003: 7:49 PM EDT 

DETROIT (Reuters) - Ford Motor Co. has delayed the debut of its gasoline-electric hybrid sport utility vehicle by several months, saying Monday it wants more time for testing. 

Ford (F:Research ,Estimates ) is the second Detroit automaker to delay plans for a high-mileage, high-technology hybrid truck. DaimlerChrysler (DCX :Research ,Estimates ) said last year it was canceling plans for a hybrid version of its Dodge Durango SUV. 

Ford's Escape and hybrid pickups from DaimlerChrysler AG's (DCX :Research ,Estimates ) Chrysler unit and General Motors Corp. (GM :Research ,Estimates ) are now all promised for 2004. 

Ford had said it would sell an unspecified number of hybrid Escapes to business fleets this year as a test program and sell them to retail buyers next year. 

But Ford spokeswoman Angela Coletti said Monday that the automaker was delaying sales to fleets and that hybrid Escapes would now go on sale in "late summer" of 2004. 

Coletti said Ford is already conducting durability and fuel economy tests on some hybrid Escapes. 

"External fleet testing would have given us the same information that we're collecting internally," Coletti told Reuters. "It's a more efficient use of our resources to conduct the same testing internally." 

Coletti said Ford was still targeting fuel economy of up to 40 miles per gallon in city driving for a front-wheel drive hybrid Escape versus 23 miles per gallon for the regular front-wheel-drive Escape with a four-cylinder engine. 

Hybrid vehicles use an electric motor and battery pack to improve the fuel efficiency of a traditional engine. The batteries charge when the vehicle cruises or brakes, and the electric motor eases the load on the engine under acceleration. 

Environmentalists have demanded more hybrid vehicles from Detroit's Big Three, but automakers have run into several engineering hurdles. Making the electric motor, batteries and all other pieces of the hybrid system work together requires complicated software. Many hybrids do not save enough fuel over the lifetime of the vehicle to pay for their extra cost. And hybrids' fuel consumption can be dramatically affected by driving habits. 

So far, Toyota Motor Corp. (TM :Research ,Estimates ) and Honda Motor Co. (HMC :Research ,Estimates ) are the only automakers offering hybrids. Sales of their three hybrid cars have totaled about 27,000 vehicles through August, or about 0.2 percent of the U.S. market. 

Toyota has been more enthusiastic about the potential for hybrid vehicles, rolling out an updated version of its Toyota Prius sedan and promising a hybrid version of its Lexus RX 330 SUV next year. 

Honda sells a hybrid version of its Civic sedan, but is slowly phasing out its two-seat hybrid Insight and has not said what its next hybrid model will be, although insiders say a hybrid version of the Accord might be in the works.

http://www.thestar.com/NASApp/cs/ContentServer?pagename=thestar/Layout/Article_Type1&c=Article&cid=1064268612476&call_pageid=968350072197&col=96904886
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Courier to test hybrid vehicles 

Purolator could replace its fleet 

Azure CEO hails 

watershed event' 

VANCOUVER— Purolator Courier Ltd. has signed a deal with a subsidiary of Azure Dynamics Corp. to buy up to 2,000 hybrid electric vehicle chassis over five years for a total of $90 million, the companies said yesterday. 

Purolator, the country's biggest courier company, will use the chassis made by Azure Dynamics Inc. to power its urban delivery fleet. It will take delivery of 30 vehicles in 2004 and, if they work well for the courier, Purolator may buy up to 400 hybrid electric vehicles a year starting in 2005 as it replaces its fleet of 3,700 urban vehicles. 

"This is a watershed event in the battle to help clean up urban transportation smog in Canada," said Campbell Deacon, chairman and chief executive of Azure Dynamics. 

After testing the Azure Dynamics technology for months, Purolator saw greenhouse gas emissions reduced by up to 50 per cent in the test vehicles and fuel efficiency increased by up to 50 per cent. 

"We're delighted to be able to invest in technology that is environmentally friendly and efficient," Purolator president and chief executive Robert Johnson said. 

"We are sure that on-going reductions in greenhouse-gas emissions and fuel savings will make this a true win-win investment for us and for the environment." 

Shares in Azure Dynamics Corp., which released its news after markets closed yesterday, ended the day up 5 cents at 45 cents on the TSX Venture Exchange.

http://www.vvdailypress.com/cgi-bin/newspro/viewnews.cgi?newsid1064323429,81822,
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Driving up air quality 

By NIKKI COBB/Victorville Daily Press Staff Writer 

VICTORVILLE — They come in any color imaginable. But whether they're red, teal, yellow or taupe, new technology makes some new lines of cars green through and through. 

Partial zero-emission vehicles, or PZEVs, are also golden for auto manufacturers struggling to comply with California's notoriously strict auto emissions regulations. 

PZEVs, and the even less-polluting AT-PZEVs — the AT is for advanced technology — cost little more than a standard gasoline-fueled internal combustion auto. However, they emit 90 percent less pollution. 

They're even cleaner than most electric-gasoline powered hybrid vehicles, and cost only about a hundred dollars more than a similar, higher-emissions model. 

"These cars have fewer emissions while being driven than your average car puts out while sitting still," said Violette Roberts, spokeswoman for the Mojave Desert Air Quality Management District. 

"And since in our area 60 percent of the pollution comes from vehicle emissions, that's where the major amount of our emissions reductions will have to come from to meet state requirements," Roberts said. 

To be called a PZEV, a vehicle has to have extremely low tailpipe emissions, as well as next-to-no evaporative emissions — the gasoline vapor that leaks out through gas caps or imperfectly sealed engine systems. 

Moreover, those emissions standards have to be guaranteed for 15 years or 150,000 miles — a better warranty than that which covers the average automobile driven out of the showroom. 

Rich Varenchik, spokesman for the state Air Resources Board, said that car manufacturers can earn credits for producing PZEVs and AT-PZEVs. Those credits help the manufacturer satisfy California quotas for the production of environmentally friendly vehicles. 

"These are vehicles people are very familiar with. There's nothing strange about them," Varenchik said of PZEVs. "The performance is the same, and there's very little price difference." 

Caltrans spokeswoman Rose Melgoza said that unlike alternative-fuel vehicles, PZEVs don't qualify a buyer for any incentives, neither financial nor special consideration for use in restricted carpool lanes. 

Varenchik said he doesn't think people need those attractions to spend a little more for a minimally polluting product. 

Dave Bernstein, fleet manager at Valley-Hi Toyota-Honda in Victorville, said the enthusiastic response he's seen to electric-gas hybrids shows that people are shopping with the environment in mind. 

"Sales have been very, very brisk on those vehicles," Bernstein said. 

"People in California are especially savvy that way, and about one in 10 customers asks about the emissions standards" when shopping for a hybrid, Bernstein said. 

Nikki Cobb can be contacted at nikki_cobb@link.freedom.com or 951-6277

http://www.planetark.org/dailynewsstory.cfm/newsid/22320/story.htm

Schwarzenegger Says He Will Push Fuel Cell Cars 

USA: September 23, 2003 

REUTERS NEWS SERVICE 

CARPINTERIA, Calif. - Action star Arnold Schwarzenegger, who drives a gas-guzzling Hummer, promised on Sunday that if he became governor of California he would promote hydrogen-fueled cars and solar energy. 

"I want clean air, clean water and a clean environment," the Terminator star said at a campaign appearance in Carpinteria, about 85 miles northwest of Los Angeles. 

The Republican actor, running neck-and-neck with Democratic Lt. Gov. Cruz Bustamante, promised to cut air pollution by 50 percent in California and to forge a "public-private partnership" to create stations for hydrogen-powered cars every 20 miles on major Interstate highways by 2010. 

He also set a target for half of new houses in California to incorporate solar energy by 2005. 

Schwarzenegger said the hydrogen supply network would inspire Detroit to build vehicles powered by fuel cells, which combine hydrogen with oxygen to generate electricity and produce only water as a byproduct. 

"By the end of this decade we will have hundreds of thousands of cars driving with hydrogen fuel rather than fossil fuel," he said. 

The actor said he would fit his own Hummer -- which he has said has gasoline consumption of 14 miles to the gallon -- with a fuel cell to test the technology. 

Schwarzenegger aims to replace Democratic Gov. Gray Davis in a recall vote originally set for Oct. 7. Courts are reviewing a suit aiming to postpone the poll until voting station technology is updated. 

But Bill Magavern, a spokesman for the Sierra Club environmental group, noted that hydrogen itself is usually produced by fossil fuels or nuclear energy. 

"Retrofitting one Hummer will not make up for the damage of the tens of thousands already on our streets and the others that will be out there because Schwarzenegger championed them," Magavern said. However, he lauded Schwarzenegger's solar power goals. 

Davis, campaigning to keep his job, is due to sign new environmental laws yesterday. 

http://www.latimes.com/news/local/la-me-wheel23sep23,1,4497813.story?coll=la-headlines-california
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BEHIND THE WHEEL 

New Fuel Center Offers Full Menu of Alternatives 

Although the 'green' choices are available at the San Diego facility, officials say increased awareness is needed to bring in customers. 

By Kurt Streeter, Times Staff Writer 

SAN DIEGO — It was a simple movement, the kind made countless times at gas stations every day. But to Troy Rhoads, placing the silver nozzle of this particular fuel pump into the gas tank of his metallic Ford Ranger was just this side of revolutionary. 

"Man, this feels just great," said Rhoads, 35, his eyes gleaming from below the bill of a red, white and blue "USA" baseball cap. 

"Filling up my tank — it's cheaper, I'm doing something good for the environment. And it's just good for the country." 

Rhoads' fuel of choice was ethanol, an alternative fuel often made from corn. In this case it was made from scraps of cheese. He noted that the cost, $1.59 a gallon, was far lower than that for ordinary gas in San Diego. 

The place where he filled up is far from ordinary. 

Newly built and located in the City Heights district of San Diego, the Regional Transportation Center is a mecca for energy-efficient, environmentally sensitive "alternative autos." 

The center has a nonprofit arm that promotes alternative autos, a dealership that sells them and a service shop that maintains them. (The center also bills itself as the West Coast's only licensed dealer for the Segway, the battery-powered people mover that looks like a pogo stick on wheels.) 

Although a Segway rider always draws a crowd, the biggest novelty here is the gas station, which has three rows of pumps. 

Two of the rows are standard-issue gas: regular to supreme and diesel, all of it derived from oil. But the third row of four pumps offers what state officials say is the widest variety of alternative fuels in one location in California. 

In addition to ethanol, there's compressed natural gas, liquefied propane gas, ultra-low sulfur diesel and biodiesel, which is made from used French fry grease. A few feet away from the pumps is a line of 3-foot-tall electric chargers for battery-powered cars. 

"We've just about got all of your fuel options covered," said Mike Lewis, 37, a former service manager at a nearby Ford dealership who runs the center. "When we started this, we wanted to give every fuel equal billing. 

"We've done that. Now we've got to get more people interested in buying cars that use this stuff." 

The Regional Transportation Center was conceived by Steve Bimson, a former marketing director at a San Diego Ford dealership. He'd been interested in the environment since dense brown smog hung over his 1950s childhood in the Eagle Rock neighborhood of Los Angeles. 

One day in the mid-1990s, Bimson sketched out a vision for the transportation center on a restaurant napkin, while talking to friends about how to promote alternative energy. 

With money from Ford, individual investors and state, local and federal sources, Bimson raised $15 million to buy land near the freeway and construct the center, which opened in August. 

"It's pretty much turned out the way I imagined," said Bimson, who asked Lewis to run the operation. 

"Nobody knows what fuel is going to be the most popular one in the future. But no matter what, we will be ready to offer it to the public." 

Problem is, the public isn't on board just yet. 

Most people simply don't drive vehicles capable of handling alternative fuels like compressed natural gas, which powers cars with the same highly pressurized, clean-burning fuel that lights many kitchen stoves. 

"There's still a major hill to climb," said Dan Fong, a transportation specialist with the California Energy Commission. "You have to have the cars and we don't have that yet in this state. But to get the cars, you have to convince people, and one of the major barriers has always been where to get the fuel. There's just not enough other options." 

Consider the paucity of alternative fuel stations in car-crazy Los Angeles County, for example. According to CALSTART, a nonprofit organization that promotes alternative transportation technology, the county has just 29 places to buy compressed natural gas for vehicles, just four offering liquefied propane gas and nowhere to get ethanol. Many of the fuel stops are inconvenient locations like gas company parking lots — places that don't appeal to consumers used to full-service gas stations. 

Bimson believes the Regional Transportation Center will show private investors that more fuel stations can and should be opened. He argues that alternative fuels are poised to take advantage of the moment. 

Regular gas prices are high. Many drivers are concerned about the effect their cars have on the environment, or about the nation's dependence on oil from the Middle East. 

And despite the domination of regular gas guzzlers, California has long been a leader in the effort to boost sales of alternative vehicles. 

The state's goal is for 10% of new car and truck sales to be of zero- or low-emission vehicles by 2005, according to Jerry Martin, a spokesman for the California Air Resources Board. Martin said that fewer than 1% of California cars currently meet such standards. By 2012, the state wants at least 3.5 million of its vehicles to be powered by alternative fuels or extremely low-polluting engines such as those in some new-model gas-powered Honda Civics. 

That goal seems a long way off. During three hours on an afternoon last week, dozens of people came to the San Diego station for regular gas. Only a handful came for the alternatives fuels. Of those, most filled up with ethanol. By Lewis' estimate, about 30,000 cars in San Diego can use ethanol, many of them trucks and SUVs that are built to handle regular gas or the alternative fuel. 

But, he noted, until the Regional Transportation Center was built, the closest place to get ethanol was Salt Lake City. 

"There was just nowhere to go," said Lewis. "Kind of hard to get the people excited when that's the case." 

Rhoads, one of the afternoon's few alternative customers, said that he had bought his Ranger knowing it could take ethanol, but that he had never given the capability much thought, because there was no place to buy the fuel. When he heard there was an ethanol pump near his home, he said, he decided to give it a try. 

Rhoads said some of his friends told him he wouldn't like how ethanol would affect his car, that it would make his truck sluggish and hurt his gas mileage. He said he had found the opposite — his Ranger was running better. Moreover, he said, he was happy that the fuel was produced in the United States rather than in the Middle East. 

"Never thought I'd be doing this," he said. "But now I've got a little more pep in my truck, and I can do my part to help the country. Pretty cool." 

http://asia.reuters.com/newsArticle.jhtml?type=technologyNews&storyID=3545654 

Hybrids Can Be Cheap to Make, Toyota Says 

Thu October 2, 2003 06:05 AM ET 

By Chang-Ran Kim, Asia auto correspondent 

TOYOTA CITY, Japan (Reuters) - Toyota Motor Corp showed off  the production site of its gasoline-electric hybrid cars to  journalists for the first time on Thursday with a powerful  message: they don't have to be expensive to make. 

Not long ago, many leading auto makers, including the  world's biggest, General Motors Corp, questioned the benefit of  developing hybrid cars, arguing they are merely an interim  solution before zero-emission fuel-cell vehicles take over. 

They accused -- possibly accurately -- Toyota and Honda  Motor Co, the only other mass-producer of gas-electric hybrid  cars, of selling them at a loss given the labor-intensive  assembly required. 

There may have been some truth to that argument before, but  no longer, says Toyota, which launched its second-generation  Prius hybrid sedan in Japan last month. 

"We used to build the previous Prius on an exclusive  assembly line at the Takaoka plant, and later at Motomachi,"  said Kenji Takahara, head of administration at neighboring  Tsusumi plant, which now builds the Prius. 

"Now, it shares a line with four other mass-production  sedans," he said. 

That's a big and necessary step for Japan's top auto maker  as it aims to offer the hybrid option on most of its models in  the not-too-distant future. Toyota is hoping to sell 300,000 of  the fuel-efficient vehicles a year starting mid-decade. 

Hybrids use electric motors and battery packs to improve  fuel efficiency, adding power during acceleration and  reclaiming energy when braking and coasting. Toyota says the  Prius gets 35.5 km per liter of gasoline, which is over 80  miles per gallon. 

Visual comparisons with the production method for the  previous Prius, launched in late 1997, are difficult since  journalists were never allowed to visit the assembly site. 

But the numbers speak for themselves: the Prius's current  assembly line rolls out around one car every minute, versus one  every eight to 10 minutes for the  has improved by at least 15  percent for the current model, a factory official said. 

"This is proof that mass production of the Prius has  started in earnest," Takahara said. 

BLENDING IN 

Touring through the factory floor in this central Japanese  city named after the auto maker, it is indeed difficult to tell  there's any difference between a hybrid and a conventional car. 

"The worker is installing the hybrid engine system into the  Prius just like a regular gasoline engine," assembly manager  Yoshihisa Nagatani says proudly, pointing at the shell of a  Prius hanging on an overhead conveyor belt as it follows a  Camry. 

In addition to some tweaking of the assembly line required  with any new model launch, mixed assembly has been made  possible by the huge increase in projected sales, Toyota says. 

The auto maker is aiming to sell 76,000 units of the new  Prius a year globally, with 36,000 of that in Japan. Actual  sales of the previous Prius was 28,000 units last year. 

But the sales target is already looking extremely  conservative. Toyota said on Thursday that orders in Japan  reached 17,500 units in the first month. In the United States,  where it goes on sale this month, orders topped 10,000 as of  September 24. 

Reflecting their popularity, every other car on the  five-model assembly line at the Tsutsumi plant is a Prius. 

In contrast, rival Honda says low volumes are forcing it to  practically hand-build its Insight hybrid model, much like the  NSX and S-2000 sports cars. Japan's second-largest auto maker  admits that after four years of selling hybrids, it barely  makes any profit on them. 

Nevertheless, Toyota's feat in mass-producing its hybrid  car should be an encouraging sign for other rivals as they  follow Japan's top two auto makers into the market. 

Among them, GM and Ford Motor Co are planning to introduce  their first hybrid vehicles later this year. But with Ford  admitting to doing so at a loss initially, it could be a while  before they can emulate Toyota's success.

http://www.commondreams.org/headlines03/0917-09.htm 

Public Interest Group Unveils Its Own SUV Design 

Published on Wednesday, September 17, 2003 by Reuters 

by David Morgan 

 

PHILADELPHIA — The Union of Concerned Scientists (UCS) and other critics of the United States' romance with the sport utility vehicle unveiled the blueprint Tuesday of what they called a safer, more fuel-efficient SUV based largely on features already available in the market. 

Engineers from the Washington-based public-interest group said their design, the "UCS Guardian," would improve gas mileage up to 71 percent versus the Ford Explorer and curtail SUV-related deaths without sacrificing power or performance. 

David Friedman, an engineer with the Union of Concerned Scientists, talks about the 'Guardian,' an SUV that he helped design, at a news conference in Philadelphia, Tuesday, Sept. 16, 2003. The Union of Concerned Scientists and the Center for Auto Safety say their sport-utility vehicle, dubbed the 'Guardian,' uses the same amount of gas as a car and is significantly safer than the SUVs currently on the road, while maintaining the power and size that motorists covet. (AP Photo/Mark Stehle) 

The key is a series of off-the-shelf features that would add between $735 and $2,960 to an SUV pricetag but pay for themselves in five years through lower fuel costs, they said. 

For example the UCS Guardian design, a modified Ford Explorer, would curb rollover deaths with $50 worth of roof design modifications, "smart" seat belts, and window curtain air bags. 

Greater fuel efficiency would be had through a six-cylinder engine, a six-speed automatic transmission, an integrated starter-generator allowing the engine to switch off in traffic jams, improved aerodynamics, and a lower unibody design. 

"Families deserve to know that they can get a better SUV," said David Friedman, research director for the UCS Clean Vehicles Program. "The problem is not SUV owners. The problem is that people think SUVs are safer than cars. They're not. In fact SUVs don't even have to meet the same safety and fuel standards as cars, and automakers have fought to keep it that way." 

But auto industry officials rejected UCS claims, saying that advanced safety and fuel efficiency options were already available to SUV buyers. 

"Vehicles that consumers are choosing are not always the vehicles that the Union of Concerned Scientists would like them to buy," said Charles Territo, spokesman for the Washington-based Alliance of Automobile Manufacturers. 

While charging automakers with using outdated technology to maximize profits on most SUV models, the UCS engineers acknowledged that Ford's Volvo XC90 already incorporates most of the safety features they advocate, while the Honda's Pilot SUV offers a similar fuel-efficient engine design. 

SUVs represent the fastest-growing segment of the U.S. auto market over the past decade, while the Ford Explorer ranks as the biggest-selling SUV. 

But environmentalists and consumer-safety advocates view SUVs as gas-guzzling behemoths that have reduced U.S. fuel economy to a 22-year low while making the road more dangerous. 

The UCS, which was founded at the Massachusetts Institute of Technology in the 1970s, launched the new Guardian design in four U.S. cities along with the Center for Auto Safety, a consumer group founded by Consumers Union and Ralph Nader. 

To drive home the need for a new SUV design, the UCS said current models burn 40 percent more gasoline than the average car and, with pickup trucks, account for more than 60 percent of the increase in 2002 traffic deaths. 

By contrast, the Guardian design, if adopted for all SUVs, would raise gas mileage from 21 miles per gallon to as high as 36.3 mpg while reducing traffic deaths by up to 2,900 fatalities a year, according to the UCS. 

The group also said the Guardian would save 800,000 barrels of oil per day in 2015 — or about half of U.S. oil imports from Saudi Arabia — if applied to the light truck fleet over the next five years. 

Copyright 2003 Reuters Ltd

http://www.ucsusa.org/news.cfm?newsID=360
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Vehicle Experts Unveil Design for a Better SUV 

"Guardian" Is Safe and Fuel Efficient While Maintaining Size and Performance; Groups Challenge Automakers to Save Lives and Gas by Following SUV Blueprint 

WASHINGTON, Sept. 16—Citing poor safety and gas mileage records of the average sport utility vehicle (SUV), the Union of Concerned Scientists and the Center for Auto Safety today released a blueprint for the first safe and fuel-efficient SUV.  The "Guardian" and "Guardian XSE" use technologies already in some vehicles and have the same size and acceleration as the Ford Explorer, but are both significantly safer and offer better gas mileage. 

"SUVs aren't the problem; poor automaker designs and weak government standards are," said David Friedman, director of research for UCS's Clean Vehicles Program and lead engineer on the blueprint. "Consumers have never been given a choice like the Guardian, a powerful SUV that is safer and runs on the same amount of gas as a car. Our blueprint shows the way; now automakers just need to build better SUVs." 

The average SUV lacks much of the modern, fuel-efficient technology used in cars, and burns 40 percent more gasoline than the average car. As a result, the average SUV owner pays more than $11,000 for gasoline over the vehicle lifetime—$3,200 more than car owners (based on the conservative price of $1.40 per gallon.) At today's average price of about $1.70 per gallon, SUV owners would pay more than $13,300 over the vehicle lifetime—$3,800 more than car owners. 

In addition, the overall fatality rate for SUV drivers was eight percent higher than for the average car driver in 2000, largely because of SUV design, height, and weight distribution. According to the National Highway Traffic Safety Administration (NHTSA), SUVs and pickups accounted for more than 60 percent of the increase in highway fatalities last year. A total of 42,815 people lost their lives on the roads in 2002, the highest total since 1990. A recent poll conducted by Belden Russonello & Stewart showed that while a majority of drivers recognizes that SUVs are more dangerous to others on the road, only one in three understands that SUVs are more dangerous for their own occupants than the average car. 

"SUVs are five times as likely as passenger cars to be in fatal crashes where a rollover is the first harmful event," said Carl E. Nash, former head of the Accident Investigation Division of NHTSA and a co-designer of the blueprint. "They have weak roofs and provide very poor protection when they roll over. SUVs are more likely to maim or kill their occupants than passenger cars and present a far greater hazard to the rest of us on the road." 

If all SUVs had the Guardian technology (sleek and lower unibody design, stronger materials to reduce vehicle weight and prevent "roof crush," better seat belts and tires, and an efficient six-cylinder engine), fatalities would decline by 2,200 each year and gas mileage would rise from 21 mpg to 27.8. These improvements, which would cost less than $750 per SUV, would pay for themselves in reduced gasoline costs in a little more than two years. By adopting the Guardian XSE technologies (an even more efficient engine and six-speed automatic transmission, an idle-off system, window-curtain air bags, electronic stability control, and more high-strength steel and aluminum), automakers could reduce fatalities by 2,900 each year and achieve 36 mpg for less than $3,000. 

The technology in the UCS Guardian would save 800,000 barrels of oil per day in 2015—the equivalent of about half the oil we import from Saudi Arabia—if it were applied to the light truck fleet (SUVs, pickups, and minivans) over the next five years, creating an average light truck fuel economy of 27.5 mpg. And just one Guardian would eliminate more than 27 tons of heat-trapping carbon dioxide emissions over its life, about the same as leaving a Ford Explorer in your garage for three years. 

"Consumers don't know about the safety and fuel economy failings of their SUVs because neither the government nor the automakers provide much useful information about their vehicles' weak roofs, inefficient engines, and stiff frames," said Friedman. "The market can't solve the problem, as the industry argues it should, if consumers don't know they could be getting something better." 

A copy of Building a Better SUV: A Blueprint for Saving Lives, Money, and Gasoline can be found on the web at www.SUVSolutions.org .  

Formed in 1969 at the Massachusetts Institute of Technology, the Union of Concerned Scientists is a nonprofit partnership of scientists and citizens combining rigorous scientific analysis, innovative policy development, and effective citizen advocacy to achieve practical environmental solutions. The Center for Auto Safety was founded in 1970 to improve the safety and reliability of cars and trucks in the United States. 

http://www.nytimes.com/2003/10/05/automobiles/05HUMM.html
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Special Order: A Green Hummer 

By JIM MOTAVALLI 

As a California gubernatorial candidate, Arnold Schwarzenegger has been trying to pull his environmental image out of the shadow of the Hummers in his driveway. 

He has embraced hydrogen energy for automobiles and said that he would develop public-private partnerships to install hydrogen filling stations every 20 miles on California interstates by 2010, an inducement for automakers to build fuel-cell cars. 

And to counter demonstrators who chant "A Hummer Isn't Green" at his campaign stops, he said he would convert one of his own 12 m.p.g. Hummers to run on hydrogen. (His campaign did not respond to a request asking how many he owns, although The San Francisco Chronicle says he has five.) 

According to a Reuters report that was widely disseminated, Mr. Schwarzenegger said in Carpinteria on Sept. 21 that he would fit one of his own Hummers with a fuel cell to test the technology. But his advisers say that is not what the candidate said. Rather, they say, he has a much simpler and less expensive goal: to modify the V-8 engine of a Hummer H2 to burn hydrogen gas. 

It is not surprising that press accounts got it wrong, because most automotive hydrogen research involves fuel cells. And other remarks by Mr. Schwarzenegger suggest that he may also have been unclear about the distinction. In a Sept. 10 television appearance on "The O'Reilly Factor,'' he said, "I have my Hummer, for instance, right now, trying to see if we can change it, for instance, to try it out and see if it can be done, to have hydrogen fuel cell, hydrogen fuel energy." 

Tai Robinson, one of several hydrogen experts who are submitting bids to convert the Schwarzenegger Hummer, said that the candidate "didn't know until a few weeks ago that it was possible to burn hydrogen in an internal-combustion car." 

Modifying a Hummer to run on hydrogen gas requires some engine work and hydrogen gas tanks. Terry Tamminen, executive director of the Environment Now foundation in Santa Monica, and an adviser to the Schwarzenegger campaign, estimated that such a conversion would cost $20,000 to $35,000 and take 60 days. 

Building a road-ready fuel-cell Hummer would cost much more. John DeCicco, a mechanical engineer who is a senior fellow at Environmental Defense, an advocacy group based in New York, said fuel cells were "still hand-built by Ph.D's." He estimated the cost, which would have to include safety and environmental certifications, at $2 million or more. 

Among prototype fuel-cell cars, only the Honda FCX has been certified by both the federal Environmental Protection Agency and the California Air Resources Board. 

A green Hummer already exists. The Army is testing a hybrid-power Humvee (the military version of the Hummer H1) that was developed in a government-industry partnership. 

Some experts question the utility of a hydrogen-burning Hummer. Amory Lovins, chief executive of the Rocky Mountain Institute in Snowmass, Colo., a pioneer in clean-car development, estimates that the vehicle will need storage tanks many times larger than its gasoline tank to have a comparable range. 

Simply replacing the gasoline tank with a similar-size hydrogen tank would yield a vehicle that could travel only 40 or 50 miles between fillups, Mr. Lovins said, "because it's such a heavy, high-drag vehicle." Mr. Robinson said his design includes four or five fuel tanks mounted on the roof. Jason Mark, director of the Clean Vehicles Program at the Union of Concerned Scientists, said a hydrogen car would produce much lower emissions, but any greenhouse-gas reduction would depend on how the hydrogen was produced. 

Alan Niedzwiecki, chief executive of Quantum Technologies in Irvine, Calif., insisted that Mr. Schwarzenegger's plan could work. Mr. Niedzwiecki, whose company is one of the bidders, concedes that the size of the tanks is a factor, but he said a 200-mile range could be achieved using "some tricks of the trade." 

http://www.oaklandtribune.com/Stories/0,1413,82~1865~1673679,00.html
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Davis: Let hybrid cars use HOV lanes 

By Sean Holstege 

STAFF WRITER 

Contact Sean Holstege at sholstege@angnewspapers.com .

Friday, October 03, 2003 -  Drivers of hybrid cars will not only save money on gas, but they also may save time in commute traffic if Davis administration officials get their way. 

Thursday, Gov. Gray Davis asked Transportation Secretary Norman Mineta for permission to let solo drivers of hybrid cars use California's1,100 miles of carpool lanes. Before that happens, the idea must also be approved by lawmakers in Sacramento and Washington. 

Then, cars that meet state emission standards and get better than 45 miles per gallon could enter carpool lanes, or high occupancy vehicle lanes, during rush hour. State officials said they were optimistic they would get the requisite blessings and that motorists could enjoy the benefit by 2005. The Bay Area has 275 miles of carpool lanes -- mostly in the South Bay. 

The proposal was part of a three-pronged announcement to boost Davis' environmental record and designed to show he still holds the reins of state government. 

Davis also announced he plans to sign a bill by Assemblyman Joe Nation, D-San Rafael, that would help consumers buy fuel-efficient tires, and a separate bill by Senate President Pro Tem John Burton, D-San Francisco, which would replace 73,000 state vehicles with cleaner-burning alternatives. 

State Treasurer Phil Angelides, Caltrans Director Jeff Morales and state Environmental Protection Agency Secretary Winston Hickox were joined by environmentalists who all hailed each initiative in the triad as one that leads the nation. 

Arizona and Virginia have also sought federal approval to allow gas/electric hybrids -- such as the Toyota Prius, Honda Civic and Honda Insight -- into carpool lanes. No state yet has put the plan into effect. 

Morales said California's move would improve the efficiency of the carpool network by getting more cars to use the exclusive lanes and would also reduce smog. It comes as Caltrans plans to add 300 miles of carpool lanes over the next five years and double the network over the next 20 years. 

The proposal also comes amid projections that the20,000 private hybrid cars on California roads will grow to 100,000 to 300,000 by the end of the decade, Angelides said. 

Nation's bill will in 2008 require that replacement tires be as fuel efficient as the originals and require that in 2006 consumers be provided efficiency ratings of tires. He likened it to the Energy Star program that labels efficient appliances, such as refrigerators, and said well-designed tires could save drivers up to $150 a year in gas. 

Natural Resources Defense Council scientist Roland Hwang said the measure would save more gas over the next 50 years than can be recovered from the Arctic National Wildlife Refuge in Alaska.

http://www.msnbc.com/news/970117.asp?0cv=BB10&cp1=1

Green Hummer for Schwarzenegger? 

Idea is to convert one of movie star’s vehicles to hydrogen 

By Miguel Llanos 

MSNBC 

CAPTION: Arnold Schwarzenegger signs autographs on the hood of Tai Robinson's hydrogen-powered pickup truck after unveiling his environmental policy in Carpinteria, Calif., on Sept. 21. Robinson could be tapped to convert one of the gubernatorial candidate's Hummers to hydrogen. 

Oct. 3 —  Tai Robinson, a 28-year-old former ski racer, wants to be Arnold Schwarzenegger’s go-to guy if the California gubernatorial candidate goes through with his plan to convert one of his diesel Hummers to run on hydrogen. Having converted his own vehicle, Robinson says he’s ready and able to do a Hummer. 

ROBINSON IS ONE of four bidders for the conversion, which Schwarzenegger touted when he unveiled his environmental platform last month. 

After noting he convinced General Motors to produce a civilian version of the Hummer 11 years ago, Schwarzenegger said he aimed to do the same with vehicles that run on hydrogen, a much cleaner fuel than diesel or gasoline but one that’s still expensive to extract given its chemical characteristics. 

“I want to show them my car when it’s done and inspire Detroit and let them know that this is what we can do,” Schwarzenegger said at the event in Carpinteria, Calif. 

“By the end of this decade,” he added, “we will have hundreds of thousands of cars driving with hydrogen fuel rather than fossil fuel.” 

Robinson, a former U.S. Ski Team racer who has become a hydrogen junkie, was at the event along with his pickup, and is quick to show off where Schwarzenegger signed his name on a wheel panel. 

He’s also quick to share his enthusiasm for hydrogen, which can be used directly in internal combustion engines or even more efficiently in fuel cells, which mix hydrogen and oxygen to create electricity. 

“Hydrogen is the future, that’s where we have to get to,” he says, and converting vehicles now gets around the barrier of what comes first, the cars or the filling stations for them. “These vehicles will solve the chicken or egg dilemma,” he says. 

He’s also determined to get away from using the term “alternative fuels” and instead talks of “American fuels” to emphasize the fact that they are not dependent on foreign sources. “If we call it alternative it’s never going to go mainstream,” he adds. 

Schwarzenegger’s campaign likes Robinson’s drive. 

“We really admire Tai,” says Terry Tamminen, an unpaid environmental adviser to the Schwarzenegger campaign. 

But he notes that others are competing and that Robinson’s low-budget operation has its drawbacks. “He would be the first to tell you that there are limitations to his shop,” Tamminen says. 

Tai Robinson stands next to his pickup truck, which he modified to run on hydrogen, natural gas, ethanol or gasoline. Arnold Schwarzenegger liked it so much he autographed the left panel, seen next to Robinson. 

DREAM TO REALITY? 

Robinson’s journey on the road to hydrogen began four years ago with the birth of his son. 

That’s when he decided he needed to make a difference, so he gave up professional skiing and took seriously the hydrogen skills his father had forged in his own career as a mechanic. “When I was 10 months old, my dad was converting a diesel boat engine to run on hydrogen,” he says. 

Robinson dove into conversions, spending about $5,000 in parts to prepare his pickup truck for a cross-country trip over the summer along with other environmentally friendly vehicles. 

He picked up hydrogen in tanks from welding shops along the way in order to refuel the tanks installed in the bed of his truck. While on the road, he periodically “hyboosted” the truck by running it on gasoline with two percent hydrogen — a trick that took his top speed to 110 mph, he says, and his mileage from 17 miles per gallon to 23. 

Robinson says he pays for his passion via his window cleaning business in Snowbird, Utah. “I make my money washing windows and spend it all on hydrogen,” he says. 

He also opened a business, Intergalactic Hydrogen, to do conversions and said his next project is converting a diesel Hummer to run on vegetable oil and biodiesel, which is reformulated from animal fat or vegetable oil. 

The $8,000 conversion is for a yoga retreat center that aims to be self sufficient. The engine will fire up on biodiesel, which then warms up the thicker vegetable oil so the Hummer can run directly off that. 

Robinson has also moved to Southern California to be where the hydrogen action is, and he hopes to eventually do fleet conversions — a niche market that he doesn’t think will attract carmakers, who are developing long-term prototypes like GM’s hydrogen and fuel cell Hy-wire. 

“We can make a profit off of doing 20 to 30 vehicles, whereas automakers they need thousands,” he says. 

He’s hoping for conversions that cost between $12,000 and $20,000 but is quick to say a Hummer conversion like Schwarzenegger’s requires “serious upgrades” and will cost more than he originally bid on. 

Unless equipment makers kick in parts, Robinson says, the price will be closer to $100,000, about what Schwarzenegger paid when he first converted a military Hummer to civilian use. 

But he expects a big payoff. “The Hummer gets about 11 mpg and we should be able to get double that,” he says. Moreover, “the emissions will actually be cleaner than the air in downtown Sacramento,” where Schwarzenegger would have his office if elected governor. 

SCHWARZENEGGER’S PROMISED PATH 

Tamminen says a decision on who’ll get the conversion job is expected by mid-October. The work itself should take one to two months and Tamminen says Schwarzenegger intends to go ahead win or lose California’s Oct. 7 election. 

Schwarzenegger’s conversion, he adds, is not a media stunt. “We knew it wasn’t going to get done before the election,” he says. 

Tamminen says converting a Hummer to fuel cells and hydrogen was considered but dropped due to the estimated $100,000 cost. The bids for converting the Hummer’s diesel engine to use hydrogen run from $21,000 to $35,000, he adds. 

Acknowledging that the final cost could near $100,000, he insists that won’t affect the outcome. “Even a man of Arnold’s resources has an ouch factor,” says Tamminen, “but we’re not going to reach that on this project.” 

The conversion is part of a broader “hydrogen highways” program unveiled by Schwarzenegger at the Carpinteria event. It largely mirrors proposals from Energy Independence Now, a group headed by Tamminen. 

The cornerstone of that plan is to build hydrogen filling stations every 20 miles along major highways in California. 

California has more hydrogen stations than any state, 12 and a new one opening this month at Los Angeles International Airport, but that’s still a pittance and Tamminen is anxious to jump start the industry. 

“These vehicles are ready for prime time if we can get the fueling infrastructure in place,” he insists. 

REAL GREEN, OR COATING? 

As bold as Schwarzenegger’s hydrogen plan is, he has not been embraced by environmentalists. 

They cite his SUV image and recent statements, particularly the suggestion that California’s Environmental Protection Agency was one of those “overlapping agencies” that could be eliminated because “we have to strip that down and get rid of some of those agencies.” 

“Any college student who cares about the environment could have explained why we need Cal EPA,” responded Rico Mastrodnato, head of the California League of Conservation Voters. “We need Cal EPA to push for stronger protections for California’s air and water and because it is our best defense against the destructive environmental rollbacks of the Bush administration.” 

And at his Carpinteria event, Schwarzenegger was interrupted at times by a few protestors, one using a megaphone to shout, “A Hummer isn’t clean and Arnold isn’t green.” 

Asked by reporters if his own SUV passion — he owns five Hummers and arrived at the event in a GMC Yukon — didn’t undermine his environmental credentials, Schwarzenegger said he was only now becoming aware of the possibilities of green technologies. 

“The things I’ve learned in this last month running for office have been spectacular,” he said. 

Robinson, for his part, is determined to stay on the hydrogen highway no matter what. “It’s the right thing to do,” he says. “I have a son and we have to change what we’re doing ... the price of gasoline isn’t enough to truly respect it.” 

 fact file  

Schwarzenegger's eco-priorities 

Arnold Schwarzenegger's Hummer conversion is part of a more ambitious environmental plan. Other goals include: 

Hydrogen filling stations every 20 miles on major interstates by 2010. 

Solar energy in half of all new houses in California by 2005. 

Cut air pollution by 50 percent in California. 

Direct state agencies to accelerate use of the cleanest vehicles available. 

Retire those heavily used state vehicles that do the greatest harm to air quality. 

Prevent coastal oil drilling. 

Reduce energy consumption by 20 percent within two years. 

Protect parks and open spaces. 

http://www.joinarnold.com/en/agenda/#D1

Arnold Shwarzenegger's Action Plan for California's Environment 

Summary: 

California's economic future depends significantly on the quality of our environment. We face serious environmental challenges, which have profound impact on public health and the economy. "Jobs vs. the environment" is a false choice. Overwhelming evidence demonstrates that clean air and water result in a more productive workforce, and a healthier economy, which will contribute to a balanced state budget.  Moreover, it is children who suffer disproportionate impacts of environmental toxins. Studies show that children who live near freeways, for example, suffer significantly higher asthma rates and learning disabilities.  This administration will protect and restore California's air, water and landscapes so that all the people of California can enjoy the natural beauty that is California. 

Full Policy: The Schwarzenegger Administration will protect and restore California's air, water, and landscapes with the following initiatives: 

1.        Cut Air Pollution Statewide by Up to 50% -- and Restore Independence From Foreign Oil. 

Breathing clean and healthy air is a right of all Californians, especially our children, whose health suffers disproportionately when our air is polluted.  The future health of California's environment and economy depend on our taking action now. 

As Governor I will: 

Invest in Hydrogen Highways. Several leading auto manufacturers have stated that they can have tens of thousands of competitively priced hydrogen fuel cell cars on the road by the end of this decade if the fueling infrastructure were is available.  I will create a public-private partnership to ensure that before 2010, California has a network of stations in place to allow motorists a real choice of cleaner fuels to put in their tank. 

These "Hydrogen Highways" will ensure the availability of hydrogen fueling stations every 20 miles on California's major interstate highways.  I will challenge businesses to match the government's investment in these new fueling stations. 

Fight for federal dollars for hydrogen fuel development. The federal government plans to spend more than one billion dollars over the next five years to support hydrogen fuel development.  I will fight to make sure that a substantial portion of this money is invested in California, and I will seek the maximum benefit from any federal tax incentives. 

Expedite clean fuel transportation. Expedite private efforts to build and mass market competitively priced cleaner fuel cars, buses, trucks and generators in California before 2010.  I will direct all appropriate state agencies to accelerate use of the cleanest vehicles commercially available to meet the state's transportation needs.  I will also encourage municipal, county and federal government agencies in California to do the same. 

I will direct the California Energy Commission and California Environmental Protection Agency to ensure that California's fuel marketplace offers producers and consumers a real choice of fuels that are more plentiful, cost-effective and at the same time reduce harmful pollutants and greenhouse gasses.  Fuel choices should include compressed natural gas (CNG), liquefied natural gas (LNG), ethanol, hydrogen, electric, low-sulfur and non-petroleum diesel blends. 

Get gross-polluting vehicles off the road now. Less than 10 percent of vehicles currently operating on California's roads are contributing contribute close to 50 percent of the California's mobile source air pollution.  I will insist on strong enforcement of new federal and state requirements for significant reductions in particulate matter and other emissions from diesel-fueled trucks and buses.   I will look to expand innovative market-based mechanisms such as "scrappage" systems so that California can obtain the maximum reduction in tons of emitted pollutants at the lowest possible cost to the state.  Under my Administration, the state will lead by example - identifying and permanently retiring those heavily used vehicles that do the greatest harm to our air quality. 

Protect California's air quality standards for industrial facilities 

I will direct the Air Resources Board to examine the impact of the federal decision to exempt new sources of industrial air pollution from "new source review".   Encouraging new investment in California's industrial facilities should result in greater protection of workers and families in adjacent neighborhoods. 

Relieve Traffic Congestion 

I will seek to implement innovative, market-based and means of reducing congestion on California's highways - including congestion pricing, eliminating congestion-causing toll booths when they can easily be replaced by technology, and similar measures. 

2.        Protect California's Rivers, Bays, and Coastline 

California is identified for its beaches and magnificent coastline more than any other single feature. Tourism contributes $75 billion to California's economy, and employs over 1 million Californians.  As Governor, I will protect California's coastline by fighting for a permanent ban on all oil drilling in coastal waters and will urge the federal government to purchase the remaining offshore oil leases as it has in Florida. 

Reduce Ocean Pollution. I will take action to protect our coasts from sewage and storm water pollution.  I will direct state agencies to incorporate pollution-free coastal development techniques, accelerate the repair of leaking sewer systems, and fully implement existing water quality programs, such as municipal storm water permit programs and Total Maximum Daily Load programs.  California must handle and treat its sewage under the requirements of the Clean Water Act to protect our oceans and beaches and the people who use them. 

Protect Drinking Water. 22 million Californians rely on the San Francisco Bay Delta for the quality of their drinking water. Sacramento's lack of leadership in supporting state and federal cooperation on Delta water management (CAL-FED) has resulted in Congress not funding the CAL-FED program.  As Governor, I will urge the Congress to fully restore CAL-FED funding immediately.  With proper leadership and resources, CAL-FED can implement the most effective ways of making the best use of our water supplies and encouraging economic growth in California.  This will include increased conservation efforts among both urban and agricultural users, and the use of market-based mechanisms to create environmental gains in streams for fish and economic gains for farmers, municipal and industrial users. 

Our streams, rivers, lakes, and bays can be better protected through the use of watershed management.  As Governor, I will direct Cal/EPA and the Resources Agency to completely overhaul their recent "California Watershed Management MOU" from a bureaucratic do-nothing document to an action plan that will clean up California's most endangered watersheds now.  Emphasis will be placed on practical strategies to finance these initiatives using state or private revolving loan funds and seeking California's fair share of federal funding, and making sure that existing permitting fees are targeted toward resource management so that they benefit the environment--not bureaucrats. 

Protect the Integrity of our Coasts. I will protect the integrity of the California Coastal Commission, which for decades has served to protect our valuable coastal resources.  I will not allow the type of political interference in Coastal Commission decisions that has characterized the current Davis Administration, where special favors were granted in return for campaign contributions, even while the Administration was pledging to protect the coast. 

Keep Tahoe Blue. Lake Tahoe is one of California's most precious assets.  Since 1970, population in the Tahoe Basin has more than doubled, but our environmental protections have not kept pace.  The Environmental Improvement Plan for Lake Tahoe implemented in 1998 by California, Nevada, federal agencies, local governments, Indian tribes and community groups to improve Lake Tahoe's clarity has not been updated for five years.  As Governor, I will take action to update the plan to accelerate improvement of Tahoe's waters, trails and wildlife, in order to "Keep Tahoe Blue." 

3. Solve California's Electrical Energy Crisis. 

An unreliable energy system discourages businesses from locating or even remaining in California, resulting in lost jobs and state revenues,  I will take action to prevent brownouts or blackouts, such as those experienced during the Davis Administration in California and this year on the East Coast.   Almost one third of California's entire in-state generation base is over 40 years old.  I will immediately lay the groundwork to expand the state's power supplies, with special emphasis on clean, renewable sources, through the following steps: 

Promote Solar and Renewables. Increase California's use of solar power in cooperation with developers, the Building Industry Association, labor, community organizations, and bi-partisan state legislators to provide incentives for new homes built in California to include solar photovoltaics (PV).  The goal of this program would be that, starting in 2005, 50% of new homes would include solar PV.  As Governor I will also support the extension of tax credits for businesses and commercial establishments which install on-grid solar photovoltaic and other renewable generation systems. 

Increase the Reliability of the Grid. I will work to improve the reliability of the electric grid serving the western United States to prevent the type of blackouts which plagued the eastern United States and Canada during the summer of 2003.  I will call for a summit to bring together the state's utilities, contractors, and California Independent System Operator (CAISO) with the Federal government and other states and regional energy interests to strengthen the grid reliability.   Investments should be consistent with the CAISO's annual transmission plan and should evaluate demand, transmission, and generation alternatives. 

Save Energy Through Green Buildings 

A host of case studies demonstrate that retrofitting commercial buildings with energy-saving lighting and other technologies is repaid in five years or less based on electricity savings. Incentives will be established, including a Green Building Bank, using private financing and targeted public loan guarantees, to swiftly retrofit as many buildings as possible, reducing the need for new power plants, saving money for businesses and taxpayers alike, and preserving air quality. The Green Building Bank will also help finance the addition of solar PV on large flat rooftops, repaid over time by the value of the new energy generated. 

Increase Renewable Energy. As Governor, I will fully endorse California's Renewable Portfolio Standard (RPS), which requires that 20% of the state's total power supplies be generated from renewable sources by 2017.  My Administration will also direct the California Energy Commission to define incentives and implement strategies that will target achievement of the 20% standard a full seven years early - - by 2010 - - and set the state on course to derive 33% of its power from renewable sources by 2020. 

4. Protect and Restore California's Parks and Open Spaces 

Many California families vacation within driving distance, often camping at state parks and beaches. State parks, beaches and trails also generate significant economic activity and tax revenue as a result of fees and other spending in adjacent areas. There is general agreement that park maintenance has been allowed to deteriorate. Improve Our Parks, With Special Emphasis on Access for Seniors and the Disabled. 

I will order the Resources Agency to develop a comprehensive facility assessment and improvement plan for state parks, beaches, and coastal access, with emphasis placed on investments that enhance local economies and access for California's seniors and the disabled. 

Much of the initial investment for these improvements can come from already approved bond measures, but plans will also be developed to find additional ways to support this important initiative through careful public and private investment. 

Protect the Sierra Nevada. A decade of hard work by a broad variety of stakeholders resulted in the Sierra Nevada Framework, a policy document that has been widely hailed as a model of forest ecosystem resource protection. As Governor, I will direct all relevant state agencies to comply fully with the Framework and call on the federal government to honor its pledge to abide by the policies set forth in this unprecedented compact. 

The Sierra Nevada Mountain Range is one of the state's crown jewels. Yet, unlike many of California's other natural treasures, it has no conservancy.  As Governor I will propose establishment of a Sierra Nevada Mountains Conservancy. 

5. Restore Our Urban Environments. 

There is currently no effective, widely used mechanism for identifying vacant or underutilized sites in urban areas to evaluate their potential for infill redevelopment.  The result is fiscally unsustainable sprawl, traffic congestion on commuter roadways, air pollution, pressure to consume scarce infrastructure resources, and loss of valuable open space. Working with local officials, my Administration will develop an Infill Incentives Package to help local governments deal with the jobs/housing imbalance throughout the State and to spur smarter development by providing a mechanism for planners to identify and evaluate redevelopment of blighted and underutilized sites, allowing cities to accommodate mixed use, compact development and urban infill growth while curtailing urban sprawl. 

Address Brownfield Sites. In addition, my Administration will direct appropriate agencies to draft a plan to rapidly complete the cleanup of brownfield sites, especially the thousands of locations with leaking underground petroleum storage tanks, enabling these sites to be developed for productive commercial uses. 

Improve Mass Transit. In many locales, strategic improvements or additions to bus, light rail, and subway lines can result in much greater use of existing mass transit, reducing highway congestion and air pollution.  As Governor, I will ask the federal government to restore to California its fair share of gasoline tax money generated in the state, along with other federal funds, to assist with critical mass transit improvements. 

Focus on Children's Health. Children suffer disproportionate impacts of dirty air, water, and dilapidated urban parks. Cal/EPA and the state Parks Department will be directed to submit an inventory of projects that will immediately improve air quality along freeways adjacent to residential areas, improve aging plumbing in inner-city neighborhoods (that now cause contamination of drinking water for families), and improve parks in neighborhoods with less than two acres of parks per 1,000 residents. Agencies managing recently approved water and park bond funds will be directed to give priorities to these projects.  Special emphasis will be placed on projects that measurably reduce childhood asthma by improving both indoor and outdoor air quality. 

6.  Protect California's Environment Through Tough Enforcement of Existing Laws 

Strict law enforcement is vital to assure environmental protection, prevent polluters from achieving unfair competitive advantage against complying competitors, send a message of public values, and establish conditions conducive to creativity and participation in voluntary initiatives. 

My Administration will focus on keeping underlying statutes and regulations simple; simple rules are easiest to follow and comply with; unnecessarily complex rules are hard to comply with, hard to enforce, and encourage evasion. Particular attention will be given to better use of information technologies with strict, clear and rapid penalties for intentional or negligent misstatements or omissions 

Government should be held accountable for environmental protection to the same extent as private parties and should be held to the same enforcement standards.   To greatest possible extent, environmental enforcement settlements should be used to provide direct environmental improvement through supervised projects, rather than having all penalties go to government treasuries. 

http://evworld.com/databases/printit.cfm?storyid=582

Renault Electric Kangoo Can Do 

By Heinrich Holinger 

The Renault Kangoo Electric is the only roomy, five-seat, family-sized electric vehicle on the European market. Add to this the optional "range extender" with its "emergency power supply" and you have an excellent vehicle for transporting people and goods over short and medium range daily driving chores. 

This report covers our first five months and 10,000 miles of service. 

First, let me describe the range extender.  It is a small petrol engine (with catalyst) that produces approximately 10 KW electrical at a fixed number of revolutions. While this doesn't seem like a lot of power, with practice it is possible to drive the Kangoo on the 10kW output of the engine alone, minimizing the power drain on the battery.  The tiny nine liter fuel tank is sufficient to take the car 200 km.  The driver can select whether or not to use the range extender, a feature not offered any production electric vehicle. However, it's not possible to recharge the vehicle while its standing still using the RE engine. 

The big advantage of the RE option is that it reduces the stress of the novice electric vehicle drivers who worry about running out of battery power.  Although a warning light will come on when the pack reaches 10 percent SOC (state-of-charge), we've found that it is rarely needed in daily operation where most of our trips are between 60-80 km, well within the range of the battery-only mode. With careful driving, the Kangoo will consume only 25kWh/100km.  Digital displays indicate remaining kilometers available at present power levels, as well as showing current consumption in kW/100kM. 

That being said, if you choose to run the RE engine all the time, the fuel economy drops to a disappointing 7liters/100km.  However, we have found that we need to use it only 10% of the time in which case economy improves to a much more responsible 3liters/100km. 

One of the benefits of the RE engine is that it can be used to supplement the Kangoo's electric heat in winter. A nice feature is the ability to program the car to preheat during the winter, as long as it is plugged in.  The on board 3.5kW charger enables the car to recharge from 0 to 95% SOC in just 4 hours.  The charger also has a 2kW charge mode for smaller 10 amp circuits, however charging takes appreciably longer. [Note: normal household currents in Europe are  220 volts at 50 cycles compared to 120 volts at 60 cycles (Herz) in North America.]  Renault has incorporated a "drive-off protection" system that prevents the car from moving while it is still plugged into the charger. 

The first surprise after taking delivery from the Renault dealer in St-Louis is the speed of the RH model. The vehicle will do 120km/hr, nearly 20km/hr above the advertised speed in the dealer brochure, in part because of an "overdrive" system that aids acceleration and driving in snow, something we know a lot about here in Switzerland. In fact, it seems there are so many added features in this vehicle, that it appears that Renault technicians inserted more than their sales staff realized. 

As would be expected, the Kangoo makes use of regenerative braking (Rekuperation) to help recapture some of the vehicle's kinetic energy, which is used to recharge the air-cooled, NiCad batteries.  Despite the deadly heat wave of the summer of the 2003 in Europe, the car performed well. However, the batteries must be periodically watered every 5,000 kilometers. A warning light will come on saying it is time to refill the batteries and remain on until the car is taken into the dealership. 

The Kangoo EV drives much like a car with an automatic transmission. Remove your foot from the brake and the car will begin to roll forward.  Having driven electric cars for many years, it was a pleasure to find a highly-effective park gear. In most EVs you have to rely on the emergency brake only when parking on a steep inclines. I also enjoy being able to put the car in Neutral to bypass engagement of the regenerative braking system on easy downward gradients. 

We very much enjoy the car's many storage bins and shelves. In addition, the rear seat -- which is a 1/3-2/3 split -- can be laid down to accommodate loads up to 100 kilograms. Now we can consider packing our tent and inflatable boat for a camping trip to the Adriatic or perhaps a drive up to Sweden. 

The Kangoo offers the same level of safety and security as a conventional car including standard airbags, seatbelts and head restraints for all the passengers (side airbags are option). The vehicle is also offered also as 2 place delivery van. Both versions meet Switzerland's A24 zero emissions code. 

While the operational manual for the car is available only in French, it is very detailed and written specifically for the electric version of the Kangoo; it is not simply a amended version of the gasoline car's manual.  In order to save weight and space, Renault has replaced the spare tire with a spray can of emergency inflation sealant. 

The Kangoo easily offers us the best value for everyday driving use. While we do use grid power to recharge the Kangoo at night, during the day our apartment building's solar panels [see photo album links at beginning of article], we are very close to producing no CO2 at all. Our new office building, which we call WATTWERK , will enable us to meet all our electric power needs and charge the Kangoo, making us completely CO2 neutral.  That will be a very good feeling.

http://www.missouri.edu/~news/releases/suppesalternativefuel.html

http://www.sciencedaily.com/releases/2003/10/031015031752.htm

MU RESEARCHER FINDS PLUG-IN HYBRID VEHICLE CAN CUT NATIONAL FUEL CONSUMPTION IN HALF 

COLUMBIA ,Mo. –Recently, Toyota Motor Corp opened the production site of its gasoline-electric hybrid cars to journalists for the first time. Many leading auto makers have questioned the benefit of developing these vehicles, arguing they are just a temporary solution before zero-emission fuel cell vehicles are the standard 20 years from now. 

However, a researcher at the University of Missouri-Columbia discovered that the development of a plug-in fuel cell hybrid, with as little as 20 miles of range from rechargeable hydrogen, could cut the amount of gasoline consumed in the United States by more than 50 percent. In addition, this technology could be mass produced in the next five years. 

 “About 47 percent of all miles put on vehicles in a day are within the first 20 miles of travel,” said Galen Suppes, associate professor of chemical engineering at MU. “Furthermore, about 50 percent of the vehicles travel 20 miles or less per day, and this 20 mile distance is usually in inner-city travel where fuel economy for conventional internal combustion engines is poor and emissions have their greatest adverse affects.” 

The plug-in hybrid is a modified version of the hybrid vehicle, which uses electric motors and battery packs to improve fuel efficiency. The plug-in contains a secondary power source, larger than the standard hybrid, which can be recharged using electricity while parked at home. Suppes says that by replacing vehicular fuel consumption with electricity, there will be a drop in fuel emissions and less demand for gasoline. If the vehicles were charged at night, according to Suppes, they would not add to the burden on the nation’s electrical power grid. 

The fuel cell hybrid provides an additional degree of freedom with the plug-in option, Suppes found. The electricity could be used to recharge batteries or to hydrolyze water to hydrogen for use with the fuel cell. In the hydrogen storage option, fuel cells are used to generate hydrogen and oxygen which are stored in compressed tanks. This configuration, Suppes says, can reduce the amount of secondary source battery storage since pure hydrogen can power the fuel cells. 

 “At less than $1,000 in incremental costs to today’s standard hybrid vehicle, this is a good option today and a great option for tomorrow’s fuel cell hybrid vehicles,” Suppes said. “The plug-in fuel cell hybrid is a great transition technology toward a hydrogen infrastructure.” 

Suppes’ research on the plug-in fuel cell hybrid was recently published in the International Journal of Hydrogen Energy. He and his colleague, Truman Storvick, professor emeritus of chemical engineering at MU, recently developed an online book, “Energy Disclosed: Abundant Resources and Unused Technology,” which can be viewed at www.missouri.edu/~suppesg/book.htm .

http://www.businessweek.com/print/premium/content/03_43/b3855072.htm?tc
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NEWS: ANALYSIS & COMMENTARY 

"Detroit Is Missing The Boat" 

Demand for hybrids is rising, but the Big Three are slow to get on board 

Every decade or so, IT seems, a major new segment opens up in the U.S. auto market. Although Detroit has had its successes -- pioneering minivans in the 1980s and SUVs in the early 1990s -- other times, it is nowhere to be found. In the 1980s, it didn't see the move to small, high-quality cars such as the Honda ( HMC ) Civic. Then, in the late '90s, it missed a turn as Japan developed carlike SUVs such as Toyota's ( TM ) RAV4. Such miscalculations go a long way toward explaining Detroit's loss of U.S. market share, from 84% in 1978 to 61.6% today. 

Now you can add hybrid gas-electric vehicles to that dubious roster. Ford's ( F) hybrid Escape, the first domestic vehicle to sport the high-mileage hybrid technology -- and the first hybrid SUV, period -- was due out this year. But problems perfecting the battery and software have delayed its debut until late next summer. As for its Motown rivals, GM ( GM ) is giving hybrids short shrift while betting on the eventual benefits of hydrogen-powered cars. And DaimlerChrysler's ( DCX ) cash-strapped Chrysler Group killed plans for a hybrid Durango SUV in mid-2002. Instead, it is counting on improved diesel engines. Both GM and Chrysler are more than a year away from introducing "mild" hybrid trucks, where an electric motor provides a smaller mileage boost. Says Mark Rikess, CEO of consultants Rikess Group in Burbank, Calif.: "Detroit is missing the boat." 

Japanese carmakers, on the other hand, already have shipped their second wave of hybrids. An impressive follow-on to Toyota Motor Corp.'s Prius went on sale on Oct. 17. It's larger than the first Prius, and at $20,000 has booked strong advance sales. Honda Motor Co. is offering a hybrid version of its popular Civic. And Toyota's Lexus Div. will race Ford to market next summer with a hybrid SUV, the RX400H. If Toyota can build a mainstream following for the Prius and its hybrid RX400H -- and turn a profit -- it will hold a commanding lead in hybrid technology. "If Toyota succeeds," says a hybrid expert at a rival, "they're going to have a 10- to 15-year head start." 

BUILDING BLOCK 

So far, it's easy to see hybrids as a mere niche in the U.S. High costs and limited selection kept sales to 38,000 last year, out of 16.8 million total vehicle sales. Partly that's because consumers are still confused about the technology, in which a computer coordinates a gas engine with a battery-powered electric motor. But hybrids, which lower pollution and improve gas mileage, are growing in popularity. Ford CEO William C. Ford Jr. has said they could be 75% of the market in 25 years. J.D. Power & Associates Inc. is more circumspect, estimating sales of 500,000 within five years as hybrid systems are offered in already popular vehicles. 

That still seems small -- until you consider that the technology needed for hybrids is a crucial building block in what just about everyone in the auto industry agrees is the ultimate goal: highly efficient hydrogen fuel-cell cars. Most auto experts think that fuel cells, which convert hydrogen to electricity to propel a car, will begin to replace gas-powered engines in 15 to 20 years. In the meantime, Toyota, Honda, and Ford hope to hone their electric-motor expertise through hybrids. Says Prabhakar Patil, Ford's chief engineer for hybrid technology: "Everything we do to make hybrids more efficient and affordable will translate directly into fuel-cell technology." 

GM, however, believes it can bring fuel-cell cars to market by 2010. It's plowing more than $100 million a year into doing it. GM CEO G. Richard Wagoner Jr. argues that hybrids are too costly to sell at a profit and appeal to a small number of buyers. But critics say GM is setting itself up for a broad knowledge gap by leapfrogging over hybrids -- not to mention missing a major sales opportunity if hybrids take off. Says Jim Hall, vice-president of AutoPacific consultants: "It's really dangerous to assume that there will be only one technology in future cars." 

Motown has only its love of big trucks to blame for being left behind in hybrids. While the Japanese were pioneering the technology in the mid-'90s -- largely in response to gas prices three times higher at home than in the U.S. -- Detroit was developing big pickups and SUVs. Those gas-guzzlers generated huge profits in ensuing years. With Washington reluctant to tighten fuel economy standards, there was little incentive to develop more efficient vehicles. 

Detroit based much of its initial skepticism on the price differential of the first hybrids. Toyota faced a $10,000 loss on each original Prius. Yet it persevered, starting small in Japan, refining the technology, squeezing out costs, and licensing the system to others. Now Toyota says it has recovered its initial R&D investment and claims it will eventually turn a profit on the 36,000 Priuses it plans to sell annually in the U.S. 

COSTLY DELAY 

The exception to American skepticism has been Ford Motor Co. Led by CEO Ford, a dedicated environmentalist, the company announced in mid-2000 that the hybrid Escape, getting 40 mpg in city driving, would be the leading edge of a greener lineup. The company says it will follow with a hybrid version of its Futura sedan. But taming the technology has proven harder than expected. Says Ford: "As with any new technology, there have been challenges." 

By the time the U.S. hybrids arrive, they may get shown up by Japan's third-generation vehicles. Toyota is keeping the RX's new technology under wraps, but its new Prius shows how a follow-up model can improve. Toyota boosted the $20,000 Prius' fuel economy by 15%, to 55 mpg, and cut emissions by 30% -- even as the car has grown. 

The delay in the Escape already has been costly for Ford: It was one reason Bill Ford had to renege on a promise to boost SUV fuel economy by 25% by 2005. Yet despite the long-term stakes, some Ford execs don't think the financially struggling company should be competing in hybrids. Says a source close to Ford: "The majority of the country doesn't give a damn" about hybrids. CEO Ford vows to forge onward, though: "For an auto company with a global presence, you have to be involved in all areas of future engine technology." 

But the world may not wait for U.S. carmakers. Detroit is once again playing catch-up in its race with Japan. That the exhaust it's sucking this time is so clean makes it all the more painful. 

By Kathleen Kerwin, with David Welch, in Detroit 

http://www.businessweek.com/print/premium/content/03_43/b3855073.htm?tc
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General Motors: Who Needs Hybrids? 

If concept cars are any indication, then General Motors Corp. is ahead of its rivals in the race to build hydrogen-powered vehicles. Exhibit A: The company's Hy-wire, a $5 million experimental car that powers down the highway by converting hydrogen to electricity and emitting water vapor exhaust. GM execs say the Hy-wire is a glimpse of what it's planning for hydrogen cars, which they hope will be street-ready in small numbers by 2010. Meantime, some of the concept car's electronic wizardry is already showing up in current models. 

The most immediate difference between the Hy-wire and a conventional car is the lack of an engine or transmission. Instead, an electric motor powered by the hydrogen fuel cells turns the front wheels. With the bulky drivetrain gone, engineers were able to design an open cockpit with tons of legroom and cargo space, not to mention a windscreen that practically reaches the floorboards. That allows the driver to see the road directly ahead. 

The other differences: There are no pedals or steering wheel. Instead, the driver navigates through traffic with hand controls like those found on an aircraft. To accelerate, he twists a handgrip; to brake, he squeezes. A computer relays those signals to the brakes, motor, and steering system. Such electronics suck a lot of juice -- power that the beefy hydrogen cells ably supply. But versions of the computer-aided accelerator are already in the Chevrolet Corvette and Cadillac XLR roadster, though with a conventional gas pedal. 

What's so great about computer-aided controls? For starters, they respond faster than traditional controls do. Moreover, if the car starts to skid, the onboard brain automatically adjusts direction. Such stability controls could be a big advance, though they won't be ready for prime time for a while, says Nick Zielinski, GM's director of vehicle and technology integration. 

Where GM has really excelled is in cramming all that technology into one roomy car. The fuel cells, hydrogen tanks, batteries and computer controls have been packed into an 11-inch-thick chassis. In most fuel cell concept cars, the storage tanks take up too much of the cargo space. The design of the chassis, which resembles a giant skateboard, solves that problem. 

It will be years before GM masters the technology. For now, the Hy-wire's range is a scant 80 miles. Moreover, its fuel cells cost an estimated $50,000 a vehicle, 10 times what any company could afford in a production car. Still, it's a tantalizing start. 

By David Welch in Detroit 

http://www.businessweek.com/print/premium/content/03_43/b3855178_mz029.htm?mz
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It's Hybrid Time. Where's Detroit? 

The U.S. needs to cut its dependence on Mideast oil. There is hybrid-engine technology that can help do just that. And there are consumers who want to buy cars powered by those engines. But the only carmakers willing to manufacture them are Japanese: Toyota ( TM ) and Honda ( HMC ). Ford ( F) has delayed the launch of its first hybrid-powered vehicle, the Escape SUV, until 2004, while Toyota is about to sell its next-generation hybrid, the new Prius sedan. It's time for Detroit to get on the stick. 

The Big Three should stop spinning dreams of hydrogen-powered autos and embrace the hybrid gas-and-electric engine that can save fuel now. Detroit is correct in saying that hybrids don't yet make money: The technology adds about $3,000 to the price of every car. But greater volume will lower that cost, and there are clear signs that consumers want such cars. The Prius, which goes on sale in November, is already sold out at many dealerships. The sedan is the same size and price as a midsize Toyota Camry and gets about twice the mileage, 55 miles per gallon. J.D. Power & Associates Inc. believes demand could produce hybrid sales of 500,000 vehicles in five years. 

Washington could compress that time line. To expand volume and drop the cost, the government could order hybrids for its own huge fleet of cars and trucks. The military could develop hybrids for its Humvees and armored vehicles. Washington already offers a $2,000 tax deduction to purchasers of hybrid cars. Turning that deduction into a tax credit would encourage corporate fleet owners to buy hybrids. Consumers would get a bigger tax break, too. Hybrid engines would allow Detroit to sell the big SUVs and vans that many Americans prefer while still increasing mileage. The proposed energy bill before Congress is mostly devoid of measures to conserve energy and raise mileage. By promoting hybrids, the legislation could do both. 

http://www.nytimes.com/2003/10/21/business/21AUTO.html

October 21, 2003 

Seattle's Transit District Buys 235 Hybrid Buses 

By DANNY HAKIM 

ETROIT, Oct. 20 — King County, Wash., which includes Seattle, plans to buy 235 diesel hybrid buses for its transit system, one of the largest orders for city buses with hybrid technology. 

The King County Metropolitan Transit Authority plans to spend about $47 million more for the hybrids than it would have for conventional diesel buses. County managers say they think they will save $27 million over 12 years by using less fuel and oil and reducing maintenance costs, though  savings from new technologies can be hard to predict. 

The buses will be on Seattle streets by May. 

The hybrid engine systems, which supplement internal combustion with electric power, will be made by General Motors for buses built by New Flyer. 

"If we replace 13,000 buses in the nine largest cities, we would save 40 million  gallons of fuel annually," said Thomas G.  Stephens, group vice president of G.M. Powertrain, which is building the hybrid engine system. "That's the equivalent of selling 500,000 small passenger car hybrids." 

The 235 Seattle buses will generate fuel savings equivalent to replacing 8,000 conventional cars with hybrids, Mr. Stephens said. 

New York City has also been a supporter of diesel hybrid buses, with 10 on the road and plans for 125 more starting in December and an additional 200 by 2005. The New York buses are made by Orion Bus Industries, a branch of DaimlerChrysler , with hybrid technology from BAE Systems of Britain. 

Toyota and Honda have dominated hybrid technology in cars, with sales  numbering in the tens of thousands each year. Toyota plans to sell hundreds of thousands within a couple of years. 

G.M. and the Ford Motor Company have said they will eventually sell hybrids. G.M.'s most ambitious hybrid will be a version of the Saturn Vue sport utility vehicle, but it will not be sold until 2005. 

Building hybrid systems for buses will help G.M. develop the technology, Mr. Stephens said, and a pilot project is  under way with 10 cities using 36 of the buses. 

"The experience G.M. is gaining here is very viable beyond mass transit applications," Mr. Stephens said. "Read that to be cars and trucks." 

Buses running on compressed natural gas have been a much more common environmentally friendly technology in the past.  Seattle, however, considered using natural gas buses but  the range was too short,  said Jim Boon, the county's procurement manager. In addition, buses spend much of their time in a 1.3-mile tunnel, where  the fire department prohibits the use of natural gas, he said. 

"The fire department won't allow you to take it underground," Mr. Boon said, because of the risk of a leak. 

Mr. Boon said diesel hybrids, with a combination of low sulfur fuel and emissions filters, would burn as cleanly as natural gas. 

The county expects to save 800,000 gallons of fuel and 39,000 quarts of engine oil each year. Mr. Stephens said the hybrid system would reduce emissions of smog-forming pollutants by 60 percent to 90 percent. 

Mr. Boon said he thought maintenance costs would be cut by far fewer brake repairs for the new electromagnetic brake system on the buses  and fewer oil changes. 

"We typically change oil every 6,000 miles," he said. "On these, we'll change it every 24,000 miles."

http://www.forbes.com/2003/10/21/cx_dl_1021vow.html
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Vehicle of the Week 

The World's Fastest Electric Car 

Dan Lienert 

AC Propulsion 's tzero roadster is a reason to not give up on the electric vehicle. The tzero does 0 to 60 mph in 3.6 seconds, according to the company, and it does it on only 200 horsepower because of its light weight and torque. 

The San Dimas, Calif.-based company says the tzero (pronounced "tee-zero," not "chair-o") has compared favorably in acceleration tests to Corvettes ,Porsche 911s --and even a Ferrari F355 , which it claims to have "out-accelerated...by eight car lengths" in one-eighth-mile drag races. If for nothing else, the tzero's $220,000 sticker price puts it in exotic-car territory. 

The low weight helps make the tzero so quick, but its torque--the turning force that pulls it off the line--is just as important, if not more. Conventional internal combustion engines need to rev to a certain rate before reaching their peak torque, but the tzero's torque peaks instantly, with 183 ft-lbs. available from 0 to 5,000 rpm. 

Of course, AC Propulsion, a specialist in electric vehicles, must realize that demand for electric cars has toppled. Ford Motor (nyse: F-news -people ) recently announced plans to discontinue the electric version of its Ranger pickup, and hybrids, diesels and hydrogen cars now seem like more viable alternatives to electric cars, whose customers have complained about their golf-cart powerplant noise and limited range. 

Indeed, the tzero can only go 280 to 300 miles at 60 mph without recharging--even if it can recharge on any 120- or 240-V power socket. And if you accelerate it like an Italian exotic, or even take it on a hilly route, that range can decrease by up to about 20%. 

The range has actually increased over time. AC Propulsion had made the tzero with lead-acid batteries since 1997, but this year released a revamped version with the kind of lithium-ion batteries used in laptop computers. The range, which increased to 280 to 300 miles from 100 miles per charge, now compares well with fuel cell cars. 

But even if AC Propulsion claims the vehicle has efficiency equivalent to 70 mpg (and zero emissions), the tzero is, to a certain extent, an exercise in automotive fantasy. Its Spartan interior looks like a science project, in which most of the controls apart from the CD player are gadgets to monitor the battery and tiny 110-lb. motor. Drivers get an analog current meter, voltmeter, altimeter, and battery-voltage display with LED lights that measures temperature and charging limits. 

Remember, though, this is more of an experiment than a traditionally appointed car. The tzero does not come with air-conditioning. And to lower its top and windows, you detach them and store them in the trunk. Talk about alternative energy expenditures. 

Forbes Fact 

Alan Cocconi , founder and president of AC Propulsion, designed and built the controller for General Motors '(nyse: GM -news -people ) original electric vehicle concept, the Impact , which the company introduced at the Los Angeles auto show in 1990. The Impact evolved into the EV-1 , GM's now-famous first electric vehicle that went into production. 

http://www.evworld.com/databases/shownews.cfm?pageid=news151003-01

Conan the Green 

NY Times editorial 

 [Oct 15, 2003] 

The actor who owns Hummers that average 10 miles to the gallon has now been elected governor of a state that has long provided national leadership on environmental issues, especially those like clean air and more fuel-efficient automobiles. Can Arnold Schwarzenegger and California's environmental impulses coexist? 

The prospects are better than one may have thought. Much will depend on the people he chooses for key posts, not least the chairmanship of the powerful California Air Resources Board, whose mandates over the years have driven Detroit to make cleaner cars and the refiners to make cleaner fuels. As with all politicians, much will also depend on whether he means what he says and acts on it. Still, his comments and campaign literature not only hearten conservationists but put him sharply at odds with the Bush administration. 

The biggest difference is on global warming, an issue the administration has been slighting for three years. A new California law will require automakers to meet lower targets for emissions of carbon dioxide, the main global-warming gas. The automobile industry, joined by the White House, complains that the law is a backdoor way of increasing fuel economy, historically a federal prerogative. Mr. Schwarzenegger has embraced the new law and says he will defend it against all legal challenges. 

Meanwhile, he promises that by 2020 one-third of California's power will be generated by renewable sources like wind and solar power. The Bush administration, in contrast, has been lobbying fiercely against a much weaker provision contained in the energy bill now before Congress. Mr. Schwarzenegger also says he is not at all pleased with the administration's recent efforts to weaken the Clean Air Act. 

The differences on issues other than clean air are equally pronounced. Mr. Bush supports measures that could lead to oil exploration and drilling in sensitive coastal areas. Mr. Schwarzenegger is firmly opposed. The administration would greatly increase logging in California's Sierra Nevada, thereby upending a carefully drafted agreement to balance the needs of nature and commerce. The governor-elect would leave the deal undisturbed. 

There have been missteps. A sloppy answer left the impression that Mr. Schwarzenegger would abolish California's Environmental Protection Agency to eliminate bureaucratic duplication. This was quickly corrected. Parts of his agenda are naïve. Like Mr. Bush, he seems fixated on hydrogen as the fuel of the future. He may well be right over the long term, but his vision of a network of hydrogen fueling stations along California's highways by 2010 is unrealistic, if not utopian. He is not above gimmickry, promising to retrofit his Hummers with hydrogen, something only a Hollywood star could afford. The leader of his transition team, Representative David Dreier, has a dismal voting record on environmental issues. 

So far, however, there is much to like, and, unlike Mr. Bush, Mr. Schwarzenegger comes to office unbeholden to corporate interests. It will be intriguing to see how this plays out, especially with the governor's fellow Republicans in Washington.

http://www.fresnobee.com/local/story/7585991p-8494862c.html

2 cities set pace against pollution 

By Mark Grossi 

The Fresno Bee 

Published 10/13/03 05:00:29 

Here's a tale of two cities with populations under 50,000 that lead the San Joaquin Valley in cleaning up air pollution from their buses, dump trucks, street sweepers and other fleet vehicles. 

Madera and Tulare, with a combined population of less than 25% of Fresno's population, have more than 100 clean-fuel vehicles between them -- about 25% of their respective fleets. Most Valley cities nudge 10% at most. 

But, with air quality topping Valley political agendas and opinion polls, many cities are following Madera and Tulare. The cleanup message is becoming more urgent. 

The Valley is the second-worst place in the country for dirty air. And when federal smog standards change in the next few years, the Valley will become the worst. 

That prospect makes city leaders look hard at cleaning up older diesels, which are among the main contributors to the dirty air. 

Madera and Tulare lean on natural-gas power, although clean, "alternative fuels" include such options as all-electric, propane, ethanol, biodiesel, chemically altered diesel, hybrid-electric and, in the future, hydrogen. 

Tulare has about 70 natural-gas vehicles, including 26 police cruisers, and a $2 million natural-gas fueling station. Madera, with 38 natural-gas vehicles, won a national award this month from the Natural Gas Vehicle Coalition. 

"We're proud of it," said Madera City Council Member Sam Armentrout, who also sits on the governing board for the San Joaquin Valley Air Pollution Control District. "Whenever it makes sense for the city to buy these vehicles, you can be sure we will." 

Armentrout's mantra sounds like an echo coming from Tulare. 

"If it's a street sweeper, garbage truck, you name it, any vehicle available in an alternative fuel, we buy it," says Lew Nelson, assistant public works director in Tulare. "We've been doing it for years." 

Though Tulare jumped into alternative-fuel vehicles six years ago, ahead of most cities, Madera is catching up. The Madera fleet will add $450,000 worth of natural-gas vehicles this year, including two more street sweepers. 

"We're very conscious of our opportunities to buy alternative-fuel vehicles," said Armentrout. 

The cities of Fresno, Clovis, Bakersfield and Lodi are on the same page. They are also gradually phasing out gasoline- and diesel-powered transit buses, trucks and cars. 

Fresno, the Valley's largest city, will soon replace 33 diesel garbage trucks with natural gas. The city fleet has 1,800 vehicles, which already include 49 alternative-fuel vehicles. Fresno's 102-bus transit fleet has 25 natural-gas buses and two hybrid diesel-electric buses. 

Bakersfield, which has been using natural-gas vehicles for five years, has 80 alternative-fuel vehicles and plans to purchase 11 more this year. The city opened a new natural-gas fueling station in May. 

This clean-air groundswell in the Valley mirrors a national campaign that has been debated among diesel manufacturers, environmentalists and lawmakers for many years. 

Diesel manufacturers say their engines will be as clean as any on the road in the next several years. Environmentalists argue it makes more sense to shift investment into the alternative fuels and phase out diesel. 

When Madera caught this national wave in the last few years, there was some anxiety about choosing to eliminate diesel. David Chumley, Madera director of public works, said people were skeptical of natural-gas technology, not knowing the track record for such engines. 

"But it has proven to be reliable," he said. "It works fine. We buy dump trucks, street sweepers, vans and 1-ton pickups. Our next purchase will probably include a truck with an aerial bucket lift system." 

Tulare officials said breakdowns and maintenance costs have been similar to diesel and gasoline vehicles, but natural-gas vehicles require fewer oil changes. 

Natural gas has disadvantages as well. Vehicles don't go as far on a full tank with natural gas as they do with diesel and gasoline. When it's time to fill up, fuel is not available everywhere. 

And a natural-gas vehicle is not a cheap alternative. A natural-gas bus can cost $190,000, about $50,000 more than the diesel version. 

Cities must pursue government grant programs, both federal and state, to make up the difference. Since 1997, the San Joaquin Valley Air Pollution Control District has provided $2.7 million to help replace older, polluting vehicles with cleaner ones. 

The biggest chunk of the money -- $1.25 million -- has gone to Fresno. 

"We're chasing these grants as much as possible," said Bruce Rudd, Fresno transit general manager. 

The money is well-spent, according to air district officials. The new engines, which are overwhelmingly natural-gas powered, will remove more than 600 tons of smog-forming pollution during their lifetimes, said Todd DeYoung, senior air quality planner. 

"It's a cost-effective way to reduce pollution," DeYoung said. "We're very pleased to see more and more cities investing in alternative fuels. The smaller cities are recognizing the benefit." 

The alternative fuels aren't the only ones cleaning up the air, said Fresno fleet manager John Hunt. He said many new and future gasoline and diesel engines are much cleaner than they were even three years ago. 

He said Fresno owns 59 "ultra low-emitting vehicles," gasoline-powered cars that emit substantially lower amounts of smog-making chemicals than most new vehicles. 

Fresno's natural-gas replacement program is aimed mainly at the garbage truck fleet, Hunt said. He also said the city uses ultra-low sulfur diesel and installs devices to cut down particle pollution. 

"We use 1 million gallons of diesel each year," Hunt said. "Seventy-five percent goes to refuse trucks. The heavy-duty diesel engines is where you're going to get the biggest bang for your buck in pollution reduction." 

In the smaller cities with more modest fleets, such as Madera and Tulare, the push is much broader, aiming at vehicles of all shapes and sizes. 

Tulare started switching to natural-gas vehicles when Diane Mathis, a former Tulare City Council member, became intrigued with the idea. Other city leaders joined in. 

Now Tulare has a fueling station, dispensing compressed and liquefied natural gas. It provides an opportunity for natural-gas-powered cars and trucks to fill up along Highway 99 between Los Angeles and Sacramento. 

The city's 70 clean-air vehicles rival the number of similar vehicles in Fresno, a city 10 times larger. 

"We've got 60% of our police force driving natural-gas cars," said public works official Nelson of Tulare. "It makes sense. They're cleaner engines and they last longer." 

The reporter can be reached at mgrossi@fresnobee.com or 441-6316. 

http://www.washingtonpost.com/wp-dyn/articles/A61508-2003Oct21.html

The Electric-Car Slide 

Automakers Have Pulled the Plug on Battery Power 

By Greg Schneider 

Washington Post Staff Writer 

Wednesday, October 22, 2003; Page E01 

Steven Dibner drove the thinking man's hot rod. Instead of roaring with power and guzzling gas, his car whispered along on rechargeable batteries. 

But make no mistake, Dibner's all-electric GM coupe could zoom away from a stoplight with drag-strip speed. He was saving money on fuel, causing no pollution and "driving the coolest, sexiest, most interesting car on the road," said Dibner, a bassoonist with the San Francisco Symphony. 

General Motors Corp. built 1,100 of the two-seater EV1s beginning in 1997, pushing electric-car technology further than it had ever gone in a mass-produced vehicle. But to the dismay of Dibner and other alternative-fuel advocates, GM has canceled the program and is confiscating all the cars. 

The auto industry's electric-car movement -- which gained momentum in the 1990s thanks to a push by California regulators -- is now all but dead. GM and other major automakers are abandoning their efforts to produce a battery-powered car for the mass market. 

Instead, they are focusing on hybrid vehicles that boost the mileage of a gasoline engine with the use of some electric power. Ultimately, the industry hopes -- perhaps decades from now -- to offer vehicles powered by hydrogen fuel cells, a fledgling auto technology that delivers power by converting hydrogen to water. 

The death knell for pure electric cars sounded this summer when California's regulators, responding to industry arguments that battery power wasn't economically feasible, backed away from stringent antipollution rules that had accelerated the vehicles' development. Toyota Motor Corp., Honda Motor Co., Nissan Motor Co., Ford Motor Co. and DaimlerChrysler AG all have canceled electric-car programs this year. 

GM is now taking back EV1s as their leases run out. Battery-power enthusiasts staged a mock funeral for their cars in July in a Hollywood cemetery, complete with a hearse and bagpipes. 

Dozens of EV1 drivers have sent GM $500 checks to beg for more time, but the company returned their money. About 100 of the cars will go to the state of New York for research on battery performance in cold weather. A few others are going to museums, and the rest of the EV1 fleet will be scavenged for parts or scrapped. 

Automakers say that electric vehicles cost too much to manufacture and that batteries will never provide as much driving range as a full tank of gas. The internal-combustion engine simply has a lock on American driving habits -- it is the rare car buyer, the reasoning goes, who will accept having to tether a vehicle to a power outlet for hours to refuel it when a quick visit to a gas pump is still possible. 

But scientists who have spent careers working on batteries say the auto industry is retreating just as progress in battery technology is finally pushing toward a breakthrough. Battery life is extending rapidly, and electric cars' performance and styling have edged ever closer to their gas cousins. The mass market "could have battery-powered cars in five years or less," said Tom Gage, president of AC Propulsion Inc., a California company developing technology for electric cars. 

What's needed, Gage said, is a commitment from just one major corporation to use its might to shove past the last few hurdles, such as manufacturing new batteries in big enough numbers to bring down their cost. 

Battery supporters, whose ranks include major names from industry and science, insist that the promise of electric will yet bear fruit -- in future hybrid vehicles that rely more on electricity than gasoline, in commercial uses such as fleets of delivery vans, and ultimately in a return to mass-market battery-powered cars. 

"Some of us still believe in electric drive and pure battery power," said Robert C. Stempel, the former GM chairman and chief executive who helped start the EV1 program. Forced out in the early 1990s, Stempel now runs a company that develops batteries and alternative automotive technology. 

"What goes around comes around," he said. "We'll see where they wind up eventually." 

Electric cars are nothing new. In the late 1800s, electricity vied with steam and internal combustion for the top spot in new automotive technology. Henry Ford's wife drove electric cars, and the clean, quiet vehicles were cast as products for genteel society women. 

But there was a problem that even Thomas Edison couldn't solve, and it has continually held back electric-car development: Batteries haven't been able to compete with the driving range of a full tank of gas. 

In the late 1980s, GM seemed to find a way around the problem when it teamed with a California company called AeroVironment Inc. to build a solar-powered electric car for a race in Australia. Founded by legendary inventor Paul MacCready, the man whose Gossamer Albatross and Gossamer Condor aircraft set records for human-powered flight, AeroVironment helped design a vehicle so aerodynamic and energy-efficient that it blew away the competition and made world headlines. 

The partnership eventually led to the design for the EV1, which current GM research-and-development chief Larry Burns said "remains the world's most efficient production vehicle." 

The EV1's rear wheels were set closer together than the front, creating a teardrop shape with little wind resistance. Combined with new lightweight materials and electronic controls, the design overcame battery limitations to result in a vehicle that could go roughly 100 miles on a two-to-four-hour charge. 

It also had no gears to shift and delivered full power instantly, so the EV1 accelerated from zero to 60 mph in 8.5 seconds -- comparable to some Mustangs and performance cars. Test versions reached nearly 200 mph. 

While the EV1 was being developed, the state of California was drawing up the nation's most stringent clean-air requirements -- requiring that 10 percent of new cars be emission-free by 2003. That pushed all automakers to develop electric vehicles, and quickly. 

The backlash from the industry was ferocious. Car companies -- and the oil industry -- fought California's electric-car mandate "every way you can think of," said Jerry Martin, spokesman for the California Air Resources Board. 

The firms lobbied state and federal lawmakers. They ran ads in newspapers and on television, warning consumers that the electric car mandate would drive up prices on all vehicles. Executives testified before the state board that battery technology wouldn't work. GM filed suit in 2001 to stop the state's plans and then embarked on a campaign of media interviews and statehouse lobbying to claim that electric cars wouldn't meet safety standards, wouldn't really contribute to clean air and had no viable consumer market. 

"There is that whole collection of business interests that certainly don't want to see the gasoline-powered car disappear," said historian Charles Hyde, a professor at Wayne State University in Detroit. "I have a gut feeling that if electric cars really became more and more viable, you'd suddenly start to see gasoline prices really go down, to keep people in tow." 

The political winds also turned against battery power. The Bush administration, where White House chief of staff Andrew H. Card Jr. is a former GM lobbyist, last year joined GM and Chrysler in a lawsuit against California's mandate. Also last year, the Department of Energy absorbed a battery research project into a bigger program to develop hydrogen fuel cells. 

Even as they fought California, though, carmakers had to begin offering electric vehicles to meet the state's emissions standards. The programs were small -- Toyota leased or sold fewer than 300 RAV4 EVs, and Nissan leased just over 200 Altra EVs -- but drivers who sought them out often became big fans. 

"My wife and I both loved that car. It was the best car we ever had, for sure," said former EV1 driver Tom Dowling, 66, a retired bank worker from Folsom, near Sacramento. 

Dibner, the San Francisco bassoonist, said he waited four years to get his EV1, which GM only leased out, not wanting to sell something it considered experimental. 

"It was there, it was basically there," he said of the EV1's technology. "The quick acceleration was a miracle, a marvel." 

But GM executives viewed the cars as a liability. One industry official said each EV1 cost the company about $80,000, including research and development costs; leasing them out at $350 a month was a money-losing proposition. 

Building the EV1 was "so prohibitively expensive that to continue to market them at that level was financially untenable," said Chris Preuss, GM spokesman 

Gradually, California gave in to the industry's arguments. In April, the state's air quality board said it would accept large numbers of low-emission cars in place of a few with zero emissions. When GM and Chrysler dropped their lawsuit against the state's emissions policy in August, battery advocates saw the end of an era. 

Burns, the GM research chief, said the company simply can't wait around for battery technology to improve. While there may be thousands of people who would be happy to overlook an EV1's limitations, he said, "you've got to get on a pathway where you can be thinking millions and tens of millions of vehicles." 

Battery-powered cars may never reach that level of appeal because "gasoline is so very inexpensive," he said. 

But MacCready, the AeroVironment scientist, said advances in a promising new area of battery technology could change that equation. Most electric cars have used ancient lead-acid batteries, and some progressed to nickel-metal hydride. The new frontier is lithium-ion batteries -- the kind that power cell phones and laptops. 

"Lithium [ion batteries] will eventually be found to be the good substitute for gasoline-powered cars," MacCready said. Thanks to mass production in Asia, "the price is going down and the capability is going up, and researchers think that in another year they'll be up 50 percent from what they produce now in terms of energy and maybe double in two years," he said. 

Lighter and more durable than their predecessors, lithium ion batteries have not yet been scaled up to car-battery size, but AC Propulsion has found a way around that. The San Dimas-based company, whose founder, Alan Cocconi, developed electric drive technology for the EV1, has built a car called the Tzero that's packed with 6,800 tiny cell phone batteries. 

Designed for sports-car performance, the Tzero has a range greater than 300 miles, can go from zero to 60 mph in a neck-snapping 3.6 seconds -- and costs $220,000. It's not a mass-market vehicle, but its designers believe it's a start. 

"Originally, we had thought that with the car companies involved we could develop technology they'd be interested in buying. Now that they've essentially abandoned the market, we're looking at the possibility of marketing electric vehicles in low volume," said Gage, the AC Propulsion president. 

At the same time, the Northern Virginia-based New Generation Motors Corp. is poised to announce a contract to mass-produce electric vehicles in India. While those cars will have a range and speed suitable for the average Indian's 15-mile commute, the technology could scale up to an EV1-like level, said Eric Takamura, director of manufacturing and engineering at New Generation. 

"I think the battery technology is already there, as far as being practical for a typical commuter car," Takamura said. "It is really more of a costing issue. Without people actually going out there and buying it, you can't get the volumes up enough to bring down the cost."

http://www.latimes.com/classified/automotive/highway1/la-hy-tokyo29oct29,1,6726433.story?coll=la-headlines-highway1-manual

RUMBLE SEAT DAN NEIL 

A feast form the East 

A bounty of hip, clean-burning cars and concepts at the Tokyo Motor Show highlights the synergy between Japan's technological prowess and its progressive spirit 

DAN NEIL 

October 29, 2003 

TOKYO — Sofia Coppola's film "Lost in Translation" with Bill Murray — a tender tone poem of alienation set in Tokyo — gets it just about right. Americans visiting the city the first time experience a peculiar kind of isolation. Unable to speak the language and so unmoored from the familiar, they tend to mentally disengage. If you walk by the Park Hyatt, the triptych skyscraper in Shinjuku district featured in the film, you can see them in silhouette, staring down from their hotel windows as if looking through a glass-bottom boat. 

The story, I understand, belongs to the characters Bob and Charlotte and their gilded ennui. But the film feels a little ungenerous toward Japan and its people, who are flattened to neon-lighted cutouts, zany, overly solicitous, faintly ridiculous. Lost in cinematic translation is the deep decency of this country and its people, their tolerance and sense of communal responsibility. 

It's no wonder Americans feel like strangers in a strange land. 

This year's Tokyo Motor Show showcased the synergy between Japan's technological prowess and its progressive spirit. Since the signing of the Kyoto Protocol in 1997, the Japanese have assumed leadership on the issue of global warming. In 2001, the Japanese government announced a plan to put more than 10 million low-emission vehicles on the road and 50,000 fuel-cell vehicles by 2010. About 106,000 clean-energy vehicles have been sold in Japan since 1995. 

These imperatives have required an enormous investment by Japanese automakers. But it isn't quite altruism. With China's automotive market demand about to explode — potentially 20 million vehicles per year — most everyone understands that clean-car technology will be essential. The Japanese automakers are poised to dominate this crucial battleground and make a lot of money in the process. 

Clean-car technologies dominated the Makuhari Messe convention center, both hybrid powertrains, which blend electrical and internal-combustion power, and fuel cells, devices that catalyze hydrogen to create electricity with no toxic emissions. 

Somewhere on the developmental continuum between them is Mazda Motor Corp.'s RX-8 Hydrogen RE, powered by a rotary engine that runs on gasoline or gaseous hydrogen. Analogous to BMW's hydrogen-burning V-8 engines, the hydrogen rotary — if it could be made more efficient — would mark an admirable interim solution on the way to fuel-cell electric power. 

The show took place only weeks after Honda Motor Co. announced a breakthrough in fuel-cell design. Honda's new fuel-cell stack is smaller, easier and cheaper to manufacture, and tolerant of temperatures down to minus 4 degrees Fahrenheit. (Ordinary fuel cells lose power in the cold.) Honda President and Chief Executive Takeo Fukui said at a news conference here that the new design had the potential to reduce fuel-cell production costs by 90%. Test vehicles with the new stack will undergo real-world testing in the Northeastern United States this fall. 

To underscore the packaging advantages of the new, more compact fuel cell, Honda unveiled the minimalist Kiwami, a flatiron-shaped concept car whose fuel-cell powertrain is built into a narrow section under the floor of the ultra-low luxury sedan. Though primarily a showcase for powertrain advancements, this handsome and masculine car would not look out of place in a collection of Bertone- designed Maseratis of the early 1970s. 

Another packaging exercise based on the fungible components of fuel cells was Toyota Motor Corp.'s Fine-N, a "Minority Report"-styled earth-ship sedan driven by four 35-horsepower in-wheel electric motors. 

Suzuki Motor Corp., meanwhile, unveiled one of the show's oddest concept cars, the Mobile Terrace, a kind of Plexiglas dirigible on wheels, based on General Motors Corp.'s Hy-Wire fuel-cell "skate" platform. The steering wheel and instrument panel in the Mobile Terrace can be moved around the vehicle and even converted to a centrally mounted card table. 

The plausibility of many of these concepts hinged on the use of "by-wire" technology, which replaces the conventional mechanical linkages of accelerators, brakes and even steering with electronic controls that can be put almost anywhere in the car. 

This is a potent technology that promises to open up valuable real estate in car design once occupied by immovable hardware. 

By-wire makes possible — though not plausible — Toyota's zany pod-people mover, the PM, a kind of composite coffin on four outrigger wheels equipped with in-wheel motors. The one-passenger fuselage reclines as the vehicle attains speed. 

Nearly every Asian manufacturer displayed a hybridized vehicle of one sort or the other. Among those with implications for the U.S. market: Toyota's SU-HV1, a barely disguised Lexus RX 330 all-wheel-drive hybrid powered by a 3.3-liter V-6 and electric drive motors with a combined power of 170 kilowatts. In production form, the result — a no-sacrifice, high-minded sport utility vehicle coming soon to a tennis club near you — will be tempting to U.S. consumers looking for a little guilt relief. 

Nearby on the Lexus stand was a gorgeous silver bullet of a luxury sedan, the LF-S, a V-8 hybrid-powered concept car whose fluted sides, languid elongations and seamless surfaces made it look like blown glass. This is Lexus' new design icon, a signature look associated with the Lexus brand, and it was stunning. 

I noted that outgoing GM design chief Wayne Cherry and his successor Ed Wellburn loitered around the stand with a certain misty longing in their eyes. 

Subaru is remaking itself as well, beginning with its corporate physiognomy. Subaru's new grille design will be a sort of ideogram conveying the propeller and upturned wings of a World War II Japanese fighter (parent company Fuji Heavy Industries Ltd. built war-birds). 

The Subaru B9 Scrambler concept car is an exquisite little pocket rocket hybrid using a 100-kilowatt (134 horsepower) electric motor for speeds as high as 50 mph then switching on its 2.0-liter, 138-horsepower four-cylinder gas engine for higher speeds. This makes it a "sequential" hybrid. If the B9 makes it to market it will be, like all Subies, an all-wheel-drive car, though the variable ride-height suspension and run-flat tires are probably for the show circuit only. 

Subaru's partnership with GM is paying off nicely for the General: An all-wheel-drive Subaru platform undergirds next year's 9-2 Saab, another corporate cousin, and the Scrambler's running gear may find its way under the anticipated Pontiac Solstice roadster. 

The Lexus LF-S and the B9 Scrambler hint at a growing styling trend that employs the classic values of Japanese aesthetics — contrast of shape and line, quiet simplicity, sincerity of material — with more literal quotations. 

Nissan Motor Co.'s Serenity, a six-person hatch-sedan, wore a face inspired by the harsh squint of a Kabuki mask while its windows took the shape of a Japanese fan. The Nissan Jikoo roadster used water-buffalo horn and other Edo-era textures combined with exterior styling like the straked skullcap of a Samurai helmet. 

The masses and lines of the Mazda Ibuki, a next-generation Miata possibility, were rendered with anime-like polish. And every motorcycle on the stand looked as if it could transform into a killer robot at any time. 

Just consider some of the concept car names: "Kiwami" (unexcelled), "Washu" (eagle's wing), Kusabi (wedge). Call it Cool Japonica. 

After decades of catering to American tastes and setting up styling studios in California to better gauge our tastes, Japanese designers are growing more confident in their own authority. 

Beyond the bloodless precision of high-tech (Acura TSX) and the buoyant cuteness of pomo (Toyota's new Scion xB), Japanese styling may become as distinctive as the engineering. 

The Europeans know a thing or two about styling as well. Aston Martin, BMW, Bentley, Mercedes-Benz and Maserati all brought amazing sports coupes, each with its own ineffable style and decadence, each with a custom-tailored L.A. esprit. 

The message here seems to be that if you can't be good, be beautiful. My favorite cars, I admit, also were those most likely to stop traffic in Beverly Hills. Maserati brought the new Pininfarina-designed Quattroporte (four door), an elegant and sensuous car that seems to go on for miles (it's shorter than 5 meters). Lush and dynamic, it's the best thing to have come out of Maserati since Ferrari took it over. 

BMW's 6-Series coupe, scheduled to reach our dealerships in the spring, held center court at the Bavarian carmaker's stand, and it too is an eyeful, rakish and muscular, brooding behind its glowing-iris headlamps. But the car most likely to provoke me to grand theft auto was the Aston Martin DB9. This replacement for the DB7, to be built at the new facility in Gaydon, England, will be powered by a V-12 and offer 2+2 seating for four very fortunate people. 

As the luxury quotient increases, the morphology of crossover vehicles, touring wagons and so on continues to evolve. The language to describe them grows more imprecise. What, exactly, would you call design studies like the Mercedes F500 Mind, the Lexus LF-X, the Citroen C-Airdream and the Peugeot 407 Elixir? These are large four- and five-seat, two-box designs — station wagons, if you want — with in-cabin cargo areas. The wheel size and amount of freeboard at the belt line suggest a "crossover" gene, while their steeply raked windshields, low, glassy roofs, long hoods and tapering silhouettes suggest a luxury sedan. 

These 2+2 hatches, or estate wagons, or "shooting brakes," have in common a kind of elegant intimacy you don't get in a regular station wagon. They are spacious yet low to the ground. They are functional yet not exactly practical. 

My neologism for these kinds of cars is "private estates," and they are a welcome relief from the trundling mass of SUVs and high-hipped crossovers. I hope they make it to market. 

Like just about any other vintage car enthusiast, I've often wished for a car with vintage styling — say, the look of a Jaguar saloon car of the late 1950s — with modern safety, reliability and performance. Those with such a hunger and a little cash to spread around might consider a call to Mitsuoka Motor Co. This boutique coach builder in Tokyo specializes in attaching handcrafted bodies with Anglophile styling onto new cars. The Viewt, a 1-liter city car underneath, looks like a tiny Jaguar. The company also builds a handsome though somewhat synthetic-looking sedan based on a Honda Accord. An Accord that looks like a vintage Jag? Is this the perfect car? 

One of the bestselling cars in Japan is the Suzuki Wagon R. This is a "kei" car, a city car limited to 660 cubic centimeters of engine displacement. In an effort to reduce pollution and congestion, the Japanese government created this class of vehicles and encourages their use with tax breaks and more liberal garage regulations (city dwellers must have a garage for their cars). Because they are so narrow, these vehicles have morphed into space-efficient boxes. 

What's interesting is that this refrigerator-on-wheels styling is gaining a kind of subversive cachet with the digital generation. That appeal has jumped the ocean and is driving the unlikely sales success of Toyota's gothic box, the Scion xB. 

If you want to know what will be hip, look east, young man. 

Times automotive critic Dan Neil can be reached at dan.neil@latimes.com .

http://www.thecarconnection.com/index.asp?article=6572

Preview: 2005 Ford Escape HEV 

Ford charges into the gasoline-electric market — a little later than they’d like. 

by Paul A. Eisenstein  

 (2003-11-03)  

Is it a fad or the shape of things to come? So far, hybrid-electric technology has drawn more ink than sales, but under increasing pressure to go "green," automakers are getting ready to roll out a wave of high-mileage HEVs. 

Ford's first will hit the road next summer, when production begins on the Escape HEV, a gasoline-electric version of the automaker's compact crossover. It's "one of the five most important product programs we have," says Phil Martens, who heads North American product development for the number two automaker. 

While company officials admit they'll have to subsidize the Escape hybrid program, they also bill it as a sort of real-world learning experience, one that could have dramatic impact on the shape of Ford's future product lineup. 

Hybrid primer 

A basic primer is probably in order here. Hybrid-electric vehicles, or HEVs, combine at least two separate sources of power, most commonly a gasoline engine and an electric motor. But all HEVs aren't the same. 

The first hybrid to reach the U.S. was the teardrop-shaped Honda Insight, a so-called "mild" hybrid. Like other HEVs, the Insight can recapture energy normally lost during braking or coasting, converting it to electricity and storing it in a battery. When a driver steps down hard on Insight's accelerator, that energy is used to drive an electric motor, adding some kick to the Insight's minuscule 1.3-liter gasoline engine. 

Then there's the Toyota approach. Its Prius sedan starts out like Insight, recapturing energy normally lost, but Toyota adds an additional feature. The Prius also can operate in electric-only mode, especially when driven around town or in traffic at low speeds. 

The Escape follows Toyota's model, meaning it can operate solely on gasoline power, in combined gas/electric mode, or as a pure EV. 

Promising performance 

When Ford first announced the project a couple of years back, it promised the hybrid would deliver the performance of the V-6 Escape while being as miserly with fuel as the smaller in-line four version. The automaker is maintaining that position as it begins pilot production. "The customer will give up nothing from the base Escape with this vehicle," declares Mary Ann Wright, who was put in charge of the project last year. 

That was a bold promise, especially when the project was in the early, conceptual stage, considering Ford had no experience with hybrids, and only modest knowledge about pure electric vehicles. The automaker considered the option of sourcing hybrid technology from outside - the approach Nissan is taking. The Japanese maker has formed a joint venture giving it access to Toyota's HEV hardware. But if hybrids do become part of the mainstream in years to come, Ford reasoned it needed to learn the basics on its own, even if that put it a bit behind its competition. 

Indeed, when the 2005 Escape HEV rolls out next year, Ford will be more than four years behind Honda, which introduced the Insight in 2000, and Toyota, which has already launched its second-generation Prius. But Ford officials are quick to insist it's not behind schedule. Check the archives and you'll find Chairman Bill Ford promising the first hybrid would hit the road by the end of 2003. Well, true, says Martens, but that was always going to be a pilot vehicle. Sales to the public, he insists, were always intended to begin with the 2005 model year. 

Driving it home 

Give Ford the benefit of the doubt for not rushing to market. Journalists were given an off-the-record test drive some of those early prototypes late last month. And while TheCarConnection can't discuss its own experiences, Wright offers insight of her own that one can consider quite on the mark. 

Like other HEVs, Escape has a start/stop mode, meaning its gasoline engine actually shuts down when you're idling in traffic or at a stoplight. It's so subtle, you won't even notice, but Wright's team is still working to smooth things out when the engine automatically starts back up. They're also working to create a more natural brake pedal feel. That's more complicated than it might seem, because an HEV does a lot when you brake. It has to integrate regular friction brakes with the system designed to recapture energy and generate electricity. 

The technical basics of the Escape HEV start with a 2.3-liter in-line four engine modified to run on what's known as the Atkinson cycle. This modified four-stroke design maximizes fuel economy, though at the cost of low-end torque. That's acceptable in this application because when you nail the accelerator at a light, or start a passing maneuver, the hybrid's electric motor kicks in. It puts out a peak 65 kilowatts, which translates into 87 horsepower. Think of it as an electric supercharger. 

Since development work is far from complete, final mileage numbers are still a few months away, but initial indications are that the front-wheel-drive Escape HEV will get between 35 and 40 mpg in the EPA's City cycle, 29 to 31 in the Highway cycle. That may seem inverted, but it reflects the fact that hybrids get their best mileage in the stop-start driving of urban roadways. The all-wheel-drive Escape HEV should deliver 31 to 34 mpg City, 26 to 28 Highway. For comparison, the 2004 Escape with a standard V-6 is rated 19/25 City/Highway with front-drive, and 18/23 with all-wheel drive. 

The HEV, incidentally, maintains the 1000-pound towing capacity of the base in-line four Escape. The Prius and Honda's two hybrids are not rated for towing. 

Like the Prius, the Escape HEV features a video display instantly illustrating the particular mode the vehicle is operating in. If the Prius is any example, that can be distracting until you're used to the feature. But it has also helped Toyota drivers figure out the best ways to maximize fuel economy. 

Since there's already a video screen, by the way, Ford has decided to make available a navigation system for the Escape HEV. It will be the only version of the crossover ute with this optional feature. 

Modular and portable 

The Ford stores its power in a package of 250 D-size nickel-metal hydride batteries. Unlike some customized battery systems that are fairly rigid in design, the Escape's climate-controlled pack is flexible in its shape. Meanwhile, Martens points out that the gasoline/electric is a modular design. 

Translation: it can be tweaked to fit into just about any vehicle that can use the basic 2.3-liter in-line four. Look for the technology to show up next in the Futura sedan, one of several vehicles Ford will use to replace the aging Taurus sedan. 

Beyond that? During October's Tokyo Motor Show, Toyota officials suggested they may make hybrid powertrains available, at least as an option, on virtually all future products. 

"That's not our goal," at Ford, cautions Martens, adding his belief that "it's not necessary." 

Ford's caution is understandable. No one is really sure what sort of market there is for HEV technology. It's so modest right now that automakers must supplement the cost, and Ford is no exception. Wright confirms the automaker will not require Escape HEV buyers to pay the full premium they would for more conventional technology. Industry analysts are betting on a final price around $3000 over the V-6 Escape. 

Should a real market emerge, the plug-and-play design of Ford's HEV system would help in a rapid expansion of hybrid offerings, though Martens believes there will always be some products, such as the Mustang, for which hybrid technology won't ever make sense.

http://www.thecarconnection.com/index.asp?article=6533

SURVEY OF VEHICLES; BELOW ONLY THE SCHEDULE AS OF 10/20/03

Hybrids on the Horizon 

Honda is keeping mum about its future hybrid plans, but Toyota President Fujio Cho recently announced that Toyota plans to double its hybrid-vehicle lineup by 2006. American automakers are following suit. Here's what's been announced so far: 

Toyota will launch a "full hybrid" Lexus RX330, to be called the RX400H, in 2004, followed by "full hybrid" versions of the Sienna minivan and Highlander SUV in 2005. Toyota also is considering a hybrid Camry and a hybrid V-8 powertrain for a future Lexus model.  

Ford will introduce a "full hybrid" version of its Escape SUV next fall. Combining an electric motor with an 87-hp four-cylinder gas engine, the Escape HEV is expected to get 35-40 mpg and perform as well as the 200-hp V-6 version. A "full hybrid" Futura sedan also is in the works and will be introduced after the gasoline model debuts in 2006. 

General Motors will offer "mild hybrid" versions of its 5.3-liter Chevy Silverado and GMC Sierra pickups to fleet customers in 2003 and retail customers in 2004. 

GM also will offer a "mild hybrid" Chevy Equinox SUV in 2006, and a "mild hybrid" Chevy Malibu sedan in 2007. 

The Chevy Tahoe and GMC Yukon large SUVs will be available in "mild hybrid" trim in 2007.  

GM's biggest news is a "full hybrid" Saturn VUE, to debut in late 2005. Offered in front-wheel drive, the VUE will get 40 mpg and meet SULEV emissions standards. 

DaimlerChrysler will introduce a "mild hybrid" version of its full-size Ram pickup truck, the Dodge Ram Contractor Special, in 2004.  

Nissan last year announced a "hybrid technology exchange agreement" with Toyota, which calls for Toyota to supply "state-of-the-art hybrid system components" to Nissan, and for both companies to exchange information and discuss joint development of hybrid components.  

http://story.news.yahoo.com/news?tmpl=story&u=/afp/20031103/ts_alt_afp/us_au to_hybrid_031103154332 

Hybrid cars won't go mainstream anytime soon: US analysts 

Mon Nov 3,10:43 AM ET 

DETROIT, United States (AFP) - Toyota rolled out the latest version of its Prius last month, but US customers won't have many other hybrids to choose from anytime soon, analysts said

Sales of the 2004 Prius were brisker than expected, said Toyota's US sales affiliate. However, J.D. Power and Associates Monday slashed their industry-wide US sales estimates for the fuel-efficient cars after some automakers changed plans

The research firm had expected hybrid sales of about 500,000 units per year by 2008. But it cut that to 350,000 and said hybrids will account for about one percent of US car sales by 2005, rising to two percent by 2008

J.D. Power said many automakers planned to launch gasoline-electric vehicles in the near future, but have delayed or cancelled such programs as powertrain development costs soared

"The hybrid-electric vehicle market has undergone some significant changes over the past several years and those changes have caused many of the manufacturers to adopt a wait-and-see approach," said Walter McManus, the firm's executive director of global forecasting

"Hybrid electric vehicles are still a growing portion of the market, but their share is rising at a slower rate than we previously expected

"Higher-than-expected initial retail prices will slow sales growth and slower sales growth will keep prices high." DaimlerChrysler AG last year cancelled a much-touted plan to build a hybrid sport-utility vehicle. Ford Motor Co.'s hybrid Escape could meet the same fate, since its introduction reportedly has been delayed repeatedly

"Engineers can't get the bugs out of the software," Richard Truett wrote recently in Automotive News, a trade publication

Ford had originally slated the vehicle's debut for 2003, but announced Thursday that it would begin production in July, 2004 at its Kansas City assembly plant

A spokeswoman insisted Ford had only said it would produce some test models by 2003 and that it had indeed run a number of them through their paces

The world's number-two automaker refused to reveal the hybrid Escape's retail price

Toyota has held the price of the 2004 Prius steady at 20,000 dollars even with numerous upgrades, which will help the vehicle get 25 kilometers per liter (60 miles per gallon) on the highway and 21 kilometers per liter (50 miles per gallon) in the city

US car buyers bought 38,000 hybrids in 2002 -- the Prius as well as the two-seat Insight and a hybrid version of the Civic sedan from Honda

Ford hopes to sell between 10,000 and 20,000 annually. Toyota Motor Sales' target is more ambitious: 35,000 US Prius sales next year

The company has no hard sales data yet but said the response had been encouraging

"We knew (US) interest in the new Prius would be strong," said Don Esmond, Toyota's US sales chief

"However, with the incredible demand we are experiencing, we may need to request additional production from our Tsutsumi plant" in Japan," he said this week

There are of course, more hybrids in the pipeline: A total of 28 models are expected to offer hybrid powertrain options by 2008, according to J.D

Power

General Motors will launch a hybrid Saturn Vue SUV in the next two years, but that's not soon enough, critics say

"The Big Three are losing the public relations war when it comes to green vehicles. What's at stake here, and what the Big Three already may have frittered away, is the prestige that comes with being the technology leader," wrote Automotive News' Truett.

http://www.evworld.com/databases/shownews.cfm?pageid=news301003-02

Toyota Considers Adding Night Shift to Meet Prius Demand 

Company wants to increase production of the second-generation Prius hybrid from a planned 6,000 units a month to 10,000 

Source: Financial Times 

[Oct 30, 2003] 

Toyota, the world's third-largest carmaker, is considering adding a night shift at a Japanese factory - the first in its history - to satisfy demand for environmentally friendly petrol-electric cars. 

The company wants to increase production of the second-generation Prius hybrid from a planned 6,000 units a month to 10,000, and will decide soon whether to use a third shift at the Tsutsumi factory in Toyota City as a temporary measure. Demand for the car is running at almost double initial estimates. 

An overnight shift would be an unprecedented move for the company, which has never run three-shift operations before. It is planning long-term night shifts at its UK factory in Derbyshire and French operations in Valenciennes to support European sales growth, but these will not start until next spring. 

Third shifts are used by other vehicle manufacturers as a standard way to manage spikes in demand. 

Teruyuki Minoura, senior managing director in charge of business development and purchasing, said the Prius was proving far more popular than expected. 

"On a temporary basis we can work three shifts," he said. "It is under consideration." 

The Prius has sparked controversy in the industry, as rivals believe Toyota is selling the technology at a loss. European carmakers have been particularly vocal in support of diesel, a rival fuel-efficient engine in which they have long had the lead. 

But Kazuo Okamoto, senior managing director of research and design, insisted the Prius was making money and that profit margins were only slightly below those of similar sized saloon cars. 

He said the company was in the process of deciding whether to expand the plant making the hybrid power unit for the Prius - which uses a battery-driven electric motor to support the petrol engine - to increase production in the long term. 

"We need to make an investment to support the power unit plant," he said. "[But] it is not so expensive." 

Toyota has committed itself to hybrid technology to set itself apart from rivals, with Honda the only other carmaker to sell petrol-electric vehicles. 

Mr Okamoto said the image of the hybrid - damaged by criticism that the first-generation Prius was underpowered - would change next year when a hybrid Lexus RX off-roader, known as the Toyota Harrier in Japan, is due to launch. The sport utility vehicle will use the electric motor to boost acceleration. 

"We want something distinctive for Toyota and in that sense we want to offer a better hybrid vehicle," he said. "That is performance." 

The Tsutsumi factory produced just short of 10,000 Prius cars in September, its first full month, by using Saturday working and overtime. But sales in Japan alone reached 17,500 in the month and the US, where the hybrid was launched two weeks ago, has recorded 10,000 advance orders. 

http://www.evworld.com/databases/shownews.cfm?pageid=news281003-01

Report Sees Slower Sales and Higher Hybrid Prices 

28 models - 18 truck and 10 car models - are expected to offer hybrid powertrain options in 2008, forecasts J D Powers and Associates 

Source: Just  Auto.com 

[Oct 28, 2003] 

Hybrid electric vehicle sales expectations are lowering due to changes in some car makers' plans, which is contributing to higher-than-expected vehicle costs, according to the latest JD Power and Associates 2003 Hybrid Electric Vehicle Outlook. 

Some car makers have revised their plans to produce hybrid electric vehicles, with many delaying the release of some hybrid vehicle models or dropping models from their hybrid programme altogether. In addition, the price premium charged to consumers for a hybrid powertrain option is expected to be higher over the next several years than previously expected. With these two factors combined, JD Power and Associates expects US consumers to purchase approximately 350,000 hybrid vehicles annually by 2008, down from previous expectations of 500,000. 

"The hybrid-electric vehicle market has undergone some significant changes over the past several years, and those changes have caused many of the manufacturers to adopt a wait-and-see approach," said Walter McManus, executive director of global forecasting at JD Power and Associates. "Hybrid electric vehicles are still a growing portion of the market, but their share is rising at a slower rate than we previously expected. Higher-than-expected initial retail prices will slow sales growth, and slower sales growth will keep prices high." 

Hybrid sales are expected to reach 40,000 units in 2003 with only three hybrid electric models currently on the market. However, manufacturers are preparing to introduce a dozen new hybrid electric models over the next two years, and hybrid sales are expected to exceed 177,000 by 2005. A total of 28 models - 18 truck and 10 car models - are expected to offer hybrid powertrain options in 2008. 

"Sales should increase dramatically as more hybrid vehicles, especially in segments other than compact cars, become available," McManus said. "But we still don't expect hybrid-electric vehicles to become mainstream any time soon." 

The first hybrid electric model in the US market was the Honda Insight in 1999. The Toyota Prius debuted the following year, and the Honda Civic Hybrid went on sale in 2002. The first full-size pickup hybrids - Chevrolet Silverado and Dodge Ram - hit commercial fleets this year and will reach retail dealers in early 2004. The first SUV hybrid, the Ford Escape, will also reach dealerships in 2004. 

"Trucks should account for about 35% of hybrid sales by 2005 and 64% of hybrid sales by 2008," McManus said. "We know, based on JD Power and Associates studies, that consumers express interest in a hybrid powertrain option in the same segments as their current vehicles. Trucks generally are more popular than cars, and they will be more popular in the hybrid market as well." 

While hybrid vehicles are stirring up interest among consumers, these vehicles will only represent about 1% of the market by 2005 and reach 2% market share by 2008. Honda should see its share of the hybrid market soar to 58% this year based on strong Civic Hybrid sales. As other manufacturers enter the hybrid market, Toyota's hybrid share is expected to drop from 39% in 2003 to 20% by 2008 - about the same as Honda's projected share for 2008. General Motors is expected to see growth from less than 2% market share in 2003 to nearly 33% by 2008. DaimlerChrysler's share of the hybrid market should increase from slightly more than 1% in 2003 to nearly 15% by 2008, while Ford Motor Company's share should grow from 0% in 2003 to 6% by 2008.

http://www.usatoday.com/money/autos/2003-10-26-autoshow_x.htm

Sporty hybrids roll into spotlight 

By James R. Healey, USA TODAY 

TOKYO — Japanese automakers seem to be betting heavily on gas-electric hybrid power — not only that it'll quickly become popular, but also that driving enthusiasts will embrace it. 

Toyota's CS&S, which combines an electric-gas motor with four-wheel drive. 

The evidence: Sporty models on display at the Tokyo Motor Show are hybrid powered. They are concept cars, which means they're not bound for imminent showroom production, but they point to what automakers see as the future. 

"Hybrids definitely have Americans' attention," says Jon Berry, senior research director at RoperASW. Most of what he calls "the influentials" — people twice as likely as average to be asked for their opinions by car-buying acquaintances — have heard of hybrids, and 31% of them say they're interested in buying hybrids. 

The cars get better fuel economy than gasoline engines with similar power. Batteries are recharged by the gas engine and during braking so hybrids don't need to be plugged in and charged as battery-power electric cars do. 

Hybrids are viewed as good stopgap technology until fuel-cell electric cars are developed more than a decade from now, automakers are beginning to say, backing away from earlier optimistic timetables. 

Fuel cells take the place of batteries and could be incorporated into hybrid drive systems. "It's good working on hybrid technology, because with a hybrid, you already have 60% to 70%" of the necessary hardware for a fuel-cell powertrain, says Patrick Pélata, Nissan executive vice president in charge of planning. 

Hybrids of note at the show: 

Subaru B9 Scrambler: The two-seat convertible sports car is powered by an electric motor up to about 50 miles an hour, when a two-liter gasoline engine kicks in to add roughly 130 horsepower for higher speeds, hills and passing. All-wheel drive is standard. 

B9 Scrambler is a short 165 inches long on a stubby 97-inch wheelbase, but is a roomy 74 inches wide. 

Subaru says the car's styling is meant to suggest the look of future Subarus. The automaker also says it will continue to actively pursue hybrid development. 

Toyota CS&S: The name stands for "compact sport & specialty." It's a two-seater combining an electric motor with 1.5-liter gas engine and four-wheel drive. 

Two small rear seats are hidden by a sliding canopy until needed. Front seats fold forward to cover and lock the steering wheel and storage areas, helping prevent otherwise easy theft when the top is down. 

Toyota says the hybrid powertrain should be capable of accelerating the roadster from rest to 60 mph in about 8.5 seconds, and pushing it to a top speed of 125 mph. 

The car is small: 155 inches long, 71 inches wide on a 100-inch wheelbase. 

Toyota also sees the hybrid power system as a high-performance option in the Lexus RX 330 sport-utility vehicle hybrid coming to the USA soon. The automaker gives no specifics but promises V-8 power from the 3.3-liter V-6 coupled to an electric motor. 

Mazda Ibuki: The sports car relies mainly on its 1.6-liter gas engine, triggering the electric motor when a power boost is needed. As is common in hybrids, the gas engine quits running when the car is stopped more than a moment, such as at a stoplight. The engine restarts immediately when the driver toes the gas pedal. 

Mazda says the electric motor being connected to the gas engine minimizes engine vibrations. That, in turn, allows the use of a lighter flywheel on the engine, which improves acceleration. Mazda says the setup should be able to produce 160 hp or more. 

Smallest of the hybrid sports cars on display, Ibuki is just 144 inches long and 68 inches wide, on a 92-inch wheelbase. 

Hinting at what the replacement for the Miata sports car will look like, the Ibuki is closer to a production model than the others are. Nissan CEO Carlos Ghosn called it his favorite non-Nissan vehicle at the show. 

 

http://www.cars.com/news/stories/111103_storya_an.jhtml?page=newsstory&aff=bayarea

Hyundai Plans U.S. Hybrid by 2006 

Posted: 11/11/03 10:00 a.m. CST 

By Richard Truett 

Automotive News 

ANN ARBOR, Mich. — Hyundai Motor Co. will challenge the gasoline-electric Toyota Prius and Honda Civic sedans with a similar hybrid. 

Won Suk Cho, president of Hyundai America’s technical center here, said Hyundai aims to have a hybrid of its Getz five-door hatchback on the market in Korea next year and follow with a hybrid for the U.S. market by 2006. 

Hyundai aims to challenge the gasoline-electric Toyota Prius with its own U.S. hybrid by 2006. 

The vehicles will use Hyundai-developed technology, Cho says. 

Hyundai has tested electronic powertrains in a small fleet of battery-powered cars on public roads in Hawaii. 

Hyundai also is working with UTC Fuel Cells of South Windsor, Conn., to develop its own fuel-cell vehicles. 

Cho said Hyundai needs experience with batteries, electric motors and gasoline-electric hybrids so that it can use much of its own technology when it converts to fuel-cell vehicles. 

Early models of the Getz are being tested in South Korea, according to Cho, who also is overseeing the company’s efforts to develop the fuel-cell powertrain. 

Cho said Hyundai plans limited production next year of the Getz for the Korean market to gauge consumer interest. 

Hyundai has been working on electric cars for more than a decade. 

“We started developing this in 1990,” he said. “We tried developing the battery ourselves, but we had so many hurdles to break through. At this moment we are trying to develop a [fast] charging system for the battery. The current technology means you need eight hours charging time. But we need to develop electric vehicles with an hour charging time.” 

Cho would not say which vehicle the U.S.-bound hybrid powertrain will be used in, nor would he discuss its fuel mileage or performance. 

Hyundai’s hybrid could be either a strong hybrid that uses the electric motor to propel the car at low speeds or a mild hybrid that uses the electric motor to assist the gasoline-powered engine. The Toyota Prius is a strong hybrid; the Honda Civic and Insight are mild hybrids. 

“At this moment, let me say it is a bit similar to Honda,” said Cho. 

http://www.evworld.com/view.cfm?section=communique&newsid=4803
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Korea Joins in Global Race for Futuristic Cars 

January 12, 2004 Korea Times

By Bae Keun-min 

Staff Reporter 

Korean carmakers have joined in global competition to develop futuristic vehicles featuring efficiency in fuel consumption and friendliness to the environment. 

The race has become escalating with the global strengthening of pollution controls including the Kyoto Protocol to the United Nations Framework Convention on Climate Change in 1997. Both multinational carmakers, including Hyundai Motor, have devoted much of their investment to developing fuel-efficient cars as natural resources like petroleum are depleting at a rapid pace. 

The global futuristic car market, including eco- and environmentfriendly cars, promise lucrative futures for car makers, according to the Samsung Economic Research Institute (SERI). It predicts the market to exceed $1 trillion in 2012. 

“It is an open market for any company since the market has yet to be established. Anybody can take the initiative in the future car market,” SERI economist Bok Deuk-kyu, told The Korea Times. 

The automobile companies have tried to devise vehicles powered by sun, alcohol, hydrogen and electricity. Only a few of them were successful and profitable. As a result many industrialized countries have focused on developing fuel cell vehicles or hybrid cars for those reasons. 

A hybrid car is a vehicle powered by a traditional gasoline-engine and an electricity fuel cell. Hybrid vehicles are environmentand ecology-friendly. They use fuel cells when running at a low speed and use 15 to 20 percent less gasoline than conventional cars. 

“The biggest obstacle facing Korea is the technological lag. To cope with the forerunners, Korea must increase its investment in developing the energy efficient cars,” Bok said. 

Last October, futuristic cars and fuel cells were included among the top 10 next-generation growth engines which would power the Korean economy and double per-capita income to $20,000. 

The government expects Korea would become the world’s fourth largest automobile producing country by 2012 when its investment plans are implemented on schedule. 

But Korea has lagged behind other competitor countries in investment. In 2001, Korea invested less than $6 million in developing hydrogen-based fuel cells,  compared with $135 million for Japan, Bok said. Bok predicted 100 million won is needed to develop a fuel cell-powered vehicle. 

On the strength of large-scale governmental supports, Japanese auto giants have led the futuristic car development. Toyota Motors introduced the world’s first massproduced hybrid vehicle Prius in 1997. More than 120,000 units have been sold. The company unveiled hybrid models Crown sedan and Estima in 2001 and 2002. 

Toyota sold 6,698 units of Prius in the Japanese market last year, 20,119 units in the U.S. market and 1,317 units in the European market, according to Bok. 

Honda Motor, another Japanese auto giant, introduced two hybrid models, Insight from 1999 and Civic Hybrid from 2002, to the market. It sold 2,369 units of two hybrid models in the Japanese market, with 16,211 units in the U.S. and 51 units in the Europe, Bok said. 

Hyundai Motor, Korea’s largest auto manufacturer, is leading futuristic vehicle development in Korea. Hyundai announced last November that it would introduce the nation’s first hybrid car based on its five-door hatchback Click this year. It seeks to produce the cars for domestic consumption and export by 2006. 

Since 1995, Hyundai has introduced several hybrid vehicles for display at auto shows but has yet to develop a model for commercialization. It introduced its first hybrid FGV-1 at the Seoul Motor Show in 1995. The world’s seventh car giant developed hybrid versions of Avante in 1999 and Verna in 2000. 

Hyundai Motor became the seventh company in the world to produce a vehicle run on hydrogen cells extracted from methanol in 2000. It also unveiled its sport utility vehicle Santa Fe equipped with the fuel cell in 2001. Hyundai said it would introduce fuel cell vehicles in 2010, following the test run in 2004. 

“Twentieth century industrialization was driven by the internal combustion engine. But the fuel cell will take the position in the 21st century,” a Hyundai official said. He said Hyundai would be at the forefront of the 21st century industrial revolution through commercialization of fuel cell vehicles. 

General Motors (GM), the largest automaker in the world, is aiming to become the largest fuel cell vehicle producer, with  annual sales of one million units by 2010. GM has spent some $1 billion in fuel cell development since 1997. 

In cooperation with its affiliate Opel, GM unveiled the Hydro- Gen1 in 2000 and HydroGen3 in 2001, which are powered by liquefied hydrogen. 

GM Daewoo Auto & Technology said it has no plan to develop the futuristic cars, a company official said. Rather. It will take part in the efforts of its mother company GM, he added. 

Despite Hyundai’s efforts, Korea is behind other competitor countries in technology edge over the futuristic car. “Since Korea is a late starter and has invested less than other countries, competitiveness of domestic hybrid cars and fuel cells is less than half the level of other forerunners,” Bok said. 

When competitiveness of industrialized countries in hybrid cars is set at 100, Korea gets score of 38, Bok said. 

“The Korean companies still do test runs, while competitors have begun commercializing of the futuristic cars,” Bok added. 

He said it would be better for Korea to join a network for futuristic car development as Daimler- Chryler does with Shell and Norsk Hydro, Bok said. 

Bok also proposed a strategic alliance with China and Japan. 

kenbae@koreatimes.co.kr 
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In Quest for Energy Security, U.S. Makes New Bet: on Democracy 

It No Longer Places Stability Above All Else in Mideast, As Move on Iraq Indicates 

By ANDREW HIGGINS 

Staff Reporter of THE WALL STREET JOURNAL 

In April 1975, America's ambassador to Saudi Arabia, James Akins, sent a confidential cable to Washington denouncing as "criminally insane" an idea then being floated in the media: America should seize Saudi oil fields to break an Arab oil cartel and ensure a supply of cheap energy to fuel the U.S. economy. 

Scoffing at the bravado of what he called America's "New Hawks," he warned that any attempt to take Arab oil by force would lead to world-wide fury and a protracted guerrilla war. This "could bring only disaster to the United States and to the world," he wrote. 

His 34-page cable, obtained under the Freedom of Information Act, did not go down well in Washington. The idea of invading Saudi Arabia wasn't the work of cranks but of senior policy makers. Discussion of a military strike never got beyond the preliminary planning stage, but the idea terrified the Saudis, who laid plans to booby-trap oil wells. 

A few months after sending his cable, Mr. Akins was out of a job. He believes that his memo, which stoutly defended the Saudis' right to control their oil, "was basically the cause of my being fired." 

The episode, with its echoes of today's bitter quarrels over Iraq and relations with the Saudi kingdom, highlights America's struggle with a quandary that has tormented it for decades: how to deal with countries that America doesn't trust, that don't trust America but that can dictate the fate of America's economy through their control of oil. 
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For more than half a century, the U.S. has veered between confrontation and cajolery as it strove to secure a pillar of its global power: a steady flow of fuel at a stable price from the Persian Gulf. The U.S. has jumped from country to country in search of reliable friends. 

It has often stumbled: The shah of Iran was overthrown. Saddam Hussein mutated from prickly partner to foe. The House of Saud still stands but wobbles, both at home -- where a divided ruling family staggers between reform and reaction -- and in Washington, where people ask how an ally could spawn 15 of the 19 Sept. 11 hijackers. 

"Our big problem all along has been that our great friends often don't turn out to be so reliable," says William Quandt, a Middle East scholar who was on the White House's National Security Council during oil shocks caused by the 1973 Arab embargo and the 1979 Iranian revolution. 

While many Arabs believe last year's invasion of Iraq was a petroleum grab, there's no evidence the U.S. plans to hold on to Iraqi oil fields or put them up for sale. Indeed, occupation officials have recommended a strong, state-controlled Iraqi oil sector, even if that means limited investment opportunities for U.S. oil companies. Washington's avowed goal in Iraq was entirely different: reducing the threat of terrorism by seeding a democratic government in place of one run by a dangerous tyrant. 

Still, with the U.S. occupation, the quest for a solid ally in a region holding two-thirds of the world's known oil reserves has begun afresh, in a risky new direction. Instead of vesting hopes of stability in authoritarian leaders, Washington now seeks wrenching change by prying open closed political systems. No Gulf producer is a democracy. Of the world's known oil reserves, only 9% is situated in countries rated "free" by the U.S. research group Freedom House. 

Since the 1970s crises, America has scoured the globe for other supplies, in an effort to reduce the dependence of global oil markets on Gulf states alternately cursed and courted. The U.S. has looked to the North Sea, Alaska, Mexico and, more recently, Russia, the Caspian Sea and West Africa. It has also poured money into fuel cells and other such technologies. 

Much new oil has been found, and the U.S. has become far more efficient in energy use. But none of this disturbs a hard truth: America's economy, the engine of its global pre-eminence, depends on some of the world's most anti-American nations. By 2020, the federal Energy Information Agency expects, the Persian Gulf will account for 54% to 67% of world oil exports, up from around 30% now. 

The White House believes giving Iraq democratic rule can help lance the boil of Mideast anti-Americanism. This, in turn, might help solve what President Bush, in a speech early last year, identified as a big problem: a dependence for oil "on countries that don't particularly like us." Whether America's initiative works in Iraq, whose oil reserves are second only to Saudi Arabia's, could also have an impact on the Saudis. A big unknown is whether the "democratic revolution" Mr. Bush has promised spreads to the doggedly undemocratic kingdom. 
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When invading Saudi Arabia was considered in the 1970s, the U.S. not only dropped the idea but decided it wouldn't even apply strong political pressure on the despotic Gulf states behind the embargo. Secretary of State Henry Kissinger said at the time that pressure could cause instability and "open up political trends that could defeat economic objectives." 

Today, haunted by terrorism, the U.S. makes a different calculation. Citing the absence of political freedom in the Mideast, Mr. Bush said in a speech last fall "it would be reckless to accept the status quo." 

Also out to overthrow the status quo, however, are America's enemies in the region. Democracy, if it really takes hold there, could amplify their voices. Anger at Western use of Arab oil has been a theme for decades of populist rhetoric, both secular and Islamist. Just last month, Osama bin Laden, in a tape played on al Jazeera television, denounced the U.S. occupation of Iraq as a "big power" plot to control the Gulf's oil. Years earlier, Mr. bin Laden offered his own policy for an oil market he called the "biggest theft in history." A barrel of crude, the Saudi-born al Qaeda leader said in 1998, ought to cost $144, quadruple its current price. 

FDR and the King 

America has been fretting about dependence on foreign oil since the early 1940s, when Interior Secretary Harold Ickes wrote a gloomy article titled "We're Running out of Oil!" It warned: "If there should be a World War III, it would have to be fought with someone else's petroleum." Soon thereafter, geologist Everette Lee DeGolyer returned to the U.S. from Saudi Arabia and reported that "the center of gravity of world oil production is shifting ... to the Middle East." 

With this in mind, Franklin D. Roosevelt, though seriously ill, made a stop on his journey home from the 1945 Yalta conference to meet the Saudi king, Abdul Aziz Ibn Saud. Their encounter on a battleship in the Suez Canal established bonds that, for more than half a century, would tie the two countries: oil and security. It also raised an issue that would divide them for just as long -- establishment of a Jewish state. Roosevelt wanted it in Palestine. The king suggested Jews get land in Germany. 

America's wish to keep Persian Gulf oil secure took a violent turn in Iran. In 1953, the CIA carried out a British plot to topple an Iranian leader who had nationalized the Anglo-Persian Oil Co. 

At first, the U.S. had no enthusiasm for an idea it saw as a last gasp by Britain's expiring empire. Christopher Woodhouse, an official the U.K. sent to Washington to lobby for the plan, wrote later how he helped win over the U.S.: "I decided to emphasize the Communist threat to Iran rather than the need to recover control of the oil industry." 

The resulting coup against Mohammed Mossadegh brought back the exiled Iranian shah, Mohammed Reza Pahlavi, who promptly invited U.S. companies to join a new international consortium to run Iran's oil industry. Washington poured in arms, turning Iran into a Cold War bulwark against the Soviet Union. 

On prices, however, Iran's and America's interests diverged. The shah became a truculent hawk in the Organization of Petroleum Exporting Countries. "He turned out to be the most hard-driving of all," says James Schlesinger, secretary of defense in the mid-1970s and later energy secretary. "It was a great disappointment to Kissinger and Nixon, who thought the shah was a pal of theirs." 

Saudi Arabia also disappointed. On Oct. 17, 1973, Mr. Kissinger met with other top U.S. officials to discuss the Yom Kippur Arab-Israeli war and possibility of oil-supply disruptions. Reporting on a meeting held earlier in the day with Arab envoys, he described the Saudi foreign minister as a "good little boy," according to recently released transcripts, and predicted confidently: "We don't expect an oil cutoff in the next few days." Minutes later, an aide rushed in with a bulletin: Saudi and other Arab oil producers had announced an immediate cut in output. Prices leapt 70% overnight and later quadrupled. The U.S. sank into a recession. 

Mr. Nixon launched a plan to end all imports by 1980. It flopped: Imports rose 40% by the target date. Mr. Kissinger turned to the Soviet Union for help, offering wheat in return for oil. The "bushels for barrels" plan fizzled. 

The Military Option 

Behind the scenes, officials mulled a more robust response to Arab cuts. Ambassador Akins says he knew something was afoot after a barrage of articles appeared championing war against Saudi Arabia. Particularly belligerent was one that appeared in Harper's under the byline Miles Ignotus, a pen name. Titled "Seizing Arab Oil," it argued that "the only countervailing power to OPEC's control of oil is power itself -- military power." 

Its author was Edward Luttwak, a hawkish defense expert then working as an adviser to the Pentagon. Mr. Luttwak says he wrote the piece after discussion with several like-minded consultants and officials in the Pentagon, including Andrew Marshall, who was, and remains, head of the Defense Department's in-house think tank, the Office of Net Assessment. 

Mr. Luttwak says they wanted to demonstrate the merits of "maneuver warfare," the use of fast, light forces to penetrate the enemy's vital centers. "We set out to revolutionize war," Mr. Luttwak says. Last year's invasion of Iraq, he says, "was the accomplishment of that revolution." Mr. Marshall says that "Mr. Luttwak worked for me on several related subjects, but I do not recall cooperating on the article." 

Mr. Schlesinger says an oil-field grab was never adopted as policy but the Pentagon did examine the possibility. It concluded that the "only difficulty would be sabotage." 

Britain's National Archives last month released several secret reports on America's likely response to the oil crisis. A December 1973 assessment by Britain's Joint Intelligence Committee said Washington might use subversion to "replace the existing rulers of Saudi Arabia, Kuwait and Abu Dhabi with more amenable men" or try "gun-boat diplomacy" to intimidate existing rulers. But an invasion to seize Arab oil fields was "the possibility uppermost in American thinking," the report added. It said Mr. Schlesinger had told Britain's ambassador "it was no longer obvious to him that the United States could not use force." 

Another British intelligence report from the period outlined a "dark scenario" under which U.S. policy makers would use force "despite their experience in Vietnam.... This would, of course, be a highly dangerous policy with only slim chances of success." Military action, the U.K. intelligence committee warned, would provoke Arab sabotage and leave America's European allies "badly torn." 

While weighing ways to punish Arab oil producers, Washington played down the Iranian shah's price aggressiveness. Iran's anti-Soviet stance trumped its unhelpfulness on energy. The U.S. Defense Intelligence Agency gave an upbeat assessment of the shah's prospects in September 1978, saying he was "expected to remain actively in power over the next 10 years." Three months later, he fled a country in chaos, with Americans held hostage and Ayatollah Khomeini in power. Iran quit exporting oil for nearly a year. World prices nearly tripled. 

Relations With Iraq 

With Iran ruled by stridently anti-American mullahs, Washington tilted toward Iraq, which also had a new leader, Saddam Hussein. The Baath Party to which he belonged had first grabbed power in 1963 after a coup backed by the U.S. against the Iraqi government of Abdul Karim Qasim, whom the U.S. saw as dangerously leftist. Among his sins: He had hosted a meeting that set up OPEC. 

When Mr. Hussein invaded Iran in 1980, Washington initially stayed aloof, but grew worried when the tide turned and Iraq faced defeat. The U.S. then provided Iraq with satellite pictures and other help. 

Donald Rumsfeld, as President Reagan's special Mideast envoy, visited Baghdad twice. He discussed the idea, never followed up, of building a pipeline out of Iraq through Jordan. "I noted that Iraq's oil exports were important," Mr. Rumsfeld reported after a 1983 meeting with Iraqi Foreign Minister Tariq Aziz, according to a cable obtained by the National Security Archive. Mr. Rumsfeld visited again the following year, despite an uproar over Mr. Hussein's use of chemical weapons against Iran. 

A 1988 national-security directive enshrined the wooing of Iraq as policy. "Normal relations" with the Hussein regime, it said, "would serve our longer-term interests and promote stability in both the Gulf and the Middle East." But this courtship, too, ended in tears: Iraq invaded Kuwait in 1990, seized its oil fields and began moving troops toward Saudi Arabia. Once again, a partner had become an enemy. 

American concerns about oil were by no means the only motive for the multinational effort to drive Iraq out of Kuwait, but they weighed in the balance. Then-Defense Secretary Dick Cheney told a White House meeting "we should sort this out from strategic interests in Saudi Arabia and oil," according to a book by the first President Bush and his national security adviser, Brent Scowcroft. 

The U.S. rushed troops to drive back Iraq and defend Saudi Arabia, which became a cornerstone of a newly declared "New World Order" -- a rampart against Iraq, an eager market for warplanes, and a generally reliable steward of the oil market. The kingdom, says Mr. Schlesinger, who sits on the U.S. Defense Policy Board, "worked hard to keep us tranquilized" by managing oil prices. 

What to do about Mr. Hussein, once driven out of Kuwait, stirred fierce debate. Letting him continue building up his arsenal would, among other perils, put "a significant portion of the world's supply of oil ... at hazard," wrote Mr. Rumsfeld, Paul Wolfowitz, Richard Perle and 15 other conservatives in a 1998 letter to President Clinton urging regime change. 

A group sponsored by the James A. Baker Institute for Public Policy and the Council on Foreign Relations also called Mr. Hussein a menace but suggested an easing of sanctions against his regime -- to allow oil-sector investment and also to reduce anti-American rage. "Like it or not, Iraqi reserves represent a major asset that can quickly add capacity to world oil markets and inject a more competitive tenor to oil trade," said its report. 

New Look at the Saudis 

The Sept. 11, 2001, attacks brought the debate to a head, heightening fear of Iraq and creating doubt in some minds about the reliability of Saudi Arabia. The Saudis worked to calm oil prices after the attacks, increasing their output. But as the homeland of so many of the hijackers, Saudi Arabia lost much of the trust won back since the 1970s oil embargo. 

Conservative pundits began decrying the kingdom as an adversary. Some urged the conquest of Iraq partly as a way to ease dependence on the Saudis. Former Director of Central Intelligence James Woolsey says he and most other U.S. officials had viewed the Saudis as "somewhat idiosyncratic but generally as allies." Now, he says, officials woke up to the dangers of depending on "vulnerable autocracies and pathological predators." 

Richard Haass, director of policy and planning at the State Department when the war in Iraq started, says the U.S. in the past "always gave Saudi Arabia a bye" on political questions and "never looked at what went on internally so long as their foreign policy met our basic requirements: energy, base access, the peace process" in Israel. After Sept. 11, Americans "internalized the lesson that what goes on inside Saudi Arabia can affect us, and affect us fundamentally." 

In August, the last U.S. Air Force unit quietly left the Prince Sultan air base outside Riyadh, ending a deployment that dated to the 1991 Gulf War and removing one of Mr. bin Laden's rallying cries. With U.S. forces ensconced in Iraq, Qatar and Kuwait, the U.S. no longer needs Saudi bases. At the same time, the Pentagon has been working on a reshuffle of forces elsewhere. It envisions shrinking the U.S. military presence in Europe and putting some 20,000 troops in Africa and the Caucasus, in part to help protect emerging oil-production areas. 

The 2001 attacks gave new impetus to the quest for energy diversity. Two decades after bushels-for-barrels, the U.S. again turned to Moscow. Russian oil production, now mostly in private hands, has picked up from a post-Soviet slump and, at over eight million barrels a day, nearly equals Saudi output. But Russia consumes plenty of this oil itself and has big trouble getting the rest to market. An Arctic export pipeline project pushed by Washington hit an unexpected hurdle when Russia jailed its main backer, oil tycoon Mikhail Khodorkovsky. 

This year's U.S. presidential election, meanwhile, has revived energy angst. "It's time to make energy independence a national priority, and to put in place a plan that frees our nation from the grip of Mideast oil in the next 10 years," Sen. John Kerry states in a TV campaign ad. 

"We've been going round in circles for decades," says Milton Copulos, a consultant the Energy Department hired in the 1980s to gauge Soviet oil potential. Now president of a think tank called the National Defense Council Foundation, Mr. Copulos has assessed hidden economic and military costs of imported oil. If military spending directly related to protecting oil supplies and other costs were reflected at the pump, he figures, gasoline would cost $5.28 a gallon in the U.S. "We are always looking for a quick fix, but the fundamental problem is we have to wean ourselves off oil," he contends. 

Unless this happens, Saudi Arabia will remain the pivot of U.S. energy security. It now creaks under political and other pressures, but Washington has to keep it turning. Mr. Bush recently named James C. Oberwetter, a Texas oil lobbyist and former head of the American Petroleum Institute, as ambassador to the kingdom. 

Iraq, though a potential big producer, pumps less than a quarter of the Saudi output. Sabotage is one of the hindrances to Iraqi production, seeming to bear out a warning voiced by Ambassador Akins in 1975 about Saudi Arabia. 

"There are scrub bushes, there are gullies, there are many places where guerrillas can be hidden," he wrote in his cable decrying the notion that the kingdom could easily be conquered and pacified. "Given the inevitable hostility of the country and its allies ... it is difficult to believe [oil] production could ever be brought back." 
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Toyota May Need To Make a Hybrid In a U.S. Facility

By NORIHIKO SHIROUZU

Staff Reporter of THE WALL STREET JOURNAL

SAN FRANCISCO -- Toyota Motor Corp. President Fujio Cho said the No. 1 Japanese auto maker, encouraged by strong sales of its gasoline-electric hybrid cars, may eventually manufacture a hybrid model in the U.S.

The redesigned second-generation Prius car, which has more power and room than its predecessor, has become a hot seller since Toyota launched the Japan-made vehicle in the U.S. late last year. "I would say we have to think about building a hybrid in America eventually," Mr. Cho said late last week in San Francisco.

He added, however, that there are no active plans and there would be several major hurdles to overcome even if Toyota decided to manufacture a gas-electric hybrid in the U.S. The biggest, Mr. Cho said, would be how to source a host of "very unusual" components and materials in a hybrid's drive system, such as electric motors and large batteries.

No one in the U.S. makes many of those components, and Toyota would have to import them from Japan to start building a hybrid vehicle in America. "It may not make any business sense at all if we brought in too many of those big components from overseas," Mr. Cho said. The Toyota president also said sales of a hybrid would have to hit at least 50,000 to 100,000 vehicles a year to justify production out of Japan.

Asked which hybrid model Toyota would consider producing in the U.S., the Toyota executive said that even though the company is encouraged by the Prius's performance, it doesn't mean the small hybrid is the vehicle it should pick.

"We are counting on American consumers to tell us which hybrid we should produce here."

Though the Prius is the only gas-electric hybrid Toyota currently sells in the U.S., the Japanese auto maker is due to launch a hybrid version of the Lexus RX330 car-SUV crossover this fall, followed by a hybrid version of the Toyota Highlander SUV.

Separately, Toyota and General Motors Corp. vowed to continue to cooperate and operate a small-vehicle U.S. manufacturing venture to share ideas in manufacturing.

But as the world's two biggest auto makers Thursday celebrated the 20th anniversary of the venture, New United Motor Manufacturing Inc. in Fremont, California, reasons for its existence were becoming less clear. Both companies have more or less fulfilled their initial objectives in forming the joint venture, known as Nummi, with GM absorbing the secrets of Toyota's lean manufacturing to improve vehicle quality and Toyota learning from GM the ins and outs of running U.S. facilities.

Yuki Azuma, Nummi's president and chief executive, said the plant was fighting to quell one of the worst spells of quality problems over the past two years, particularly with the Pontiac Vibe, a small hatchback derived from Toyota's Corolla. The plant began producing the redesigned Corolla for Toyota and the Vibe for GM to sell in the U.S. in 2002.

http://www.latimes.com/news/printedition/opinion/la-oe-morris15feb15,1,3800275.story

Cruising the Ethanol Highway

Hybrid cars using plant- based fuel and electricity could save huge amounts of gas. Hydrogen is no answer now.

 By David Morris

LA Times Commentary Sunday February 15, 2004

 Gov. Arnold Schwarzenegger has declared his support for a "hydrogen highway." By 2010 he wants hydrogen fueling stations on all of California's 26 interstates, and the word is that right after the March 2 election he will sign an executive order to make it so. 

 It's hard not to applaud the governor's courage. At last, a politician is proposing a strategy commensurate with the scale of the problem. Hydrogen could end our dependence on foreign oil. But to achieve that goal we will need to rebuild every facet of our transportation system. Hydrogen stations must replace gas stations. Fuel cells must replace internal combustion engines. In California alone, the capital investment would exceed $50 billion.

 The governor's vision could be achieved decades sooner at a fraction of the cost. How? By substituting ethanol (and hybrid vehicles) for hydrogen (and fuel-cell vehicles). 

 The move to ethanol works in part because it is based on current technology. Automakers already make cars that run on various combinations of gasoline and ethanol for an additional cost of only $150 per car. More than 4 million gasoline-and-ethanol cars are now on the road, several hundred thousand in California. (The California Air Resources Board predicts that even by 2015 a fuel-cell car running on hydrogen would cost an additional $10,000. Other estimates run several times higher.)

 But a better platform for ethanol — the one required to assure an end to our reliance on fossil fuels — is a variation on the hybrid electric vehicle, that other car technology that's also up, running and popular (there's a two-month waiting list for the 2004 Toyota Prius hybrid). 

 Hybrids now reduce gasoline consumption by 30% to 50% by using electric motors as well as an engine to power the car. Its batteries are charged by the car's internal combustion engine. Hybrids can be modified so that their batteries can be charged by plugging them into the electricity grid as well as the car's engine. That makes electricity the car's primary fuel, reducing gasoline consumption by about 85%. That in turn makes it possible to use ethanol as the engine's primary fuel, not just a 6% additive, as is the case today. There are already charging stations in California, and developing this next-generation hybrid would not be a major leap. Last year, California reserved its highest incentives for fuel-cell development rather than plug-in hybrids. That decision should be revisited. 

 Modifying hybrid technology for ethanol use makes sense not only because it is a relatively simple task. Ethanol is cheaper than hydrogen fuel now — and that's true even if ethanol subsidies are eliminated from the equation. Ethanol should still beat hydrogen in cost comparisons a decade from now. In addition, an ethanol fueling station can be built for less than 10% of the cost of a hydrogen fueling station. 

 Ethanol, which comes from renewable plant matter, is made in the United States by fermenting corn sugars. On the other hand, it's not yet efficient or cost-effective to make hydrogen from renewable resources. Even the most ardent hydrogen/fuel-cell proponents concede that for the foreseeable future hydrogen will come from fossil fuels like natural gas.

 Ethanol has its critics, of course. Some consider it a boondoggle for Midwestern farmers and for agribusiness giant (and ethanol maker) Archer Daniels Midland. But Californians should realize that although the state raises very little corn, its dairy industry consumes a great deal of the grain as feed. If the state were to "bio-refine" the 4.5 million tons of corn now imported as animal feed, it could produce about 500 million gallons of ethanol each year from the corn starch and still have a high-protein feed left over for its dairy herds — not to mention a new industry.

 Ethanol has also been criticized because it contains only a little more energy than is used in growing the crop, making the fuel and getting it to cars. The ratio is about 1.4 energy units out for every one in. But that is still higher than the net energy ratio of hydrogen, and it can be improved upon. When ethanol is made from sugars from cellulose, an abundant substance found in grasses, corn stalks, wheat straw, trees, kelp and urban organic wastes, the ratio should exceed 2 to 1. 

 Three years ago, California's cars used no ethanol. Last year, the state used about 700 million gallons. There's no reason that California can't take this beginning and make the state the leader in ending the nation's reliance on fossil fuels. The executive order should be "ethanol highways," not "hydrogen highways." 

David Morris is vice president of the Institute for Local Self-Reliance, a nonprofit, nonpartisan think tank in Washington and Minneapolis and the author of a report on ethanol, "A Better Way."
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Hummer vs. Prius

The surprising winner in the war for America's auto soul.

By Daniel Gross, Slate

Posted Thursday, Feb. 26, 2004, at 1:03 PM PT

 Of all the inanities uttered by former Bush Press Secretary Ari Fleischer, perhaps none was more inane than his May 2001 assertion that burning fossil fuels was part of the "blessed" American way of life. Those driving giant cars, he suggested, were not only exercising some fundamental right of citizenship but proclaiming American exceptionalism.

Thus considered, no vehicle was more blessed than the Hummer. Based on the Humvee military vehicle, the Hummer was first produced for consumer use in 1992, in part at the suggestion of action-hero Arnold Schwarzenegger. (According to this article, the California governor now has eight.) In December 1999, General Motors acquired the Hummer.

After 9/11, Hummers became a cocky symbol of American greatness. Driving the biggest, baddest, least-fuel-efficient car on the planet was tantamount to giving the finger to environmentalists, Arianna Huffington, and all those who suggested that the involvement of Saudi citizens in the attacks should lead us to rethink our dependence on foreign oil. You could be an active home-front warrior by buying an expensive Hummer—imitating our troops in Iraq and stimulating the economy at the same time. (Hummers also come in handy in case you need to mount a motorized assault on the Stop-n-Shop.)

By the summer of 2002 customers were waiting months to take delivery and were bidding more than the sticker price for the privilege of driving one. Between July 2002 and November 2002, monthly sales of the Hummer H1 and the Hummer H2 practically doubled, from 1,922 to 3,933, according to figures provided by Autodata.

But in recent months the Hummer has bogged down. Combined year-over- year sales of the H1 and H2 have fallen for the past five months. In January 2004, just 1,927 Hummers were sold—off nearly 50 percent from December 2003, and down by one third from January 2003. The future doesn't look very bright, either. Business Week reported there are 68 days worth of Hummers in inventory, and that GM has throttled back its 2004 sales forecast from 40,000 to 30,000.

The sales drop reflects simple common sense. The Hummer is a mediocre car, with the quality ratings to show for it. The drop may also reflect a change in the zeitgeist. When you compare the fortunes of the Hummer to those of its opposite—Toyota's hybrid Prius, which can get upwards of 50 miles per gallon—it looks like the market may be shifting. First sold in the United States in 2000, the diminutive Prius remained a curiosity as the Hummer rose to celebrity. But sales rose to about 20,000 in 2002 and to 24,000 in 2003. Since the new 2004 model was introduced in the fall, the Prius has been stomping the Hummer. In November 2003, the Prius outsold the H2 by a 2-to-1 margin, according to Autodata. In January 2004, Prius sales were up 82 percent from January 2003.

For the 2004 model year, Toyota initially boosted production 50 percent to 36,000. But demand has been strong enough that production has already been increased to 47,000. And that's still not enough. My Toyota dealer doesn't have a Prius on the lot and says that interested purchasers must put down a deposit today and wait six months. By contrast, my local Hummer dealer has several on the lot.

Comparing the Prius and the Hummer is like comparing apples and oranges, or apples and watermelons. The Hummer costs more than twice as much as the Prius—although the absurd, huge federal tax break available to purchasers of giant vehicles for business use reduces the price a lot. (Those who purchase a Prius receive a smaller and shrinking tax break.) And of course, purchases of Hummers and Priuses represent a tiny fraction of the 16.6 million vehicles sold in 2003. The vast majority of car buyers are buying neither Hummers nor Priuses. Instead, they are purchasing millions of vehicles that get decent gas mileage, like the Ford Taurus and Honda Accord, and millions of vehicles that get poor gas mileage, like Jeeps and pickup trucks.

Those who buy Hummers and Priuses are symbolic, marginal buyers. But economists will tell you that behavior at the margins can influence entire markets. In the summer of 2002, the marginal buyers were pushing hard for the gas guzzlers. Today, more people are clamoring for fuel-efficient cars.

Could the sales figures, small as they are, signal a movement that American car buyers are becoming more eager to demonstrate conspicuous virtue? It could be. More likely the declining Hummer sales and rising Prius sales reflect that Americans are economically rational creatures. The Hummer, like many gigantic SUVs, gets about 13 miles per gallon. With gas at about $2 a gallon, and likely to rise further, driving a Hummer is an expensive proposition. Toyota's calculator shows that if you drive 40 miles a day, the annual cost of operating a Prius will be $2,144 less than operating a Hummer.

The demand for the Prius is pushing Toyota to install hybrid technology in other models, including SUVs. Also, it's spurring other automakers to adapt hybrid motors. Apparently, there's even a hybrid version of the Hummer in the works.

Daniel Gross (www.danielgross.net) writes Slate's "Moneybox" column.

You can e-mail him at moneybox@s....

http://www.spectrum.ieee.org/WEBONLY/publicfeature/mar04/0304car.html

Mon 01 Mar 04 11:30 -800 GMT Home >> Cover Story

TOP 10 TECH CARS

Here come the hybrids

By John Voelcker

Welcome to the year of the hybrid electric vehicle. Although Toyota's Prius has been commercially available for six years and well over 100 000 of them are on roads from Tokyo to Tucson, 2004 will go down as the year when hybrids came into their own as a full-fledged automotive force. Manufacturers now ignore them only at their peril.

Consider the evidence. First, there's the Prius itself, all new in 2004 and garnering some of the most breathless reviews ever given to a family sedan—a car category that rarely sends reviewers scrambling for rapturous superlatives. Second, this year will finally see multiple manufacturers on several continents offering hybrids in everything from two-seat runabouts to SUVs and pickup trucks. There will be full hybrids along with so-called mild hybrids, which use relatively small electric motor/generators—beefed-up starter motors, really—to provide more modest fuel-economy gains, mainly in stop-and-go traffic. Finally, China's proposal for rigorous fuel-economy standards may leave carmakers little choice but to lean more heavily on hybrid technology as they plan models for a country viewed as the world's largest and most promising new car market.

Meanwhile, every automaker's R&D division is experimenting with hydrogen and fuel-cell technologies, though production passenger vehicles are at least a decade away. Ford Motor Co., Dearborn, Mich., and DaimlerChrysler AG, Stuttgart, Germany, are now testing the first fruits of their joint investment in fuel-cell pioneer Ballard Power Systems Inc. of Burnaby, B.C., Canada. Ford is about to put a fleet of hydrogen fuel-cell vehicles into use in Vancouver, B.C., Canada, while London took delivery of three fuel-cell-powered Mercedes-Benz Citaro buses and Perth, Australia, will soon follow suit.

Manufacturers are now struggling with basic fuel-cell engineering issues, like the 2 to 30 seconds of "light-up time" needed for the stack to deliver full power. Parking a fuel-cell car in subfreezing temperatures would also be a problem, because the deionized water in fuel-cell membranes would turn into ice. In the broader picture, though, the long-term success of a "hydrogen economy" in reducing greenhouse gases will depend greatly on the energy sources used to generate the hydrogen in the first place.

The 10 vehicles here not only pioneer new electrotechnologies across the spectrum of automotive design, they also point the way forward. Most are production vehicles, available for sale this year or next somewhere in the world. From hybrid power systems to 42-volt electric components, these cars prove that technical advances lead the march of automotive progress. And that's as it should be.

CONCEPT  HYUNDAI HCD-8 SPORTS TOURER

LEDs light the way

FROM THEIR FIRST APPEARANCE in instruments and consumer gadgets, light-emitting diodes (LEDs) have steadily migrated into larger applications and harsher environments—traffic and crosswalk signals, video billboards, flashlights, and more.

They've also carved out a growing market in automobiles: LEDs are already used in taillights, high-mounted brake lights, turn-indicator lights, and dashboard and interior lighting. Indeed, automotive-lighting manufacturer Koito Manufacturing Co., Tokyo, expects LED taillights to represent 80 percent of its sales by 2006.

The next big automotive opportunity, analysts agree, is headlights.

Hyundai's HCD-8 is one of a handful of concept cars unveiled in recent years that put high-brightness white LEDs in front. The low, sleek, slippery coupe was introduced in January at the 2004 North American International Auto Show in Detroit, Mich., and is the first vehicle to emerge from Hyundai's brand-new Design & Technical Center in Irvine, Calif. A supercharged 2.7-liter V6 engine and a six-speed manual gearbox provide the gusto, as does a height-adjustable air suspension that can be raised 100 millimeters for better clearance over rough roads.

There are several different ways to get white light out of an LED. One combines red, blue, and green devices. But Osram Opto Semiconductors GmbH of Regensburg, Germany, which teamed with Light Prescriptions Innovators LLC of Irvine, Calif., to provide the HCD-8's lighting, took a simpler tack. It put a blue LED behind a phosphor that emits yellow light when stimulated by the blue. Together, the blue and yellow rays make white. Osram says its technology is less expensive than the three-chip systems, which can cost more than 10 times as much as incandescents.

A big challenge in LED lighting is creating a sufficiently powerful beam in the appropriate pattern. The 2002 Ford Mighty F-350 Tonka concept truck, for example, required 40 high-intensity white LEDs—each separately aimed—to create a single low- and high-beam headlight.

Analysts expect the costs to come down and LED headlights to start appearing on production cars between 2005 and 2008. The advantages are overwhelming: LEDs consume half the power of halogen bulbs, or one-tenth that of ordinary incandescent bulbs. They switch on in nanoseconds, rather than milliseconds. They are much cooler and can be brighter as well. Their life span exceeds 10 000 hours, and the lack of a fragile filament lets them withstand serious abuse. Designers gain greater packaging flexibility, with less depth needed for reflectors and bulb sockets behind the lens. And the advent of 42-volt auto electrical systems will make LEDs even more compelling, because when they are connected in series they are well suited to higher voltages.

VOLVO XC90

Dynamic roll-stability control in a feedback loop

VOLVO CAME LATE TO THE SUV PARTY; its first entry in the category, the XC90, debuted in the 2003 model year. Its proprietary Roll Stability Control (RSC) helps drivers maintain control of the SUV during extreme maneuvers that might otherwise flip this tall vehicle. The Volvo/Ford development team for RSC drew on previous experience with AdvanceTrac, a yaw-control system introduced on the 2000 Jaguar S-type and Lincoln LS. That system monitors steering-wheel angle, throttle position, and wheel speed, applying anti-lock brakes and reducing the throttle if necessary to keep the car from entering a skid.

The RSC software is integrated into the XC90's brake controller, which includes Volvo's Electronic Stability Control system. A gyroscopic sensor continuously monitors the vehicle's body-roll rate and feeds this data into the system's control algorithm. The roll-rate signal, coupled with proprietary vehicle modeling techniques, lets the RSC constantly estimate vehicle motion and attitude.

If the system calculates that the vehicle is dangerously close to flipping over, it preemptively adjusts brake torque at specific wheels to reduce cornering forces and the overall roll moment. It can also reduce engine power, while a separate system evaluates whether to trigger the air bags.

The big challenge for the system's designers was improving stability across the huge variety of operating conditions that an SUV may encounter, especially when used off-road, while limiting "false-alarm" activations. Ford has many issued and pending patents on the RSC technology and is already offering to license it to other automakers. It now offers the system on the 2004 Lincoln Navigator and Aviator SUVs and plans to add RSC to other vehicles in coming years.

BMW 5-SERIES

Active steering makes ultimate driving experiences safer

BMW HAS BECOME THE FIRST manufacturer to offer an electronic "active steering" system. Introduced as an option on the 2004 5-series sedan and 6-series coupe, it acts in two ways. It works with BMW's Servotronic variable-effort power-steering system to vary the actual steering ratio—or number of turns of the steering wheel to move the front wheels from lock to lock—based on speed and other factors. But in emergency situations, it can actively intervene to steer the car if the driver's actions are making things worse.

This is not, however, a full steer-by-wire system, in which electric motors move the control arms with no direct mechanical connection to the steering wheel. Rather, the system interposes a planetary gear set, driven by an electric motor, between the steering wheel and the shaft that turns the rack. This rack moves control arms that pivot the front wheels away from the straight-ahead position. A system-control module processes both driver input and data from vehicle sensors, varying the actions of the steering rack. At low and medium speeds, steering ratio tightens to as little as 10:1, so the car is more agile in traffic or when parking. In this case, a small movement of the wheel turns the front wheels through a relatively large angle, reducing driver effort. At higher speeds, the ratio increases to as much as 20:1 for improved directional stability. During high-speed cornering, the system stiffens the steering as well.

Data from the car's stability control system—including road speed, body roll, yaw, braking input, and wheel traction—are fed continuously into the controller along with steering inputs. If the control algorithms indicate that a driver's steering action could cause the rear wheels to lose adhesion, the controller overrides or modulates that input. It can turn the front wheels up to 2.5 degrees in the opposite direction to avert a potential skid.

LEXUS RX 400H

V8 power, SUV roominess, hybrid economy

THIS FALL, TOYOTA will offer a hybrid-electric version of its Lexus RX SUV, the most popular Lexus in the U.S. market. The company showed the concept vehicle for this model, known as the Lexus SU-HV1, at several auto shows during 2003.

The new Lexus RX 400H will use Toyota's Hybrid Synergy Drive [see Toyota Prius] combined with a 3.3-liter V6 engine running on the Atkinson cycle, which improves efficiency by simulating different lengths for the intake and power strokes. The gasoline engine will generate at least 150 kilowatts (200 horsepower), compared with 172 kW from the standard Toyota Lexus RX 330's conventional 3.3-L engine. The hybrid's 500-volt power system will drive a front electric motor of at least 120 kW.

The Lexus will offer all-wheel drive through a second electric motor of at least 50 kW that drives the rear wheels—unlike Ford's Escape Hybrid, which uses a mechanical transaxle to drive all four wheels. The Lexus setup echoes that of the E-Four electric four-wheel-drive system offered in Japan since 2001 in Toyota's Estima hybrid minivan. That system coordinates both electric power distribution among all four wheels and power recovery during regenerative braking.

The RX 400H will be the first SUV to power the rear wheels solely with electricity for all-wheel drive. While the demands on all-wheel-drive systems in SUVs exceed those on urban delivery vans like the Estima, owners of luxury SUVs ("soft-roaders") rarely use their vehicles off-road. For them, all-wheel drive simply improves bad-weather traction. As one industry observer puts it, with a barely perceptible hint of disdain, "Lexus owners never do anything that might scratch the paint."

The RX 400H will be followed by hybrid versions of the Toyota Highlander in January 2005 and, if industry rumor can be trusted, of the Sienna minivan.

TOYOTA PRIUS

Bigger, faster—and even stingier with fuel

TOYOTA'S 2004 PRIUS, which benefits from a major redesign, outdoes its predecessor in every measurable way. It has higher-voltage electrics—500 volts rather than 288—and a more powerful electric motor, at 50 kilowatts rather than 30. The car has grown to a midsize from a compact, and is reasonably aerodynamic, with a coefficient of drag of 0.26. Acceleration from zero to 60 mph (97 km/h) has improved by a full two seconds, to 10.5 seconds—about the same as a Chrysler PT Cruiser with the standard engine and automatic transmission. Even with all these performance enhancements, the Prius's fuel economy has also improved, to 4.28 L/100 km (55 mpg) from 4.90 L/100 km (48 mpg) in the U.S. Environmental Protection Agency's combined city/highway cycle.

The Prius's great breakthrough is a system, called the Hybrid Synergy Drive, for seamlessly diverting power from the engine and motor/generators to where it's needed, whether it's the motors, the battery pack, or some combination. The key elements in the powertrain are two motor/generators, which, depending on conditions, are powered by a 202-V, 1.3-kilowatthour battery pack and a 1.5-liter gasoline engine that puts out 57 kW (76 horsepower).

GO WITH THE FLOW: The Prius's integration of electric and gasoline power is revealed only by the dashboard power-delivery monitor, which shows what system is moving the vehicle.

The main motor/generator is a 50-kW (67-hp) synchronous unit that drives the front wheels through a reduction gear. The secondary motor/generator has many functions: recharging the nickel?metal hydride batteries, supplementing the power from the main electric motor, and starting and stopping the gasoline engine in traffic to save fuel.

The heart of the Hybrid Synergy Drive system is a planetary gear set, in which a central gear (the "sun") connects to the drive shaft of the secondary motor/generator. This central gear is surrounded by "planet gears" that are in turn surrounded by a "ring gear" that drives or is driven by the main motor/generator. What the system does, basically, is vary the power split between the primary and secondary motor/generators by altering the speed at which the planet gears spin. Different driving conditions call for more power from the primary motor, to move the car, or more going into the secondary, to charge the batteries. The Hybrid Synergy Drive system quickly adjusts the relative power levels to best suit those conditions—without changing the mechanical load on the gasoline engine. In effect, this arrangement acts as a continuously variable transmission, letting the engine run steadily at its most efficient output regardless of road speed. The Prius hybrid system has been so successful that Nissan has licensed it from Toyota for use in a hybrid version of its Altima sedan for 2006.

The Prius's primary electric motor provides a full 78 percent of the car's total torque of 511 newton-meters (377 pound-feet) at peak output. On electric power alone, the 1310-kilogram Prius can accelerate to 40 mph (64.4 km/h) in 4.9 seconds.

Its urban-cycle fuel usage of 3.92 L/100 km (60 mpg), compared with 4.61 L/100 km (51 mpg) on the highway cycle, is characteristic of hybrids: fuel-economy gains are highest in urban driving with lots of stop-start cycles, when they can run on battery power alone.

Meanwhile, the car offers a full complement of power accessories, including Toyota's first electric air conditioner, driven by an inverter. Toyota projects global sales of 76 000 this year, roughly two-thirds of that in North America.

FORD ESCAPE HYBRID

A no-compromises hybrid sport utility vehicle

THIS COMING JULY, FORD will start manufacturing the hybrid version of its popular Escape sport utility vehicle (SUV). At the company's plant in Claycomo, Mo., hybrid and nonhybrid Escapes will be put together side by side on the same production line. It's a big deal: the Escape will be the first mass-produced hybrid SUV, as well as the first hybrid built in North America.

The truck's 2.3-liter gasoline engine operates on the Atkinson, or five-stroke, cycle, in which valve timing simulates a cycle in which the piston moves through strokes of different lengths. The advantage is greater efficiency: by changing the stroke length, you can let the combusting fuel-air mixture expand to a greater volume on the power stroke than it originally occupied on the intake stroke. Meanwhile, the compression ratio stays constant, so the engine extracts more energy from the fuel than is possible with a conventional, four-stroke Otto-cycle engine, with its constant stroke lengths. The Atkinson is becoming the engine of choice for hybrids because its lower torque at low engine speed is an ideal match for the high power immediately available from a hybrid's electric motors when starting from rest.

A compact hybrid transaxle moves power from the engine and the 65-kilowatt electric motor among the four drive wheels when the truck is in all-wheel drive. To eliminate high-voltage wires and connectors to and from the motors, Ford mounted the power electronics and capacitor directly on the transmission in a box only slightly larger than a cigarette pack (75 by 75 by 16 millimeters).

This hybrid drive system was developed jointly by Ford, Volvo, and Aisin Industry Co. of Ohbu City, Japan, a company tightly affiliated with Toyota.

Ford claims the Escape Hybrid's acceleration will equal or beat that of the 150-kW (201-horsepower) V6 nonhybrid equivalent. Fuel usage is projected at 50 percent of the V6 Escape's, or better than 6 L/100 km (roughly 40 mpg) in city driving. Similar hybrid-electric powertrains will be used in other Ford vehicles, including the Futura sedan, to be introduced in 2005.

CONCEPT  FORD HYDROGEN HYBRID RESEARCH VEHICLE

Testing hydrogen in old-fashioned internal combustion

HYDROGEN-FUEL-CELL CARS get all the attention these days, but in the near future, it's a better bet that hydrogen will power vehicles using a much less exotic technology: the ubiquitous internal combustion engine. This bridging strategy could stimulate development of the necessary hydrogen infrastructure and give automakers valuable experience with the complexities of onboard hydrogen fuel storage and safety. And unlike hydrogen fuel cells, hydrogen-powered internal combustion engines start in all weather and require no warm-up.

Ford's Hydrogen Hybrid Research Vehicle, or H2RV, is a modified Focus wagon. It combines a hydrogen-fueled, 2.3-liter, four-cylinder, 82-kilowatt (110-horsepower) engine, supercharged and intercooled, with Ford's new Modular Hybrid Transmission System. This system combines an upgraded four-speed automatic transmission and a 300-volt electric motor generating 25 kW (33 hp). The fact that this combination takes up no more space than Ford's ordinary CD4E automatic transmission will let Ford engineers integrate it into many vehicles, says Tom Watson, manager of powertrain engineering for the vehicle.

Ford evaluated a bunch of hydrogen storage systems, including liquefied hydrogen and fuel storage cells using sodium borohydride, a complex metal hydride, as well as other metal hydrides. In the end, it opted to store compressed gaseous hydrogen at 340 atmospheres in an aluminum fuel tank strengthened with carbon fibers.

Two H2RVs have now covered over 16 000 kilometers around Detroit. The car's current range is roughly 200 km (125 miles) from 2.8 kilograms of hydrogen. Its 11-second acceleration from zero to 60 mph (97 km/h) keeps up with traffic.

HONDA INSPIRE AND ACCORD

A lane-keeping option for drivers in Japan

ALONG WITH THE CIVIC, the Inspire and Accord are Honda's volume offerings in its three main markets: Japan, Europe, and the United States. Known by different names in different markets, these cars offer the optional Lane-Keeping Assist System (LKAS) only in Japan.

The Honda system is a step beyond lane-departure warning systems now offered by other manufacturers, mainly for trucks and other commercial vehicles. A lane-departure system alerts the driver that the vehicle is drifting toward the edge of the lane by playing a rumble-strip noise through the speakers. If the driver fails to respond, the system progresses to generating a vibration in the steering wheel that mimics the feel of passing over road-edge rumble strips.

Now, suppose the driver still doesn't rouse from blissful slumber, or look up from the hot coffee that has tumbled into his groin. That's when the Honda LKAS shows how it isn't just another lane-departure system: it actually takes over the steering of the car, at least momentarily, to keep the vehicle in its lane—something no other such system now on the market can do.

Part of the Honda Intelligent Driver Support system, the LKAS identifies the boundaries of the vehicle lane by processing images from a camera mounted in the windshield. The system operates on straight roads and on curves with a radius of at least 230 meters, from vehicle speeds of 65 to 100 km/h.

A footnote: in the North American market, Iteris Inc. of Anaheim, Calif., has announced that its AutoVue Lane Departure Warning system will be offered on a 2005 model, though the company will not announce the manufacturer and vehicle until later this year. Unlike the Honda system, the Iteris offering won't be able to steer the vehicle, and it isn't the first such system offered for passenger cars—Mitsubishi had one as early as 1999 on its limited-production Proudia luxury sedan. But it will be the first offered for passenger vehicles in the U.S. market. From more variable and rougher surfaces to specific conditions like raised "Bott's Dots" reflective lane-edge markers, North American roads are considered the most challenging for writers of lane-departure software.

CHEVROLET SILVERADO HYBRID

A pickup truck offering 110-volt alternating current

AS HYBRID ELECTRIC CARS PROLIFERATE, General Motors Corp. has decided on a different tack. It is concentrating on mild hybrids and trucks, which offer modest fuel-economy gains with a simpler drivetrain than full hybrids. Its first offering is a mild hybrid version of the Extended Cab Silverado, which was made available to commercial and fleet customers early this year. Individual customers will be able to buy the truck in the late fall.

GM says it chose the truck because it sells more full-size pickups than any other vehicle—about 700 000 a year—and because hybrid systems save a greater volume of fuel in larger, heavier vehicles than they do in small, light ones.

The Silverado Hybrid has a 295-horsepower Vortec 5.3-liter V8 engine coupled to a compact 14-kilowatt electric motor and a 42-volt lead acid battery pack (three 14-V batteries located under the rear seat). An integrated starter/generator replaces the standard starter and the alternator, recharging the battery through regenerative braking as well. When the truck idles, the engine is shut off and accessories are run on battery power. GM says fuel economy is improved by 10 to 12 percent.

A power converter that uses the same coolant as the engine converts 42-V dc from the batteries to 14-V dc—to power the truck's accessories—and also to 110-V ac. Builders and campers alike will have easy access to 110-V, 20-ampere ac power with ground-fault protection. They can plug into two North American standard three-point electric outlets in the cab and another two in the pickup bed. The 42-V battery can supply 2.4 kW of power at 20 A, enough to run hand tools, or charge their batteries, or keep a few household appliances going in a beautiful spot in the middle of nowhere.

Because emissions from stand-alone portable generators are not regulated by the U.S. Environmental Protection Agency, this 110-V capability makes the entire truck a relatively clean mobile generator. The generator button on the dash starts the engine and the 110-V power. With a full tank of gas, the generator runs for 32 hours, shutting itself down when there are about 7.5 L left—enough, with any luck, to get you to a gas station. The hybrid package costs about US $2500, boosting the price of the truck by less than 10 percent.

This is not GM's only hybrid system under development: in 2006, the Saturn Vue sport utility vehicle will get what the carmaker calls a Belt Alternator Starter hybrid system coupled to a continuously variable transmission, which is supposed to cut fuel consumption by 12 to 15 percent. GM plans to offer the Chevrolet Malibu sedan with the same system in 2007.

TOYOTA CROWN ROYAL

The world's first 42-volt electrical system in a production car

THE CROWN ROYAL is a big Toyota sedan rarely seen outside Japan and the Middle East. But a hybrid variant of the car, introduced in October 2002, offers a feature no other current production car shares: 42-volt electric components. They are the first to use the new standardized 42-V PowerNet electrical architecture being developed internationally to support greater electric loads in future vehicles.

This Crown is a mild hybrid, offering somewhat better fuel economy than a conventional car but not the kind of fuel stinginess associated with a full hybrid. When the vehicle stops, the Toyota Hybrid System-Mild goes into "idle-stop" mode, shutting down the 3-liter in-line six-cylinder gasoline engine. An electric motor bigger than an ordinary starter motor, but not as big as the traction motor in a regular hybrid, accelerates the vehicle from a standing stop while the gas engine is restarted. This small motor also acts as a generator to charge the battery, driven via a belt from an accessory drive on the engine. On deceleration, it captures braking energy and feeds it back into the battery.

Toyota's tests show that in urban duty cycles with heavy stop-and-go traffic, the Crown's idle-stop battery system cuts its fuel usage by about 15 percent.

The higher voltage means lower current, and therefore thinner wiring harnesses than those in standard 12-V systems, which reduces weight and improves fuel economy. But the primary motivation behind the new 42-V standards is the need to accommodate the growing electric load of modern autos, including hybrids. Among the current and future features are stability-control systems, dynamic suspensions, variable valve timing, "drive-by-wire" electric power steering and braking, and adaptive cruise control. With the added demands of lane keeping, collision avoidance, heated windshields, and other power accessories, the vehicle draws so much current that 12-V systems are reaching their limit—as 6-V systems did half a century ago, when General Motors introduced the first 12-V system in 1955.

At the 2003 Tokyo Motor Show, Toyota displayed a concept for a new Crown, expected for the 2005 model year. In the meantime, this low-volume mild hybrid—just 1574 were sold in 2002—is the only car in the world with 42-V components.

http://www.caranddriver.com/article.asp?section_id=27&article_id=7902&page_number=1

Toyota Prius Race Car

Tackling the idea of a sprint race, followed by an eco run—in the same car!

BY PETER LYON

PHOTOGRAPHY BY PETER LYON

April 2004

At the long-lead test drive inside Toyota's secretive Higashifuji proving ground last year, several of the invited hacks were so impressed with the new Prius that they strongly suggested Toyota put its money where its mouth is and take the Prius racing.

The new Prius was faster, handled far better, and even looked sharper than the outgoing model. But would that be enough to meet Toyota's expectations of selling 300,000 hybrid vehicles worldwide by 2005? Hybrids still have the "slow, ugly, and boring" stigma, and Toyota needs to overcome that hurdle if the hybrid is going to be the hit the company thinks it should be.

So the top brass in Toyota City bit the bullet and built three Prius race cars. Japan's No. 1 automaker managed to produce these race-spec models in the space of just two months with the help of Toyota Racing Development, which runs all the company's Japanese race cars.

And the surprising thing is the Prius handles superbly on the track. Don't expect the batteries and the electric motor to last more than one lap, though. With the accelerator floored constantly, the battery soon runs out of puff, leaving the car to run on its 1.5-liter four-cylinder engine. The power unit has incidentally been changed from an Atkinson unit with specially tuned valve timing and class-leading fuel efficiency to a less earth friendly but more conventional 1.5-liter engine, straight from the company's Echo small car, making 145 hp. On the track, the race version has 10-percent-poorer fuel consumption than the stock model. "This engine switch was necessary to achieve the results we wanted from the car. Otherwise," says chief engineer Masao Inoue, "we have done little else under the hood." The batteries are the same, and the THS II hybrid system is identical. Toyota considered upgrading the batteries and hybrid system to increase power output, but that would have meant totally recalibrating the THS II unit and battery pack, and the powers that be were not ready to do that just yet.

The difference is under the body. First, the spring rate was upped 15 percent, and stabilizers from the Euro-spec model were employed. The shock absorbers were stiffened, and the rear-control-arm-and-bushing geometry was modified for flatter cornering with less body roll. At the front end, the steering-knuckle joint was reinforced, and special high-performance Bridgestone Potenza RE050 rubber (195/55R-16), boasting a stickier compound than on the standard model, was fitted all around.

Inoue also knew he had to get the weight down. So his team stripped everything from inside the car—seats, carpet, power windows, air conditioning—and replaced that void with two racing seats and matching harnesses as well as a shiny six-point roll cage.

On the circuit, the suspension modifications, the tire grip, and the lighter curb weight are immediately obvious. The car turns in superbly with an even sharper steering action than that of the roadgoing model. The chassis rework has been done cleverly, translating into a well-balanced car that doesn't just turn tightly but has its rear end tuck in nicely to produce a welcome dose of neutrality in the corners. The outgoing model was infamous for its understeer and less-than-precise cornering. However, enter a corner too hot in the new race version, and the traction control cuts in quickly to let you know the front wheels are overcooking and losing precious grip. In fact, you soon find that your ability to corner fast and clean in the Prius race-spec car rests on not engaging the traction control. "This, unfortunately, at the moment cannot be switched off," says Inoue.

One of the main bones of contention with the original Prius was its regenerative brakes. On the new model, the spongy pedal feel and unsure grip-rigidity levels have been vastly improved. But there still remains a slight kick at the end of the pedal stroke, especially as you close in on a corner with that left pedal depressed. Brake response is excellent, but Inoue admits that "the brakes are an area that requires constant revision."

So, will Toyota introduce a new one-make Prius race series next year? The prospects are not good since the company has not noticed much public interest. If the series does come to fruition, the Prius could be the first "race car" ever that can be run in a short 15-to-20-minute sprint race, and then, perhaps an hour later, the same drivers could go onto the track again to do battle in an "eco run." Only this time they'd be fighting for fuel-consumption honors.

http://www.time.com/time/magazine/article/0,9171,1101040308-596160,00.html
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The Way You Move

Where are you going? How will you get there? These pioneers are moving people and things in new ways By ILYA GARGER/TOKYO

Monday, Mar. 08, 2004 A Car Mother Nature Loves Shigeyuki Hori looks like your average Japanese salaryman, but at heart he's a speed demon. Once a week the Toyota engineer heads to the company test track at the base of Mount Fuji to try out new models. There he dons a crash helmet, and in a one-on-one communion between car and creator, he barrels his work-in-progress around a track at upwards of 120 m.p.h. The 51-year-old admits he's addicted to the speed rush. "When I'm out there on the track, I'm fearless," he says. Fearlessness has been a useful asset for Hori. As executive chief engineer responsible for the gas-electric hybrid Prius, he spent years battling the idea that environmentally friendly cars would never appeal to consumers or make a profit. Today he stands proudly on the wreckage of that conventional wisdom, having helped create the first eco-car to decisively leave the drawing board and storm the streets of suburbia. More than 110,000 units have been sold worldwide since the first-generation Prius was introduced in Japan in 1997. "Our challenge," he says, "was to achieve our environmental goals without compromising performance and design."

The redesigned 2004 Prius, which draws power from a gasoline engine and an electric motor to deliver 60 m.p.g. on city roads, represents the realization of that objective. Since its debut last year, the car has been the toast of the automotive world. Despite its pedestrian list price of about $20,000, the snub-nosed hatchback is a badge of celebrity chic: Cameron Diaz and Harrison Ford took Priuses to last year's Oscars.

But in the vast, utilitarian office where Hori and his team of engineers are forging the next-generation eco-car, there's little in the way of glamour. Here, innovation comes through team effort, and individual stars are hard to pinpoint. But Hori is no mere taskmaster. "He gives us the freedom to pursue our own ideas," says assistant manager Yohichi Sugiura, an engine expert.

Right now, Hori and his team are focused on the future. "The original Prius proved that hybrid cars were technically feasible. The new model has shown that it can be attractive to consumers. The third generation has to be even more powerful and more fuel efficient," says Hori. His vision for Toyota's eco-friendly autos goes beyond the Prius line. "The next step is to apply hybrid technology to other models and to reduce its price," he says. After that, he has his sights on dispensing with CO2-belching gasoline engines entirely: "Ultimately, the future is in electric power." That might sound like an eco-platitude, but if someone is going to bring an electric car to your driveway, there's a good chance that Hori will be the one to do it. 

— With reporting by Michiko Toyama/Toyota City 

http://www.evworld.com/view.cfm?section=communique&newsid=5172

What Do Hollywood Celebs Drive?

Source: National Post/Canada

[Mar 09, 2004]

Celebrities are now divided into two camps: those who drive gas-guzzling Hummers and those sensitive souls who drive Earth-friendly hybrids. But who's who might surprise you

Nowhere is what you drive as important as it is in image-obsessed Hollywood. Of course, a celebrity can always take the safe route and display their wealth via the relatively benign Lexus or limousine, but those cars don't always say quite enough.

These days, a star's choice of vehicle speaks volumes not only about their placement in the Hollywood machine but of their politics, rank in the star system and age.

The current manifestation of the you-are-what-you-drive debate comes in the Hummer-hybrid divide, as detailed in last Sunday's New York Times.

A growing legion of environmentally friendly and often sanctimonious celebrities have adopted gasoline-electric hybrid vehicles such as the Toyota Prius as their ecological cause du jour and are pressuring their ostentatious SUV-driving colleagues to trade in their gas guzzlers. Hummers, which until the last decade were exclusively used by military personnel, are among the least fuel-efficient cars on the road, getting an average of 13 miles to the gallon as compared to the Prius's 50 plus. As the eloquent Jack Black succinctly put it in a recent off-the-cuff remark at the Prius-packed Academy Awards: "If you didn't come to the Oscars in a hybrid, you're a jerk."

The Times notes that celebrities who drive Hummers (in either the H1 or H2 variations) can usually be categorized as new money, whereas Prius owners tend to be more firmly entrenched in the Hollywood establishment.

But is it as easy as that? In this automotive version of the "Whose breasts are real" game, see if you can distinguish the eco-friendly hybrid owners from the road-hogging Hummer drivers.

THE QUIZ [with answers]

1. Bill Maher -- Drives a Prius

2. 50 Cents -- Drives a Hummer

3. Billy Joel --  Drives a Prius

4. Leonardo DiCaprio -- Drives a Prius

5. Cameron Diaz --  Drives a Prius

6. Hugh Hefner -- Drives a Hummer

7. Julia Louis-Dreyfus -- Drives a Prius

8. James Cameron --  Drives a Hummer

9. Adrien Brody -- Drives a Hummer

10. Karl Lagerfeld -- Drives a Hummer

11. Shaquille O'Neal --  Drives a Hummer

12. Arnold Schwarzenegger -- Drives a Hummer

13. David Duchovny -- Drives a Prius

14. Sting -- Drives a Prius

15. Tom Hanks --  Drives a Prius

16. Harrison Ford -- Drives a Prius

17. Rob Reiner --  Drives a Prius

18. Russell Crowe --  Drives a Hummer

19. Meryl Streep -- Drives a Prius

20. Tim Robbins --  Drives a Prius

http://www.chicagotribune.com/features/lifestyle/chi-0403240046mar24,1,584060.story?coll=chi-leisuretempo-hed

Celebrities drive cultural issues

By Patrick Goldstein

Tribune Newspapers: Los Angeles Times

March 24, 2004

HOLLYWOOD -- Laurie David adores her husband, but she really loves her Toyota Prius. So she's always encouraging Larry David to make room in his "Curb Your Enthusiasm" episodes for a glamorous shot of the 45-miles-per-gallon hybrid car. In a recent episode of the show, the prickly comic is in his Prius when he sees a guy driving another one of the hot new cars, which combine a gas engine with a zero-emission electric motor. David gives the man a friendly wave, as if greeting a long-lost frat brother. His pal Jeff asks why he's waving. As Laurie recalls, David explains: "Oh, Prius drivers are a friendly lot. It's like we're in a club together."

Of course, it being "Curb Your Enthusiasm," the guy doesn't wave back, David gets angry, races off after him and, well, runs over a dog.

Still, a bigger point has been made. If someone like Larry David, who has enough "Seinfeld" riches to buy a fleet of Escalades or Porsches, is driving a $25,000 Prius in a TV series based on his own life, then hybrid cars must be pretty cool.

The 2004 Prius recently was named Motor Trend's car of the year. But it has received even better reviews from the entertainment community.

With everyone from Leonardo DiCaprio to Cameron Diaz to Warners chief Alan Horn driving one, the Prius has almost as much showbiz cred as cabala strings or Ugg boots.

At the Academy Awards, Global Green USA persuaded a host of stars, including best supporting actor winner Tim Robbins, Will Ferrell, Jack Black, Robin Williams, Keisha Castle-Hughes, Marcia Gay Harden and Sting, to take a Prius instead of a limo. Best actress winner Charlize Theron went to Oscar parties in a $3-million Toyota fuel-cell hybrid that creates electricity from a tank of hydrogen.

Of course, a lot of civilians have embraced the Prius too. Like me. For months, people have been honking their horns or stopping at red lights to compare mileage results.

Ferrell, who drives a Prius in real life as well as in "Kicking & Screaming," a film he's shooting, says, "Other Prius drivers wave at me all the time, just because we all love our car -- they have no idea who I am."

Still, I'd be lying if I said I bought the Prius of my own accord. Hollywood made me do it. For years, I'd been driving a Ford Explorer with a "Stop global warming" sticker on the bumper. Then I heard about the Detroit Project, a crafty band of showbiz eco-activists who spoofed the Bush administration's "drug use equals terrorism" ad campaign last year with a series of TV spots suggesting that people who drive gas guzzling SUVs are supporting terrorism themselves.

A clear message

After all the newspaper commentaries and news stories I'd digested on the subject, I finally got the message. If I really cared about the environment, what was I doing driving an SUV that got 15 miles to a gallon? When I went to interview the project organizers, who included Laurie David, columnist Arianna Huffington and film producer Lawrence Bender, I stashed my Explorer blocks away, petrified that they'd catch sight of my guzzler. I bought a Prius last fall. Demand is so heavy that Gary Eckhaus, my salesman, says they have a four-month waiting list.

The showbiz community hasn't helped only in promoting hybrids, they've been invaluable supporters of the environment movement. "I can't tell you how many meetings I've gone to where one of the first questions asked is: 

How can we get a celebrity to help get the attention of the media or an elected official?"' says Global Green chief Matt Petersen. "America is obsessed with celebrity, so when a celebrity makes an implicit political statement with a lifestyle choice, like driving a hybrid, it speaks to a lot of people."

When Global Green held a news conference in 2000 with DiCaprio, who urged President Bush to attend the Earth Summit in Johannesburg, DiCaprio's presence had such an impact that, according to Petersen, "the White House press office had to put out a statement saying, 

Well, Leonardo isn't going either, is he?"' Politics is indelibly shaped by pop culture. California Gov. Arnold Schwarzenegger doesn't hold news conferences, he makes policy pronouncements on "The Tonight Show With Jay Leno." A recent Pew Research Center study found that Jon Stewart's "The Daily Show" often has more 18- to 34-year-old male viewers than any network news broadcast.

There are still a few media scolds, including Bill O'Reilly, who dismiss actors as clueless dilettantes. But most political activists are eager to recruit celebrities to their causes. As the veteran record executive and political activist Danny Goldberg points out in his new book, "Dispatches From the Culture Wars: How the Left Lost Teen Spirit," the right has done a better job than the left of using showbiz values to reach the biggest audience.

"From the start, Rush Limbaugh was an entertainer -- for years he'd use Chrissie Hynde's 

Back to Ohio' to open his show," Goldberg says.

Pervasive influence

"Even at a serious occasion, like the State of the Union address, Ronald Reagan quoted from 

Back to the Future.' When you watch cable news now, you see this huge contingent of tall, attractive blonds, from Ann Coulter to Laura Ingraham, getting the message of the right across." Pop culture's pervasive influence will get a critical test on May 28, when 20th Century Fox launches its summer thriller "The Day After Tomorrow." The film, directed by Roland Emmerich, who made "Independence Day," portrays the world on the brink of a global-warming disaster. After a sudden climatic shift, Tokyo is buffeted by hail the size of grapefruit while New York City is buried under a sheet of ice.

Coming at a pivotal juncture in the environmental movement's battle against the Bush administration's efforts to roll back key environmental laws, the movie has set off an intriguing tug of war. On one side is Fox, which has kept environmental groups at arm's length, eager to present the film as an escapist thrill ride. On the other side are eco-activists who see the film as a golden opportunity to publicize global warming -- so much so that the Natural Resources Defense Council recently had "Tomorrow" co-star Jake Gyllenhaal in its offices for a briefing so he'd be prepared to discuss the issue on the "Access Hollywood" circuit. The film itself is so cautiously apolitical that for all its lengthy scientific explanations about climatic change, it never mentions that global warming is caused by human activity.

Fast action

Not that it matters. As we've seen with "The Passion of the Christ," when a film dramatizes a red-meat issue, be it the death of Jesus or climatic disaster, the subject reverberates through the media food chain with frightening velocity.

As critic John Powers recently observed, people today "address huge social issues not on news shows, op-ed pages or the campaign trail, but through popular culture." Sight unseen, "Tomorrow" has been sneered at by the National Review, applauded by Huffington. Can Hannity & Colmes be far behind?

Such is the clout of pop culture -- everyone is eager to harness a hit movie to their cause and ride the draft of a box-office hit's media magnetism.

The U.S. Department of Defense recently released a report suggesting that the prospect of global warming poses a greater danger to the planet than international terrorism, but I'm betting a summer popcorn movie will attract more media sizzle than any Pentagon doomsday scenario.

As "Tomorrow" producer Mark Gordon put it: "Even if the movie is just a moderate success, it will do more to provoke people's thoughts about how we're destroying the planet than every op-ed article and National Geographic special you've ever seen, times a thousand." Global warming -- get ready for your close-up.

Copyright © 2004, Chicago Tribune
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Lots of Hot Air About Hydrogen

The hybrids on the road are low-emission, so why flirt with a dirtier, exotic process?

By Joseph J. Romm

March 28, 2004

WASHINGTON - Earlier this month, the South Coast Air Quality Management District approved a $4-million program to put a mustache on the Mona Lisa - at least that's how it seems to me. What the agency actually did was approve spending millions to take 35 or so of the greenest, most energy-efficient sedans ever made - the hybrid gasoline-electric Toyota Prius - and turn them all into dirty energy guzzlers.

It is going to achieve this giant leap backward by converting the hybrids to run on hydrogen, the most overhyped alternative fuel since methyl tertiary-butyl ether, or MTBE.

Hybrids are already extremely efficient. The Prius, for example, generates only about 210 grams of carbon dioxide - the principal heat-trapping gas that causes global warming - per mile. The car is also a partial zero-emission vehicle, which means that when it uses California's low-sulfur gasoline, it produces very little of the smog-forming pollutants, like nitrogen oxides.

Hydrogen is not a primary fuel, like oil, that we can drill for. It is bound up tightly in molecules of water, or hydrocarbons like natural gas. A great deal of energy must be used to unbind it - something the AQMD plans to do by electrolyzing water into its constituents: hydrogen and oxygen. And because the resulting hydrogen is a gas, additional energy must be used to compress it to very high pressures to put it in the tank of your car.

With all the energy needed to create and compress that hydrogen - even with the relatively clean electric grid of California - a Prius running on hydrogen would result in twice as much greenhouse gas emissions per mile as an unmodified car. It would result in more than four times as much nitrogen oxides per mile.

I own a Prius, so that's the hybrid I am most familiar with. But Honda also makes a hybrid vehicle, and thanks to California's leadership in vehicle emissions regulations, many other car companies plan to introduce them soon. These cars will get even greener over time as technology improves.

Sadly, two of the features I love most about my car would be wiped out by the AQMD's expensive "upgrade." First, the hybrid has cut my annual fuel bill by half. Hydrogen is so expensive to make that even with California's high gasoline prices, the hydrogen hybrid will have more than four times the annual fuel bill of a gasoline hybrid. Second, my car can go twice as far on a tank of gas as my old Saturn, so I have to make those unpleasant trips to the gas station only half as often. The hydrogen hybrid would have less than half the range of my car. With hydrogen fueling stations so scarce, hydrogen hybrid drivers will constantly be scampering back to the fueling stations before the tanks get too low.

Why is the AQMD spending millions of dollars to increase pollution and destroy all the desirable features of one of the greenest, most efficient cars ever made? It has bought into the hype about hydrogen, the myth that this miracle fuel will somehow solve all of our energy and environmental problems.

When I was helping to oversee clean-energy programs at the U.S. Department of Energy in the mid-1990s, I too was intrigued by hydrogen, mainly because of recent advances in fuel cells. Fuel cells are electrochemical devices that take in hydrogen and oxygen and generate electricity and heat with high efficiency. The only "emission" is water. They have been an elusive technological goal since the first fuel cell was invented in 1839. During the 1990s, we increased funding for hydrogen tenfold and for transportation fuel cells threefold.

I began to change my mind about hydrogen while researching a book over the last 12 months. After speaking to dozens of experts and reviewing the extensive literature, I came to realize that hydrogen cars still needed several major breakthroughs and a clean-energy revolution to be both practical and desirable.

A recent Energy Department report noted that transportation fuel cells were 100 times more expensive than internal combustion engines. Historically, even the most aggressively promoted energy technologies, such as wind and solar power, have taken 20 years just to see a tenfold decline in prices.

The most mature onboard hydrogen storage systems - using ultrahigh pressure - contain 10 times less energy per unit volume than gasoline, in addition to requiring a significant amount of compression energy. A National Academy of Sciences panel concluded in February that such storage had "little promise of long-term practicality for light-duty vehicles" and urged the Department of Energy to halt research in this area. Yet this kind of storage is precisely what the AQMD plans to put in its hydrogen hybrids.

Another problem with hydrogen is in how it is made. Although people seem to view hydrogen as a pollution-free elixir, hydrogen is just an energy carrier, like electricity. And, like electricity, it is no cleaner than the fuels used to make it. For the next several decades, the National Academy panel concluded, "it is highly likely that fossil fuels will be the principal sources of hydrogen." Making hydrogen from fossil fuels won't solve our major environmental problems.

It's possible, of course, to make hydrogen with renewable electricity, such as solar and wind power, but that is a lousy use for renewables, since they can directly displace more than four times as much carbon dioxide from coal power compared with using that renewable power to make hydrogen for vehicles. And these savings can all be achieved without spending hundreds of billions of dollars on a new hydrogen infrastructure and hydrogen vehicles.

As one 2002 British study concluded, "Until there is a surplus of renewable electricity, it is not beneficial in terms of carbon reduction to use renewable electricity to produce hydrogen - for use in vehicles, or elsewhere." That surplus is, sadly, a long way off, given that Congress hasn't been willing to pass legislation requiring that even 10% of U.S. electricity in 2020 be from renewables like wind and solar.

Finally, delivering renewable hydrogen to a car in usable form is prohibitively expensive today - equal to gasoline at $7 to $10 a gallon - and likely to remain so for decades in the absence of major technology advances.

For at least several decades, hydrogen cars are exceedingly unlikely to be a cost-effective solution for global warming. Until we achieve major breakthroughs in vehicle technology, hydrogen storage, hydrogen infrastructure and renewable hydrogen production, hydrogen cars will remain inferior to the best hybrids in cost, range, annual fueling bill, convenience, roominess, safety and greenhouse gas emissions.

While we wait, California should continue to lead the way in building renewable-power generation and in advancing the most environmentally responsible cars in the world - hybrid partial zero-emission vehicles. _______

Joseph Romm is a former acting assistant secretary of Energy and author of the book "The Hype About Hydrogen: Fact and Fiction in the Race to Save the Climate." 
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Response to Joseph Romm's op-ed article in 

 Los Angeles Times on March 28, 2004

March 30, 2004

The following is the South Coast Air Quality Management District’s response to Joseph Romm’s op-ed article in Los Angeles Times on March 28, 2004.

  Mr. Romm’s editorial on the South Coast Air Quality Management District (AQMD) project to produce 35 hydrogen internal combustion engine vehicles (ICEs) misses AQMD’s main objectives and mischaracterizes the intent of the project.

The AQMD’s Challenge

The South Coast Air Basin consists of the majority of Los Angeles, Orange, San Bernardino, and Riverside counties, covering more than 11,000 square miles.  Although the AQMD regulates stationary sources, like power plants and refineries, about 80 percent of smog-forming emissions come from mobile sources.  Approximately 10 million gasoline vehicles and a quarter million diesel vehicles travel in the Basin, resulting in the worst air quality in the nation.  In fact, the South Coast Air Basin is the only area in the United States designated as “extreme” in terms of air quality.

In addition, the California Air Resources Board has identified that diesel emissions are toxic.  A landmark AQMD study showed that about 70 percent of airborne cancer risk is due to diesel emissions, creating even more urgency to reduce mobile emissions for the 16 million residents in the Basin.  Although great strides have been made to reduce pollution in the region over the last 20 years, increases in population, vehicle miles traveled, sport utility vehicle sales, along with atmospheric conditions, have actually caused ozone levels to increase in the last two years.  Last July, the region even experienced its first Stage 1 ozone episode in five years.  Since the AQMD is the government agency mandated by the federal Clean Air Act to bring the region into compliance with health-based National Ambient Air Quality Standards in just six years, urgent action is needed on many fronts. 

 Fuel Cell Vehicles

In order to achieve our air quality goals, more near-zero and zero-emission vehicles are indeed needed.  Hybrid-electric vehicles truly have near-zero emissions but the ultimate technology needed is fuel cell vehicles, since they offer high fuel efficiencies and do not emit any smog-forming pollutants.  These vehicles are being researched and demonstrated by all the major automobile manufacturers including GM, Ford, DaimlerChrysler, Toyota, Honda, Nissan, Hyundai and Volkswagen, through a public-private consortium called the California Fuel Cell Partnership.  In the past three years, some of these auto makers have already made their fourth- and fifth-generation fuel cell vehicles available for demonstrations in California.  In the next three to four years, these auto makers, working with fuel providers, will establish a number of small vehicle fleets to gain real-world experience with both the vehicles and the hydrogen infrastructure technologies for production and dispensing.  These activities indicate that the debate is not “if” these vehicles will be commercially available but “when”.  In fact, GM has already publicly indicated they will have fuel cell vehicle models commercially available for consumers by 2010.

The AQMD is poised to take advantage of this extremely clean technology by installing small- capacity hydrogen fueling stations in strategic locations throughout the region, countering the “chicken-or-the-egg” dilemma.  The development of these fueling stations sends a strong message to automobile manufacturers that the infrastructure will be in place for fuel cell vehicle demonstrations.

Hydrogen-Powered Internal-Combustion Engine (ICE) Vehicles

While the automobile manufacturers work to reduce the costs, improve the durability, and gain experience with fuel cells, the AQMD is doing similar research and development with the hydrogen refueling technologies.  The hydrogen ICE vehicle project will convert 35 Toyota Prius hybrids to run on hydrogen instead of gasoline to gain real-world experience with a hydrogen fleet, compare different fueling strategies and hydrogen production methods, as well as educate the public on this relatively new alternative vehicle fuel.  The AQMD is funding $2 million toward a total project cost of more than $4 million, with Quantum, the vehicle conversion company, five local cities, and possibly the U.S. Department of Defense paying the balance of the cost.  This cost-shared approach allows the AQMD to leverage its dollars to match industry efforts in order to maximize the resources for technology advancement.

The Toyota Prius was selected due to its advanced hybrid technology, allowing a more “transparent” experience for the driver, which is critical for public acceptance of hydrogen as a fuel.  The hydrogen ICEs will demonstrate two different fuel storage strategies, using compressed hydrogen as well as metal hydrides.  The latter will provide double the fuel storage and range, again adding to public acceptance and exposure to new technologies while simultaneously improving the air quality.

Counter to Mr. Romm’s comments, these vehicles will not be dirtier than the current Prius since they will meet the same nitrogen oxide (NOx) emission standards as the Super Ultra Low Emissions Vehicle (SULEV), one of cleanest new car standards in the world.  In addition, the hydrogen-powered Priuses will have zero carbon monoxide and evaporative hydrocarbon emissions.  Taken as a whole, hydrogen ICEs will reduce smog-forming pollutants compared to conventional vehicles.

Hydrogen will be provided for these vehicles through a variety of methods, but mostly through electrolysis, which uses electricity and water.  If the electricity is generated from renewable power sources, e.g. wind and solar, then there are no pollutant emissions.  Mr. Romm correctly identifies that this is an energy-intensive and expensive strategy today.  However, if petroleum and natural gas prices continue to rise, and their reserves continue to decline, the relative costs comparison will continue to improve.  Our strategy is to demonstrate various electrolysis products to advance the technology, improve competition, gain experience, and reduce the costs to accelerate commercialization.

And although this is a research and demonstration project, the AQMD’s desire is that these types of vehicles will be widely commercialized within the next decade to induce the growth of hydrogen refueling stations while fuel cell vehicles come on line.  The automakers are spending billions of dollars on advancing fuel cell vehicle technologies.  The AQMD views the hydrogen ICE vehicles as a bridging technology that will provide an incentive to develop hydrogen storage and fueling technologies.  Mazda, Ford, and BMW are also demonstrating hydrogen ICEs as a bridging technology to fuel cell vehicles

The Path Forward

The AQMD has limited time and resources to achieve the emissions reductions needed to bring the region into compliance with federal air quality standards by 2010.  In addition, maintaining the air quality goals beyond 2010 will be a tremendous challenge due to the projected increases in population, vehicles, and miles traveled.  The three main tools at AQMD’s disposal to reduce vehicle emissions are regulations, incentives, and technology advancement.  On the regulatory front, the AQMD has been authorized by the state to require fleets to purchase the cleanest available technology when replacing a vehicle.  This has historically applied to natural gas vehicles for school and transit buses, waste haulers, street sweepers, taxicabs, and other public fleets.  Since the rules rely on fleet turnover, the reductions realized are mid-term to long-term as vehicles are replaced.  Despite their effectiveness, these AQMD “Fleet Rules” are being challenged by engine manufacturers and the oil industry as a de facto tailpipe standard, which is a right reserved by the federal government.  The U.S. Supreme Court has heard arguments and will decide this spring if the AQMD can retain this valuable air quality strategy.  

 The second tool available to the AQMD is the incentive programs, designed to provide funding to offset the typically higher prices associated with alternative vehicles and fuels.  A good example of this type of mechanism is the Carl Moyer Incentive Program.  For the past several years, the state of California has provided funding administered by the AQMD to pay the differential amount for the purchase and operation of cleaner heavy-duty vehicles and off-road equipment.  To date, the AQMD has used $55 million in state funding to replace 2,600 vehicles and engines, reducing NOx emissions by over 2,400 tons per year.  Unfortunately, the Carl Moyer state funding mechanism will expire this year.  The AQMD is working closely with businesses and environmental interests to establish a long term funding mechanism for the Carl Moyer Program through state legislation.

Another incentive program funded solely by the AQMD has helped local school districts purchase 300 clean fuel or low emission school buses and install particulate traps on 1,300 school buses.  This program, however, is dependent on available funds through the AQMD’s enforcement activities and so is subject to annual budget priorities.

The third AQMD tool is funding of advanced, clean air technology research, development, and demonstration (RD&D) projects.  The hydrogen ICE project is one of many AQMD efforts to help advance pre-commercial technologies.  The AQMD has a long legacy of such assistance; for example, we funded the development of the first fuel cell bus and the first commercial stationary fuel cell power plant in the early 1990s.  These efforts have not occurred because we have “bought into the hype about hydrogen,” as alleged by Mr. Romm, but rather to fulfill the need for clean mobile and stationary technologies.

The AQMD’s technology advancement projects focus on real-world demonstrations of clean air technologies with the potential for commercialization.  Because these projects are RD&D in nature, the associated project costs should not be compared to commercially available technologies.  The AQMD experienced similar negative comments and confusion over the development of natural gas engines, electric vehicle drive trains and advanced batteries, and advanced after-treatment development.  However, our funding of these technologies has helped drive the market by improving and optimizing the technology, increasing manufacturer competition, and reducing costs of the eventual commercial products. 

 Although the hydrogen projects have garnered much of the attention lately, the AQMD has a balanced portfolio of technologies with short-term and long-term potential emissions payoffs.  The AQMD has major on-going RD&D projects in all clean air technology areas, including advanced engine development, engine after-control, electric hybrid vehicles, fuel cell vehicles and hydrogen infrastructure, VOC and toxic emission reduction, stationary power combustion processes, and clean fuel alternatives.

For example in the passenger vehicle area, the AQMD is funding the development of a plug-in hybrid vehicle with DaimlerChrysler, which was selected as “having the greatest potential to transform an industry” by IEEE for 2003.  The “plug-in” attribute allows this vehicle to travel short distances on battery power only, like an electric vehicle, but switches to a small gasoline ICE engine for higher power and greater distances much like the current hybrid cars.  The benefits can be realized in the very near-term for this near-zero emission vehicle with great potential for branching out to other applications.  Longer-term projects include demonstration of fuel cell vehicles, on which the AQMD is working with several manufacturers.

No Hype

The AQMD’s legal responsibility is to reduce so-called criteria pollutants which form smog in the South Coast Basin.  If the agency can also reduce global warming gases such as carbon dioxide, all the better.  The hydrogen vehicles offer the promise to do both, and we would be remiss not to research this opportunity.  This is the first time in history that the federal government, the major automobile manufacturers, the state government, and the local air agency have combined interests for the production of a clean fuel and zero-emission vehicle.  We agree with Mr. Romm that California should continue “advancing the most environmentally responsible cars in the world — hybrid partial zero-emission vehicles.”  And in fact, that is exactly what the hydrogen ICE vehicle project does.  

http://www.businesswire.com/fedex-ex/

New Fedex Express Hybrid Electric Trucks Begin Service; Sacramento Becomes First U.S. City to Utilize FedEx Hybrid Electric Powered Truck

Business Editors/Environment Writers    SACRAMENTO, Calif.-- (BUSINESS WIRE)--March 30, 2004--

Innovative Alliance Leads to Low-Emission, High-Efficiency Vehicle Designed to Dramatically Reduce Emissions, Save Fuel

FedEx Express, a subsidiary of FedEx Corp. (NYSE:FDX), has placed into service the first of its new, low-emission, hybrid electric powered delivery vehicles in concert with the Sacramento Metropolitan Air Quality Management District, Environmental Defense and Eaton Corporation (NYSE:ETN).

The official roll out took place at a state capitol ceremony today attended by California Governor Arnold Schwarzenegger. The FedEx OptiFleet E700 hybrid electric vehicle will decrease particulate emissions by 90 percent, reduce smog-causing emissions by 75 percent and travel 50 percent farther on a gallon of fuel, reducing fuel costs by one-third.

Two FedEx OptiFleet E700 hybrid electric vehicles have been tested in Sacramento since late February following an agreement with the Sacramento Metropolitan Air Quality Management District (AQMD) to demonstrate the commercial viability of the lower-emission powertrain in heavy-duty vehicles. The project was made possible in part by a grant provided by the AQMD.

FedEx Express will place 18 additional hybrid electric diesel delivery trucks into service in selected cities throughout 2004. New York City, Houston, Washington, D.C., Denver and several other cities are possible locations for future rollouts of the hybrid electric trucks. These hybrid electric vehicles will endure real-world FedEx operating conditions during 2004 to verify and prove their viability in commercial applications.

"FedEx Express is proud to be the first company to make a long- term market commitment to develop and utilize hybrid electric delivery trucks," said David J. Bronczek, president, FedEx Express. "FedEx Express recognizes effective environmental management as a global corporate priority, and is actively involved in environmental innovations and technologies. Utilizing innovative technologies such as our hybrid electric truck, California is yet again leading the nation in protecting the environment," Bronczek said.

"We are proud to work with FedEx Express, Environmental Defense and Eaton in bringing this advanced heavy-duty hybrid technology to Sacramento," said Norm Covell, Sacramento's Air Pollution Control Officer. "These clean, efficient vehicles are just another example of how Sacramento Metropolitan Air Quality Management District aims to deliver healthier air to our community. We want to thank the members of this project for working to make this technology commercially available so that the significant air quality and energy efficiency improvements can benefit the broadest possible market applications."

FedEx Express also welcomed the opportunity to work with Environmental Defense, an organization recognized for its long history of working with industry leaders to leverage their purchasing power to create real environmental benefits that protect the bottom line.

"Four years ago Environmental Defense was looking for an innovative company to help us revolutionize truck technology in the U.S. and FedEx Express accepted that challenge," said Fred Krupp, president, Environmental Defense. "Today, these two trucks put Sacramento on the leading edge of the effort for cleaner air and better mileage. Environmental Defense now challenges other companies to increase their fleet's contribution to reduced air pollution, oil dependency and climate change impacts."

Cleveland, Ohio-based Eaton Corporation, one of the world's most recognized industrial manufacturers, produced the hybrid electric powertrain for the vehicle.

"Eaton is pleased to make this innovative, environmentally advanced technology available to FedEx Express and Environmental Defense for this ground-breaking project," said Jim Sweetnam, senior vice president and group executive, Eaton Corporation, Truck Group. "Our team will continue to work closely with FedEx Express and Environmental Defense in Sacramento and additional markets as we take this innovative project to the next level."

Power of Innovation Produces New Vehicle

FedEx Express and Environmental Defense began working together in 2000 to create a delivery truck that would dramatically decrease emissions and fuel use. Through a competitive process, Eaton Corporation was selected from more than 20 manufacturers who expressed interest in creating a cleaner vehicle using a variety of technologies. Since the beginning of the project, progress toward goals has been assessed against the 1999 FedEx Express W700 standard delivery vehicle, which represents the most common model in the FedEx Express fleet.

Eaton's Innovative Technology Produces Hybrid Electric Powertrain

Eaton's hybrid electric powertrain effectively combines a diesel engine and electric motor to drive the vehicle. A computer determines the most efficient combination, depending on current operating conditions and driver demand. A four-cylinder engine replaces the six- cylinder version currently used in the FedEx Express W700 delivery vehicle. The engine size is reduced because of the added power provided by the electric motor. A particulate trap has been added to the truck to further reduce emissions.

Lithium-ion batteries capture and store energy during the "regenerative braking" phase of the vehicle's operation, providing a source of stored electric power for the motor during future acceleration. Therefore, all electrical charging of the battery is provided by the hybrid electric powertrain, and no external electrical infrastructure, such as a power cord or electrical outlet, is needed. This balance between conventional and electric technology is an innovative method to improve environmental performance and decrease fuel use while eliminating the need for high electrical-demand infrastructure costs. The hybrid electric truck's operating characteristics will remain virtually unchanged from that of a conventionally powered FedEx Express vehicle.

Eaton's hybrid electric powertrain has been placed in the standard white FedEx Express W700 delivery truck, which utilizes a Freightliner chassis. The hybrid electric delivery vehicle will be differentiated from the standard FedEx Express delivery vehicle only by an OptiFleet brand decal on the sides and rear of the vehicle. The hybrid electric E700 has a gross vehicle weight of approximately 16,000 lbs. and a cargo capacity of approximately 670 cubic feet. 

An online poster involved with the program notes:

I have been working to get these trucks here for a long time, and they are finally delivered.  We are getting 2 diesel-hybrid FedEx delivery trucks for Sacramento, CA.  They use a Mercedes-Benz diesel engine (170 HP) + an Eaton 44kW parallel motor to drive a 6 speed automated manual transmission.  50% better fuel economy, 75% less smog, and 90% less smoke.  The hybrid FedEx trucks look just like the rest, except for a small blue decal behind the driver's door.  There are also several smaller logos on the rear cargo door.
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Toyota Prius Race Car

Tackling the idea of a sprint race, followed by an eco run—in the same car!

BY PETER LYON

PHOTOGRAPHY BY PETER LYON

April 2004 Car and Driver

At the long-lead test drive inside Toyota's secretive Higashifuji proving ground last year, several of the invited hacks were so impressed with the new Prius that they strongly suggested Toyota put its money where its mouth is and take the Prius racing.

The new Prius was faster, handled far better, and even looked sharper than the outgoing model. But would that be enough to meet Toyota's expectations of selling 300,000 hybrid vehicles worldwide by 2005? Hybrids still have the "slow, ugly, and boring" stigma, and Toyota needs to overcome that hurdle if the hybrid is going to be the hit the company thinks it should be.

So the top brass in Toyota City bit the bullet and built three Prius race cars. Japan's No. 1 automaker managed to produce these race-spec models in the space of just two months with the help of Toyota Racing Development, which runs all the company's Japanese race cars.

And the surprising thing is the Prius handles superbly on the track. Don't expect the batteries and the electric motor to last more than one lap, though. With the accelerator floored constantly, the battery soon runs out of puff, leaving the car to run on its 1.5-liter four-cylinder engine. The power unit has incidentally been changed from an Atkinson unit with specially tuned valve timing and class-leading fuel efficiency to a less earth friendly but more conventional 1.5-liter engine, straight from the company's Echo small car, making 145 hp. On the track, the race version has 10-percent-poorer fuel consumption than the stock model. "This engine switch was necessary to achieve the results we wanted from the car. Otherwise," says chief engineer Masao Inoue, "we have done little else under the hood." The batteries are the same, and the THS II hybrid system is identical. Toyota considered upgrading the batteries and hybrid system to increase power output, but that would have meant totally recalibrating the THS II unit and battery pack, and the powers that be were not ready to do that just yet.

The difference is under the body. First, the spring rate was upped 15 percent, and stabilizers from the Euro-spec model were employed. The shock absorbers were stiffened, and the rear-control-arm-and-bushing geometry was modified for flatter cornering with less body roll. At the front end, the steering-knuckle joint was reinforced, and special high-performance Bridgestone Potenza RE050 rubber (195/55R-16), boasting a stickier compound than on the standard model, was fitted all around.

Inoue also knew he had to get the weight down. So his team stripped everything from inside the car—seats, carpet, power windows, air conditioning—and replaced that void with two racing seats and matching harnesses as well as a shiny six-point roll cage.

On the circuit, the suspension modifications, the tire grip, and the lighter curb weight are immediately obvious. The car turns in superbly with an even sharper steering action than that of the roadgoing model. The chassis rework has been done cleverly, translating into a well-balanced car that doesn't just turn tightly but has its rear end tuck in nicely to produce a welcome dose of neutrality in the corners. The outgoing model was infamous for its understeer and less-than-precise cornering. However, enter a corner too hot in the new race version, and the traction control cuts in quickly to let you know the front wheels are overcooking and losing precious grip. In fact, you soon find that your ability to corner fast and clean in the Prius race-spec car rests on not engaging the traction control. "This, unfortunately, at the moment cannot be switched off," says Inoue.

One of the main bones of contention with the original Prius was its regenerative brakes. On the new model, the spongy pedal feel and unsure grip-rigidity levels have been vastly improved. But there still remains a slight kick at the end of the pedal stroke, especially as you close in on a corner with that left pedal depressed. Brake response is excellent, but Inoue admits that "the brakes are an area that requires constant revision."

So, will Toyota introduce a new one-make Prius race series next year? The prospects are not good since the company has not noticed much public interest. If the series does come to fruition, the Prius could be the first "race car" ever that can be run in a short 15-to-20-minute sprint race, and then, perhaps an hour later, the same drivers could go onto the track again to do battle in an "eco run." Only this time they'd be fighting for fuel-consumption honors.

Ford Urges Gas Tax, Incentives to Up Fuel Economy

Source: Forbes [Apr 07, 2004]

Bill Ford Jr. said he would support a gas tax of 50 cents a gallon, but he preferred tax breaks for consumers who buy cars with new fuel-saving technology

NEW YORK, April 7 (Reuters) - A combination of a gas tax and incentives for consumers to buy hybrid gasoline-electric vehicles would be the best way to spur sales of more gas-friendly vehicles, the chief executive officer of Ford Motor Co. said on Wednesday.

Bill Ford Jr. said he would support a gas tax of 50 cents a gallon, but he preferred tax breaks for consumers who buy cars with new fuel-saving technology such as hybrids which are powered by gas engines and batteries to boost fuel economy.

"I would support some combination of gas tax, but I also know that politically that's not wildly popular, and incentives," Ford told reporters at the New York auto show.

Other industry officials, including General Motors Corp. Vice Chairman Bob Lutz, have also voiced support for higher gas taxes and sales incentives.

Unlike in Europe, where high gasoline prices and government policies drive consumers to fuel-efficient models, the relatively low gasoline prices in the United States have contributed to the popularity of SUVs.

That puts the current U.S. fuel regulations, which require the vehicles sold by automakers to achieve a certain average fuel efficiency, into conflict with consumer demands, Ford said.

"Everybody wants everybody else to be an environmentalist, but they want to drive what they want to drive," Ford said.

Despite regulations, the average fuel economy of vehicles on U.S. roads has declined over the past two decades with the growth of SUV sales.

"Under the (U.S.) system, we're being pulled one way by the customer, and the other way by regulation, and that to me is unsustainable in the long run," Ford said. "Anything that can help align a customer's pocketbook interest with their purchase intention" would help promote greater fuel efficiency, he said.

EUROPE GOES GREEN

In Europe, where governments have high fuel taxes and incentives to buy diesel-powered vehicles, fuel efficiency has been rising. Consumers must consider the fuel efficiency of the vehicles they buy, because of the high costs of gas and diesel, Ford said.

Even with the recent spike in U.S. gasoline prices to record highs, unadjusted for inflation, automakers said that consumers have shown no desire to give up SUVs. Ford cautioned that consumers shouldn't expect a return to the low gas prices of the past.

At the auto show, Ford showed its hybrid Escape small SUV, which will get about 35 miles per gallon of gas. To publicize the Escape, which goes on sale this summer, a Ford Escape drove 576 miles in city traffic in New York this week on a single tank of gas, achieving the equivalent of 38 miles per gallon. The hybrid achieves better fuel economy in city traffic, where the vehicle runs mostly on its batteries, which are regenerated during braking and acceleration, than during highway driving.

More Hybrid Cars Coming to US, But Critics Want More

Source: Forbes.com [Apr 07, 2004]

Ford to introduce second hybrid in 2007 model year

NEW YORK(Reuters) - Automakers are promising to introduce more gas-electric hybrid vehicles but the pace is not fast enough for U.S. consumers who want better fuel economy as gas prices rise, or environmentalists who complain the industry could do more to conserve resources.

Ford Motor Co. on Wednesday said it will add a second hybrid, powered by both a gas engine and electric batteries, to its lineup in late 2006 or early 2007.

The 2007 model-year Mercury Mariner hybrid sport utility vehicle will build on the lessons learned from the Ford Escape hybrid SUV, which goes on sale later this summer, Ford officials said at the New York Auto Show. Ford is also planning a hybrid version of a midsize sedan beyond 2007.

Despite what Ford described as "stepping up its commitment" to hybrids, a coalition of environmental and human rights groups singled out the second-largest U.S. automaker for not offering the fuel-saving technology across its vehicle lineup.

The coalition, including the Sierra Club, said it planned to demonstrate outside the New York Auto Show on Saturday, where the industry is displaying many of its new models, to inform the public that Ford and the industry could do more to cut emissions and the U.S. dependence on oil imports.

"Ford has shown that they can make a 35 mpg SUV -- now they need to use this technology throughout their fleet to clean up the environment and cut our oil dependence," Dan Becker, director of the Sierra Club's global warming and energy program, said in a statement.

Although U.S. gas prices have recently hit record highs, unadjusted for inflation, SUVs and large pickup trucks have been the fastest-growing segments of the market this year.

But demand for more fuel-efficient vehicles such as hybrids could grow if gas prices continue to steadily climb, J.D. Power and Associates, a California-based research group, said following a study of 7,126 consumers released this week.

Already, consumers in some parts of the country are on waiting lists for hybrid vehicles.

GUILT-FREE SUVS?

Environmental groups have focused on Ford, in particular Chief Executive Bill Ford Jr., who was an outspoken advocate for the environment before he took over as CEO in 2001. Since then, the automaker has backed down on one of Bill Ford's most noted environmental initiatives -- to boost the fuel economy of Ford SUVs by 25 percent by next year.

The Escape hybrid, Ford's first gas-electric vehicle, will be the most fuel-efficient SUV when it goes on sale this summer, Ford said, getting better fuel economy than most cars on the market. But the Escape has been delayed because Ford said it needed more time for testing.

Meanwhile, Toyota Motor Co. will roll out two hybrid SUVs within the next year, in addition to its Prius sedan, which has been on sale in the United States for about four years. Honda Motor Co. will offer its third hybrid late this year when it offers the technology on a version of its popular Accord sedan.

Both Toyota and Honda, currently the only automakers to offer hybrids, have reported strong demand for the vehicles. Last week, Toyota said it would raise the price of its Prius hybrid sedan by $300 or 1.5 percent, after increasing its targeted annual U.S. sales volume to 47,000 last December from its previous target of 36,000.

Hybrids, however, remain only a small fraction of overall U.S. sales, which are expected to total 16.7 million vehicles this year.

One of the Toyota hybrid SUVs, the Lexus RX 400h, will usher in a new era of hybrids that offer a racy ride without the guilt. The RX400h, which goes on sale this fall, will accelerate from zero to 60 miles per hour in 7.5 seconds, about half a second faster than the RX 330 SUV, but will get more than six miles per gallon better fuel economy.

"When you talk to SUV buyers, the number one dissatisfaction is fuel economy," Dennis Clements, the group vice president and general manager of Lexus, told Reuters in an interview. "So I think that (RX 400h) will resonate. The luxury SUV business continues to grow, quite dramatically."

Websites worth checking out.... (for story that follows)

http://www.evolimo.com/main.html
http://www.evoutfitters.com/

http://www.nytimes.com/2004/04/11/business/yourmoney/11suvs.html
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Having Their S.U.V.'s and Converting Them, Too

By FARA WARNER

KEVIN RICHARDSON, who at 32 is the oldest member of the Backstreet Boys, took delivery last week of his 2004 GMC Yukon sport utility vehicle. He raves about its "F.B.I. look" - all black and chromeless, with lacquered wheel rims - and the 5.3-liter V-8 engine that puts close to 300 horsepower under the hood.

And he dreams of ordering a customized license plate for this, his perfect Hollywood ride. It would read "CLEAN."

That may sound as contradictory as Mr. Richardson himself - an avowed environmentalist with an ungreen hankering for big, powerful cars - but, in fact, he is spending more than $10,000 to convert the Yukon to run on compressed natural gas, a domestically produced fuel that is less polluting than gasoline. The conversion will include the installation in his garage of a refueling system, which will let him fill up the Yukon by using the same gas line that supplies his house.

To do the conversion, he has hired Evo Transportation, a company started by two former entertainment industry executives, David Young and Seth Seaberg.

The two men, who had virtually no automotive experience but a lot of Hollywood connections, have built a bustling business in Los Angeles by offering environmentally friendly but cool rides. Their Evo boutique limo service features three black S.U.V.'s much like Mr. Richardson's. The vehicles also have Game Boy consoles and minibars stocked with organic goodies like soy-based vodkas and soft drinks made from green tea. Celebrities like Cameron Diaz and Woody Harrelson are regular customers.

"We figured, 'Why should people compromise?' " said Mr. Seaberg, who before founding Evo with Mr. Young was chief executive of Ray Gun Publishing, which publishes the magazine Bikini. (Mr. Young ran Bliss Artist Management, which managed rock bands.)

Unlike cars powered by electricity, a vehicle fueled by natural gas has the same power and performance - and can carry the same weight - as an identical vehicle fueled by gasoline. "You actually can get all the luxury of a big S.U.V. with none of the guilt," Mr. Seaberg said.

Now Evo is ramping up its next and potentially far bigger business: converting S.U.V.'s for Hollywood's elite - and anyone else with $10,000 or more to spend -as well as converting smaller vehicles like General Motors' new Chevrolet Colorado pickup for corporate and municipal fleets. Their municipal customers already include the City of Santa Monica and Los Angeles County.

As traditional automakers continue bickering over the future of hybrids and hydrogen, Evo is offering consumers alternate-fuel versions of the vehicles they want to drive right now.

The limo service will expand, but its founders say it was just a start toward creating a company based on the idea of alternative fuels. "The limo business was a scaleable business and got us good cash flows pretty quickly," Mr. Young said. The service started in April 2003 and became profitable in the first quarter of 2004, and the two men say they expect to have $2 million in revenue this year.

A ride in an Evo limos costs $75 an hour, with a two-hour minimum. The company said it logged 2,000 hours of service last year, 60 percent of them for hauling celebrities to events like the Academy Awards or Emmy Awards ceremonies. More important, Mr. Young said, the limo service brought the vehicles to the attention of the very customers who were likely to buy an S.U.V. conversion.

Evo has received $500,000 in venture capital to expand its limo fleet into other California cities. And more celebrities are expressing interest in conversions. Brad Pitt requested a proposal for a conversion after he rode in an Evo limo to a pre-Oscars party.

As for Mr. Richardson, he said he saw his first Evo S.U.V. in May 2003, when he showed up at a forum for the Natural Resources Defense Council featuring Arianna Huffington, the syndicated columnist, who has been pressing Detroit automakers to make more fuel-efficient cars. The topic that day was "Breaking the Chain of Oil Dependency." Mr. Richardson showed up in a gas-guzzling Mercedes CL500 sports car that gets about 16 miles to the gallon.

"I was looking for some place to hide my ride when I saw this S.U.V.," Mr. Richardson said. The converted Evo S.U.V.'s have labels saying, "powered by clean natural gas."

"I didn't want to be a hypocrite anymore," said Mr. Richardson, who operates an environmental foundation called Just Within Reach. "I want to walk the walk if I'm going to talk the talk." He sought out the S.U.V.'s owners, and Mr. Seaberg let him take the vehicle for a drive after the meeting.

In addition to spreading the word at environmental events, the Evo founders have hired several drivers with M.B.A.'s who serve as business development employees when they are not on the road.

In effect, the drivers are missionaries for the Evo brand. Jacob Ryan, who drives for Evo and holds an M.B.A. from Schiller International University in Madrid, can reel off a host of facts and figures about Evo-mobiles. They have a range of about 175 miles on a fill-up. The gas is stored in several high-pressure tanks under the rear of the vehicle. It takes about the same time to refill the high-pressure tanks with compressed natural gas as it does to fill up a conventional tank at a gas station.

And natural gas is cheaper than gasoline. "It's $1.39 per equivalent gallon at a lot of stations, but if you go the airport it's 30 cents cheaper and there's no line," in contrast to the usual queue at regular gas stations, Mr. Ryan said. That compares with more than $2 a gallon for regular gasoline throughout much of California. "And it has 90 percent less emissions than regular gasoline engines," he added.

Despite its recent successes, Evo, like other alternative-fuel companies, faces formidable challenges. Most notable is the continued emphasis of the auto industry and the federal government on hydrogen as the fuel of the future. Compressed natural gas, which has been used most extensively in corporate and municipal fleets, including thousands of buses around the country, has become a stepsister to what experts envision as a far more exciting transportation economy based on hydrogen fuel cells.

NATURAL gas has been pumped from underground reservoirs for decades to heat homes and businesses. In the 1980's, the gas was commercialized as a transportation fuel by compressing it so it could be stored in portable tanks. Hydrogen fuel, by contrast, is made by the complex process of breaking apart molecules that contain hydrogen atoms. That is one reason experts say that compressed natural gas still has a future.

"We're driving down this hydrogen highway and that's hurting compressed natural gas," said Rebecca J. Royer, president of the Baytech Corporation, a manufacturer based in Los Altos, Calif., that provides Evo with conversion parts and does conversions for big corporate clients like United Parcel Service. "Everybody is saying it's better to just wait for the hydrogen economy."

Evo also has to contend with the rapidly expanding popularity of the hybrid gas-electric vehicles, like the Prius. Evo said it planned to add a few Priuses to its limo fleet. Even S.U.V.'s will soon be available as hybrids, as Ford Motor and Toyota add them to their lineups this year.

It is also true that many gasoline-powered vehicles produce far lower emissions than they did in the 1980's, reducing one of the benefits of natural gas. "The inherent advantages of natural gas have diminished in the past three or four years as superclean gasoline and diesels have come on the market because of tighter emissions regulations," said Tom Cackette, chief deputy executive director of the California Air Resources Board, which regulates emissions in the state. "It's hard for natural gas to compete."

Still, Evo's founders appear undaunted. To the idea of a future fueled by hydrogen, they argue that compressed natural gas can be a helpful steppingstone. "Right now, you have consumers who think hydrogen in a tank in their car is like riding with a bomb," Mr. Seaberg said. "But storage of hydrogen and natural gas aren't that different. So if you get comfortable with one, you'll feel comfortable with the other one."

Mr. Richardson of the Backstreet Boys does not seem especially worried about fueling up next to his home. In fact, he says he is happy to have such a convenient refueling station, allowing him to get natural gas at a price equivalent to 80 cents a gallon of gasoline. The fuel system in his garage is "the size of a small water cooler," he said, and the cost of the fuel he uses is added to his home gas bill.

Hybrids, meanwhile, still use gasoline, albeit in smaller quantities than a regular S.U.V. does. If gasoline becomes more and more expensive, even hybrid S.U.V.'s might be regarded as guzzlers.

Mr. Ryan, the Evo driver, said such issues could change the minds of even Hollywood's most vocal environmentalists. "Now Arianna can finally ride in an S.U.V.," he joked as he waited to hear the name of his first celebrity passenger of the day. Alas, it was not Ms. Huffington.

http://www.evworld.com/view.cfm?section=article&storyid=679

The award-winning 2004 Toyota Prius gasoline-electric hybrid has become so popular that customers are having to wait up to nine months after placing their orders.
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Prius Madness

By Noel Adams

There's got to be a better way to buy a Prius

Toyota's announcement of the 2004 Prius at the New York Auto Show in April 2003 created quite a stir. The previous version of the Prius, on sale since 1997, had been somewhat of an ugly duckling. It looked too much like the Toyota Echo, which was often used when making price comparisons, even though the Prius was a much better vehicle. Still, Toyota had been steadily increasing sales of the Prius and had moved a respectable 175,000 hybrids by the time the model changed. The 2004 Prius is a different beast altogether. This model is a sleek hatchback that moved from being a compact to the mid-sized sedan category. To complement the improved looks and larger size the gasoline-electric hybrid drive has been updated to provide better fuel economy than its predecessor.

Toyota expected to top 2002 sales, which had been 20,119 units and projected 2004 sales in the US at 36,000 units. To help manage the increased volume the 2004 Prius would be built on the same assembly line in Takaoka, Japan that is used to build four other sedan models including the Camry.

Toyota began sales in the US by offering the new Prius to those early adopters, referred to as Pioneers by Toyota, who had purchased the original model over the Internet. Still, some dealers started a waiting list and orders flooded in. When Toyota finally placed the 2004 on sale in Japan in September 2003 they took 10,000 orders in the first month; twice what they had expected.

There was a tidal wave of orders in the US as well. By the time of the official launch in October, dealers were sitting on something close to 12,000 orders. The first shipment of cars were distributed to dealers as TRAC (Toyota Rental Cars) cars, to be used as demonstration cars and rental units. Pioneer orders were filled next. "We didn't get our pioneer orders filled until mid December so we really didn't start on our order list until after that" said Dianne Whitmire, fleet manager of Carson Toyota, one of the nations largest volume dealerships for the Prius.

It was even difficult to get a test drive in one of these cars. I went into Santa Monica Toyota, another large volume Prius dealer, one Saturday morning shortly after their TRAC car arrived. It was out on a test drive and there were three other families waiting for them to return. I went back on a weekday and the car was on a test drive at one of the movie studios and would not be back for an hour. A man sitting in one of the salesman's cubicles let me know that he would be first to test drive the car when it got back.

After a few weeks the initial excitement died down and test drives became easier to find, but orders still continued to climb.

There was an initial flood of cars in the first month after the launch as the Pioneer orders were filled, but allocations slackened during Christmas and New Year and waiting lines grew. Although California received the majority of the vehicles being shipped to the US, wait times at most Southern California dealerships quickly reached six months.

In January, Carson Toyota announced that it was no longer taking deposits on vehicles because of the extreme wait time.

Still, some people were able to get their cars in a few days. This was a result of the archaic system of allocation that is used by Toyota. Toyota's primary customers in the US are the seven sales regions. Cars are allocated to each region twice per month, based on the number of vehicles that they sold previously. Most sales of the Classic Prius had occurred in California, which is why they get the lion's share.

The regions allocate vehicles to their dealers using the same principal. So a small town dealer who just happened to sell a Prius last year may get one car allocated even though they have no orders, while another dealer, who has thirty orders but didn't sell a Prius last year won't get any.

David Franklin, fleet manager at Hollywood Toyota, told me "Toyota of Hollywood is receiving the largest Prius allocation in the world, more than any other dealer. We are currently receiving about twenty cars each month. For Dianne Whitmire at Carson Toyota things have been a little more unpredictable. "Some months we get as few as six cars and other months we thirty", she said.

In some cases, people have walked in off the street at the small town dealership and found that they had a car in inventory. Meanwhile at other dealerships in the area, people wait and wait and still no Prius.

Even when dealerships do get allocations they are not based on their orders. I heard of a case recently where a dealer had ten vehicles on order and all of the prospective purchasers wanted a fully loaded silver Prius. Their allocation was a single vehicle, partly loaded in Tideland (a sort of grayish green color). None of the people on their list wanted this vehicle so some lucky person who just stopped by got a car. Meanwhile some, who ordered from the dealership in October, are still waiting.

You might think that the Toyota dealerships would be taking advantage of this high demand and jacking up the price. I have heard rumors about the odd dealership that will bypass their order list and sell to anyone willing to pay several thousand above MSRP, and some dealerships that install options like Lo-Jack on the vehicle and insist that the buyer pays for that also. One dealership in the San Diego area was selling at MSRP but wanted the buyer to purchase a Toyota extended warranty for $2000; about $1,000 over the lowest price for this plan. Surprising though this might seem, most Toyota dealerships have been selling at MSRP.

It is impossible to say just how many orders are outstanding for the 2004 Prius. In an attempt to get one, people are determining how far they are willing to travel, then contacting every dealership within that radius. They tell each dealer that they are ready to do a deal today, and give them a list of colors and packages acceptable to them. Usually they are able to find a car at one of these dealerships in a few weeks but don't always tell the other dealerships they are no longer in the market for a car.

David Franklin agrees that there are a lot of people on multiple lists. "Most of our orders are authentic though", he told me, "as we require a $1,000 deposit". Diane Whitmire also has duplicate orders. "When these people find cars elsewhere they typically tell us and we drop them from our list" she said, "we still get two new orders for each one that drops off though" she added.

Since Carson Toyota stopped taking deposits they have received four allocations of vehicles but their wait list has gone from 180 to 270. Many of these will not receive a car until the 2005 model year since waiting list time for some color and package options has now reached one year.

Some people have moved on and bought another car. One Beverly Hills surgeon was in the market for a hybrid but gave up the wait for the Prius after three months. He also looked at the Honda Civic Hybrid but passed on that because a friend was unhappy with the fuel consumption he was getting. In the end he traded in an aging Honda Civic, which he had been driving since medical school, for an Acura.

Others have moved on to the Honda Civic Hybrid and sales of these vehicles have increased considerably for the 2004 model year. David Franklin agrees, "It's mostly due to the waiting list, partly due to gas prices, and partly due to the growing understanding of the benefits of hybrids." Dianne Whitmire disagrees. "It's mostly due to fuel costs" she said, "People are just looking for lower fuel consumption".

The US manufactures have said that they don't consider the hybrid as a viable step towards fuel cells and continue to hawk their gas-guzzlers. Now, with sales of the Prius being way beyond Toyota's expectations, we are going to see more and more hybrid models in dealerships. Toyota is expected to launch a hybrid SUV later this year, the Lexus 400H, and also a hybrid version of the Highlander. A hybrid version of the Camry is slated for 2006.

Honda is following on from the success of its Civic Hybrid by introducing a hybrid version of its popular Accord. This will have a V6 Power Plant which features displacement on demand, where cylinders are shut down when the vehicle does not need the full power of the V6, such as while cruising on the freeway.

Ford is expected to finally get its Escape Hybrid into dealerships later this year although it appears that this vehicle will use Toyota's hybrid drive system. GM will also enter the hybrid market this year with mild hybrid version of the GMC Sierra and Chevy Silverado.

There is no indication yet that these new vehicles will have an impact on the long wait for the Prius. "The typical Prius buyer is not the same buyer as an SUV Lexus buyer" Says David Franklin, "Those buyers that like both will buy both". Diane Whitmire agrees, "I don't expect to see any drop in orders for the Prius when we begin selling the highlander" she said, adding "I have over one hundred people on the my list of people interested in the Highlander HEV but I don't expect more than a couple of those will trade in a Prius. What I will get is other SUVs like the Ford Explorer or Nissan Pathfinder".

It appears that interest in the highlander HEV is just as strong as it is for the Prius. Rick Hirose from Fremont Toyota also has a list of about seventy people interest in being one of the first to have a Highlander HEV. "I hope they start out with an Internet ordering system like they did for the Prius", says Dianne Whitmire, "It is much easier if they build and distribute cars to match orders when there is such a short supply".

Toyota is planning to increase production of the Prius to 47,000 for the US when they introduce the 2005 model later this year, an increase of 11,000 over the 2004 model year. "I expect to see these extra vehicles begin to appear in our September or October allocations" said Dianne Whitmire. " We should see supply catch up with demand by Christmas". David Franklin in more pessimistic, "Toyota is going to have to build more", he told me, "11,000 is not enough". He doesn't expect supply to catch up with demand for another twelve to eighteen months.

Toyota is taking some action to help alleviate the problem. "Toyota has sent out a letter to everyone who has orders at multiple dealerships asking them to cancel orders at all but one dealership" said David Franklin. "This will allow them to get a true count of the number of orders that are outstanding". It is still going to take a long time for supply to catch up with demand.

There is a lot of frustration since for many people the Prius is a must have car and the wait is so long. Dianne Whitemire says, "Please don't shoot the messenger. I get people calling every week asking where their car is. I tell them not to expect it for six months but they continue to call. I spend a lot of time looking after my Prius waiting list customers."

Personally, I think Toyota could easily sell 100,000 Prius cars per year here in the US so I don't see wait times dropping any time soon. "It is truly the car of the Future", says David Franklin, "with $20 Billion in R&D behind it the demand is justified".

I would like to see Toyota do two things. The first is to increase the build rate on the Prius to a level that will meet demand. This is not an easy task since external suppliers may not have the capacity to meet such high volumes. The second thing that Toyota needs to do is to get control of the Prius orders and begin to supply the cars that people ordered on a first come first served basis. This is also not a trivial task but it is doable as their handling of the Pioneer orders illustrated.

http://www.h2cars.biz/artman/publish/article_504.shtml
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California  has long been a leading centre of hydrogen and fuel cell activity to insiders. Recently Californians got a new hydrogen advocate and actuator.   

 It all started last September in No-Spin Zone hosted by Fox News' O'Reilly when Arnold Schwarzenegger, then Terminator – "I'll be back" – and now Governor of California, was asked about hydrogen, "I have my Hummer, for instance, " answered Schwarzenegger," and right now, I'm trying to see if we can change it, for instance, to try it out and see if it can be done; to have a hydrogen fuel cell, hydrogen fuel energy. So there's many ways of going, and I think that's where the future of fuel will be going in this state and maybe in the rest of the country," said the then campaigning Schwarzenegger.

 Moving along, during the campaign Mr. Schwarzenegger made hydrogen powered cars part of his environmental plan to cut air pollution by up to 50 percent. As part of the means to achieve this goal Mr. Schwarzenegger stated that he would be prepared to "sign an executive order to ensure that California  has a network of filling stations in place to allow motorists to fuel cars with hydrogen by the year 2010." 

 Comes the time, Mr. Schwarzenegger did become Governor of California. The Governor’s first State of the State address in early January was naturally focused on the state of the Californian economy.  In the visionary part of his speech, Schwarzenegger said he will make California  the launch-pad for the extraordinary, and use his selling skills and his new title as the job-czar of California  to make sure that California  becomes the place where economic growth and environment can coexist. As part of the vision Schwarzenegger specifically said that he will encourage the construction of a hydrogen highway in California  . 

 As part of taking office and in preparation of the Californian  State  of the State address, the new Californian Governor had made sure to team up with one of the most respected and experienced in the field by appointing the former Director of Energy Independence Now, Terry Tamminen as Secretary of the Environmental Protection Agency of California. 

 From Environment Now  to Energy Independence   Now  

About three years ago the private organization Environment Now started a project to look into ways to catalyse a rapid transition to a clean, hydrogen transportation economy in  California  . The project also focused on reducing dependence on foreign oil whilst protecting citizens from petroleum-related health problems. Since then the Energy Independence Now (EIN) organization has evolved into a non-profit organization. Daniel Emmett, who worked with Mr. Tamminen at Environment Now, is now the Director of Energy Independence Now.

 The Energy Independence Now coalition is pivotal to the development of hydrogen highways in  California  . It is on the analysis and vision of the organization that Governor Schwarzenegger intends to build. 

 The independence part of the EIN is about diversification of energy sources able to deliver hydrogen. Built on the foundation of the Environment Now, the energy sources should be clean.

 "We feel that one of the key strengths of hydrogen as an energy carrier is its ability to be derived from a variety of sources; especially clean natural gas and renewable sources of energy, including wind, solar, biomass digestion, geothermal, and others," says EIN Director Daniel Emmett.  

 From Busses, via  Internal Combustion Engines to Fuel   Cell   Cars  

The EIN coalition has a clear strategy to make California  first. This is in anticipation that the model of introducing hydrogen on a large scale can be replicated in other states. The aim is a "2010 Vision" to guide the development of California  ’s Hydrogen Highways.

Preliminary California Hydrogen Highway map intended for illustrative purposes only. Existing and planned station data may not be complete. The map is created by GreenInfo Network (www.greeninfo.org) and printed with the permission of Energy Independence Now.

In the early years (2004 - 2008), fuel cell hybrid vehicles, both buses and light-duty vehicles, are likely to be used largely in demonstration fleets in tandem with an early hydrogen fuelling infrastructure.  Internal combustion hydrogen hybrid vehicles will also be available both in fleet applications and perhaps commercially in larger numbers in the 2006-7 timeframe.  By 2010, automakers have indicated that "tens of thousands" of fuel cells vehicles will be commercially available.  In order to achieve the "2010 Vision" matching hydrogen supply and demand is important as Mr. Emmett says: "We need to make sure that development of hydrogen infrastructure maintains pace with vehicle development and commercialization."

 In fact California  has begun building the hydrogen infrastructure already. There are now over a dozen hydrogen stations in California  and at least as many fuels cell vehicles in demonstration programs throughout the state.  According to Mr. Emmett at least nine more hydrogen stations are expected to come on line in 2004.  Most of the pieces of the puzzle are already on the table, it's simply a question of defining a vision and pulling the pieces together.  "We now have that vision in California  thanks to Governor Schwarzenegger.  The Governor is expected to issue an Executive Order shortly that will further articulate his vision and how we will go about achieving it," says Mr. Emmett. 

 What Governor Schwarzenegger recognizes, is that the major challenges facing California in areas of air pollution, public health, energy security, and national security are the result of over-dependence on petroleum fuels.  "Mr. Schwarzenegger sees an opportunity to deal with these problems by investing in California's ability to innovate our way to a clean hydrogen future, thus bringing jobs, investment, and continued economic prosperity to California.  We believe this vision for California  is real and attainable, however, it will take time so we must begin now," says Mr. Emmett.

 U.S. President Bush’s Hydrogen Initiative is about energy independence and advancement of sciences and technologies. To many, California is a leader in the areas of advanced vehicles, alternative fuels and clean energy, and Mr. Emmett is confident that the Governor and Secretary Tamminen are working to ensure that California gets its "fair share" of federal funds for work on hydrogen R&D and commercialization.

 Public Private Partnerships and  International Collaboration 

The Energy Independence Now Coalition is advocating a public-private partnership that will work together to invest in the early infrastructure development, and to address key hydrogen commercialization challenges, including codes and standards, education and training, and permitting and citing.

 "EIN believes that a public/private partnership is a good way to spread the risks and benefits of early hydrogen infrastructure development.  The public sector needs to look at how it can help set the stage for hydrogen commercialization (incentives, loan guarantees, revenue bond funding, education and training, etc) so that investment by the private sector can take place.  Thus far response has been favourable to this type of public/private partnership approach," says the Director of the EIN.

 During the past few years, hydrogen as an energy carrier in the transport sector has developed from prototypes to larger demonstration projects. Although the hydrogen highways are scattered around the globe at present, much can be learned from these projects, and sharing of experiences is important to avoid expensive duplication.

 "We were in attendance at the IPHE event last fall, and it is abundantly clear to EIN and the Schwarzenegger Administration, that many of the world's nations are actively pursuing a similar vision of a hydrogen economy for a range of reasons - energy security and diversity, national security, the environment, climate change, and public health concerns, to name a few."  To Mr. Emmett there is a clear momentum building to use hydrogen as an energy carrier. "We must act in California  if we want to help shape what a clean hydrogen future looks like.  We welcome international partners, as we all have much to learn from each other.  We have already learned that Canada  , Norway  , and Japan  also have visions for hydrogen highways, finishes Mr. Emmett, Director of the Energy Independence Now.

 Preliminary  California Hydrogen Highway  map intended for illustrative purposes only. Existing and planned station data may not be complete. The map is created by GreenInfo Network (www.greeninfo.org) and printed with the permission of Energy Independence Now.

