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VIABILITY OF VEHICLE-TO-GRID TECHNOLOGY AND RENEWABLES IN UKRAINE

Purpose. Assessment of economic feasibility of the ‘vehicle-to-grid’ technology (co-generation to the grid from the
electric vehicle’s battery) for the car owner. Evaluation of financial indicators and estimation of conditions when this tech-
nology may become attractive for all the stakeholders of electric mobility market.

Methodology. Forecasts of the National Commission for Electric Energy Regulation of Ukraine, as well as analytical
data and information from manufacturers of electric vehicles are used in the study. Analysis of daily charging/travelling
schedule, ratings of power vs. capacities are used for the evaluation of financial expenditures and profits of the car owners.

Findings. The overview of renewables in Ukraine and electric mobility in particular are carried out, their feasibility is
assessed. The tariffs on electricity from renewables are analyzed, the share of renewable energy sources in Ukraine in future
is forecasted. Aspects of V2G technology are analyzed in detail — the use of vehicles’ batteries as intermediate energy stor-
age, their charging during cheap night tariffs and co-generation during high demand in order to level electricity consumption
on the grid level. It appears that the rated power of charging stations is a ‘bottle-neck’ — the main limiting factor. Besides. it is
shown that reduction of batteries’ service life makes the V2G idea inexpedient for the car owner, unless the green tariff will
rise.

Originality. It is proven that V2G technology would become feasible if the battery capacity increases, the power rat-
ing of charging/generation stations gets bigger and the special green tariff for co-generation from electric vehicles is intro-
duced.

Practical value. Electricity tariff rates as well as other data necessary for calculations of V2G feasibility are given.

Keywords: renewables, green tariff, electric vehicles, co-generation, feasibility study

The problem and its relationship with scientific and practical objectives.

Renewables and electric vehicles (EVS) are widely discussed around the world. Both these tech-
nologies are often referred to as ‘green’, ‘clean’ or ‘environmentally friendly’. Reduction of CO2
emissions is also one of the incentives from international organizations like the United Nations Devel-
opment Programme.

Meanwhile, it is admitted that the share of renewable energy sources in total energy generation is
still small. Most countries provide themselves with energy by burning gas and coal, i.e. fossil fuels, in
rare cases, like in France or Ukraine, the major energy resource is nuclear power. Electric vehicles are
actually not ‘100% green’ — they are charged with electricity, derived from ‘non-green’ power sta-
tions. To make our environment really cleaner, renewable energy is to be deployed at far greater scale
than it is now.

It is known that both technologies in question are very expensive yet. Wind turbines and photo-
voltaic (PV) panels can not compete with gas stations when it comes to price of kilowatt-hours of elec-
tricity. The price for electric cars rapidly declines, but their batteries are still a liming factor. They are
expensive to buy, degrade with time quicker than other vehicle components and require recycling.

That is why many international foundations together with countries’ authorities provide financial
incentives to promote renewable energy and electric mobility. Governments buy kilowatt-hours gener-
ated by renewables at a high price, and EV-manufacturing companies like Tesla or Nissan provide
free-of-charge replacement of batteries [1].

The big question is whether renewables will still be feasible when government incentives will run
out. Ukraine in this respect is an interesting case — PVs are being supported by the government, EVs
are not, but both things rapidly grow. In our study, we tried to make a sober assessment of economic
aspects of the technologies in question and look at the sheer feasibility of them.
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Analysis of research and publications.

Regarding energy generation, Ukraine is in somewhat unique position. It inherited heavy industry
and powerful generating facilities from the Soviet Union. After the collapse of the latter, as well as
economic and political turmoil, the industry gradually declines [2].

Electric power stations meanwhile are still in place. There is a powerful river Dnipro in Ukraine
with 9 hydropower plants, the capacity of the biggest one (the Zaporizhzhya Hydropower Plant)
reaching 1.5 min. kW. Besides, there are 4 nuclear power plants, including the biggest one in the City
of Energodar which has 6 blocks of 1 min. kW each — it covers some 25% of the country’s energy
demand. The diagram in Fig. 1 [3] shows the forecasted distribution of energy generation facilities up
to 2035.
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Fig. 1. Forecast of energy generation by types in Ukraine

That is why, electricity in Ukraine is one of the cheapest in the world, the price of one kWh is
roughly 0.06 euro [4]. France, having biggest share of nuclear power in the world, enjoys low elec-
tricity price, too, but it is way higher than in Ukraine —0.1462 euro per kWh, which is nevertheless
26.5% cheaper than the EU average (20.02 euro cents per kwh) [5].

Without a doubt, renewables can not compete with conventional energy in Ukraine. Apart from
some remote areas far from centralized grid, it has been completely inexpedient, moneywise, to install
wind turbines or PV panels. Ukrainian government has proclaimed its course towards green energy
and developed financial mechanisms promoting their wider use. For certain reasons, they have become
truly effective only recently and it sparked a rapid growth of installation of PV stations in Ukraine, as
it is shown in Fig. 2 [3, 6].

Currently, small PV station of 10 kW costs roughly EUR 15 000, the payback period is around 4-
5 years.

From Fig. 2, the growth rate of PV stations in Ukraine looks very promising, but the situation is
not that optimistic. Green tariff, which is the main reason for this development, will go down. The idea
was to improve the technology of renewables by its practical use, and hopefully reduce the prices for
solar and wind stations by promoting wider manufacturing. Nevertheless, it should be understood that
such policy is actually a financial burden for the governments’ budgets. In Germany, for example, the
idea did not play out as it was expected — the country heavily invested in the development of PV tech-
nology, but 1) PV stations did not generate as much energy as it was anticipated, because Germany is
a cloudy country, and 2) Chineese manufacturers captured technological achievements and entered the
market with way lower prices [7].

Therefore, eventually governments will stop supporting renewables with green tariffs. Initially,
the ratio of green tariff and price on conventional kWh was 10:1, currently it is about 3:1. Supposedly,
at certain point the cost (not price) of ‘renewable kWh’ will be competitive, if not equal to the price of
the kWh derived from fossil fuel. The National Energy and Utilities Regulatory Commission of
Ukraine [4] forecasts that it will happen in 2030. The green tariff will decline, while the price on con-
ventional kilowatt-hour will, of course, keep growing as it is depicted in Fig. 3 [3].
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Fig. 2. Growth of PV stations in Ukraine

Fig. 3. Green tariff and price for conventional electricity in Ukraine up to 2030

Thus, time is running out. In ten years, we will have between 5% and 8% of renewables in total
energy generation of Ukraine. Together with hydropower, that will constitute up to 18% of ‘green’
energy in Ukraine, and this is the clean energy to rely on.

Research objectives.

Considering the trends of technology and tarrifs, we will try to evaluate the economic attractive-
ness of renewables in Ukraine. Electric vehicles, being a part of global trends, should be assessed sep-
arately. They are energy consumers on the one hand, and can be used as enegy storages on the other.
Both these usages are stimulated by the tarrifs on electricity, thus, we will estimate whether it will be
expedient for the car owner to engage in V2G technology and what are the tarrifs which could make it
attractive.

Material presentation and results.

Simply speaking, driving on electricity is extremely cheap in Ukraine. It is because 1 liter of gaso-
line costs about 1 EUR, roughly equal to the fuel price in Europe, while 1 kWh of electric energy costs
about 1/6™ of its European price.

An average sedan-size car needs about 16 kWh for 100 km, which means that driving 100 km
on electricity costs less than 1 EUR, while driving this distance on gasoline is 6-8 EUR in the ur-
ban driving cycle. Even taking into account additional costs for EV battery maintenance, this
makes a striking difference. That is why Ukraine demonstrates such a rapid growth of EV sales -
+402 % in 2017 (Europe - +78%, China - +175%) [8]. The sales of conventional cars meanwhile
has dropped by 68%, partly due to ongoing economic recession, but mainly, for the obvious bene-
fits of EVs.
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The lion’s share of EV market belongs to Nissan Leaf — one of the cheapest electric vehicles. The
share of used Leafes accounts 76% of all the EVs in Ukraine, though this number tends to decrease (in
2016 it was 87%).
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Fig. 4. EV sales and in Ukraine in 2018

Take into account that the charging infrastructure in Ukraine merely exists. There are only several
fast charging stations in big cities and some quantity of slow-charging stations. Moreover, the gov-
ernment provides no viable financial support to promote electric mobility in the country. All this
shows that having EV in Ukraine is de-facto very feasibly in itself.

Meanwhile, the impact of EV's on environment is a contradictory issue. The technology of internal
combustion engines is very mature. The so-called ‘well-to-wheel’ efficiency and ‘well-to-wheel” CO;
emissions, i.e. energy and emissions calculated taking into account all the stages of energy production
and conversion, is roughly equal for conventional and electric cars [9].

Perhaps, gasoline cars are even environmentally ‘cleaner’ — the on-board catalytic converters and
other measures to reduce the harmful substances in modern cars often work better than filtering devic-
es at coal power stations. Nevertheless, electric vehicles have one fundamental advantage, which is
electric braking. When vehicle decelerates, some part of its kinetic energy can be captured and put
back to the battery, which is impossible in case of gasoline cars. That is why, EVs will always need
less equivalent kilowatt-hours than conventional vehicles. Inevitably, conventional cars will cease to
exist.

Vehicle-to-Grid Concept

The idea of V2G is to use the batteries of electric vehicles as a temporary storage of electric ener-
gy in order to level the loads in electric grids [10]. EVs parking time, as well as most conventional
private vehicles, is 85% [11]. Their batteries could be charged during the nighttime, when the load
onto the network is low (and electricity is cheap, and then discharged back to the grid during the hours
of peak demand. The timing suits fine both utilities and EV-owners. Utilities could benefit from
smoothed demand curve, and EV owners can earn money on the difference between the charg-
ing/discharging tariffs.

Actually, projects like Tesla Powerwall and Tesla Powerpack serve the same purpose. Such big
investments should demonstrate the viability of the V2G concept, too; the thing is that the increase of
charging cycles reduces the battery service life. The question is whether it will be feasible for EV-
owners to earn extra money with the help of their electric cars, but have a need to replace it sooner.
We will try to evaluate that in the next section.

Case Study: Private PV-Station and Co-Generating Electric Vehicle

To assess the user-side economics, let us take typical middle-class household in Ukraine. In win-
ter people often use electric heating in addition to gas/coal or wood pellet furnaces, and, besides,
spend more energy on illumination as the daylight hours are shorter. In summer, air conditioning is
one of the major consumers. The average latitude in Ukraine is 48° and the intensity of solar irradia-
tion is about 1380 kW/m? [12]. The chart in Fig. 5 illustrates the daily consumption versus generation
for a typical household with 10 kW PV station.
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Fig. 5. Average daily consumption of the typical household and PV generation (10 kW station)

Table 1.
Provides indicative financial figures for three PV stations of 10 kW, 20 kW and 30 kW capacities respectively [4].

PV capacity [kW]
Indicator

10 20 30
PV station cost (with installation) [EUR] 14489 | 24155 | 32500
Annual generation [kWh] 14747 | 26269 | 36657
Average daily generation [kWh] 722 144.4 216.6
Average daily consumption for own needs* [kWh] 12.1
Average gross daily income [EUR] 9.6 21.2 32.7
Gross annual income [EUR] 3509.8 | 7726.3 | 11942.8
Payback [years] 4.1 3.1 2.7

*Only the daylight hours are counted

The data show that PV station is a good investment with payback period of 3-4 years. The bigger
the rating of the station, the more daily income is, given that the consumption is constant. That is why,
despite the bigger capital investment, the payback for more powerful station is shorter.

Of course, there are far more factors than simple capital cost versus daily generation, the cost of
land, for example. But these factors lie beyond the scope of this study, we just want to illustrate the
feasibility of PVs and give indicative dependencies.

To assess the attractiveness of V2G for a typical EV owner, we assume that he or she commutes
daily to and back from work, the average daily travelling range is 68.5 km [11]. Thus, 11 kWh for ac-
tual driving is needed. Out of 40 kWh battery of Nissan Leaf, the EV owner has 29 kWh in his dispos-
al that can be charged during the night at cheap tariff and sell to the grid when the vehicle is parked
(given that there is a charging station that allows recuperation to the grid). Since there is no special
tariff, we assume that the owner will be paid at current green tariff rates. Table 2 summarizes calcula-
tions of time, energy and money on the user-side. Note that 11 kWh needed for commuting are not
taken into account, as this energy the owner would use to travel anyway.

We have taken discharge power at 3 kW, equal to charging in the ‘slow’ mode.

The typical mid-class worker arrives to work at 8:00 and leaves at 18:00. That gives ten hours of
parking time, or 30 kWh to generate to the grid. But he cannot afford that, because he needs charge to
drive back home (not to mention that no one will agree to deplete the battery completely). That is why,
actual generation time is less than time allows.

BicHuk KpuBopi3pkoro HalioHaIsHOTO yHiBepcuTeTy, But. 49, 2019 9



Table 2.
Calculation of V2G indicators

Time Power and Energy Money
Daily commuting [h] 2 | Battery capacity [kWh] 40 Charging tariff [EUR/KWh] | 0.03
Available parking time [h] 10 EQS?IZV\%? enditures for travel- 11 Green tariff [EUR/KWh] 0.18
Available night charging time 12 Available energy for generation 29 Daily expenditures for 087
[h] [KWh] charging* [EUR] '
Actual generation time [h] 7 | Charge/discharge power [kW] 3 [DEaLIJ)é]pI'OfIt from generation 5.22
Actual night charging time [h] 11 | Actual generation [KWh] 29 Gross annual income [EUR] | 1131

*Energy needed for commuting is not taken into account

Thus, the calculations show that battery capacity is a main limiting factor. If a vehicle had a bat-
tery of bigger capacity and rated power were higher, it would use all the available time windows and
the owner would profit more.

However, more important is that the gross annual income is not that big to make this idea attrac-
tive for the owner. First, very important aspect to be considered is the reduction of battery service life
because of the increase of annual charge/discharge cycles. The dependence is nonlinear, the deeper the
discharge, the faster degrades the battery. Safe estimate is 300 charging cycles reduce battery capacity
by 20% [13-15]. Assume that the owner will be compelled to replace the EV battery when its capacity
drops down to 80% (which is a rather realistic assumption). When commuting only, the battery service
life is 4.2 years. When using the battery for V2G, it has to be fully charged and completely depleted
daily, the service life will not exceed 1.5 years. Given the high price for battery (roughly EUR 5000
for Nissan Leaf’s 40 kWh), the user will earn nothing — all the accumulated profit will be spent to buy
new battery.

It is to be taken into account that EV owners will unlikely tend to deplete their batteries complete-
ly, always preferring to keep some level of charge in their EVs’ batteries.

Of course, this is a very rough calculation. We have taken many assumptions, the charging tariff
extremely cheap, and generation (green) tariff very lucrative and still it shows that this idea is not
viable now.

In future, when there will be far more EVs in European cities which will be able to provide essen-
tial support for the utilities for the load levelling, and when the charging/co-generation infrastructure is
in place, and batteries are cheap — then, the V2G option will be viable

Conclusions and futher research.

The viability of PV generation worldwide and in Ukraine in particular depends exclusively on
government support. As the green tariff declines, so will be the number of newly installed PV stations.
Eventually, they’ll occupy some small niche in the country’s power generation and will keep growing
slowly with the advancements in technology;

electric vehicles are viable and expedient for end users even without governments support. No
matter how gas/electricity prices vary in future, regenerative braking will always make a decisive ad-
vantage of EVs. All the trends in technology play in favor of electric mobility;

The viability of V2G concept remains doubtful. Particularly, in Ukraine it doesn’t likely to play
out due to the lack of infrastructure and government incentives. When the infrastructure will be de-
ployed at sufficient scale, the green tariff will be already too low to make it feasible for EV-owners.
To make it feasible, the following tendencies are to take place:

a) Increase of battery capacity;

b) Improvement of fast charging technology;

c) Reduction of batteries’ vulnerability to the number of charging cycles;

d) Increase of the difference of night and peak tariffs, or special ‘EV tariff” from electric utilities.
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schedule, ratings of power vs. capacities are used for the evaluation of financial expenditures and profits of the car owners.

Findings. The overview of renewables in Ukraine and electric mobility in particular are carried out, their feasibility is
assessed. The tariffs on electricity from renewables are analyzed, the share of renewable energy sources in Ukraine in future
is forecasted. Aspects of VV2G technology are analyzed in detail — the use of vehicles’ batteries as intermediate energy stor-
age, their charging during cheap night tariffs and co-generation during high demand in order to level electricity consumption
on the grid level. It appears that the rated power of charging stations is a ‘bottle-neck’ — the main limiting factor. Besides. it is
shown that reduction of batteries’ service life makes the V2G idea inexpedient for the car owner, unless the green tariff will
rise.

Originality. It is proven that VV2G technology would become feasible if the battery capacity increases, the power rat-
ing of charging/generation stations gets bigger and the special green tariff for co-generation from electric vehicles is intro-
duced.

Practical value. Electricity tariff rates as well as other data necessary for calculations of VV2G feasibility are given.
Keywords: renewables, green tariff, electric vehicles, co-generation, feasibility study
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TEXHIKO-EKOHOMIYHE OBIPYHTYBAHHS TEXHOJIOTTT KOT'EHEPALIT 13 BUKOPUCTAHHSIM EJIEKTPO-
MOBUIIB

Mera po6oru. OLiHATH EKOHOMIYHY NPUBAGIHMBICT ATBTEPHATHBHOI CHEPTETHKH, 1, 30kpemMa TexHouorii «Vehicle-to-
grid» (V2G), T06T0 BUKOpHCTAHHS Oarapei eneKTpoMoOis i KoreHepallii B Mepexy. BU3HAUNTH €KOHOMIYHI MOKa3HUKH
Ta yMOBH, 32 SIKMMH IS TEXHOJIOTis CTaHe TPUBAOINBOIO JUIs BIACHHKIB €JIEKTPOMOOIITIB.

Metonu pocaimxennsi. [l po3paxyHKy eKOHOMIYHHX MOKa3HUKIB BUKOPUCTaHI MporHo3u HamioHanbHOT KoMicii pe-
TYJIFOBaHHS €JeKTPOCHEPTeTUKN Y KpaiHu, TaHi aHATITUKU Ta BAPOOHUKIB €JIEKTPOMOOILTIB.
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Otpumani pe3yabTaTH. BukoHaHUid OrIsA TEHICHILIN B rany3i albTepHATHBHOI eHEpreTHKU B YKpaiHi i, 30Kkpema,
€JIEKTPUYHOI MOOIIBHOCTI B KOHTEKCT] iX eKOHOMIYHOI JouinbHOCTI. [IpoBeneHo anami3 TapudiB Ha eIEKTPOSHEPTil0, OTPH-
MaHy BiJ BiTHOBJIECHHX [DKEPEN 1 3p0OJICHUI MPOTHO3 IIOI0 YACTKH aJbTEPHATHBHOI €HEPreTUKN YKpaiHu B MaOyTHHOMY.
PosrsiHyTi acnekt TexHoaorii V2G — BUKOpUCTaHHS OaTapel elneKTpoMOOiTiB SIK IPOMDKHOTO HaKONMHMYyBada eHeprii, 3a-
psUDKaHHS X i 9ac HU3BKOTO HIYHOTO Tapudy Ha eIEKTPOCHEPTilo 1 Bifmadi B eHeproMepeky Ul YaCTKOBOTO HOKPUTTS
MIKOBOTO HaBaHTa)keHHs. [loka3aHo, IO CKOPOUYCHHS TepMiHy cirykOu OaTapeil depe3 30LIBIICHHS LUKIIB 3apsay-po3psmy
POOHUTB 1110 i/1e10 Helpare3JaTHOO 3a CyYacHUM PiBHEM TapuQy Ha KOTEHEepaIlilo.

HaykoBa HoBu3Ha. JloBeneHo, mo At 3abe3nedeHHs NpuBadIuBocTi TexHonorii V2G i BIaCHUKA eIeKTPoMOoOis
HeoOXifHe 301IbIICHHS €MHOCTI aKyMYJIITOPIB €JIEKTPOMOOLTIB, MiABUIIEHHS OTYKHOCTI IPUCTPOIB 3apsKaHHs 1 po3psi-
JOKaHHS Ta MiABUILCHHS PiBHS «3€J€HOro» Tapudy ab0o BCTAaHOBIECHHS CHELiaIbHOTO Tapudy A KOTeHepallil BiJ eNeKTpo-
MOOIIB.

IpakTnuna ninnicts. Hagani 4nciioBi 3HaYeHHs TapuQiB Ha eIEKTPOCHEPTIIO Ta apaMeTpH 3apsay-po3psay Oarapei
€JIEKTPOMOOLITIB, HEOOXIJHI U TEXHIKO-€KOHOMITHOTO OOIPYHTYBaHHS TEXHOJIOTI] KoreHepaii 3 6atapeil enekrpomMoOiniB B
eHepromepexy. BusHaueni Mexi TapudiB Ta mapaMeTpH CHCTEMH, 3a SIKUMHU TexHouoriss V2G craHe caMOOKYITHOIO.

KorodoBi cioBa: BiJHOBIIOBaHA €HEPreTHKA; 3€JICHUH Tapud; eTeKTpOMOOiNIi; KOreHepais; TeX-HiK0-eKOHOMIYHe 00-
TPYHTYBaHHSL.
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TEXHUKO-5KOHOMMWYECKOE OBOCHOBAHUE TEXHOJIOTMM KOT'EHEPALIMUM C HCIIOJb30OBAHUWEM
DJIEKTPUYECKHUX TPAHCIIOPTHBIX CPEJCTB

Hens padoTbl. OLEHUTH IKOHOMHUYECKYIO IIPUBIICKATEILHOCTD AIETEPHATUBHON YHEPTeTHKU U, B YaCTHOCTU TEXHOJIO-
run «Vehicle-to-grid» (V2G), To ecTs ucmons3oBanue 0aTapen 3IEKTPOMOOWIS I KOTeHEpauu B ceTh. ONmpenennTs KO-
HOMHYECKHE MOKa3aTeNH U yCIOBHUS, IO KOTOPHIM 3Ta TEXHOJIOTHS CTAaHET NPUBJICKATEIbHON AT BIAJEIbIEB IEKTPOMOOH-
neit.

Metoabl ucciaenoBanus. [ pacuera SKOHOMUYECKHMX IOKa3aTesied MCII0JIb30BaHbl NPOrHo3bl HannonanpHONW KO-
MHCCHU PETYJIUPOBAHHUS NIEKTPOIHEPTETUKY Y KPanHbl, JaHHbIE aHAJIUTHKYU U IPOU3BOIUTEIICH 2JIEKTPOMOOHIIEH.

IMony4ennsie pe3yabTaThl. BEIonHeH 0030p TEHACHIMI B 00JAaCTH AIbTEPHATHBHOW HEPreTHKU B YKpawWHe H, B
YaCTHOCTH, JJIEKTPUIECKOH MOOMIBHOCTH B KOHTEKCTE X SKOHOMHUECKOH IenecoobpasHocTy. ChenaH aHamu3 TapugoB Ha
JNIEKTPOIHEPTHUIO, TOJIyIEHHYI0 OT BO30OHOBISIEMBIX HCTOYHHKOB HEPTUH U CIeaH MPOTHO3 KacaTeJbHO JOJU albTepHa-
THUBHOH SHEPreTHKH B PHEPTOreHepanuy YKpauHbl B OyxymeM. PaccMoTpens! acnekTs! TexHonoruu V2G - UCHONb30BaHHE
GaTtapen MEeKTPOMOOMIIEH B KauecTBE MPOMEKYTOUHOTO HAKONUTENS SHEPTHH, 3apsAlKa X BO BPeMs HM3KOTO HOYHOTO Ta-
puca Ha IMEKTPOIHEPTUIO U OTAAYN B SHEPrOCETh IS YACTHYHOTO MOKPHITUS MMKOBOK Harpy3ku. [lokaszaHo, 4To cokpare-
HHE CpoKa CiTykObl OaTapeil n3-3a yBeNMUCHHUS IUKIOB 3apsiia-pa3psija AeNaeT 3Ty U0 HECOCTOSTENLHOW MPH TEKyIIHX
YPOBHSIX Tapr(OB Ha JIEKTPOIHEPTHIO.

Hayunas HoBu3HA. [[oka3aHo, 4TO Jisl 00ECIICUCHHS MTPUBJICKATSILHOCTH TeXHOMorHU V2G AMsl Baaesbla dJeKTPo-
MOOMIIST HEOOXOANMO YBEIUUSHNE EMKOCTH aKKyMYJISITOPOB 3JIEKTPOMOOMIIEH, TOBBINICHHE MOITHOCTH 3apsiia U paspsia u
YPOBHSI «3€JIeHOro» Tapu(a WM BBeJICHNE CIIELMAIBLHOTO Taprda sl KOTeHEepallu OT JIEKTPOMOOHIIEeH.

IIpakTHyeckast HeHHOCTh. J[aHBI YHCIOBBIE 3HAUCHUS Tapu(OB Ha IEKTPOSHEPTHIO M MapaMeTphl 3apsaa-paspsaa
Oarapeiil anekTpoMoOmIel, HeOOXOMMEBIE ISl TEXHUKO-I)KOHOMHYECKOTO 0OOCHOBAaHHUS TEXHOJOTHH KOT€HEpaIiu oT OaTa-
peit anexTpomobunei B 3Heprocerb. OmnpeneneHsl rpaHUYHbIE 3HAYECHHS TApHU(OB M MapaMeTPsl CHCTEMBI, IIPU KOTOPBIX
TexHoJorusg V2G MOXKET CTaTh SKOHOMHYECKH OTPaBAaHHOM.

KoroueBble ciioBa: BO300OHOBIsIeMas OSHEPreTHKA; 3€leHbIH Tapud; SIEeKTPOMOOWIHN; KOTEHepalus; TEXHUKO-
9KOHOMHYECKOE 000CHOBAaHHUE.
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