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ACRONYMS AND TERMS

ACRONYM

TERM

DESCRIPTION

AC

Alternating current

Electric current that periodically reverses its direction and
changes its magnitude continuously with time, in contrast
to DC (direct current). The majority of the electric grid
operates using AC including Level 2 chargers

ACF

Advanced Clean Fleets

A rulemaking adopted in California in 2023 that mandates
transitioning MHD fleets to zero emissions

ACT

Advanced Clean Trucks

A regulation adopted in California in 2020 requiring
medium - and heavy -duty vehicle manufacturers to sell an
increasing percentage of  ZEVs (such as BEVs or FCEVSs)
from 2024 to 2035

ADA

Americans with Disabilities Act

A landmark 1990 U.S. federal civil rights law prohibiting
discrimination against individuals with disabilities in all

public and private areas of life, including employment ,
public services , and public accommodations

Adapter

Hardware that allows an EV driver to connect their EV to a
charging station that the EV could otherwise not connect
to. Example: CCS -to-NACS adapter.

BEV

Battery -electric vehicle

Used interchangeably with electric vehicle (EV) in this plan

CAAS

Charging -as-a-service

A business model for vendor s provid ing EV charging to
fleet s, paid on a per -kWh or per -EV basis, converting a
capital expenditure into an operating expense.

CAPEX

Capital expenditure

Initial investment to be budgeted by Inyo County

CARB

California Air Resources Board

A California state agency established in 1967 to combat air
pollution and climate change, protecting public health
through strict emission standards. CARB regulates
mobile/stationary sources, sets vehicle emissions, and
develops climate programs

CEC

California Energy Commission

CA state agency for energy policy, planning, and
regulation, focused on creating a resilient, clean energy
system. Among other duties, i t funds charging
infrastructure grant programs

Charging Plug

A connector of a charging station that can be plugged into
an EV. One station may have  one or more charging plugs

Charging station

A station designed to dispense electrical energy through its
charging cords and plugs to one or more EVs .See also:
fEVSEO

CCs

Combined Charging System

The most common plug (connector) type for Level 1, Level
2 and DC fast charging outside

CORE

Clean Off -Road Equipment

A California incentive project funding off -road equipment
users to purchase or lease currently commercialized zero -
emission off -road equipment

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT



Electric current that is un i-directional. As opposed to AC

DC Direct current :
(alternating current).

Charger which rectifies the AC voltage from the grid as
Direct current fast part of the charging station, with typical power output
charging/ charger levels of 50 kW and above |, suitable for opportunity

charging and charging medium and heavy -duty EVs.

DCFC

The duration during which a fleet vehicle is parked and
available for charging. The most signi ficant dwell time for

Dwell time charging most fleet EVs is overnight, potentially
supplemented by shorter mid -day durations when
opportunity charging.

An independent agency within the U.S. government
established to protect human health and the environment
by developing and enforcing environmental regulations,
including motor vehicle emission standards.

EPA Environmental Protection Agency

EV Electric vehicle Used interchangeably with BEV in this plan

Equipment that transfer s electricity froma power source to
an EV, comm onlyreferredto as ficharging st at iloa O
wider sense, EVSE includes software and communication

pr otocols between the charging hardware and the EV.

EVSE Electric vehicle supply equipment

A type of electric vehicle that uses a fuel cell to convert
FCEV Fuel cell electric vehicle hydrogen into electricity, powering the vehicle's electric
motor and producing only water vapor as a byproduct.

A gas that contributes to the greenhouse effect, warming

GHG Greenhouse Gas the Earth. Ex amples : carbon dioxide (CO ), methane (CH )

The maximum weight a vehicle can safely carry, as
specified by the manufacturer. This includes the vehicle
itself, all fluids, passengers, cargo, and any weight from a
trailer that the vehicle is carrying.

GVWR Gross Vehicle Weight Rating

A heavy -duty vehicle is one with a GVWR of more than

HD Heavy -duty 26,000 Ibs. (per FHWA definition )

An engine that generates propulsion power by the burning
of gasoline, diesel, or other fuel with air inside the engine,
the hot gases produced being used to drive a piston or do
other work as they expand

ICE Internal combustion engine

. . A vehicle powered by a traditional gasoline or diesel
Internal combustion engine

ICEV vehicle engine (an ICE), where the fuel is burned inside the engine
to generate power
A federal law enacted in 2021 to modernize the nation's
infrastructure.  Among many other infrastructure -related
A Infrastructure Investment and p_ro_visions and funding streams, the I[IJA incI_LJ(_jes $7.5 _
Jobs Act (2021) billion for a EV charger  deployment, $5 billion of which are

supporting the  NEVI program . IIJAis a Iso known as the
Bipartisan Infrastructure Law (BIL).
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An international standard that defines the communication
interface between EVs and EVSE. It enables secure,
ISO efficient, and interoperable charging, allowing EVs from
15118 different OEMSs to communicate  with various charging
stations. The standard also supports advanced features
like smart charging and bidirectional charging (V2G).

A connector design standard and communications protocol

Lz for AC and DC charging developed by SAE.

An SAE connector design standard , represent ing the

4 . . A
J3400 standardi zation of Tesl ads char

Kilovolt -ampere (kVA) is a unit of apparent power in an
electrical circuit, representing the product of voltage and

KVA Kilovolt -ampere current. It is a measure of the total power flowing in an AC
circuit, encompassing both real power (measured in
kilowatts, kW) and reactive power.

KW Kilowatt One thousand Watts, a measure of (real) power .
. A unit of energy often used when referring to electrical
KWH Kilowatt -hour energy, such as the one stored
The largest municipal utility in the U.S., providing water
Los Angeles Department of Water and electricity to over 4 million customers within the City
LADWP . "
and Power of Los Angeles , several adjacent communities and, for
electric services, rural Eastern Sierra Nevada regions
A market -based state policy administered by CARB
designed to provide incentives for low -carbon fuels, such
LCFS Low Carbon Fuel Standard as electricity. Dispensing electricity to EVs using charging
stations is one way of generating LCFS credits and selling
these credits can provide a revenue source.
. A light -duty vehicle is one with a GVWR of up to 10,000
-b Light duty lbs. (per FHWA definition )
MD Medium dut A medium -duty vehicle is one with a GVWR of more than
y 10,000 Ibs . and up to 26,000 Ibs. (per FHWA definition )
MHD Medium -/heavy -duty A vehicle with a GVWR of more than 10,000 Ibs. (per

FHWA definition )

Plug (connector) type developed by Tesla that works for
both AC and DC charging. As of Q1 2024, the NACS
connector is being standardized as SAE standard J3400.

North American Charging

NACS Standard

The NEC, also known as NFPA 70, is a comprehensive set
NEC National Electric Code of standards for the safe installation of electrical wiring
and equipment in the U.S.

The National Electric Vehicle Infrastructure (NEVI)

National Electric Vehicle program is a federal initiative, part of the Bipartisan
NEVI Infrastructure ( program) Infrastructure Law, with a $5 billion budget to establisha
nationwide network of publicly available EV fast -charging

stations along designated high way corridors. Its goal is to
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create a convenient, reliable, and equitable charging
network, supporting the widespread adoption of EVs.

OCPP

Open Charge Point Protocol

A communications protocol between a charging station
(i.e. the hardware) and the
central charging management system (see CMS ).

cha

OEM

Original equipment manufacturer

Opportunity charging

Rapid EV charging using DC fast chargers at locations
other than where the fleet vehicle is domiciled. For Inyo
County fl eet vehicles, opportunit y charging could occur at
charging facilities strategically located around the county

(as discussed in Chapter ~ 5) and potentially at  other
charging facilities including those belonging to other

agencies and publ ic commercial chargers

PHEV

Plug-in hybrid electric vehicle

A type of hybrid vehicle that combines an internal

combustion engine (ICE) with an electric motor and a

larger battery pack than a traditional hybrid. PHEVs can be
plugged into an external power source, like a charging

station, to recharge the battery, off ering a certain range of
all -electric driving

SAE

Society of Automotive Engineers

A global association that advances mobility knowledge and
solutions for the aerospace, automotive, and commercial
vehicle industries . SAW plays a significant role in
establishing EV charging standards, particularly in North
America. They develop and publish standards for various
aspects of EV charging, including connectors,
communication protocols, and safety requirements.

SCE

Southern California Edison

A major investor -owned utility, acting as the primary
subsidiary of Edison International, that provides electricity
generation, transmission, and distribution to about 15
million people in central, coastal, and southern California

SOC

State -of-charge

Battery state -of-charge, measured as a percentage of the
batteryds usable capacity

TOU

Time -of-use

Time -of -use rates are a type of electricity pricing where
the cost of electricity varies depending on the time of day
when it is used.

Vehicle class

The vehicle class per FHWAOGs
(https://afdc.energy.gov/data/10380 ),e.g.Class1 -8.

vV e

ZE

Zero -emission

Examples: ZE vehicles, ZE charging and refuelin g

ZEV

Zero -emission vehicle

A vehicle that produces no exhaust gas or other pollutants
from its onboard power source under any operational
mode or condition
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ES. EXECUTIVE SUMMARY

The Inyo County EV Charging Infrastructure Network Plan (referred toas t he APl and in this
document) represents  a comprehensive and actionable plan to guide the installation of EV chargers

for use by local residents, visitors , and County fleet vehicles. Along with serving as a decision

support tool, the Plan will position Inyo County to be competitive for current and upcoming funding

opportunities. While the Plan does not specifically prescribe exactly what public charging

infrastructure gets bui  It, when it is built, or how it specifically is paid for, it provide s a roadmap

that will help guide Inyo County is increasing its chance for success in EV infrastructure funding,

siting, design, and implementation. The Plan includes specific recommendations on charging

infrastructure  needs for the County & future EV fleet, including phased installation guidance and

cost esti mates .

Itis clear that the EV landscape is going through uncertain times with changes in policies at the

Federal level leading to resultant changes at the state and local level . However with this Plan , Inyo
County is preparing itself to be at the forefront of planning for increased EV adoption moving

forward , especially among more rural, geographically distributed , low population counties in
California.

ES.1. KEY I SSUES AND FINDINGS

Analysis of existing conditions, stakeholder input, and charging demand projections identified
several key issues that shape EV infrastructure planning in Inyo County.

1 First, there are  significant gaps in publicly accessible DC fast charging (DCFC)

infrastructure , particularly along major travel corridors and in remote areas of the county.

While some charging infrastructure exists, it is often limited in availability, concentrated in a few

locations, or restricted to specific vehicle types. This creates challenges for long -distance travel,

touri sm, and regional connectivity, especially given th

destinations such as Death Valley National Park and Mammoth Lakes.

1 Second, travel patterns in Inyo County are heavily influenced by tourism and regional
travel |, resulting in high demand for reliable and strategically located DC fast charging. Public
engagement and stakeholder feedback consistently highlighted the need for charging along U.S.
395 and at key destinations such as Bishop, Lone Pine, Independence, and major recreation
areas. These findings reinforce the importance of a corridor -based charging strategy that
supports both residents and visitors.

1 Third, there are  notable equity considerations related to charging access in rural and
underserved communities . Several smaller and more isolated communities currently lack any
meaningful access to EV charging infrastructure, which may limit EV adoption among residents
and reduce the benefits of electrification. Addressing these gaps will be critical to ensuring t hat
infrastructure deployment is equitable and supports all communities within the county.

1 Fourth, utility constraints and site - specific infrastructure limitations can present
significant barriersto charger deployment . In some areas, limited electrical capacity or the need
for substant ial utility upgrades may increase project costs and extend implementation  timelines.
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Early coordination with both utility providers  (SCE and LADWP) will be essential to successfully
advancing priority projects.

1 Fifth , Inyo County and its partner agencies face increasing regulatory pressure to
transition I ny o Co u wehigléflset to zero -emission technologies . State regulations
such as Advanced Clean Cars Il (ACC Il), Advanced Clean Trucks (ACT), and Advanced Clean
Fleets (ACF) will require a phased transition to zero -emission vehicles over the coming decades.
This creates a need for coordinated planning of fl eet vehicle replacement and associated
charging infrastructure to ensure operational continuity and cost - effective implementation.

1 Finally , successful implementation will depend on project readiness , not only on
identifying priority charging locations . This includ es site validation, utility coordination,
permitting, procurement, and ongoing coordination among ICLTC, County departments, utilities,

and property owners.

ES.2. RECOMMENDATIONS

Based on these findings, the Plan establishes a strategic and phased approach to EV charging
infrastructure deployment across Inyo County.

At the network level, the Plan recommends developing a reliable and well -distributed charging
system that prioritizes both corridor and community needs. This includes a strong emphasis on

expanding DC fast charging along U.S. 395 and other key travel route s to support long  -distance
travel and tourism, as well as increasing Level 2 charging in community locations to suppo rt local

and overnight charging needs.
Key recommendations include:

1 Expand upon acorridor -based DC fast charging network along U.S. 395 and other critical
travel routes, with priority sites in Bishop, Lone Pine, Independence, and key junctions and
destinations.

1 Expand Level 2 charging in community and residential areas , including civic facilities,
parks, and commercial centers, to support daily use by residents (particularly those  currently
lacking accessto charging at home) and longer dwell -time charging.

1 Prioritize investment in underserved and remote communities to improve equity and
ensure countywide access to EV charging infrastructure.

1 Advance a phased implementation strategy organized around near -, medium -, and long -
term actions, aligning public charger deployment and fleet electrification with funding cycles,
utility readiness, regulatory requirements , and County budget projections

1 Coordinate fleet electrification with infrastructure deployment , ensuring that charging

installations at County facilities align with vehicle replacement schedules and operational needs
supported by sufficient electrical capacity and infrastructure

1 Clarify implementation roles among local and regional agencies ,suchas ICLTC, County
Public Works, member agencies, state govern ment, utilities, contractors, and private site hosts
to improve project delivery and accountability.

1 Engage early and continuously with utility providers to identify capacity constraints, plan
for necessary upgrades, and reduce project delivery timelines.

1ol |\
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1 Pursue diverse funding sources , including federal, state, and regional programs, while
leveraging potential revenue streams such as Low Carbon Fuel Standard (LCFS) credits to
generate new reven ue and offset operating costs.

1 Implement an outreach and education strategy that includes agency coordination, public
information on new and planned charging sites, targeted outreach to underserved communities,
and early coordination with private property owners at priority implementation sites.

Through these recommendations, the Plan establishes a clear path forward for Inyo County to build

a resilient, accessible, and future -ready EV charging network. By prioritizing strategic investments,
leveraging available funding, and coordinating across ag encies and stakeholders, the County can
support the transition to emissions -free mobility while maintaining reliable transportation access
across its geographic ally distributed  rural landscape.

ES.3. SITING RECOMMENDATIONS EXHIBITS

The following pages contain exhibits summarizing analysis results of estimated charger needs, site
selection criteria, site design recommendations, and impleme ntation and o wne rship mo dels for
each relevant charging use case studied for this Plan:

1. Public Destination Charging (Level 2)

2. Private Multi -Family Charging (Level 1/2)

3. Private Workplace Charging (Level 2)

4. Public Community Fast Charging (DCFC)

5. Public Corridor Fast Charging (DCFC)

These exhibits serve as useful ref erences or handouts to interested audiences, including County
staff, capital project managers, potential site hosts, private EV charging networks, and ut ilities.

1ol |\
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Public Destination Charging (Level 2

Public Destination Charging supports EV drivers while they stop at
public destinations, such as retail, medical, entertainment, hospitality,
cultural, and recreation sites where visitors commonly park for hours.
Additionally, public Level 2 chargers may also serve local residents who
do not have access to charging at home.

Level 2 chargers should be provided at locations where drivers park for
1-8 hours.

Level 2

Charging at public locations like shopping
centers, full-service restaurants, theaters,
medical facilities, parks, trailheads, airports, etc.

Shoppers, visitors, daytrippers, local residents

Needs Across Inyo Coun

Needs Analysis: To understand the need for additional public Level 2 destination chargers, a
systematic approach evaluated regional EV adoption, existing charging infrastructure access,
socioeconomic factors, environmental justice priorities, travel activity, and commute patterns
to identify high- and moderate-demand areas.

Public destination chargers turn
parking lots into community
amenities, fueling local
commerce while advancing
Darker areas on the map below correspond to a higher need for Public Destination Charging. The analysis was clean transportation.

conducted at the census tract level, which divide the U.S. by local population distribution. This leads to fairly large ‘
census tracts in sparsely populated areas.

Rank and Score (Public Destination Charging) Existing Charging Infrastructure Results .
By Census Tract Level 2 + DC Fast Ports )
e 1-4 2, (&} The analysis shows a clear concentration of needs in
SR s i . and around the City of Bishop, where many of the
e 102 9YeUq! k+ Wt P! W Bt qRUC qRY Ut
opportunities) and residents who may lack access to
- 'Bish;p - charging are located. Other destinations suitable to
2 G 7)) \ public Level 2 EV charger installations exist in other
Big Pine ™ & =) communities of the County, including Lone Pine, Big
T~ Pine, and Independence.
3 5
I,,depend:::: Additionally, regional airports could provide low
N & speed charging access for travelers parked for one or
L ] more full days (Level 1 or lowspeed Level 2).
% Lone Pine
. Fumaceiereskn xct qu! AWac 0! WYnWaqé 13w Ye U«
\Olancha (26) \ charging type due to the various trailheads,
campgrounds, and parks.
L / 7¥Tecog§ o
Charger Deficiency/Gap: Based on data from the Public Destination 2001007 BiSth (north/east) 6 35
Alternative Fuels Data Center (AFDC), there are Chargers Needed in 8832881 lglic;rrgo\;)v%ilte(s:gunty 2 ;g
currently about 18 public Level 2 charging ports Inyo County in 2035 004007 Bishop (central) = 540
installed in Inyo County. It is difficult to estimate how 0005007 Big Pine/
many of these strictly serve destination charging, but Independence ) 10
the overlap is likely large. The County needs about 000800T Lone Pine/ 5 40
~670 more public Level 2 ports by 2035, with more Death Valley

than 500 of them concentrated in and around Bishop.

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT XVii



Public Destination Charging (Level 2) (2/2)
Site Selection Criteria

Public Level 2 destination charging stations should  The followingcriteria can be used to vet potential sites for public Level 2

be provided at the followingsuitable site types:

A Downtown business districts, main streets,
retail centers, public parking lots
Full-service restaurants, theaters,
entertainment and event venues

Parks, trailheads, visitor centers

Airports

Medical offices

Civic buildings (city hall, community centers,
libraries, etc.)

ToTo oo o

destination charger installations:

Awithin urban cores or town centers
AAt or near key destinations, consider user safety

APublic vehicle access, high visibility of site entry points

AOwned or operated by a public agency (county, city, state,
federal)

ANear building entrances or walkways (for visibility and safety)
AProvide clear signage and pavement striping

Site Desigh Recommendations

Charger & Parking Configuration:

A Minimum of 2-4 Level 2 ports per site for
redundancy and costeffectiveness

A Dedicated and unobstructed EVonly stalls,
clearly marked and painted

A Include accessible (ADAcompliant) EV stall per
CA State or local requirements

A Position chargers to minimize cord stretch and
trip hazards, with pedestals located near the
center front of the stall

A Use bollards or wheel stops to protect
pedestals

Electrical and Utility Considerations:
A Install dedicated circuits and disconnects per

NEC Article 625 - = 2o
A Utilize existing electrical capacity where A AlleRI W LIJ(,'GJT E. We GgRENAUG
feasible hours), and preventive maintenance every-&2

A Include conduit stub-outs or raceways for easy
future expansion

Site Amenities & Visibility:

A Provide adequate nighttime illumination for
safety and usability (minimum 2.0 footcandles
at ground level), include security cameras or

A

User Experience:
A

A

Maintenance and Reliability:

A
A

public visibility where possible
ERNUcNUaWIGYt qWBEE W9 6 ¢
applicable time limits, include wayfinding signs
from nearby arterials or parking entrances

Use canopies or shade structures where
possible, integrate solar PV for offsetting
operational energy

Support multiple payment methods (credit
card, RFID, mobile app)

Ensure reattime network status visibility
through online maps (e.gPlugSharg and AFDC
integration

months via an SLA

Include QR codes or contact info for each
charger for issue reporting

Avoid placing chargers in snow plow paths,
ensure surface drainage away from electrical
equipment

Implementation & Ownership Models

ADgcRUAWSYE GRactaRq! WeUT WwW+EGUl RIVOHWWIHYOYG! ww2 13U 3t W2 RIIs W 13t

(E\tdrivers expect chargers) and competitive differentiator (you stay longer, spend more).

Suitable implementation models:
APublicly-owned sites:

Recommended Role for Local
Government (County/Cities):
A Evaluate all publicly-owned

ALocal government to build, own, & operate chargers

ALocal government to build, own, & outsource operation of chargers on publiclpwned sites

AlLand-lease agreements (County/City lease property to an EV charging company)
APrivately-owned sites:

ADirect private investment by EV charging company or local business (or joint)

AGrant applications (by public agencies or private entities)

Suitable operating & pricing models (depending on site conditions and site host preferences):

AFree (unlimited or timelimited) access T to attract visitors and support local business

AFeebased accessT per kWh (recommended) or per hour for cost recovery/revenue generation
and turnover management

Alnclude service level agreement (SLA)to ensure charger uptime of 97% or more and prompt
maintenance/repair

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT

A

A

properties

Explore funding &
implementation models
(own/operate, land lease,
etc.)

Provide letters of support for
grant applications led by
private businesses (to
document charging need in
selected areas)

Assist in streamlining of
approval & permitting
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Private Multi -Family Charging (Level 1/2)

Overview

Private Multi -Family Charging supports EV drivers who live in multi
family residences (often apartments where they have no control over
installation of charging equipment at their homes). Lack of charging
access at multi-unit dwellings (MUDSs) is a significant barrier to EV

adoption.

This should typically be provided in the form dfevel 2 chargersand is
best suited at locations where people park overnight.

Level 2

Charging at parking provided by
multi-family developments

Residents of multifamily housing

Needs Across Inyo County u

Needs Analysis: To understand the need for additional private Level 2 chargers for mufamily
housing, a systematic approach evaluated regional EV adoption, existing charging
infrastructure access, socioeconomic factors, environmental justice priorities, travel activity,

and housing and commute patterns to identify highand moderate-demand areas.

Darker areas on the map below correspond to a higher need for Private Miamily Charging. The analysis was
conducted at the census tract level, which divide the U.S. by local population distribution. This leads to fairly large

census tracts in sparsely populated areas.

By Census Tract
Score of 0 to 20
Score of 20 to 40
Score of 40 to 60
Score of 60 to 80
I Score of 80 to 100

Bishop
0)

ot‘n-

‘ S (47) * (;) &
Y Big Pine

5
4)
Independence
fo3

¥ Lone Pine
136,

¢ .Olancha

Rank and Score (Private Multi-Family Charging) Existing Charging Infrastructure

Level 2 + DC Fast Ports
. 1-4
" 5-12
W 13-18
W 19-24

W s+

2
% (19)

3 =
@) 2

6 1)
(0) - (100),

4
@

o3,

893

190

Furnace Creek> .

127
178 N\

Tecopa ‘ —

Charger Deficiency/Gap: Based on data from the
Alternative Fuels Data Center (AFDC), there are

Private Multi -Family
Chargers Needed in
Inyo County in 2035:

currently virtually no private Level 2 charging ports
installed at multi-family residences in Inyo County. The
County needs about~115 private Level 2 portsby
2035, with about 100 of them concentrated in and

around Bishop.
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Multi -family charging ensures
every county resident can
charge at home wno matter
their housing type. Lack of
home charging access at MUDs
is a key hurdle for increasing EV

adoption.
Results:

The analysis shows a clear concentration of needs in
and around the City of Bishop, where many of the
#Ya2Uq! kt WeGe!l qU0qWAz RGT
located. Other destinations suitable to private Level 2
EV charger installations exist in other communities of
the county, including Lone Pine, Big Pine, and
Independence.

22l WqYWa6WIWne Hqlad e qdeU
are located in smaller buildings as opposed to larger
complexes, it is clear that not all apartments are
appropriate locations for private charging and

locating of community charging near concentrations
of multi-family housing can be appropriate as well

0001007 Bishop (north/east) - =5
000200T Northwest County - -
0003007 Bishop (west) - =5
0004007 Bishop (central) - 95
0005007 Big Pine/

- =5
Independence
000800T Lone Pine/ ) 5
Death Valley
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Private Multi -Family Charging (Level 1/2) (2/2)

Site Selection Criteria

Private multi-family Level 2 The followingcriteria can be used to vet potential sites for private mukfamily Level 2 charger installations:

charging stations should be

provided at the following

suitable site types: AOn-site parking availability and power capacity
APrivate (tenantonly) parking

AAt concentrations of or individual multifamily housing developments

A Apartment complexes and
condominiums
A Mobile home parks

A Workforce or affordable ] )
housing developments Aln all or portion of available stalls

AExclusive-use, shared-access, or hybrid stall assignment

Site Desigh Recommendations

Aowner or HOA, must be willing to support EV charger installations (if not required by cox

Charger & Parking Configuration: flexible parking policies.
A Minimize disruption to existing parking layout A Hybrid Model: Combination of exclusive and shared chargers.
Ensure short conduit runs to electrical panels wherever possible, such Recommended for larger multifamily properties or mixedincome

A
as by clustering chargers developments.

A Surface lots: mount pedestal chargers along perimeter stalls closest to Management Considerations:

A

A

g:rcrt)gﬁgl g?%rg\fe?;gt;gkisr?g;y“ﬁoum chargers on support columns A Define policies for stall assignment (dedicated vs. rotating use).

TPOris or ¢ par«ing. m - SUPPOrt c¢ . ~¢RUq¢RUWAGIICE ] W RN DA IDHILbIZHETE W9 B¢ UL
SRqoszu'““mamq“mﬁmm”M”Vequ'Yaq%%é@womwééclwimNUUcUmmOiwamcoiwu
Garages: use wall-mounted charging units, ensure ventilation, physical overstaying in charging stalls

safety (bollards/wheel stops), and ADA clearances. ’

Maintenance and Reliability:
A Alre Rl DWWy ®TEWe GqROENVAWGI YaGqlWl WGe
maintenance every 612 months via an SLA

Electrical and Utility Considerations:

Install dedicated circuits and disconnects per NEC Article 625

Include conduit stub-outs or raceways for easy future expansion

Design raceways and panels for future scalability (e.g., 1 circuit pemr@

stalls initially, expandable to 1 per 23 stalls).

A Use smart loadsharing systems to support multiple chargers on limited
power supply

To 3 2o

Stall/Unit Assignment:

A Exclusive-Use Model: Each charger is dedicated to a specific tenant or
#HYUT YWe URqtoOWN! GRAE¢ GO ! WRUO qéda Tl We
Tenants pay for electricity directly through metering or billing software.

A Shared-Access Model: Chargers are located in common parking areas
and used by multiple tenants. Access controlled via RFID cards, PINs,
or app authentication. Usage logged per user for billing or
reimbursement. Ideal for complexes with limited electrical capacity or

Implementation & Ownership Models

Property owners and managers increasingly view muifamily charging as both a resident amenity and a Recommended Role for
long-term property investment. Local Government
Providing reliable onsite EV charging enhances tenant satisfaction, supports equitable access to clean (County/Cities):
transportation, and helps future-proof residential communities as public EV adoption continues to grows. A Provide technical

guidance and code
updates (EVfready
requirements)

Suitable implementation models:
AProperty-owner investment or costshare with EV charging providers

AGrants and rebates through utilities or CEC programs A OFier ineamitEs G
retrofits
Suitable operating & pricing models (depending on site conditions and site host preferences): A Streamline approvals of
AResident-paid charging T Per kWh (preferred where feasible), per hour, or per session to recover permit applications
electricity and operating costs A Encourage inclusion of

ASubscription model T Monthly fee for charger access, with or without usage limits

ABundled amenity pricing T Charging costs incorporated into rent, parking fees, or other tenant charges

AAssigned or shared access T Dedicated chargers for specific spaces or shared chargers managed
across residents (including idle fees to discourage overstaying and improve availability)

Alnclude service level agreement (SLA) T to ensure charger uptime of 97% or more and prompt
maintenance/repair

EV charging in affordable
housing projects
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(1/2)
)

Private Workplace Charging (Level 2

Private Workplace Charging supports employees who park for extended
periods during the workday. These chargers enable convenient daytime
charging access at places of employment, helping to reduce range anxiety
for commuters who may lack home charging options. Workplace chargers
may also be used on occasion by visitors, customers, and delivery vehicles.
This charging type should be provided in the form of Level 2 chargers and is
best suited for locations where vehicles are parked for-40 hours during
typical working hours.

Level 2

Charging at private or semprivate locations such as office
buildings, business parks, government facilities, and
industrial sites where employees park during the workday.

Employees, fleet drivers, and loneduration visitors (e.g.,
contractors, clients).

Needs Across Inyo County u

Needs Analysis: To understand the need for additional public Level 2 destination chargers, a
systematic approach evaluated regional EV adoption, existing charging infrastructure access,
socioeconomic factors, environmental justice priorities, travel activity, and commute patterns
to identify high- and moderate-demand areas.

Workplace charging helps
employees go electric wand

helps employers show
sustainability leadership.

Darker areas on the map below correspond to a higher need for Public Corridor Fast Charging. The analysis was ( *

conducted at the census tract level, which divide the U.S. by local population distribution. This leads to fairly large
census tracts in sparsely populated areas.

Rank and Score (Private Workplace Charging) Existing Charging Infrastructure
By Census Tract Level 2 + DC Fast Ports

Score of 0 to 20 - 1-4

Score of 20 to 40 " 5-12

Score of 40 to 60 ® 13-18

Score of 60 to 80 W o9-24
B Score of 80 to 100 W s+

Results:

The analysis shows a diverse need for workplace
charging across Inyo County. The Lone Pine/Death
Valley census tracts scores highest for this need,
driven by very large commute distances and the
presence of moderatelysized employers, such as the
National Park, Caltrans facilities, and hotels, resort,
and other accommodation.

Bishop is also ranked high, having the highest density
of employers that are among the largest in the
County. This includes many local government
facilities (e.g. City, County, fire stations, police
department), restaurants, and local LADWP and
Caltrans branches.

Charger Deficiency/Gap: Based on data from the

; 0001007 Bishop (north/east = 15
Alternative Fuels Data Center (AFDC), there are Private Workplace 002007 North\?ve(:st Coun ty) = <5
currently no private-access Level 2 chargers at Chargers Needed in 0003007 Bishop (west) 3 5
workplaces installed in Inyo County. The County is Inyo County in 2035: 0004007 Bishop (central) . 145
estimated to need about~220 private Level 2 0005007 Big Pine/
charging ports at workplaces by 2035, with about 160 Independence ) =
of them concentrated in and around Bishop, about 45 000800T Lone Pine/ ) 5
in the large Lone Pine & Death Valley area, and another Death Valley
10 across Big Pine and Independence. - ~220
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Private Workplace Charging (Level 2) (2/2)
Site Selection Criteria

Private Level 2 workplace

charging stations should be
provided at the followingsuitable
site types:

Do B o2e

Office buildings

Industrial and business parks
with centralized employee lots
Public agency and
government offices

Hospital and school
campuses (large employers
with stable parking demand)

The followingcriteria can be used to vet potential sites for private Level 2 workplace charger installations:

AWwithin employment centers, business parks, or institutional campuses or yards
ANear major commuter corridors or concentrated job hubs

Aldeally use area limited to employee or fleet vehicle access

APrivately owned or operated by employers, property managers, or local government
AMay include partnerships with utilities or thirdparty charging providers

Aln employee or fleet parking areas near main building entrances for convenience and
visibility

Site Designh Recommendations

Charger & Parking Configuration:

A

A
A

Minimum of 2-6 Level 2 ports per site to
accommodate multiple employees and
ensure redundancy

Consider ratio of employees to chargers
Designate dedicated EVonly stalls located
near building entrances or employee lots,

A Consider free or discounted charging as an
employee incentive. However, anticipate
long-term implications under growing EV
adoption.

electrical infrastructure, consider networked
load-management systems that distribute
power among chargers to stay within site
capacity limits

For campuses or large employers, consider
centralized EVfready panels that can support
multiple charging clusters

Maintenance, Safety, and Reliability:
A AdhzRI UK dTEWe GqRAOWAL
hours), and preventive maintenance every-6

clearly marked and painted

A Plan conduit for future expansion

A At large employers, consider timelimited
Gel t RUNDWGY GARYHER! 1L ALLEAIHGILHR
turnover is desired

A Include at least one accessible (ADA A
compliant) EV stall per facility, positioned
near an accessible route to the building

Access and User Management:
A Restrict charger access to authorized
ees through RFID card, mobileapp
authentication, or physical access barriers
(badge access to gated parking area)
Post clear operational signage outlining
usage policy, time limits, and contact
information for assistance
Electrical and Utility Considerations:
A Install dedicated 208/240 V circuits with
disconnects compliant with NEC Article 625
A Coordinate early with the local utility to
assess available transformer capacity and A
potential demand-charge implications for
daytime charger use
A For smaller employers or sites with limited

User Experience:

A Choose networked chargers that support
payment processing and energy usage
tracking

Promote workplace charging as part of
organizational sustainability goals; highlight

periodic communications

energy savings and GHG reductions through

A

12 months via an SLA

Equip chargers with bollards, wheel stops,
and adequate lighting for safety and
nighttime usability

A Avoid snow plow paths, ensure surface

drainage away from electrical equipment

i

Implementation & Ownership Models

Employers increasingly view workplace charging as both an employee benefit and a sustainability
investment. Providing EV charging helps attract and retain talent and demonstrate leadership in
clean transportation.

Suitable implementation models:
APrivately-owned sites:
AEmployerfunded installation and ownershipT company procures, installs, and manages
chargers as an employee amenity or sustainability measure.
AEmployer-owned, third-party operatedT employer owns infrastructure but contracts a network
operator for operation, maintenance, and billing.
AThird-party investment modelT charging service provider installs and operates equipment
under lease or revenueshare with the property owner.
APublicly-owned or institutional workplaces:
A Agencyowned installations at County, City, or State employee facilities.
APublic-private partnerships with charging networks for installation and management/operation

Suitable operating & pricing models (depending on site conditions and site host preferences):

AFree access for employees as a workplace benefit or fleefupport measure.

AFee-based accessT per kWh or per session, to manage demand and recover electricity or
maintenance costs.

AReimbursable accesst employees pay directly through app or RFID, with optional employer
reimbursement for verified workrelated use.

Recommended Role for Local
Government (County/Cities):

A

A

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT

Lead by example by installing
workplace chargers at County and City
facilities

Support local employers through
outreach, technical guidance, and
incentive awareness

Provide letters of support for grant or
rebate applications from private
businesses

Streamlining permitting & electrical
review

Encourage voluntary participation in
recognition or certification programs
highlighting EVfriendly workplaces

(suchas[ Y| q6 k)t WEé x
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Community Fast Charging supports both residents and visitors
needing quick top-ups during short stops within populated areas.

This should be provided in the form dDC fast chargers (DCFCs)and is
best suited at locations where people park for less than one hour.

DCFC

Fast charging in community hubs
such as downtown areas or near
transit

Local drivers, Uber/Lyft/taxi
drivers, fleets

Needs Across Inyo County

Needs Analysis: To understand the need for additional public community fast chargers, a
systematic approach evaluated regional EV adoption, existing charging infrastructure access,
socioeconomic factors, environmental justice priorities, travel activity, and commute patterns

to identify high- and moderate-demand areas.

L

Fast charging at community
hubs empowers residents and
local fleets to recharge quickly
without need to travel great
distances.

Darker areas on the map below correspond to a higher need for Public Corridor Fast Charging. The analysis was
conducted at the census tract level, which divide the U.S. by local population distribution. This leads to fairly large G

census tracts in sparsely populated areas.

Rank and Score (Public Community Fast Charging) Existing Charging Infrastructure
By Census Tract Level 2 + DC Fast Ports
Score of 0 to 20 “ 1-4
Score of 20 to 40 " 5-12 895,
Score of 40 to 60 1 13-18
Score of 60 to 80 W o19-24
I Score of 80 to 100 125+
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Public Community Fast
Chargers Needed in
Inyo County in 2035:

Charger Deficiency/Gap: Based on data from the
Alternative Fuels Data Center (AFDC), there are currently
about 96 public DC fast charging ports installed in Inyo
County. It is difficult to estimate how many of these strictly
serve community fast charging. The County needs about
~130 public community DCFC ports by 2035, with more
than 100 of them concentrated in and around Bishop.

Results:

The analysis shows a clear concentration of need for
RUWq6 W9 Rq! WYnNIW7 Rt 6 YGALs
highest-demand area due to its role as the primary
population, employment, and service center.

Other priority areas include Lone Pine and the Death
Valley gateway area, which show strong suitability
because of their roles as community activity centers
and gateways to major recreational destinations such
as Death Valley National Park and Mt. Whitney.

Lastly, areas outside these main communities
generally show lower suitability for this charging type,
as they have smaller population bases and fewer
concentrated activity centers where community
oriented fast charging would be most utilized.

0001007 Bishop (north/east) 24 <5

000200T Northwest County - <5

0003007 Bishop (west) - <5

0004007 Bishop (central) 23 101-150

0005007 Big Pine/ 2 <5

Independence

000800T Lone Pine/

Death Valley all oy
96 ~130
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Public Community Fast Charging (DCFC) (2/2)
Site Selection Criteria

Public community fast charging stations should be  The followingcriteria can be used to vet potential sites for public community fast
provided at the followingsuitable site types: charger installations:

AWwithin urban cores or activity centers

A Grocery stores, retail centers, and civic parking AAt or near major destinations, consider site safety

lots
A Parks, libraries, and recreation centers AEasy public vehicle access from major roads
A Downtown parking lots with 24hour access AHigh visibility, clear circulation, and safe ingress/egress
A Limited-service restaurants (such as fast food),

small museums, visitor centers APublicly owned sites or private sites with willing hosts

ANear primary parking and circulation area
AProvide clear signage and pavement striping

Site Design Recommendations

Charger & Parking Configuration: Site Amenities & Visibility: A Establish routine inspection and preventive
A Provide multiple DC fast charging ports A Provide adequate lighting for safety and maintenance procedures

where demand is expected nighttime use A Include remote monitoring and fault
A Use dedicated EV charging stalls with A Include security cameras or public visibility notifications where feasible

adequate maneuvering space where feasible A Ensure drainage and snow clearance do not
A Include at least one accessible (ADA A Install clear signage from nearby streets and interfere with charger operation

compliant) stall per applicable requirements within the site
A Position equipment to minimize cable reach A Co-locate with restrooms, food, seating, or

to charging inlets and vehicle conflicts other nearby amenities when possible
A Use bollards or wheel stops to protect

User Experience:
A Support multiple payment methods (credit
card, mobile app, RFID)
Electrical and Utility Considerations: A Display pricing, time limits, and charging
A Install dedicated circuits and equipment instructions clearly
consistent with utility requirements A Ensure reattime charger status is available
A

charging equipment (pedestal, electrical
equipment)

A Prioritize sites with available electrical through maps and charging apps
capacity or feasible service upgrades Provide contact information or QR codes for
A Coordinate early with the utility on customer support
transformer, panel, and interconnection
needs
A Design electrical capacity for future
expansion where possible

Maintenance and Reliability: P :

A AdhzRI DWWy ®TEWe GqRGWDAWG! Y G’a]LLII DGe¢ RI LLIbln,I‘IYLLI
hours), and preventive maintenance every-6
12 months via an SLA

Implementation & Ownership Models

Public community fast chargers are typically intended to serve local residents and visitors who
need convenient shortduration charging at publicly accessible locations.

Recommended Role for Local
Government (County/Cities):

A Identify priority public fast-
charging locations based on
commercial activity and site
readiness

Coordinate with utilities on
power availability and
upgrade timing

Suitable implementation models:
APublicly-owned sites:
AlLocal government to build, own, & operate chargers
AlLocal government to build, own, & outsource operation of chargers on publiclgwned sites
AlLand-lease agreements (County/City lease property to an EV charging company) A
APrivately-owned sites:
ADirect private investment by EV charging company or local business (or joint)

AGrant applications (by public agencies or private entities) A Support permitting, site
Suitable operating & pricing models (depending on site conditions and site host preferences): access, and public-private
AFeebased access using perkWh pricing (typically required), or peminute/session pricing partnerships

where needed A Help secure grants & rebates
ATime-based policies or idle fees to promote turnover and charger availability A Improve wayfinding to
ANetworked operation with remote monitoring, customer support, and payment processing charging locations

AsService level agreement (SLA) to ensure high uptime and timely maintenance/repair
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Public Corridor Fast Charging (DCFC)

Overview

Public Corridor Fast Charging supports EV drivers traveling long distances
along major highways and regional routes. These stations enable quick
recharging during travel and are critical for enabling reliable intercity and
regional EV trips. This charging type is provided through DC fast chargers
(DCFC) and is best suited for locations where drivers stop for 456 minutes.

DCFC

Fast charging located along major travel
corridors, serving drivers making interregional o
long-distance trips. These stations are typically
co-located with travel-serving amenities.

Road trippers, tourists and recreational visitors,

interregional commuters

to identify high- and moderate-demand areas.

Need oss Inyo Count T

Needs Analysis: To understand the need for additional public corridor fast chargers, a
systematic approach evaluated regional EV adoption, existing charging infrastructure access,
socioeconomic factors, environmental justice priorities, travel activity, and commute patterns

Corridor fast charging is the
backbone of long -distance EV
travel, connecting communities
and supporting tourism.

Darker areas on the map below correspond to a higher need for Public Corridor Fast Charging. The analysis was ( !
conducted at the census tract level, which divide the U.S. by local population distribution. This leads to fairly large

census tracts in sparsely populated areas.

Rank and Score (Public Corridor Fast Charging) Existing Charging Infrastructure
By Census Tract Level 2 + DC Fast Ports
Score of 0 to 20 = 1-4 S (g) {6}
Score of 20 to 40 = 5-12 bos
Score of 40 to 60 " 13-18 . =
I Score of 60 to 80 Wo9-2 g
W Score of 80 to 100 M o2s+

5 Bishop
(33)

iIndependence]
o3

llonelPine]
L)

[Olanchalizsd

Public Corridor Fast
Charger Deficiency/Gap: Based on data from the Chargers Needed in
Alternative Fuels Data Center (AFDC), there are Inyo County in 2035:

currently about 96 public DC fast charging ports
installed in Inyo County. It is difficult to estimate how
many of these strictly serve corridor charging. The
County needs about~30 public corridor DCFC ports
by 2035.

Results:

The analysis shows that the highest need for public
corridor fast charging is concentrated along the US
395 and SR190 corridors, which serve as the primary
north-south and eastwest travel routes through Inyo
County. These corridors support lonedistance travel
between Southern California, the Eastern Sierra,
Death Valley National Park, and Nevada.

Key communities along these routes (Bishop, Big
Pine, Independence, Lone PineQlancha, and

Furnace Creek) are well positioned to serve as
strategic charging locations due to their proximity to
highway access, available services, and role as travel
stopping points.

000100t Bishop (north/east) 24 <5

000200t Northwest County - <5

000300t Bishop (west) - <5

000400t Bishop (central) 23 <5

0005007 Big Pine/ 2 5.10

Independence

0008007 Lone Pine/

Death Valley 47 Y
96 ~30
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(2/2)

Public Corridor Fast Charging (DCFC)

Site Selection Criteria

The followingcriteria can be used to vet potential sites for public corridor fast
charger installations:

Public corridor fast charging stations should be
provided at the followingsuitable site types:

ALocated directly along or close to major corridors (e.g., US95)

A Gas stations and travel centers along highways APositioned at logical stopping intervals for loneglistance travel

A Convenience stores and quickservice
restaurants AEasy ingress/egress from (or near) highways

A Highway-adjacent retail centers and grocery A24/7 public accessibility with minimal detour from travel route
stores

R Visitor centers and gateway locations (e.g. Awilling site host with longterm site control or lease potential
parks, recreation areas) AcCompatibility with commercial or highway-serving uses

A Hotels or lodging located near major travel

ASpace for multiple highpower chargers and vehicle queuing
Asafe circulation for pulkthrough or trailercompatible charging

Site Design Recommendations

public visibility where possible o - o ]
ERNDUcNUaWGYt qWmEEéWI6¢!I DRUNWSUG! wwt RNUY Ws Ra
applicable time limits, include wayfinding signs

routes

Charger & Parking Configuration:
A Install multiple DC fast charging ports (48+ per A
site) to support corridor demand

expansion (cost + schedule)
Consider energy storage or load management
where grid capacity is constrained

Site Amenities & Visibility:

support access

A Include high-power chargers (150350 kW from nearby arterials or parking entrances
where feasible) A Use canopies or shade structures where

A Provide pulkthrough or trailer-friendly stalls possible, integrate solar PV for offsetting
where space allows operational energy

A E_nsure_ADAcomleant access and safe vehicle User Experience:
irculation A Support multiple payment methods (credit

A Use bollards or barriers to protect equipment card, RFID, mobile app)

Electrical and Utility Considerations: A Ensure reattime network status visibility

A Coordinate early with utilities for highcapacity through online maps (e.gPlugSharg and AFDC
service and transformer needs integration

A Plan for significant electrical loads and future A Provide clear instructions and customer

A

Maintenance and Reliability:
A AUz Rl WK ¢TEWe GqRAWAWG! YGGqLW WGeRI WeARYLW

hours), and preventive maintenance every-62

A Co-locate with restrooms, food, and months via an SLA

convenience services A Implement remote monitoring and proactive
A Provide adequate nighttime illumination for maintenance ) )

safety and usability (minimum 2.0 footcandles A Ensure alkweather functionality (snow

at ground level), include security cameras or

clearance, drainage, heat considerations)

Implementation & Ownership Models

Public corridor fast chargers are primarily designed to support londistance travel. These
stations are typically located along major highways and rely on partnerships between public

agencies, utilities, and private charging providers to deliver reliable, highower charging access.

Suitable implementation models:
APublicly-supported sites:
APublic agency provides land, funding support, or site preparation, with private partner

installation and operation

AlLand-lease agreements (County/City lease property to a charging provider)
APrivately-led sites:
ADirect private investment by EV charging networks, fuel retailers, or travetiented

businesses

AUtility-supported or grantfunded installations (e.g., NEVI, CEC programs)

Suitable operating & pricing models (depending on site conditions and site host preferences):
AFee-based access (standard)r per kWh (preferred), or peminute/session pricing where

required

Aldle fees or timebased pricing to encourage turnover and maintain availability
A24/7 public access with networked operation (payment processing, monitoring, support)

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT

Recommended Role for Local

Government (County/Cities):

A Identify priority sites along key
corridors (e.g., US395, SR190)
based on travel demand and
spacing needs

A Coordinate with utilities on power
availability, interconnection, and
upgrade timelines

A Support site access, permitting,
and right-of-way coordination

A Help secure state and federal
funding (e.g., NEVI, CEC)

A Improve highway and local
wayfinding signage to charging
locations
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ES.3. HOWTO USE THIS DOCUMENT

This document is comprised of six main chapters and eight

appendices to suppl ement the information provided in the Acronyms and other terms  used in
main chapters and  supply methodology documentation .To  thisplanare defined above under
jump ahead to a specific chapter or appendix, simply click Acronyms and Terms

the bold -printed head er names below.

Chapter 1 (Introduction): The first chapter provides an overview of the project 0 purpose,
relevant regulations, planning and policy context as well as a summary of the document structure.

Chapter 2 (Existing Conditions): This chapter summarizes the existing conditions for zero -
emission vehicle (ZEV) adoption and charging infrastructure in Inyo County. This baseline analysis

informs prioritizing strategies, infrastructure investments, policy recommendations, and inclusive

outreach strategies.

Chapter 3 (Community and Stakeholder Engagement): This chapter provides an overview of
the engagement approach, targeted audiences, and how the feedback shaped the final plan.

Chapter 4 (Demand Forecast & Siting Analysis): This chapter presents analytical findings on

where, how much, and what types of EV charging infrastructure will be needed in Inyo County over
time , based on a needs and suitability analysis . The chapter also i dentifies numer ous candidate
sites across the county to be considered for charging infrastructure deployment.

Chapter 5 (County Fleet Transition and Charging Infrastructure Recommendations): This
chapter documents the recommended strategy ffuure EVileetagthen g
9 prioritized facilities , along with explanation of how these recommendations were informed by the

analysis of technical considerations including energy projections, charging strategies,

implementation phases , and estimated capital and operating costs.

Chapter 6 (Implementation Plan): This final chapter provides a clear, actionable roadmap to
guide the Inyo County Local Transportation Commission and its member agencies in deploying EV
charging infrastructure for both public and fleet use.

The appendi ces include:

Appendix A (Existing Conditions Assessment): This appendix describes the current
environment regarding EVs in Inyo County in detail , including its regional location, major
transportation facilities, socioeconomic factors, EV adoption, and existing public charging
infrastructure.

Appendix B (Documentation of Stakeholder and Public Engagement): This appendix is
comprised of the Community Engagement Plan used to solicit input, documentation of public and
stakeholder meetings as well as the online platform (Social Pinpoint) and examples of material for
stakeholder use.
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Appendix C (Charger Needs Analysis: Documentation of Scoring Metr ics ): This appendix
consists of documentation of scoring metrics and data sets used to prepare charger siting
reco mmendations.

Appendix D ( Potential EV Charger Sites: Information Sheets ): This appendix shows and
describe sthe example sites for new EV ¢ harging deployments  identif ied during the Plan

development in greater detail.  Each site information sheet includes a table with key site properties
name , address, the applicable charging use case(s),r elevant site features, and potential charger
installation s, as well as a n aerial image of the site and a regional map highlighting its location

relative to adjacent communities and roadways.

Appendix E (Overview of Alternative Fleet EV Charging Strategies): This appendix provides

an overview of possible charging strategies for future e
given the Countyds operational needs including the opera
disadvantages of both a dedicated and a sha red charging strategy.

Appendix F (Site - Specific Fleet Charging Infrastructure Recommendations): This appendix

consists of detailed fleet charging infrastructure installation recommendations for nine Inyo County
fleet domiciles.

Appendix G (Charqing Infrastructure Cost Estimation Methodology): This appendix outlines

DKS Associates6é approach to esti mat iandyopecatop mstardl expenditu
maintenance expenditure s (OPEX) for electric vehicle supply equipment (EVSE) deployment, as
applied to fleet charging infrastructure cost estimates prov ided in this plan

Appendix H (Funding Opportunities): This appendix provides a summary of federal, state,
regional, utility, and private -sector programs expected to be active through the foreseeable future.
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INTRODUCTION

1.1 PURPOSE

Like most rural counties in California and other states, Inyo County has see n slow uptake of electric
vehicles but is showing forward thinking in its desire to develop and implement an actionable plan

for EV readiness moving forward. While the political climate has shifted in recent months, resulting

in elimination of consumer tax credits for EV purchases as well as reduction of  grants and funding
available for fleet transitions to EVs, it remains clear that while adoption of EVs may not be
accelerating as it has in recent years, there is still a need to prepare for the inevitable increases in
EV adoption projected into the future. Inyo County wishes to position itself in order to support
adoption of EVs by its residents and visitors, as well as for the fleet vehicles owned by the County

and its jurisdictions.

1.2 RELEVANT REGULATIONS

The state of California has established the most comprehensive zero -emission vehicle policies in
the nation. These regulations create binding requirements for vehicle manufacturers, fleet
operators, and in some cases vehicle purchasers. The following sections summarize the key state

programs affecting Tulare County.

The information in this section reflects California policy and regulatory status as of
November 2025. For the most current information on state ZEV regulations, please visit
the California Air R esources Board website at https://ww?2.arb.ca.qov/

1.2.1 CALIFORNIA AIR RESOURCES BOARD REGULATIONS

California has adopted several regulatory programs to accelerate the transition to zero -emission
vehicles and reduce greenhouse gas (GHG) and air pollutant emissions from the transportation

sector 1. This section provides an overview of four major programs: Advanced Clean Cars I,

Advanced Clean Fleets, the Innovative Clean Transit (ICT) Regulation, and the Clean Miles

Standard.

1.2.1.1 Advanced Clean Cars Il (ACC II)

ACC Il accelerates the transition to zero -emission light -duty vehicles, requiring manufacturers to
increase the share of ZEVs sold each year starting in 2026. By 2035, all new passenger cars, SUVs,
and light trucks sold in California must be ZEVs, such as battery -electric or hydrogen fuel cell

! California Air Resources Board. (2024). Zero -Emission Vehicle Program . https://ww?2.arb.ca.gov/our -work/programs/zero
emission -vehicle -program/about
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vehicles. The regulation also tightens emissions standards for remaining gasoline vehicles, with an
overall goal of reducing light -duty vehicle emissions by 50% by 2040 compared to today 2,

1.2.1.2 Advanced Clean Trucks (ACT)

The ACT regulation requires manufacturers of medium - and heavy -duty vehicles (Classes 2B i 8) to
sell an increasing percentage of ZEVs beginning in 2024. Targets vary by vehicle class, reaching

55% ZEV sales for Class 2B i 3 trucks, 75% for Class 4 i 8 straight trucks, and 40% for truck

tractors by 2035. ACT also includes one -time reporting requirements for large fleets to facilitate

planning 3.

The ACT regulation establishes a ZEV sales requirement for manufacturers and a one -time
reporting requirement for large entities and fleets. Under ACT, manufacturers who sell medium -
and heavy -duty vehicles must sell an increasing percentage of ZEVs between 2024 and 2035.

1.2.1.3 Advanced Clean Fleets (ACF)

Adopted in 2023, ACF complements ACT by setting phased ZEV purchase and fleet turnover
requirements for fleet operators, including state, local, and (if authorized) private fleets. Starting in

2024, fleets must begin purchasing ZEVs, with full transition d eadlines ranging from 2035 to 2045
depending on fleet type and size 4,

As of November 2025, California's Advanced Clean Fleets regulation has been significantly
curtailed. Following legal challenges from multiple states and industry groups, CARB withdrew its

EPA waiver request in January 2025 and agreed to formally repeal the High - Priority Fleet and
Drayage Fleet requirements. CARB proposed the repeal in August 2025, with final action expected
by August 2026. The regulation's 2036 requirement for 100% zero -emission sales of new medium

and heavy -duty trucks will not be enforce d unless CARB obtains EPA approval. Only the State and
Local Government Fleet requirements remain in effect, as these do not require federal waivers

1.2.1.4 Innovative Clean Transit Regulation

ICT requires California's public transit agencies to transition to 100% zero -emission bus fleets by
2040. Large agencies began purchasing ZEBs in 2023, and small agencies must meet phased

purchase requirements beginning in 2026. The regulation prioritizes deployment in disadvantaged
communities and mandates that agencies prepare detailed ZEB rollout plans 5,

2 California Air  Resources Board. (2024). Advanced Clean Cars Program . ttps://wwz2.arb.ca.gov/our
work/programs/advanced __ -clean -cars - program/about

3 California Air Resources Board. (2021). Zero -Emission On -Road Medium -and Heavy -Duty Strategies.
https://ww?2.arb.ca.gov/resources/documents/zero -emission -road -medium -and -heavy -duty -strategies

4 California Air Resources Board. (2024). Advanced Clean Fleets Regulation Exemptions and Extensions Overview.
https://ww?2.arb.ca.gov/resources/fact -sheets/advanced -clean -fleets -requlation -exemptions -and -extensions -overview

5 California Air Resources Board. (2024). Advanced Clean Fleets . https://ww?2.arb.ca.gov/our -work/programs/innovative -
clean -transit
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1.2.1.5 Clean Miles Standard

The Clean Miles Standard (CMS) addresses GHG emissions from ride - hailing services, such as Uber
and Lyft, which represent a growing share of Californiabo

Established under Senate Bill 1014, the CMS requires transportation network companies (TNCs) to:

1 Reduce GHG emissions per passenger mile traveled,

1 Increase the share of zero  -emission miles traveled on their platforms.

By 2030, 90% of all TNC vehicle miles traveled must be zero -emission, and emissions per
passenger mile must reach zero 5,

TABLE 1: SUMMARY TABLE OF MAJOR CARB ZEV REGULATIONS

PROGRAM SECTOR TARGETED MAIN REQUIREMENT TIMELINE
ADVANCED CLEAN CARS II Passenger vehicles 100% ZEV new sales By 2035
ADVANCED CLEAN TRUCKS Medium/heavy -duty vehicles Progressive ZEV sales targets By 2035
ADVANCED CLEAN FLEETS Medium/heavy -duty fleets Gradual ZEV fleet turnover 20357 2045
INNOVATIVE CLEAN TRANSIT Public transit 100% ZEB fleets By 2040
CLEAN MILES STANDARD Ride -hailing 90% ZEV miles traveled By 20 30

1.3 REGIONAL PLANNING EFFORTS

The Inyo County 2023 Regional Transportation Plan (RTP) includes an explicit environmental
objective to align transportation policy with California
statewide global warming emissions targets established under AB 32.

Within the RTP6s Policy El ement, several policies-direct
making to GHG reduction strategies and create a policy basis for EV planning:

1 Policy 7.5 calls for considering alternative transportation technologies, explicitly including
Zero Emission Vehicles.

91 Policy 7.6 calls for coordination with local and neighboring jurisdictions on
programs/projects aimed at reducing or offsetting regionally produced GHG emissions.

1 Policy 7.7 calls for developing a Zero Emission Vehicle Readiness Plan for the region in
cooperation with Caltrans and neighboring jurisdictions.

6 California Air Resources Board. (2024). TNC Driver Fact Sheet: Clean Miles Standard Program
https://ww?2.arb.ca.gov/our -work/programs/clean __-miles - standard
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The RTP also includes a dedicated discussion of Zero -Emission Vehicles, noting expected growth in
EV/ZEV adoption and the associated increase in demand for charging infrastructure, and it

identifies US 395 as an Alternative Fuel Corridor in the context of NEVI/California deployment
planning & reinforcing corridor charging as a regional priority.

EV planning is a direct implementation pathway for RTP Policy 7 (Environment), translating broad
GHG-reduction intent into actionable strategies such as ZEV readiness planning, coordinated
corridor charging investment, and targeted expansion of charging access to reduce reliance on
internal combustion travel over time.

The RTP notes that the Innovative Clean Transit (ICT) regulation requires the Eastern Sierra Transit
Authority (ESTA) to develop and submit a Zero - Emission Bus Rollout Plan to CARB, and it
references the electrification feasibility study as part of this transition.

ESTA has produced a Zero -Emission Bus Feasibility Study (2024) describing its service area (Inyo
and Mono counties) and the effort to prepare a fleet electrification plan to support a transition to
zero -emission buses.

I nyo County is associated with an identified funding eff
El ectrification and Expansion in |Inyo County, o6 which exp
service improvements to the goal of reducing greenhouse gas emis sions and improving service in

key communities.

1.4 LOCAL POLICY FRAMEWORK

Local jurisdictionsin  Inyo County may have various policies and codes affecting EV infrastructure
deployment. Most cities have adopted the California Building Code requirements for EV charging
readiness in new construction. However, streamlining of permitting processes, development of

public ¢ harging programs, and integration of EV considerations into general plans and climate

action plans varies across jurisdictions.

California law includes provisions requiring local governments to approve EV charging equ ipment
installations in a timely manner and limit unreasonable restrictions. AB 1236 requires expedited

permitting approval for Level 2 charging installations. SB 1000 requires environmental justice

elements in general plans which can be leveraged to addre ss EV access in disadvantaged
communities. Local implementation of these state requirements affects the ease of charging station
deployment.

As ZEV adoption accelerates, local jurisdictions will need to update policies to support infrastructure
deployment. This includes revising zoning codes to facilitate charging installations, adopting
building electrification measures, ensuring adequate electrical capacity in redevelopment areas,
and coordinating with utilities on grid planning.

1ol |\
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EXISTING CONDITIONS

This chapter presents the existing conditions for zero -emission vehicle (ZEV) adoption and charging

infrastructure in  Inyo County. The analysis serves as the foundation for the development of the

EVCINP, which aims to accelerate the equitable adoption of ZEV technologies, expand access to

charging infrastructure, and support the Countyds broade
This baseline analysis inform s prioritizing strategies, infrastructure investments, policy

recommendations, and inclusive outreach strategies.

The following provides a summary of key observations made in the existing conditions  assessment,

which is included in full in Appendix A.

2.1 INYO COUNTY DEMOGRAPHICS

2.1.1 REGIONAL CONTEXT

Inyo County lies along the eastern Sierra Nevada, serving as a major north T south gateway

between Northern and Southern California, and providing access to Death Valley. Its geography

spans arid desert basins to steep mountain environments. The ¢ oumpulatios ispl9,016 (as of
2020) , with Bishop as the only incorporated city (3,819 residents). Several unincorporated

communities range from 760 to 2,750 residents , including Dixon Lane -Meadow Creek, West Bishop,
Lone Pine, Big Pine, Independence , Furnace Creek , and Shoshone . The county includes five tribal
communities totaling about 3,000 residents.
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FIGURE 1:INYO COUNTY COMMUNITIES
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2.1.2 COMMUTE PATTERNS

Data from the  Longitudinal Employer -Household Dynamics (LEHD) program (a U.S. Census Bureau
initiative )7 shows Inyo County residents tend to commute much longer distances than the
statewide average. Depending on the community, 40-50% of residents commute under 10 miles

(similar to statewide), but a much larger share commute over 50 miles, especially in the Lone Pine
and Death Valley census county divisions ( CCDs). Directional commute flows by CCD closely align
with the countyds major travel corridors

2.1.3 MULTI -FAMILY HOUSING

According to the U.S. Census American Community Survey 8 asof 2022 , ~64% of housing units in
Inyo County are single -family detached, whereas ~36% are other types ( such as apartments,
condos, mobile homes, and RVs). Countywide, ~900 multi -family dwelling units (MFDUSs) exist,
with Bishop containing the majority (790 units). Since most MFDUs lack onsite charging, access to
nearby public charging is critical for multi -family residents.

2.1.4 DISADVANTAGED COMMUNITIES

CalEnviroScreen 4.0 °is a statewide model that combines ap ollution burden score (measures
pollution exposures such as air quality, drinking water contamination, pesticide use, toxins from

facilities, and traffic density ) that an area fac es with a population characteristics score ( measures
the sensitivity of the local population in terms of health status, age, and socioeconomic factors)

This result s in an overall score  that ranges from 0 to 100%. CalEnviroScreen 4.0 identifies no areas
inlnyoCounty as di sadvantaged (ilfy7€de) vhough thersauthern half of the

county generally scores higher (i.e. is subject to higher pollution and/or population sensitivity)

Also, federal Justice40 designations show Low-Income Communities (LICS) in much of southern

Inyo County, including Lone Pine, Furnace Creek, and Shoshone.

’ https://onthemap.ces.census.gov/

8 https://www.census.gov/programs -surveys/acs.html

9 https://oehha.ca.gov/calenviroscreen/report/calenviroscreen -40
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2.2 PROGRESS TOWARD ELECTRIFICATION OF TRANSPORTATION

2.2.1 ELECTRIC VEHICLE ADOPTION

Inyo County has experienced gradual growth in
zero -emission vehicles (ZEVs), primarily battery
electric vehicles (BEVs) and, to a lesser extent,
plug -in hybrid electric vehicles (PHEVS).
However, adoption continues to lag far behind
statewide trends, refle  cting patterns typical of
rural California counties.

As shown by California Energy Commission
data 1°, both Inyo County and the state had very
few ZEVs in 2010. By 2024, the statewide total
had risen to nearly 1.9 million ZEVs, while Inyo
County had just over 300. ZEVs made up 6.

of all vehicles statewide but only 1. 4% of
vehicles in Inyo County
countydéds 20214
(58%) and 127 were PHEVSs.

Light -duty vehicle sales data from 2021
shows strong and consistent statewide growth in
ZEV market share, from about 1

4%

(see Figure 2). Ofthe
ZEV popul ati

12024

3% in 2021 to roughly

BEVs, PHEVs, and FCEVs:
Are all ZEVs created equal?

Zero-emission vehicles (ZEVs) incl@&leVs, PHEVs, as
well as hydrogen fuel cell electric vehicles (FCEVS).
However, in the lightluty passenger vehicle segment,
FCEVs have seen much lower adoption than the othe
two powertrain technologies. This is largely due to
factors such as lack 8{EV models, the high cost of
hydrogen fuel, andery high hydrogen fuel and fueling
station development costs, which has led to only a ve
sparse network of hydrogen fueling stations. In Inyo
County, thereare no hydrogen fuel stations ard date,
no direct FCEV salbave beerrecorded by the CEC.
One Toyota Mirai FCEV was registered in Inyo Count
during 2020, but since then no FCEV has been part o
the lightduty vehicle population in the County. Hence,
virtually all cited ZEV population and sales figures in t
report referto BEVs and PHEVs.

25% in 2024. I n contrast

ZEV sales share fluctuated considerably and increased more slowly, from around 5% in 2021 to

roughly 9% Thi s

trends.

by 2024.

Fuel cell electric vehicles (F
hydrogen refueling stations.

10 https://www.energy.ca.gov/data -reports/energy

highlights

CEVs) are essentially absent

-almanac/zero

the countybés conti

in Inyo County largely due to lack of

-emission -vehicle -and -infrastructure -statistics -

collection/light
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FIGURE 2: BEV AND PHEV ADOPTION IN INYO COUNTY AND CALIFORNIA BY YEAR

2.2.2 CVRP DATA

Inyo

From 2010 7 2023, Inyo County received 44 total rebates through Cal i f orni ads Clean Vehi

Project (CVRP) 1. These total about $103k , representing just 0.01% of statewide rebate funding.
Overall, t he rebate statistics i ndi cate underutilization of CVRP i
share of the statewide vehicle population.

2.2.3 EXISTING EV USAGE IN INYO COUNTY

ncent i\

Replica?i s a fibig datao source that estimates trips nationwi

desired sub -areas, both by actual area of travel and by home location of drivers themselves

Replica data shows that o nly 0.7% of trips/VMT (vehicle miles travelled) involving Inyo County are
byBEVs,| ower than the Countyds BEV sihdkatieg thatfexisting BMs aré e
underutilized compared to other vehicles. BEV drivers tend to have higher incomes, multiple

household vehicles, and single  -family residences , each more so than non  -EV drivers.

1 https://cleanvehiclerebate.org/en/rebate - statistics

12 https://www.replicahg.com/
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2.3 EXISTING CHARGING INFRASTRUCTURE IN INYO COUNTY

2.3.1 OVERVIEW OF ELECTRIC VEHICLE CHARGING TYPES

Typical EV charging infrastructure consists of three main types, based on power output and

therefore potenti al charging speed. The three main categ
110-or120 -Vol t AC outl et, fALevel 20 w220 cdn240 yVpltieoeagy doyrce,c onsi st s
and AiLevel 30 or DC Fast Charge, which typically consi st
power source. For the purposes of this document, Level 1 is not discussed further, as it typically

involves simply pluggingi  nto existing outlets and is hardly ever used for public charging, while

Level 2 and DCFC are discussed in more detail. One often -used term in the EV charging industry is

electric vehicle supply equipment (EVSE), which describes all electrical hardware and software

needed to safely connect an EV to a power source for rec
stationso, and AEVSEO can be and are used interchangeahbl

2.3.1.1 Level 2 Chargers

The most common type of charging stations or EVSE —

is known as a Level 2 charger, though, technically

speaking, the charger is on board the EV to convert O O
alternating current (AC) power to direct current (DC) O o o

for storage i n t hehatBdhdesLevel2t t «
EVSE is the electrical suppl

onboard charger. In general, Level 2 EVSE supplies J3400
220 - 240 Volts of AC and is usually capable of delivering J1772 (NACS)
6-12 kilowatts (kW) of power, though some Level 2 (Tesla)
EVSE can deliver up to 19.2 kW when suppl ied by 100 -

amp circuits. Level 2 EVSE can typically add between FIGURE 3:LEVEL 2 CONNECTOR TYPES

15 and 40 miles of range to an EV per hour of charge,

depending on the amperage of the circuit and the charging capabilities of the vehicle. As illustrated

in Figure 3, there are two main connector types for Level 2 EVSE ,the J1 772 and the J3400
connector . Until 2025 , the J1772 connector  was the most common. It is compatible with all  EVs
other than Tesla EVs (which need to use an adapter  to charge using a J1772 connector ). Since
then, the often faster Tesla connector , now known as the North American Charging Standard, or
NACS, has been standardized by SAE International in 2023 12024 as the J3400 connector . This
connector is currently only compatible with Tesla vehicles without an adapter, however, many

vehicle manufacturers have indicated that they will be adopting the NACS plug starting in 2025. It

should be noted that, while most Tesla Destination charge rs (the kind currently deployed locally)
have Tesla connectors, the company has started producing and selling destination chargers with

J1772 connectors.

1ol |\
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Given that an EV with a depleted
battery requires several hours or
even overnight to recharge,

drivers typically use Level 2
chargers for the two most

common charging applications &
residential and workplace

charging. Residential charging
typically takes pla  ce overnight
while the EV is parked at the

driverd6s home. The

charger generally belongs to the ' A

owner of the home or property in B et e TR . - — , e
the case of rentals, though some FIGURE 4:LEVEL 2 CHARGERS i OASIS AT DEATH VALLEY
renters may use available 240 V or even 120 V (Level 1) outlets to plug in their ow n charger.

Wor kpl ace charging occurs at the EV driverds place of em
employer or property owner/manager. The relatively long nightly parking (dwell) time for

residential charging or daily dwell time for workplace cha rging makes this practical and convenient,

and Level 2 charging can be provided at relatively low costs for many applications.

Hotels, restaurants, and other local destinations may provide Level 2 chargers operated by

commercial charging networks for publi C use as a customer amenity, often providing free or low -
cost charging for patrons such as the one shown in Figure 4. Many models of networked or smart
Level 2 chargers are available that can be managed to provide scheduled or reserved charging,

automated load management, or demand response functionality to avoid charging during peak

power demand periods reducing the co st of electricity.

2.3.1.2 DC Fast (Level 3) Chargers

As previously discussed, EVs have onboard -
chargers capable of converting AC power to DC 00
for storage in their battery packs. An EV can @ @ 0n0

be charged faster directly through DC power

using powerful chargers sometimes referred to @

as Level 3 or simply DC Fast Cha  rgers (DCFC).

These operate on 400+ Volts and are currently CHAdeMO Cccs Tesla

capable of providing between 25 kW and 350 Combo Supercharger

kW of power. These chargers can add

anywhere between 60 miles to 500+ miles of

range per hour of charge depending on the power supply, charger rating, an d EVés charging
acceptance rate.

FIGURE 5: DCFC CONNECTOR TYPES

As illustrated in  Figure 5, there are three main types of connectors associated with DC Fast
chargers. The first and oldest type of charging connector is the CHAdeMO connector. This
connector was developed in Japan and is typically compatible with vehicles manufactured in Japan
(su ch as the Nissan Leaf) and some older European and North American EVs. Typically, CHAdeMO

@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT 11



chargers operate at a maximum of 50 kW power.
The second type of DCFC connector is the CCS
connector (more commonly kno
consisting of AC connectors in the same pattern as
the J1772 connector above two DC connectors. This
connector was developed more recently than
CHAdeMO and was compatible with most EVs
produced priorto 2025 or 2026 . Newer Nissan
models use CCS chargers, so CHAdeMO is expected
to be replaced by CCS going forward. CCS chargers
deliver between 50 kW and 350 kW of power,

making them capable of the fastest maximum }
charging speeds currently available to light -duty FIGURE ; DCFEC AT H|GHWAYUREST STOP
EVs, depending on the vehicle being charged. It

should be noted that lower  -capacity plug -in hybrid vehicles (PHEV) typically cannot use DCFC
connectors. DCFC is the preferred charging technology for opportunity charging facilities serving

travelers along freeway corridors and for the public when in need of a quick charge while

performing short errands like highway locations as illustrated in  Figure 6 and dining out. On a per -
unit basis, DC Fast Chargers are far more expensive to purchase and install (including required

electrical service upgrades) than Level 2 chargers though they can charge far more EVs within the

same amount of time. They are also mo re likely to incur demand charges from utilities and require

more maintenance. Due to the higher capital and operations costs, users pay higher per -kWh
charging costs in exchange for the convenience of much quicker charging speeds.

i

DC Fast Chargers that can deliver greater than 150 kW ar
to their ability to charge EVs at much faster rates . -~
than typical 50kW chargers commonly used for

public EV charging. High  -power DC Fast Chargers

have charging speeds ranging from 150 T 350kW,
which allows a typical light  -duty EV to charge to
80%in35minu tes or | ess, dependig

acceptance rate and charger d
rapid charging speeds, high  -power chargers are
especially suitable forint  erregional travelers in
need of a quick charge as well as for trucks and . e
other heavy -duty EVs needing to charge large - P 4 h
capacity batteries. For this reason, the National ,-"";’ ‘e
Electric Vehicle Infrastructure (NEVI) Formula FIGURE 7: RIVIAN ADVENTURE NETWORK
Program requires that new chargers funded by the bcre

program operate at a minimum of 150 kW. Since

Californiads share from the NEVI Formul a Program is esti
significant additional discretionary Charging and Fueling Infrastructure (CFI) grant program funding

will also be available, a major focus of this project will b e planning for future high power charger

deployment. Because of their much higher purchase and installation costs and power demands, it is
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generally more cost -effective to cluster high  -power chargers near major transportation corridors
for convenient access.

2.3.1.3 Tesla DCFC/High Power Chargers

As with Level 2 chargers, Tesla has its own DCFC i X
network that up until recently was exclusively for
use by Tesla vehicles. These stations use the same
Tesla connector as on its Level 2 chargers shown :
previously. Tesla DCFC incl]|
Fastchar ger s as well as secon
and fourth  (V4) generation high  -power chargers
branded as fASuperchargerso
charging speeds up to 150 kW, 250 kW, and 350

kW respectively. As stated previously, Tes la has
recently renamed their connector the North

American Charging Standard (or NACS) and many : e ;
vehicle manufacturers have adopt ed the NACS FIGURE 8: TESLA SUPERCHARGER

plug in 2025 or 2026 . A number of manufacturers

provided adapters free of charge or ma de adapters available for sale to their customers  in advance

of the transition . Beginningin | at e 2024, Tesla has also rolled out a nu
their charging stations that include a built -in adapter for CCS vehicles  allowing them to use the

Tesla Superchargers , howevert hese are still fairly limited in number and are not available in all

areas.

2.3.1.4 Megawatt Charging System (MCS)

An even more powerful charging standard called the Megawatt Charging System (MCS) is

beginning to be deployed to be able to charge medium and particularly heavy -duty EVs faster than
current DCFCs are capable of. CharIN, wh ich also developed the popular Combined Charging

System (CCS), is currently working on an MCS standard. The proposed MCS would be rated to

deliver up to 3.75 MW of DC power and can be expected to become the worldwide standard fast

charging system for medium - and heavy -duty commercial vehicles. The system, if established,

could significantly reduce charging times to as little as 10 -20 minutes, even for heavy -duty (Class
7 or 8) vehicles.

2.3.2 OVERVIEW OF EXISTING CHARGERS INSTALLED IN INYO COUNTY

The U.S. Department of Energyds Alternative Fuels Data C
fueling station locator using data for existing and planned stations. Data is provided by trade

media, Clean Cities coordinators, infrastructure equipment and fuel providers, original equipment

manufacturers, and regular station users. The station locator provides details about the station

location, power level, plug, connector type, and charging network for alternative fueling stations.

The data set also includes w  hether the charging station is available to the public or only accessible

to certain users (i.e., private or fibehind the gateo).
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AFDC data shows that there are currently 18 public Level 2 charge ports and 83 DC Fast Charge

ports within the boundaries of Inyo County and its communities. Table 2 shows the number of Level
2 and DC Fast Charge ports currently in Inyo County by EV charging network. The table shows that

14 of the 101 total charge ports are non -networked, while over half of the total charge ports are
Tesla Superchargers.

For details on specific Level 2 and DC fast charging locations, see Appendix A.
TABLE 2:EXISTING CHARGING PORTS IN INYO COUNTY i BY EV NETWORK
U NETWORK LEVEL 2 DC FAST CHARGE (DCFC) TOTAL
J1772 TESLA CHADEMO ccs TESLA
TESLA SUPERCHARGER 52 52
RIVIAN ADVENTURE NETWORK 15 15
ELECTRIFY AMERICA 2 6 6
TESLA DESTINATION 6 6
BLINK 3 3
SHELL RECHARGE 2 2
EVGATEWAY 1 1
NON -NETWORKED 6 4 4 14
12 6 6 25 52
TOTAL 101
18 83

Figure 9 shows the locations of all charge ports in Inyo County colored by charging network. The

figure shows a clustering of chargers in the Bishop area that include Tesla Superchargers, Rivian

Adventure Network chargers, and Electrify America chargers all cluste red in or close to Bishop.

There are additional Tesla Superchargers at Lone Pine and Rivian Adveture Network chargers at

Olancha and Shoshone.

In total, Tesla Superchargers represent approximately 50% of the total charge ports countywide,

with 52 charge ports at three Supercharger locations, Rivian Adventure network has 15 charge

ports at three locations, and Electrify America has 6 charge ports at one location. Blink has 3

charge ports at one location at Furnace Creek (Death Valley). There are 14 charge po rts listed by

AFCD as non -networked.

@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT
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Figure 10 shows the growth in Level 2, DCFC, and total chargers in Inyo County from 2010 through
the end of 2024. The figure shows that growth in chargers was fairly limited between 2010 and 2019
and has since escalated more rapidly between 2019 and the end of 2024

Inyo County Charge Ports by Year
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level2 EDCNonTesla ®DCTesla

FIGURE 10:INYO COUNTY CHARGE PLUGS BY YEAR

2.3.3 CHARGING FOR MULTI -FAMILY HOUSING

A geographic analysis of existing MFDUs and public EV chargers indicates that a relatively small
percentage of multi  -family dwel ling units are within a comfortable walk ing distance of ¥ mile while
close to half of multi  -family units are within a longer walk distance of % mile of existing public EV
chargers. Table 3 summarizes this data by community and Inyo County as a whole. The table

shows that only multi  -family units in Bishop have public Level 2 chargers (appropriate for overnight

charging) within %2 or ¥4 mile walking distance, while some units in Bishop and Lone Pine have
public DC Fast Chargers (appropriate for quicker charging) within ¥ or ¥2 mile walking distance.
Figure 36 shows the locations of existing multi -family units and the % and % mile walk sheds of

existing Level 2 (L2) and DC Fast chargers countywide, along with the overlay to determine how
many units are within walking distance of existing EV infrastructure.

@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT
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TABLE 3: MULTI -FAMILY UNITS WITHIN WALKING DISTANCE OF PUBLIC EV CHARGERS

TOTAL PERCENT WITHIN Y4 PERCENT WITHIN %2
MFDU MILE WALK MILE WALK
COMMUNITY DISTANCE DISTANCE
L2 DCFC L2 DCFC
BISHOP 790 3% 19% 12% 53%
BIG PINE 20 - - - -
LONE PINE 75 - - - 32%
ROCKING K 9 - - - -
COUNTYWIDE 894 2% 11% 11% 49%

2.4 ENERGY STORAGE IN INYO COUNTY

California leads the nation in grid -scale energy storage, using large battery systems to balance
renewable energy production and improve grid reliability. These systems store excess electricity
generated during off  -peak hours and release it later in the da y, particularly in the evening when
solar generation declines and demand rises, reducing reliance on fossil fuels. Statewide battery

storage has expanded rapidly from 500 megawatts (MW) in 2018 to more than 13,000 MW by late

2024 . The state projects a need of 52,000 MW by 2045.

Inyo County has followed this upward trend, though at a smaller scale. According to California

Energy Commission data, the county currently hosts about 61 MW of energy storage capacity,

representing roughly 0.5% of the statewide total. Despite having only 46 installations, Inyo
Countybds average installation size i s si,gtnapdraximaetyt |
1,300 kW compared to 68 kW statewide .Thisislargely due t o the presence of
largest indiv idual storage projects located in Little Lake. Additional, smaller installations are

di stributed across the county, contributing to its
portfolio.

2.5 KEY FINDINGS |INFORMING PLAN DEVELOPMENT

y

The existing conditions analysis revealed several important dynamics that shape both the need for
and feasibility of expanding EV charging infrastructure in Inyo County. These findings directly
informed the development of th is Plan .

1 EV adoption is growing but remains significantly below statewide levels : By 2024, Inyo
County had just over 300 registered ZEVs (about 1.6% of all vehicles, compared to 6.5%
statewide ). Adoption is concentrated around Bishop and surrounding communities, with limited
uptake elsewhere. This slower growth reflects common rural barriers, including long travel
distances, limited charging access, and fewer early adopters.

1 Public charging infrastructure is limited and unevenly distributed : Across the county,
there are 18 public Level 2 chargers and 83 DC fast charge ports, over half of which are Tesla
Superchargers. Charger installations have accelerated since 2020, but infrastructure remains
highly clustered:

\m
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o Bishop contains the densest network of both Level 2 and DCFC.

o Lone Pine, Olancha, Shoshone, and Furnace Creek host initial DC fast charging sites but
limited or no Level 2 options.

o Large portions of the county , particularly between residential communities and across the
western and central regions  , remain outside a 20 -mile Level 2 or 50 -mile DCFC service area.

Long travel distances and corridor -based mobility patterns increase reliance on DC

fast charging  : Residents and workers in Inyo County routinely travel far greater distances than

the state average. In some Census County Divisions, a majority of commutes exceed 50 miles

each way. Travel is predominantly oriented along US -395, the countyoddsoghh i mary nc
spine and its most critical corridor for EV charging. This pattern reinforces the need for

strategically spaced DCFC along US  -395 and near activity cent  ers that serve both residents and

interregional travelers.

Multi -family housing residents have limited access to convenient charging :
Approximately 36% of all housing units countywide are not single -family homes, yet very few
multifamily developments offer onsite EV charging. Only 2% of multifamily units fall within a ¥4 -
mile walk of a public Level 2 charger, and 11% are within a %2 -mile w alk. Similarly, only 11%

are within a ¥ -mile walk of a DC fast charger. Because many renters cannot install home

chargers, targeted public charging at or near multifamily housing is critical to equitable EV

access in Inyo County

Rural and low  -income communities face heightened accessibility challenges . Although

nNo census tracts meet Cal EnviroScreends disadvantaged c
mapping identifieslow -i ncome communities (LICs) in the countyéds s
Pine, Furnace Creek, and Shoshone. These areas have limited public Level 2 charging and rely

heavily on community - or corridor -based DCFC. Improving charging access in these locations

supports equity goals and local mobility needs.

Increasing tourism volumes and regional travel patterns create additional demand for

corridor charging . Inyo County experiences high visitation due to destinations such as Death

Valley National Park, Mt. Whitney, and other outdoor recreation areas. Replica data shows that

BEV travel into and through the county is concentrated along state highways, particular ly US -
395. EV -driving visitors depend almost entirely on DC fast charging at key travel nodes, further
emphasizing the need for reliable, high -power cha rgers.

Energy storage capacity in the county presents opportunities for resilient charging

hubs : Inyo County hosts 61 MW of battery storage, including one of the largest installations in
the state near Little Lake. With an average installation size far exceeding the statewide average
and available land , the county is well positioned to explore resilient charging solutions, such as
battery -supported fast charging or microgrid -enabled facilities in remote communities.

1ol |\
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Together, these findings highlight the need for a charging network that is:

¢ Corridor -focused , with high -power chargers spaced to support long -distance
travel.

¢ Community -centered , expanding Level 2 access in residential areas,
especially near multifamily housing.

1 Equitable , with targeted investments in low -income and remote communities.
1 Resiient , | everaging the countyds growing en

These insights form the foundation of the recommended strategies and priority
charging locations developed in th is Plan.

e
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COMMUNITY AND STAKEHOLDER ENGAGEMENT

Community engagement was fundamental to the development of the Inyo County EVCINP to

ensure site recommendations aligned with the needs and preferences of county residents, visitors,
and partner agencies. The engagement program was developed to guide the s trategies and
messaging used to engage with diverse populations across the county and record their feedback.

The following section provides an overview of the engagement approach, targeted audiences, and
how the feedback shaped the final plan.

3.1 ENGAGEMENT PLAN AND APPROACH

A full version of the Community Engagement Plan is available in Appendix  B. The engagement
process was broken down into two phases throughout the plan development:

1. Phase One focused on introducing the broader public and stakeholders to the planning
process and gathering feedback on existing and desired charging infrastructure in Inyo
County.

2. Phase Two focused on sharing proposed recommendations and solutions for the needs and
challenges identified in phase one and refining improvements based on public feedback.

3.2 STAKEHOLDER ENGAGEMENT

At the initiation of the project, stakeholders were contacted and invited to attend regular meetings

at project key milestones of the plan development. The stakeholder group included representatives

from organizations who either had an interest in EV infra structure or could be impacted by future
changes to the EV charging network in Inyo County:

Caltrans District 9

City of Bishop

Inyo County planning and public works staff

Inyo County Local Transportation Commission

Mono County Local Transportation Commission

Business organizations such as chambers of commerce and tourist centers

= = =4 o -4 -a -

Community organizations such as High Sierra Energy Foundation and Inyo Mono Advocates for
Community Action

1 Eastern Sierra Council of Governments
1 Eastern Sierra Transit Authority

1 Ecological and land management agencies such as the Bureau of Land Management, Inyo
National Forest, Death Valley National Park, and California Department of Fish and Wildlife

1 Fire protection districts
1 Healthcare providers

1 Law enforcement agencies
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Private companies in the Electric Vehicle Industry
School districts within Inyo County

Tribes within Inyo County

= == =4 =

Utility providers such as the Los Angeles Department of Water and Power and Southern
California Edison (SCE)

The stakeholder group met three times in total. The first meeting took place on January 30, 2025,

during the completion of the existing conditions report to share findings and gather additional

insights on current EV infrastructure and challenges. The seco nd meeting took place on September
10, 2025, and focused on sharing and discussing priority areas for EV charging infrastructure. The

third and final meeting took place on November 13, 2025, to share proposed site recommendations

for EV charging and seek f  eedback on the draft plan.

3.3 COMMUNITY ENGAGEMENT

The project team planned and facilitated both digital and in - person activities for community
members to share their feedback on the plan. The following activities and strategies were used to
reach and engage with the public:

1 Online Mapping Tool : An interactive map of Inyo County was available throughout the
planning process where participants could identify specific locations that charging infrastructure
is needed.

1 Community Workshops : The project team planned and facilitated two community workshops,
one at the beginning of the project and one at the end to share recommendations.

o Workshop #1 : February 11, 2025, held virtually through Zoom webinar

o Workshop #2 : September 24, 2025, held at the Inyo County Consolidated Office Building in
Bishop with an option for participants to join via Zoom

WHAT WE’LL DO TODAY

1. WELCOME AND 5. INTERACTIVE MAP
INTRODUCTIONS DEMO (5 mins)
(5 mins)

6. SHARE YOUR INPUT!

2. PROJECT OVERVIEW (15 mins)
(5 mins)
7. OPEN DISCUSSION
3. EV CHARGING 101 (20 mins)
(5 mins)

8. NEXT STEPS (5 mins)
4. DISCUSSION OF EV
CHARGING PRIORITY
AREAS
(10-15 mins)
* Charging use cases
* Priority Areas

@ Inyo County EV Charging Plan

FIGURE 11: AGENDA FROM COMMUNITY WORKSHOP #2
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Additionally, the project team developed an informational fact sheet available on the Countyds

website . A screenshot of the online mapping tool hosted on Social Pinpoint is shown in Figure 12
below.

Provide Your Input on EV Charging Locations

s m e

> > 1 +

IFORNIA

“anger

Porterville

FIGURE 12: ONLINE MAPPING TOOL USED FOR IDENTIFYING DESIRED CHARGING SITES

Overview of Feedback

Public input collected through the online mapping tool and other engagement provided valuable

insight into where community members see the greatest need for expanded EV charging

infrastructure in Inyo County. Comments highlighted priority locations, identi fied existing gaps and
challenges in the current charging network, and reflected broader considerations for travel

patterns, tourism, and future EV adoption.

Online comments fell into the following categories:

Safety Concern: 3 comments
Add Level 2 Charging: 6 comments
Add Level 3 Charging  (DCFC): 24 comments

= = =2 =2

Project Suggestion: 15 comments

@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT

22


https://www.inyocounty.us/sites/default/files/2025-02/Inyo-EV-Plan_FactSheet-English_r1%20%281%29.pdf
https://www.inyocounty.us/sites/default/files/2025-02/Inyo-EV-Plan_FactSheet-English_r1%20%281%29.pdf

3.4 RECOMMENDED CHARGING LOCATIONS

Respondents shared consistent locations across Inyo County for recommended infrastructure.

3.4.1 HIGHWAY CORRIDORS AND REGIONAL TRAVEL ROUTES

Many comments on the online mapping tool showed a desire for reliable fast charging along major

travel routes such as US  -395, especially near Lone Pine, Independence, and Big Pine. Other areas
include major travel stops between long -distance destinations (  Los Angeles, Las Vegas, Mammoth,
etc.) at Death Valley Junction, Tecopa, Haiwee, Trona, and Coso Junction.

3.4.2 TOURIST AND RECREATIONAL AREAS

Death Valley National Park is a major tourist attraction that would benefit from more fast charging
sites for visitors. Areas highlighted through the online mapping tool include Stovepipe Wells,
Shoshone, Furnace Creek, and Death Valley Junction.

3.4.3 DAILY USE LOCATIONS

Respondents expressed interest in more charging options of all types that support everyday
activities for locals such as near shopping centers and parks in the City of Bishop.

3.4.4 REMOTE COMMUNITIES

There was consistent support among commenters for adding more charging in isolated and rural
areas of the county that have no nearby charging alternatives.

3.5 OTHER KEY COMMENTS AND CONSIDERATIONS

1 Many commenters cited a lack of DC fast chargers as a major challenge when traveling along
long -distance routes and in heavy tourist areas. Many expressed a desire for chargers suited for
non -Tesla EVs, as many charging sites in Inyo County are Tesla -only.

1 Other concerns include major gaps between available chargers and limited numbers of options
when traveling through remote locations.

1 Other considerations for charging sites include adding restrooms, shade, improved lighting for
safety, and comfortable spaces for spending time while charging.

1 Respondents encouraged more chargers near businesses and shopping centers to boost
economic growth and strengthen Inyo County as a regional tourist hub.

1 Some comments made suggestions to plan for more EV use over time and infrastructure that
can scale with future growth.

1ol |\
@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT 23



DEMAND FORECASTS & SITING ANALYSIS

This chapter presents  analytical findings on  where, how much, and what types of EV charging
infrastructure will be needed in Inyo County over time. It combines projections of future EV
adoption with statewide charging demand estimates and a locally tailored needs and suitability

analysistoevaluate how demand varies across the countyds communi't

integrating quantitative modeling with local data, travel patterns, and stakeholder input, this
chapter provides a data  -driven basis for  prioritizing charging investments and ensuring that future

infrastructure supports residents, businesses, and visit

corridor -oriented context.

4.1 EV ADOPTION PROJECTIONS

To estimate future total vehicle population and zero -emission vehicle (ZEV) adoption in Inyo
County, forecasts were developed using a combination of statewide modeling outputs and local

vehicle registration data. The Cal idnh8ACtoisEMPACYmodete sour ces

provides policy -consistent projections of vehicle populations and technology adoption by county
and year, while Department of Motor Vehicles (DMV) data reflect vehicles registered within Inyo
County. Together, these datasets were u sed to develop reasonable estimates of future vehicle
counts and ZEV penetration that reflect both statewide trends and local conditions. This combined
approach supports long  -term planning by grounding forecasts in observed registration data while
remainin g consistent with statewide policy assumptions, and it helps address uncertainty
associated with forecasting vehicle activity in a rural, corridor -oriented county such as Inyo.

According to the California Department of Motor Vehicles (DMV) and the California Energy
Commission (CEC) Inyo County was home to of approximately 18,560 light duty vehicles as of

2020 and approximately 19,550 light duty vehicles as of 2024 (the latest data currently available).

The same dataset indicates that as of 2020 there were approximately 80 zero emission vehicles

(ZEVs) in Inyo County and as of 2024 there were approximately 310. This represents an increase
from approximately  0.4% in 2020 to approxim ately 1.6% in 2024. The EMFAC model predicts that
the total n umber of light duty vehicles in Inyo County will increase by approximately 1% between
202 0 and 2050. Additionally, the  model predicts that ZEVs will increase to approximately 82% of
total light duty vehicles by 2050. Because the EMFAC data does not match the DMV/CEC data for
existing conditions (i.e., 2024) the growth rates and ZEV percentages assumed in the EMFAC

model were applied to 2024 data and projected out to EMFACOGs end year estimagk®50.

projections are  calculated for each year between 2025 and 2050, data for five -year increments are
displayed in Table 4. The table shows the gradual increase in zero emission vehicles  and decrease
in internal combustion vehicles between 2020 and 2050 as ZEVs replace ICEs inthe  public fleet.
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TABLE 4:INYO COUNTY LIGHT DUTY VEHICLE PROJECTIONS

ZERO EMISSION VEHICLES INTERNAL COMBUSION

YEAR TOTT)LUI'_:\((BHT (BEV+P HEV) (GASOL\I/I\EIEISLDITESSEL)
e vewcies  TERCENTOF ygcies  PERCENTOF

2020 18,560 80 0.4% 18,480 99.6%
2025 19,550 480 2.5% 19,070 97.5%
2030 19,430 2,660 13.7% 16,770 86.3%
2035 19,310 6,300 32.6% 13,010 67.4%
2040 19,200 10,240 53.3% 8,960 46.7%
2045 19,030 13,290 69.8% 5,740 30.2%
2050 18,790 15,350 81.7% 3,440 18.3%

4.2 EV CHARGING INFRASTRUCTURE DEMAND PROJECTIONS

To inform long -term planning for electric vehicle charging infrastructure, this section summarizes
projected charging demand based on statewide modeling and policy guidance developed by the

California Energy Commission (CEC). In accordance with Assembly Bi 12127 (AB 2127), the CEC

prepares biennial assessments of the charging inf-rastruc
emission vehicle (ZEV) adoption targets. These assessments rely on the Electric Vehicle

Infrastructure Projection (EVI -Pro) modeling framework to estimate future demand for public and

shared charging across a range of geographic scales, including county -level projections.

The AB 2127 projections provide an important planning benchmark for understanding how EV

charging demand in Inyo County may evolve over time as vehicle electrification increases. The data

estimate the number and type of chargers needed to support future tr avel activity under statewide
adoption scenarios, including both Level 2 and fast charging infrastructure. While th ese projections
are not intended to prescribe specific sites or account for all local conditions, they offer a

consistent, policy -aligned foundation for evaluating potential gaps between existing infrastructure

and future needs. In this plan, AB 2127 deman d estimates are used alongside local data, travel
patterns, and community context to support informed decisions about charging infrastructure

investments and to help prioritize strategies that address both resident and traveler charging needs

in Inyo Count y. Table 5 showsthe AB 2127 projections for Inyo County between 202 5 and 2035,
as forecast by the CEC. The data shows an increase in total charger need in Inyo County from 83 in
2025 to 1, 159 by 2035.

When these projections are compared with current conditions, notable differences emerge. As

documented in the  existing conditions assessment (Chapter 2), Inyo County has approximately

101 existing public and shared EV chargers as of early 2024. While this total is generally consistent

with the California Energy Commi &schagerd seeded tni208sbitbed basel i
composition of existing infrastructure differs from the projected mix. Nearly half of the chargers
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currently installed in Inyo County are direct -current fast chargers (DCFC), whereas the AB 2127
projections anticipate a greater proportion of Level 2 charging over time. This contrast reflects the
countyo6s current e mp andBaveter eonientced charging,,as well as the limited
availability of destination  -based and residential -adjacent charging opportunities. These differences
underscore the importance of interpreting statewide demand projections alongside local context

and existing infrastruct  ure conditions, and they reinforce the need for a phased, locally responsive
approach to future charging deployment.

The data indicates that, while the CEC predicts a much larger need moving forward for public Level
2 charging, implementation to date has focused largely on larger DCFC site s (primarily Tesla
Superchargers) along key corridors in the County

TABLE 5: CHARGING INFRASTRUCTURE DEMAND PROJECTIONS (AB 2127 REPORT)
MULTI - PUBLIC DCFC PUBLIC DCFC
WORK & GROWTH
FORECAST FAMILY PUBLIC FOR FOR TOTAL PER 5
YEAR HOUSING INTRAREGIONAL INTERREGIONAL CHARGERS
LEVEL 2 YEARS
LEVEL 1/2 TRAVEL TRAVEL
2025 4 55 10 14 83 +41
2030 54 393 40 23 510 +427
2035 114 886 127 32 1,159 +649

TOTAL 202 5 TO 20 35 GROWTH

GROWTH +110 +831 +117 +18 +1,076

4.3 NEEDS AND SUITABILITY ANALYSIS

4.3.1 CHARGING USE CASES

The analysis differentiates between six charging use cases, each with unique evaluation criteria and
weighting . These factors represent a wide range of scenarios in which EV drivers may want to or

need to charge , spanning from home and work (private -access) to public locations , and covering
both Level 2 (and sometimes Level 1) and DC fast charging.

1 Level 2 Charging

o Public Destination Charging: Charging at public destinations (shopping centers, parks,
trailheads, airports, etc.), serving shoppers, visitors, and day -trippers.
o Public Neighborhood Charging: Charging in residential or street -side public right -of-way

locations, serving residents without home charging.

o Private Multi  -Family Charging (Level 2 or Level 1): Charging at multi  -family buildings,
not publicly accessible, serving apartment and condominium residents.

o Private Workplace Charging: Employer -provided charging, not publicly accessible, serving
commuting employees during work hours.

\m
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1 DC Fast Charging

o Public Community Fast Charging:

o Public Corridor Fast Charging:
serving long -distance travelers and road trippers.

These use cases are summarized in

for each of the six use cases.

Fast charging in community hubs (downtowns, transit
stations), serving local drivers, rideshare/taxi drivers, and fleets.

Fast charging along highways and major travel corridors,

TABLE 6: CHARGING USE CASES IN SITING ANALYSIS METHODOLOGY

Table 6 below . Figure 13 shows typical charger installations

USE CASE CHARGING DESCRIPTION TYPICAL USERS
LEVEL
Shoppers
Charging at public locations like shoppin -
1. PUBLIC DESTINATION Level 2 ging at p . _ pping Visitors
CHARGING centers, parks, trailheads, airports
Day -trippers
2. PUBLIC Charging in public residential or street Residents without
NEIGHBORHOOD Level 2 ; . . S .
CHARGING side locations (including right -of-way) home charging
3. PRIVATE MULTI - Level 2 (or Charging at multi  -family buildings, not Apartment/condo
FAMILY CHARGING Level 1) accessible to the general public residents
Charging provided by employers, not
4. PRIVATE WORKPLACE Level 2 ging p y emp ye Commuters
CHARGING accessible to the general public
Local drivers
5. PUBLIC COMMUNITY DC Fast Fast charging in community hubs such as oo
- . Uber/Lyft/taxi drivers
FAST CHARGING Charging downtown or near transit y
Fleets
Long -distance
6. PUBLIC CORRIDOR DC Fast Fast charging along highways and major travelers
FAST CHARGING Charging travel corridors for long  -distance EVs

Road trippers
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FIGURE 13 : TYPICAL CHARGER INSTALLATIONS BY USE CASE

4.3.2 METHODOLOGY

4.3.2.1 Overview

All census tracts in  Inyo County are evaluated using a multi - criteria scoring system reflecting
charging demand and site suitability. Each use case addresses distinct mobility patterns and user
needs, requiring tailored evaluation criteria and geographic prioritization. Criterion scores are
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aggregated with weights that vary by use case, with this process recognizing that factors for
workplace charging differ from those for destination, neighborhood, or corridor charging.

The tracts with the highest scores reflect regions, communities, and corridors with the highest need
for charger investment. Key steps in this needs and suitability  analysis include:

1 Compile census tract data (demographics, travel patterns, grid capacity, land use, existing EV
charging infrastructure).

1 Develop suitability scores using weighted criteria.

1 Map needs and suitability results (identify high and low demand tracts by use case).
f Ilncorporate qualitative input from the projectébds existi
workshops, and public engagement.
A summary of the process is provided in Figure 14.
Policy & County CE:;TTI:; ?15 Engzl:;t::;ent Stakeholder
Goals - Input
Findings Input

Compile census
tracts with
relevant data

|dentify Priority
Actions

Qualitative input

Needs and
Suitability
Analysis

v

|dentify sites
(parcels) by use
case
= "Suitable Sites
for Near-Term
Consideration"”

Factor in County-
Operated
Properties

(COPs), consider

stakeholder input

Search for
suitable parcels,
focusing on
Priority Areas

FIGURE 14 : SITE CRITERIA PROCESS

4.3.2.2 Geographic Breakdown

Inyo County is comprise d of six U.S. censustracts ,asshownin Table 7. The needs and suitability
anal ysis determines charging needs for each of these are
distribution, four of the six tracts are concentrated in and around the City of Bishop. Of the main

% INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT 29



remaining communities, Big Pine and Independence are located in one census tract , and Lone Pine
(al ong with a vast unincorporated area in southeast County which includes Death Valley ) isin
another.

TABLE 7:INYO COUNTY CENSUS TRACTS

TRACT

AREA NAME AREA DESCRIPTION
NUMBER
. Unincorporated areas north, east, and southeast of Bishop,
000100 Bishop (North/East) . . .
including Dixon Lane -Meadow Creek , Laws, and Poleta
000200 Northwest County Unincorporated areas west of West Bishop
000300 Bishop (West) Areas near West Bishop, south of U.S. 395
000400 Bishop (Central) Similar to Bishopds city | imits
. Big Pine, Independence, and all communities in between along
000500 Big Pine/Independence
U.S. 395
Lone Pine, Olancha, Furnace Creek, Tecopa, and associated
000800 Lone Pine/Death Valley communities along U.S. 395 |, SR-190, SR-127,and SR -178 and in
Death Valley
4.3.2.3 Scoring Metrics and Weights
To inform the charger siting analysis, the project team  drew from publicly -available datasets
covering charging infrastructure, travel behavior, demographics, and equity considerations . A high -

level summary of data sources used is included below:
1 Charging infrastructure: Public Level 2 and DC fast charging access data were obtained from
the U.S. Department of Energyds Alternative Fuels Dat a

1 EV adoption:  Local EV registration shares came from the California Energy Commission (CEC)
at the ZIP code level, later assigned to census tracts.

1 Travel demand & trip patterns: Trip volumes, commute shares, long -distance activity, dwell
times, and related mobility measures were sourced from Replica.

1 Demographics & w orkforce:  Employment , housing characteristics, renter shares, and

popul ation baselines were compiled from the U.S. Census
(ACS) and LEHD OnTheMap.
1 Equity & environmental burden: Priority population designations came from the California

Climate Investments (CCl) mapping tool, while environmental burden scores were taken from
CalEnviroScreen.

1 Transit& land use: Transitstop s were located based on  Caltrans GTFS feeds; land ownership
data from CAL FIRE/USGS
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Details on the specific data metrics compiled for this analysis along with associated sources are
listedin Table 26 in Appendix C.

The analysis leverages a broad set of potential variables from sources including census

demographics, transportation patterns, existing infrastructure, environmental justice indicators,

land use, economic data, and EV adoption metrics. Highly correlated va riables were removed to
avoid redundancy and skewed results. Additionally, both the general public (at Community
Workshop #2) and the select group of project stakeholders (Stakeholder Meeting #2) had the
chance to weigh in on proposed scoring metric and we ighting. The refined variable set was
reviewed for relevance, consistency, and completeness to ensure coverage of key factors for each
charging use case

Figure 15 below documents the applied weights for each of the 21 scoring metric s across seven

categories .Each of I nyo Countyds six U.S. census tracts (in
scored based on their respective characteristics across these scoring metrics. To support
interpretation of results and improve comparability, the resulting scores were rescaled to range

from 0 to 100. 13

13 This means that there is exactly one area scoring highest (100) and one areas scoring lowest (0) for each charging use
case, indicating the countywide highest -demand and lowest -demand zones for each particular charging use case.

INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT 31




Category Criteria

Public Public Private Private Public Public
destination | neighbor- multi- workplace [community | corridor
charging hood family charging fast fast
charging | charging charging | charging

Existing public Level 2 charging access Medium Medium Low
Existing EV Existing public DCFC access Low Low
charger Local Level 2 charging infrastructure adequacy Low Low Low
availability Local DCFC infrastructure adequacy Low
Corridor DCFC infrastructure adequacy Low
Local EV adoption Medium Medium Medium Low Medium Low
activity BEV trip activity Low Low Medium
(oo A=)V 41111 CA Climate Investments Priority Populations Medium Medium Medium Medium Medium Low
CalEnviroScreen Medium Medium Medium Medium Medium Low
Long commute activity at home locations Medium Medium
Long commute activity at work locations _ Low
Commute trip activity Low Low _
MERE T Work-based trip activity Low
Long-distance trip activity Low Low _
TNC/taxi activity Medium
Between-trip Share of long dwell times at work Medium Very low

G\ [ 53 Share of short dwell times

Multi-unit Multi-unit dwelling prevalence Medium

residents and
renters Renters prevalence - Low Medium
Transit access Very low  Very low Very low

FIGURE 15: CRITERIA WEIGHTING BY USE CASE

Purple fields: Criteria indicating a lower suitability for EV Chargers. Green Fields:  Criteria indicating a  higher suitability for EV Chargers.
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4.3.3 NEEDS AND SUITABILITY AREA RESULTS

Figure 16 through Figure 21 display the relative need and suitabilty of | nyo Countyds

areas for EV charging by use case, based on the scoring methodology described in the previous

section. The results demonstrate clear demand differences between different areas and corridors of

the county for additional EV charging. Population characteristics, travel patterns, existing EV

charging infrastructure and adoption rates, as well as employment and commercial indicators help
unveil where infrastructure investments to support future EV uptake are most needed and sensible.
By stratifying the needs and suitability assessment into different use cases, which each reflect
unigue applications and situation s in which EV drivers will need to charge their vehicles, the
analysis is able to inform fairly specific conclusions and implementation recommendations for the
County, other local jurisdictions, private -sector investment, as well as state and even federal
funding programs.  Developers proposing  charging stations serving the identified use cases in areas
indicating a high need and suitability (reddish areas in the maps below) should be given priority in
permitting, site design, construction, and commissioning . Suitable roles and recommended actions
for different actors to enable this are provided in Chapter 6 (Implem entation Plan)

1ol |\
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Public Destination Charging (Level 2)

By Census Tract
Score of 0 to 20
Score of 20 to 40
Score of 40 to 60
Score of 60 to 80
I Score of 80 to 100

1 Bishop
i 3
6 (100) ;
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Rank and Score (Public Destination Charging) Existing Charging Infrastructure
Level 2 + DC Fast Ports
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FIGURE 16 : PUBLIC DESTINATION CHARGING (LEVEL 2) AREA NEEDS RESULTS

Results for this charging use case indicate:

1 Bishop is the highest
highest -scoring tract in the
Bi shop as the

1 Communities in southern Inyo County, specifically including

-scoring area

Olancha, and Tecopa show a moderate need
These areas are mostly characterized by site

1 Primarily driven by the i r |
395, Big Pine and Independence

chargers for rapid -turnaround

1 Overall, scores are

ocati on
show

for public destination Level 2 charging,
county . Adjacent Bishop tracts score moderately to high, reinforcing
¢ o demany @&ea foppubliaLavel R charging

including the

Lone Pine, Furnace Creek,

for public Level 2 charging infrastructure.
-specific needs rather than broad deployment.

a | o major long e distance tnavey corsdor U.S.

relatively low scores
these communities and along this corridor in general is best met with

concentrated around population and activity centers

. Most EV charging demand in
high - powered DC fast

, especially Bishop.

1 The US -395 corridor matters, but corridor towns generally score lower than the main hub,
suggesting pass-through DCFC demand outweighs

Aol
INYO

COUNTY,
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4.3.3.2 Public Neighborhood Charging (Level 2)

Rank and Score (Public Neighborhood Charging) Existing Charging Infrastructure
By Census Tract Level 2 + DC Fast Ports
Score of 0 to 20 1-4 4 & f,j
Score of 20 to 40 512 Bosl (10)
Score of 40 to 60 13-18 B
Score of 60 to 80 19-24 (311) 1!
B Score of 80 to 100 25+ 168 (200)
..1‘ Bish:p ~ 6
100 (0)
6 (100) (10) 16
(0)
Big Pine 2 325
3
\
5 \»\
(9) .
N
Independence A
! \\
: 693 N
K\\ 190 \\
£ ® Lone Pine D
Y 136 D
< .
. 'Furnace Creek\.\
< 2 ‘\\
¢ Olancha “*** (33) N
1 N
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FIGURE 17 : PUBLIC NEIGHBORHOOD CHARGING (LEVEL 2) AREA NEEDS RESULTS

Results for this charging use case indicate:

1 Central Bishop is the highest -scoring area for public neighborhood Level 2 charging. This
reflects the concentration of residents, a higher housing density relative to other communities in
the county, and the presence of renters that may not have reliable access to private home
charging. Public neighborhood charging in Bishop can therefore serve residents living in
multifamily housing, mobile home parks, and rental units without dedicated off - street parking.

1 Lone Pine and the surrounding southeast portion of the county show the second -highest
suitability scores for neighborhood charging. These communities include a mix of residential
development and rental housing where access to private charging may be limited. In these
areas, public neighborhood chargers could provide convenient overnight or extended -dwell
charging for residents and local workers.

1 Big Pine, Independence, and areas surrounding Bishop  score relatively low for this use case.
These areas are dominated by single -family homes with higher likelihood of private driveway or
garage access, reducing reliance on publicly accessible residential charging.
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4.3.3.3 Private Mult  i-Family Charging (Level 1/2)

Rank and Score (Private Multi-Family Charging) Existing Charging Infrastructure
By Census Tract Level 2 + DC Fast Ports 3
Score of 0 to 20 1-4 7 \6\
Score of 20 to 40 5-12 Bosl
Score of 40 to 60 13-18 -
Score of 60 to 80 19-24 6 1
B Score of 80 to 100 25+ () 168 (200)
2 Bshop B %
4 (1o0) 3 ~ )]
(7) 168 .
) ~
Big Pine 9 893
{ 5
(4)
Independence
y 53
X 190
¥ Lone Pine
136
'Furnace Creek
7 2
Olancha **° (19)
{ 127
‘ 178
Tecopa
FIGURE 18 : PRIVATE MULTI -FAMILY CHARGING (LEVEL 1/2) AREA NEEDS RESULTS
Results for this charging use case indicate:
1 Central Bishop ranks highest by far for private multi -family charging, reflecting the

concentration of apartment buildings, condos, mobile home parks, and other residential
developments with at least moderate density. These housing types often lack dedicated charging
infrastructure, making them priority locations for Level 1 or Level 2 charging installations

serving residents.

1 Lone Pine and the surrounding southeastern communities represent the second -highest
scoring area for this use case. While the overall housing stock is smaller, these communities
contain small clusters of rental housing where residents may not have access to private
charging, creating a need for charging installations within multifamily properties.

1 Other area s have alowneed for private multifamily charging given they are characterized by
single -family housing and lower proportions of multi -unit developments.
1 Overall, similarly to public neighborhood charging, the analysis indicates that the greatest need

for multifamily charging infrastructure is concentrated in communities with higher renter shares
and denser residential development, particularly in Bishop and parts of southern Inyo County
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4.3.3.4 Private Workplace Charging (Level 2)

Rank and Score (Private Workplace Charging) Existing Charging Infrastructure

By Census Tract Level 2 + DC Fast Ports
[ | Score of 0 to 20 = 1-4

[ | Score of 20 to 40 m 5-12

Score of 40 to 60 W 13-18

[ Score of 60 to 80 B 19-24

I Score of 80 to 100 W s+

FIGURE 19: PRIVATE WORKPLACE CHARGING (LEVEL 2) AREA NEEDS RESULTS

Results for this charging use case indicate:

1 Lone Pine and the Death Valley / southeastern portion of the county show a clear
demand for private workplace charging. This reflects the concentration of key employers and
institutional facilities in this area, including tourism -related businesses, schools, healthcare
facilities, and government offices that generate regular commuting travel. Workplace charging
at these sites can support employees who travel longer distances to work and may not have
reliable charging access at home.

1 Central Bishop ranks second for workplace charging suitability.
employment center, Bishop hosts public -sector offices, healthcare providers, retail
establishments, and service  -sector employers. These employment concentrations create strong
potential demand fo  r employer -provided Level 2 charging that allows employees to charge
vehicles during the workday.

1 North/East Bishop also shows relatively strong suitability for workplace charging compared
with other areas. This area includes the Bishop airport as an important employ er, some light
commercial activity (in Laws), and potentially other institutional uses
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1 Big Pine and Independence show moderate suitability for workplace charging. While these
communities contain some important employers (including schoaols, tribal offices, and County
government facilities ) the overall employment density is lower than in Bishop and Lone Pine,
resulting in lower overall demand.

1 Overall, the results indicate that workplace charging demand is concentrated in communities
with the highest employment activity and daily commuting flows, particularly Bishop and Lone
Pine, where workers spend extended periods parked at job sites and can conveniently charge
vehicles during the workday.
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4.3.3.5 Public Community Fast Charging (DCFC)

Rank and Score (Public Community Fast Charging) Existing Charging Infrastructure

By Census Tract Level 2 + DC Fast Ports
|| Score of 0 to 20 " 1-4

[ Score of 20 to 40 m 5-12

[ Score of 40 to 60 W 13-18

[0 Score of 60 to 80 W 19-24

I Score of 80 to 100 B >+

Lone Pine
(136)

FIGURE 20: PUBLIC COMMUNITY FAST CHARGING (DCFC) AREA NEEDS RESULTS

Results for this charging use case indicate:

1 Central Bishop ranks as the highest -demand area for public community DC fast charging. As

the countyds primary population, employment, and
daily travel activity and EV demand from residents, workers, and visitors. Community

chargers located in Bishop ¢ ould primarily  support local residents without home charging

intercity trips along US ~ -395.
1 Lone Pine and the Death Valley gateway area

show the second -highest suitability for

community DC fast charging. These communities serve as important activity centers and major
recreational destinations, including Death Valley National Park and Mt. Whitney.

1 The Big Pine -Independence area also scores relatively well for this use case. These

communities provide services and amenities along US

-395 and are well positioned to support

fast

and

both local charging needs and shorter -duration charging stops for visitors from out  -of-town .

1 Other a reas (around Bishop) have small population bases and lack concentrations of activity
centers where community  -oriented fast charging would be most utilized.
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4.3.3.6  Public Corridor Fast Charging (DCFC)

Rank and Score (Public Corridor
By Census Tract

| Score of 0 to 20

7] Score of 20 to 40

[ Score of 40 to 60

[ Score of 60 to 80

I Score of 80 to 100

Fast Charging) Existing Charging Infrastructure
Level 2 + DC Fast Ports
= 1-4
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W 13-18
W 19-24
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T

Independence)

lone|Pine]

Olanchal s

FIGURE 21: PUBLIC CORRIDOR FAST CHARGING (DCFC) AREA NEEDS RESULTS

Results for this charging use case indicate:

1 The entire US

are highly suitable for
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4.3.4 TAKEAWAYS

Table 8 summarizes all needs and suitability scores by area presented on the maps above. The
three highest -ranking are highlighted in bold.
TABLE 8: SUMMARY OF NEEDS AND SUITABILITY RESULTS
PUBLIC PUBLIC PRIVATE PRIVATE PUBLIC PUBLIC
DESTI - NEIGHBOR - MULTI - WORKPLACE [COMMUNITY | CORRIDOR
NATION HOOD FAMILY CHARGING CHARGING CHARGING
AREA CHARGING CHARGING CHARGING
Rank Score | Rank Score |Rank Score |Rank Score |Rank Score [Rank Score
BISHOP
(CENTRAL) 1 100 1 100 1 100 2 86 1 100 5 32
BISHOP
(WEST) 2 51 3 11 6 0 5 39 4 20 3 41
BISHOP
(NORTH/EAST) 3 37 4 10 3 7 3 61 6 0 6 0
NORTHWEST
COUNTY 6 0 6 0 4 7 6 0 5 9 4 34
BIG PINE/
INDEPENDENCE 5 19 5 9 5 4 4 59 3 23 2 81
LONE PINE/
DEATH VALLEY 4 26 2 33 2 19 1 100 2 47 1 100
Note: Top 3 ranking areas for each charging use case highlighted in bold.
Key takeaways from the comprehensive needs and suitability analysis for EV charging
infrastructure in Inyo County include:
1 Bishop as key demand area: The p rimary need for EV charging is concentrated in  and around

the City of Bishop,the count ydés | ar gest pGompmelcialaativity apd papalation

concentration, coupled with the presence of many of the countyds maj or (loecagpnd oy er s
state government, medical, retail) drive demand for additional EV charging stations here more

than in any other area of the county. Specifically, the analysis uncovered a need for expansion

of public (destination) Level 2 chargers, private multi -family Level 2 chargers, chargers at

workplaces, and DC fast chargers for the use of the local community (residents of Bishop and

nearby communities).

o Secondary Bishop areas show more targeted and uneven needs: West Bishop and
North/East Bishop demonstrate moderate to lower suitability depending on charging type.
West Bishop shows some potential for destination and corridor charging, while North/East
Bishop performs more strongly for workplace charging but lower for neighborhood and
community charging. These results suggest a need for targeted, site - specific investments
rather than broad deployment outside the city core.

1 The Big Pine -Independence area is best suited for corridor and community fast
charging:  While suitability for public destination and neighborhood Level 2 charging is relatively
low in this area, Big Pine i Independence ranks highly for public corridor charging, reflecting its
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location along US -395 and its role in serving both residents and long -distance travelers. DC fast
charging is likely to be the most effective charging solution here, supporting daily travel needs,
interregional trips, and tourism -related traffic.

1 Lone Pine and the Death Valley / Southeast County area show distinct and mixed
charging needs: This region scores highest for public corridor charging and workplace
charging, underscoring the importance of DC fast charging along US -395 and other key routes
serving Death Valley National Park and (seasonal) tourist travel. At the same time, moderate
scores for public neighborhood, multifamily, and community charging indicate localized
residential needs in certain communities. Charging strategies in this area should therefore
balance visitor -oriented corridor charging with targeted community -focused installations.

1 Northwest County shows consistently low er suitability across charging types: The
northwest portion of the county ranks low for most use cases ,reflecting t he arlowads
population density, limited employment , and moderate travel demand. Of all use cases,
additional corridor charging (DCFCs along U.S. 395) may be the most warranted infrastructure
type. New charging investments in this area are likely to be opportunistic rather than strategic ,
also given the proximity to Bishop with major services for long -distance travelers

4.4 CHARGER NEEDS BY AREA

The needs and suitability analysis was complemented by the quantitative modeling of EV charging

demand conducted in the CECO6s biannual ABhearnn2all prgectmritse wi de as
from that assessment , as presented in  Section 4.2 , estimate the number of charging ports

required to support projected EV adoption and travel demand in Inyo County by each respective

year . Into tal, approximately 1,160 charging ports are needed countywide across all AB 2127

charging categories by 2035 , see Table 5 further above

Table 9Table 9 below shows how the countywide needs from the AB 2127 report are translated to

charger needs for each of the charging use case defined in this plan. Of the charger needs listed

under t he AB 2127AWemplkr & 6B udalegony, 73%aée assumed to be required at public

locations, and 25% are assumed to be needed at workplaces with restricted (non - public) parking.

Thissplit i s i nformed by I nyo Countyds relatively small numbe
with designated, private  -access parking for its workforce.

TABLE 9: CHARG ER DEMAND PROJECTIONS BY USE CASE

CHARGERS
CHARGING RELATIONSHIP TO AB 2127 CHARGING
CHARGING USE CASE NEEDED IN INYO
LEVEL CATEGORIES
COUNTY BY 2035
PUBLIC DESTINATION Level 2 75 % oWork& PublicL2 6 projected 75% of 886 =
CHARGING (see Table D -5in 2024 AB 2127 report) ~670
PUBLIC NEIGHBORHOOD After review of MUDs and nearby street parking, no area
Level 2 - ; ) ) 0
CHARGING was identified as suitable for this charging use case
PRIVATE MULTI -FAMILY Level 2 100% ™MFHOA projected charge 100%of114=
CHARGING (see Table D -4 in 2024 AB 2127 report) ~110
\
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CHARGERS
CHARGING RELATIONSHIP TO AB 2127 CHARGING
CHARGING USE CASE NEEDED IN INYO
LEVEL CATEGORIES
COUNTY BY 2035

PRIVATE WORKPLACE Level 2 25 % oWork&PublicL2 6 projected 25% of 886 =

CHARGING (see Table D -5in 2024 AB 2127 report) ~ 220
100% of DCFCs needed for routine

PUBLIC COMMUNITY DCFC intraredional travel 100% of 1 27 =

FAST CHARGING 9 ~1 30

(see Table D -6in 2024 AB 2127 report)

Statewide DCFCs needed for interregional

trav el ( 7,685 , per Table 9 of 2024 AB 2127
PUBLIC CORRIDOR DCEC renort caled down to Invo Countv b . 0.41 % of 7,685 =
FAST CHARGING port ), s caled down yo County by using ~ 30

the C ounty 6 share of statewide long  -distance

(100+ mi) trips per Replica (about 0.41% ).

TOTAL ~1,160

These needs are not evenly distributed across the county. Instead, they reflect the geographic

patterns of population, employment, travel behavior, tourism activity, and roadway connectivity

identified in the needs and suitability analysis discussed in Section 4.3 . Therefore, census tract -

level scores fromth at analysis are used to determine area - specific numbers of chargers needed by

use case. The results are shown in Table 10,witheach use casebds projected number
chargers grouped into ranges . The totals by use case in the bottom row correspond to the

countywide projections by use case in Table 9 above.

Overall, the analysis shows that Inyo County is projected to require approximately 1,160 EV

chargers by 2035. By sheer quantity of required ports, public destination charging forms the

backbone of the system, reflecting the importance of longer dwell -time locations  in a rural context
such as commercial areas, parks, and lodging . However, access to fast charging is critical to

support EV adoption and use in a vast geography like Inyo County. While these needs are more

limited in total quantity, they are essential for system functionality. Community DC fast chargers

are focused in population centers to support local flexibility and reliability, while corridor fa st
chargers enable regional travel and tourism connectivity.

Geographically, demand is highly centralized, with Bishop as the dominant hub for charging

demand , accounting fo r the majority of projected need across all use cases. Lone Pine/Death Valley
serves as a secondary node with a more balanced mix of charging types, while other areas require
relatively small numbers of chargers primarily to ensure basic access.

X *
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TABLE 10: CHARGER NEEDS BY AREA IN 2035

PRIVATE PUBLIC PUBLIC
PUBLIC PRIVATE
MULTI - COMMUNITY  CORRIDOR
DESTINATION oLy  WORKPLACE EasT et
TRACT TOTAL
CHARGERS | ArRcERs CMARGERS | \RGERS CHARGERS
LEVEL 2 LEVEL 2
( ) (LEVEL 2) ( ) (DCFC) (DCFC)
000100
BISHOP (NORTH/EAST) 21-40 <5 11-20 <5 <5 41 -60
000200
NORTHWEST COUNTY <5 <5 <5 <5 <5 <5
000300
BISHOP (WEST) 21-40 <5 <5 <5 <5 21 -40
000400
BISHOP (CENTRAL) 501 -600 101 -150 101 -150 101 -150 <5 801 -900
000500
BIG PINE/ 11-20 <5 11-20 <5 5-10 21 -40
INDEPENDENCE
000800
LONE PINE/DEATH 21-40 <5 41-60 11-20 21-40 101 -150
VALLEY
TOTAL ~670 ~110 ~220 ~130 ~30 ~1,160

Key observations and takeaways include

1 All charging use cases are needed
network, even though demand varies by type

to support a complete and functional EV

1 Public Level 2 destination charging represents the largest share of need

(by number of required charging ports)

1  Workplace and multi
particularly in denser and employment

- family charging

, forming the foundation of the system

-focused areas .

1 DC fast charging is essential despite lower port counts
local flexibility (community charging) and regional mobility (corridor charging)

1 Demand is highly concentrated in key hubs (especially Bishop)
every area requires some level of infrastructure

coverage .

1 Lower -demand use cases and locations remain critical
the network and support reliability, equity, and long

play important supporting roles,

, enabling both

, but
to ensure access and

, as they fill gaps in

-distance travel
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4.5 EXAMPLE SITES FOR NEW EV CHARGING DEPLOYMENTS

4.5.1 POTENTIAL SITE S

While this Plan does not prescribe a specific list of locations where EV charging stations should be
located, the Project Team has identified a number of example locations where EV charging stations
could prove to be useful and feasible based on the use cases  and site selection criteria described in

Section 4.3 . Approximately 40 potential locations have been identified based on the use cases
described in  Section 4.3.1 above. While many of the locations would specifically serve one of
the se use cases, some of the locations could serve two or more of the use cases. The potential
locations list is intended to serve all geographic areas of the County.

Table 11 shows the 40 locations identified for potential charging sites and includes the city or
community, use case s, and recommended charge leve Is for each potential location. The table
shows :

1 Distribution by geography: Despite the population, employment, and land use density of
Bishop, over half of the locations are outside Bishop, with multiple locations in Lone Pine (6),
Independence (5), Death Valley (5), Big Pine (4), and Olancha (1).

1 Distribution by charging use case: The list includes 12 locations for public destination
charging, 9 locations for public corridor fast charging, 8 locations for public community fast
charging, 9 locations for private workplace charging, and 7 locations for private multi -family
charging, with 6 locations identified for more than one charging use case.

Figure 22 shows the geographic locations and distribution of the 40 potential locations described
above. Each point on the map is colored by the use case or combination of use cases identified for
the individual sites.

Each location is illustrated and described in more detalil in Appendix D at the end of this  plan.

Each of the site information sheet s inthat appendix includes a table with key site properties , name ,
address, the applicable charging use case(s),r elevant site features, and potential charger

installation s, as well as a n aerial image of the site and a regional map highlighting its location

relative to adjacent communities and roadways.

TABLE 11: EXAMPLE POTENTIAL CHARGING LOCATIONS

RECOMMENDED

LOCATION NAME CITY OR TOWN USE CASE(S) CHARG E LEVEL(S)

MILLPOND COUNTY

PARK Bishop Public Destination Charging Level 2
. Public Destination Charging Level 2
BISHOP AIRPORT Bishop . . .
Public Community Fast Charging DCFC
PARKING LOT NEAR . . N .
BISHOP CITY HALL Bishop Public Destination Charging Level 2
SURFACE PARKING Bishop Public Destination Charging Level 2

LOTS IN BISHOP

X *
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LOCATION NAME

CITY OR TOWN

USE CASE(S)

RECOMMENDED
CHARG E LEVEL(S)

BISHOP UNION HIGH

SCHOOL Bishop Public Destination Charging Level 2
BIG PINE HIGH & B . _— .
ELEMENTARY SCHOOLS Big Pine Public Destination Charging Level 2
INYO COUNTY Public Destination Charging Level 2
ADMINISTRATIVE Independence . . .
COMPLEX Public Community Fast Charging DCFC
OWENS VALLEY HIGH . . .
SCHOOL Independence Public Destination Charging Level 2
SOUTHERN INYO . Public Destination Charging
Lone Pine . . Level 2
HOSPITAL Private Workplace Charging
STREET PARKING IN
DOWNTOWN LONE Lone Pine Public Destination Charging Level 2
PINE
Public Destination Charging Level 2
STOVEPIPE WELLS Death Valley . . i
Public Corridor Fast Charging DCFC
Public Destination Charging
FURNACE CREEK Death Valley . . Level 2
Private Workplace Charging
MT. WHITNEY . . . . .
APARTMENTS Lone Pine Private Multi -Family Charging Level 1/2
TWO SIXTY TWO . . . . .
ACADEMY Bishop Private Multi -Family Charging Level 1/2
SIERRA APARTMENTS Bishop Private Multi -Family Charging Level 1/2
FOWLER APARTMENTS Bishop Private Multi -Family Charging Level 1/2
SIERRA PINES Bishop Private Multi -Family Charging Level 1/2
WILLOW PLAZA Bishop Private Multi -Family Charging Level 1/2
CENTRAL BISHOP, Bishop,
LONE PINE, Lone Pine, Private Multi -Family Charging Level 1/2
INDEPENDENCE Independence
NORTHERN INYO . . .
HOSPITAL Bishop Private Workplace Charging Level 2
RETAIL AREA BY
DIXON LANE -MEADOW Bishop Private Workplace Charging Level 2
CREEK
INYO COUNTY
CONSOLIDATED OFFICE Bishop Private Workplace Charging Level 2
BUILDING (COB)
PARKING LOT AT . . .
BISHOP CITY HALL Bishop Private Workplace Charging Level 2
CALTRANS DISTRICT 9 . . .
HEADQUARTERS Bishop Private Workplace Charging Level 2
LADWP MAINTENANCE . .
EACILITY Independence Private Workplace Charging Level 2
DEATH VALLEY
UNIFIED SCHOOL Death Valley Private Workplace Charging Level 2

DISTRICT
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LOCATION NAME

CITY OR TOWN

USE CASE(S)

RECOMMENDED

CHARG E LEVEL(S)

GROCERY STORES IN

BISHOP Bishop Public Community Fast Charging DCFC

HI COUNTRY MARKET Big Pine Public Community Fast Charging DCFC

DEHY PARK Independence Public Community Fast Charging DCFC

LONE PINE MARKET Lone Pine Public Community Fast Charging DCFC

CALIFORNIA HIGHWAY

PATROL i BISHOP Bishop Public Corridor Fast Charging DCFC

AREA

GAS STATIONS IN . . ) .

BISHOP Bishop Public Corridor Fast Charging DCFC

BIG PINE PAIUTE R . . .

TRIBAL OFFICE Big Pine Public Community Fast Charging DCFC

S&SESTATIONS INBIG Big Pine Public Corridor Fast Charging DCFC

GAS STATIONS IN . . .

INDEPENDENCE Independence Public Corridor Fast Charging DCFC

EASTERN SIERRA . . . .

VISITOR CENTER Lone Pine Public Community Fast Charging DCFC

GAS STATIONS IN . . . .

LONE PINE Lone Pine Public Corridor Fast Charging DCFC
Olancha/ US . ) .

OLANCHA/GRANT ) Publ F h DCF
395 Corridor ublic Corridor Fast Charging CFC

FURNACE CREEK . . .

VISITOR CENTER Death Valley Public Corridor Fast Charging DCFC

DEATH VALLEY Death Valley Public Corridor Fast Charging DCFC

JUNCTION
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FIGURE 22 : POTENTIAL LOCATIONS AND USE CASES
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4.5.2 SUITABLE SITES FOR NEAR -TERM CONSIDERATION

The 40 potential locations described above were presented at a Stakeholder Meeting in

November 2025 to a group of project stakeholders including local and regional jurisdictions
and agencies, advocacy groups, and other interested parties. Slides for each location (included
in this Plan as Appendix D) were shown and described to the stakeholder group and meeting
attendees were able to comment on each location. A subsequent online survey was made
available to the stakeholders and they were asked to give their opinion on whether each
location should be  considered for further consideration. Allowable answers included the
following:

1 fiYeso (positive)

1 APotentially o (positive)
1 ANo Opinion 0 (neutral)
1 fiNoo (negative) Jgpeaa

I n addition to seiloencot Jg&
respondents were allowed to skip a
location entirely if desired. A total of
18 respon ses provided answers to the
survey and in addition to answering

the specific questions,  nearly 200

comments were provided. Responses
to the survey questions , as well
positive a nd negative comments received regarding each location were used to narrow down

the list from 40 locations to 9 locations to be reviewed for further study.

Sites were ranked by the number of generally positive survey answers ( AYeso plus

APot ent i alsitegyrécgiving naether 5 AYesod votes or 10 positive (fAYeso
votes are included in this discussion for further review and summarized in  Table 12 . The table

shows that 9 locations meet the criteria of having either 5 AYesOdO responses or 10 combi
AfYeso and APotentiallyo responses. Of these, 8 include p
private workplace charging, 2 include public community fast charging, 1lincludes public

corridor fast charging, and O include private muti  -family charging.

While 7 locations were identified for private multi -family charging, respondents tended to

respond negatively  toward these locations with most receiving 2 or |l ess fiYe8ar votes an
l ess APotenti all y generabldo easian (molti | -family sites in central Bishop , Lone

Pine, and Independence) rearmrcdckib efdP ot dinvteisadl Ivyod ewsot es, t hus
the locations identified for potential private multi -family charging  were not popular with the

stakeholder survey respondents. Figure 23 shows the geographic distribution of these

potential sites.

In addition to the 9 sites that were  identified for further study using stakeholder input, two
additional sites were recommended by Inyo County staff for further review. These include
Spainhower Park and Diaz Lake , both located near Lone Pine
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Installing EV charging at Spainhower Park would support both local residents and travelers
passing through Lone Pine along the U.S. 395 corridor. As a centrally located community

space, the park attracts families, events, and recreational users who often spend extended

periods on -site, making it an ideal location for Level 2 charging. Providing EV infrastructure

here would encourage longer dwell times that benefit nearby local businesses, while also

improving charging access in a rural area where options ar e currently limited. Additionally, it
aligns with broader regional and state goals to expand equitable access to clean transportation

in underserved communities. DC fast chargers at this location could serve both local residents
in need of quick recharge and long -distance travelers along U.S. 395.

EV charging at Diaz Lake would serve outdoor recreationists, tourists, and campers who
frequent this popular destination just south of Lone Pine. The lake is a gateway for activities

like fishing, camping, and acc ess to nearby public lands, meaning visitors often stay for several
hours or overnight , well -suited for EV charging use. Adding chargers here would enhance the
visitor experience by reducing range anxiety in a remote area and supporting sustainable

tourism in the Eastern Sierra. It would also strengthen the charging network along U.S. 395,
making long -distance EV travel through Inyo County more feasible.

1ol |\
@ INYO COUNTY EV CHARGING INFRASTRUCTURE NETWORK PLAN A DRAFT

50



TABLE 12: SUITABLE SITES

FOR NEAR -TERM CONSIDERATION

STAKEHOLDER SURVEY RESPONSES

POTENTIAL
LOCATION USSEEIEE) INS'IE:AT?_i?IE'T\IS YES POTENT- TOTAL PERCENT
© IALLY POSITIVE POSITIVE
FURNACE CREEK Public Destination Charging
10-20 Level 2 10 5 15 88%
SR-190, DEATH VALLEY Private Workplace Charging ’
BISHOP AIRPORT Public Destination Charging 5-10 Level 2 9 3 12 67%
0
703 AIRPORT RD, BISHOP Public Community Fast Charging 1-2 DCFC
INYO CO. ADMIN
COMPLEX Public Destination Charging 5-10 Level 2 9 3 12 80%
0
168 N EDWARDS ST, Public Community Fast Charging 4-8 DCFC
INDEPENDENCE
SOUTHERN INYO
HOSPITAL Public Destination Charging
5-10 Level 2 7 5 12 67%
501 E. LOCUST ST, LONE Private Workplace Charging ’
PINE
STOVEPIPLE WELLS Public Destination Charging 5-10 Level 2 9 3 12 80%
0
SR 190, DEATH VALLEY Public Corridor Fast Charging 4-8 DCFC
PARKING LOT, BISHOP
199 N WARREN/ 220 N Public Destination Charging 5-10 Level 2 6 1 7 64%
FOWLER, BISHOP
INYO COUNTY COB . N . At least 10% of
0,
1360 N MAIN ST, BISHOP Public Destination Charging parking stalls 5 1 6 67%
CALTRANS DISTRICT 9 . . At least 10% of
HEADQUARTERS Private Workplace Charging i tall 5 0 5 63%
500 S MAIN ST, BISHOP parking stafls
MILLPOND COUNTY PARK . s . 3% to 6% of
Public Destination Charging 0 ° 4 6 10 7%

220 SAWMILL RD, BISHOP

parking stalls

SPAINHOWER PARK

Public Destination Charging 5-10 Level 2
430 N. MAIN STREET, LONE . . . n/a
PINE Public Corridor Fast Charging 1-2 DCFC
DIAZ LAKE Public Destination Charging 5-10 Level 2
5007 S. MAIN STREET, LONE . ) . n/a
Public Corridor Fast Charging 1-2 DCFC

PINE
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While only the 9 locations listed above garnered the number of positive replies to the survey based
on the thresholds listed above, any of the 40 sites listed in this section could be considered for
potential charger siting. In general, stakeholders were less likely to respond positively to sites
identified for private charging, which makes sense given the fact that this Plan cannot prescribe

where charging is to be installed on private property.

4.5.3 CHARGING FOR MU LTI -FAMILY RESIDENTS

While the results of this siting analysis did not result in any multi -family residential locations
receiving positive  survey results, it remains clear that charging for multi -family residents, as well
as residents who rent their homes, is of key importance in electric vehicle adoption and use.
Nationally, approximately 80% of EV charging is done at home, and this is typically a barrier for

those who do not have access to their own garage , carport ordriveway which includes most multi
family residents, as well as those who cannot install their own Level 2 charging solution, which

includes many renters, even those who live in single family homes.

While public charging plans such as this one can encourage best practices, they have limited ability
to require private multi  -family property owners to install EV charging infrastructure. As a result,
many renters and multifamily residents continue to face barriers to EV adoption due to a lack of
reliable home charging access. Level 2 charging at or near the home remains a critical component
of EV ownership, as it supports overnight charging that aligns with typical vehicle dwell times and

reduces dependence on public infrastructure. Without this access, households may e Xperience
higher charging costs, increased travel time to reach charging locations, and reduced convenience,

all of which can disproportionately affect renters and lower -income residents.

Given these constraints, public agencies can play a key role in expa nding alternative charging
options that help compensate for gaps in private investment. Destination -oriented Level 2 charging
at workplaces, commercial centers, and community facilities can serve drivers during extended

stays and provide partial substitute s for home charging. Community fast charging offers a reliable

and time - efficient option for residents who require regular access to charging near where they live,
particularly in areas with high renter concentrations or limited off -street parking. Corrido  r-based
charging along major travel routes supports regional travel, rural connectivity, and tourism, while

also serving local residents who lack home -based charging. Together, these complementary

charging strategies form a layered network that improves ac cess, reduces range anxiety, and

supports broader EV adoption where home charging cannot be guaranteed.

Some of the larger multi ~ -family sites where  on-site or nearby (within walking distance) charging
would prove beneficial include the following:

Mt. Whitney Apartments (Lone Pine) 1 34 units

Sierra Apartments  (Bishop) 1 26 units

Sierra Pines (Bishop) i 16 Units

Willow Plaza Apartments  (Bishop) 1 12 units

262 Academy (Bishop) 1 26 units

Fowler Apartments  (Bishop) i 20 units

1ol |\
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COUNTY FLEET TRANSITION AND CHARGING

INFRASTRUCTURE RECOMMENDATIONS

This chapter outlines recommendations related to
recommended strategy for charging County fleet EVs, and the number and types of required fleet
charging stations. It also includes detailed installation recommendations and  both capital and

operating cost estimates.

5.1 OVERVIEW

t

he

5.1.1 FLEET COMPOSITION

I nyo Countyds vehi cl 88 dsdets,intludngonsi sts of 2

1 138 light -duty vehicles (up to 10,000 Ibs. gross vehicle weight rating, or GVWR)

1 50 medium -duty vehicles (10,001 -26,000 Ibs. GVWR)

1 31 heavy -duty vehicles (more than 26,000 Ibs. GVWR)

1 9 off-road equipment (non -road legal assets such as construction or landscaping equipment)
Figure 24 below depicts this breakdown, further providing information on the vehicle type

composition of each class size. Light -duty SUVs and pickups (upto F  -250 size) make up about half
ofthe Countyéds fl eet . -@infdheahye-dutyassetsyuanparticularly challenging market
segment for vehicle electrification given higher energy needs and currently lower EV market

availability, most are large pickup truck and other truck configurations, such as utility, dump, or
plow trucks. T h e Co u n trgad sequipnferit includes multiple loaders, backhoes, and tractors.
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Inyo County Fleet Composition
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FIGURE 24 :INYO COUNTY FLEET COMPOSITION

5.1.2 FACILITIES ASSESSED FOR FLEET CHARGER INSTALLATIONS

Il nyo Countyo6s f | Bdistindgt docalians .eTthe peoject team  evaluated f leet assignments
and future charging needs at each of these facilities. In consultation with County staff , the project
team studied the following nine fleet facilities in greater detail based on their existing electrical
infrastructure  to identify suitable ways to install fleet charging infrastructure:

Consolidated Office Building (COB) i 1360 N Main St, Bishop

3rd Street Yard T 468 S 3rd St, Bishop

Big Pine Road Yard 1 150 Dewey St, Big Pine

Bishop Road Yard 1 3236 W Line St, Bishop

Inyo County Admin/Annex Center T 168 N Edwards St, Independence

Lone Pine Yard 1 162 N Lone Pine Ave, Lone Pine

Mazourka Road Shop i 750 S Clay St, Independence

Shoshone Road Yard i 303 S Highway 127, Shoshone

Wye Road 1 218 Wye Rd, Bishop

= = =4 =4 -4 -a -a _-a -

These sites are included in the interactive online dashboard (described further below) and the
comprehensive fleet EV charger installation recommendations ( Section 0).
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5.2 FLEET REPLACEMENT PLAN

The consultant team developed a fleet replacement plan that outlines a financially sustainable

pat hway for | nyo Count y#nsssion vehidgles. iThe planralances opezatiomal
requirements, projected funding availability, and compliance with California & Adv anced Clean
Fleets (ACF) regulation.

If all vehicles beyond their useful life were replaced immediately, a substantial portion of the fleet
would need to be replaced, resulting in prohibitively high capital expenditures during the first year

of implementation. To mitigate this, the consultant team adjusted the replacement schedule to
maintaina maximum annual electric vehicle procurement budget of approximately $2 million.

To achieve this balance, the County should extend the service life of vehicles that remain in

suitable operating condition. Decisions to defer replace
maintenance history, performance data, safety record , fuel and operating costs . This strategy

allows reliable vehicles to remain in service longer without compromising operational performance

or regulatory compliance. Conversely, vehicles wi th high mileage, elevated maintenance costs, or

essential operational roles should be prioritized for earlier replacement.

The resulting replacement plan shownin Figure 25 is structured to ensure compliance with ACF
requirements while distributing capital costs evenly ove
scheduled replacement year reflects an integrated analysis of procurement and operating costs,

regulatory milestone s, and operational priorities. This phased approach will enable Inyo County to

achieve full ACF compliance while maintaining predictable annual expenditures and a controlled

pace of fleet modernization.
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FIGURE 25: FLEET REPLACEMENT SCHEDULE

5.3 INTERACTIVE ONLINE DASHBOARD

The project team provides the County with access to an interactive online dashboard that allows
staff to view fleet EV charging recommendations and the replacement plan and make adjustments
to the phasing strategy.

The dashboard is available at this link, with log -in credentials provided to select County project
staff: https://fleet - eta.dkselectromobility.com/

An exce rpt of the tool & primary dashboard  is shown in Figure 26.
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FIGURE 26 : INTERACTIVE FLEET TRANSITION ONLINE DASHBOARD

5.4 FLEET EV CHARGING STRATEGY

The project team evaluated a Iternative strategies to charging  fleet EVs, based on Inyo County &
fleet operational needs and portfolio of fleet parking locations. These strategies , along with their
respective benefits and disadvantages, are discussed in  Appendix E

The recommended strategy t o charge I nyo Countyébés fl eet EVs predomin
use of Level 2 chargers for regular, overnight charging to cover daily energy needs. This should be

coupled with and supported by supplemental DC fast charging when and where necessary, a S

explained further below.

The recommended charging strategy has the following key benefits:

1 Operational Efficiency: While experiencing high mileage on some days, over the course of the
year, t he Countyds fleet vehi cl e3® mides dailyareperringbetpeen Xandnat el y
200 kWh per vehicle each day. Most of the more modest energy demands can be effectively
managed by charging  EVs every few nights or during other available windows, eliminating the
necessity for each  EV to have a dedicated charger. Other EVs with higher energy demands will
need to charge daily and may even require their own dedicated charging port.

1 Cost -Effectiveness: Implementing any charging strategy at t he Co ufledt fadlites will
require significant investments in charging infrastructure at fleet facilities. Shared chargers
effectively minimize the capital expenditure necessary to power an all -electric fleet, compared to

an approach with dedicated chargers for each fleet EV.

1 Scalability and Future -Proofing:  Asthe County expandsits EV fleet in compliance with state
regulation , the recommended strategy allows for scalable infrastructure that can adapt to
increasing energy  requirements  without necessitating  overly extensive electrical upgrades at
each facility. Based on DKS' extensive fleet electrification planning and design experience,

X *
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dedicated chargers are typically 50 -250% * more expensive to deploy than shared chargers,
given the common need for more complex electrical service upgrades.

1 Workplace Charging: The utilization of shared chargers simplifies the operational workings of
charger sharing with employee -owned personal wvehicles (i.e. fAworkplac
chargers an d their associated software could distinguish between fleet EVs and personally -
owned EVs in charging sessions, e.g. through the use of RFID cards in each fleet EV and issued

to County employees for use with  their personal EVs. This way, employees are not bound to
specific, dedicated charging stations and parking stalls.

Figure 27 below shows typical charging durations for the Nissan Leaf and Chevy Silverado EV . The
charging times refer to charging sessions during which t
to 90% SOC. FewEVsin | ny o C o Uleetwildeguire such a session on a typical day, so Level 2

chargers installed at  County facilities should be shared among the fleet.

The figure shows that for some EV models, a limited AC charging power acceptance rate may

diminish the incremental value of a charging station with higher power outputs. For example, a

Nissan Leaf does not accept an AC charging power greater than 6.6 kW, hence the charging time

onallb -kW chargeristhe same as on a 6.6 -k W charger. For I nyo Countyéds f 1 ¢
typical daily mileage and c¢ o mmmmted Mowraraddmeedisndb-olpdt accept an
chargers (6.6 -11.5 kW provided at each plug) are recommended to meet the charging needs in

most cases. Such chargers can replenish a light -duty EV battery from 10% to 90% state -of-charge

within 5 -12 hours. For heav y-duty vehicles, moderate DC chargers (suchas22.5 kW) are
recommended for overnight chargin g.

1 The lower end of that range would apply for facilities at which no major electrical system upgrades are needed. The
higher end of that range applies when upgrades such as on the transformer, switchboard, or panel level are necessary.
Electrical upgrades ca n be substantially more expensive when attempting to provide a dedicated charger for each fleet EV
than when sharing chargers between EVs, as recommended in this plan.

X *
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2022 Nissan Leaf (62 kWh) 2026 Chevrolet Silverado EV
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Charging times, 10-90% SOC Charging times, 10-90% SOC
|4pm |4pm

aam | 4am |

mIn use =Charging =Unused mIn use =Charging =Unused

FIGURE 27 : EXEMPLARY CHARGING TIMES FOR TYPICAL FLEET EVS ON LEVEL 2 AND DC FAST
CHARGING STATIONS OF DIFFERENT POWER OUTPUTS.

As shown in Table 13 further below |, the recommended charger quantities would lead to a total of

95 charging plugs available to charge fleet EVs across I ny o Co dleet @iviersthe total number
of 228 future fleet EVs and pieces of equipment at these facilities , this would imply that, on
average, there would be about 2.4 EVs for each charging plug. Operationally, this means that most
future fleet EVs could charge approximatel y every other night using a Level 2 charger. Some of
C o u n t fledl gehicles typically drive relatively few miles per day and could be charged less

frequently than daily. Oth er assets have higher utilization and onboard power needs in addition to
traction power; these EVs could be charged every night, if necessary.

Figure 28 below visualizes how a potential charging schedule for four EVs per charging plug would
work. Each EV (distinguished by color in the figure) would charge overnight about once a week,

with the charger being utilized every night, increasing the return on th e capital investment of
deploying each charger. For Inyo County , the recommended charging station quantities would
ensure that all fleet EVs could charge more frequently than in this example.
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FIGURE 28 : POTENTIAL CHARGING SCHEDULE ROTATING DIFFERENT FLEET VEHICLES ON THE
SAME CHARGER

Note: Shown is a scenario where 4 EVs would share one charging plug.

To ensure smooth operations when chargers are shared between multiple fleet EVs , the County
should consider implementing a charging management platform. These software systems connect

to networked fismarto chargers, allowing operators
and prioritize charging based on operational needs. They also provide real -time visibility into
charger status, track energy use, and support billing and LCFS credit generation . By automating
scheduling and balancing loads, such systems can help fleets reliably operate with fewer chargers

than vehicle s, while a voiding costly utility demand charges or service upgrades.

In addition to shared Level 2 chargers to cover typical daily charging needs, the project team

recommends the installation of DCFC stations as a supplement at some facilities to provide

operational convenience, flexibility, and redundancy. These fast charg ers could cover charging
needs that were unforeseen, unexpected, or only occur occasionally. Such high -speed DCFCs are

capable of serving many fleet EVs per daypatteracfonepposed

charging session each night). The concept, typical use cases, benefits, and disadvantages of
supplemental DC fast chargers are further explained in Appendix E
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5.5 FLEET CHARGING |INFRASTRUCTURE RECOMMENDATIONS

5.5.1 SUMMARY

As discussed in  Section 5.1.2 , fleet vehicle assignments  and future charging needs were assessed
foreach of t he Co ufiedt godisile laca8tion s. Of these, nine sites were identified as priority
with 5 or more assigned vehicles. For the se nine priori ty fleet domiciles,t  he project team

developed site assessments with specific EVSE installation recommendations. As detailed in

Section 5.4 ,the projectteam  recommends a shared charging strategy (versus dedicated ports)

for baseload Level 2 charging operations, along with supplemental DC fast charging capacity at
select sites .

In addition to providing EVSE recommendations to recharge County EVs overnight, the project
team proposes DC fast chargers (DCFC) at five strategic fleet sites for occasional daytime charging
needs (e.g., County vehicles traveling between cities). For the five sites with  proposed DCFCs ,
capital and operating costs are shown with and without the DCFC to illustrate the impact of such a

strategy on the fleet electrification plan and the Count.yds budget

Table 2 summarizes the recommendations made at each location, including number of vehicles,
existing energy load capacity, proposed EVSE load once chargers are installed, and estimated
CAPEX and OPEX costs. For sites without detailed installation assessments, the table lists the
number of vehicles, type and number of recommended chargers, and the resulting EVSE load.

Key takeaways include:

1T To power | nyo Co u-elegridfieet bf 228 uehiges,a total of 95 charging ports will
be necessary, including 68 Level 2 ports, 13 moderate -speed DC ports, and 14 high  -speed DC
fast charging ports.

1 The installation of 77 ports (including all DCFCs) recommended at the nine priority sites is
estimated to cost  about $6.2 million.

1 The total r esulting operational expenditure at these nine sites is estimated at about $378,000
per year. These costs account for  fuel (electricity), charger maintenance, software/licensing
fees, and potential LCFS revenue.

Figure 29 through Figure 32 show the geographic locations of data presented in the table,
including number of fleet vehicles, number of recommended EVSE ports, and estimated load
requirements, and capital expense at each recommended site.

Each of the nine site assessments is included in Appendix F , each including an overview of
existing conditions, fleet vehicles, parking conditions and electrical capacity, and concluding with
detailed EVSE recommendations consisting of quantity, type, placement, and the costs associated

with their installation and operation. Each site assessment is standardized to enable independent
planning by site.

1ol |\
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TABLE 13 : SUMMARY OF FLEET EV CHARGER RECOMMENDATIONS AT INYO COUNTY SITES

NeTALLED  EST-SPARE  LUCr R EVsEloap  TYPE& NUMBER AR I
SITE NAME (UTILITY) FLEET EVS A verta CAFKAV;))ITY W betl ool OF CPHOAIE%NG CAPEX e
(KW)* (KW) (KW)
SITES WITH DETAILED INSTALLATION RECOMMENDATIONS
Consolidated Offi L2 (12)
onsolidated Ditice 64 1441 611-1153 738 138 $1,109,870 $33,620
Building (SCE) DCFC (4)
31 Street Yard (SCE) 25 24 9-17 92 92 L2 (8) $321,740 $34,320
L2 (4)
Big Pine Road Yard
1 4 .37 DC (1 783,2 45,2
(LADWP) 0 8 33-3 369 69 c $783,230 $45,250
DCFC (2)
L2 (4)
Bishop Road Yard (SCE) 19 48 18-31 133 133 $500,540 $56,980
DC (4)
Inyo County L2(2)
150-17 1 1 431 18,37
Admin/Anex (LADWP) 5 300 50-179 63 3 bore (2) $431,930 $18,370
L2 (4)
Lone Pine Yard (LADWP) 22 48 23-26 753 153 DC (5) $1, 472,260 $104,770
DCFC (4)
Mazourka Road Sh L2 (8)
azourka Road Shop 19 144 39-98 137 137 $503,050 $52,040
(LADWP) DC (2)
L2 (4)
Shoshone Road Yard
© g;one oad rar 9 24 11-17 362 62 DC (1) $797,910 $16,920
DCFC (2)
Wye Road AG Facility 19 54 9-26 46 46 L2 (4) $270,720 $16,560
(SCE)
Subtotal 192 2,131 903 - 1,584 2,793 843 77 Ports $6,191,250 $378,830
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EXISTING BT, GEARE  LorOEED FIOIROIISD TYPE & NUMBER

INSTALLED EVSE LOAD EVSE LOAD ANNUA L
SITE NAME (UTILITY) FLEET EVS CAPACITY CA?KAVS)ITY WITH DCEC WITHOUT DCEC OF CPHC')AFI?TGSING CAPEX OPEX
(KW)* (KW) (KW)

SITES WITHOUT DETAILED INSTALLATION RECOMMENDATIONS

No DCFCs

Bishop Airport/ESTA 1 13 L2 (2
Ishop Alrp recommended @
. . No DCFCs
Bishop Library 1 recommended 13 L2 (2)
Bishop Senior Center 2 No DCFCs 13 L2 (2)
recommended
. No DCFCs
City Hall 2 recommended 23 L2 (2)
No DCFCs
JAIL 3 Not recommended 23 L2 Not
No DCF
Lone Pine Senior Center 4 assessed o Deres 13 L2 (2) assessed
recommended
No DCFC
Progress House 2 © s 13 L2 (2)
recommended
Take Home 18 No DCFCs n.a. n.a.
recommended
. No DCFCs
Tecopa Hot Springs 1 recommended 13 L2 (2)
No DCFC
Wellness Center 2 © ° 13 L2 (2)
recommended
Subt otal 36 - - - 137 18 Ports - -
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FIGURE 29 : NUMBER OF DOMICILED VEHICLES PER LOCATION
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