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EACH Project Overview 
The Equal Access Charging Hubs (EACH) program is a $3.5 million initiative from EVgo to develop eight 
DC fast charging (DCFC) hubs in seven California Air and Resource Board (CARB) designated 
Disadvantaged Communities (DACs).1  

From the first site’s activation in early 2019 through October 2020, the eight EACH sites have together 
served 5,916 unique monthly users, 2,397 of whom were first-time users.2 Over the course of some 
22,000 charging sessions, the sites have charged more than 312,200 kWh, powering more than 975,600 
miles of electric vehicle (EV) driving, avoiding the burning of about 40,150 gallons of gas. This translates 
to some 361 metric tons (tonnes CO2 equivalent) of greenhouse gas emissions avoided through the 
program. 

The EACH program has placed public DC fast charging within three miles of more than 1.6 million 
individuals, including some 1.29 million people in California Climate Investments “priority populations,” 
778,600 of whom are in SB 535 Disadvantaged Communities.3 This total includes more than 526,000 
households, which include 85,000 in single-family rental units and some 232,000 in multi-unit 
developments, the latter of which generally has the most limited access to residential charging.         

EACH was part of a $4 million-dollar set-aside for "EV Opportunity Programs" to support plug-in electric 
vehicle (PEV) access in pollution-burdened communities, where electric vehicle access, lack of public 
charging, and often insufficient public education and outreach have been historical barriers to wider 
adoption relative to the rest of the state. The remaining $500,000 supported the Green Raiteros pilot in 
Huron, CA, with the San Joaquin Valley Latino Environmental Advancement Project.4 The two EV 
Opportunity Programs were part of a larger, $100 million dollar settlement agreement between the 
California Public Utilities Commission (CPUC) and certain NRG-affiliated entities which required NRG to 
deploy electric vehicle (EV) charging infrastructure across the state. EVgo is executing the 
implementation of, and ongoing compliance with, the Settlement as a service provider to NRG.  

The distribution and deployment of DCFC stations capable of delivering at least 50kW was focused on, 
although not limited to, the service areas of the three investor-owned utilities (IOUs) Pacific Gas & 
Electric (PG&E), Southern California Edison (SCE) and San Diego Gas & Electric (SDG&E). This agreement 
formed the core of EVgo’s DC fast charging “Freedom Station” network in the state of California. 

                                                           
1 Census tracts with CalEnviroScreen 3.0 scores in the top 25th percentile, which identifies “communities 
disproportionately burdened by multiple sources of pollution and with population characteristics that make them 
more sensitive to pollution.” (CA Office of Environmental Health Hazard Assessment) 
2 Because unique users are measured on a monthly basis, repeat users may be counted more than once in this 
6,626 figure, which is the sum of each month’s unique users. 
3 Priority Population Investments (CARB, 2018) 
4 For more on ‘The Story of Green Raiteros: A Shared & Electric Lifeline for California Farmworkers,’ see the SUMC 
Learning Center 



 
EVgo EACH Project Evaluation  

 2 

EACH sites were built and activated between 2018 and 2020 in tandem with those in EVgo’s High 
Powered Charging Plaza (HPCP) program, focused on providing DC fast charging options near multi-unit 
dwellings. The eight sites built under the EACH program, grouped by region, comprise the following: 

Bay Area 

● Oakland - Lafayette Square (610 10th St, Oakland, CA, 94606) 
● Richmond - Civic Center (325 Civic Center Plaza, Richmond, CA, 94804)  
● Richmond - Mechanics Bank (201 41st St., Richmond, CA, 94805)  
● San Leandro - Lucky #767 (1300 Fairmont Dr., San Leandro, CA, 94578)  

Los Angeles area 

● Compton - Soledad Center (909 S. Central Ave., Soledad, Compton, 9022) 
● Anaheim - Brookhurst Community Center (2271 Crescent Ave., Anaheim, CA, 92801) 
● Inglewood - City Hall (101 S. La Brea Ave., Inglewood, CA, 90301)  

 
San Diego  

● Northgate Gonzalez Market (1410 S. 43rd St., San Diego, CA, 92113) 

This evaluation report consists of two parts. Part I is an outline of the state of practice in shared and 
electric mobility, describing changes in these markets and nationally since the advent of the project, 
with the goal of understanding ways that EVgo and its partners can support the ongoing electrification 
of shared mobility vehicles.  

Part 2 provides site-level performance metrics for the eight EACH sites, as well as a summaries of the 
lessons learned during the program. This information was gleaned through analysis of project metrics, 
relevant statistical resources, and interviews with more than a dozen key project stakeholders, from 
local government, community organizations, private-sector mobility providers, and EVgo’s own site 
planning teams. This section serves to document the usage and impacts of the EACH program and to 
provide insights on ways to support an equitable transition to Zero-Emission Vehicles, particularly in 
disadvantaged and low-income communities, by highlighting synergies and challenges encountered in 
the course of planning and deploying the eight EACH sites.  
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Part I: State of Practice in Shared and Electric Mobility  
This section provides an overview of the state of practice in the shared and electric mobility arenas, 
especially as they relate to partnerships in the EACH markets, and it further outlines the role that DC fast 
charging plays in shared and electric mobility business models. It attempts to capture, as of fall 2020, 
the current state of mobility operator consolidations, departures, and new market entrants. In addition 
to desk research, several mobility operators were interviewed to help shed light on the state of their 
industry and the role that DC fast charging plays in their current and future operations.  

A. Shared Mobility 
Vehicle Sharing: Carshare 

Round-trip carshare was the first of the tech-driven new mobility services, led by early entrants Zipcar in 
Boston, Flexcar in Seattle and some 90 other carshare operations launched in North America over the 
2000s. Fleet-based carshare services branched out into other service models, with U-Haul expanding its 
moving-truck rentals to light-duty vehicles in 2007 and Daimler Automotive’s Car2Go in 2008, a free-
floating one-way model using branded, Smart Fortwo vehicles; at its height, Car2Go was available in 13 
markets in the US, four in Canada, and another 25 overseas.  

The end of the decade also saw the emergence of the peer-to-peer (P2P) carshare model, which uses 
personally owned vehicles and transfers to owner-members many of the costs of maintaining a fleet. 
P2P carshare grew steadily alongside similar sharing-economy platforms such as Airbnb and are now 
present in at least 110 metros in North America. Most prominent are Turo, which uses a mix of owner-
member vehicles and fleet vehicles and only allows for rentals by the day or longer; and Getaround, 
which allows drivers to rent vehicles for as little as an hour at a time. P2P carshare has sparked some 
controversy, largely due to objections from the car rental industry that these platforms circumvent taxes 
and fees normally levied on hotels and tourism-oriented services.  

California is among several states to set specific regulations on P2P platforms, prohibiting revenues 
generated from a given vehicle from exceeding the estimated annual expense of ownership and 
requiring member-owners to carry insurance policies more in line with fleet-based vehicle rentals. 

Top trend: Industry consolidation and contraction  
In the 2010s, fleet-based carsharing consolidated significantly under a handful of large operators. In 
2013, Avis Rentals acquired Zipcar, becoming the largest fleet-based carshare operator in North 
America. Enterprise Rent-a-Car absorbed local networks in San Francisco, Denver, Chicago, Toronto, 
Philadelphia, New York and Boston and began catering its Enterprise Carshare to university and 
corporate campuses.  

In 2016, General Motors acquired the Bay Area startup Sidecar and rebranded as Maven in 17 North 
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American markets. GM experimented with several service models, including Maven Gig, which offered 
flexible weekly rentals to ridehail and delivery drivers, as well as a P2P system that allowed GM vehicle 
owners to rent out their cars on an hourly basis. That year BMW entered the carshare landscape as 
ReachNow, through ultimately merged Daimler less than two years later.  

This consolidation tended to favor providers that could fit carshare into a larger life-cycle of revenue 
generation and lower fleet costs, notably those who, like rental companies and automakers, have access 
to a lower-cost pipeline of vehicles, can command economies of scale in fleet services, and have 
opportunities to sell vehicles into a secondary market at the end of their useful life as shared vehicles. At 
the start of 2018 in North America, three rental groups—Avis, Enterprise, and UHaul—made up 43% of 
memberships and 45% of fleet vehicles. Four automakers—Daimler, BMW, GM and Bolloré—made up 
47% of memberships and 34% of fleet vehicles in business-to-consumer carshare. 

In the past several years, several of these major players have either closed or significantly reduced their 
carshare services. Not long after Daimler’s Car2Go and BMW’s ReachNow joint rebranding as ShareNow, 
both companies began scaling down their North American presence in 2019 and ultimately withdrew 
entirely to focus on its European markets. In the wake of the stay-home orders of spring 2020, GM made 
the decision to indefinitely suspend Maven and gradually phase out its Gig program. GM was followed 
by Enterprise and UHaul carshare later that summer.  

But even as the industry has contracted significantly—about one-third in terms of vehicles—fleet-based 
service remains in 185 metros in North America.  

New service approaches and market niches  
Despite the consolidation in the market overall, several niche services have emerged, including some 
that focus on plug-in electric vehicle (PEV) fleets and short-term rentals for gig-economy drivers.  

Several of the automaker and rental-backed carshare services had offered electric vehicles on their 
platform. Car2Go launched a fleet of all-electric Smart vehicles in San Diego in 2011, though ultimately 
transitioned its fleet to internal combustion engine (ICE) vehicles and focused its electrification efforts in 
Europe. Through a partnership with Chevrolet and EVgo, Maven Gig offered weekly Chevy Bolt rentals 
until its closure earlier this year. Prior to its merger with Avis, Zipcar offered several all-electric Honda 
Fits in San Francisco, though presently its only electric vehicles in the US are in Sacramento through 
support of a California Climate Investments (CCI) grant.  

Arguably the most visible deployment of electric vehicle carsharing has been through the French 
transportation conglomerate Bolloré, which maintained several all-electric networks through Europe 
and Asia and deployed the US’ first all-electric carsharing system in Indianapolis in 2015. Also that year, 
Bolloré received CCI grant support to build out 40 charging stations and supply vehicles for a point-to-
point or one-way carshare service in downtown Los Angeles. In 2021, BlueLA will continue to operate as 
a joint venture between the City of Los Angeles and the charging provider Blink.  

Envoy, which debuted in 2016, is an all-electric round-trip service that partners with residential and 
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commercial property managers to provide “plug-and-play” mobility amenities. Envoy’s fleet is entirely 
battery-electric and includes a mix of Tesla, Nissan, Chevrolet, Volkswagen, and Fiat battery electric 
BEVs.  

AAA’s GIG, not to be confused with Maven Gig, started in 2017 in the Bay Area and has since expanded 
to Sacramento and Seattle. GIG uses a mix of Chevy Bolt BEVs (only in Sacramento) and Toyota Prius 
hybrids in a station-based one-way model: members can start and end their trips in different locations, 
so long as vehicles are left at designated parking spaces within a service "home zone." As its name 
suggests, GIG has placed a large focus on drivers for ridehail and courier-delivery services, such as 
DoorDash and Instacart.  

In 2018, Getaround entered a partnership with Uber allowing its ridehail drivers to rent cars by the hour 
without Getaround’s typical booking fee. 

Carsharing and electrification policy supports 
Over the past decade, California state legislators have passed several measures to support carsharing 
and other forms of shared mobility and to encourage transportation electrification. 

In 2011, SB 310 created the Transit Priority Program (TPP) to reduce permitting costs, expedited review, 
and increased density and height allowances at transit-oriented developments (TODs). In exchange for 
these allowances, TPP developments projects would need to provide one on-site carsharing vehicle for 
every 20 to 50 units, provided there was an operator already in that market. The law also streamlined 
municipal authorization of dedicated carshare parking on the public right-of-way. 

California later introduced the United States’ first emissions cap-and-trade program, creating a market-
based framework to reduce emissions from polluting industries. Among other measures, this gives the 
California Air Resources Board (CARB) authority to oversee emission reduction targets in transportation. 
In 2012, SB 535 directed CARB to invest 25% of the state’s cap-and-trade revenues for electric mobility 
services in pollution-burdened parts of the state under the CCI initiative. This directive has since been 
refined by the California Environmental Protection Agency to focus on Disadvantaged Communities 
(DACs), defined by the agency as the top 25% most impacted census tracts in its CalEnviroScreen tool. In 
2016, AB 1550 earmarked another 10% of cap-and-trade revenues for green infrastructure investments 
in communities below 80 percent of the statewide median income.5 Both policies have been 
foundational for a number of carsharing operators that have expanded the availability of plug-in electric 
vehicles (PEVs) in their fleets, including those in the three EACH markets, as outlined in Table 1 and the 
following subsections. 

PEV types 
Commonly available PEVs encompass two engine types: Plug-in Hybrid Electric Vehicles (PHEVs), like 
other hybrids, have motors powered by both internal combustion and electric power. The batteries can 
recharge through both regenerative braking like typical hybrids, but can also be charged by an external 
                                                           
5 California Climate Investments to Benefit Disadvantaged Communities (CalEPA, 2020) 
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source of electrical power. This will either be AC Level 1, using a standard 110-120V outlet and charging 
at a rate of about 5 miles per hour, or AC Level 2, which use a 220-240V outlet (sometimes used for 
large home appliances) and charge at a rate of about 25 miles per hour. Few PHEVs are built with the 
correct port to use DC fast charging. The major fast-charging port types are CCS (combined charging 
system), used by European and American automakers; CHAdeMO, by Nissan and Mitsubishi; and Tesla.  
 
Battery Electric Vehicles (BEVs) are all-electric with no gas engine, enabling larger batteries capable of 
longer ranges. These are both in contrast to Hybrid Electric Vehicles (HEVs), popularized by the Toyota 
Prius among other models, which capture energy generated by the vehicle’s braking to improve overall 
fuel efficiency; these vehicles are not designed to plug into an outside power source at any point.  

The majority of carshare systems in the US rely on AC Level 2 charging for their PEVs. This can be 
attributed to the wider deployment of PHEVs rather than BEVs in these fleets, and to the fact that the 
dominant station-based carshare model structurally favors plugging vehicles in between trips to ensure 
adequate charge for the next user. With several hours’ turnover typical between reservations, Level 2 
charging generally fulfills this use-case at a lower cost per plug.  

Ridesharing 

Adjacent to carsharing are ridesharing services, or carpool/vanpool services that may also supply and 
maintain vehicles. New mobility carpool and vanpool services use semi-closed networks of users to 
facilitate transparent and comfortable trips between a driver and one or more passengers who share a 
destination. The trip arrangements may be regular and repeating, or created on the fly through ad-hoc 
matching of drivers and riders using a platform. While drivers may be reimbursed for the mileage, these 
noncommercial services don’t match drivers with riders who aren’t going to generally the same place, 
and thus are akin to traditional carpooling rather than taxi or ridehailing.  

EV deployment is slower in this market segment. While Enterprise Rental Group’s Commute service is 
perhaps the most established vanpool provider in the US, it only recently announced plans to integrate 
plug-in hybrid Chrysler Pacifica vans into their rental portfolio. Green Commuter, a recent California 
start-up, has found a niche leasing electric vehicles to fleets, specializing in rideshare applications.  

Ridehailing and related commercial services 

Ridehailing 
Ridehailing, perhaps the most recognizable form of new mobility, involves on-demand taxi service in 
personal vehicles operated (and usually owned) by contractor drivers.6 Over the last decade, mobility 
operators specializing in ridehailing have branched out to other service models, including integrated 

                                                           
6 Drivers’ contractor status in California was affirmed in the November 2020 election through voters’ support of 
Proposition 22, which overrode earlier state legislation classifying gig drivers as employees.  
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reservations with complementary modes of transportation such as transit and shared bikes and 
scooters. The ridehailing market throughout the US is almost completely dominated by Uber and Lyft.  

Pooled rides and microtransit 
The reservation and routing technology that enables ridehailing has been adapted for dynamically 
routed pooled rides in select markets as well as flexible transit services often known as microtransit. 
Most, but not all, enduring microtransit services are in large part “software-as-a-service” (SaaS) vendors 
that sell their reservation, dispatch, and routing technology to transit operators hoping to lower the 
expense or improve the service quality of dial-a-ride or paratransit while still operating the services with 
agency drivers and vehicles. Some of the same companies also provide turnkey services that supply 
vehicles and drivers to deliver the microtransit services. Mobility provider Via, for instance, has 
increasingly moved towards this form of contracted on-demand transit instead of the consumer-focused 
models of Lyft and Uber. 

Ridehailing electrification policies and initiatives  
In 2018, California passed SB 1014, sometimes called the “Clean Mile Standard,” which authorized CARB 
and CPUC to set GHG reduction regulations for ridehailing companies. Subsequent research from CPUC 
found that ridehailing companies were creating twice the emissions of the average light-duty vehicle in 
the state and that nearly half of these emissions were from “dead-head” segments of trips when the 
driver was alone in the car.7 While this represented a small fraction of vehicle miles traveled (VMT) 
overall, in January 2020 the CPUC moved to set ambitious goals for three-quarters of ridehailing VMT to 
be from zero-emission vehicles (ZEVs), like PEVs or hydrogen fuel-cell cars, by 2030. The report 
estimated that less than 1% of VMT from companies like Uber and Lyft were in electric vehicles at the 
time. 

In response to Clean Mile Standard targets, currently set to go into effect in 2023, both major ridehail 
operators pledged to increase the proportion of rides provided in PEVs--although this is complicated by 
their assertion that they are not fleet operators and cannot mandate the vehicle mix of what is currently 
considered a contractor-based workforce. Thus, they rely largely on incentives as the mechanism for 
increasing the number of PEVs their drivers use, and on partnerships with fleet providers to help quickly 
scale up the supply of available vehicles.  

In 2018, Lyft started a carbon-offsets program to make rides on the Lyft platform carbon-neutral. Lyft is 
now ending the carbon offsets program to focus on direct decarbonization through a full switch to ZEVs 
by 2030, leaving the next five years for planning, with the physical transition to begin in 2026.8 Lyft 
anticipates the two greatest hurdles of this transition to be the up-front cost of PEVs and access to 
reliable, affordable charging. To address these challenges, Lyft is pursuing a similar strategy to Maven 
Gig through its Express Drive rental program, which offers vehicles to drivers for $185 – $235 a week 

                                                           
7 Clean Mile Standard 2018 Base-year Emissions Inventory Report (CARB, 2018) 
8 The Path to Zero Emissions: 110% Electric Vehicles by 2030 (Lyft, 2020) 
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and maintains “Rental Rewards” for recurring use. In 2019, Lyft partnered with EVgo to bundle access to 
unlimited charging into the weekly rental in several markets, including Denver, Atlanta, and Seattle. 
Recognizing that home charging is the first preference for PEV owners, Lyft also plans to reimburse a 
subset of Express Drive users for the costs of installing a home Level 2 charger.  

Uber, which provides roughly 70% of ridehailing trips in the US, set a goal that all of its rides will take 
place in zero-emission vehicles, through micromobility, or on public transit by 2040.9 The plan, released 
in September 2020, involves an $800 million-dollar investment over the next decade in its Green Futures 
program. This program would provide incentives to drivers to adopt PEVs, in part through partnerships 
with General Motors and Avis. Currently, Uber supports a similar program with Hertz that offers weekly 
rentals to its drivers, including unlimited mileage, maintenance, insurance and roadside assistance. Uber 
is supporting the program in part with user fees generated from their app’s “Uber Green'' feature that 
allows riders to request rides in a PEV for an extra $1 (half of which goes to the EV driver). Uber Green is 
currently available in approximately 15 cities in the US and Canada, including the three EACH markets, 
and is planned for an additional 50 by the end of the year. In late 2020, Uber entered into an agreement 
with EVgo to offer discounted charging to ridehail drivers on its platform; earlier in the year, the two 
companies established a memorandum of understanding to create a suite of driver education programs 
and eventually to pursue integration between their apps.  

These efforts notwithstanding, Uber and the International Clean Council on Transportation (ICCT) 
estimate that plug-in electric vehicles will be less financially appealing than traditional HEVs for at least a 
few more years--2023 for drivers with home charging, 2025 for those without. In addition to the higher 
upfront cost of vehicles, the report attributes this timeframe to the need for more frequent, affordable 
opportunities for DC fast charging.  

The ICCT report also refers to two studies of ridehail drivers and PEVs from the Institute of 
Transportation Studies at the University of California - Davis. The first surveyed 731 PEV drivers on Uber 
and Lyft platforms, 344 of which were in California and 388 across other US states and territories.10 Of 
the drivers surveyed, 73% used a personal vehicle rather than a leased one for ridehail work, and over 
90% indicated that they would drive a PEV even if not using it for gig work.  

The number of PHEV drivers (56%) closely tracked with those that had access to evening/overnight 
charging at home (58%). Of the 44% of drivers using BEVs, nearly all reported relying on DC fast charging 
to some degree. Three-fourths of respondents said they charged at least once per shift, and this group 
estimated the process of accessing a public charger (including waiting in line) to take between 20 
minutes to over an hour.  

The second, more quantitatively focused study compared the charging behavior of PEV ridehail drivers 
(called TNC drivers in the study) against the general PEV-owning population.11 EVgo and ChargePoint 

                                                           
9 Climate Assessment and Performance Report, 2017 - 2019 (Uber, 2020) 
10 Characteristics and Experiences of Ride-Hailing Drivers with Plug-in Electric Vehicles (Sanguinetti & Ken, 2020) 
11 Emissions benefits of electric vehicles in Uber and Lyft ride-hailing services (Jenn, 2020) 
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provided data for the latter group, while the TNC group drew from Lyft trips in the Bay Area, Los Angeles 
and San Diego regions between 2017 and 2018. Many of these electric Lyft trips were weekly rentals 
from Maven Gig with access to free charging on EVgo’s network. Insights about electric ridehailing in the 
three EACH markets include:  

● Full-time TNC drivers using public charging averaged 2.5 charging sessions per day at 22 kWh per 
charge, while non-TNC drivers used public chargers far less frequently--about once every two 
weeks, using 11 kWh per session 

● These electric TNCs provided the same level of weekly service in terms of rides and distance 
driven as gas vehicles--in other words, their business apparently did not suffer from range 
limitations due to charging access—and a substantial majority (90%) of EV TNC trips took place 
within five miles of locations where charging was available  

● TNC drivers in BEVs were more reliant on public charging, completing 27% of their charges at 
home on average, compared to 58% for TNC drivers using PHEVs 

● TNC drivers used about 30% of the energy delivered through public charging, and relative to the 
general PEV-owning population, charged more in the late evening and early morning 

EV carsharing, ridehailing, and ridesharing in EACH markets 

This section examines the availability of electrified shared modes in the three EACH markets, along with 
outlining pilots and other projects concentrating on them, first with carsharing, and then with 
ridehailing, microtransit, and ridesharing services.  

EV carshare availability in EACH markets 
Table 1: Scan of EVs Available on Carsharing Platforms, EACH markets, October 2020 

Service Bay Area Los Angeles San Diego 

Private fleet services (estimated availability in regional market) 

Envoy ~12 BEVs  ~36 BEVs ~2 BEVs 

Mocean  100 PHEVs, Downtown LA and 
Pasadena 

 

GIG 15 PHEVs (and 465 HEVs) 
Downtown SF, East Bay 

  

BlueLA  100 BEVs, Downtown LA  

Peer to peer services (estimated availability only in EACH municipalities) 

Getaround 3 BEV, 3 PHEV (Oakland) 1 PHEV (Anaheim) 2 PHEV, 1 BEV (San 
Diego) 
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Service Bay Area Los Angeles San Diego 

Turo 15 BEV, 3 PHEV (Oakland) 
2 BEV (Richmond) 

4 BEVs, 4 PHEVs (Inglewood) 
16 BEVs, x PHEV (Anaheim) 

82 BEV, 10 PHEV (San 
Diego) 

Defunct services 

WaiveCar  50 BEVs/PHEVs, Santa Monica  

Maven Gig 125 BEVs  200 BEVs 100 BEVs 

Car2Go   ~300 BEVs 

Bay Area 

Several of the Bay Area EACH communities have adopted policies to support carshare and other shared 
mobility services. Alameda County, where Oakland and San Leandro are located, released a New 
Mobility Action Plan in 2020.12 The City of Richmond released a First Mile/Last Mile Transportation 
Strategic Plan in February 2019. Oakland and San Francisco have also adopted regulatory frameworks 
for carshare in the public right-of-way and municipal lots, which helped facilitate the introduction of Gig 
carshare in 2017. Gig presently has 480 vehicles in San Francisco and the East Bay, including a subset of 
PHEVs. Other carshare operators in the region include Envoy, which has about a dozen PEVs between six 
apartment complexes in San Francisco and Oakland, and the P2P platforms Getaround and Turo.  

Of the two P2P platforms, Getaround has the largest market share here, having acquired the Bay Area-
based City Carshare in 2016. Turo, which enables users to filter available vehicles by fuel type, cites the 
Bay Area as its second largest PEV market in the US. Across the two companies, there were at least 270 
P2P vehicles available in Oakland in October 2020; of these, about 10% were some form of PEV. San 
Leandro and Richmond had relatively few listings, with 21 of all vehicle types and just two PEVs.13  

The Metropolitan Transportation Commission (MTC), the Bay Area’s transportation planning authority, 
and the environmental non-profit TransForm received a CCI grant in 2018 to bring electric mobility 
options to three affordable housing developments in Richmond, Oakland, and San Jose. (SUMC also 
provides technical assistance to this project). Mobility options at the hubs will eventually include electric 
carshare, bikesharing, e-scooter sharing and discounted access to public transit.  

Los Angeles 

Envoy has a substantially larger presence in the Los Angeles area, with 36 BEVs across 23 multi-unit 
developments in Los Angeles and Orange counties. This includes two locations in DACs through a 

                                                           
12 New Mobility Roadmap (Alameda County Transportation Commission, 2020) 
13 Peer-to-Peer fleet characteristics here, and in subsequent references, were estimated from the third-party 
platform Sharelytics 
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partnership with the Los Angeles Cleantech Incubator and the Housing Authority of the City of Los 
Angeles.14 

In addition to BlueLA, Los Angeles is home to several other carshare start-ups. Mocean, part of a joint 
venture between Hyundai and the LA Cleantech Incubator, currently has a fleet of about 60 Hyundai 
Ioniq and 40 Kia Niro PHEVs available for pick-up in downtown Los Angeles and the Eagle Rock 
neighborhood near Occidental College. Mocean has set a goal of expanding to 300 vehicles and 
transitioning to an all battery-electric fleet.  

WaiveCar, presently on hiatus due to COVID-19, uses a "freemium" pricing model that offsets user fees 
for the first two hours of a rental through revenue generated from advertisements on its vehicles. 
WaiveCar marketed its vehicles for use by ridehailing drivers.  

While there are a number of carshare providers throughout the Los Angeles metro, options are limited 
to P2P services near the three EACH sites. There are 75 P2P listings in Anaheim, mostly on Turo, that 
include around 15 BEVs. While no P2P listings were available in Compton as of this writing, there were 
154 P2Ps in Inglewood, of which eight were some form of PEV. A 2018 Turo blog reported the Los 
Angeles metro had the most PEV listings of any of its markets.  

San Diego 

The San Diego Area Association of Governments (SANDAG) was an early proponent of mobility hubs, 
essentially transit station areas with supporting infrastructure either on-site or within easy walking 
distance. SANDAG’s mobility hub concept includes, among other features, designated micromobility and 
carsharing parking spaces, and electric vehicle charging. The Mid-Coast Trolley, slated to open in 2021, 
will feature eight hubs.15  

Carshare in San Diego is most visible through P2P providers, with around 1,000 active listings between 
Turo (about 650 vehicles) and Getaround (about 340 vehicles). About 10% of these listings are PEVs, 
primarily Teslas. Turo ranked San Diego as its fourth largest PEV market, at least in 2018. Zipcar has the 
largest presence outside of P2P operators; however, Envoy has at least one vehicle based less than a 
mile from the Northgate Market Hub.  

EV ridehailing, microtransit, and ridesharing in EACH markets 

Table 2: Scan of electric ridehailing, microtransit, and ridesharing availability in EACH markets, October 
2020 (X denotes presence in the market) 

Service Bay Area Los Angeles San Diego 

Rideshare 

                                                           
14 Electric Car Share Pilot Program Launches in Rancho San Pedro (HACLA, 2020) 
15 San Diego Forward: Mid-Coast Mobility Hub Strategy (SANDAG, 2020) 
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Green Commuter  X X 

Microtransit 

Via  X  

Circuit  X X 

Ridehail 

Uber X X X 

Lyft X X X 

Via  X  

Go360 X   

Bay Area 

In addition to the major ridehail providers’ EV initiatives, new entrant Go360 uses BEVs for first/last-mile 
pooled ridehail trips to connect employment centers and transit hubs. The company has operated in 
Sacramento since November 2019, but plans to expand to Berkeley, Emeryville and Oakland in 2021.16 

Los Angeles 

Los Angeles has made significant investments in microtransit service over the past several years, and in 
October 2020, LA Metro for a 100-vehicle on-demand fleet; no details on whether these will be electric 
have been given.17 

Green Commuter is involved in several EV-based ridesharing programs. In 2019, LA Metro leased six 
Tesla Model X’s from Green Commuter for use in its public vanpool fleet.18 The Orange County 
Transportation Authority, serving Anaheim, introduced another Green Commuter Model X in August 
2020 and plans to further scale deployment later the following year.19 Green Commuter is also part of 
the Watts Rising Collaborative, a $32 million neighborhood redevelopment project focused on climate 
resilience and green economy workforce training. Among these other initiatives, the Watts 
neighborhood will have 15 BEVs stationed and 24 AC Level 2 chargers to support electric vanpool and 

                                                           
16 Go360 launches ride-hailing subscription service (Mass Transit, 2020) 
17 RideCo awarded contract by L.A. Metro to launch microtransit service (Mass Transit, 2020) 
18 First All-Electric Vanpools in the United States Begin Commuter Service at L.A. Metro (Business Wire, 2019) 
19 Tesla X is OCTA’s First All-Electric Vanpool Vehicle (OCTA, 2020) 
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carshare.20 

Adjacent to Anaheim in the city of Irvine, Hyundai, Pony.ai, and Via introduced BotRide, an autonomous 
vehicle ridehailing service using Hyundai KONA Electric SUVs in November 2020.21 In downtown 
Anaheim, Circuit transit has begun offering free, battery-electric microtransit in partnership with the 
City’s economic development collaborative.22 The service, called FRAN, consists of 10 Polaris GEM e6 
vehicles—open-air, low-speed shuttles.  

San Diego 

Circuit has operated a similar, app-based low-speed electric microtransit service as Anaheim in 
downtown San Diego since 2014, made free for riders as part of a partnership with the city and chamber 
of commerce. Free Ride San Diego, or FRED, operates with a fleet of 22 Polaris shuttles. In 2020, 
SANDAG introduced its first BEV into its public vanpool fleet through Green Commuter.  

  

                                                           
20 Kylie Taylor, Contracts Manager at Green Commuter 
21 Pony.ai, Hyundai, unveil BotRide (Mass Transit, 2019) 
22 Anaheim, California launches app-based microtransit service (Metro-Magazine, 2019) 
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B. Electric Mobility 
The Evolving Electrification Landscape and Recent Policy Developments 

The American Recovery and Reinvestment Act (ARRA), the stimulus bill passed in the wake of the 2009 
recession, included $700 million dollars in funding support for clean transportation projects. In addition 
to supporting many early EVSE deployments, it also provided support for charging service providers that 
have continued to build out subsequent ESVE through private investors.23 

The largest source of private investment to date has flowed from Volkswagen and its subsidiary charging 
provider, Electrify America. This was prompted by a government settlement and resulted in $2 billion in 
funding toward direct electrification efforts, $800 million of which is slated for projects in California 
alone, and the lion’s share of some $2.7 billion in private investments in EVSE nationally. Under another 
section of the VW settlement, more than $300 million is available for states to invest in charging 
infrastructure, of which only about 10% had been committed by 2020. Other private ventures include 
ChargePoint, spun from federal funding and mostly focused on AC Level 2 charging; Greenlots, now part 
of Shell oil’s strategy to co-locate DC fast charging at its gas stations; and the venture-backed Volta, 
which specializes in business-to-business charging arrangements. 

As the charging market has developed thus far, automakers have underinvested in public charging. This 
is in part due to a “free-rider” conundrum where that investment could benefit competitors as much as 
their own customers—which is partly why Tesla, the automaker with the greatest investment in EVSE, 
has used a semi-closed, proprietary network. 

As charging has become more available, the market for EVs themselves has also broadened. The number 
of EV models offered in the United States has increased from 37 in January 2019 (15 BEV, 24 PHEV) to 56 
in November 2020 (22 BEV, 34 PHEV). In the next two years, another 60 models are planned for release 
in California, 52 of which are BEVs.24 With these advancements, automakers beyond Tesla have started 
to take a more active role in collaborating to expand the supply of charging: in August 2019, Nissan and 
EVgo announced a partnership to install 200 high-powered (100 kW) DC fast chargers across the country 
before 2025.25 In July 2020, EVgo announced a partnership with General Motors to add 2,700 public fast 
charging stations before 2025, focusing on retail sites and new customer segments to increase access to 
public fast charging for renters, apartment dwellers, fleet drivers and those without workplace 
charging—the first partnership between the two companies since Maven’s closure.26 

While the US still trails much of the developed world in embracing EVs, automakers’ growing electric 
offerings in the US are due in part to California’s aggressive transportation decarbonization efforts, 

                                                           
23 Investment in Public EV Charging in the United States (Atlas Public Policy, 2020) 
24 Automaker Dashboard (Atlas Public Policy, 2020)  
25 Nissan and EVgo expand charging network with 200 new EV fast chargers (EVgo, 2019)  
26 GM, EVgo to triple fast charging network (Utility Dive, 2020) 
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which are driving EV uptake at the highest rate in the country. Prior to Governor Newsom’s 2020 target 
to phase out the sales of gasoline-fueled vehicles in California by 2035, Governor Brown had set a goal in 
2012 of deploying at least 1.5 million ZEVs by 2025. In response, the California Energy Commission (CEC) 
collaborated with the National Renewable Energy Laboratory (NREL) on a research report to estimate 
ZEV adoption across the state and set official targets for the electric vehicle service equipment needed 
to support that fuel transition.27 The 2018 report projected a need for at least 121,000 Level 2 ports at 
multi-unit dwellings (MUDs), between 99,000 and 133,000 public Level 2 charging ports, and between 
9,000 and 25,000 fast charging ports. This focus on MUDs is based on the assumption that PEV drivers 
living in single-family homes will have the ability (and preference) to charge in a personal garage while 
access to those in apartments will be much more limited.28 

SB 350—the Clean Energy and Pollution Reduction Act—built on the state’s 2006 climate goals to reduce 
statewide GHG emissions to 80% of 1990 levels by 2050 and produced two subsequent reports on 
promoting access to ZEV technology.29 Subsequent legislation with AB 2127 requires the CEC to regularly 
publish progress assessments of charging infrastructure needs to meet SB 350 goals. The CEC’s updated 
infrastructure projections are due early in 2021, including an analysis of gaps in residential charging 
where additional public EVSE is needed.30  

SB 350 also directed the California Public Utilities Commission (CPUC) to pursue electrification efforts 
with the state’s six investor-owned utilities (IOUs). The main mechanism for these efforts is through the 
Low Carbon Fuel Standard (LCFS), which has been in place since 2007. LCFS and its various iterations 
offer a market-based program offering credits to energy-producing entities to reduce the carbon 
intensity of transportation fuels, including electricity. The three main IOUs—PG&E, SCE, and SDG&E—
accumulate LCFS credits and in recent years have applied these to programs to advance both EVs and 
charging infrastructure deployment in the state. Within the last year, all three have received CPUC 
approval to invest in pilot programs to support electric vehicle charging at multi-unit dwellings, 
workplaces, and public interest destinations.31 The CPUC and CEC are in the process of finalizing 
guidance of future utility investments (addressed in more detail in Part II).32 

AB 1236, a nonbinding effort to streamline electric vehicle charging station permitting, directed cities 
and counties to adopt “EV-ready” ordinances by the end of 2017. EV-ready parking spaces are built with 
adequate cabinet space and circuitry such that a third-party charging operator could easily install a 

                                                           
27 California PEV Infrastructure Projections: 2017 - 2025 (California Energy Commission, 2018) 
28 Observed charging rates in California (Institute of Transportation Studies at UC Davis, 2018) 
29 Low-Income Barriers Study, Part A: Overcoming Barriers to Energy Efficiency and Renewables for Low-Income 
Customers and Small Business Contracting Opportunities in Disadvantaged Communities and Part B, Overcoming 
Barriers to Clean Transportation Access for Low-Income Residents. 
30 Electric Vehicle Charging Infrastructure Assessment - AB 2127 (California Energy Commission, 2020) 
31 CPUC Transportation Electrification Framework appendix  
32 Draft Transportation Electrification Framework (CPUC, 2020) 
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charging unit, reducing the physical and administrative costs of the EV interconnection process. This is 
the middle progression between EV-capable spaces and a full installation. 

Many communities have met or exceeded AB 1236’s recommended protocols, but noncompliance is 
also widespread.33 Relatedly, in 2019 the California Building Standards Commission raised the 
requirement for EV-ready parking spaces at new developments: 6-10% of parking spaces at non-
residential facilities, 10-20% at multi-unit dwellings, and at least one per unit at single-family homes, 
duplexes and townhomes with attached garages.34  

  

                                                           
33 Electric Vehicle Charging Station Permitting Guidebook (GO-Biz, 2019) 
34 California Green Building Standards Code - CCR, Title 24, Part 11 (CALGreen, 2018) 
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Electric Vehicle and Charging Landscape in EACH Markets  

To understand local and regional pictures of PEV uptake and charging availability, this section surveys 
data on PEV ownership and EVSE availability in the communities where the EACH sites are located, as 
well as their broader metropolitan areas. This helps to quantify the regional pool of vehicles that might 
be served by the sites, as well as the current level of PEV ownership and charging availability in the 
immediate vicinity (3-mile radius) of the EACH sites.  

Bay Area 

Figure 1: Electric Vehicle and Charging Landscape, Bay Area region (January/October, 2020) 

 

The EACH sites in San Leandro, Oakland, and Richmond (Figure 1) are all within a mile of the I-580 and I-
80 highway corridors. In Richmond, the Civic Center Plaza and Mechanic’s Bank locations were the first 
publicly accessible fast charging stations, and the EACH site at Lucky Supermarket in San Leandro was 
the first non-Tesla option. Of the three communities, Oakland had the most existing EVSE.  

The CEC anticipates nearly 217,000 PEVs in the Bay Area by 2025. As of January 2020, the region was 
more than halfway there with nearly 112,000 PEVs (Table 3), representing 3% of registered vehicles and 
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the largest proportion of the three EACH markets.35 Tesla, with the most overall registered PEVs and 
battery-electric vehicles, is followed by Chevrolet, Toyota, and Nissan, and comprise the top selling BEV 
and PHEV providers.36  

Table 3: PEV Deployment/Top 5 Vehicle Makes, Bay Area region (January 2020) 

 PEVs (% of all vehicles) PHEVs (% of PEVs) BEVs (% of PEVs) 

Bay Area Region 111,917 (3.13%) 40,814 (36.47%) 71,103 (63.53%) 

 Lucky Supermarket, San 
Leandro 

4,524 (1.52%) 2,137 (50.24%) 2,117 (46.76%) 

Lafayette Square, 
Oakland 

9,902 (3.52%) 3,924 (39.62%) 5,978 (60.37%) 

Richmond Civic Center & 
Mechanic’s Bank, 
Richmond 

5,185 (2.51%) 2,455 (47.35%) 2,730 (52.65%) 

OEM Total PEVs (% of PEVs) PHEVs (% of PHEVs) BEVs (% of BEVs) 

Tesla 43,845 (39.18%) n/a 43,845 (61.66%) 

Chevrolet 17,014 (15.20%) 8,956 (21.94%) 8,058 (11.33%) 

Toyota 10,879 (9.72%) 10,556 (25.86%) 323 (0.45%) 

Nissan 7,715 (6.89%) n/a 7,715 (10.85%) 

Ford 6,264 (5.60%) 5,749 (14.09%) 515 (0.72%) 

BMW 6,246 (5.58%) 5,283 (12.94%) 963 (1.35%) 

 
Approximately 3,600 DC fast charger and 18,000 public AC Level 2 ports are recommended in the CEC’s 
statewide 2025 EVSE plan. When coupled with continued growth in residential charging, these public 
charging options would help support the some 217,000 new PEVs forecasted in the region based on 
recent adoption rates.  

                                                           
35 Fuel Types by Zip Code, January 1, 2020 (California Department of Motor Vehicles, 2020) 
36 State EV Registration Dashboard (Atlas Public Policy, 2020)  
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As of October 2020, the Bay Area region is 22% and 26% of the way toward those respective DC fast 
charger and Level 2 targets.37 The CEC’s electric vehicle and EVSE figures suggest a ratio of 12 PEVs per 
ACL2 port and 37 BEVs-per DCFC port. As outlined in Table 4, the vehicle-to-charger ratios derived from 
January vehicle registrations and public EVSE active as of October 2020 are all much higher than this 
target, both in the broader Bay Area region and the five-mile vicinity of the EACH sites. 

Table 4: EVSE and Ports per Vehicle, Bay Area region (January/October, 2020) 

 ACL2 Ports (ratio to PEVs) DCFC Ports (ratio to BEVs) 

Bay Area Region 4,778 (23.42) 806 (88.22) 

Lucky Supermarket, San Leandro 316 (14.32) 38 (55.71) 

Lafayette Square, Oakland38 493 (20.08) 62 (96.42) 

Richmond Civic Center & 
Mechanic’s Bank, Richmond 

77 (67.34) 55 (49.64) 

                                                           
37 Median of CEC’s target range chosen for simplicity. Inventory here, and in subsequent geographies, include 
public and private, Tesla-network chargers  
38 7 ACL2 ports overlap with both Richmond and Oakland sites and were evenly allocated  
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Los Angeles  
Figure 2: Electric Vehicle and Charging Landscape, Los Angeles region (January/October, 2020) 

 
The EACH site at Inglewood City Hall, off I-405, was the first public DCFC site outside of a cluster of 14 
Tesla Superchargers in nearby Culver City. The EACH site in Compton, at the Soledad Center, and 
Anaheim, at the Brookhurst Community Center, were the first DCFCs in both communities.  
The CEC anticipates more than 496,000 PEVs in the Los Angeles region by 2025; as of January 2020, 
there were some 215,000 roughly evenly split between BEVs and PHEVs. Tesla again represents about 
one-third of registered PEVs and nearly two-third of battery-electric vehicles in the region. Chevrolet 
follows with the second most PEVs registered, trailing Teslas in BEVs and Toyota for PHEVs.39  
 

                                                           
39 Registration and vehicle makes sourced from California DMV inventory and Atlas Public Policy, both datasets 
current up to the start of 2020 



 
EVgo EACH Project Evaluation  

 23 

Table 5: PEV Deployment/Top Six Vehicle Makes, Los Angeles region (January, 2020) 

 PEVs (% of all vehicles) PHEVs (% of PEVs) BEVs (% of PEVs) 

Los Angeles Region 215,129 (2.13%) 101,512 (47.2%) 113,617 (52.8%)  

Brookhurst Community 
Center, Anaheim 

8,495 (1.53%) 4,480 (52.74%) 4,015 (47.26%) 

Soledad Center, Compton 3,174 (0.64%) 1,837 (57.88%) 1,337 (42.12%) 

Inglewood City Hall 7,017 (1.10%) 3,230 (46.03%) 3,787 (53.97%) 

OEM Total PEVs (% of PEVs) PHEVs (% of PHEVs) BEVs (% of BEVs) 

Tesla 71,426 (33.20%) n/a 71,426 (62.87%) 

Chevrolet 31,827 (14.79%) 22,317 (21.98%) 9,510 (8.37%) 

Toyota 24,172 (11.24%) 23,729 (23.38%) 443 (0.39%) 

BMW 20,115 (9.35%) 17,508 (17.25%) 2,607 (2.29%) 

Ford 15,440 (7.18%) 14,718 (14.50%) 722 (0.64%) 

Honda 7,912 (3.68%) 6,753 (6.65%) 1,159 (1.02%) 

 
To support these vehicles, approximately 4,600 DCFC and 45,000 ACL2 ports are currently 
recommended by 2025. With 1,218 DCFC and 10,260 ACL2 ports, the Los Angeles region has met 26.5% 
and 23% of these goals, respectively.  Regionally, this would lead to a ratio of 11 PEVs per ACL2 port and 
54 BEVs per DCFC port; this higher ratio for DC fast chargers is due to the greater potential for 
residential charging in Los Angeles compared to the Bay Area, where a larger share of the population 
lives in some form of MUD.  
 
While substantial progress has been made in recent years to expand access to public charging, the 
current EVSE deployment lags behind the CEC’s targets—at least in terms of DC fast charging when 
viewed on the regional scale (Table 6). 
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Table 6: EVSE and Ports per Vehicle, Los Angeles region (January/October, 2020) 

 ACL2 Ports (ratio to PEVs) DCFC Ports (ratio to BEVs) 

Los Angeles Region 10,260 (20.96) 1,218 (93.28) 

Brookhurst Community Center, 
Anaheim 

420 (20.22) 77 (52.14) 

Soledad Center, Compton40 199 (15.94) 17 (78.64) 

Inglewood City Hall 844 (8.31) 95 (39.86) 

  

                                                           
40 16 DCFC and 8 ACL2 ports overlap with both sites; split evenly between two counts 
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San Diego  
Figure 3: PEV and Electric Vehicle Service Equipment, San Diego region (January/October, 2020) 

 
The San Diego EACH site is roughly five miles southeast of downtown at a Northgate Market 
supermarket, the first non-Tesla DCFC within a five-mile radius at the time of deployment. Relative to 
the coastal communities extending north toward Los Angeles, PEV uptake is lower between downtown 
and the southern border communities.  

The CEC’s 2018 report anticipates 110,000 PEVs in the San Diego region by 2025, more than double the 
47,000 in operation as of January 2020. Plug-in electric vehicle adoption in the San Diego region is 
slightly lower than the statewide average of about 2%, with adoption surrounding the Northgate Market 
EACH site notably lower, at near 1%. Approximately one-third of all PEVs are Teslas, which make up 
more than half of the battery-electric vehicle market. This is followed by Chevrolet, Toyota, and Ford, 
which cumulatively represent slightly less than the number of Teslas. While Chevy Bolts represent the 
third most popular BEV, these three automakers have largely made strides with plug-in hybrid electric 
vehicles, representing about 61% of registered PHEVs (Table 7).  
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Table 7: PEV Deployment/Top Vehicle Makes San Diego region (January, 2020) 

 Total PEVs  
(% of all vehicles) 

PHEVs (% of PEVs) BEVs (% of PEVs) 

San Diego Region 47,284 (1.76%) 18,361 (38.2%) 28,923 (61.2%) 

Northgate Market 4,210 (1.03%) 1,503 (35.7%) 2,707 (64.3%) 

OEM Make count  
(as % of all PEVs) 

Make count  
(as % of all PHEVs) 

Make count  
(as % of all BEVs) 

Tesla 16,220 (34.30%) n/a 16,220 (56.08%) 

Chevrolet 6,507 (13.76%) 4,152 (22.61%) 2,355 (8.14%) 

Toyota 4,159 (8.80%) 4,012 (21.85%) 158 (0.55%) 

Ford 3,503 (7.41%) 3,202 (17.44%) 301 (1.04%) 

BMW 2,944 (6.23%) 2,458 (13.39%) 486 (1.68%) 

Nissan 2,928 (6.19%) n/a 2,928 (10.12%) 

 
To support these PEVs, the CEC’s report set a target of about 1,980 DC fast charging and 9,550 AC Level 
2 ports. As with the former two regions, this would amount to approximately 12 PEVs per ACL2 charging 
point. With a higher proportion of apartment dwellers than Los Angeles, San Diego’s ratio of 34 BEVs per 
DCFC port is more comparable to the Bay Area. As of the third quarter of 2020, with 290 DCFC and 2,185 
Level 2 ports, the region has met 15% and 23% of these two targets (Table 8).  

Table 8: EVSE and Ports-per-Vehicle (January/October, 2020) 

 ACL2 Ports (ratio to PEVs) DCFC Ports (ratio to BEVs) 

San Diego Region 2,185 (21.64) 290 (99.73) 

Northgate Market, San Diego 451 (9.33) 57 (47.49) 
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C. Shared and Electric Outlook and Recommendations 
Early in the EACH program, SUMC had recommended partnerships with carshare providers Maven Gig, 
Envoy, WaiveCar, Turo, Getaround, and Zipcar, ridesharing provider Green Commuter, and ridehailing 
providers Uber and Lyft. All of the carsharing operators have scaled back service or ceased operations 
entirely.  

The loss of Car2Go, one of the largest carshare operators in North America, was a blow to the industry—
particularly due to the high visibility of the company’s unique one-way service model. While Uber and 
Lyft have recently doubled-down on their electrification commitments, the closure of Maven Gig was 
also a setback to electrification in the broader ridehailing in industry. 

“People loved Maven as a way to experience EVs and when it was bundled with EVgo—that 
removed some real friction on anxieties about charging. The problem is it doesn’t make money. 
GM was subsidizing the whole thing. Every carsharing program at any level has pulled back 
service in the last 5 years. They can’t seem to make money. We need to keep working on that 
business model.” —Adam Gromis, Head of Sustainability, Uber 

While carsharing is a relatively established business model, it ultimately lost favor with carsharing 
operators’ parent companies in the more traditional car rental business due to small profit margins (4 to 
5% in the case of Avis’ Zipcar, after several years in the red) and the logistical challenges of managing 
vehicle access and parking, damage, cleaning and refueling, fleet balancing and geofencing, account 
management, etc. Carshare also lost customers to competing mobility services, particularly ridehailing’s 
rapid expansion over the past five years and the influx of dockless micromobility services in 2017.  

COVID-19 presents an extreme challenge for businesses of all kinds, especially those in the 
transportation sector. While it is widely anticipated that transit ridership will remain below pre-crisis 
levels for years, auto sales have largely rebounded with third quarter 2020 sales down just 9.4% shy of 
the same period in 2019.41 While a troubling development overall, EV adoption also likely stands to 
benefit and so far has been more resilient to the impacts of COVID-19 than the overall vehicle market, 
down only 1.2% from last year’s quarter.42  

P2P Services Present a Near-term Opportunity for Supporting EV Uptake 
through Carsharing 

Between additional vehicles purchased by previously transit-using owners and travel/commute patterns 
that may remain lower than pre-COVID rates for some time, participation in P2P carshare networks may 
prove to be an attractive option to offset the costs of ownership. 

                                                           
41 Third-Quarter Results Show Signs Of A Quick Recovery For U.S. Auto Industry (Forbes, 2020) 
42 Automaker Dashboard (Atlas Public Policy, 2020)  
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Without much of the overhead borne by traditional carshare services, P2P networks have grown steadily 
during this period of fluctuation, growth that has continued through 2020, and make PEVs available 
nearby most of the EACH sites—communities that even ICE-powered fleet-based carshare services were 
not serving. In 2018, Turo reported that PEV listings on its platform had grown at 1.5x the rate of 
internal combustion engine vehicles and made up three of its ten most booked models, and this trend 
appears to have continued. In addition to increased access to electric mobility, the diversity of models 
offered through P2P platforms compared to managed fleets appear to be effective at exposing potential 
buyers to PEVs. While remaining fundamentally peer-to-peer networks, both Turo and Getaround have 
expanded in part through partnerships with fleet managers and OEMs as well as actively pursuing 
partnerships with EVSE providers. 

Particularly since these P2P rentals tend to be longer than traditional carshare—on average between 
three and four days in the three EACH markets—EVgo should consider partnering with these carshare 
platforms to provide integrated digital user experience and streamlined or discounted charging access.  

Plan for Substantial Growth in Electric Ridehailing  

CPUC’s 2018 review of SB 1014 estimated that 600,000 vehicles were actively being used for ridehailing 
in California, less than 1% of which were PEVs. The proportion likely remains around this level due to the 
decreased use Uber and Lyft have faced during COVID-19, but election outcomes favorable to the 
companies regarding labor classification, along with both companies’ expansion into goods delivery, will 
likely increase this number. If TNCs indeed follow through on their ambitious decarbonization 
commitments, those vehicles would represent a substantial portion of California’s ZEV deployment 
target and EVSE demand.  

As highlighted in ICCT’s recent assessment, these high-mileage ridehail drivers stand to recoup the 
higher up-front cost of PEVs through fuel savings far quicker than the typical vehicle owner does.43 
Among other factors, however, this transition will require better access to public Level 2 and DC fast 
charging. Both ridehailing companies identified a need for “on-the-go” DC fast charging at popular origin 
and destination points, such as airports or urban cores, where drivers would be inclined to take a break. 
Additionally, a wide distribution of both AC Level 2 and DC fast charging, beyond Interstate corridors, is 
needed for people who do not own homes or parking space at or near their housing. 

“Airports are consistently our top destination across the country, so we’re working on getting 
charging there and in urban areas—lots of DC fast chargers are on the interstate.” — Jon 
Walker, Sustainability Policy Manager, Lyft 

 
“Drivers like to load up early in the day as opposed to the end of the day. So ideally that DC fast 
charging is near where they live, bedroom communities like San Leandro” — Adam Gromis, 
Head of Sustainable Mobility, Uber 

                                                           
43 When does electrifying shared mobility make economic sense? (ICCT, 2018) 
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In addition to the platform integration, user discounts and public awareness campaigns currently 
outlined in EVgo’s MOU with Uber, it may be advantageous to collaborate on DC fast charging site 
selection and funding arrangements with the ridehail operators themselves, as they would have the best 
insight on localized driver patterns and preferences. Given the present opportunity cost of using PEVs 
for these platforms, subsidy arrangements will also likely remain a critical incentive. EVgo’s recent 
initiative to offer discounted charging to essential workers, including gig workers on platforms like 
Instacart, Grubhub, Seamless, and DoorDash is hopefully not the last such partnership. 

Partnering with Multi-Unit Dwellings and Charging Hubs  

Uber, as well as researchers with ICCT, predict that the wider availability of overnight charging will be a 
major factor for ridehailing drivers when deciding to transition to PEVs. AC Level 2 charging is already 
playing a significant role in Uber’s electrification efforts in Europe—particularly as a means to supply 
drivers without dedicated parking overnight charging access. But DC fast charging will need to 
complement this residential buildout to make it most useful for shared mobility, especially as drivers in 
need of a quick charge.  

For this overnight access, residential partnerships may offer an opportunity to speed deployment. In 
multiple interviews, mobility operators, charging practitioners and local government planning staff 
highlighted the difficulty of navigating public bureaucracies. Public property, even with institutional 
support, adds several additional layers of approval—through elected officials, land-use authorities, and 
city attorney offices, among others—to the site planning and contracting process.  

“One of the biggest things for [charging installation] is to have control over the site. Public sites 
are complicated, require more approval.” — Kylie Taylor, Contracts Manager at Green 
Commuter 

“Our current [residential] fleet is mostly using the on-site chargers. Generally trips are pretty 
short and not above 150 miles. TNCs would need more, but that isn’t very prevalent with them 
yet. Assuming that TNC support ramps up, there’s no reason we couldn’t leverage [DC fast 
charging] to support that.” — Paul Hernandez, Head of Public Policy and Government Relations 
at Envoy 

The CPUC estimates that as many as 77,000 MUD units and 175,000 non-residential parking spaces are 
constructed each year.44 With CALGreen EV-ready requirements now in effect this year, developers will 
likely be more amenable to proactively building out EVSE (and, in developments taking advantage of SB 
310’s TPP program, potentially also to placing carshare vehicles). While the code is focused on Level 2 
infrastructure, DC fast charging could be an especially appealing offer to real estate portfolio groups 
with plans for mixed-use MUDs with a commercial element. This seems particularly feasible in 
jurisdictions that have adopted streamlined ESVE permitting ordinances. This includes Oakland, 

                                                           
44 Draft Transportation Electrification Framework (CPUC, 2020) 
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Richmond, and San Leandro, which have all met or exceeded AB 1236 guidelines, as well as Anaheim 
and San Diego, which are in partial compliance.  

 Of EVgo’s approximately 320 sites across California, at least 124 include AC Level 2 charging. While BEVs 
are anticipated to represent the majority of future PEV sales, plug-in hybrids will remain a popular 
option—both in the general public and among ridehail drivers—for the near future. EVgo has already 
experimented with prefabricated “FastStart” dual-use chargers, and since PHEVs (as well as some older, 
lower range BEVs) are largely unable to use DC fast charging, AC Level 2 charging will still be 
advantageous in longer dwell time locations where a driver may be parked for an hour or more.45 

The slower charging rate of Level 2 charging also has advantages, such as in “service recharge” use-cases 
at parking locations or periods with low turnover. Partly due to this kind of use, carshare services—both 
those using BEVs and PHEVs—have tended to base their networks around AC Level 2 charging.  

One of SUMC’s earlier recommendations during the EACH program was that sites not be limited to 
“pass-through” charging, but rather be designed as multimodal mobility hubs that offer EV charging as 
one of several mobility options. In addition to elevating awareness and access to multimodal travel 
options through a common visual identity, mobility hubs have been mostly conceived as public spaces 
that support smooth transitions between transportation modes.46 DC fast charging clusters, like those in 
EVgo’s High-Powered Charging Plazas and EACH certainly apply, though AC Level 2 may be better poised 
to facilitate that multimodalism. The core cities in the three EACH markets have already embraced 
variations of the mobility hub concept in their transit service planning and station designs and could 
offer potential avenues for partnerships and funding support.  

Fleet Partnerships as the Access Point towards Further Electrification 

Electrification targets among ridehailing operators rely heavily on partnerships with rental groups. After 
Maven’s closure, Lyft acquired Flexdrive (a partner of Hyundai) for PEVs its short-term rental program. 
Through Express Drive, Hyundai PHEVs are available in ten markets, including all three EACH regions.47 In 
other markets, Express Drive also offers ICE vehicles through Hertz. Uber plans to work through Avis, 
from which gasoline vehicles are currently available in the three EACH markets, for flexible PEV rentals 
on its platform.  

In fleet-based carsharing, the major recent closures were OEM-backed ventures. While speculative, 
rental companies and the mobility providers themselves may be better equipped to thrive than OEMs to 
succeed in the shared mobility marketplace due to their existing business-to-customer apparatus 
(compared to OEMs, which are largely based around business-to-business transactions with fleet 

                                                           
45 EVgo's new modular design could speed charging station deployment (Utility Dive, 2018) 
46 Mobility Hubs: Where People Go to Move (SUMC, 2019) 
47 Lyft Adds Thoughts of Hybrids to its Rental Car Fleet, Expanding on Recent Sustainability Efforts (Lyft, 2019) 
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managers and brokers). Avis, through Zipcar, remains the largest carshare operator in the US and 
Enterprise, through its Commute service, the largest fleet-based vanpool provider.48  

Significant deployment of ZEVs among the major rental groups will likely not occur through market 
forces alone, but rather through expanded ZEV mandates and incentive programs such as the Clean 
Vehicle Rebate Program, which carshare and rental fleets are currently eligible for on a limited basis.49 
However, the current ridehail partnerships offer new incentives that weren’t in place earlier in the EACH 
program, and smaller fleet managers catering to gig work and shared mobility like Green Commuter 
offer other near-term prospects for collaboration. 

Staying the Course  

To meet ambitious electric vehicle goals in California, communities around the state will need many 
more public charging options. In the Bay Area, the present 2025 target is for 37 battery-electric vehicles 
per DC fast charging port is well short, at near 88 BEVs per port. In the Los Angeles region, where there 
is better access to home charging, the more flexible target of 54 BEVs per fast charging port by 2025 is 
currently 93 per port. The San Diego region is the furthest behind at 100 BEVs per port compared to the 
34-to-1 ratio recommended within the next five years.  

Chargers installed as part of the EACH program were among the first publicly available DC fast charging 
in their host communities and faced a number of obstacles, covered in detail in the next section. 
However, these efforts provide an important first step in raising awareness and changing perceptions 
around plug-in electric vehicles in their communities, reducing range anxiety for early adopters, and 
encouraging further investments in electric mobility.  

  

                                                           
48 Enterprise carshare was temporarily suspended early in 2020 due to COVID-19 
49 CVRP for Fleets (Center for Sustainable Energy, 2020) 
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Part II: EACH Project Insights and Impacts 

A. Project Insights 

This section places each site in local context and describes impacts, successes, and challenges associated 
with the deployment. In addition to speaking with shared mobility operators to gain an overview of the 
market in general, SUMC conducted interviews with stakeholders that aided in the deployment of EACH 
sites to gain insights on how the site selection, construction, and related outreach went, with an eye 
toward streamlining future EVSE site development, outreach and shared mobility partnerships in 
disadvantaged communities. Interviewees included EVgo staff, as well as supporting local government 
and community-based partners.  

Site Narratives and Interviews  

Selected quotes are featured in these narrative summaries of the eight EACH sites, grouped by region 
and the sequence of when they became operational. 

Bay Area 

The Bay Area is home to four EACH sites, all in the East Bay: one each in Oakland and San Leandro, and 
two in Richmond. 

Oakland - Lafayette Square 

The Oakland EACH site is located at a city-owned park adjacent to a high-rise commercial building and 
several other large employment sites. The site provides a lesson in the complexities of building on public 
property, which entails a greater level of bureaucracy and departmental review, as well as careful 
compromise with community members who are already invested in the location.  

EACH - Lafayette Square technically opened on June 14th, 2019, but due to discrepancies between the 
equipment that was planned and what was delivered, required additional construction. The design and 
permitting process had earlier been complicated due to the site’s construction on public land, resulting 
in slowdowns due to conflicting public requirements around access and drainage.  

“The state has put rules out there for ADA access for EV charging that really pertained to 
garages—their ADA coordinator in Oakland used a strict interpretation of that rule since they 
can be sued over that. . . At the same time there’s a minimum curvature requirement for water 
flow, that minimum curvature exceeds that for ADA compliance—diametrically opposed 
geographic criteria.” — Shayna Hirshfield-Gold, Sustainability Program Manager, Oakland DOT 

Later, equipment substitutions led to the presence of larger than expected utility boxes in the park, 
which required coordination with concerned members of the surrounding community. The City’s 
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Sustainability Program Director helped smooth over the issue and for the parties to reach a mutually 
acceptable compromise. 

Figure 4: Oakland - Lafayette Square  

 

Oakland - Lafayette Square 
 

● 610 10th St,  
Oakland, CA, 94606 

● City-owned parking lot 
● Operational: 6/14/2019 
● Launch event: 6/23/2020 
● Partners: Oakland Department 

of Transportation, Green for 
All 

 
 
 

Photo: EVgo 

 

“The [switchgear] EVgo had spec’d wasn’t available and [they installed a much larger] piece of 
equipment. . .So instead of one small box they had a medium-sized box and large box, next to a 
playground. The community had been trying to change this playground to a ‘tot lot’ for little kids 
that was fenced in. And all of a sudden, there’s this unsightly infrastructure. People freaked out. 
I consider it my greatest moment of diplomacy.” — Shayna Hirshfield-Gold, Sustainability 
Program Manager, Oakland DOT 

City staff reached a compromise by paying for the tot-lot fence, with EVgo reverting the switchgear to 
the more compact equipment originally specified and sponsoring a mural artist who decorated the 
stations.  
 
Richmond - Civic Center and Mechanics Bank 

Richmond’s first EACH site opened in June of 2019, located at a publicly owned parking lot at the city 
Civic Center, located within a mile of the downtown rail station and the Richmond Housing Authority’s 
main office. The site was selected in part because of this centralized location and ownership, as well as 
the belief that it would be an appealing location for “on-the-go” charging. 
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Figure 5: City of Richmond - Civic Center  

 

Richmond - Civic Center 

● 325 Civic Center Plaza, 
Richmond, CA, 94804 

● Municipal parking lot 
● Operational: 6/17/2019 
● Launch event: 6/22/2019 
● Partners: City of Richmond 

Transportation Services 
Division, STEAM the Streets 

 
 
 

Photo: Plugshare 

 

As the first DC fast charger in Richmond, the project involved a learning curve and took 1.5 years to 
complete, from concept to operations. In particular, staff highlighted the utility interconnection as a 
hurdle in the process. EVgo installed the chargers in the spring of 2018, but it took until December 2018 
work to be scheduled with Pacific Gas & Electric (PG&E) to provide electricity to the site. Staff attributes 
the delay to staff turnover and larger uncertainties that the company was contending with statewide. 
 

“For eight months we had to wait for the interconnection. During that time PG&E had issues 
with the fire, went through bankruptcy, so that probably had something to do with it. . . While 
cities have to comply with AB1236, utilities don’t have anything like that—so we’re at their 
mercy on when they can get things done. It’s been an issue with every project that’s in their 
jurisdiction.” 
—Denée Evans, Transportation Demand and Sustainability Manager, City of Richmond 

 
The EACH site at the Richmond Civic Center opened in June of 2019 and featured a launch event later 
that month on the 22nd. The ribbon-cutting was hosted by a youth-focused nonprofit, STEAM the 
Streets, which promotes careers in Science, Technology, Engineering, Arts, and Math fields.  
 

“We heard about EVgo mini grants to put out their charging hubs. At this point the Richmond 
sites were in the process of being built. We started working together in April of 2019, just for 
the event in June. . . We rented a Tesla and had some folks engaged with that for test-drives, 
had food trucks, inflatables and some STEM activities, community vendors set up tables.” — Ben 
Gilbarg, Executive Director at STEAM the Streets 
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Richmond’s other EACH location at a local Mechanics Bank branch, which opened in August of 2019. 
While a commercial property, parking at the site is on a public street. 
 
Figure 6: City of Richmond - 41st Street EACH (Mechanic Bank) 

 

Richmond - Mechanics Bank 

● 201 41st St.,  
Richmond, CA, 94805 

● Public right-of-way adjacent to 
retail cluster 

● Operational: 7/31/2019 
● Launch event: N/A 
● Partners: City of Richmond 

Transportation Services 
Division, STEAM the Streets 

 
 

Photo: Plugshare 

 

While the EACH sites provide an important public asset, Richmond staff noted that one of the main 
motivations for hosting the sites hasn’t been resolved.  
 

"EVgo touted Maven partnership for carshare. EVgo strongly talked about how Maven provided 
employment opportunities for Uber/Lyft driving. That’s something that appealed to Richmond’s 
goals around workforce development and was a main driver. However, when it was all said and 
done, we couldn’t get Maven to come and commit to those lots.” —Denée Evans, 
Transportation Demand and Sustainability Manager, City of Richmond 

 
The sticking point with Maven came up in subsequent efforts to recruit other operators in the region, all 
of which are for-profit entities: revenue guarantees in the event of low utilization. Without the certainty 
that the sites would prove financially sustainable, and facing budget shortfalls even before COVID-19, 
terms of agreement were never reached.  

“Ultimately the main carshare company (Evercar) we had been talking to went out of business 
before any of the sites broke down. So then it became a soft focus of the program—that spaces 
should be kept open for any operator that came along with interest; there’s still a belief that 
[shared mobility] will be a key entry point for low income communities.” — Jonah Eidus, Vice 
President of Strategic Partnerships, EVgo 
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San Leandro - Lucky 

San Leandro’s EACH site opened in November of 2019, this time on a private lot owned by the Lucky 
grocery store. Save Mart Supermarkets, its San Leandro-based parent company, had partnered with 
EVgo on other DC fast charging projects in the Central Valley. 

Figure 7: San Leandro - Lucky 

 

San Leandro - Lucky #767  

● 1300 Fairmont Dr.,  
San Leandro, CA, 94578 

● Privately owned lot at grocery 
store 

● Operational: 11/6/2019 
● Launch event: 11/24/2019 
● Partners: Save Mart 

Supermarkets, Green for All 

 

 
Photo: Plugshare 

 

“We usually partner with large retailers or retail portfolio groups, grocery stores in particular 
often make good sites. For the shared mobility focus of EACH, lots of our traditional retail 
partners didn’t see the value in having extra spaces for that. The conversation then came down 
to ‘who would have value in having carshare on site.’” — Jonah Eidus, Vice President of Strategic 
Partnerships, EVgo 
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Los Angeles 

Three EACH sites were installed in the Los Angeles metro area, all in municipalities outside the City of 
Los Angeles.  

Anaheim - Brookhurst Community Center 

Anaheim’s EACH site was the first to go live, and among the seven EACH sites, was the only one working 
through a publicly-operated utility, with less bureaucracy and more streamlined approval processes 
compared to the large investor-owned utilities (IOUs).  

“Publicly-Operated Utilities . . . are fed by a larger utility, but they run their own organization. 
These are smaller and generally easier to work with [than the IOUs].”— Heidi Krantz, Site 
Development Manager at EVgo 

Figure 8: Anaheim - Brookhurst Community Center 

 

Anaheim - Brookhurst Community 
Center 

● 2271 Crescent Ave.,  
Anaheim, CA, 92801 

● Off-street parking lot outside a 
city-owned community center 

● Operational: 2/11/2019 
● Launch event: 5/1/2019 
● Partners: City of Anaheim 

Public Utilities Department, 
Green for All 

 
 

Photo: Plugshare 

 

While streamlined in some respects, Anaheim’s EACH site faced challenges that would come up later: 
under-resourced city staff working across multiple internal jurisdictions. Brookhurst Community Center, 
an obvious location in many respects, was owned by the Anaheim Parks and Recreation Department. 
Moving the project forward meant gaining full buy-in and giving up a number of parking spaces near the 
building entrance, some of the only locations that were ADA-compliant. 

“Staff there were adamant about not taking [senior reserved] parking near the door. EVgo noted 
that those spots would have been cheaper, but it was a non-starter. There’ve been similar issues 
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at the other two new sites. Lots of times the site stuff has to do with ADA and street slope.” — 
Wei Tsao, Integrated Resource Planner at Anaheim Public Utilities 

While EVgo's ability to cover nearly all site expenses was ultimately a key selling point, the city’s 
contracting protocols required both departments initiate an open bidding process. The first DC fast 
charger in the city, the City Attorney’s then had to craft a new license agreement based on a template 
normally used for cellular towers.  

While the process was a learning curve that required significant collaboration across departments, staff 
credit the experience gained from the EACH project as helping pave the way for a DC fast charging at the 
East Anaheim Community Center and a Tesla Supercharger cluster. 

Inglewood - City Hall 

Strong local support, coming from the top of the city administration as well as from the state legislative 
delegation, helped smooth the way for the Inglewood site’s construction adjacent to City Hall in the 
city’s downtown. Inglewood’s EACH site opened in September of 2019, featuring a ceremony that was a 
part of Plug-in America’s Drive Electric Week events and featured Mayor James Butts, Inglewood Council 
Members, State Senator Bradford, and EVgo Vice President Jonathan Levy.  

Figure 9: Inglewood - City Hall EACH Hub 

 

Inglewood - City Hall 

● 101 S. La Brea Ave., 
Inglewood, CA, 90301 

● City-owned parking garage 
serving City Hall and nearby 
entertainment destinations 

● Operational: 8/20/2019 
● Launch event: 9/21/2019 
● Partners: City of Inglewood 

Mayor’s Office, Public Works, 
Parking and Enterprise 
Services; Social Justice 
Learning Institute 

Photo: Plugshare 

While the site installation and launch were successful events, SJLI suggested in an interview that earlier 
and broader community outreach should be a part of similar siting efforts, pointing to community 
destinations such as several popular and well-used parks as locations with ample parking that would be 
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visible and accessible to more local residents—although these would bring a different set of issues from 
a business and utility perspective.  

Compton - Soledad Center 

SJLI also worked on outreach for the City of Compton’s EACH site at the Soledad Center in Compton, the 
city’s first public DC fast charger. EVgo staff noted the good fortune of finding support from a 
community-based commercial property owner, city staff and elected officials.  

“You can’t attract business if you don’t have the right resources. I guess we’d like to get us up to 
par, and have opportunities that others have. So if there’s room for EV charging, by all means.”  
— Tana McCoy, City Councilmember of Compton’s 3rd District  

Figure 10: Compton - Soledad Center 

 

Compton - Soledad Center 

● 909 S. Central Ave.,  
Compton, 90220 

● Privately-owned, off-street lot 
in retail strip 

● Operational: 10/2/2019 
● Launch event: 4/17/2019 
● Partners: City of Compton City 

Council, Social Justice Learning 
Institute 

 
 

Photo: Plugshare 
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San Diego 

San Diego - Northgate Market 

San Diego’s lone EACH site also benefited from early support from a commercial property owner. After a 
publicly owned site fell through due to concerns about keeping the chargers open overnight, the local 
environmental advocacy group Groundwork proposed working DC fast charging into another public-
private initiative they were involved with. Parking at Northgate Market, a local grocery retailer, was 
slated to be removed as part of a larger “greenscaping” project.  

Figure 11: San Diego - Northgate Market 

 

San Diego - Northgate Gonzalez 
Market #21 

● 1410 S. 43rd St.,  
San Diego, CA, 92113 

● Privately owned off-street lot 
at grocery store 

● Operational: 7/30/2019 
● Launch event: 7/27/2019 
● Partner: GroundWork 

 
 
 

Photo: Plugshare 
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B. Project Impacts 

To augment the more subjective insights in the previous section, this section provides quantitative 
summaries of the impacts and performance of the EACH sites. As part of the EACH program, several 
groups of key performance indicators (KPIs) were reported by EVgo each month to help understand site 
usage and community impact on mobility and environmental quality from each site. In addition to the 
site summaries below, all these metrics and KPIs are described and summarized in Appendix I (Charging 
utilization and Customer awareness) and Appendix II (Accessibility, Equity, and Environmental Impacts). 

Charging utilization used three KPIs. Site utilization, or minutes of use divided by total available minutes 
in the reporting period. Users by frequency: For a given site, how many sessions individual users 
engaged in. Users by physical range groups users by the straight-line distance from their home billing 
address to the EACH site they used miles from home billing address to the nearest EACH charger for 
insight on how many users were from within the community. Customer awareness was measured using 
two KPIs, provided at the network level rather than by individual EACH site. Unique users, measured as 
the number of individual EVgo account holders used one of the EACH sites in a given month, was to 
approximate how many electric vehicles were supported by the new infrastructure. First-time users, or 
the subset of those individuals that were new account holders, was to understand the impact on EVgo’s 
charging network. Data here was supplied by EVgo. 

Accessibility and Equity metrics focused on the number of individuals, households and other specific 
groups prioritized by CARB’s California Climate Investments (CCI) programs within three miles of the 
EACH sites. Change in proximity to fast charging is the average distance from the center of each census 
tract to the nearest fast charger charge point, measured before and after EACH site activation. 
Individuals with access to fast charging, in addition to population within three miles, identifies those 
that are within CARB Disadvantaged Communities (SB 535 DACs), or Census Tracts scoring in the top 
quartile of the CalEnviroScreen 3.0 tool, and remaining individuals in AB 1550 qualified low-income 
census tracts and AB 1550 tracts adjacent to DACs. Households with access to fast charging, in addition 
to occupied housing units within three miles, looks at Small Multi-Unit Dwellings, (or MUDs, with 2-4 
units) and Large MUDs (5+ units) near the EACH sites. Also identified is the subset of MUDs eligible for 
the Solar on Multifamily Affordable Housing program (SOMAH), a rebate program for on-site 
photovoltaic energy systems. SOMAH-eligible sites are Large MUDs where at least 80% of residents 
have incomes below 60% of the area median income, or located within a DAC. Demographic and 
housing data was based on US Census American Community Survey 5-year data, 2015-2019 vintage. 
SOMAH-sites were determined from CPUC SOMAH eligibility data, while CalEnviroScreen designations 
are available through the California Office of Environmental Health Hazard Assessment. 

Environmental Impacts were derived from the total kWh delivered at each site by month, and this 
measure was used to derive EV miles powered, and Gas gallons avoided, and Greenhouse gas savings. 
These metrics and KPIs for Accessibility, Equity, and Environmental Impacts are provided below for each 
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site individually, and summary tables and details on the calculation methodology are provided in 
Appendix II.  

Site Performance 

Bay Area 

Oakland - Lafayette Square 

Prior to the activation of the Lafayette Square EACH site, nine DC fast charging ports were available 
between five sites in Oakland: on the EVgo network, four DC Fast Chargers opened in early 2019 at a 
Whole Foods downtown and one each at nearby Laney College and Peralta College; ChargePoint also 
maintained two sites off I-880. On average, these sites were around a mile away from the census tracts 
immediately surrounding the Lafayette Square EACH site; after opening, the average distance to fast 
charging was reduced to 0.73 miles in these tracts.  

Figure 12: Charging and CalEnviroScreen 3.0 Landscape, Oakland - Lafayette Square, 3-mile Radius 
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Lafayette Square’s EACH site has provided additional public Fast Charging for 234,367 nearby residents, 
138,687 of which are located in California Climate Investments priority populations. One of the denser 
EACH communities, over half the occupied housing units were in multi-family unit dwelling with over 
five units. Of these large MUDs, 77 are SOMAH-eligible properties.  
Table 9: Population/Housing Accessibility and Equity, Oakland - Lafayette Square 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 DAC 
(%) 

Avg. Distance to 
DCFC (change) 

234,367 
(10,051 per mi²) 

42,818 
(18.3%) 

40,277 
(17.2%) 

55,592 
(23.7%) 

0.73 mi.  
(-0.25) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

102,876 
(4,412 per mi²) 

9,954 
(9.7%) 

18,255 
(17.7%) 

53,345 
(51.8%) 

6,607 
(77) 

Up through October 2020, site utilization has averaged around 2% (or a half hour) per day.  

About 89% of sessions charged at Lafayette Square were from users who charged there between one 
and five times a month on average—or somewhere between once a month and once a week—and 
another 11% charged 5 to 30 times in a month, or between weekly and daily. The majority of this latter 
group (around 8% of the total) was from users who charged there 5-10 times per month.  

Figure 13: Hub Utilization - User Frequency, Oakland - Lafayette Square  

 

Of these sessions, 39% came from users living in Oakland, Berkeley or Alameda. Drivers from 50 or more 
miles away from Lafayette Square comprise the second largest user group—nearly 31% of users. 
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Figure 14: Hub Utilization by Month- User Range, Oakland - Lafayette Square  

 

Over the approximately 15 months the stations were active, there were 1,692 charging sessions. 
Cumulatively, these displaced 29.7 tonnes of carbon emissions.  

Table 10: Hub Environmental Impacts, Oakland - Lafayette Square  

Total Sessions 
(Monthly Avg.) 

Total kWh 
(Monthly Avg.) 

Total EV Miles 
(Monthly Avg.) 

Total gas gallons 
Avoided 

(Monthly Avg.) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg.) 

1,692 
(112.8) 

25,700 
(1,713.3) 

80,312 
(5,354.1) 

3,305 
(220.3) 

29.7 
(1.9) 
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Richmond - Civic Center and Mechanics Bank 

Prior to the two EACH site openings, public fast charging in Richmond was limited to three ports 
between two stations—one at the Ford Point harbor and another south of downtown at the Kennedy 
Swim Center—which averaged 1.8 miles away from the census tracts near the Civic Center and 
Mechanics Bank EACH sites. Since August 2019, the EACH sites as well as 40 additional DC fast charging 
ports have come online, lowering the average distance to 1.2 miles. 

Figure 15: Charging and CalEnviroScreen 3.0 Landscape, Richmond - Civic Center/Mechanics Bank, 3-
mile Radius 

 
The two Richmond sites improve access to DC fast charging for 160,427 residents within several miles of 
the sites, 126,223 of which were in or immediately adjacent to SB 535/AB 1550-eligible Census Tracts. 
The housing stock reflects the lower population density in Richmond—1,719 units per square mile 
compared to Lafayette Square’s 4,412. Of the 9,719 occupied units in large multifamily unit dwellings, 
little over a third are split between 33 SOMAH-eligible apartments.  



 
EVgo EACH Project Evaluation  

 46 

Table 11: Population/Housing Accessibility and Equity, Richmond - Civic Center/Mechanics Bank, 3-mile 
Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (change) 

160,427 
5,114 per mi² 

10,761 
(6.7%) 

48,567 
(30.3%) 

66,895 
(41.7%) 

1.17 mi. 
(-0.68) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

53,945 
1,719 per mi² 

11,519 
(21.4%) 

7,201 
(13.3%) 

9,719 
(18%) 

3,659 
(33) 

 
In terms of geographic distribution, about half of sessions came from users living within five miles of the 
site, 21% within 50 miles, and 30% from 50 miles or more. 

Figure 16: Hub Utilization by Month - User Range, Richmond - Civic Center 

 
 
At Mechanic’s Bank, 54% lived within five miles of the site, 15% within the 50-mile region, and 30% from 
50+ miles.  
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Figure 17: Hub Utilization by Month - User Range, Richmond - Mechanics Bank 

 
Nearly 90% of drivers charging at the Richmond Civic Center hub used the site between one and five 
times per month; those charging on a weekly to daily basis represented 11% of users. The user 
frequency profile at Mechanic’s Bank was similar to the Civic Center, with 87% of users charged on 
about a monthly basis and the 13% on a weekly or daily basis. 
 
Figure 18: Hub Utilization - User Frequency, Richmond- Civic Center (top) and Mechanic’s Bank (bottom) 

 
Over 16.5 months, there were 1,412 charging sessions at the Richmond Civic Center—on average, the 
lowest usage among the EACH sites. Cumulatively, these displaced 21.5 tonnes of carbon emissions. 
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However, the Mechanics Bank EACH site had over twice as many charging sessions and accumulated 
48.5 tonnes of carbon emissions savings over 15 months.  

Table 12: Hub Environmental Impacts, Richmond - Civic Center (top) and Mechanic’s Bank (bottom) 

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

1,412 
(85.6) 

18,608 
(1,127.8) 

58,150 
(3,524.7) 

2,393 
(145.0) 

21.5 
(1.3) 

2,870 
(191.3) 

42,003 
(2,800.2) 

131,260 
(8,750.7) 

5,402 
(360.1) 

48.5 
(3.2) 
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San Leandro - Lucky Supermarket 

The EACH site in San Leandro is located at Lucky Supermarket, one of six DC Fast Charging sites in the 
immediate vicinity. Prior to the site launch in November, 2019, the average distance to a public DC fast 
charger was 1.6 miles. This access included one charger off the I-580 corridor in Castro Valley, two EVgo 
DCFC ports at the Hayward Executive Airport, and 14 Tesla Supercharger ports. With the EACH site 
activation, the average distance to public fast charging dropped to 1.1 miles.  

Figure 19: Charging and CalEnviroScreen 3.0 Landscape, San Leandro - Lucky, 3-mile Radius 

 
Situated in a denser community than Richmond, the Lucky San Leandro site provides charging access for 
194,990 nearby residents, including 115,423 in CARB-identified priority communities. Of the 66,237 
occupied housing units within five miles, nearly half are in arrangements with historically unreliable 
access to home charging: 11,011 single-family rental units, 4,872 in condos or smaller MUDs, and 15,295 
in apartments. Also within five miles are 20 SOMAH eligible apartment properties.  
 
 
 



 
EVgo EACH Project Evaluation  

 50 

Table 13: Population/Housing Accessibility and Equity, San Leandro - Lucky, 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (change) 

194,990 
 7,398 per mi² 

5,178 
(2.7%) 

97,400 
(50%) 

12,845 
(6.6%) 

1.09 mi. 
(-0.49) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

66,237 
2,413 per mi² 

11,011 
(16.6%) 

4,872 
(7.4%) 

15,295 
(23.1%) 

2,340 
(20) 

Lucky San Leandro had one of the higher utilization rates in the program at 3.6%, about 51 minutes per 
day, and supported between 43 and 107 individual drivers in a given month. Approximately 53% of this 
charging has come from EVgo users within the East Bay, with 40% living within San Leandro or within 5 
miles of the site. Of the other half from outside the community, about 20% were from communities 5-30 
miles away, while the remaining 26% were from drivers passing through from further away.  

Figure 20: Hub Utilization by Month - User Range, San Leandro - Lucky 

Approximately 83% of unique users charged at Lucky San Leandro between one and five times a month 
and the remainder on a weekly to daily basis. 
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Figure 21: Hub Utilization - User Frequency, San Leandro - Lucky 

 
 
Overall, Lucky San Leandro displaced 42.9 tonnes of greenhouse gas emissions between 2,583 sessions.  
 
Table 14: Hub Environmental Impacts, San Leandro - Lucky 

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

2,583 
(218.3) 

37,080 
(3,134.4) 

115,875 
(9,795.0) 

4,769 
(403.1) 

42.9 
(3.6) 
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Los Angeles 

Anaheim - Brookhurst Community Center 

Prior to the four DC Fast Chargers at the Brookhurst Community Center EACH site, there was only one 
other DCFC port in West Anaheim—a ChargePoint location at a local auto dealership off I-5—and the 
average distance to a public DC fast charger was more than 2.2 miles. Since January 2019, 51 public fast 
charging ports have come online between 10 other locations, reducing this spatial barrier by half to 1.1 
miles to the nearest DC fast charger.  

Figure 22: Charging and CalEnviroScreen 3.0 Landscape, Anaheim - Brookhurst Community Center, 3-
mile Radius 

 
Within three miles of Anaheim’s EACH site live 286,153 residents, nearly 94% of which are in CCI priority 
areas. Of the 80,383 occupied housing units, nearly 60% are in settings that typically lack reliable 
residential charging: 10,244 single family rental units and 37,177 MUDs.  
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Table 15: Population/Housing Accessibility and Equity, Anaheim - Brookhurst Center, 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (change) 

286,153 
10,996 per mi² 

14,427 
(5%) 

142,826 
(50%) 

111,370 
(38.9%) 

1.12 mi. 
(-1.12) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

80,383 
3,089 per mi² 

10,244 
(12.7%) 

7,778 
(9.7%) 

29,399 
(36.6%) 

1,065 
(8) 

 
The largest cohort of users, 46%, came from between 10 and 20 miles away, extending to most of 
Orange County and the communities west toward Los Angeles; another 6% came from collar 
communities of Los Angeles or beyond; 39% of sessions came from users living either in Anaheim or 
communities within five miles such as Garden Grove, Buena Park or Fullerton.  
 
Figure 23: Hub Utilization - User Range, Anaheim - Brookhurst Community Center 
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Like San Leandro, Anaheim’s Brookhurst Community Center hub had one of higher utilization rates, 
4.1%, or about 59 minutes per day. In a given month, between 4 and 127 unique users charged at the 
site. Some 86% charged between one and five times per month and 14% on a weekly to daily basis. 

Figure 24: Hub Utilization - User Frequency, Anaheim - Brookhurst Community Center 

 
As the first site available in the EACH program, the Brookhurst Community Center provided the most 
charging sessions in of the seven hubs: 5,152 sessions representing 93.9 tonnes of carbon emissions. 

Table 16: Hub Environmental Impacts, Anaheim - Brookhurst Community Center 

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

5,152 
(248.3) 

81,270 
(3,916.6) 

253,968 
(12,239.4) 

10,451 
(503.7) 

93.9 
(4.5) 
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Inglewood - City Hall 

The EACH site at Inglewood City Hall is one of three DC Fast Charging sites in the city, alongside 16 Tesla 
Supercharger ports in Culver City near the I-405/Highway 90 junction installed in 2015 and two Greenlot 
ports at the Los Angeles International Airport, installed a month after in September 2019.  

Figure 25: Charging and CalEnviroScreen Landscape, Inglewood - City Hall, 3-mile Radius 

 
Prior to the EACH site, the average distance to a DC fast charger was 1.9 miles—now down to 1.3 miles. 
There are 282,439 residents within three miles of the EACH hub at Inglewood City Hall, 77% of which fall 
in or adjacent to SB 535/AB1550 Tracts. Of the 98,620 occupied housing units, 60% are in structures 
without consistent access to residential charging.  
 
 
 



 
EVgo EACH Project Evaluation  

 56 

Table 17: Population and Housing Inventory, Inglewood - City Hall, 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (change) 

282,439 
 10,474 per mi² 

22,040 
(7.8%) 

5,027 
(1.8%) 

191,306 
(67.7%) 

1.26 mi. 
(-0.67) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

98,620 
3,657 per mi² 

13,146 
(13.3%) 

12,982 
(13.2%) 

33,154 
(33.6%) 

1,205 
(15) 

 
A little over three-quarters of sessions came from users living either in Inglewood or nearby cities—
Hawthorne, Ladder Heights, View Park Heights or Los Angeles—and another 20% from elsewhere in the 
Los Angeles metropolitan area. Some 4% of activity came from EVgo account holders in communities 20 
or more miles away.  

Figure 26: Hub Utilization by Month - User Range, Inglewood - City Hall 

 

Over about 14 months, the Inglewood hub displaced 64.4 tonnes worth of carbon emissions across 
3,748 charging sessions. About 80% of sessions came from weekly-to-monthly users, while the 
remainder came from those charging at least weekly.  
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Figure 27: Hub Utilization - User Frequency, Inglewood - City Hall 

 

Inglewood’s EACH site was frequented by between 22 and 88 unique users per in a given month. With a 
4.4% average utilization rate, or little over an hour per day, is the highest among the EACH sites.  

Table 18: Hub Environmental Impacts, Inglewood - City Hall  

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

3,748 
(261.9) 

55,720 
(3,883.0) 

174,126 
(12,134.2) 

7,166 
(499.4) 

64.4 
(4.5) 
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Compton - Soledad Center 

The Soledad Center site was the first, and remains the only, DC fast charger in the City of Compton. 

Figure 28: Charging and CalEnviroScreen 3.0 Landscape, Soledad Center 3-mile Radius 

 

Since its activation, the average distance to access a public DC fast charger from surrounding 
neighborhoods is now 1.8 miles, down from 3.1 miles before the EACH program. As of October 2020, 
there were 15 other AC Level 2 ports in the immediate vicinity. Within the three-mile radius of the 
Soledad Center—a geography that covers nearly all of Compton, as well neighboring Willowbrook and 
West Rancho Dominguez and half of Carson City—are approximately 220,055 residents. Of the 58,387 
occupied housing units, 75% are in single-family homes; of the 3,869 large MUDs, about half are in one 
of 25 SOMAH-eligible apartment complexes.  
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Table 19: Population and Housing Inventory, Compton - Soledad Center, 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (change) 

220,055 
7,830 per mi² 

4,139 
(1.9%) 

0 210,044 
(95.5%) 

1.84 mi. 
(-1.28) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

58,387 
2,077 per mi² 

11,538 
(19.8%) 

4,218 
(7.2%) 

10,376 
(17.8%) 

1,840 
(25) 

The Soledad Center is the only EACH site where more sessions were from EVgo users living outside of 
the immediate community than within—53% from 5 to 10 miles compared to approximately 47% from 
within five miles. Another 15.5% were from within the Los Angeles region while 5.1% were from outer 
communities or further out.  

Figure 29: Hub Utilization - User Range, Compton - Soledad Center 

 

Over 13 months, the Soledad Center hub had an average utilization rate of 2.3%, or little under a half 
hour per day. In a given month, this use was split between 33 and 57 unique users. Almost 80% of users 
frequented the station between one and five times per month. Another 18% visited the site between 
weekly and daily, and 3% on a daily basis.  
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Figure 30: Hub Utilization - User Frequency, Compton - Soledad Center 

 
Over 13 months, the Soledad Center chargers supported 2,366 sessions and displaced 28.2 tonnes of 
carbon emissions.  

Table 20: Hub Environmental Impacts, Compton - Soledad Center  

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

2,366 
(182) 

24,380 
(1,875.4) 

76,188 
(5,860.6) 

3,135 
(241.2) 

28.2 
(2.2) 
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San Diego  

San Diego - Northgate Market 

EVgo’s two fast charging ports at the San Diego Educational Cultural Complex, just a half-mile north, 
preceded the EACH site at Northgate Market by a month. Prior to these two EVgo installations in the 
summer of 2019, the nearest public DC fast charger was about 2.5 miles away. This distance is now 
reduced by more than half, to 1.2 miles, complemented by the addition of eight other ports between 
three sites in National City, two miles south.  

Figure 31: Charging and CalEnviroScreen 3.0 Landscape, San Diego - Northgate Market, 3-mile Radius 

 

This three-mile radius covers portions of San Diego and Coronado but includes all of National City. The 
second most populous EACH site at 231,522 residents, nearly 92% are in SB 535 DACs or AB 1550-
eligible Census Tracts. Of the 66,226 occupied units, 26.4% are rental properties in single family homes 
and 38.6% are in some form of multifamily unit dwelling. Of these MUDs, 5,644 are at one of 56 
SOMAH-eligible apartment developments.  
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Table 21: Population and Housing Inventory, San Diego - Northgate Market, 3-mile Radius 

Population 
(density) 

AB 1550 adjacent 
(%) 

AB 1550 
(%) 

SB 535 
(%) 

Avg. Distance to 
DCFC (mi.) 

231,522 
9,343 per mi² 

18,113 
(7.8%) 

63,801 
(27.6%) 

130,540 
(56.4%) 

1.15 mi. 
(-1.36) 

Housing Unit 
(density) 

Single Family Rental 
(%) 

Small MUDs 
(%) 

Large MUDs 
(%) 

SOMAH Units 
(Bldgs.) 

66,226 
2,673 per mi² 

17,494 
(26.4%) 

6,363 
(9.6%) 

19,204 
(29%) 

5,644 
(56) 

 
Over 15 months, the Northgate Market EACH site had a utilization rate of 2% and served between 7 and 
48 customers in a given month. The distribution of users is unique among the EACH sites in that it is 
largely bifurcated between locals and travelers. While 52% of sessions came from users in the San Diego 
area, 45% were from beyond 30 miles away; only 3% came from between 5 and 20 miles.  

Figure 32: Hub Utilization by Month - User Range, San Diego - Northgate Market 

 

Reflecting this high proportion of non-local users, 82% of sessions came from infrequent visitors to the 
Northgate Market hub. Presumably among the local users, 16% charged between weekly and daily, 
while 2% were daily users.  
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Figure 33: Hub Utilization - User Frequency, San Diego - Northgate Market 

 

Over 15 months, Northgate Market supported 2,230 charging sessions, through which 31.8 tonnes of 
carbon emissions were displaced.  

Table 22: Hub Environmental Impacts, San Diego - Northgate Market 

Total Sessions 
(Monthly Avg) 

Total kWh 
(Monthly Avg) 

Total EV Miles 
(Monthly Avg) 

Total gas gallons 
Avoided 

(Monthly Avg) 

Total GHG savings, 
tonnes CO2e 

(Monthly Avg) 

2,230 
(148.7) 

27,527 
(1,835.1) 

86,022 
(5,734.8) 

3,540 
(236) 

31.8 
(2.1) 
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C. Program Synthesis and Recommendations  
Program Impacts  
Between the site activation of the Brookhurst Community Center hub in late January 2019 through 
October 2020, the EACH program attracted 2,397 first-time users, and a sum of 5,916 unique monthly 
users. Both first-time and monthly unique users were increasing steadily until growth was curtailed by 
the COVID-related economic slowdown in March 2020; after April 2020, uptake began to climb again, 
but from a baseline less than half of what had previously been seen (Fig. 34). Mechanic’s Bank, Lucky 
San Leandro and Inglewood City Hall were the most COVID resilient in terms of utilization, all remaining 
above 2.0% throughout 2020. 

Throughout the program, first-time users generally made up around a third of the unique users in any 
given month, suggesting that the EACH program was continually reaching new users. 

Figure 34: Customer Awareness: Unique and First Time Users by Month, EACH Program 
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The sites together charged almost 312,300 kWh, powering more than 975,900 miles of EV driving, 
avoiding the burning of about 40,160 gallons of gas. This translates to the avoidance of some 361 tonnes 
CO2 equivalent of greenhouse gas (GHG) emissions attributable to the EACH program (Fig. 35). At its pre-
COVID height, the program was charging more than 25,000 kWh per month, diverting some 30 tonnes of 
GHG per month. 

Figure 35: Monthly and cumulative emissions savings (tonnes CO2e) from the EACH program. 

 

Charging utilization  

The program sites provided a total of 22,053 charging sessions through the end of October 2020, with 
typical overall utilization rates (minutes of use per month out of the total minutes of availability) from 1-
4%, including the COVID-related drop-off in spring 2020. Prior to the drop-off, some sites regularly saw 



 
EVgo EACH Project Evaluation  

 66 

monthly utilization rates as high as 6-9%. Land use seemingly did not play a major factor in utilization, 
with 2 of the most used sites some kind of civic use and the other 3 retail sites.  

At least 80% of sessions at every site were from users who charged there 1-5 times per month, or 
somewhere between monthly and weekly (Fig. 36). However, 12-15% of sessions were from users who 
charged at the same site 5-20 times per month, or up to about every weekday, and the remainder from 
daily or even more frequent chargers (20-50+/month). This pattern was fairly consistent across regions, 
though the four Southern California sites saw a slightly greater proportion of this frequent repeat 
charging.   

Figure 36: Utilization - Average session frequency per user, EACH markets 

 

A clearer regional distinction was visible in the typical distance from home zip code of a given site’s 
users (Fig. 37). Around half of the sessions at most hubs were from users who lived up to five miles 
away. But long-distance drivers (from 50+ miles away) make up at least a quarter of the users at every 
Bay Area site, and as much as half during some months.  
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Taken together, the four Bay Area EACH sites saw much higher utilization from drivers in this most 
distant group than any of the Southern California sites, especially the Los Angeles sites, suggesting a 
clear difference in the way DC fast charging fits into the regional transportation picture. The San Diego 
site also stands apart with a notably large proportion (almost a quarter overall) of users from 30-50 
miles away. Monthly site-level summaries of the frequency and distance metrics are provided in 
Appendix I.      

Figure 37: Utilization - User Range, EACH Markets 

 

Program reach, accessibility, and equity 
The EACH program has placed public DC fast charging within three miles of more than 1.6 million 
individuals (Table 23), including some 1.29 million people in California Climate Investments priority 
populations, 778,600 of whom are in SB 535 Disadvantaged Communities. Another 515,400 residents 
served by the sites live in AB 1550-designated low-income communities that are not within DACs. The 
program’s Los Angeles-area sites are located in areas where nearly 90% of the population is in DACs or 
low-income communities. The EACH sites increased DCFC accessibility by reducing the average distance 
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to fast charging by nearly a mile for people in surrounding tracts, an impact that was greatest at the 
Southern California sites.       

Table 23: Individuals with access to EACH sites (3-mile radius) 

Site Total 
Population 

AB 1550- 
adjacent 
population 

AB 1550 
population 

SB 535 DAC 
population 

Avg. distance 
to DCFC 
before / after 
EACH 

Oakland - Lafayette 
Square 

234,367 42,818 40,277 55,592 0.98 / 0.73 

Richmond - Civic Center & 
Mechanics Bank 

160,427 10,761 48,567 66,895 1.84 / 1.17 

San Leandro - Lucky 194,990 5,178 97,400 12,845 1.58 / 1.09 

Bay Area subtotal 589,784 58,757 186,244 135,332  

Anaheim - Brookhurst CC 286,153 14,427 142,826 111,370 2.24 / 1.12 

Inglewood - City Hall 282,439 22,040 5,027 191,306 1.94 / 1.26 

Compton - Soledad 
Center 

220,055 4,139 0 210,044 3.13 / 1.83 

LA subtotal 788,647 40,606 147,853 512,720  

San Diego - Northgate 
Market 

231,522 18,113 63,801 130,540 2.51 / 1.15 

Program Total 1,609,953 117,476 397,898 778,592  

 

The geographic reach of the program (areas within three miles) includes more than 526,000 households 
(Table 24), of which some 62,000 are in small multi-unit developments and 170,000 in large multi-unit 
developments, where access to residential EV charging is most limited. An additional 85,000 households 
in the program range were in single-family rentals, where installation options for residential charging are 
also limited. Appendix II provides more detail on the accessibility and equity impacts of the program. 
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Table 24: Households with access to EACH sites (3-mile radius) 

Site 
Housing 
Units 

Single-family 
Rentals 

Small MUD 
units 

Large MUD 
units 

SOMAH-
eligible units 
(buildings) 

Oakland - Lafayette 
Square 

102,876 9,954 18,255 53,345 6,607 (77) 

Richmond - Civic Center & 
Mechanics Bank 

53,945 11,519 7,201 9,719 3,659 (33) 

San Leandro - Lucky 66,237 11,011 4,872 15,295 2,340 (20) 

Bay Area subtotal 223,058 32,484 30,328 78,359 12,606 (130) 

Anaheim - Brookhurst CC 80,383 10,244 7,778 29,399 1,065 (8) 

Inglewood - City Hall 98,620 13,146 12,982 33,154 1,205 (15) 

Compton - Soledad Center 58,387 11,538 4,218 10,376 1,840 (25) 

LA subtotal 237,390 34,928 24,978 72,929 4,110 (48) 

San Diego - Northgate 
Market 

66,226 17,494 6,363 19,204 5,644 (56) 

Program Total 526,674 84,906 61,669 170,492 22,360 (234) 

Site Selection 

The EACH program focused on the development of DC fast charging in disadvantaged communities, 
originally with the premise that additional parking spaces would be provided for the use of carshare or 
ridehail operations. 

As a first order of business, this involved identifying sites where utilization would be high and suitable to 
the parking context—for DC fast charging, places with shorter dwell-times such as retail centers, 
restaurants, gas stations, or other “recharge” locations like near airports or city centers. Potential 
locations were further slimmed by the EACH program requirement that sites be available 24 hours a day, 
which staff noted was more typical of suburban and rural settings.  

Both due to the station size and vision alignment, EVgo was able to contract with more public than 
private sites under this program. However, this came with some challenges. Five sites—those in 
Richmond, Oakland, Anaheim and Inglewood—partnered with public-sector landowners. While 
receiving enthusiastic municipal support, these deployments involved a lengthier development process 
due to protocols around procurement, public comment periods, and approval from staff and elected 
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officials. In an earlier filing with the CPUC, EVgo noted that a number of public sites were held up or 
canceled by conflicting priorities several degrees removed from their project partners.  

For the remaining sites, EVgo contracted with private landowners—supermarkets and retail strip 
owners. To retail landowners, the amenity of fast charging helps attract new customers who shop while 
their cars charge—a value proposition that may be more appealing during the COVID-19 recovery than it 
may have been before.  

“[Programs] that rely on public property are really difficult. . . A lot of cities don’t own much 
property—of Oakland’s eligible sites, only two were even viable. And cities are a challenge, 
particularly one dealing with all sorts of other DAC issues—like getting the attention of the city 
attorney to help on a long-term project.” — Jonah Eidus, Vice President of Strategic 
Partnerships, EVgo 

 
During interviews with parties involved with the EACH program, several recurring themes came up 
about barriers in site development on public property.  
 

● Lack of community familiarity: As noted throughout the earlier sections, the DC fast chargers 
under the EACH program were often among the first public charging sites in their partner 
communities. In some cases, new ordinances had to be developed and approval obtained across 
multiple departments that did not have processes in place to do so. Several years after the 
ordinance’s adoption, half the EACH communities have not adopted the expedited EV 
permitting protocols required by AB 1236. This institutional unfamiliarity was also generally 
accompanied by understaffing in the authority-holding departments, and risk aversion among 
elected officials who were unsure of the potential risks surrounding the installation of public 
charging. 

 
● ADA: In 2017, the California Building Code (CBC) issued accessibility requirements for EV 

charging at commercial and public facilities, which largely entail off-street parking lots or parking 
garages. The Division of the State Architect (DSA) left application of these requirements up to 
local interpretation when dealing with public right-of-way like curbside parking and some 
surface lots. When strictly applied, as partners noted in several cases, wheelchair accessibility 
can directly conflict with other design requirements for stormwater management.  

High-demand locations that had stakeholder support and met accessibility criteria still faced 
complications when connecting to the grid. Surface lots, off-street parking near older buildings, and on-
street parking on the public right of way were not typically built with the significant amounts of excess 
electrical capacity needed to supply vehicle chargers, and generally require additional infrastructure 
work—increasing the capacity of the nearest transformer and burying conduit wiring to the site. And 
beyond the typical coordination bottlenecks involved in any complex engineering project, DACs in 
particular often suffer from a lack of adequate infrastructure related to the historical underinvestment 
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and public neglect of these areas. More upgrades are often necessary just to bring utility service at these 
sites in line with more affluent areas, much less to where it’s needed to support DC fast charging. 
Permitting related to this work has often been inconsistent and unclear, particularly regarding service 
connections with utilities.  

In general, electric utilities benefit from greater electricity demand, enough to justify the costs related to 
EVSE deployment, and this buildout also helps to meet sustainability goals. Public utilities, in addition to 
being much more localized in scope, have been largely free to channel LCFS credits into aspects of EVSE 
site development. However, as energy monopolies, IOUs are heavily regulated by CPUC and investments 
in EVSE have been cautious due to concerns about the effect on utility customers and the possibility of 
stifling competition in the charging sector. The degree that IOUs will be involved in EVSE deployment is 
still under consideration, however the most recent draft of the CPUC’s Transportation Electrification 
Plan highlights several mechanisms to improve efficiencies in the approval process, including better 
transparency of site-level electric capacity and the method by which EVSE projects are prioritized among 
interconnection projects. 

Shared Mobility Partnerships  

A key distinction of the EACH sites, compared to EVgo’s broader network, was that they were to include 
preferential access for vehicles from shared mobility services. This was originally conceived as 
discounted access for PEVs charging “on-the-go” during a trip or dedicated service recharge parking for 
vehicles between users. This focus was based on several assumptions about the synergies between PEV 
technology and light-duty vehicle fleets, such as those used by carshare and rideshare platforms:  

● For consumers, a lack of familiarity with EV technology creates the perception of risk. Shared-
mobility users may become more comfortable considering EVs for their personal cars after 
experiencing them in a carsharing or TNC setting. 

● For fleet managers, the lower operational cost of EVs can offset the higher purchase price 
(referred to as the “total cost of ownership”) of vehicles. Compared to individual consumers, 
fleets can also benefit from bulk purchase discounts and other economies of scale.  

● For public entities, reliable multimodal networks help reduce community vehicle miles traveled, 
reducing emissions and pollution. Moreover, the high utilization of shared vehicles compared 
to personal vehicles means a greater immediate reduction of harmful tailpipe emissions. 

EVgo has begun to collaborate with ridehailing platforms on data sharing and promotional rates for 
drivers. The degree that the EACH sites are used in this capacity is unclear, however, and none were 
able to finalize carshare partnerships.  

As noted in prior sections, fluctuation in the carshare landscape during the formative years of the EACH 
program narrowed the number of potential partners. Despite their initiative, several sites were unable 
to strike agreements with carshare operators that actually expanded—not reduced—their service 
overall in the past few years.  
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“Shared Mobility was a part of the concept, and it did get traction. I don’t know what happened 
with Maven—COVID killed them. But it’s still very much a hope. If you have a space with an EV 
charger you can always try to fit that in.” — Shayna Hirshfield-Gold, Sustainability Program 
Manager, Oakland DOT 
 
“[Shared mobility with charging] is an exciting idea. Anaheim is very low-income and shared 
mobility really could be a good fit to expand access.” — Wei Tsao, Integrated Resource Planner 
at Anaheim Public Utilities 

With the exception of Oakland, where Envoy maintains several vehicles at an apartment complex and 
AAA GIG includes in its free-floating service boundary, the other EACH sites were several miles away 
from the existing carshare services, which tend to concentrate in urban cores and around other walkable 
commercial settings—which are generally in more affluent communities as a result of cycles of 
underinvestment in DACs and low-income areas. In addition to low demand inherent in these lower-
density settings, other researchers have highlighted reluctance to operate in some low-income areas 
due to a perceived risk of vandalism or theft.50 

In some cases, localities can attract service with streamlined permitting like Oakland and Richmond have 
instituted, or at the state level, such as with SB 310’s Transit Priority Partnership Program. There is likely 
room for additional legislative incentives around taxation and insurance policies to reduce the operating 
costs carshare providers incur. Ultimately, however, the key may be subsidies for shared mobility 
operators to place vehicles in areas they may not have otherwise operated, ensuring that all members 
of the public can access high quality transportation services—much as it is for public transit.  

Charging concerns aside, significant barriers remain to electrifying fleets for commercial use—whether 
in public transit or shared mobility—in the form of high upfront costs and utility rate structures that 
don’t favor large commercial users. The EACH program served to prioritize infrastructure investments in 
DACs and is a vital first step in attracting shared mobility operators to these neighborhoods. Despite 
operational savings over time, companies will likely require additional forms of policy support to 
transition to ZEVs until vehicle prices fall below HEVs or ICE vehicles.  

Outreach and Engagement  

The adoption of electric vehicles faces headwinds from information barriers, and these can often be 
more pronounced in communities where PEV ownership lags behind other areas. While not 
systematically evaluated here, the resources dedicated towards community-based partnerships for 
program outreach likely led to greater visibility and earlier utilization from nearby residents. TransForm, 
which for the past several years has worked on bringing electric mobility options to several low-income 
housing developments around the Bay Area, feels that close up-front engagement work will ultimately 
lead to the long-term success of such programs. Reflecting on their project (which was not related to 

                                                           
50 Shared Mobility Policy Playbook (Shaheen, S., Cohen, A., Randolph, M., Farrar, E., Davis, R., & Nichols, A., 2019) 
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EACH), Joy Massey of TransForm remarked: 

“One thing [the project team] did right was to hire site coordinators at each location instead of 
having a consultant walk and lead. . .Those coordinators built site-level teams, about 8-10 
residents. Residents were compensated for providing their lived experience and sharing that 
with us. We’ve also been working with [neighborhood] groups on their survey. But the idea is to 
be flexible, and take a bottom up approach.” — Joy Massey, Project Manager at TransForm 

In a few cases, CBO partners suggested ways for future engagement efforts to be more effective. One 
interviewee highlighted the importance of advertisements and visual signifiers that resonated with 
diverse users and lamented that there hadn't been more flexibility to customize marketing material used 
during program outreach. Another partner noted that their work would have benefited from greater 
assistance from the municipal government’s communications team.  

Other issues were out of the control of the teams involved. COVID-19 resulted in virtual ribbon cuttings 
in Oakland and San Leandro, and Groundwork in San Diego speculated that the broader political climate 
may have hampered their ability to reach Latino residents and other groups with a high proportion of 
recent immigrants. Additionally, the disconnect between immediate socioeconomic needs and clean-
transportation infrastructure serving higher-income vehicle owners underscored several conversations 

“One organizer said EV charging was the last thing they were thinking of; EV charging to them 
looks like gentrification. How do we get past the idea that it’s an elitist amenity?” — Jonah 
Eidus, Vice President of Strategic Partnerships, EVgo 

Aside from continued consumer-facing financial support for PEVs and home charging installation, one 
near-term step would be to address the higher cost of power from DC fast chargers. Doing so would 
likely require offsetting surge pricing costs through rate agreements with electric utility providers 
(where they are not already in place) or some form of rebate. Charging by the minute, rather than the 
kWh, can introduce friction and anxiety for some users, since power is not delivered at the sticker rate 
due, and penalizes those with older vehicles with lower-capacity batteries. Users without home charging 
often do not have access to the same rates as general residential users. Shared EV charging stations at 
MUDs and workplaces must enroll on a commercial rate with off-peak prices that are often not as 
favorable as those offered through residential EV rates. Until the market for EVs matures such that 
public DCFC experiences substantially higher utilization rates, it may be necessary for utilities to offer 
special tariffs, or variations on existing tariffs, to make the case for DCFC compelling for more users. At 
low levels of usage, energy charges make up a very small part of the costs of operating DCFC, with 
demand charges forming the majority of total cost to charging.  
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Appendix I: Utilization Metrics 

Utilization  

Avg. Session Frequency by User per Month 

Bay Area 

Oakland - Lafayette Square  

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-08 96.0% 4.0% 0.0% 0.0% 0.0% 0.0% 

2019-09 92.9% 5.4% 1.8% 0.0% 0.0% 0.0% 

2019-10 87.7% 6.2% 4.6% 0.0% 1.5% 0.0% 

2019-11 86.4% 8.5% 3.4% 1.7% 0.0% 0.0% 

2019-12 85.7% 9.5% 1.6% 3.2% 0.0% 0.0% 

2020-01 84.8% 11.9% 1.7% 0.0% 0.0% 1.7% 

2020-02 95.5% 3.0% 0.0% 0.0% 1.5% 0.0% 

2020-03 94.0% 4.0% 0.0% 2.0% 0.0% 0.0% 

2020-04 75.0% 15.0% 10.0% 0.0% 0.0% 0.0% 

2020-05 84.9% 12.1% 3.0% 0.0% 0.0% 0.0% 

2020-06 92.5% 2.5% 5.0% 0.0% 0.0% 0.0% 

2020-07 85.3% 8.8% 5.9% 0.0% 0.0% 0.0% 

2020-08 91.4% 5.7% 2.9% 0.0% 0.0% 0.0% 

2020-09 91.7% 5.6% 2.8% 0.0% 0.0% 0.0% 

2020-10 87.8% 9.8% 2.4% 0.0% 0.0% 0.0% 

 

  



 
EVgo EACH Project Evaluation  

 76 

Richmond - Civic Center  

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-06 92.6% 7.4% 0.0% 0.0% 0.0% 0.0% 

2019-07 85.2% 7.4% 5.6% 1.9% 0.0% 0.0% 

2019-08 84.8% 13.0% 2.2% 0.0% 0.0% 0.0% 

2019-09 93.0% 0.0% 7.0% 0.0% 0.0% 0.0% 

2019-10 91.5% 4.3% 4.3% 0.0% 0.0% 0.0% 

2019-11 86.5% 8.1% 2.7% 2.7% 0.0% 0.0% 

2019-12 88.2% 11.8% 0.0% 0.0% 0.0% 0.0% 

2020-01 85.3% 8.8% 5.9% 0.0% 0.0% 0.0% 

2020-02 94.6% 5.4% 0.0% 0.0% 0.0% 0.0% 

2020-03 87.8% 7.3% 4.9% 0.0% 0.0% 0.0% 

2020-04 88.2% 11.8% 0.0% 0.0% 0.0% 0.0% 

2020-05 96.0% 4.0% 0.0% 0.0% 0.0% 0.0% 

2020-06 100.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

2020-07 85.0% 5.0% 10.0% 0.0% 0.0% 0.0% 

2020-08 83.3% 11.1% 5.6% 0.0% 0.0% 0.0% 

2020-09 85.2% 7.4% 7.4% 0.0% 0.0% 0.0% 

2020-10 93.0% 2.3% 2.3% 2.3% 0.0% 0.0% 
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Richmond - Mechanics Bank 

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-08 92.5% 3.8% 3.8% 0.0% 0.0% 0.0% 

2019-09 79.0% 14.0% 7.0% 0.0% 0.0% 0.0% 

2019-10 81.0% 15.2% 2.5% 1.3% 0.0% 0.0% 

2019-11 81.5% 12.3% 4.6% 0.0% 1.5% 0.0% 

2019-12 78.6% 14.3% 7.1% 0.0% 0.0% 0.0% 

2020-01 81.3% 15.4% 2.2% 1.1% 0.0% 0.0% 

2020-02 87.8% 8.5% 2.4% 0.0% 1.2% 0.0% 

2020-03 86.5% 10.8% 1.4% 0.0% 0.0% 1.4% 

2020-04 87.8% 10.2% 0.0% 0.0% 0.0% 2.0% 

2020-05 87.5% 10.4% 0.0% 0.0% 0.0% 2.1% 

2020-06 84.3% 13.7% 0.0% 0.0% 0.0% 2.0% 

2020-07 82.0% 14.0% 2.0% 0.0% 2.0% 0.0% 

2020-08 88.9% 5.6% 3.7% 0.0% 1.9% 0.0% 

2020-09 82.5% 11.1% 4.8% 0.0% 0.0% 1.6% 

2020-10 80.3% 13.1% 4.9% 0.0% 1.6% 0.0% 
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San Leandro - Lucky 

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-11 93.0% 7.0% 0.0% 0.0% 0.0% 0.0% 

2019-12 82.8% 15.2% 1.0% 1.0% 0.0% 0.0% 

2020-01 79.4% 15.0% 2.8% 0.9% 1.9% 0.0% 

2020-02 78.3% 15.2% 5.4% 1.1% 0.0% 0.0% 

2020-03 71.2% 18.2% 9.1% 1.5% 0.0% 0.0% 

2020-04 78.9% 9.6% 9.6% 1.9% 0.0% 0.0% 

2020-05 82.4% 8.8% 8.8% 0.0% 0.0% 0.0% 

2020-06 84.9% 12.1% 3.0% 0.0% 0.0% 0.0% 

2020-07 87.1% 8.6% 4.3% 0.0% 0.0% 0.0% 

2020-08 86.4% 9.9% 2.5% 0.0% 1.2% 0.0% 

2020-09 87.5% 4.2% 8.3% 0.0% 0.0% 0.0% 

2020-10 80.9% 14.7% 2.9% 1.5% 0.0% 0.0% 
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Los Angeles area 

Anaheim - Brookhurst Center  

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-01 100.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

2019-02 77.8% 12.7% 4.8% 3.2% 0.0% 1.6% 

2019-03 82.3% 7.3% 8.1% 0.8% 0.8% 0.8% 

2019-04 75.4% 14.0% 7.9% 1.8% 0.0% 0.9% 

2019-05 77.0% 11.9% 6.4% 4.0% 0.8% 0.0% 

2019-06 82.4% 10.1% 5.0% 1.7% 0.8% 0.0% 

2019-07 81.9% 10.5% 6.7% 1.0% 0.0% 0.0% 

2019-08 80.8% 10.4% 5.6% 2.4% 0.8% 0.0% 

2019-09 81.0% 12.9% 2.6% 1.7% 1.7% 0.0% 

2019-10 86.6% 8.7% 2.4% 0.8% 0.8% 0.8% 

2019-11 85.9% 6.6% 4.7% 0.0% 2.8% 0.0% 

2019-12 78.8% 12.5% 6.3% 1.3% 1.3% 0.0% 

2020-01 79.0% 15.8% 4.0% 1.3% 0.0% 0.0% 

2020-02 85.1% 5.4% 9.5% 0.0% 0.0% 0.0% 

2020-03 80.3% 10.6% 9.1% 0.0% 0.0% 0.0% 

2020-04 100.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

2020-05 100.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

2020-06 92.3% 7.7% 0.0% 0.0% 0.0% 0.0% 

2020-07 100.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

2020-08 85.7% 14.3% 0.0% 0.0% 0.0% 0.0% 

2020-09 88.9% 11.1% 0.0% 0.0% 0.0% 0.0% 

2020-10 100% 0% 0% 0% 0% 0% 
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Inglewood - City Hall 

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-08 95.5% 4.6% 0.0% 0.0% 0.0% 0.0% 

2019-09 85.3% 8.8% 5.9% 0.0% 0.0% 0.0% 

2019-10 83.8% 8.8% 5.0% 1.3% 1.3% 0.0% 

2019-11 77.3% 11.4% 6.8% 2.3% 1.1% 1.1% 

2019-12 83.5% 2.5% 10.1% 1.3% 1.3% 1.3% 

2020-01 75.0% 12.5% 7.5% 2.5% 1.3% 1.3% 

2020-02 81.2% 7.1% 7.1% 2.4% 1.2% 1.2% 

2020-03 75.4% 9.8% 8.2% 4.9% 0.0% 1.6% 

2020-04 64.7% 20.6% 5.9% 5.9% 0.0% 2.9% 

2020-05 70.3% 18.9% 8.1% 2.7% 0.0% 0.0% 

2020-06 78.2% 16.4% 1.8% 3.6% 0.0% 0.0% 

2020-07 87.5% 3.6% 5.4% 1.8% 1.8% 0.0% 

2020-08 83.3% 3.7% 11.1% 0.0% 1.9% 0.0% 

2020-09 86.2% 4.6% 7.7% 0.0% 0.0% 1.5% 

2020-10 79.3% 13.2% 3.8% 3.8% 0.0% 0.0% 
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Compton - Soledad Center 

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-10 95.1% 0.0% 2.4% 2.4% 0.0% 0.0% 

2019-11 88.2% 7.8% 3.9% 0.0% 0.0% 0.0% 

2019-12 82.5% 12.3% 3.5% 1.8% 0.0% 0.0% 

2020-01 84.0% 10.0% 2.0% 2.0% 2.0% 0.0% 

2020-02 81.1% 13.2% 1.9% 3.8% 0.0% 0.0% 

2020-03 75.0% 18.2% 6.8% 0.0% 0.0% 0.0% 

2020-04 79.4% 14.7% 0.0% 2.9% 2.9% 0.0% 

2020-05 69.2% 12.8% 12.8% 0.0% 5.1% 0.0% 

2020-06 74.3% 2.9% 11.4% 11.4% 0.0% 0.0% 

2020-07 69.7% 15.2% 9.1% 0.0% 6.1% 0.0% 

2020-08 72.7% 15.9% 4.6% 0.0% 6.8% 0.0% 

2020-09 71.8% 10.3% 7.7% 5.1% 5.1% 0.0% 

2020-10 73.9% 8.7% 8.7% 2.2% 6.5% 0.0% 
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San Diego 

San Diego - Northgate Market 

Month  1-5 sessions 5-10 sessions 10-20 sessions 20-30 sessions 30-50 sessions 50+ sessions 

2019-07 85.7% 14.3% 0.0% 0.0% 0.0% 0.0% 

2019-08 81.1% 8.1% 5.4% 0.0% 2.7% 2.7% 

2019-09 88.9% 2.2% 4.4% 0.0% 2.2% 2.2% 

2019-10 83.3% 6.3% 6.3% 0.0% 4.2% 0.0% 

2019-11 80.5% 9.8% 9.8% 0.0% 0.0% 0.0% 

2019-12 87.0% 2.2% 10.9% 0.0% 0.0% 0.0% 

2020-01 79.1% 11.6% 9.3% 0.0% 0.0% 0.0% 

2020-02 83.0% 10.6% 4.3% 2.1% 0.0% 0.0% 

2020-03 80.0% 10.0% 5.0% 2.5% 2.5% 0.0% 

2020-04 79.2% 12.5% 4.2% 0.0% 4.2% 0.0% 

2020-05 81.0% 9.5% 4.8% 4.8% 0.0% 0.0% 

2020-06 83.9% 6.5% 3.2% 3.2% 3.2% 0.0% 

2020-07 72.0% 20.0% 0.0% 8.0% 0.0% 0.0% 

2020-08 79.3% 13.8% 3.5% 0.0% 0.0% 3.5% 

2020-09 87.1% 0.0% 9.7% 0.0% 0.0% 3.2% 

2020-10 79.4% 5.9% 11.8% 0.0% 0.0% 2.9% 

 

  



 
EVgo EACH Project Evaluation  

 83 

Sessions by Distance of User’s Home from Site 

Bay Area 

Oakland - Lafayette Square  

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-08 36.6% 4.9% 9.8% 4.9% 2.4% 41.5% 

2019-09 41.3% 9.2% 8.3% 1.8% 3.7% 35.8% 

2019-10 35.6% 13.0% 5.1% 5.1% 1.7% 39.5% 

2019-11 38.8% 5.3% 11.2% 5.3% 2.4% 37.1% 

2019-12 39.6% 3.3% 6.6% 2.7% 9.3% 38.5% 

2020-01 43.6% 6.2% 4.1% 1.5% 3.1% 41.5% 

2020-02 34.8% 8.5% 10.6% 5.0% 4.3% 36.9% 

2020-03 44.8% 7.8% 6.9% 8.6% 3.4% 27.6% 

2020-04 24.6% 10.1% 17.4% 23.2% 2.9% 21.7% 

2020-05 32.6% 7.9% 18.0% 20.2% 9.0% 12.4% 

2020-06 34.9% 21.7% 7.2% 8.4% 9.6% 16.9% 

2020-07 48.8% 15.5% 1.2% 11.9% 8.3% 14.3% 

2020-08 43.2% 10.8% 5.4% 14.9% 4.1% 21.6% 

2020-09 44.2% 13.0% 7.8% 11.7% 3.9% 19.5% 

2020-10 43.5% 8.2% 9.4% 17.6% 3.5% 16.5% 
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Richmond - Civic Center  

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-06 30.9% 9.1% 5.5% 1.8% 1.8% 50.9% 

2019-07 56.3% 6.9% 3.1% 3.1% 1.9% 28.8% 

2019-08 53.0% 3.4% 1.7% 1.7% 6.8% 33.3% 

2019-09 42.5% 5.7% 3.8% 4.7% 6.6% 36.8% 

2019-10 44.7% 13.0% 6.5% 1.6% 7.3% 26.8% 

2019-11 42.2% 7.3% 8.3% 0.0% 7.3% 34.9% 

2019-12 35.5% 17.1% 3.9% 0.0% 7.9% 35.5% 

2020-01 50.0% 8.3% 5.2% 0.0% 15.6% 20.8% 

2020-02 52.2% 10.4% 9.0% 1.5% 9.0% 17.9% 

2020-03 54.9% 5.9% 6.9% 2.9% 2.9% 26.5% 

2020-04 68.3% 2.4% 7.3% 0.0% 9.8% 12.2% 

2020-05 64.4% 6.7% 6.7% 0.0% 8.9% 13.3% 

2020-06 58.8% 20.6% 0.0% 0.0% 8.8% 11.8% 

2020-07 47.3% 7.3% 3.6% 0.0% 0.0% 41.8% 

2020-08 41.2% 3.9% 0.0% 2.0% 9.8% 43.1% 

2020-09 50.7% 10.7% 1.3% 1.3% 1.3% 34.7% 

2020-10 57.0% 13.0% 2.0% 1.0% 3.0% 23.0% 
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Richmond - Mechanics Bank 

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-08 49.6% 10.7% 5.0% 5.0% 4.1% 25.6% 

2019-09 53.3% 2.7% 8.8% 1.1% 6.0% 28.0% 

2019-10 56.4% 8.4% 4.0% 1.3% 4.0% 25.8% 

2019-11 57.3% 5.2% 2.3% 3.3% 3.3% 28.6% 

2019-12 61.9% 3.1% 3.6% 1.3% 0.9% 29.1% 

2020-01 67.2% 6.8% 3.6% 4.4% 3.6% 14.4% 

2020-02 51.5% 6.0% 3.0% 1.7% 4.7% 33.0% 

2020-03 51.8% 5.0% 4.1% 3.2% 4.1% 32.0% 

2020-04 46.9% 4.9% 2.1% 1.4% 2.1% 42.7% 

2020-05 48.7% 9.1% 0.6% 1.3% 0.6% 39.0% 

2020-06 45.0% 10.6% 3.8% 0.6% 2.5% 37.5% 

2020-07 54.6% 4.3% 4.9% 1.8% 0.0% 34.4% 

2020-08 53.5% 9.4% 1.3% 1.3% 1.9% 32.7% 

2020-09 53.0% 8.4% 1.4% 2.3% 3.3% 31.6% 

2020-10 54.1% 8.7% 2.4% 1.4% 3.9% 29.5% 
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San Leandro - Lucky 

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-11 44.2% 16.9% 6.5% 1.3% 1.3% 29.9% 

2019-12 43.0% 15.3% 6.0% 6.4% 3.2% 26.1% 

2020-01 36.4% 11.5% 9.8% 6.4% 2.8% 33.1% 

2020-02 38.9% 13.7% 7.5% 9.2% 4.1% 26.6% 

2020-03 39.1% 16.4% 9.0% 8.6% 2.7% 23.8% 

2020-04 35.0% 19.8% 2.8% 16.9% 2.8% 21.5% 

2020-05 36.5% 17.0% 12.5% 12.5% 2.0% 19.5% 

2020-06 44.4% 15.4% 9.5% 10.7% 1.8% 17.8% 

2020-07 43.7% 12.1% 9.5% 7.4% 2.6% 24.7% 

2020-08 42.7% 8.5% 12.7% 4.2% 1.9% 30.0% 

2020-09 39.9% 10.9% 13.1% 6.6% 2.7% 26.8% 

2020-10 40.2% 9.1% 11.0% 10.0% 1.4% 28.3% 
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Los Angeles area 

Anaheim - Brookhurst Center  

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-01 66.7% 0.0% 33.3% 0.0% 0.0% 0.0% 

2019-02 15.2% 8.7% 69.7% 3.4% 2.7% 0.4% 

2019-03 19.9% 10.6% 64.4% 3.4% 1.5% 0.2% 

2019-04 27.7% 7.7% 60.6% 3.2% 0.9% 0.0% 

2019-05 27.6% 6.9% 58.1% 6.1% 0.6% 0.8% 

2019-06 35.3% 9.2% 49.5% 4.5% 0.9% 0.5% 

2019-07 56.9% 13.4% 24.7% 3.4% 0.6% 0.9% 

2019-08 54.6% 9.6% 29.0% 5.3% 1.6% 0.0% 

2019-09 49.9% 8.7% 35.9% 3.0% 1.7% 0.7% 

2019-10 33.9% 9.2% 51.0% 1.5% 2.6% 1.5% 

2019-11 44.7% 7.9% 42.1% 2.6% 2.1% 0.3% 

2019-12 46.8% 10.7% 38.8% 1.0% 2.0% 0.7% 

2020-01 45.7% 13.0% 37.0% 3.5% 0.4% 0.4% 

2020-02 50.0% 13.8% 33.0% 0.5% 1.4% 0.0% 

2020-03 57.6% 14.3% 26.1% 1.0% 1.0% 0.0% 

2020-04 37.9% 24.1% 27.6% 6.9% 3.4% 0.0% 

2020-05 40.0% 20.0% 40.0% 0.0% 0.0% 0.0% 

2020-06 4.3% 8.7% 47.8% 34.8% 4.3% 0.0% 

2020-07 20.0% 10.0% 65.0% 5.0% 0.0% 0.0% 

2020-08 53.8% 7.7% 23.1% 15.4% 0.0% 0.0% 

2020-09 38.9% 16.7% 33.3% 0.0% 11.1% 0.0% 

2020-10 56.3% 0.0% 37.5% 0.0% 0.0% 6.3% 
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Inglewood - City Hall 

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-08 56.3% 12.5% 9.4% 6.3% 12.5% 3.1% 

2019-09 67.6% 17.6% 8.8% 1.8% 1.8% 2.4% 

2019-10 76.4% 9.7% 7.0% 3.1% 1.6% 2.3% 

2019-11 66.2% 10.0% 16.5% 1.6% 3.0% 2.7% 

2019-12 70.6% 11.7% 13.7% 1.3% 1.3% 1.5% 

2020-01 73.0% 8.7% 15.3% 1.2% 1.2% 0.5% 

2020-02 79.0% 9.8% 8.6% 1.0% 0.5% 1.2% 

2020-03 84.0% 9.4% 4.8% 1.1% 0.6% 0.0% 

2020-04 88.3% 6.3% 4.9% 0.5% 0.0% 0.0% 

2020-05 87.1% 4.3% 7.4% 0.6% 0.6% 0.0% 

2020-06 66.1% 14.4% 17.2% 2.2% 0.0% 0.0% 

2020-07 75.3% 4.5% 12.1% 3.5% 1.0% 3.5% 

2020-08 84.2% 5.3% 7.9% 2.1% 0.0% 0.5% 

2020-09 76.6% 8.1% 10.8% 1.8% 1.8% 0.9% 

2020-10 72.1% 10.9% 14.4% 1.5% 0.5% 0.5% 
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Compton - Soledad Center 

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-10 41.3% 32.6% 12.0% 12.0% 2.2% 0.0% 

2019-11 44.3% 32.0% 15.6% 6.6% 0.0% 0.8% 

2019-12 41.5% 38.6% 13.1% 5.1% 1.7% 0.0% 

2020-01 37.1% 41.6% 18.0% 1.1% 1.1% 1.1% 

2020-02 44.7% 38.3% 14.4% 2.7% 0.0% 0.0% 

2020-03 43.4% 41.4% 9.9% 3.3% 0.0% 1.3% 

2020-04 51.1% 36.9% 9.9% 2.1% 0.0% 0.0% 

2020-05 46.2% 40.6% 10.8% 2.4% 0.0% 0.0% 

2020-06 59.8% 27.0% 12.2% 0.5% 0.5% 0.0% 

2020-07 53.3% 35.9% 5.4% 1.1% 0.5% 3.8% 

2020-08 46.4% 45.9% 5.2% 0.9% 0.4% 1.3% 

2020-09 42.1% 38.3% 17.8% 0.5% 0.5% 0.9% 

2020-10 56.1% 37.2% 5.6% 0.0% 0.7% 0.4% 
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San Diego 

San Diego - Northgate Market 

Month  0-5 miles 5-10 miles 10-20 miles 20-30 miles 30-50 miles 50+ miles 

2019-07 41.7% 0.0% 0.0% 0.0% 50.0% 8.3% 

2019-08 53.2% 0.0% 3.7% 0.0% 31.4% 11.7% 

2019-09 51.0% 1.0% 2.0% 0.0% 33.7% 11.7% 

2019-10 54.1% 1.9% 2.9% 0.0% 21.5% 19.6% 

2019-11 64.4% 1.7% 3.4% 0.0% 5.9% 24.6% 

2019-12 70.9% 2.4% 0.0% 0.0% 4.7% 22.0% 

2020-01 56.8% 0.7% 2.1% 0.0% 10.3% 30.1% 

2020-02 57.0% 3.5% 3.5% 0.0% 11.3% 24.6% 

2020-03 61.3% 0.6% 1.9% 0.6% 9.4% 26.3% 

2020-04 52.6% 2.1% 2.1% 1.1% 10.5% 31.6% 

2020-05 59.5% 3.6% 0.0% 0.0% 4.8% 32.1% 

2020-06 50.8% 0.8% 0.0% 0.0% 6.1% 42.4% 

2020-07 62.0% 0.0% 0.0% 0.0% 27.8% 10.2% 

2020-08 38.8% 0.0% 1.8% 0.0% 52.9% 6.5% 

2020-09 26.3% 0.6% 0.6% 0.0% 57.5% 15.0% 

2020-10 39.9% 1.6% 0.5% 0.0% 42.1% 15.8% 
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Customer awareness 

First-time and Unique Users by Month, EACH Network Sites 

Month 
Active stations 
(plugs) 

Active EACH 
sites 

Monthly first-
time users 

Monthly 
unique users 

2019-01 4 1 4 4 

2019-02 4 1 60 63 

2019-03 4 1 99 124 

2019-04 4 1 50 114 

2019-05 4 1 69 126 

2019-06 12 3 74 144 

2019-07 16 4 98 164 

2019-08 24 6 183 278 

2019-09 24 6 193 351 

2019-10 28 7 205 424 

2019-11 32 8 204 428 

2019-12 32 8 181 454 

2020-01 32 8 178 475 

2020-02 32 8 161 460 

2020-03 32 8 102 381 

2020-04 33 8 56 226 

2020-05 33 8 58 239 

2020-06 33 8 81 274 

2020-07 33 8 84 273 

2020-08 33 8 74 284 

2020-09 33 8 83 307 

2020-10 33 8 100 323 
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Appendix II: Accessibility, Equity, and Environmental 
Impacts 
Accessibility and Equity  

Accessibility and Equity metrics focused on the number of individuals, households and other specific 
groups targeted by CARB’s California Climate Investments program (CCI) within three miles of the EACH 
sites. Change in proximity to fast charging is the average distance from the center of each census tract 
to the nearest fast charger charge point, measured before and after EACH site activation. Individuals 
with access to fast charging, in addition to a population count within three miles, identifies those that 
are within CARB Disadvantaged Communities (DACs), or Census Tracts scoring in the top quartile of the 
CalEnviroScreen tool, and remaining individuals in AB-1550 qualified low-income census tracts. 
Households with access to fast charging, in addition to occupied housing units within three miles, looks 
at Small Multi-Unit Dwellings, (or MUDs, with 2-4 units) and Large MUDs (5+ units) near the EACH sites. 
Also identified is the subset of MUDs eligible for the Solar on Multifamily Affordable Housing program 
(SOMAH), a rebate program for on-site photovoltaic energy systems. SOMAH-eligible sites are Large 
MUDs where at least 80% of residents have incomes below 60% of the area median income, or located 
within a DAC. Demographic and housing data was based on US Census American Community Survey 5-
year data, 2015-2019 vintage. SOMAH-sites were located its program website with CPUC, while 
CalEnviroScreen designations are available through the California Office of Environmental Health Hazard 
Assessment. 
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Change in proximity to fast charging 
The change in proximity to fast charging is based on the average distance to the nearest public DC fast 
charger from the centroid of census tracts within a 3-mile radius of the EACH sites. This is measured 
before and after deployment of the EACH sites (the two Richmond sites, which are less than a mile 
apart, were considered together). 

Site 
Avg. distance to DCFC 

(mi.) pre-EACH 
Avg. distance to DCFC 

(mi.) post-EACH 
Change in avg. distance 

(mi.) 

Oakland - Lafayette Square 0.98 0.73 -0.25 

Richmond - Civic Center & 
Mechanics Bank 

1.84 1.17 -0.68 

San Leandro - Lucky 1.58 1.09 -0.49 

Anaheim - Brookhurst CC 2.24 1.12 -1.12 

Inglewood - City Hall 1.94 1.26 -0.67 

Compton - Soledad Center 3.13 1.84 -1.28 

San Diego - Northgate Market 2.51 1.15 -1.36 

Average change in distance -0.84 
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Individuals with access to EACH sites (3-mile radius) 

Site Population 

AB 1550 DAC-
adjacent low-

income 
population 

AB 1550 low-
income 

population 
SB 535 DAC 
population 

Total CCI 
priority 

population 

Oakland - Lafayette Square 234,367 42,818 40,277 55,592 138,687 

Richmond - Civic Center & 
Mechanics Bank 

160,427 10,761 48,567 66,895 126,223 

San Leandro - Lucky 194,990 5,178 97,400 12,845 115,423 

Bay Area subtotal 589,784 58,757 186,244 135,332 380,333 

Anaheim - Brookhurst CC  286,153 14,427 142,826 111,370 268,623 

Inglewood - City Hall 282,439 22,040 5,027 191,306 218,373 

Compton - Soledad Center 220,055 4,139 0 210,044 214,183 

LA subtotal 788,647 40,606 147,853 512,720 701,179 

San Diego - Northgate 
Market 

231,522 18,113 63,801 130,540 212,454 

Program Total 1,609,953 117,476 397,898 778,592 1,293,966 
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Households with access to EACH sites (3-mile radius) 

Site 
Housing 

Units 

Single- 
family 

rentals Small MUDs Large MUDs 

SOMAH 
units 

(buildings) 

Oakland - Lafayette Square 102,876 9,954 18,255 53,345 6,607 (77) 

Richmond - Civic Center & 
Mechanics Bank 

53,945 11,519 7,201 9,719 3,659 (33) 

San Leandro - Lucky 66,237 11,011 4,872 15,295 2,340 (20) 

Bay Area subtotal 223,058 32,484 30,328 78,359 12,606 (130) 

Anaheim - Brookhurst CC 80,383 10,244 7,778 29,399 1,065 (8) 

Inglewood - City Hall 98,620 13,146 12,982 33,154 1,205 (15) 

Compton - Soledad Center 58,387 11,538 4,218 10,376 1,840 (25) 

LA subtotal 237,390 34,928 24,978 72,929 4,110 (48) 

San Diego - Northgate Market 66,226 17,494 6,363 19,204 5,644 (56) 

Program Total 526,674 84,906 61,669 170,492 22,360 (234) 
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Environmental Impacts 

The kWh charged figure is a direct measure of the amount of power delivered at each site during each 
month of operation. 

EV miles powered is an intermediate measure calculated from kWh charged, dividing this total kWh 
output by the average battery efficiency of BEVs, currently 0.32 kWh per mile. Gas gallons avoided 
divides EV miles by the average gas mileage of gasoline-powered vehicles, currently 24.3 miles per 
gallon. 

CO2 savings were calculated using the EPA emission factor of 8.89 × 10-3 metric tons (tonnes) CO2 per 
gallon of gas burned. CO2 makes up the vast majority of greenhouse gas (GHG) emissions from 
passenger vehicles; for gasoline-based cars less than 15 years old; the remaining gases methane (CH4), 
nitrous oxides (N2O), and hydrofluorocarbons (HFC) cumulatively represent about one percent of total 
GHG, together called here Other GHG, expressed in tonnes. The final Total GHG savings is the sum of 
these two GHG KPIs, expressed in tonnes CO2 equivalent. These metrics are presented first in terms of 
their cumulative impact across all sites, and then for each site individually. 
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Cumulative environmental impacts - All sites 

Month  kWh charged 

EV miles 
powered 

Gas gallons 
avoided 

CO2  savings 
(tonnes) 

Other GHG 
savings 

(tonnes) 

Total GHG 
savings 

(tonnes CO2e) 

2019-01 77.94 244 10 0.09 0.00 0.09 

2019-02 4,492.06 14,038 578 5.13 0.06 5.19 

2019-03 12,375.12 38,672 1,591 14.14 0.16 14.30 

2019-04 20,306.47 63,458 2,611 23.21 0.26 23.47 

2019-05 29,243.49 91,386 3,761 33.42 0.37 33.79 

2019-06 36,766.07 114,894 4,728 42.02 0.46 42.49 

2019-07 43,761.02 136,753 5,628 50.01 0.55 50.57 

2019-08 57,092.03 178,413 7,342 65.25 0.72 65.97 

2019-09 73,637.61 230,118 9,470 84.16 0.93 85.09 

2019-10 94,611.98 295,662 12,167 108.13 1.19 109.33 

2019-11 117,554.77 367,359 15,118 134.35 1.48 135.84 

2019-12 142,813.38 446,292 18,366 163.22 1.80 165.03 

2020-01 168,754.30 527,357 21,702 192.87 2.12 195.01 

2020-02 191,939.16 599,810 24,684 219.36 2.42 221.80 

2020-03 213,578.34 667,432 27,466 244.09 2.69 246.81 

2020-04 226,175.42 706,798 29,086 258.49 2.85 261.37 

2020-05 239,179.30 747,435 30,759 273.35 3.01 276.39 

2020-06 252,153.79 787,981 32,427 288.18 3.17 291.39 

2020-07 266,079.33 831,498 34,218 304.10 3.35 307.48 

2020-08 280,707.09 877,210 36,099 320.81 3.53 324.38 

2020-09 296,176.45 925,551 38,089 338.49 3.73 342.26 

2020-10 312,288.66 975,902 40,161 356.91 3.93 360.88 
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Environmental impacts by site 

Site  
Total kWh 

charged 

Total EV 
miles 

powered 

Total gas 
gallons 

avoided 

Total CO2 

savings 
(tonnes) 

Total other 
GHG savings 

(tonnes) 

Total GHG 
savings 
(tonnes 

CO2e) 

Oakland – Lafayette Square 25,699.89 80,312 3,305 29.37 0.32 29.70 

Richmond – Civic Center 18,608.01 58,150 2,393 21.27 0.23 21.50 

Richmond – Mechanics Bank 42,003.29 131,260 5,401 48.00 0.53 48.54 

San Leandro - Lucky 37,080.21 115,875 4,768 42.38 0.47 42.85 

Anaheim – Brookhurst CC 81,269.69 253,967 10,451 92.88 1.02 93.91 

Inglewood – City Hall 55,720.44 174,126 7,165 63.68 0.70 64.39 

Compton – Soledad Center 24,380.22 76,188 3,135 27.86 0.31 28.17 

San Diego – Northgate 
Market 27,526.91 86,021 3,539 31.46 0.35 31.81 

Total 312,288.66 975,902 40,160 356.91 3.93 360.88 

 


