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This master’s thesis came about (in part) during the period in which higher education
was subjected to a lockdown and protective measures to prevent the spread of the
COVID-19 virus. The process of formatting, data collection, the research method and/or
other scientific work the thesis involved could therefore not always be carried out in the
usual manner. The reader should bear this context in mind when reading this master’s

thesis, and also in the event that some conclusions are taken on board.
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ABSTRACT

Road vehicles account for more than 70% of the greenhouse gas (GHG) emissions of the
transport sector in the European Union. This is linked to the use of fossil fuel vehicles,
which is the dominant source of energy in transportation. In this regard, electric vehicles
(EV) are presented as an alternative with great potential to decrease pollution rates.
However, they are still in their early stages of development and thus the need to further
investigate their environmental performance. This study is focused on two strategies
that aim to improve EV behaviour: the use of lightweight materials in the vehicle body
and the integration of photovoltaic (PV) roof, in a battery electric vehicle (BEV). These
strategies have been shown in the scientific literature to potentially decrease the
environmental impacts of BEV. In this light, a detailed literature review is carried out in
the first part of this work. In the second part it is developed an Excel based life cycle
analysis (LCA) tool to perform a comparable LCA on the next-generation electric car with
PV roof and current electric car using Ecoinvent as background data.

The results obtained have proven numerically that both proposals have environmental
benefits. Even though in lightweighting the specific manufacturing emissions are
increased, the vehicle’s lifetime emissions are diminished. With a weight reduction of
30% a 11.6% of GHG emission savings can be achieved. The integration of a solar roof
will upgrade emissions by 9.4% but combined with 30% lightweighting the emissions fall
by at most of 21%. These results must not be generalised as they are subjected to several
limitations. They are very location dependent, the LCA performed was not a complete
analysis, only emissions of the main parts were taken into account, and the calculous
made for the EV energy consumption were simplified.

KEYWORDS

Battery electric vehicle, Lightweighting, Solar Car, Ecodesign, Environmental Impact, Life
Cycle Assessment.
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1. INTRODUCTION

In Europe, the transportation sector accounts the 27% of the total EU-28 greenhouse gas
(GHG) emissions, this implies 1,107 million tons of CO, equivalent were released to the
atmosphere in 2017 (European Environment Agency, 2019). 72% of the emissions from
transport came from road vehicles, of which passenger cars contribute 44%, light commercial
vehicles 9% and heavy-duty vehicles 19%. Considering these data, investmentsin the
automobility industry to make it more eco-friendly present as a good strategy to
decrease pollution rates and achieve the targets set by governments and several
international organizations in terms of sustainability.

0,5% 0,5%

u

\

= Aviation

= Road transport
Maritime

= Railways

= Other transportation

FIGURE 1. SHARE OF TRANSPORT GHG EMISSIONS. (EUROPEAN ENVIRONMENTAL AGENCY, 2019)

Transportation remains very oil-dependent, fossil fuels represent the 95% of the energy
consumption in the transportation sector (European Environment Agency, 2019), especially in
road transport that accounts for the 71% of the total EU consumption in 2017. In the same
report it is said that even though petrol and diesel cars are the best-selling passenger vehicles,
plug-in hybrid electric vehicles (PHEV) and battery electric vehicles (BEV) have increased their
sales in a 50% in 2018. However, it only represents the 2% of the new fleet and the GHG
emissions in this sector continue to grow.

In order to reverse this trend, several options are being considered. Convert from diesel to
compressed natural gas (CNG) and eco-driving are two popular alternatives studied in (Li et
al., 2016) that seek lower rates of GHG emissions and conservation of fuel. Other possibility
that shows a great potential are electric vehicles (EV), however their environmental
performance must be extensively studied as there is a debate among researchers. The fact
that they do not emit tailpipe emissions may lead to the mistaken belief that they do not
pollute at all; however, the production stage is particularly energy intensive. The electrified
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powertrain can potentially reduce GHG emissions as it has a higher efficiency contrasted to
the ones used in internal combustion vehicles (ICEV), also the energy used to process and
transport the fossil fuels is erased. It must be taken into account that electric vehicles
emissions during the use phase are strongly dependent to the source of the electric energy
that feeds the grid, they can reach their full potential in mitigating global warming when the
electricity production is made from clean and renewable energy sources (RES). (Nordelof et
al., 2014)

In the past, electric cars have a limited driving range compared to internal combustion cars,
nowadays that difference is becoming shorter (Hgyer, 2008). While an average ICEV car offers
a range of 482km the new models of passenger EV offer ranges between 200-490km (Kia,
2020) and luxury models can go beyond the 600km (Tesla, 2020). Other inconvenient of
electric vehicles is the lack of charging stations and the strong dependency of a charging spot
at home. For an everyday use in city this may not be a problem but when it comes to long trips
by car the difficulty of finding a charging station on the way or in a new location may lead
consumers to opt for a fossil fuelled vehicle. Also, EV must carry the weight of the battery,
even when it is almost discharged, unlike ICEV that as fuel is consumed the weight is reduced.
In addition to this, when it comes to environmental performance, the importance of the
materials production and manufacturing phases enhance with the degree of electrification. In
(Nordelof et al., 2014) it is mentioned that the body in white accounts for at least the 54% of
the emissions during manufacturing step.

Nonetheless the scientific literature agrees that EV are in their early stages of development
and there is still a wide range for improvement. Lightweighting and solar roof are two
strategies when combined could significantly reduce EV environmental impacts, especially
climate change impacts.

Lightweighting is being developed on the direction of finding materials with less density than
steel to substitute it in the glider. These materials could be aluminium or carbon fiber
reinforced polymers (CFRP) among others, as well as the process of manufacturing steel is
highly developed that of these new materials is not, therefore during this stage more energy
is needed which implies a higher rate of contamination. Adding solar photovoltaic panels in
the roof of the vehicle could provide a new source of energy for the battery, it can be charged
while the car is parked or even when it is in motion. These two strategies together could help
EV to take advantage over conventional vehicles. The use of lightweight material can
compensate the extra weight of the battery and the range of the vehicle will be increased as
it has extra power from the PV and less weight to carry (Raugei et al., 2015). Moreover, it will
reduce the dependency from the grid and help to reduce pollution rate of EV in countries
where the energy generation comes mainly from non-renewable sources.
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Therefore, this study aims to upgrade the understanding of the environmental impacts of
glider’s lightweighting and integrated photovoltaics and suggest a set of guidelines based on
life cycle assessment and ecodesing for future electric vehicles. After the literature review,
contrasting benefits and drawbacks of both strategies, an EV will be modelled in Excel where
the performance of the vehicle with or without lightweighting and PV panels would be studied
in detail.
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2. METHODOLOGY

Life Cycle Assessment (LCA)is a standardized method to evaluate the environmental
performance of a product during its whole life, from cradle to grave. The requirements needed
to perform a complete LCA are detailed in the ISO 14040 standard (ISO, 2006), this
document explains step by step all the four phases involved in a LCA study as well as the key
features and the methodological framework. LCA is a commonly used methodology in the
automotive industry, it provides automakers and politicians valuable information to help them
make decisions in the right direction in terms of environmental performance.

Several publications have analysed which is the correct approach to perform an automotive
LCA. They all agree that there is a large variety of influencing factors, but transparency is
crucial to reduce the variability of the results. These influencing considerations can be
classified as external or internal to the vehicle and they may vary depending on the objective
of each study. For instance, in the specific case of lightweighting with aluminium, his
advantageousness changes depending on the country as a consequence of the alteration of
the influencing external factors, like the kind of energy supply utilized during manufacturing
and use phase. (Nordel6f et al., 2014) and (Egede et al., 2015).

2.1 LCA STAGES

The first phase of an LCA is the goal and scope
definition, in this initial part the reasons to carry
Goal and scope ” out the study, the product system, the system
gefiniton boundaries and the functional unit must be clearly
described. LCA studies of EV usually express
concisely the scope, although the goal it is not

clear enough or even completely forgotten.

IZ;’,ZT;;Q’ | Interpretation (Nordelof et al., 2014)

In the life cycle inventory analysis (LCI) the inputs,
the outputs, and the relations among them and
with the environment are quantified through data

Impact ( collection or the appropriate calculous.

assessment

The life cycle impact assessment (LCIA) is based on
the data provided by the inventory analysis.

FIGURE 2. STAGES OF A LCA Impact categories and indicators must be selected

(SOURCE:(1S0O,2006))
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and classified, then the potential impacts must be calculated relating the inventory data with
the categories previously chosen. There are several methods to calculate the results due to
the complexity of the environmental problems, however explaining them is out of the scope
of this thesis.

The last stage is the interpretation one, it aims to relate the three previous phases and provide
the audience clear conclusions in which the limitations and recommendations are explained.
These statements should be based on the outputs from the impact assessment and must be
in concordance with the goal and scope defined at the beginning. It is important to remark
that from LCA’s only potential impacts can be obtained, not actual consequences.

The reason behind the double arrows in the diagram is that these four phases should be
understood as an iterative process rather than a linear path. (Egede et al., 2015) For instance,
when the results of the impact assessment are obtained the goal and scope must be reviewed
to check if the objectives have been met, and this may lead to changes in the goal and scope
definition. (ISO, 2006)

2.2 DATABASE AND SOFTWARE

Informatic tools will facilitate the process of performing an LCA, especially in the stages of LCI
and LCIA as they will support the computational part, perform uncertainty and sensitivity
analyses, and could allow the user to model various impact assessment methods. There are
several options available, both databases and computer programs, some free and some paid.

Nowadays, the most used software is SimaPro followed by GaBi, both are able to evaluate any
type of product or process. They are private initiatives, and the cost may vary depending on
the type of license. An interesting opensource alternative could be OpenLCA. In the field of
databases, the Ecoinvent database is extensively used and it is the one that accounts with
more datasets.

Bearing in mind what has been exposed in the previous paragraph, for this study the Ecoinvent
database has been chosen to develop the model of an EV.
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3. LITERATURE REVIEW

As a first step to develop the EV’s model a literature review has been carried out in detail. This
study is focused mainly in the GHG emissions of BEV considering lightweighting and solar roof.
However, it is important to keep in mind that GHG emissions do not represent all the possible
environmental impacts. For instance, human toxicity is not related with them and it could be
a crucial factor when developing a new technology. An overview of the indicators considered
in each study reviewed can be found in Table Il of the appendix.

3.1 LIGHTWEIGHTING

For this strategy, a total of 18 research papers have been revised in detail. In total, these
studies have modelled 105 different scenarios. Each study has its own different approach and
assumptions, so the results obtained have had to be study one by one looking for points in
common to harmonise and standardise the diverse conclusions.

Traditionally the glider is mainly made of steel, approximately 62%, which makes it interesting
for lightweighting (Luk et al., 2018). Lightweighting materials more commonly studied are
aluminium and carbon fiber reinforced polymers, as the glider is one of the components that
shows better potential to be replaced by these kinds of materials this is where the several
lightweighting strategies are applied in the literature. Most of the studies consider around a
20% reduction in the curb weight, except for (Mayyas et al., 2017) that consider a reduction
of 35% with a scenario of intense aluminium. The substitution ratio is other important
parameter, for the case of replacement with aluminium it varies from 0.1 till 0.8. In Table 1
there is a summary of the considerations made in each research concerning these two

parameters.
Authors Lightweighting material Substitution Weight
X gntine ratio reduction
pas > CFRP : 16,38%
Delogu M., Zanchi L., Dattilo CFRP matrix - }
C.A., Pierini M.

Advanced hybrid - -
materials

Bio-composites from - -
renewables
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He D., Soo V.K., Kim H.C., CFRP - -

Compston P., Doolan M.

Kim H.C., Wallington T.J. Aluminium 0.4t00.8 21.7%

Magnesium 0.3t0 0.6

Kim H.J., McMillan C., Aluminium 0.23 -

Keoleian G., Skerlos S.J. High Strength Steel (HSS) 0.06 -

Luk J.M., Kim H.C., De Kleine Aluminium 0.73 20.8%

R., Wallington T.J., Maclean

H.L.

Mayyas A., Omar M., Aluminium - 35%

Hayajneh M., M AR. .

ayajne » Viayyas Magnesium -

Milovanoff A., Chul Kim H., De Aluminium 0.29t0 0.65 12% to 19%

Kleine R., Wallington T.J.,

Posen I.D., MacLean H.L.

Raugei M., Morrey D., Aluminium - 175kg

Hutchinson A., Winfield P. Magnesium i 214 kg
Aluminium + CFRP - 210 kg
Magnesium + CFRP - 232 kg

Sato F.E.K., Nakata T. CFRP - -

Aluminium - -

Advanced HSS - -

Shanmugam K.,
Gadhamshetty V., Yadav P.,

Athanassiadis D., Tysklind M., CFRP i i
Upadhyayula V.K.K.

Tadele D., Roy P., Defersha F., Talc-reinforced - -
Misra M., Mohanty A.K. polypropylene (talc-PP)

Miscanthus biochar- - -
reinforced polypropylene

(MB-PP)
Upadhyayula V.K.K., Parvatker Aluminium - 30%
QG., Baroth A., Shanmugam HSS i
Wolfram P., Tu Q., Heeren N., Aluminium 0.1t00.28 -

Pauliuk S., Hertwich E.G.

TABLE 1. SUBSTITUTION RATIO AND WEIGHT REDUCTION ASSUMED IN THE DOCUMENTS REVIEWED.
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3.1.1 PRODUCTION AND MANUFACTURING

The main drawback of lightweighting materials is the fact that their manufacturing phase is
more energy intensive than that of the steel. A numeric evidence of this can be found in (H. J.
Kim et al., 2010) where the emissions for primary steel are estimated to be 2.2kg CO,-eq/kg
steel and for cast and wrought aluminium are 9.72 and 9.45kg CO;-eq/kg Al, respectively.
These values correspond to a country with an electric system like the one in U.S., however if
the production of this material is carried out in an intense carbon energy system, such us
China, these values will increase till 3.8kg CO,-eq/kg for steel and till 26.6kg CO,-eq/kg for cast
aluminium. Similar figures are calculated in (Wolfram et al., 2020), but most important is that
the tendency is the same, steel produce less GHG emissions than aluminium and that these
emissions depend on the carbon footprint of the energy supply. These values can be compared
in the following table.

Reference Low carbon Current Carbon intense
future system

Steel (Kim et al, 2010) - 2.2 3.8
(Wolfram et al, 2020) 2.04 2.46 -
Wrought Al | (Kim et al, 2010) - 9.45 -
(Wolfram et al, 2020) 4.80 11.90 -

Cast Al (Kim et al, 2010) - 9.78 26.6
(Wolfram et al, 2020) 4.80 11.90 -

TABLE 2. COMPARISON BETWEEN THE ESTIMATION MADE FOR PRIMARY METALS IN TWO STUDIES IN KG CO2-EQ/KG

Therefore, when evaluating the production of BEV with a lightened glider, compared to ICEV,
not only the extra emissions from the battery and other electronic systems must be taken into
account, but also the extra specific emissions from the new materials have to be added. This
highlights the importance of manufacture vehicle’s body in white using as clean energy as
possible, by moving the factories to countries with a low-carbon electricity grid or by installing
renewable energy sources in the plant area.

3.1.2 USE PHASE

In this stage of the EV’s cycle is where the energy savings should compensate the extra
emissions released during the production phase of lightweight materials. However, the results

11
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obtained in this phase depend, again, on the source of energy supply. In (Wolfram et al., 2020)
is calculated that with the current energy mix the savings would be 1.2:1, this means that for
each extra kg of COz-eq discharged during the production phase the emissions during the use
phase will be decreased by 1.2 kg CO»-eq. If the scenario is low-carbon energy supply this ratio
could rise till 25:1 or even higher. (Mayyas et al., 2017) have calculated that for a reduction
of 100kg in the total vehicle’s weight will lead a saving of 0.85-1.4kg CO2-eq per 100km. In
(Minak et al., 2017) it is mentioned that in the case of EV a 10% of weight reduction, the
vehicle’s range will be increased by 13.7% and consequently this will decrease the number of
battery recharges.

3.1.3 LIFe cYCLE GHG EMISSIONS

According to (Luk et al., 2017)“the use of lightweight glider is highly likely to reduce life cycle
GHG emissions regardless of powertrain type”, it must be taken into account that this
percentage might decrease for EV due to their dependency on the emissions of the grid and
the battery downsizing. Studies like (Raugei et al., 2015) more conservative results are
obtained, for this case a maximum of 7% reduction of the global warming potential. Other
studies, however, show more optimistic results like an 11% in (Milovanoff et al., 2019).

With the results presented in the previous paragraphs in mind, it can be concluded that,
beforehand, the lightweighting strategy reports benefits in terms of EV’'s GHG emissions.

3.2 INTEGRATED PHOTOVOLTAICS

Integrating photovoltaic panels is other of the strategies proposed to optimize the
performance of electric vehicles, the main advantages are the possibility to charge the battery
while driving, less dependency on charging stations and the fact that solar will provide the
vehicle with clean energy. However, there are some drawbacks, the efficiency of the
photovoltaic cells remains low and the effectiveness of the system depends particularly on
weather conditions.

(Khare & Bunglowala, 2020) consider that the main aspect that affects the solar car performance
is the amount of solar radiation. In an ideal case the vehicle would only circulate on routes
devoid of any object that could cast a shadow, however this does not come close to reality.
The installed panels are subject to shadows produced by buildings and other urban equipment
and to the reduction of available irradiation caused by clouds. This is considered in (Betancur
et al., 2017), as the energy consumption of an EV increases with speed, they aim to set the

12
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optimal velocity to complete a race using only solar energy. They have calculated that for a
cloudy day where the solar irradiance is a 60% of a sunny day the race time was increased in
2h. For the applied case of light utility EV, in (Kanz et al., 2020) they consider a shadowing
factor of 30% during a lifetime of 8 years, results showed that the emissions were 0.375
kgCO.eq/kWh, lower than the grid average of 0.435 kgCO,eq/kWh. In the same study it is
concluded that increasing the shadowing factor will increase the emissions per kWh of PV
generation till they exceed the grid average, it is also settled that increasing the life of the
vehicle will have benefit impacts obtaining better emission rates with higher shadowing
factors.

Nowadays there are several photovoltaic technologies available in the market. In (Giannouli &
Yianoulis, 2012) it is evaluated which one is the most suitable for EV, for this application it is
searched the greatest efficiency possible and lightweight. The crystalline silicon panels (c-Si),
the most used, present under standard conditions an efficiency of 29%, there are commercial
models with an efficiency of 24%. This, in addition to their high cell packing density, makes
them a relevant option for vehicular applications. Other option are the thin film solar cells
which are lighter and more flexible, but their commercial efficiency is approximately 15%. At
present time, the best option are c-Si panels, however thin film solar panels are still under
development so in the future this decision may change. (Attia et al., 2020)

When implementing the solar roof, one of the challenges in the future is the development
tools that help the driver to use the solar energy available wisely. One option could be that
based on the forecast the vehicle could predict which is the best route to go to a certain point
and to indicate the best parking spot to recharge the battery while parked. (Hasici6 et al.,
2016) (Oosthuizen et al., 2020)

One aspect that has been missing while reading the literature review is the lack of life cycle
analyses of electric vehicles with integrated photovoltaics. There are studies that analyse
technical aspects like how the panel generation must be calculated (Khare & Bunglowala, 2020a),
or others that perform an LCA of the photovoltaic panels only (Gerbinet et al., 2014) and the
several aspects that have been presented above, however there is a generalized lack of studies
which perform a comparative between conventional EV and a solar EV.

The solar vehicles started to be developed in the universities at the end of last century, they
were motivated due to the several solar car races that take place every year in different parts
of the world. Nowadays, some companies are developing commercial models. In table three,
there could be find a comparison of their main characteristics.

Two different approaches can be distinguished when it comes to betting on the solar car, some
companies are focused on trying to build a car that will work only with solar energy, these
would be the ones that develop vehicles with at least 30km of PV range per day. In this
category it is possible to find Lightyear One (Electric Vehicle Database, n.d.) or Aptera (Aptera
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Motors Corp., 2020) that develop top-of-the-range sports models in which every detail of the
vehicle is studied, from creating a design that is as aerodynamic as possible to including all
possible extras in the interior. Other companies, like Squad (Squad Mobility, 2020), develop
more economic solar city cars with less extras but that could be even more functional than
the luxury ones.

Vehicle Weight Range with PV

Squad 200 kg 20km per day

Lightyear One 1300 kg 70 km per day

Sion - 34 km per day

Toyota Prius Plug-in | 1530-1550 kg 1000 km per year

Hybrid Solar (curb weight)

Hyundai Sonata Hybrid | 1508-1601 kg =3.2 km per day
(curb weight)

Aptera - 70 km per day

TABLE 3. COMPARATIVE BETWEEN THE DIFFERENT SOLAR CARS AVAILABLE IN THE MARKET

On the other hand, there are traditional manufacturers, like Toyota and Hyundai, that are
developing hybrid models that only use solar energy as an extra source, but they could not be
able to run only with photovoltaics. The daily extra range provided by the solar panels is 3.2km
and 2.74 km for Hyundai (Hyundai Motor Company, 2020) and Toyota (Toyota Europe, n.d.)
respectively. The design of these models is more similar to that of the most common ICEV and
BEV today. In addition, with respect to their size, the area of solar panels included is smaller

than that of the previous category.

FIGURE 3. LIGHTYEAR ONE (LEFT) AND SQUAD (RIGHT) SOLAR VEHICLES. (SOURCE: (LIGHTYEAR ONE, 2020)
AND (SQUAD MoBILITY, 2020)
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FIGURE 4. TOYOTA PRIUS SOLAR ROOF. (SOURCE: (TOYOTA EUROPE, N.D.))

3.3 END OF LIFE STRATEGIES

Not all the studies have considered the effects of the process involved after the use phase of
the vehicle has ended. As it is explained in (Keoleian & Sullivan, 2012) the first step is
dismantler the vehicle and remove the elements that can be reused or remanufactured. Then
the remaining parts are sent to a shredder where the 95% of metals are recovered for recycling
purposes, in contrast the non-metals parts have a lower ratio of recycling.

Regarding aluminium, as a metal, it is recycled and converted into secondary metal. The most
ambitious target would be to reach a closed-loop infrastructure. It refers to “recovering
wrought aluminium from vehicles and recycling it directly into secondary wrought aluminium.
This currently does not occur, asall aluminium recovered from vehicles is recycled
(downcycled) as cast aluminium.” as (H. J. Kim et al., 2010) explained. In this same study it is
exemplified that while the production of primary cast aluminium releases 9.72kg CO2-eq/kg
the production of secondary cast aluminium only emits 1.18kg CO,-eq/kg, similar numbers are
obtained for wrought aluminium, 9.45 versus 0.90kg CO;-eq/kg.

Recycling technologies for PV panels are still quite new and there are some challenges to
overcome (Contreras Lisperguer et al., 2020), although as it has been demonstrated in (Maani
et al., 2020) that they have beneficial effects from an environmental point of view. In this
same publication it has been found that for the crystalline silicon PV panels, the ones selected
for this study, their recycling is convenient especially due to their content in silver (Ag), as it is
the most expensive and with the highest GWP impact metal. Other very impactful metal is
aluminium which has a high mass/m? ratio in c-Si panels, copper, glass and silicon are in a
similar situation. The recycling of the solar panels comprises three main stages which can be
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more or less polluting and energy intensive depending on the methods used. The first phase
is delamination, at this point the ethylene vinyl acetate (EVA) is eliminated making the rest of
the panel components accessible. For c-Si panels this is considered the most critical phase, if
it is done properly it is possible to recover photovoltaic cells by means of very low energetic
treatments. This is followed by the material separation stage where each material is sent to
the corresponding treatment. Then it comes the solar cells recovering and silicon extraction,
the treatment applied depends whether the cells are damaged or not.
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4. CASE STUDY

As it has been mentioned in the sections above, a Life Cycle Assessment analysis is going to be
performed for the practical case of this study. It is going to be a comparative LCA between a
basic battery electric vehicle and a BEV with lightweight materials in the glider and/or solar
roof.

4.1 GOAL AND SCOPE

The study aims to evaluate the potential environmental impact of an electric vehicle with
lightweight materials and solar roof. The modelled vehicle is a battery electric vehicle that can
be recharged from the grid or thanks to the solar panels installed in the roof, due to its
dimensions, it is in the segment of passenger cars. The functional unit of the process would
be 1km of travel, it has been chosen because it has been considered the option that can best
present the results. The car is supposed to be driven in the Spanish city of Valencia, located in
the Mediterranean coast, located in figure 5. The vehicle is going to be started used in 2020
with a lifetime of 10 years and 200,000km.
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FIGURE 5. MAP OF SPAIN (SOURCE: GOOGLE MAPS)

The solar panels used in the vehicle are the crystalline silicon photovoltaic ones because of
their higher efficiency compared to other technologies. In addition, the fact that they are the
most widely used solar panels nowadays helps to make manufacturing processes more
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standardised with better use of energy and resources. For the lightweighting strategy it is
going to be evaluated the substitution of steel by aluminium.

In figure 6 the flow system diagram of the study can be found, the main elements included in
the LCA are the PV panels and the glider, as the rest of the car’s parts remain equal in all the
possible scenarios studied, they were not compared. Regarding the system boundaries, in this
type of study it is required to consider a crandle to grave perspective for the elements or
process that are analysed. For the main materials of the glider, steel and aluminum, the
recycled techniques reviewed in the bibliography are considered, as it has been described they
can make a point between which of both materials has a better environmental performance.
In the study only the production of aluminum and stell is going to be considered even though
the glider has a percentage of other materials. As it has been demonstrated in (Luk et al., 2018)
the amount of these other materials used in the body in white is the same for both, the base
case and the lightweighting cases. Also ,due to their big impact, the emissions of the battery
manufacturing are included. Emissions of other less representative parts of the vehicle are
excluded from the manufacturing and end of life stage, these could be the vehicle interior or
tires and wheels, among others.
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FIGURE 6. SIMPLIFIED PROCESS DIAGRAM FLOW (SOURCE: OWN DEVELOPMENT)

4.2 LIFE CYCLE INVENTORY

In this phase the environmental performance of every component in every stage is going to

be quantified, careful data collection has been carried out.

There are going to be considered five scenarios combining the different alternatives, they are

summarized in table 3. In the “Base case” scenario the calculations are made for a traditional

EV, then in “Lightweighting”, “Optimistic lightweighting” and “Intense lightweighting” the

effect of different levels of glider mass reduction are considered. In the fifth scenario, “Solar
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roof” it is evaluated the benefit that only PV integration can bring. In the last scenario “Solar
roof + lightweighting” it is evaluated the performance of both strategies when combined.

Scenario Lightweighted % PV panels
1 Base case 0% NO
2 Lightweighting 10% NO
3 Optimistic lightweighting 20% NO
4 Intense lightweighting 30% NO
5 Solar roof 0% YES
6 Solar roof + lightweighting 30% YES

TABLE 4. DIFFERENT SCENARIOS PROPOSED

The base case has been assumed with the weight and dimensions of a general electric vehicle; these
values are taken from the literature. For the glider, the general weight breakdown of each material
has been obtained from (Luk et al., 2018b). For the battery it has not been selected a specific model,
but it has been decided to use values that represent the market average nowadays. While reading (H.
C. Kim et al., 2016) and (Ambrose & Kendall, 2016) it is clear that there is a wide variety of possible
configurations, in this case it has been chosen a 30kWh LFP battery with an energy density of
0.08kWh/kg.

4.2.1 PRODUCTION STAGE

In this section the process of mining extraction, treatment and glider assembly are going to be
analysed. The dataset obtained from the Ecoinvent 3.6 database represent the global market
process including raw material extraction, manufacturing, and transportation from production
plants to the market. The values of CO; emissions per kilogram of material show higher
pollution rates for aluminium compared to steel, for the steel the polluting quota is 4,472kg
CO; eq/kg steel and for the cast and wrought aluminium is 9,815 and 13,092kg CO; eq/kg Al,
respectively. These values differ slightly from the ones proposed in (Wolfram et al., 2020) and
(H.J.Kim et al., 2010) however they are in the same order of magnitude. With this information
it is calculated the total amount of kilograms of CO; per vehicle released during the production
phase of the glider, as explained in the previous section four cases of glider are going to be
modelled, conventional steel intense scenario (base case scenario) and with 10%, 20% or 30%
of glider lightweighting. For the emissions released during the battery production it has been
assumed a value of 140 kg CO2eq/kWh as it is calculated in (H. C. Kim et al., 2016) for the
specific case of a Li-ion battery for EV.
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For the photovoltaic panel manufacturing process there are no numbers available in the
database, for this reason a value has been chosen from the literature review. As explained in
section 3.2 Integrated photovoltaics the most suitable technology for automotive application
is the crystalline silicon photovoltaic panels. For this technology in (Pu et al., 2021) the carbon
emission factor for a photovoltaic system is estimated in 2,2677kg CO, eq/Wp.

The watts peak (Wp) refers to the capacity of the system, this property is calculated by
multiplying the number of panels by the nominal power of each one. The installed capacity is
the maximum output that could, theoretically, be obtained from the system without taking
into account any losses or efficiencies.

The emissions released during the manufacturing phase of other parts of the vehicle such us
the powertrain are not included in this study as these elements remain invariant among the
scenarios proposed and do not account for a large percentage in the emissions of an EV.

4.2.2 USE STAGE

Among the literature reviewed the lifetime of the vehicles studied vary from 150.000km
(Delogu et al., 2017), (Raugei et al., 2015) and (Choma & Ugaya, 2017) to more than 300.000km
in (Mayyas et al., 2017). In the following graph the lifetime considered in each study is
represented, the ones that appear twice is because they have modelled scenarios with
different lifetimes. The average of this reports is 212.514km, therefore for this study a value
of 200.000km driven for 10 years has been chosen.
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FIGURE 7. COMPARATIVE OF LIFETIMES CONSIDERED. (SOURCE: OWN DEVELOPMENT)

4.2.2.1 VEHICLE’'S ENERGY CONSUMPTION

To calculate the vehicle’s energy consumption there are standardized driving cycles where
vehicles should be tested. On of them is the New European Driving Cycle (NEDC), it was used
for homologation testes in the European Union. NEDC was approved for light-duty vehicles
and it has continuously periods of low acceleration and deceleration, however it is not
considered a good indicator of a vehicle's actual consumption as it does not represent real
driving patterns (Barlow et al., 2009). Because of this and the fact that it was outdated, NEDC
was substituted by the World Harmonized Light-duty Vehicles Test Procedure (WLTP). This
test overcomes constraints of NEDC and obtains more realistic values for the energy
consumption and CO, emissions (Pavlovic et al., 2018). In table 5 there can be found the main
differences between the two driving cycles.

However, the main issue to be studied here is the effect that lightweighting has on vehicle’s
consumption rather than developing a very accurate and realistic model of vehicle’s energy
utilization. Therefore, it has been decided to develop a simple calculating model taking the
WLTP data as input.
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