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● (1605)

[English]

The Chair (Ms. Yasmin Ratansi (Don Valley East, Lib.)):
Welcome to meeting number four of the House of Commons Stand‐
ing Committee on Environment and Sustainable Development. The
committee is meeting today to continue its study of zero-emission
vehicles. The meeting is taking place in a hybrid format, pursuant
to the House order of September 23, 2020.

Since members are familiar with the hybrid process, I will pro‐
ceed to welcome the witnesses. We have with us the following wit‐
nesses: Travis Allan, vice-president, public affairs and general
counsel, AddÉnergie Technologies Inc.; Francis Bradley, president
and chief executive officer, Canadian Electricity Association; Brian
Kingston, president, Canadian Vehicle Manufacturers' Association;
and Joanna Kyriazis, senior policy advisor, Clean Energy Canada.

We have received opening remarks from three of the witnesses,
which have been translated and circulated to members. We have
one that has not been translated because it arrived late.

Alexandre, which was the one we didn't receive?

The Clerk of the Committee (Mr. Alexandre Roger): It was
from the Canadian Electricity Association.

The Chair: We haven't received anything from the Canadian
Electricity Association, so I would ask Brian Kingston to speak for
at least three minutes to give the committee an idea of your focus
so that members can ask appropriate questions.

Mr. Kingston, the floor is yours, and—

[Translation]

Ms. Monique Pauzé (Repentigny, BQ): Madam Chair, I have a
point of order.

The Chair: What is the reason for your point of order,
Ms. Pauzé?

Ms. Monique Pauzé: The meeting started a half-hour late. Does
that mean the meeting will be extended by 30 minutes? Votes are
commonly held in the House on Mondays, which cuts into the com‐
mittee's meeting time. I think that's terrible. Are we going to extend
the meeting a bit? Before the witnesses start their presentations, I
think we should know how much time we're working with.

The Chair: That's a good question, Ms. Pauzé.

[English]

It depends on whether or not I get unanimous consent to extend
the committee meeting by half an hour. We have faced this situation
throughout, whether with a minority or majority government.

Do we have unanimous consent to do that?

Mr. Albas, are you going first?

● (1610)

Mr. Dan Albas (Central Okanagan—Similkameen—Nicola,
CPC): No. I just have a quick question before you ask for unani‐
mous consent. If we add the extra half hour, does that mean that
we'll hear opening statements from more witnesses?

The Chair: No. You will get the opportunity to ask more ques‐
tions.

Do I have unanimous consent to extend the meeting? I don't want
to waste time. Those who do not agree, please say “nay”.

Thank you. We are in agreement.

Mr. Kingston, the floor is yours. You have five minutes.

The Clerk: Ms. Chair, I'm sorry to interrupt.

Mr. Bradley is the witness from the electricity association, not
Mr. Kingston.

The Chair: Okay, sorry. Maybe I was reading it in reverse.

Mr. Bradley.

Mr. Francis Bradley (President and Chief Executive Officer,
Canadian Electricity Association): Thank you very much,
Madam Chair.

[Translation]

Good afternoon to the committee members.

[English]

CEA, the Canadian Electricity Association, is the national voice
of electricity. Our members operate in every province and territory.
The association includes generation, transmission and distribution
companies.
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Canada's electricity system employs 81,000 Canadians. We con‐
tribute $30 billion to Canada's GDP. Indirectly, our sector supports
every job and industry in Canada. Electricity is the foundation of
the modern economy. It's also at the heart of Canada's transition to
low carbon. Over 80% of Canada's electricity generation is already
non-emitting, making it one of the cleanest grids in the world. In
fact, the Canadian electricity sector has already reduced GHG emis‐
sions by more than 40% since 2005.

The availability of clean, reliable power will play an essential
role as Canada begins to decarbonize through electrification. Our
sector is uniquely positioned to help advance Canada's clean energy
future and meet climate commitments in 2030, 2050 and beyond. In
fact, CEA released a list of actions for achieving net-zero carbon
emissions, which we've provided to the clerk for your reference.

Electrification of vehicles will play an important part in Canada's
reaching its climate change targets. Light-duty vehicles represent
12% of Canada's overall GHG emissions, and with focused action
we believe that we can reduce that to near zero. But to do so, there
are several actions that governments must take. We believe that the
government has done a good job thus far in encouraging EV adop‐
tion by providing purchase incentives and charging infrastructure.
The electricity sector supports these measures wholeheartedly.
Electricity companies have been active participants in building
charging in and between communities.

Alas, it's not enough to just help people buy EVs and to install
more chargers. These might be the exciting visible parts, but we
can't forget about the foundations of the system. For EVs, that
means modernizing the rules around electricity metering and mak‐
ing sure that the distribution infrastructure can support this growth.
Canada's legislation on electricity metering dates from before the
Internet, basically since the last time we had a Prime Minister
Trudeau. As written now, overly prescriptive acts such as the Elec‐
tricity and Gas Inspection Act and the Weights and Measures Act
stifle innovative metering technology, and in turn they impede the
commercial deployment of technologies dependent upon these.
Outdated metering legislation holds back further deployment of
charging infrastructure in public and in multi-residential dwellings.

We have to ensure that the grid is ready for electric vehicles. It's
not so much a question of making sure there's enough electricity. In
fact, EV charging offers the opportunity to take advantage of power
surpluses overnight and at other peak times, but at the hyperlocal
level, an increase in EVs will need to be supported by upgrades to
the local distribution infrastructure, such as feeders and transform‐
ers. Even a handful of EVs on a single street could require upgrades
beyond what is currently in place.

I've talked about light-duty cars and trucks, and while electrifica‐
tion of these vehicles would represent a substantial carbon reduc‐
tion, they are only part of Canada's transportation sector. Other
parts—long distance trucking, marine uses and aviation—seem to
require solutions other than batteries, and hydrogen may be a solu‐
tion for these functions. Canada's electricity sector looks forward to
the upcoming release of Canada's hydrogen strategy. Our sector is
optimistic about the opportunity of low- or no-carbon hydrogen to
reduce emissions. From our perspective, hydrogen made with non-
emitting electricity is basically electrification.

Thank you for the opportunity to be with the committee today.

● (1615)

The Chair: Thank you very much.

Committee members, if I didn't mention it, the opening statement
by Mr. Bradley, once translated into French, will be sent to you.
The rest of the opening remarks are deemed read and public, so
they'll be in the committee evidence.

[See appendix—Remarks by Travis Allan]

[See appendix—Remarks by Brian Kingston]

[See appendix—Remarks by Joanna Kyriazis]

The Chair: With that, the first round of questions goes to Mr.
Redekopp.

I understand you're sharing your time with Mr. Jeneroux. If that's
an incorrect understanding, you can correct me.

You have six minutes, Mr. Redekopp.

Mr. Brad Redekopp (Saskatoon West, CPC): Thank you,
Madam Chair.

Thank you to all of the witnesses for being here today and espe‐
cially for giving us your remarks ahead of time. That's very helpful.

My first question is for AddÉnergie and Mr. Travis Allan.

On Friday of last week, you announced an investment of $53
million in charging stations, which included federal government
money from the Business Development Bank of Canada and Export
Development Canada.

Could you please let me the total federal contribution out of
that $53 million?

Mr. Travis Allan (Vice-President, Public Affairs and General
Counsel, AddÉnergie Technologies Inc.): Thank you very much
for having us here today.

That is correct. We were very pleased to announce our series-C
financing round for our company on Friday. This included both an
equity contribution, and a financing round that was led by an in‐
vestment bank out of Montreal with federal participation. There
was also some debt financing from National Bank.
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I'm not able to provide the specifics of the EDC and BDC contri‐
bution. However, I am able to note that they were a significant part
of the investment. We are, frankly, very delighted to have that fed‐
eral support—

Mr. Brad Redekopp: Sorry for interrupting, but over the years,
have you been subsidized by the government in other ways through
grants and loans?

Mr. Travis Allan: Yes, federal incentives have played an impor‐
tant role in the development of our market. One of the most notable
examples is NRCan, which has provided important support for
charging station deployment across Canada through the EVAFID
and other programs.

Mr. Brad Redekopp: Has AddÉnergie been able to make a sat‐
isfactory profit to this point?

Mr. Travis Allan: AddÉnergie is a private corporation, and does
not disclose its financial specifics. However, we have experienced
very substantial revenue growth, particularly in the last two years,
which has been attractive to a couple of major institutional and
government investors.

Mr. Brad Redekopp: In your view, can companies like yours
generate satisfactory profits without government subsidies and
loans?

Mr. Travis Allan: Yes, absolutely.

We're currently still at an early stage of adopting electric vehicles
and charging infrastructure, but there is ample opportunity to devel‐
op profitable business models, both on the network deployment of
EV charging stations and on the manufacturing of charging sta‐
tions.

Mr. Brad Redekopp: Mr. Kingston, on your website it says,
“An effective carbon pricing policy applicable to the auto sector
must...ensure that revenues paid are fully returned to companies for
reinvestment in innovation”. In your opinion, does the current fed‐
eral carbon tax fulfill your organization's goals for carbon pricing
policy?

Mr. Brian Kingston (President, Canadian Vehicle Manufac‐
turers' Association): Not completely. There are opportunities to
recycle federal carbon tax revenues to companies to put in place ef‐
fective carbon abatement programs and efficiencies at both manu‐
facturing facilities and other operations. There are good examples
of companies investing in that. The more of those funds that get re‐
cycled through to a company once they've been paid, the greater the
speed of innovation you'll see at a facility to reduce overall emis‐
sion outputs.
● (1620)

Mr. Brad Redekopp: Madam Chair, I'll turn it over to Mr. Jen‐
eroux.

Mr. Matt Jeneroux (Edmonton Riverbend, CPC): My ques‐
tions are also for Mr. Kingston.

At our last meeting we were told by the government departments
that no internal studies had been done on the feasibility of zero-
emission heavy-duty engines.

Has your association done any studies or reviews on this?
Mr. Brian Kingston: Was that on the feasibility of the engines?

Mr. Matt Jeneroux: Yes, the heavy-duty engines.

Mr. Brian Kingston: No, the CVMA has not done a study on
those engines.

Mr. Matt Jeneroux: We were also told that there has yet to be
any engagement with industry partners on the development of regu‐
lations for heavy-duty vehicles despite the call for the creation of a
working group that would aim to develop a plan for decarboniza‐
tion of the trucking industry.

Do you think that a working group with industry would be the
best approach for creating regulations for heavy-duty vehicles?

Mr. Brian Kingston: We are always 100% supportive of en‐
gagement with industry when that type of regulation is being devel‐
oped. So yes, absolutely, we would be open to those discussions,
and any sort of industry consultation.

Mr. Matt Jeneroux: I take it then, judging by your answer, you
haven't yet had any of those conversations.

Mr. Brian Kingston: I'm not aware of that at this point.

Mr. Matt Jeneroux: Zero-emission vehicles start at approxi‐
mately $40,000, give or take.

Would you agree that the average cost of a zero-emission vehicle
would make it difficult for the average Canadian to participate in
the government's current program to purchase these vehicles?

Mr. Brian Kingston: Absolutely. That's why consumer incen‐
tives are so critically important. Until we reach a point where
there's price parity between a zero-emission vehicle and an ICE ve‐
hicle—an internal combustion engine—you need consumer incen‐
tives to bring the price down so that average Canadians can afford
it and see this vehicle as fitting their needs for the same price as the
car they would typically buy.

Mr. Matt Jeneroux: To your knowledge, are there any timelines
for when more affordable zero-emission vehicles will be available
in Canada?

Mr. Brian Kingston: Yes. There have been a number of studies
done. Most point to the late 2020s for achieving price parity. That's
when you'll see battery technology advancing to a point where the
cost is the same.

The Chair: Thank you very much.

Committee members, I was remiss. You got the notice, but I did
not let you know that we have scheduled 10 minutes for committee
business. At 10 minutes to six, we will go into committee business.

Next is Mr. Francis Scarpaleggia.

Mr. Scarpaleggia, you have six minutes.
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Mr. Francis Scarpaleggia (Lac-Saint-Louis, Lib.): Thank you,
Madam Chair. I just want to continue with a remark that Mr.
Kingston made.

You mentioned a year when battery technology would be equal
to...but it wasn't quite clear. You were basically saying that this
would be cost-effective by a certain date, but can you explain that a
little more? Could you go back to your last statement and elaborate
on it?

Mr. Brian Kingston: Absolutely, yes.

A number of studies are looking at the different technology de‐
velopment spectrums and when an electric vehicle that is using bat‐
tery technology will reach price parity with an ICE vehicle, that is,
with a traditional combustion engine. Now, technology can some‐
times take leaps and bounds, so it's always difficult to pinpoint ex‐
actly when you'll reach that price parity, but a study that was com‐
missioned by ISED and done by an organization called CAR, out of
Detroit, put that date in the late 2020s.

Mr. Francis Scarpaleggia: Is 2023 what you said? What was
the date?

Mr. Brian Kingston: No. I'm sorry. It's the late 2020s.
Mr. Francis Scarpaleggia: Okay, the late 2020s.
Mr. Brian Kingston: Yes, anywhere between 2025 and 2030. In

multiple studies, that seems to be the wheelhouse.
Mr. Francis Scarpaleggia: Right. Basically, what it sounds like

is that—and maybe this is obvious to someone in the industry—the
cost differential is all because of the battery.

Mr. Brian Kingston: That's correct.
Mr. Francis Scarpaleggia: Okay. That's interesting.

I think it was Mr. Bradley who talked about rules around meter‐
ing. This is the first time that I've heard this issue raised. It never
occurred to me that metering was an issue. You would think that it's
pretty objective, that it tells you how much electricity you're using
and that's that. Could you elaborate on this issue of needing to “up‐
grade” the rules around metering? I think that's the way you put it.
What are you referring to there?

Mr. Francis Bradley: Certainly. Thank you very much for the
opportunity to touch on that.

As I said, this is maybe not as interesting. It's more down in the
weeds, but these are the sorts of things that will have to be ad‐
dressed for us to be effective over the longer term. We essentially
have a regulatory regime that was designed for the 1960s. An elec‐
tric vehicle future in the late 2020s is going to look very different.

We have rules which essentially say that an electric meter is
something that we're very used to seeing. They sit on the wall of a
building. There are specific rules about what that needs to look like
and how it needs to operate. Effectively, we need to look at how we
can look at new metering technology and how the vehicles them‐
selves can be recognized potentially as a rolling meter. Also, there
are things like multi-dwelling environments, where you're plugging
in electric vehicles in garages. That's shared space. We do not have
rules in terms of how we can share a meter down in the garage for
condos and apartments.

Those are just some of the things. We have provided the clerks
some additional information and some very specific changes that
we're recommending to both of those pieces of legislation.

● (1625)

Mr. Francis Scarpaleggia: When you mention sharing a meter,
do you mean that more than one vehicle plugs into the same outlet
and therefore you have to decide how to charge each vehicle own‐
er?

Mr. Francis Bradley: Yes, that's correct. Right now, in theory,
for fairness, every electric vehicle is much like every street lamp,
which is another separate but very similar issue. Every street lamp
has a meter. It is metered. We're in the world of LEDs, where the
use of electricity by an LED street lamp is so small that today you
can't justify the cost of a meter on each and every one of those, be‐
cause so much less electricity is being used today than when we
originally figured out that technology and began using it.

It's a question of a technology that has moved much faster than
the regulations. On the technical end of things, we're going to need
to sort out some regulations as well, so that they are not a barrier to
further adoption of zero-emission vehicles.

Mr. Francis Scarpaleggia: Is someone working on regulatory
reform in this respect?

Mr. Francis Bradley: Oh, yes, absolutely. It's something that
we're in active discussions about with the departments, with Mea‐
surement Canada. We've developed some very specific recommen‐
dations.

As I said, we'll have included those in that information we pro‐
vided to the clerk.

Mr. Francis Scarpaleggia: It's funny, because it seems so
straightforward yet it requires regulation. It's not intuitively easy to
understand.

Ms. Kyriazis, I believe I read in your brief that no automotive
dealers have electric cars that you can take for a test run.

Is that correct? Is that what I read in your brief?

The Chair: You have 30 seconds to respond.

Ms. Joanna Kyriazis (Senior Policy Advisor, Clean Energy
Canada): Yes, according to a study done by Transport Canada ear‐
lier this year, the majority of car dealerships across Canada—

Mr. Francis Scarpaleggia: A majority, okay.

Ms. Joanna Kyriazis: Yes. A majority had not a single EV in
stock to test drive or purchase.

Mr. Francis Scarpaleggia: Interesting.

Well, I guess my time's up, Madam Chair.

The Chair: Yes. Thank you very much.



November 2, 2020 ENVI-04 5

We now go to Madame Pauzé.

[Translation]

You have six minutes.
Ms. Monique Pauzé: Good afternoon. Thank you to the wit‐

nesses for being here.

I would just point something out to Mr. Kingston. A number of
key players in the industry, including BloombergNEF, have indicat‐
ed that they will achieve the much talked-about price parity in
2024, perhaps sooner, with battery prices dropping every year. The
late 2020s was the time frame you gave. I think that's a bit far in the
future.

I have another comment. You said automakers were providing
better purchase incentives than governments were. I actually have
an electric vehicle, a Volt, but I don't recall receiving any incentives
from the automaker. If such incentives are available, could you
please provide a list?

Now I'll get to my questions.

In 2018, one of your members, General Motors, recommended
that Canada adopt a system similar to California's, to bring Canada
in line with the United States should it introduce a national man‐
date. Your association's former president, Mr. Nantais, never want‐
ed to put GM's proposal to his members. He was even against
Canada doing anything before the U.S. made a decision.

You are the president now. Do you hold the same view as your
predecessor?
● (1630)

[English]
Mr. Brian Kingston: With respect to our alignment with the

U.S., our position is that we must remain totally aligned with the
U.S. at all times. This industry is completely integrated throughout
North America, and 86% of the vehicles that we produce here in
Canada end up in the U.S. We've always cautioned about moving
too quickly ahead of the U.S. but staying in lockstep with them,
given that our industry is totally integrated into the U.S. market.

With respect to your point about technology, you're absolutely
right. There are many different projections around when we will
reach price parity. It varies. It varies depending on certain assump‐
tions around the technology advancing. I can't give you a fixed
date, but between 2025 and 2030 is generally where most studies
seem to be landing. However, I recognize that there are a lot of dif‐
ferent perspectives on that.

[Translation]
Ms. Monique Pauzé: Yes, absolutely, but I mentioned

BloombergNEF, which is a key player, after all.

You mentioned investments in Ontario. Ford recently announced
investments in Ontario but did not say whether the vehicles manu‐
factured there would be available to Canadians. Bear in mind that,
in 2011, Toyota manufactured RAV4s in Ontario, but they were all
sent to California because of the state's rules favouring that type of
vehicle. It was a zero-emission RAV4.

Would you be supportive if Canada were to adopt rules similar to
California's, to ensure electric vehicles manufactured here were
available to consumers here?

[English]
Mr. Brian Kingston: With respect to the Ford investment, I can't

comment on a company-specific strategy on where they will sell
the vehicles. The key for electric vehicles—and this goes to my
previous point—is that they will be sold where consumer incentives
are high enough to entice more people to purchase them. If Canada
were to put in place a more generous set of consumer incentives,
both at the federal and provincial level, to bring that price point
down, then I guarantee you that we would see much higher adop‐
tion here in Canada. In fact, 96% of the sales in Canada have taken
place in three provinces where we have EV consumer incentives.
That, to me, is the key lever to make sure that Canadians are pur‐
chasing those vehicles.

[Translation]
Ms. Monique Pauzé: I'd like to jump in there.

Right now, in Canada, most electric vehicles are sold in Quebec
and British Columbia, because they incentivize the vehicles
through zero-emission vehicle mandates. The other provinces don't
have such mandates. I will talk about what happened in Ontario in a
moment.

According to the Dunsky report, when Premier Ford eliminated
the subsidies for electric vehicles, EV availability dropped by 24%,
but sales rose. People still wanted the vehicles, but they were in
short supply. Why did that happen?

You could have taken the vehicles that were already in Ontario
and sent them to other markets in Canada. Isn't that true?

[English]
Mr. Brian Kingston: Well, in Ontario, sales declined quite sig‐

nificantly once that incentive came off. That incentive was ex‐
tremely powerful. You saw a little bit of an uptick when the federal
iZEV program came on, but we're still nowhere close to where we
were when the incentive was in place.

I would argue that because the price point of these vehicles re‐
mains relatively high, mandates are not what encourage sales. Your
average Canadian who is going to purchase a new vehicle doesn't
walk into the dealership looking to spend $50,000. When there's an
incentive in place, you bring that price point down to a cost that
your average Canadian can afford. That's where your see sales in‐
crease. To me, incentive is the key.

[Translation]
The Chair: Thank you.
Ms. Monique Pauzé: Do I have time for any more questions?
The Chair: No. Your time is up.

[English]

We now go to the second round of questioning.

For five minutes, we have Mr. Albas.
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● (1635)

Ms. Laurel Collins (Victoria, NDP): I have a point of order.
Mr. Dan Albas: No, I think the NDP—
The Chair: Sorry. I'm so sorry.

Ms. Collins, I must be looking at my watch and going what...?

The six minutes is yours.
Ms. Laurel Collins: Thank you, Madam Chair.

My first question is for Clean Energy Canada, and it's specifical‐
ly about the quote from Transport Canada in your briefing, which is
that “without any further action, Canada could achieve zero-emis‐
sions vehicle sales of 4% to 6% of all new light-duty vehicles pur‐
chased by 2025 and 5% to 10% by 2030”. That is in no way on
track to meeting our target of selling 100% zero-emission vehicles
by 2040. It's in no way close to the targets set for each of those
years, for 2025 and 2030.

When we spoke with Transport Canada last week, they
seemed.... They framed it as that they're making good progress. I’m
wondering if you think this is good progress.

In the briefing, you spoke about the need for a kind of package of
policies that drives long-term investment and adoption of clean
cars. I'm curious, first of all, if you think that's good progress, and
then also what you see as the most important actions that the feder‐
al government can be taking towards meeting these ZEV targets.

Ms. Joanna Kyriazis: Thanks very much for the question.

I would agree with the interpretation that a 1% increase in EV
sales or market share per year isn't particularly good progress and
certainly isn't getting us on track to meeting our zero-emission ve‐
hicle sales targets by 2025, let alone by 2030 and 2040.

If we look at the jurisdictions within Canada and abroad, includ‐
ing the EU and China, those jurisdictions that are seeing the great‐
est uptake of zero-emission vehicles are implementing a package of
clean car policies that includes purchase incentives and large in‐
vestments in public charging stations. They are also addressing the
supply side of electric vehicles by moving forward with either a ze‐
ro-emission vehicle standard that requires automakers to sell an in‐
creasing percentage of zero-emission vehicles and/or having very
ambitious vehicle greenhouse gas emission regulations.

That's the approach the EU is taking. It’s moving forward with
very strong vehicle emission standards that essentially require the
sale of a certain percentage of zero-emission vehicles for automak‐
ers to comply. That's where EV sales are really rising and where the
domestic auto sectors are best positioned to compete in the future
economy.

Ms. Laurel Collins: Thank you so much.

Mr. Kingston, you said in your brief that the supply of electric
vehicles is meeting demand, but we heard from Clean Energy
Canada that the majority of car dealerships in the country don't
have a single electric car available to even take for a test drive.
Even here in B.C., where we have maybe a few more car dealer‐
ships with test-driveable cars, Canadians purchasing an electric car
are facing three- to six-month-long wait lists before they can drive
their car home.

I'm curious about the statement that we are meeting demand for
electric vehicles, or that this demand is being met. Can you explain
a little why there is so little availability across the country?

● (1640)

Ms. Joanna Kyriazis: Was the question what can we do to en‐
sure that dealerships have more electric vehicles in stock?

Ms. Laurel Collins: Yes, can you explain the lack of availability
and what we can do about it.

Ms. Joanna Kyriazis: Of course, automakers tend to prioritize
markets that have policies in place requiring the sale of cleaner ve‐
hicles and zero-emission vehicles, and so we know that automakers
globally are pouring hundreds of billions of dollars into the devel‐
opment of EVs and rolling out new models every year. Again, in
looking to the EU as an example, just in the first quarter of 2020 we
saw automakers introduce 42 new electric vehicle models. That's
more than all of the EV models available in Canada.

The way we can address the supply issue is to move forward
with a phased-in zero-emission vehicle standard and other supply-
side policies that help automakers decide to make the EVs they are
producing here in Canada available to Canadians, including those
outside British Columbia and Quebec. Once Canadians have more
choice of which EV makes and models are available, and once they
see options at various price points, that's going to help electric vehi‐
cle uptake.

Ms. Laurel Collins: Great. On this idea of price points, what's
Clean Energy Canada's position on the idea of providing incentives
to purchase used EVs?

Ms. Joanna Kyriazis: Clean Energy Canada supports this.

In terms of making sure that the iZEV program and the incentive
money is best used and reaching a broad range of Canadians, open‐
ing up this incentive program to used vehicles is going to get at the
majority of Canadians. That's what lower- and middle-income
Canadians can afford.

I, for one, can't afford a new vehicle, but that doesn't mean I
don't want to go electric. To use our government and taxpayer dol‐
lars most prudently and reach the most price-sensitive consumers,
for whom those extra few thousand dollars can make the difference
in their decision between an ICE vehicle or an EV, pursuing a used
vehicle incentive is an effective approach.

The Chair: Thank you very much.
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We now go to the second round of questions.

For five minutes, Mr. Albas, you're up.
Mr. Dan Albas: Thank you, Madam Chair.

Obviously, we just heard that supply is a major issue here in
Canada. I've seen data from the European Union that says electric
registrations have now surpassed diesel ones.

I'd like to ask Ms. Kyriazis, do you have anything to explain this,
or do you go back to some of the arguments you just gave to Ms.
Collins?

Ms. Joanna Kyriazis: I would just reiterate that the fact that
they're moving forward with supply-side policies is very important.
We're seeing automakers in Europe.... Honda just last week an‐
nounced that it would sell only zero-emission vehicles in Europe by
2022. These are fast timelines, and automakers are responding to
incentives and regulatory moves in these markets.

Mr. Dan Albas: Thank you for that.

I'd like to ask Mr. Kingston, now that he has joined us again,
what needs to be done in his industry, beyond just subsidies. They
are obviously stoking demand, but how do we get more supply of
products to Canadians?

Mr. Brian Kingston: I offer my apologies for the Internet issues.

With respect to supply, I have good news. When you look at
what my three members are doing by way of investing—and this is
outlined in the brief—there are literally dozens of new models com‐
ing online in the next few years.

In fact, concerning global supply, according to a recent Deloitte
study, by 2030, the capacity to build EVs is going to outstrip de‐
mand by 14 million units because there are so many new players
entering this market, plus the traditional OEMs who are investing
billions. I'm confident that supply is not an issue. The key is how
we stoke demand.
● (1645)

Mr. Dan Albas: To me, having more units coming online could
also drop price, so I guess it's a technology issue. But why is the
Canadian market not seen as a priority for new EV supply? Yes,
you can quote that world stats are going up, but it seems that Cana‐
dians are waiting much longer than our counterparts in other parts
of the world.

Mr. Brian Kingston: I would disagree with the analysis that was
provided to Transport Canada on supply. When you look at supply
of EVs across Canada, it's quite consistent with that of other vehi‐
cles that sell in those volumes. If you look at sales since 2015,
they've been increasing on average by around 75% to 80%. If sup‐
ply were such an issue, you wouldn't see sales increasing like that.
If a Canadian wants to purchase one of these vehicles, they are
available.

Mr. Dan Albas: With all due respect, Mr. Kingston, when I chat
with people, I find that some are waiting six weeks or six months
and are told they have to put a deposit down and will eventually get
a car.

But there's a difference. When you have a family and are making
a big investment decision, usually you want to test out a car. That

possibility has not been available unless someone is willing to put
money down. I recognize that there is some supply coming, but I
also would simply say that it seems to me Canadian markets are be‐
ing underserved by various product offerings.

I would like to ask the Canadian Electricity Association a ques‐
tion.

Mr. Bradley, you've raised a very interesting point. I've always
wondered about the B.C. Utilities Commission's process. Their
mandate is, if I have this correct—Ms. May can correct me later—
“affordable power for generations”. They will literally not hold
hearings to create new infrastructure unless there is sufficient de‐
mand for it. Usually, that is what has already been lagging. These
projects take a long time to develop.

What aspects of those utilities commissions' processes need to be
changed? Quite honestly, if you have to be hitting that load target in
order to even open up a hearing to have a conversation about build‐
ing new infrastructure to serve it, it seems to me that the system
lags behind the market.

Mr. Francis Bradley: It's an interesting question. Thank you
very much for it.

The Chair: You have 40 seconds.

Mr. Francis Bradley: Okay.

I can't comment specifically about the particular cases within
B.C. and at the BCUC, but generally with respect to electricity gen‐
eration, much as I was saying with respect to metering, we have a
regulatory system and a regulatory compact that was developed for
the industry as it was in the 1960s rather than in 2020. The systems
are not flexible, they're not built for innovation, and they're not
built to meet the challenges of the future writ large.

Then, with respect to your earlier question about the challenges
with getting to test vehicles, we have been partnering with an orga‐
nization called Plug'n Drive—

The Chair: I am so sorry, but you'll answer him later. He has an‐
other turn coming up.

We now go to Mr. Longfield for five minutes.

Mr. Lloyd Longfield (Guelph, Lib.): Thank you, Madam Chair.

I'd like to follow up with Ms. Kyriazis. On that article last week,
which I also read with great interest, about how Honda in the U.K.
phasing out diesel vehicles in favour of EVs three years ahead of
schedule, I'm wondering whether that was due to the regulations on
clean fuels. Were there incentives in place in the U.K. or the EU
that bumped up volumes? Was there a combination? What's behind
that change?
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Ms. Joanna Kyriazis: There is a myriad of policies being intro‐
duced, as well as investments in various countries in the EU. In part
as a response to the coronavirus pandemic, we are seeing countries
expand their purchase incentives, investing hundreds of millions of
dollars in EV charging networks—

Mr. Lloyd Longfield: Excuse me, is that companies or coun‐
tries?

Ms. Joanna Kyriazis: Countries.

We're also seeing auto industrial policies and investments as
well. Just today, I read that Germany is close to agreeing to a $2
billion package for its auto industry to help it build and prepare for
cleaner vehicles and to train staff. France as well, as part of its
package, is helping to invest in its auto industry. It wants to become
one of the top producers of zero-emission vehicles in the world.

Again, we're seeing policies that focus on the demand and supply
sides, and also that help to support these auto companies to capture
a piece of the growing global EV market. Canada needs to do the
same.
● (1650)

Mr. Lloyd Longfield: Thank you.

Madame Pauzé also mentioned this. When the Ontario govern‐
ment removed their incentive, the dealers in Guelph said to me that
it was like turning off a light switch. Immediately, they went from
4% demand to less than 1% demand. The federal government came
in and there's been some increase, but there needs to be participa‐
tion by all levels of government. Would you agree with that?

Ms. Joanna Kyriazis: Yes. Certainly, the steps that provincial
governments have taken have been very effective. We support con‐
tinued action at the provincial level, but at this point, we have an
uneven electric vehicle market in Canada and there needs to be
some action at the federal level to help address that.

Mr. Lloyd Longfield: Great. Thank you.

Mr. Kingston, welcome back. Technology isn't our friend all of
the time. I'm interested in other incentives to drive demand. In
British Columbia there's a scrappage program. There could be
scrappage programs in other provinces. They're very narrowly fo‐
cused. Could you comment on how we could try to get the older ve‐
hicles off the road, because we know that newer vehicles have bet‐
ter emissions standards and could go a long way towards climate
change reductions.

Mr. Brian Kingston: Yes, scrappage programs are critically im‐
portant. The reason is that only 6% to 7% of vehicles on the road in
a year are new. In fact, 35% are 12 years or older with higher GHG
emissions. While it's great to focus on ZEV adoptions through
things like incentives, ZEVs right now are only 3.2% of new vehi‐
cle purchases, amounting to 0.2% of the total fleet. If the govern‐
ment wants to have an impact on fleet-wide emissions, the only
way to do that is to put in place a scrappage program that actually
makes the overall fleet of millions of vehicles more efficient. That
can include both ZEVs and ICE vehicles.

Mr. Lloyd Longfield: A push-pull approach could be a combi‐
nation of incentives on ZEVs, as well as an incentive to get vehi‐
cles off the road.

Mr. Brian Kingston: Exactly.

Mr. Lloyd Longfield: Thank you.

Mr. Bradley, I've got a minute left. Alectra in Guelph has a smart
grid that's being introduced where we could sell power to our
neighbours using blockchain technology. Having dual meters—I
have solar panels on my roof at home—we could have a charging
station here. If we have more power than the home needs, we could
sell it to our neighbours. Have you seen this as an opportunity
through the electrical suppliers?

Mr. Francis Bradley: Yes, absolutely.

That is the future. When I talk about areas of regulation that need
to be updated, the electricity regulatory regime that you see across
the provinces does not take into account the two-way flow of pow‐
er, for example. A lot of these are currently running as pilot
projects, but again that's the kind of regulation that we need to up‐
date for the future to be able to allow this two-way flow of power.

Mr. Lloyd Longfield: That's terrific.

Thank you, all.

I'll go back to you, Madam Chair.

The Chair: Thank you very much for being that efficient.

We now have Madame Pauzé for two and a half minutes.

[Translation]

Ms. Monique Pauzé: I asked Mr. Kingston for some documen‐
tation, so I want to make sure he provides it. I hope this reminder
isn't deducted from my time.

I have two questions, one for Ms. Kyriazis and one for Mr. Allan.

Ms. Kyriazis, Transport Canada officials told us last week that
limited supply was a barrier. In your brief, you talk about how the
policy should be designed. You give options for implementing the
policy: either adopting the California model or introducing a new
regulatory measure under the Canadian Environmental Protection
Act.

Is one of the options more conducive to achieving the target for
the reduction of greenhouse gas emissions?

[English]

Ms. Joanna Kyriazis: I believe you're talking about the options
of a zero-emission vehicle standard that require a growing portion
of zero-emission vehicle sales year after year, or fuel efficiency
standards.
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Both are very effective policies, and Canada could choose to pur‐
sue either or could choose to move forward solely under vehicle
emission regulations. That's the approach that—
● (1655)

[Translation]
Ms. Monique Pauzé: I see. Thank you. I gather, then, that it's

not possible to say which of the two options would be more effec‐
tive. To determine that, both options could be put to the test.

Mr. Allan, we've been told that people are somewhat afraid of
not having access to charging stations. Governments have made
considerable investments on that front. In the 2019 bud‐
get, $130 million was allocated to Natural Resources Canada
and $30 million was allocated in the 2017 budget. Now the Infras‐
tructure Bank has announced $1.5 billion for charging infrastruc‐
ture.

With all the resources being deployed at this point, is their fear
still warranted? In other words, do consumers have reason not to
buy an electric vehicle because they don't think there will be
enough charging infrastructure?

[English]
Mr. Travis Allan: When consumers who are considering

whether to buy an EV are surveyed, they will consistently tell you
that range anxiety, the concern about the ability to charge, is a ma‐
jor factor in their decision-making.

There have been some very important investments made, particu‐
larly by NRCan, that have helped to expand the network of EV
charging stations across Canada. There's still a lot more to do.

In Quebec, which is the large province that has the most—
The Chair: We have to cut it very short.

Thank you, we are going over the time.

Madam Collins, you have two and a half minutes, please.
Ms. Laurel Collins: Thank you, Madam Chair.

I want to follow up on the question to Ms. Kyriazis about sec‐
ond-hand vehicle purchases. Fifty percent of Canadians live pay‐
cheque to paycheque. The cost of rent, child care and other essen‐
tials are rising, for many people, purchasing a new vehicle, whether
it's gas or electric, really isn't an option. Even with more govern‐
ment incentives for new purchases, the high cost of these vehicles
will still make them out of reach for them.

In addition to what I see as a very concrete step, which would be
to put incentives on second-hand vehicles, what other things can we
be doing to ensure that electric vehicles aren't just for those who
can afford a purchase of tens of thousands of dollars?

Ms. Joanna Kyriazis: Another option that we can take is to
modify the current federal rebate program, the iZEV program, and
introduce a means test or scale to income such that low- and mid‐
dle-income Canadians can access a larger incentive to go towards
the vehicle. Various jurisdictions have taken this approach.

I would be happy to provide further information, if that's useful.

Ms. Laurel Collins: I would love it if you could send the com‐
mittee some additional information on that.

Along those lines, we learned last week from the government
that it isn't tracking the income of the people who are buying elec‐
tric vehicles, and I'm curious if either Clean Energy Canada, or per‐
haps, Mr. Kingston, if the Canadian Vehicle Manufacturers' Associ‐
ation has any data on the income levels of the people who are pur‐
chasing and receiving incentives.

Ms. Joanna Kyriazis: Clean Energy's response is, unfortunately,
no. Clean Energy Canada does not have that data to share.

Mr. Brian Kingston: Unfortunately, we don't have that data ei‐
ther.

The Chair: Ms. Collins, you have 30 seconds.

Ms. Laurel Collins: This is for Mr. Kingston because I was ask‐
ing you a question when you had a little bit of technical difficulty.

Here on Vancouver Island, I spoke to someone who was trying to
buy an electric vehicle. They were told they would have to wait
three months before driving it off the lot. Because the SCRAP-IT
program here runs out after a few months in the beginning of the
year, they were worried they wouldn't be able to get the incentive.

I'm curious about your comments—

The Chair: I'm so sorry, your time is over.

Thank you very much.

We now go to Monsieur Godin for five minutes, please.

[Translation]

Mr. Joël Godin (Portneuf—Jacques-Cartier, CPC): Thank
you, Madam Chair.

My question is for Mr. Kingston, whom we lost a moment ago.

I'm quite glad to see you again, Mr. Kingston. Welcome to the
other witnesses, as well. I may have questions for them too.

Mr. Kingston, I'd like your opinion on something. If the supply
of electric vehicles for sale in British Columbia, Quebec, Ontario
and the rest of the provinces increases, will the vehicles sell?

● (1700)

[English]

Mr. Brian Kingston: The key really is achieving price parity
with ICE vehicles. You could increase the supply of high-end vehi‐
cles across Canada that sell at a $50,000 to $70,000 price point.
Supply doesn't create demand. It's the other way around. The price
point needs to come down due to technology and incentives. Then
you'll start to see demand.
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One other thing that I haven't mentioned is that there is also a big
education component here to address consumer concerns around
things like range anxiety, charging and so on. There are multiple
levers here, but the key is achieving price parity.
[Translation]

Mr. Joël Godin: You represent private companies. The govern‐
ment wants to support development in this area to lower green‐
house gas emissions and achieve the net-zero emissions target by
2050. I think it's a utopian target, but one we have to believe in to
achieve more sustainable development. It's quite commendable.

How much support must the government lend private companies
before it sees results? Goodness knows that the federal government
has been very generous to you in the past, and in some circum‐
stances, rightfully so. Now, where is the tipping point? The ZEV
sales target for 2030 is 30%. In the subsequent 10 years, sales have
to go up another 70%. Does that mean the industry currently needs
investments, programs, incentives and restrictions as far as manu‐
facturers go? Eventually, enough momentum will have built up and
the government will be able to withdraw its support.

We have a free market, and I have faith in consumers, so my
question is this: Where is the tipping point?
[English]

Mr. Brian Kingston: You have framed this exactly correctly. We
are in a transition period because the cost of technology is so high.
The government's role right now is to help accelerate that transition
period by offering incentives to bring that price point down.

We will reach a point where a ZEV is directly comparable to an
ICE vehicle. All of the concerns that consumers have around range
and charging infrastructure will have been dealt with. At that point
there will be no need for any sort of federal incentive because a
consumer going to a dealership will have two choices and both will
be extremely comparable from features through to price.

We're in this transition period. That's what is critical now and
that's why government support is needed.
[Translation]

Mr. Joël Godin: I see a problem. Right now, consumers in
British Columbia and Quebec—to bring the discussion back to
those two provinces—have to wait between three and six months to
buy a vehicle. They're all ready to go. Yes, there is an incentive, but
I have no doubt that many consumers would buy an electric vehicle
even without the incentive. The industry is resistant, and it bothers
me that the industry is waiting for government subsidies before it
goes any further.

What is your industry prepared to do to really put electric vehi‐
cles on Canada's roads?
[English]

Mr. Brian Kingston: I would argue that there isn't resistance
from industry. I outlined some of the investments that are being
made by Ford, General Motors and FCA. We're talking about tens
of billions of dollars into electrification programs—investments
like we have never seen before. They are fully committed and fully
on board.

With respect to wait times—and I wanted to address this earli‐
er—ZEVs still represent 3% of all new vehicle purchases in
Canada. If you went to buy any other vehicle that sold in such low
volumes, you would also likely face a wait time because these are
still very much unique cars that aren't in demand compared to some
of the top-selling vehicles in Canada.

With demand so low, we are just not at the point yet where
there's going to be a supply at that level. It's really important to note
that because it tends to get overlooked at times. It's still 3.2% of to‐
tal vehicle sales.

The Chair: Thank you very much.

We now go to Mr. Saini for five minutes.

Mr. Raj Saini (Kitchener Centre, Lib.): Thank you, Chair.

Thank you to all of the witnesses for your presentations today.

My question, to begin with, is for Clean Energy Canada.

One of the purposes of this study is to study ZEV standards to
increase supply. There's been a lot of discussion about supply. Can
you give me a commentary of the knowledge you have? Do you
feel that ZEV standards would actually increase supply in Canada?

● (1705)

Ms. Joanna Kyriazis: If we look at the two provinces that have
ZEV standards in Canada, we see they are home to 76% of all elec‐
tric vehicles available for sale. That is a huge difference and, pro‐
portionate to the population in those provinces, a much greater sup‐
ply than should be there. If we look at the U.S., we see that Califor‐
nia and 10 other U.S. states have a zero-emission vehicle standard
in place. ZEV registrations are four and a half times higher in those
states than in other states, even if those other states have electric
vehicle targets and other policies in place. Zero-emission vehicle
standards work, and—

Mr. Raj Saini: Can you tell me what other countries they work
in internationally?

Ms. Joanna Kyriazis: China has its own version of a zero-emis‐
sion vehicle standard. Obviously, China dominates in terms of EVs.
It's attracted 50% of global EV investment, and it accounts for 50%
of EV sales.

Mr. Raj Saini: I don't have a lot of time. Just from your com‐
mentary, perhaps you could help me frame this. When a country
imposes a ZEV standard, the sales go up and the supply goes up. Is
that true?

Ms. Joanna Kyriazis: Yes.

Mr. Raj Saini: Okay.
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How about research? How important is research in also increas‐
ing supply and bringing some sort of vigour to the market? Does
that help also?

Ms. Joanna Kyriazis: What sort of research?
Mr. Raj Saini: It's any kind of research, the whole thing in‐

volved in a car: R and D, battery, cars, components, whatever.
Ms. Joanna Kyriazis: I see. Yes. So—
Mr. Raj Saini: Have you seen that also? When we invest in R

and D, do you also see that increasing supply? We have the ability
to increase our own efficiency and present our own products to the
market.

Ms. Joanna Kyriazis: Absolutely. Anything that can help bring
down the cost of an electric vehicle is going to help, but there's
been a lot of investment in R and D, and now it's just ready to bring
those existing EV models to Canada.

Mr. Raj Saini: No problem. Thank you very much.

I have a question for Mr. Kingston. Mr. Kingston, you mentioned
a lot of R and D in the tens of billions of dollars. Can you tell me
where that's happening?

Mr. Brian Kingston: Sure. We have two good examples of as‐
sembly investments being made in Canada just recently with re‐
spect to the Oakville retooling—

Mr. Raj Saini: Which is fantastic.... Does it represent tens of bil‐
lions of dollars, though?

Mr. Brian Kingston: No. Those investments that I now men‐
tioned are globally.

Mr. Raj Saini: You've been a bit cautious, if I can use the term
lightly, in talking about supply. I think everybody's trying to come
at you with a different angle. Let me try a different angle here.

Last year global automakers decided to pour $300 billion into the
electric vehicle market. Fifty per cent of that money went to China,
and the global automakers came from Germany, China, the U.S.,
South Korea, Japan, France, India, the U.K. and Sweden. What do
they know that we don't?

Mr. Brian Kingston: The Chinese government has put in place
all sorts of programs and policies to ensure that consumers pur‐
chase vehicles, including incentives, but not—

Mr. Raj Saini: But there are ZEV standards in China, too, that
facilitate the sales. If you're going to invest in a country and you're
going to produce in that country, there has to be some guarantee
you'll have sales in that country.

Mr. Brian Kingston: I would also note that China is the largest
vehicle market in the world, so it doesn't really compare with—

Mr. Raj Saini: Can you agree with me that they do have ZEV
standards?

Mr. Brian Kingston: I'm actually not aware of how they manage
on that particular basis—

Mr. Raj Saini: They do. They do have ZEV standards, so obvi‐
ously if the ZEV standards were here in Canada, and companies
knew that they had to sell a certain percentage of their ZEV cars
here, do you not think that would increase the supply automatical‐
ly?

Mr. Brian Kingston: No, I would challenge that because—

Mr. Raj Saini: But $300 billion is going to China. Fifty per cent
of that money is going to China, and the global automakers are
from Germany, China, the U.S., South Korea, Japan, France, India,
the U.K., and Sweden. Why would they be going to China?

Mr. Brian Kingston: They go to China like any other market
that a business operates in where they think they can sell a vehicle.
You sell the vehicle where the price point matches the demand and
the median income—

Mr. Raj Saini: I agree with you, but also they have ZEV stan‐
dards.

Mr. Brian Kingston: I'm not aware of the Chinese—

Mr. Raj Saini: They do have ZEV standards. B.C.; Quebec, and
10 states, including California, and also the European Union have
ZEV standards. They've made them voluntary, but they're dis‐
cussing putting in regulations. I'm just curious. When half of the
smart money, the $300 billion from global automakers, and I've
given you the list of countries.... In order to even specify it more—

The Chair: Thank you very much, Mr. Saini.

Now we go to our third round. With five minutes, Mr. Albas, the
floor is yours.

● (1710)

Mr. Dan Albas: Thank you again, Madam Chair. I also want to
thank our witnesses for being here today.

I would like to go back a little bit to the electricity association.
From a bigger perspective, if everyone who wanted an electric ve‐
hicle in Canada got one—so supply and demand issues to the side,
and everyone woke up and had one—what would the increased
electricity demand be?

Mr. Francis Bradley: I don't think anybody's calculated exactly
what that increase in demand would be. The challenge, of course, is
when that demand would occur and what impact it would have on
the system. The challenge is to make sure that we have a smarter
grid and smarter systems so that we can, in fact, optimize our net‐
works and charge them off-peak.

Mr. Dan Albas: Yes, because again, Mr. Kingston had noted that
the prices are coming down and supply is, hopefully, going to come
faster than the 2030 timeline, but can the existing electricity system
manage an increased pickup in demand?
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Mr. Francis Bradley: Yes, the system broadly can. At a local
level, when you're talking about individual feeders, that's where
there are challenges at the distribution level. At the same time,
we're also looking at greater systems and technologies in place, so
that we can manage when we're going to be charging those vehi‐
cles. In fact, we can optimize the existing transmission and genera‐
tion networks if we're able to use the off-peak power that currently,
in some cases, results in water being spilled at dams and negative
pricing in markets. This actually makes for a far more efficient use
of the overall system.

Mr. Dan Albas: Okay, so there are small communities like my
community of Summerland, for example, which owns its own elec‐
trical infrastructure. Obviously, if there were increased demand and
usage, that would have to come from somewhere to modernize to
make sure that it's there. Therefore, I take your point that there's a
lot more than our simply writing and edict and saying how many
cars we want and getting that out tomorrow.

I have one other question for you. Speaking of Summerland, Jai
Zachary runs a business, ElectroMotion. He's done a number of
presentations about energy in my region. He's said that we lose
about 40%, sometimes more, in power transmission, due to heat
alone. So, is the infrastructure that we send...? For example, in B.C.
we have Site C, which is eventually going to come onto line. That's
a very expensive project.

I'm sure I just woke up Elizabeth May again. Sorry, Elizabeth,
you were awake the whole time.

The issue is that even if you have clean power, a lot of it's been
lost through the old infrastructure that connects cities with this
power. Do you have anything to say on that front, in terms of heat
loss?

Mr. Francis Bradley: Well, I mean, overall we're looking at up‐
grading systems throughout the network. We're looking at $350 bil‐
lion in investment over two decades to make sure that the system
we're building for the future will be more efficient and able to meet
our requirements in the future.

Yes, technology from the 1950s and 1960s is not as efficient as
the technology that we would be building today. That's the first
part. The other part is, of course, that yes, demand will increase, but
when is that demand going to happen? If we can shift that demand,
it means we don't actually have to build as much infrastructure. We
can just optimize the systems we have and optimize our existing
networks.

Mr. Dan Albas: Even if you updated the line transmission tech‐
nology to the most modern standard, would there still be a lot of
power loss? That, to me, is a question here. The lines, I would
imagine, are very expensive to lay.

Mr. Francis Bradley: It's a question of physics, quite frankly,
and there are different technologies. You see an increase in use of
direct current in long-distance transmission because the line losses
are not to the same degree as you would find in AC systems. There
are a lot of technological fixes that can occur, but quite simply, it is
a matter of the physics of moving electricity over long distances.

Mr. Dan Albas: Okay, so where do you see the biggest issue
with our system?

The Chair: Mr. Albas, you have about 15 seconds. The biggest
issue, he can answer that later. Thank you very much.

We now go to Monsieur Baker for five minutes, please.

Mr. Yvan Baker (Etobicoke Centre, Lib.): Thank you, Madam
Chair.

Thank you to all of the witnesses for being here today.

Mr. Kingston, my first questions are for you. What is the cost
differential for the manufacturers, on average, of manufacturing an
EV versus a conventional car, assuming that all other features are
the same?

● (1715)

Mr. Brian Kingston: I'm sorry, but I can't give you an accurate
number on that, just given the variety of models and makes out
there.

What I can point you to, though, is that a recent study by McKin‐
sey, which looked at what manufacturers spend on EVs and how
that compares to the numbers for other vehicles. On average, a
manufacturer is losing around $12,000 on an EV that's sold, be‐
cause of all the technology costs that go into that vehicle. That is a
built-in incentive, if you will, provided by the manufacturers.

Mr. Yvan Baker: Is that $12,000 a loss relative to a convention‐
al vehicle or is that net loss?

Mr. Brian Kingston: That's a net loss.

Mr. Yvan Baker: That's a net unit loss. I assume that includes
the amortization of all the R and D and everything else that's gone
into the innovation required to develop and build that car. Is that
right?

Mr. Brian Kingston: That's right, and I'd be happy to share the
study, if it's of interest.

Mr. Yvan Baker: Is that your position, though, that the average
profit margin on EVs in Canada is a negative $12,000?

Mr. Brian Kingston: No. That's a global study that looks across
all automakers, so I can't give you an accurate number. You could
assume it would be in that wheelhouse, but I can't give give you an
accurate number.

Mr. Yvan Baker: Okay.

I come have a business background. I used to be with the Boston
Consulting Group and have done a lot of work in the auto sector
and other sectors. Obviously, as the volume of sales of a product in‐
creases, the cost per unit decreases.

If we accept that $12,000 negative—and I'm not saying we do—
presumably the profit margins increase substantially if the volume
of sales goes up. Let's say the government required that a certain
percentage of cars sold in Canada were EVs—say, 25% or 50%—
by a certain date? What would that do to those profit margins?
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Mr. Brian Kingston: First of all, if you put in place a mandate
like that without consumer incentives, it wouldn't actually do any‐
thing until the price came down. That's your first challenge. You
can't create the demand. You have to have the demand occur natu‐
rally, because the price—

Mr. Yvan Baker: Mr. Kingston, I've heard your pitch for incen‐
tives.

I guess what I'm trying to get at, though, is that if the profit per
vehicle went from a negative—which is what you're asserting it
is—to a positive, then wouldn't that mean that the automakers could
provide the incentives for the consumers in the form of reduced
prices? That's what happens in every other product category, and
that's what's happened with your conventional vehicle.

Mr. Brian Kingston: With conventional vehicles, I would just
note that dealers are independent businesses. A dealer orders a ve‐
hicle on the basis of what's selling on their lot. They're not told by
an OEM or a manufacturer what they should be selling in what vol‐
umes. A dealer in Medicine Hat is going to have a different mix of
vehicles than will a dealer in downtown Toronto, for example.

It's up to that independent business person to determine what the
needs are in their community. They would therefore order the vehi‐
cles and finance those vehicles, and the intention would be to turn
over those vehicles quickly so they would not be carrying a signifi‐
cant financing cost.

It really comes down to an individual dealer's decision on what
they carry on their lot.

Mr. Yvan Baker: I understand that. However, if there were a re‐
quirement that a certain percentage of the vehicles sold by manu‐
facturers, and therefore retailers and distributors in Canada, be EVs,
would that not result in the businesses—both the manufacturers and
distributors and the retailers or dealers—then having to, between
them, find a way to make the price one at which consumers would
be willing to buy those vehicles? Isn't that Economics 101?

Mr. Brian Kingston: Sure. That starts to sound to me like sup‐
ply management. You incent a supply level, and then you force a
certain production, whether or not demand is there.

Mr. Yvan Baker: Okay.

Madam Chair, how much time do I have?
The Chair: You have 40 seconds.
Mr. Yvan Baker: Ms. Kyriazis, can you tell us just briefly in

those 40 seconds—and I know that's not enough time—in jurisdic‐
tions where countries have required that a certain share of the vehi‐
cles sold be EVs or meet certain clean standards, whether we have
seen the automakers adjust pricing and/or features to make the ve‐
hicles more appealing to consumers?

Ms. Joanna Kyriazis: I think automakers choose a variety of
compliance pathways. That could be one. Another is purchasing
credits from other automakers. Each automaker chooses what
works best for its business model.

I would just like to add, very quickly, that the investment firm
UBS announced last week that EVs are going to be as cheap to
manufacture as ICE vehicles are by 2024.

● (1720)

The Chair: Thank you very much.

Mr. Yvan Baker: Thank you.

The Chair: We'll now go to Madame Pauzé for two and a half
minutes.

[Translation]

Ms. Monique Pauzé: Thank you.

I will begin with Mr. Allan and end with Ms. Kyriazis.

Mr. Allan, given Quebec's experience, would you say Quebec's
legislative model could be adapted to the rest of Canada?

[English]

Mr. Travis Allan: I would agree. Quebec has shown extremely
useful leadership both in terms of balancing incentives with a
strong and predictable ZEV mandate and, at the same time, encour‐
aging investments in education and infrastructure that have really
supported not only urban Quebec residents, but also rural Quebec
residents in adopting electric vehicles in proportions roughly equal
to their share of population. I think it's an excellent example.

[Translation]

Ms. Monique Pauzé: Thank you.

Ms. Kyriazis, in your September brief, you point out that, by
adopting a national zero-emission vehicle standard, Canada could
achieve its targets without imposing too many requirements on au‐
tomakers.

I agree that automakers are resistant. Can you talk about the flex‐
ibility that would be needed if a standard were adopted and how
that would help improve supply?

[English]

Ms. Joanna Kyriazis: Absolutely.

The existing zero-emission vehicle standards that are out there,
in B.C. and Quebec, for instance, are designed to be flexible. Car‐
makers can choose to sell a smaller number of higher range electric
vehicles to get a higher number of credits. They could choose to
sell a higher number of shorter range electric vehicles. They could
choose to purchase credits from other automakers who have sold
more than their required amounts. They can bank credits for future
use. Under the B.C. system, they can bring in used electric vehicles
from another jurisdiction. There are a variety of pathways to com‐
ply, to ensure this is a flexible, low-cost option to move towards our
zero-emission vehicle sales targets.

[Translation]

Ms. Monique Pauzé: Thank you.

I am going to come back to Mr. Allan quickly.

The Chair: That is all the time you have.
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Ms. Monique Pauzé: How many seconds do I have left?

[English]
The Chair: You have 10 seconds.

[Translation]
Ms. Monique Pauzé: Do you have any recommendations to

speed up the transition?

[English]
The Chair: It can be answered later.

Madam Collins, the floor is yours for two and a half minutes.
Ms. Laurel Collins: Thanks so much.

Mr. Kingston, I was explaining how a constituent on Vancouver
Island, without the SCRAP-IT program and the other incentives,
wouldn't have been interested, but because of the long wait, they
didn't end up buying it. I'm curious. When you're thinking about the
policies that the federal government needs to bring in on, say, a
scrap-it program, what model you would see as really effective?

Mr. Brian Kingston: For a scrappage program, I think the best
model would be something that's broad-based to try to get at the
35% of vehicles 12 years old and older. If you look at total fleet
emissions, it's those older vehicles that are going to be polluting
more and putting out more GHGs than new vehicles. While ZEV
adoption is critically important, you need to turn over the vehicle
fleet at a faster pace. It currently takes about 20 years to fully turn
over the fleet.

A scrappage program should aim at vehicles 12 years old and
older and it should give consumers an incentive not just to purchase
a ZEV vehicle, but also to purchase a new, efficient ICE vehicle. If
you do that, you're still going to see a huge gain in terms of emis‐
sions.

Ms. Laurel Collins: Thank you so much, Mr. Kingston. That's
great.

The other part of that story is that they really did have a long
wait. There was an issue with supply.

Ms. Kyriazis, there seem to be two perspectives here. One is that,
really, incentives are the key piece, whereas what I'm hearing from
you is really about a broader suite of policies. I'm just curious
whether you can respond to some of the things we've heard from
Mr. Kingston. Is there anything that you would want to respond to
or counteract?

Ms. Joanna Kyriazis: Thanks, Ms. Collins.

In terms of demand, it's hard to isolate whether we're creating de‐
mand or forcing demand, but from the surveys and polls we have
seen, it's very clear that Canadians want to drive electric vehicles.
A survey by Toyota last year found that 52% Canadians think their
next car will be electric. A poll that Abacus Data did for Clean En‐
ergy Canada found that two-thirds of Canadians want to see electric
vehicles as the majority of vehicles being sold in the future, and
50% of those folks wanted to see that shift in the next five years.
The interest is there.

The other part of the story here is Canada's auto sector. The fu‐
ture is electric. Wall Street is telling us that with Tesla's being the
highest valued carmaker in the world.

● (1725)

The Chair: Wrap it up, please, Ms. Kyriazis.

Ms. Joanna Kyriazis: This is the direction the world is going in.
Let's prepare our auto sector to capture that economic benefit.

The Chair: Thank you.

Mr. Redekopp, you have five minutes.

Mr. Brad Redekopp: I want to go back to Mr. Kingston. We
were talking about the carbon tax. I believe what you told me was
that the current carbon tax doesn't totally match organizations'
goals. In your view, what aspects of the current carbon tax need to
be changed to align more closely with your organization statement?

Mr. Brian Kingston: The main element is making sure that
manufacturers are able to recycle what they pay in carbon taxation
back into investment in emissions-reducing projects, just ensuring
that there's a “one for one” there so that as carbon revenue comes
into the government it doesn't go into general revenues—that
they're able to put it back into an operation. For example, if a man‐
ufacturer wants to reduce its facilities' emissions by implementing a
new energy generation system or something like that, providing
that recycling ability would help them reduce their emissions over‐
all. I think it would be pretty powerful.

Mr. Brad Redekopp: Thanks.

Mr. Allan, I asked about profitability in your business, and you
seemed rather hesitant to answer that question. I have a question
more about the industry in general. Is it possible for companies in
your industry to be profitable right now without government grants
and loans?

Mr. Travis Allan: The reason I was hesitant is that we're en‐
gaged in a major expansion to sell Canadian-made charging sta‐
tions with clean Canadian aluminum to the United States, so we're
undertaking a lot of expenses to grow our North American market
share.

For level two charging stations that you'd use at home or com‐
mercially at a business to bring people in as your customers, there's
already a great business case. Fleets already have a great business
case for light-duty vehicle electrification. There are huge opportu‐
nities there for private businesses. I think those are very clear, and
there's a huge opportunity to be profitable in selling them.

Mr. Brad Redekopp: Are you saying that those are currently
profitable businesses, generally speaking?

Mr. Travis Allan: They can be profitable on a transactional ba‐
sis. It depends whether a company is trying to be in a steady state
or is trying to grow. Those stations can definitely have a good ROI
for the businesses that invest in them.

Mr. Brad Redekopp: If we're already at that point, is there any
need to have any government subsidies and grants for those prod‐
ucts?
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Mr. Travis Allan: There is a strong argument for incentivizing
smart charging, which tends to be slightly more expensive to buy
but has the huge opportunity to help people use electricity better at
their homes or businesses—going back to some of the things Mr.
Bradley said. Smart charging allows you to manage load, so that
you're not charging at the times that are not good for the grid.
We've actually patented Canadian patents on various smart energy
technologies.

Typically, the biggest subsidies are required for the DC fast
charging stations that you'd see at a highway or a rest stop; those
tend to be the highest cost. Also, for multi-unit dwellings there are
significant barriers, so incentives are helping to basically build out
that infrastructure.

At a certain point, however, once we get higher levels of EV
adoption, I don't think incentives will be required.

Mr. Brad Redekopp: It sounds as though you're saying that for
level one and two charging, incentives aren't really that important at
the moment, but that it's more for the level three charging that
they're needed.

It's my understanding that in the level three world, there is not a
standard plug. Is that correct?

Mr. Travis Allan: There are at least three competing standards
for DC fast charging.

Just to correct one thing, there are still, I think, many situations
in which incentivizing level two can help Canadians feel more
comfortable that there are EV charging options.
● (1730)

Mr. Brad Redekopp: Okay, but you said that from a business
perspective, the business case is already there without incentives,
even on level two.

Mr. Travis Allan: Yes, there can be a strong business case for
fleets and also for merchants who are trying to attract people to
their businesses. There are in those cases other economic benefits
for providing charging services.

Mr. Brad Redekopp: Do you believe your investments through
Canada and the U.S. put you in the best position to capitalize on the
current standard that you have for the plug on level three chargers
and to possibly gain a monopoly there?

Mr. Travis Allan: Our company offers the two major open
charging standards for our DCFC charging stations, because differ‐
ent auto makers use different standards. We don't offer the Tesla
plug; you'd need to use a converter for it. We'll adapt which charg‐
ing standards we offer depending upon which one becomes the
winner in the market, effectively.

The Chair: We now go to Mr. Schiefke, for five minutes.
[Translation]

Mr. Peter Schiefke (Vaudreuil—Soulanges, Lib.): Thank you,
Madam Chair.

I am pleased to be here with the three of you this evening. Thank
you for taking the time to speak with the committee. This is an is‐
sue my community, Vaudreuil—Soulanges, and I care about. I
bought an electric vehicle five years ago.

My first question is for the three of you.

Today, do we need to invest in a network of electric vehicle
charging stations and subsidize the purchase of electric vehicles, or
have we hit a point where enough charging stations are available to
Canadians in their communities?

Each of you can take 30 seconds to answer.

[English]

Ms. Laurel Collins: On a point of order, Madam Chair, the vol‐
ume of the English translation is exactly the same as the French. I
made out most of it, but I had a hard time making out Mr.
Schiefke's question.

The Chair: Mr. Schiefke, would you like to repeat your question
in English or in French?

[Translation]

Mr. Peter Schiefke: I'll repeat my question in French.

I bought an electric vehicle five years ago. Back then, people
worried that the country didn't have enough charging stations. Is
that still a worry for people? Today, is EV adoption merely a matter
of subsidies and price, or do we still need to invest in both subsidies
and charging stations?

Each of you can have 30 seconds to answer.

[English]

Mr. Travis Allan: Perhaps I can start, Madam Chair.

We have made important progress, particularly in places like
Quebec and B.C., through support from the federal government,
and also local utilities like B.C. Hydro, Hydro-Québec, Circuit
électrique and private companies, but there are still numerous
places in Canada where it is challenging to find the appropriate lev‐
el of charging, either DC fast charging or level two.

Our view is that for us to really get to a place where Canadians
are comfortable, we likely need to double or triple the amount of
charging station penetration. Some countries, like Norway, have
achieved over 50% sales and adoption. There is still important
work to be done to build that up, and build the Canadian charging
industry as well.

Mr. Peter Schiefke: We'll go to Mr. Kingston.

Mr. Brian Kingston: It's really three legs of the stool, if you
will. There is still a need for additional consumer incentives until
we reach price parity. There is a need for more education. Many
consumers and Canadians still have questions about EVs, legiti‐
mate questions about batteries, charging ranges and even recycling.
Those are real questions that need to be addressed. We've been
driving ICE vehicles for a very long time, so there's a transition that
will have to take place.
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The last piece is infrastructure. There will be a need for more in‐
frastructure, particularly if you look at rural regions, where there is
some build-out now, but where people drive further ranges and
need that capacity.
● (1735)

Mr. Peter Schiefke: Ms. Kyriazis, you're next.
Ms. Joanna Kyriazis: I would agree with Mr. Allan. We are cer‐

tainly making progress. Range anxiety is perhaps over-exaggerated,
given that the majority of Canadians are going to be charging at
home overnight. That said, we still have low levels. As of 2019 we
have 290 charging stations per one million residents. Compare that
with Norway, which has 1,700 charging stations per million resi‐
dents. Of course, Norway is a very high bar, so I'm not saying that
we're going to get there any time soon, but it is very important that
we focus on multi-unit residential buildings, because that's where
folks don't have access to charging and don't have control over
whether or not to install charging. A model building code at the na‐
tional level, or other policies, should be focused on that.

Mr. Peter Schiefke: Thank you, Ms. Kyriazis.

Mr. Bradley.
Mr. Francis Bradley: Thank you very much.

It of course depends upon where you are in the country. There
was mention of the Circuit électrique in Quebec, and in Ontario and
British Columbia, but if you are in parts of Newfoundland, for ex‐
ample, depending upon where you are, it is certainly more chal‐
lenging.

The other part of addressing range anxiety and the overall anxi‐
ety that consumers may have is to give them an opportunity to test
these vehicles. We partner with an organization called Plug 'N
Drive. They have a discovery centre in Toronto, but there are also
road shows that actually bring the vehicles out so consumers can
test and try these electric vehicles, because, as was noted earlier,
this was the challenge with car dealerships. We're trying to give as
many people as possible an opportunity to test these vehicles
through this third party organization called Plug 'N Drive here in
Canada.

Mr. Peter Schiefke: Thank you.

Madam Chair, how much time do I have left?
The Chair: You have zero time.
Mr. Peter Schiefke: That's very sad, Madam Chair.
The Chair: Yes.

Members of the committee, we have had three rounds. I have to
stop it, because as I look at the timing, if I go for the fourth round,
only the Conservatives and the Liberals would get a chance, and I
think that would be unfair to the Bloc.

We have saved half an hour. We need 10 minutes for our com‐
mittee meeting.

With that, I would like to ask all witnesses if they have last re‐
marks to make. If so, please raise your hands and I can view you.
Are there any last remarks from any of the witnesses?

Alexandre, can you see anybody?

The Clerk: Yes. All four of them would like to speak, Madam
Chair.

The Chair: I will give two minutes to each. How about that?

Would you like to go first, Mr. Allan?

Mr. Travis Allan: Yes, certainly.

I just want to say that we've spent 10 years building one of the
leading charging manufacturers in North America. We make all our
stations here in Canada with Canadian aluminum. It has not been an
easy path. It is a lot to develop a new industry.

When we got our series-C financing on Friday, I think it was a
real confirmation not just that this industry has an opportunity, but
also that there is an opportunity to build this industry in Canada. If
there's one thing that I would really underline, in addition to the en‐
vironmental benefits and in benefits of a lower cost of operation
and maintenance of EVs for Canadians, I think it's that there is a
really important opportunity to make sure that Canada builds a
globally recognized centre for excellence in manufacturing in clean
transportation. The policies we've been discussing here today are an
absolutely critical element of achieving that.

I would like to end by thanking you for taking the time to look
into this. It's a very exciting opportunity for us and for Canadians.

Thank you.

The Chair: Thank you.

Madam Kyriazis.

Ms. Joanna Kyriazis: I too want to close with talking about the
economic opportunity.

Electric vehicles save Canadians money. On average, they'll save
about $2,000 per year because electric vehicles cost less to fuel and
maintain than internal combustion engine vehicles.

Economy-wide, zero-emission vehicles present a huge opportu‐
nity for Canada. Yes, it would be helping to prepare Canada's auto
sector and to position it to compete globally in a world that's transi‐
tioning to electric vehicles, but it goes beyond that. We have all of
the metals and minerals we need to build electric vehicles here in
Canada, and we have a very strong auto parts supply chain that is
showcasing its readiness to feed into electric vehicle production.
We have world-leading battery researchers here in Canada and
highly skilled labour and charging infrastructure providers. Even all
the way to the end of life of the supply chain, we're leading in bat‐
tery recycling start-ups, such as Li-Cycle in Ontario and Seneca in
Quebec.
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There is a real opportunity here. Canada needs to act fast to put
the right policies in place now, or else we will risk missing out to
these other countries that are.
● (1740)

The Chair: Thank you very much.

Mr. Bradley.
Mr. Francis Bradley: Thank you for the opportunity.

I mentioned investments earlier. If, as a country, we're going to
meet our 2050 goals for reducing GHG emissions, the electricity
sector is going to be investing in the order of $1.7 trillion between
now and then. To be able to make those investments to build for fu‐
ture needs and to retrofit, we're going to require support from ener‐
gy regulators. There's a role for the federal government to play in
facilitating this support. Beyond EVs, expanding distribution in‐
frastructure will also facilitate other future expanded electricity use,
not just electric vehicles. Finally, credits generated through the
clean fuel standard could help offset some of these costs. Should lo‐
cal utilities be able to generate credits through EV charging, these
revenues could help offset necessary infrastructure upgrades with‐
out having to add costs to residential bills.

Thank you very much.
The Chair: Thank you very much.

Mr. Kingston.
Mr. Brian Kingston: Thank you.

First, I want to say thank you, everyone, for the opportunity to be
here and answer questions.

I want to conclude with two points.

First, manufacturers are committed to electrification. The billions
of dollars in investments would not be made if the manufacturers
did not believe they could be selling these vehicles and that we're at
a very exciting time where we're going to be building these cars
right here in Canada. I wanted to underline that, because it's a criti‐
cal point.

Second, I want to address the question around mandates. The
suggestion that mandates are the reason that sales increase has
come up a few times. B.C.'s mandate came into place in July. Sales
of ZEVs were already 10% of new vehicle sales. Why? It was be‐
cause of consumer incentives. In Quebec, there's a mandate, but
there's also a consumer incentive. You take away the incentive and
the sales go to zero. It doesn't matter if you have 10 EVs at every
car dealership. It's a key point. We want to see the sales increase,
but we need to get that price point down, and we're committed to
working with government to do that.

The Chair: I'd like to thank all of you for being here and for
your presentations.

There have been some asks of you to submit things, so the clerk
will be sending you emails regarding what the committee members
requested.

With that, I will adjourn the meeting, and we will go in camera.

Thank you all, and we will take a break for a minute.

The Clerk: May I chime in?

The Chair: Yes, sure.

The Clerk: I wasn't aware that we were going in camera. If we
go in camera, we need new Zoom links and a new password, and
we—

The Chair: Oh, no. That's okay, then. We have no problem.

The Clerk: So, we'll just suspend and then come back?

The Chair: Yes.

We will let our witnesses go. Thank you.

[Translation]

Mr. Peter Schiefke: Thank you.

[English]

The Chair: Committee members, your subcommittee met and
the clerk has distributed in both official languages the first report of
the subcommittee. As you instructed us, the subcommittee would
insert a calendar around the studies. I would like to ask all of you if
you've seen the timetable and if are all in agreement with what the
subcommittee has proposed.

Normally when I've been a chair on different subcommittees or
committees, I have go through their reports point by point so that
the clerk knows that you have all agreed to all the recommenda‐
tions and don't come back and say that you had never agreed.

We have point number one in the subcommittee report: “That, in
relation to the Zero Emission Vehicles study, the committee adopt
the proposed work plan”. As you have read the rest of recommen‐
dations, I'm not going to read the in full because this is in public
anyway.

Point number one continues, “with additional witnesses to be
added when possible (up to six witnesses per meeting)”. This is our
second meeting and if you look at the timetable it says it will take
us up to November 30.
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Is everyone in agreement? Are there any questions?

Some hon. members: Agreed.

The Chair: Thank you.

The next point is “That the clerk circulates the suggested work‐
ing plan (“Upcoming ENVI meetings”) for the committee’s consid‐
eration”. Then there's “That pursuant to Standing Order 108(2), the
committee adopt the motion of Ms. Collins regarding the enforce‐
ment of the Canadian Environmental Protection Act, as its next
study after the zero-emission vehicles study”.

You have read Ms. Collins' motion. Are there any questions?

Some hon. members: No.

The Chair: Then there's, “That, after this study has been con‐
cluded, the committee adopt and undertake the undertake the mo‐
tion of Mr. Jeneroux, as amended by the subcommittee, regarding
Plastics”. You have read the motion. Are there any questions?

Some hon. members: No.

The Chair: Then there's “And that, after this study has been
concluded, the committee adopt and undertake a motion from the
members of the Liberal Party”.

If you look at it, you have two timetables. One is for one meeting
per week. The other is for two meetings per week. One is a reality,
the other reflects our optimism. If we get two meetings per week,
we would be fortunate to do more studies and get more witnesses
and move along the agenda. But at the moment, what it looks like is
that on November 4—which is an additional meeting we've all
agreed to—we're having the minister come before us for the main
estimates. On the 16th we have a briefing with the Commissioner
of the Environment and the Auditor General. December 7 is where
we plug in Madam Collins' meeting, and hopefully we move for‐
ward from there.

Are there any questions?

Mr. Albas.
● (1745)

Mr. Dan Albas: Thank you, Madam Chair.

I just need two clarifications, please. Number one, we obviously
had votes today, which changed our meeting somewhat. I assume
that we may have votes again on Wednesday. I would just like to
make sure that the invitation is quite clear that theminister is invit‐
ed, but we don't want to have a case where he says, “I was ready at
3:30 but you were all in the House voting”. I would really like to
make sure that we do have the minister for an hour.

The Chair: Mr. Albas, the minister votes as well. I have been
given assurance that the minister will be here for one hour no mat‐
ter what. Are you comfortable with that?

Mr. Dan Albas: Even if we start late, he'll be there for an hour
with us?

The Chair: Yes.
Mr. Dan Albas: Furthermore, is the deputy minister going to be

joining the minister?

The Chair: That I am not sure of.

Mr. Alexandre, is the deputy minister joining?
The Clerk: Yes.
The Chair: Yes, the deputy minister will be there.
Mr. Dan Albas: Okay, that's good because he's an accounting of‐

ficer so I'm glad to hear that.

[Translation]
The Chair: Ms. Pauzé, did you have a question?
Ms. Monique Pauzé: Yes. It's still about the Monday problem. I

mentioned this at the beginning. So far, we've always had votes in
the House on Mondays, and it cuts into the committee's meeting
time.

Is it always going to be like that? Do you have some sort of plan
so that we don't lose a half-hour with the witnesses every single
time?

[English]
The Chair: Madame Pauzé, in a democracy any party can de‐

mand a vote. We have to vote; that is our mandate. We have been
very consultative and congenial in saying that we would expand it
by half an hour. We've had three rounds. The witnesses have been
very good. They have submitted their statements and been focused.
We've been able to get questions from everyone. I don't think any‐
body missed any questions. That's going to be our life; that's nor‐
mal.

Are there any other questions?

● (1750)

[Translation]
Ms. Monique Pauzé: I would like to say something.

I am not suggesting that we don't vote. I am saying that we
should move the meeting time or alternate with another committee
so ours isn't always the one that is penalized, especially given that
we haven't met since mid-March.

[English]
The Chair: Thank you, but the committee's schedule is adopted

by the House, and that's what we have received. For other commit‐
tees, if it's a Wednesday, there's going to be a vote, and committees
on Wednesday get into the same trouble. We will have to live with
it. I think we've been very good in asking, “Can we expand it? Can
we do this?” We have been congenial. I think we have learned to
live with it. It is not a mammoth task. We will play it by ear.

Is there anyone else?

Therefore, I need somebody to move the motion.

Mr. Albas, could you move the motion for the adoption of the
subcommittee report?

Mr. Dan Albas: So moved.
The Chair: Thank you. All in favour?
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(Motion agreed to [See Minutes of Proceedings])
Mr. Dan Albas: Madam Chair, just for protocol—and again,

there are many different ways to do this, and clearly you had con‐
sent there—we should be seeking unanimous consent or a recorded
vote for the purposes of these meetings.

The Chair: I would normally do so. Ms. Collins likes unani‐
mous consents. I knew it would be unanimous; nobody was posing
any problems. If it isn't, then we would go to a recorded vote. I
would have known had you raised you hand, and then it would
have been a recorded vote.

Mr. Redekopp, are you raising your hand to say something?
Mr. Brad Redekopp: On the subject of unanimous consent, I

put a notice of motion out, quite a simple one, I think, that we have
our meetings televised and that you have the ability to waive the re‐
quirement if there's an issue with that. I can't imagine anyone
would have an issue with this. I was just wondering if we could get
unanimous consent to put that motion through today.

The Chair: Our meeting is televised. Can I just look to the clerk
and ask him logistics on how this gets televised?

Because we are on Zoom, what happens, Alexandre?
The Clerk: Meetings can be televised at will. Only two commit‐

tees can meet at the same time and be televised simultaneously. If
there are two other high-profile meetings and we also want to tele‐
vise ours, we might lose our spot. In that case, Madam Chair, you
might want to speak with other chairs—or sometimes the whips
will decide. If the committee wishes to have the meeting televised
each and every time, we can certainly work that in and try to do it
as much as possible.

The Chair: Mr. Redekopp, does that sit well with you, that we
do it whenever it's available? I don't want our committee to be
bumped just because we asked for a televised meeting, and then
they say, “Sorry, there's no room here, so go somewhere else”.

Mr. Brad Redekopp: The specific wording in there says that
“the Chair in consultation with the Vice-Chairs and Clerk may
waive this requirement”. You have control to flip it around and
trade with other committees, for sure.

The Chair: That's fair enough.

Is everybody agreed on that?

(Motion agreed to [See Minutes of Proceedings])

The Chair: Thank you.

Is there anything else?
[Translation]

Ms. Monique Pauzé: I have a question.
The Chair: Go ahead.
Ms. Monique Pauzé: You may recall that, last week, I made a

comment in connection with the subcommittee's first recommenda‐
tion. I wanted the witnesses to appear in a different order than what
was proposed. It's clear in the first recommendation, but the docu‐
ment we were sent didn't change.

Is the document carved in stone, or will we be getting another
one with other suggested groupings?

[English]

The Chair: Sorry, can you clarify that. What do mean when you
made a submission of witnesses? It says clearly in the subcommit‐
tee report that it be six witnesses per meeting, because that was
what you had suggested. You wanted your grouping.

The analysts will try their best. They cannot force witnesses to
come at a time when we want them to come or to group them. They
will try their best. Nobody has changed anything on you. The ana‐
lysts do know what you had proposed.

Alison, would you like to say anything to this?

● (1755)

Ms. Alison Clegg (Committee Researcher): Yes, we will invite
a panel of six for the next meeting.

The Chair: Has Madame Pauzé's list been incorporated?

Ms. Alison Clegg: Definitely, and the themes of infrastructure
and work will be included in the panel, but it depends on who is
able to appear.

[Translation]

The Chair: Thank you.

Ms. Pauzé, you may go ahead.

Ms. Monique Pauzé: The document we recently received is the
same as the one we got a few weeks ago. That's why I brought it
up.

[English]

The Chair: Do you mean the timetable?

[Translation]

Ms. Monique Pauzé: No, I'm not talking about the timetable.
I'm talking about the table with the panels of witnesses.

[English]

The Chair: Ah.

[Translation]

Ms. Monique Pauzé: I didn't propose six witnesses. I suggested
three, but it's okay.

My proposal to the subcommittee was that the witnesses be
grouped together by theme.

[English]

The Chair: Yes, we agree, and that's what the analysts will work
on. Is there anything else?

Could somebody suggests an adjournment?

Yes, Mr. Schiefke. Do you move to adjourn?

Mr. Peter Schiefke: Yes.
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The Chair: The meeting is adjourned.
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Thank you, Madame Chair, and committee members for this opportunity to contribute to 
your study of zero emission vehicles.  
 
AddEnergie is a Quebec company that operates the FLO network of electric vehicle 
(EV) charging stations, provides advanced R&D, software and station operation 
services out of our head office in Quebec, and is the largest manufacturer of charging 
stations in Canada, manufacturing at our plant in Shawinigan. In addition to 
deployments across Canada, we have recently expanded into the United States, with 
notable deployments in Los Angeles, the Midwest, and New York. This past Friday, we 
announced the closing of our series C financing round, which will support our further 
expansion in Canada and the United States.  
 
The transition to a low carbon transportation sector is a journey in which the start and 
the end points are both relatively clear. For our starting point, we know that while 
Canada has made important progress on both its climate and light duty ZEV sales 
targets, more will be required to achieve them. For our end point, we know that 
Canadians want to enjoy the cost savings and environmental benefits that come along 
with ZEVs. But, much like on any significant trip, how we make the journey matters a 
great deal.  
 
Specifically, there is the issue of speed. Passenger internal combustion engine or ICE 
vehicles have average lifetimes of 13 years, on average. This means that the turnover 
of our fleet, which matters a great deal to our overall transportation emissions, 
significantly lags achievement of ZEV sales targets. The sooner we can increase sales 
numbers of ZEVs as a percentage of total vehicles sold, the sooner we lock in 
emissions reductions, and avoid locking in emissions from internal combustion engine 
or ICE vehicles.  
 
There is also the issue of equity. This transition will only be just and sustainable if all 
Canadians who drive light duty vehicles have access to the benefits of electrification, 
including lower operating costs and better air quality. The jurisdictions that have 
achieved the best, most equitable access to electrification are the ones who develop a 
comprehensive suite of policies and incentives to support electrification, such as 
Quebec, British Columbia. These include vehicle incentives with some form of price or 
means-tested cap, ZEV standards to ensure supply of vehicles, education, and 
comprehensive investments in high-quality charging stations. These regions also invest 
in greening government fleets and parking lots. In Quebec, for example, Hydro 
Quebec's Circuit Électrique and companies like AddEnergie, often with support from 
NRCan, have made a concerted effort to invest in both urban and rural charging 
infrastructure. In response, the proportion of rural Quebecers adopting ZEVs is almost 
identical to the rural share of the overall population. BC, again with private sector and 
utility involvement from BC Hydro and Fortis BC, has also made important progress in 
this regard. Another important policy is a used vehicle incentive, which can help the 
majority of Canadians, who purchase on the resale market, enjoy the benefits of ZEVs. 
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Madam Chair, committee members, thank you for the invitation to take part in your 
consultations on Zero Emission Vehicles (ZEV).  

The Canadian Vehicle Manufacturers’ Association (CVMA) is the industry association 
representing Canada’s leading manufacturers of light and heavy-duty motor vehicles. The 
CVMA’s membership includes Fiat Chrysler Automobiles (FCA) Canada Inc.; Ford Motor 
Company of Canada, Limited; and General Motors of Canada Company. CVMA members are 
responsible for the majority of vehicles manufactured in Canada, directly employing over 
22,000 Canadians in well-paying, high-skilled jobs.  

I would like to make three key points today about zero emission vehicles and the measures that 
could be taken to incentivize the production and purchase of ZEVs.  

1) Ford, FCA and GM are committed to electrification 
CVMA members are investing billions of dollars in electrification and are committed to helping 
the government achieve its ZEV adoption and climate objectives.  

FCA is investing over €9 billion in the design, development and production of electrified 
vehicles. Here in Canada FCA recently committed CAD $1.58 billion with the Windsor plant 
being retooled to produce electric vehicles.  

Ford is investing more than USD $11.5 billion in electric vehicles through 2022. Earlier this 
month Ford committed CAD $1.8 billion in new investments in Canada to build new battery 
electric vehicles at the Oakville Assembly Complex. 

Between 2020 to 2025 General Motors is allocating more than USD $20 billion of capital and 
engineering resources to electric and autonomous vehicle programs. GM is well on its way to an 
all-electric future with a commitment to 20 new electric vehicles by 2023 and plans for 
additional models beyond that.  

2) Vehicle manufactures are responding to ZEV demand 
Some have suggested ZEV supply is the reason uptake has not been higher. The evidence shows 
otherwise. ZEV sales have grown rapidly year-over-year from 2015 to 2019 at an average rate of 
72% (see exhibit 1).  

Manufacturers are meeting demand to enable this rapid sales growth. With dozens of new 
models coming to market in the next couple of years, consumers will have access to an even 
broader range of electric vehicles.  

3) ZEV adoption requires a holistic approach  
The most effective way to increase ZEV adoption is to bring the cost down for Canadians 
through consumer incentive programs. 96% of all plug-in vehicle sales in Canada have occurred 
in three provinces where consumer incentives are or were in place (see exhibit 2). Price parity 
with ICE vehicles is not expected until later in the decade, incentives are a powerful tool to 
accelerate the transition.   
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In addition to consumer incentives, there are two other important levers to boost adoption – 
charging infrastructure and education. Canada is making remarkable progress on charging 
infrastructure and we applaud the investments made by government. However, more is 
required to address consumer concerns with convenience and range anxiety. Education is 
another driver of ZEV adoption. Consumer concerns persist around range capabilities, charging 
times, safety and the total cost of ownership that need to be addressed.  

Before I conclude, I would like to make one final point about the transportation sector’s role in 
helping Canada achieve its climate objectives.  

Light-duty vehicle emissions in Canada are responsible for 12% of total GHG emissions. Thanks 
to constant innovations from automakers, Canada’s new light duty vehicle emissions have 
declined by 26% since 2005 and are on track to achieve the 30% Paris Agreement target (see 
exhibit 3). 

While ZEV adoption is clearly an important tool in Canada’s efforts to meet its climate reduction 
goals, it won’t be sufficient on its own. Other efforts should be considered to lower overall fleet 
emissions. Fully 35% (approximately 10 million vehicles) of light-duty vehicles on the road are 
12 years old or older, contributing many times more GHGs than new vehicles.  

New vehicles represent 6-7% of vehicles on the road each year, and of that only 3.2% of new 
vehicles purchases are of ZEVs (0.2% of the total fleet).  Increasing the proportion of ZEVs in 
new vehicle purchases alone will not have a significant impact on total fleet.  

This is why we recommend a more comprehensive approach to emissions reductions that 
includes things such as a scrappage program. A vehicle scrappage program would help to get 
older vehicles off the road and reduce overall emissions from the 35% of the fleet of higher 
polluting vehicles rather than only focusing on the 7% portion of the fleet that represent new 
low GHG emitting vehicles.   

I look forward to your questions.  Thank you.  
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Exhibit 1  
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Exhibit 3 
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Finally, there is the issue of economic benefit. AddEnergie has been working to help 
transition consumers to ZEVs for over a decade, starting in Quebec, expanding 
throughout Canada, and now increasingly exporting our expertise and high-quality 
network to our southern neighbours. Our experience has been consistent: we see the 
most adoption, and the most innovation and economic benefit in regions that adopt a 
comprehensive suite of policies that supports ZEV adoption.  
 
The major question is not whether economic benefits will occur: they will. From the 
development of intellectual property, to manufacturing, supply chain opportunities for 
assemblers, parts and batteries, to upstream supply of minerals, metals and petroleum 
products, we are at a special moment in history in which a technological change will 
create significant opportunities. Canada can be a leader in many parts of the supply 
chain, but if we don't act quickly and decisively, we risk missing out.  
 
The case of Quebec is again instructive. The province has been a leader in advancing 
complementary policies, including a ZEV standard, to support vehicle purchase and 
charging station installation, and it has also been a leader in greening its own 
government fleets. The result has been high and equitable ZEV sales, growing charging 
station deployment, and the development of an increasing number of companies, like 
AddEnergie, which are innovating and building great products and services for domestic 
consumption and export.  
 
We believe that Canada can help build upon these gains at a national level, by 
renewing funding for its existing incentives for vehicles and charging infrastructure, 
greening its own fleets, expanding education and adding a ZEV standard, which will 
clearly signal to the world and to Canada's business community that we are serious 
about this transition, and that there will be a market for the clean transportation 
investments necessary to create jobs and help achieve our environmental 
commitments.  
 
Thank you for inviting me to speak at this committee and I look forward to responding to 
any questions you may have.   





 
Good Afternoon Madam Chair and Members of the Committee. 
  
My name is Joanna Kyriazis and I am a Senior Policy Advisor for Clean Energy Canada, a 
climate and clean energy think tank at Simon Fraser University.  
  
Today I’m here to talk to you about Canada’s car conundrum. 
 
According to the International Energy Agency, Canadians drive the largest, most polluting 
cars in the world. Literally, when it comes to tailpipe emissions, we take the global top spot. 
And, over the past 20 years, carbon pollution from transportation has continued to grow— by 
almost a third.  
 
At the same time, Canada’s vehicle manufacturing—cars, trucks and buses—fell significantly, 
with annual production dropping by more than 1 million vehicles per year. Once a top five 
vehicle manufacturer, now Canada doesn’t even crack the top ten.  
 
Vehicle pollution went up and vehicle manufacturing went down. It’s a bad news story for 
both our environment and our economy. 
 
While there are various causes of both these challenges, there’s a single solution to overcome 
them: zero emission vehicles. We need to get more Canadians in clean cars and we need to 
build more of those cars here.  
 
As more EVs hit the market, Canadian consumers and businesses are increasingly plugging 
into the opportunity to save thousands of dollars per year on fuel and maintenance, while 
also cutting their carbon pollution. A March 2019 poll by Abacus Data and Clean Energy 
Canada, found that two-thirds of Canadians want EVs to become the majority of vehicles sold 
in Canada, and about half of them would like to see this shift happen in five years or less.​ ​But 
with electric vehicles only making up 3% of new car sales today, more needs to be done to 
achieve the federal government’s EV sales ambitions of 10% sales by 2025, 30% by 2030 and 
100% by 2040. 
 
That includes ensuring that those Canadians who want to choose electric can find a car to 
buy. According to a study conducted for Transport Canada earlier this year, the majority of 
car dealerships in the country don’t have a single electric car available to test drive or 
purchase. For those Canadians who still opted to buy electric, many faced a three to six 
month waitlist before they could drive their new car home. 
 
To make matters worse, the picture is starkly different depending on where in Canada you 
live, as EV supply is unevenly distributed across the country. Potential buyers in B.C. or 
Quebec— the two provinces with EV policies in place— have access to more electric cars and 

 



 
 

a greater range of models. They are home to the vast majority of Canada’s new EV inventory, 
leaving the rest of Canada to fight over what remains.  
 
Electric versions of some of Canada’s top-selling vehicles are coming to market in the next 
two years— the Toyota RAV4, the Ford F-150, the Jeep Wrangler. But because automakers 
prioritize EV sales in markets like the EU and China, which have stronger EV policies in place, 
it’s unclear whether those vehicles will be available for Canadians to buy here. 
 
What does all of this tell us? Canadians are open to going electric, but they need more choice.  
 
Yes, the coronavirus pandemic has created economic uncertainty and caused many experts 
to predict that the transition to EVs would slow. But instead, we’ve seen the opposite: 
countries around the world have used this opportunity to forge ahead.  
 
Take the E.U., for instance. European leaders maintained strict vehicle emission standards, 
despite the pandemic. Countries like Germany, France, Spain, and the U.K. have also 
introduced new purchase subsidies, tax breaks, and charging infrastructure investments as 
part of their recovery package to accelerate the transition to EVs. As a result, EV sales soared 
and European-based auto manufacturers have rolled out an unprecedented number of EV 
models this year— 42 models in the first quarter of 2020 alone. McKinsey forecasts that EV 
market share in the EU will be greater than pre-pandemic projections.  
 
In Canada we have lacked sufficient national effort to harness the opportunity that EVs offer, 
both in the fight against climate change and the fight to save— let alone grow— our auto 
sector. While Canada now has a national EV rebate program, a slowly growing network of 
charging stations, and a couple of promising EV production deals, we have vehicle pollution 
standards that are getting weaker instead of stronger and zero emission vehicle sales targets 
that are aspirational when they could be law. If Canada is serious about reducing 
transportation emissions and building the cars of tomorrow, we need a package of policies 
that drive long-term investment in and adoption of clean cars. 
 
This clean cars policy package must address both supply and demand-side barriers to EV 
uptake, while also ensuring Canada’s auto sector captures the economic benefits of the 
domestic and global shift to EVs. Consumer incentives that reach more Canadians and the 
faster build-out of EV charging stations will continue to stimulate demand. A zero emission 
vehicle standard and stricter vehicle pollution regulations will secure EV supply. These 
policies can be paired with an innovative Auto Sector industrial strategy that leverages our 
automotive heritage, our high-skilled workforce, and our metal and mineral resources.  
 
Done right, Canada can overcome its car conundrum and achieve multiple goals: cutting 
transportation pollution, giving Canadians better access to the cars they want, and retooling 
our auto sector to compete in the 21st century. 
 
Thank you for the invitation to speak today. I look forward to your questions. 
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