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With electrical grid and generation infrastructure spends tending to be directed towards the cleaner 
technologies, it is envisaged that there will be improvements regarding the use of EVs and their 
environmental impact, even if they are charged from the grid. Figure 1-4: Schematic representation of 
Business Case recommendationis a representation of the business case suggestions as discussed in 
section 9 Final recommendations. This visually represents a suggested timeline as per the 
aforementioned reference that allows for increasing the current lease, allowing for EV market maturity 
and then gradually switching to EV buses. 

 

Figure 1-4: Schematic representation of Business Case recommendation 
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1 Introduction and Background 

 

 

 

 

The UCT Shuttle service is a Student and Staff Transport system that is a well-entrenched part of UCT 
offering and is one of the most utilized4 bus systems in South Africa. Aside from being an attractive 
feature of the University for parents and students, this system assists in alleviating multiple, local 
transport related problems, such as parking, traffic flow, residence needs and diverse campus spatial 
locations. 

The current provision of the UCT Shuttle service is through an in-house operating team using leased 
diesel engine buses. The lease on the buses is due for renewal at the end of 2025 and, in planning for 
that renewal, UCT is considering the opportunities for alternative bus technology in support of its 
broader sustainability initiatives. In this regard, the UCT shuttle fleet services over 100km of route, 7 
days a week, culminating in a total distance of almost 20,000 km per week and using around 50,000 
litres of diesel per quarter. This level of fossil fuel usage warrants a careful look at alternative and 
more sustainable, options to reduce the environmental footprint of the fleet whilst still accommodating 
the transport needs of the users. 

This study examines the implications of shifting from the use of diesel to battery electric buses in 
terms of a variety of factors, including electric bus availability, capability, and life cycle costs along with 
the infrastructure requirements necessary to support electric bus operations. 

1.1 Strategic Intent 
As a leading academic institution, UCT has a role to play in promoting environmental sustainability 
and technological development. The University thus has a programme in place that constantly seeks 
to reduce the environmental impact of the University, improve sustainability in general and self-
sustainability where appropriate. In the process this provides the backdrop for research and 
development that leads to ongoing improvements on the environmental and sustainability fronts.  

One of the elements in the energy footprint of the University is the UCT Shuttle service and, whilst this 
is not seen as a primary element of the sustainability drive, it is nevertheless a significant and very 
obvious element of that footprint. The strategic goal of relying, as far as is possible, on renewable 
energy sources, low to zero atmospheric pollutant technologies and a general minimisation of negative 
environmental impact means examining all components of the UCT environment, including the UCT 
Shuttle service, for goal supporting opportunities. 

 
4 Considered in terms of the daily movement patterns and levels of bus utilisation, not in terms of overall 
passenger numbers or system size. 
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2 Status Quo Assessment 

 

 

 

 

In order to evaluate the benefits of shifting from the current diesel bus operations to an alternative 
such as electric buses, it is necessary to understand the operational requirements as well as the 
impacts of the current system. 

2.1 Current Fleet, Routes, Stops and Holding areas 

2.1.1 Fleet 

The fleet consist of 30 vehicles, including an adapted vehicle for disabled passengers. Three different 
vehicle types are being used, as reflected in Table 2-1 and examples of which are shown in Figures 
2-1 and 2-2:  

Table 2-1: Current UCT Shuttle bus fleet. 

Vehicle Type Number of vehicles 
in fleet 

Capacity (Passengers + Driver) 

Scania standard bus in various 
configurations - Figure 2-1 

(EURO V environmental rating.) 

2 

 

41 (seated) 

45 (standing) 

3 61 (seated) 

15 (standing) 

13 37 (seated)  

45 (standing)  

Volare midi-bus - Figure 2-2 
 (EURO III environmental rating) 

9 32 (seated) 

23 (standing) 

Quantum 3 14 

 

Each bus is fitted with a monitoring system that allows its location to be constantly checked. The 
buses cater for sight- and hearing-impaired users. 
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Figure 2-1: Scania Bus 

 

Figure 2-2: Volare Bus 

The Quantum minibus are used for irregular routes which operate on an ad hoc basis, i.e., there are 
no set routes/timetables.  

2.1.2 Routes 

The UCT Shuttle operates on 21 routes, shown in Figure 2-3.  

Figure 2-3: UCT Shuttle Routes 
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2.1.3 Stops 

The UCT Shuttle service stops were provided by UCT and mapped out spatially in order to gain a 
holistic spatial view on the current stops and routes 

The stops per route and the stop locations are in Table 2- and Figure 2-6 respectively. 

Figure 2-5: Mowbray Route 
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Table 2-2: Routes and stops 

No. Route Name 
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1  Claremont    Y                Y Y 

2 Bremner - Kramer Y    Y     Y    Y     Y Y 

2a Kramer-upper          Y    Y     Y  

3 Sandown                  Y Y  

4 Tugwell              Y      Y 

5 Forest Hill      Y        Y       

6 Clarinus    Y          Y       

7 Rochester              Y   Y    

8 Mowbray             Y Y       

9 Liesbeeck           Y   Y       

10 Hiddingh         Y          Y Y 

11 Obz Square    Y        Y  Y Y      

12 FHS            Y   Y    Y Y 

13 Res. Loop: 
Clockwise 

   Y  Y  Y   Y   Y Y Y Y   Y 

14 Res. Loop: anti 
clockwise 

   Y  Y  Y  Y Y    Y Y Y  Y Y 

15 Forest-Lies Loop 
(S Loop) 

     Y     Y  Y Y  Y     

16 Clar-Obz-Roch 
Loop (N loop) 

   Y          Y Y  Y    

17 Hiddingh via 
Tugwell 

        Y          Y Y 

18 North Stop              Y     Y  

19 South Stop              Y     Y  

20 Greater 
Westerford 

      Y            Y  

21 Overnight    Y  Y  Y  Y Y Y  Y Y Y Y Y Y Y 
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Figure 2-7: North Stop 

 

Figure 2-8: South Stop 

Some stops use existing, historic bus stops (Figure 2-99) while other stops are unmarked with 
limited/no facilities (Figure 2-1010). 

 

Figure 2-9: Sandown Stop 

 

Figure 2-10: Hiddingh Stop 

2.1.4 Holding Areas 

Current Holding Areas  

Buses are currently being held overnight at the P4 parking area on Upper Campus (shown in Figures 
2-11 and 2-12 below). Drivers also stop at this location for breaks when not in use for other university 
needs, break locations are then handled on ad hoc basis. 
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Figure 2-11: Aerial view of P4 

 

Figure 2-12: Buses at the existing holding area 
(P4) 

Future  Holding Areas  

UCT plans to build two new holding areas, referred to as the Forest Hill and North Stop holding areas. 
The locality of these two holding areas and cut outs of the concept design drawings are shown below. 
The concept design drawings are attached in Appendices B and C.   

Forest Hill  

The proposed new Forest Hill holding area, shown in Figure 2-13, will be able to accommodate 26 
large buses. Access to the holding area will be via Broad Street and Avenue Road extension. 

 

Figure 2-13: Proposed Forest Hill holding area 

 

 

 

 

 

UCT Upper Campus 

P4 

 

Forest  
Hill Holding 

Area 
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North Stop 

The proposed holding area will be built north of the existing North stop, with buses accessing and 
leaving the holding area via North Entrance Road. The aerial view of the proposed North Stop holding 
area are shown in Figure 2-14. 

 

Figure 2-14: North Stop holding area 

 

2.2 Operating requirements 

2.2.1 Minimum vehicle power 

The power requirements for buses are based mainly on their ability to operate at sensible speeds, 
including on inclines, such as encountered in the UCT operating environment.  Based on work done 
by a member of the team some years ago, including for the specification of the first current format 
UCT Shuttle Service buses, acquired in 2004/5, and used widely since, a minimum power of 11kW per 
ton gross vehicle mass is recommended. 

Based on a typical standard bus having a GVM of approximately 18 tons, a minimum of a 200kW 
power plant is recommended.  This estimation has worked well for applications at UCT and many 
other bus systems around South Africa and is deemed the basis for bus power selection. 

The same basic parameters applied to the nominal 9m midi-buses used in the UCT Shuttle Service 
system result in a power requirement of about 140kW 

2.2.1.1 Gradeability of Route Profile  

Motor vehicles generally have a gradeability value specified to give the user an indication of what 
gradients the vehicle can traverse safely. This is an important factor to consider when selecting 
vehicles that will be used in hilly terrain. 

 

UCT Upper 
Campus 

North Stop 
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Although there are certain norms and standards applied to road design and construction that are 
generally applicable, a route profile was built of each of the UCT Shuttle service routes to establish 
some sense of the extent of incline and decline. The maximum incline represents the minimum 
gradeability of the buses deployed and the longest sustained incline indicates the minimum sustained 
power output capability of the vehicle. The declines influence the regeneration opportunities for 
electric buses. 

On average the slope for the routes is graded at 4% with the downhill segments providing 
regenerative braking opportunities. (Regenerative braking feeds energy back into batteries). The 
steepest incline measured over a specific distance is the incline to upper campus that all buses 
traverse, this is a distance of 225m with a 17m incline/decline resulting in an 8% gradient that must be 
accommodated by any bus operating in the UCT environment. 

 

Figure 2-15: Mowbray Profile 

2.2.2 Estimation of bus battery capacity 

Although the motor power requirement is well understood, the amount of power used in kWh is more 
difficult to assess. It is possible to carry out calculations based on the terrain, typical vehicle speeds 
and loading and so on, but this is a complex and perhaps unnecessary exercise.  As an approximation 
for the purpose of testing the market and sensitivity to this aspect, the typical fuel consumption of 
buses operating in this environment has been used instead.  Based on 40 litres of diesel per 100km 
average fuel consumption for a standard bus and an approximate energy conversion rate of about 
3kWh per litre of diesel, we can estimate that a bus is typically using about 120kWh per 100 
kilometres travelled.  Based on a first approximation of an average of 150km per day per bus, the 
expectation is that the bus power system must be able to deliver no less than 180kWh between 
charges, with at least 200kWh being the target usable battery capacity for each standard bus.  A 
battery capacity of around 140kWh is required for the midi-buses.  This is proposed as the basis for a 
minimum vehicle specification, noting that most market ready buses quite easily meet and often 
significantly exceed these minimum values.  

2.2.3 Determination of bus hours operated 

Given the approximate daily power consumption of the buses, the question becomes one of how many 
hours a day are available to essentially replenish the 200kWh capacity to each bus battery. For this 
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3 Market Analysis 

 

 

 

 

 

The EV bus market is an undeveloped market in the South African context, while this technology 
grows globally, its application on the African continent is significantly slower. This is due to various 
factors which could include the following: 

a. Initial cost of the vehicle 
b. Electricity stability and supply 
c. Skills and understanding of the technology 
d. Presence of EV manufacturers or partners on the continent 
e. Significantly low number of EVs on the roads comparable to ICE vehicles 

Despite this, there is an increasing interest in moving towards cleaner fuel sources and towards 
improving climatic conditions. Local Government policies incentivising and removing barriers of entry 
through tax reform and/or rebates can be a large driving force behind the adoption of cleaner, more 
sustainable forms of energy and their usage and creating demand to reach the critical mass for broad 
adoption. 

3.1 Bus Suppliers & Models 
Our local bus manufacturers have been involved with developments on EV based bus chassis, and 
other cleaner more efficient technologies, however, due to the smaller market size and to maintain 
their competitive advantage, this information is not easily shared. Busmark 2000 is the company that 
was involved with the outfitting of the BYD chassis that were brought into South Africa as pilot units 
and has experience with EV buses and the requirements of the local market. 

The limitation with most European bus manufacturers is the fact that they may only supply completely 
built units (CBUs) to South Africa with the EV drivetrains. This may not meet the local content 
requirements. Companies like BYD (from China) have supplied bus chassis for our local market to a 
small degree of success. 

Performance and operational data on the buses that are being tested for use in the Golden Arrow Bus 
Services (GABS) case is not readily available. Attempts to gather information related to specification 
and offering of future buses from BYD was also not very successful. 

The requirements upon which the buses were specified are as follows: 

Table 3-1: Standard bus application requirements 

Variable Value 

Route length (daily) 200 km 

Maximum gradient 8 % 

Minimum speed at which to climb the above gradient 30 km/h 

Minimum sustained speed on level surfaces 60 km/h or 80km/h 

Minimum passenger capacity 85 (64 seated, 21 standing) 
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Batteries are made up from raw materials that are sourced from various producers. There is a drive 
from the more established OEMs to manufacture or get involved in the manufacturing process of 
batteries from the early stages. This has seen OEMs getting involved in the purchasing process and in 
some cases purchasing raw materials directly from the producers. This is generally done to ensure 
that the materials used in the battery manufacturing process is responsibly sourced. 

The four major raw materials associated with EV battery manufacturing are Copper, Lithium, Cobalt 
and Nickel. In most cases these resources are present in abundance globally. The biggest concern is 
however the sustainability and ethical sourcing of the materials. 

Copper reserves are available in abundance in the South American regions, with Chile having enough 
copper reserves that can be mined at the present rate for another hundred years. Other abundantly 
available materials include Aluminium, which can be used as an alternative to copper. Should this 
need arise, alternatives are available. 

Lithium is also available at large scales at present; however, production is not scaled to the expected 
levels. The majority of the lithium reserves are present in South America and Australia. Over the past 
few years Australia has been the largest producer of Lithium, with most of the material being bought 
up by China for their battery production. 

Cobalt is one of the most contentious materials that is used for battery production. This is not due to 
the unavailability, but rather due to human-rights abuses in the DRC associated with the mining of the 
materials. Cobalt reserves are present in countries like Russia and Australia, while China also has 
local reserves available. 

Presently, with the DRC accounting for 70% of global production, the question of human-rights and 
sustainability are brought to the forefront. China leads the way for refined cobalt production at 70% of 
global supply. Materials used by the Chinese manufacturers are usually sourced from mines in the 
DRC. However, other large vehicle manufacturers have already gone ahead with agreements with 
alternative suppliers to ensure that materials are sourced responsibly. 

Nickel is another material that is required for EV battery manufacturing. There seem to be sufficient 
reserves available with the largest reserves shared between Australia and Indonesia. There are 
various reserves present in other parts of the world that could be sourced for EV battery 
manufacturing. 

3.2.2 Battery disposal 

Most EV batteries including bus batteries reach the end of lifespan when the ability of the battery to 
retain 70-80% capacity can no longer be sustained. This impacts the range capability of the vehicle 
and is therefore replaced at this stage. With improvements in battery technology, there is an 
expectation that some batteries may last the lifetime of the bus. 

EV batteries can then enter a second life stage providing an opportunity for the batteries to be 
repurposed or remanufactured for further use. Only when the batteries are no longer feasible for any 
other application are they recycled to the extent possible given prevailing technologies. 

As the market matures, and a significant percentage of batteries become available, the developing 
markets will also mature and so will the recycling processes. 

Reuse is one of the focus areas considering the need for energy storage with the transition to 
renewable resources. However, when the battery can no longer be reused, recycling and disposal 
become the only options available. 
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Figure 3-1: EV battery afterlife 

Due to the current under-developed state of the EV market in South Africa, supporting industries are 
still to be developed. It is envisaged that as adoption of EVs increases, further development of 
supporting markets will also increase. The recycling and repurposing markets are however still at an 
early stage of development in countries that have already begun the EV transition as the first lithium 
EV batteries deployed are only now coming to the end of their useful life in any quantities. As the 
sector matures and the required R&D completed, a standardised approach can be implemented. 

Presently the dumping of LIBs into landfill sites in South Africa is banned and there is a drive from the 
Department of Forestry, Fisheries and Environmental Affairs for economic opportunities to be pursued 
with the recycling of these items. 

Inputs are required from the producers of the batteries to setup procedures, processes and resources 
to implement the measures at the post-consumer stage. These are linked to the collection, storage 
and transportation of products, recycling, recovery and treatment, thus putting onus on the battery 
manufacturer to supply a viable disposal route for consumers. The aim is to divert waste from landfill 
sites, increasing the recycling rate to achieve the objectives of the National Waste Management 
Strategy. 

While no mention of EV batteries is made, the majority of EV batteries being lithium based will also fall 
under the above rules for disposal. It is envisaged that as the EV market matures in SA the LIB 
recycling industry will become more established. Presently there are no end-of-life EV LIBs that have 
joined recycling value chain. Implementation of the extended producer responsibility (EPR) regulations 
are set to transform the local LIB recycling industry. 

The current recycling method that is presently employed is hydrometallurgy, which makes use of 
aqueous chemistry to recover metals from ores, concentrates and recycled residual materials. 
Products obtained from lithium-ion battery recycling include cobalt, nickel and copper. Most of the 
other materials are destroyed due to the high temperatures associated with the process. 

At the end of the process, toxic gases and waste products need to be recaptured and disposed of in a 
responsible manner. It is noted that any lithium recovered from the process cannot be reused at this 
stage. 

The recycling technology implemented at present is however not advanced enough for efficient 
recovery of materials. Research and development is being undertaken by various facilities to improve 
upon the recycling process. 

Positives are, however, that there are various experimental battery technologies for storage and EV 
applications, both of which will benefit the drive towards reduction of GHG emissions. As battery 
energy density improves, smaller EV batteries can be used, and the impact on the environment should 
also be reduced. 
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Table 3-5: Cable data for ground installation 

Area Function Charging Station Cable type 

Main power 
supply 

400V AC 2 x 4c x 95 mm2 0.6/1.0kV 
Cu/XLPE/AWA/PVC 

Charging station �± 
Dispenser 

750V DC 2 x 1c x 70 mm2  

(per-pole +/-) 

0.6/1.0kV 
Cu/XLPE/AWA/PVC 

Charging station �± 
Dispenser 

Earthing 1 x 1c x 35mm2 Cu/ PVC (Y/G) 

Charging station �± 
Dispenser 

230V AC 
auxiliary supply 

1 x 3c x 2.5mm2 0.3/0.5 kV, Cu/PVC 

Charging station �± 
Dispenser 

Communication RJ45 CAT 6 (TP) 

FO 50/125, OM4, 4fib 

LIYCY (TP) 

3.4.2 ABB 

Internationally, ABB is one of the largest EV charger manufacturers. They have various solutions that 
are available from home charging units to fleet charging units with varying output capacities. The units 
that are suitable for fast, fleet charging were investigated as part of this study. 

The Terra 360 EV DC Fast charger is a modular charging station that can be ordered with lower power 
value of 90 kW and upgraded as required in 30 kW steps using available modules. It can serve up to 4 
vehicles at the same time, however the cable reach is limited to 5 m, as these are generally used for 
public charging of EVs.  
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4 Government Green Paper Regulation (Gazette 
44606) 

The green paper, (Auto Green paper on the advancement of new energy vehicles in South Africa 
(44606), was published on 21 May 2021 to establish a foundation for the long-term strategy for EV 
and component manufacturing. The strategy is complemented by the focus on increasing competition 
in the global race to transition to EVs.  

4.1 Goals Of the Green Paper 
The stated goal of the policy proposed in the Green Paper is:5 

1. The creation of a high-yielding business environment, including an appropriate fiscal and 
regulatory framework, that makes South Africa a leading and a highly competitive location, not 
only within the African continent but globally, for electric vehicle production.  

2. Support and investment in the expansion and development of new and existing manufacturing 
plants to support the production of new energy vehicles and components within South Africa and 
to grow the level of employment in the sector.  

3. Development and investment in new energy vehicle component technology and expansion of the 
fledgling electric supply chain, by increasing support and investment in a set of unique NEV 
components.  

4. Reinvestment and support towards reskilling and upskilling of the workforce to ensure the right 
skills are available for the design, engineering and manufacturing of electric vehicles and related 
components and systems.  

5. Transition of South Africa towards cleaner fuel technologies available globally [CleanFuels2];  

6. Adoption of new and sustainable manufacturing processes to significantly reduce greenhouse gas 
emissions and improve our environmental wealth.  

7. Ensuring that Research and Development [R&D] investment is strategically targeted at activities 
that are likely to give South Africa a competitive advantage 

 

 
5 (AUTO GREEN PAPER ON THE ADVANCEMENT OF NEW ENERGY VEHICLES IN SOUTH AFRICA (Gazette 44606), 
2021) 
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duties, determining value of VALA (Volume Assembly Localisation Allowance) credits and overall 
sunset clauses that would help stimulate growth till critical mass adoption is generated and a measure 
of parity with ICE is reached. 

Some of the key point is mapped in Figure 4-2: UCT Extract Simplified 

 

 

Figure 4-2: UCT Extract Simplified 
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Figure 5-1: North stop electrical SLD overview 

 
It is further noted that standard buses can also be parked at the North Stop holding area. Should there 
be need to charge the larger buses at this location, it is possible to do so, considering that similar DC 
Fast chargers can be used for both locations for the midi-buses and standard buses. 

5.1.1.2 Forest Hill 

The proposed Forest Hill holding area presently has a LV supply from the CoCT. This supply is 
provided to the club house near the hockey field at a voltage level of 400V. 

It is envisaged that four large capacity charging stations with dispensing stations will be installed at 
this location. This requires a power supply with the capacity of 1600 kVA will for the charging of 20 
standard EV buses. A sequential charging philosophy will be used to ensure that peak power 
demands are not exceeded. 

A high capacity MV supply point will have to be provided for the purpose of this project. From site 
investigations by the UCT team, there is a CoCT MV Substation close to the location. Plans for an 
additional MV supply point will have to be discussed going forward. The final sizing of the mini 
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substation will have to consider the supplies to the hockey field and club house. The final supply will 
therefore become an MV rated supply from the CoCT.  

The figure below outlines the expected layout of the electrical infrastructure required for the charging 
of the buses at the Forest Hill holding area. 
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Figure 5-2: Forest Hill electrical SLD overview 

5.1.2 Conceptual Design 

Electrical supply will be provided from the ring network that is present on campus as far as possible. 
To ensure that bus availability is maintained, it is essential that a back-up power source is available for 
the charging of buses should power supply not be available from the electrical grid. 

The charging stations will require a three-phase 400V supply per charging station, and a 230V 
auxiliary supply for auxiliary services. Due to the number of vehicles that will need to be charged at the 
higher power outputs, a high-capacity supply is required. 

This will be derived from the MV supply that will be used to transform the power to a usable voltage 
level. The LV power will then be distributed via suitably rated LV distribution switchgear that will be 
installed within an existing substation building (should there be space) or new LV substation buildings. 
An alternative could be new containerised substation solutions that can be installed in a suitable 
location on campus. 
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Figure 5-3: Standard Bus Charging Strategy 

When the scheduled charging time is reached, the charging will begin at the pre-programmed rates. 
This will allow for the management of load currents and time of use to ensure that peak demands are 
not exceeded. Managed charging infrastructure is important for load management especially in cases 
where power is required for other critical areas or peak demand capacities are to be managed. 

This charging strategy, as seen in section 7.3 is also vital in terms of costing as it starts influencing the 
Time of Use tariffs in City of Cape Town. 

5.2.3 Associated risks 

Stand-alone EV chargers are generally more accessible than higher end smart charging 
equipment. These units may not, however, meet all the requirements of smart charging.  

With the electronic components and logistics value chains being affected by the Covid 
pandemic, the electronics manufacturing sector have been affected such that there are 

currently delays in getting equipment manufactured. There is an expectation that the challenges will 
be overcome, and that equipment availability will be improved. With many western countries 
increasing the speed of transition to EVs, EV related infrastructure equipment has become a demand 
item. 

















































































































siemens.com/sichargeuc

SICHARGE UC
Powerful charging solution 
for your electric fleet

IEC Standard 
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Powerful and reliable, the SICHARGE UC product family takes care of a diverse mix  
of electric vehicles with high power demand. It provides you with a technical solution  
that fits your specific needs and ensures the highest availability of your fleet.

SICHARGE UC with its multiple connection options furnishes you with modular building  
blocks and freedom to choose between Dispensers and high power automated charging 
with Pantographs or Hood, thus overcoming space constrains.

Interoperability and  
future proof up to 1000 V  
To ensure flexibility in electrifying 
your fleet – today & tomorrow

Robust, durable,  
outdoor designed  
To ensure longevity of equipment, 
easy outdoor usage with IP54 
and highest fleet availability

Flexible and space-saving  
To easily integrate into existing 
depot with constraints in HW, SW 
or layout

Optimized CAPEX and OPEX  
To realize the most competitive 
solution and efficiently manage 
your daily operation

The SICHARGE UC family
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Keeping an electric fleet charged and running efficiently requires the distribution 
of high power in an intelligent way. The SICHARGE UC product family provides 
the right technical solutions for your business needs. It depends on the routes, 
charging schedules and location of electric vehicles when and where charging  
is most reasonable and efficient.

High power for your 
electric fleet

Depot charging 

In a central depot, vehicles generally 
spend some hours during a day or night 
and can be sequentially charged as per 
the needs of their schedule.

Charging directly from a SICHARGE 
UC compact charger or sequentially 
connected Dispensers is well suited for 
overnight charging at the depot.

Opportunity charging 

High power automated charging with 
Pantographs or contact Hoods is the 
optimal solution for ultra fast charging 
and shorter charging cycles.

This solution can either be implemented 
for on-route charging or in the depot 
when tight schedules need to be consid-
ered.
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Flexible configuration options

Charging setup tailored  
to your needs

Compact charging 

SICHARGE UC 100C or 200C compact charger with integrated cable – simple and direct connection 
with your eVehicle.

Sequential charging 

SICHARGE UC 100 to 400 with up to 5 air-cooled or 3 liquid-cooled Dispensers or  
automated contact Hoods connected sequentially.

Up to 5 devices
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State-of-the-art technology
Charging Center 

The Charging Center is 
the core of your system. 
It contains the charging 
controller, the DC convert-
ers and optionally a direct 
cable connection to the 
vehicle. Several other 
vehicle connections like 
the cable based Dispenser, 
inverted Pantograph and 
Hood can be powered by 
this unit. C3 painted for outdoor 

usage

Multilingual 7‘‘ outdoor 
touchscreen display at an 
ergonomic height, accessible 
and easy to read – also in 
bright sunlight (optional)

Cable holder for 
convenient and clean 
operation

Covered plug holder 
(optional)

Power cable with 
comfortable length for 
rough environments

High degree of 
protection IP54 against 
dust and spray water

Large doors for easy 
maintainance access

Emergency stop button

Dispenser 

The cable connected 
Dispenser of the UC family 
is installed close to the 
vehicles connection with a 
small footprint and elegant 
design.

For investment and space 
optimization, several 
Dispensers can be powered 
in sequence by a single 
Charging Center.

Power cable for application 
in rough environments 
with comfortable length

Cable holder for convenient 
and clean operation

Inclined rain protection 
Hood directs water to 
the rear

High degree of 
protection IP54 against 
dust and spray water

Covered plug holder 
(optional)

Cable optionally cooled 
for up to 400 A

Multilingual 7‘‘ outdoor 
touchscreen display at an 
ergonomic height, accessible 
and easy to read – also in 
bright sunlight (optional)

Air ventilation slots for 
the liquid-cooled cable

Multiple options for 
floor, wall or roof 
mounting

Charging status indication 
by 360 degree LED light 
(optional)
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Experience peace of mind

More than charging

We offer you world-class services and support throughout the entire lifecycle of  
your charging equipment, thus assuring the maximum uptime and highest availability 
of your chargers.

Service packages 

Our cloud-based service packages Care and Care Plus look after your chargers 
using the dedicated Siemens service backend.

Care

The basic Care package is included during 
the warranty period and can be extended by 
subscription.

It ensures that firmware updates keep your 
chargers up to date as eMobility continues to 
evolve. Remote analyses and diagnostics are 
performed by our support center on demand.

Care Plus

Enjoy all Care digital services and even 
more with our Care Plus package. Your 
charger will be proactively monitored and 
analyzed by our operation center. Firmware 
updates will be delivered with priority.

Preventive
maintenance

Corrective
maintenance

Spare part Competence
management

Support and
consulting

Digital
services
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Managing charging 
of your fleet
Benefit from Siemens digital solutions

Together with the charging equipment, our best-in-class software services ensure smooth, 
reliable and efficient operation of your electric fleet.

Find out more at  
siemens.com/emobility

Superior support throughout the lifecycle

From planning to operation

Intelligent planning:  we support your depot electrification starting from the expert consultancy 
and depot planning including the charging simulation.

Smart infrastructure:  benefit from our comprehensive charging portfolio which includes DC 
and AC equipment as well as advanced solutions for the power connection of your site.

Managing the operations:  Siemens software suite offers everything you need to manage 
charging of your electric fleet intelligently and efficiently.

Rely on us – we care:  during the whole lifecycle our cloud-based service packages Care and 
Care Plus look after your chargers to ensure highest availability of your fleet.

Operation, 
monitoring and 

reporting

Smart  
charging

Access  
control

Charging 
scheduling

Accounting  
and billing
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