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Abstract: One of the main goals of any power grid is sustainability. The given study proposes a new method, which aims to
reduce users’ anxiety especially at slow charging stations and improve the smart charging model to increase the benefits for the
electric vehicles’ owners, which in turn will increase the grid stability. The issue under consideration is modelled as an
optimisation problem to minimise the cost of charging. This approach levels the load effectively throughout the day by providing
power to charge EVs’ batteries during the off-peak hours and drawing it from the EVs’ batteries during peak-demand hours of
the day. In order to minimise the costs associated with EVs’ charging in the given optimisation problem, an improved version of
an intelligent algorithm is developed. In order to evaluate the effectiveness of the proposed technique, it is implemented on
several standard models with various loads, as well as compared with other optimisation methods. The superiority and efficiency
of the proposed method are demonstrated, by analysing the obtained results and comparing them with the ones produced by
the competitor techniques.

1 Introduction
The utilisation of electric vehicles (EVs) has become one of the
most powerful tools to increase the eco-friendliness of the
transportation sector globally. Thus, one of the most important
research questions, related to their massive deployment, is how to
ensure efficient charging and discharging of EVs in the conditions
of the centralised power system. Previous studies on the topic
consider only one-way energy transfer, i.e. from the power grid to
the EVs’ batteries [1]. Such an energy transfer method increases
the operating costs of an EV negligibly. On the other hand, recent
research implemented a two-way transmission of energy between
EVs and the electrical grid. This technique is commonly referred to
as a vehicle-to-grid (V2G) methodology. It assumes that the energy
is exchanged between the grid and the EVs connected to it. During
the off-peak hours, EV's battery is charged and during the peak-
load hours, the energy stored in the EVs is released into the
network. In addition, other opportunities presented by the
bidirectional V2G technique made it very popular among scientific

and engineering communities. Fig. 1 [2] demonstrates a basic
structure of the V2G methodology. Based on the object interacting
with the EV, V2G methodology can be applied to vehicle-to-home,
vehicle-to-vehicle and vehicle-to-building scenarios. In all of these
cases, the EVs’ batteries are used to provide energy to the grid.
One of the important factors for dispersal loading, which needs to
be carefully considered, in order to minimise the negative effects in
the network at the peak time is the EV's planning.

In other words, charging of EVs should follow a certain strategy
to obtain such benefits as peak shaving and valley filling [3]. In
addition, one of the most important issues, which need to be
addressed in order to increase the supply-side energy efficiency of
the electric power grid and reduce consumers’ concerns, is how to
provide a quick way to charge EVs.

Thus, EVs’ owners need a suitable plan for monitoring and
management in order to contribute to and charge from the power
grid [4]. Moreover, plugged-in EVs can be utilised to supply
mutual power flow between the equipment and the EVs’ batteries.

Fig. 1.  Structure of EVs connection to the grid
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Some of the auxiliary services, which can be provided by the
EVs include frequency regulation, peak shaving, improved voltage
profile and power quality [5]. The authors in [6] employed a
demand–response management in order to solve the problems
under consideration. The studies [7, 8] defined a synchronised
bidding strategy based on fuzzy logic for the ancillary services
supplied with V2G operation. The authors in [9, 10] described the
impact of the EVs’ deployment on the power systems in Northern
Europe and their role in the considerable boost of investment in
wind energy. The mathematical optimisation problem of the
optimal charging schedule is formulated in [4]. Such an approach is
considered to be one of the options to obtain a cost-effective
methodology for charging and discharging program. An
optimisation method aiming to minimise the total cost in
accordance with the global optimal programming and distributed
programming solutions is presented in [11].

The authors in [12] proposed a new optimal charging
scheduling model for various types of EVs, which is based on the
transport system information, i.e. road length, vehicle velocity and
waiting time, and grid system data, i.e. load deviation and node
voltage. The study presented in [13] demonstrates a novel practical
plug in hybrid EVs charging scheduling program based on
optimising customers charging cost through the generation capacity
constraints and dynamic electricity price in various time slots of a
day. The research conducted in [14] illustrates a distributed control
model for coordinated charging of PEVs. In addition, it introduces
an improved valley filling method for the smart charger, which is
able to generate optimal charging profiles for PEVs. An alternative
optimisation technique based on the drivers’ demands, the road
traffic speed, the number of vehicles at the charging station as well
as charging network load is presented in [15]. Moreover, a robust
optimisation method, which is based on the price uncertainty, is
proposed in [16] to examine the scheduling process for EVs’
aggregators. The studies presented in [17–20] review other aspects
of EVs charging and scheduling.

The given research, on the contrary, utilises basic optimisation
methodology, while charging and discharging scenarios are
implemented using appropriate programs and are based on
predicted values. In this model, regional power consumption as
well as distributed loads at the regional level are considered for all
types of users including industrial, residential and commercial.
Precisely, each aggregator optimises the load of the corresponding
area at the utility's distribution network based on the number of
EVs connected to the chargers in that particular area.

Considering a relatively rapid growth of the EV's share in the
global transportation sector, the topic of EVs’ charging and all the
aspects related to it become very critical for the international
scientific and engineering community. The given study aims to
achieve the following two objectives. First, develop a bidirectional
fast charging station and design an optimal program for

aggregators to maximise the profit of the EVs’ owners as well as
the electricity network's operators. Second, minimisation of the
cost of charging for the aggregators and, in case, when fast
charging scenario is considered. Moreover, the basic optimisation
strategy is centralised in this paper, while the charging and
discharging schedules prediction is accessible by the aggregator.

Thus, the contributions of this paper can be summarised as
follows:

(i) A new multi-objective algorithm, utilised to solve the proposed
optimisation problem, is introduced. In this model, the cost of
charging for the aggregators is minimised and the profit of the
EVs’ owners is maximised.
(ii) A fully functional bidirectional fast charging station is
developed.
(iii) To have better modelling of profit maximisation, an optimal
program to maximise the benefits for the EV's owners and
aggregators is designed.
(iv) An improved version of particle swarm optimisation (PSO)
algorithm is presented aiming to minimise the cost of charging
under the considered models.

The problem description is provided in Section 2. The
mathematical model of the proposed method is presented in
Section 3. Numerical results and analysis are described in Section
4, while Section 5 concludes the overall work.

2 Problem description
The proposed optimisation method is based on a smart charging
methodology, which aims to minimise the total cost of charging for
the EVs’ owners by assuming that they participate in V2G
Scenario. During the peak-load hours, the EVs’ batteries are used
to supply energy to other users and when the demand is low, they
draw energy from the grid for charging.

Apart from providing backup energy storage for the grid, the
advantages of this approach include decreasing the power drawn
from the grid during the day, peak load shaving and improving the
load profile [21]. The basic structure of the proposed V2G
approach is depicted in Fig. 2. It should be highlighted that under
the given scenario the power from the grid is transferred to the EVs
only at times when the network's power is minimal. The mentioned
model can mathematically be presented as follows:

min (Pgrid
2 )

Pgrid = Ploadprofile + Pcharging
(1)

In (1), network power and daily power demand profile of a region
are represented by Pgrid and Ploadprofile, respectively. The power

Fig. 2.  Structure of V2G
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required for EVs charging is defined by Pcharging. In addition,
Ploadprofile and Pcharging are the known variables in the optimisation
process, where Pcharging represents the total power of the grid.
Hence, peak power consumption and its variability during the day
are minimised. In order to evaluate the performance of the
proposed method, two models sharing a common goal of
minimising the cost of EVs charging are simulated in this study.
The first model comprises a series of industrial, commercial and
residential loads, which are considered to be a general regional
load. The developed optimisation program for EVs’ charging is
applied to it. In addition, in the second model, charging program of
each individual area is optimised based on the load profile of that
particular area. For example, when the residential power demand is
targeted, the smart charging program is applied for EVs in the
residential area. The optimisation technique adopted for this study
is based on an intelligent algorithm, which is introduced in the
following section. It minimises the total load of the network whilst
maintaining the state of charge (SOC) required for EVs’ owners.
The target functions and constraints can be formulated as follows.
Optimisation of the regional load is handled by considering the
power demand from a number of residential, industrial and
commercial areas through the Smart Sharing program.

In the given model, the daily load profile's curve is considered.
It aggregates the total power demand's magnitudes for residential,
industrial and commercial areas during a 24-h period.

If the time intervals are considerably small, the problem will
become more complicated. Therefore, the load profile is recorded
for every hour and the time interval t is then considered to be 1 h.
The total amount of power requested by the number of residential,
industrial as well as commercial units is denoted as Pt and
expressed as

Pt = Pt
residential + Pt

industrial + Pt
commercial (2)

Considering (2), the amount of power demand by the residential,
industrial and commercial areas at an interval of t are represented
by Pt

residential, Pt
industrial and Pt

commercial, respectively. The target
function can be defined as per (3) and transformed into (4)

min ∑
t = 1

T

∑
i = 1

U
(Pt + Ci, t)2 (3)

min ∑
t = 1

T

∑
i = 1

U
Pt

residential + Pt
industrial + Pt

commercial + Ci, t
2

(4)

2.1 Limitations

The proposed algorithm assumes that lower Ii
c, min and upper Ii

c, max

restrictions of the charging current i in the interval t for each EV
are defined by (5). Moreover, the number of charging and
discharging procedures for the ith EV in the time interval t is
defined as Ci,t. It should be also highlighted that the lower charging
current's boundary is represented as a negative value, while the
upper charging current's boundary is given as a positive value:

Ii
c, min ≤ Ii, t

c ≤ Ii
c, max ∀t, i (5)

SOC of every ith EV should be updated for every time increment t.
SOC of every EV battery for the current time interval and for the
preceding time interval are represented as Si,t and Si,t−1,
respectively. The battery capacity of the ith EV is denoted as bi.
Moreover, the charging and discharging current of each EV's
battery at the previous interval (t − 1) is denoted as Ii, t − 1

c  and
defined as

Si, t = Si, t − 1 + biIi, t − 1
c ∀t, i (6)

SOC (Si,t) of the ith EV's battery at every interval t is limited
within certain bounds to extend the battery life. Lower and upper

SOC restrictions for each EV i in the interval t are defined by (7).
The lower level of SOC is represented by Smin and the upper level
of SOC is represented by Smax. In other words, it means that none
of the EVs’ battery is allowed to be discharged below Smin state
and charged above the Smax state:

Si
min ≤ Si, t ≤ Si

max ∀i, t (7)

In addition, the EVs’ owners can request the system to maintain a
certain SOC at a certain time. In this case, the SOC range is
determined during the times when the EV is discharging. This is
done in order to meet the energy demand of the grid. For example,
if the owner wants to keep SOC of the EV at a lower level of 45%
by 16:00, then it is listed in the proposed optimisation model. The
desired SOC at a desired time intermission tdesired is represented by
Si, t

desired and defined according to

Si
min ≤ Si, t

desired ∀i, t = tdesired (8)

Using the equality limitation shown in (8), the number of charging
and discharging procedures for the ith EV in the time interval t is
defined as Ci,t. If Ci,t is greater than zero, the term denotes a
charging state, otherwise it indicates a discharging state for the ith
EV's battery. The voltage at the DC–DC converter is represented
by VDC:

Ci, t = Ii, t
c VDC ∀i, t (9)

In addition, the lower and the upper charging and discharging
power restrictions for the ith vehicle in the interval t are defined by
(10). It should be clarified that the lower boundary of the
discharging power for EV's battery, represented by Cmin, is a
negative number, while the upper charging power's boundary,
represented by Cmax, is a positive number [22–24]:

Ci
min ≤ Ci, t ≤ Ci

max ∀i, t (10)

The utility power (P), in turn, is limited within the bounds
formulated in (11) to prevent battery from degradation. The lower
boundary of the utility power is set at zero and the upper boundary
is determined as a positive number, which is equal to the sum of
the power demand and the maximum discharging or charging
power of EVs’ batteries connected to the grid in the given region:

0 ≤ Pt ≤ Pt + ∑
i

Ci
max

(11)

Thus, considering the boundaries and the conditions presented
above, one can establish a mathematical representation of a general
optimisation problem as:

min ∑
t = 1

T

∑
i = 1

U
((Pt

residential + Pt
industrial + Pt

commercial) + Ci, t)
2

(12)

Ii, t
c ≥ Ii

c, min, Ii, t
c ≤ Ii

c, max

Si, t = Si, t − 1 + biIi, t − 1
c

Si, t ≥ Si
min, Si, t ≤ Si

max

Si
min ≤ Si, t

desired ∀i, t = tdesired

Ci, t = Ii, t
c VDC

Ci, t ≥ Ci
min, Ci, t ≤ Ci

max

Pt = Pt
residential + Pt

industrial + Pt
commercial

Pt ≥ 0, Pt ≤ Pt + Pt + ∑
i

Ci
max

(13)

The given problem can also be represented as a case of area load
control for the residential load scheduling as follows:
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min ∑
t = 1

T

∑
i = 1

U
(Pt

residential + Ci, t)
2

(14)

Ii, t
c ≥ Ii

c, min, Ii, t
c ≤ Ii

c, max

Si, t = Si, t − 1 + biIi, t − 1
c

Si, t ≥ Si
min, Si, t ≤ Si

max

Si
min ≤ Si, t

desired ∀i, t = tdesired

Ci, t = Ii, t
c VDC

Ci, t ≥ Ci
min, Ci, t ≤ Ci

max

Pt = Pt
residential

Pt ≥ 0, Pt ≤ Pt + ∑
i

Ci
max

(15)

Analogously, for the industrial load scheduling the optimisation
problem is presented as

Ii, t
c ≥ Ii

c, min, Ii, t
c ≤ Ii

c, max

Si, t = Si, t − 1 + biIi, t − 1
c

Si, t ≥ Si
min, Si, t ≤ Si

max

Si
min ≤ Si, t

desired ∀i, t = tdesired

Ci, t = Ii, t
c VDC

Ci, t ≥ Ci
min, Ci, t ≤ Ci

max

Pt = Pt
industrial

Pt ≥ 0
Pt ≤ Pt + ∑

i
Ci

max

(16)

In addition, commercial load scheduling optimisation problem is
formulated as

min ∑
t = 1

T

∑
i = 1

U
(Pt

commercial + Ci, t)
2

(17)

Ii, t
c ≥ Ii

c, mi, Ii, t
c ≤ Ii

c, max

Si, t = Si, t − 1 + biIi, t − 1
c

Si, t ≥ Si
min, Si, t ≤ Si

max

Si
min ≤ Si, t

desired ∀i, t = tdesired

Ci, t = Ii, t
c VDC

Ci, t ≥ Ci
min, Ci, t ≤ Ci

max

Pt = Pt
commercial

Pt ≥ 0
Pt ≤ Pt + ∑

i
Ci

max

(18)

3 Optimisation algorithm
3.1 Review

One of the optimisation algorithms mostly applicable for the
scenario under consideration is PSO technique, which is inspired
by the behaviour of the birds flocking or fish schooling and
proposed by Dr Eberhart and Dr Kennedy in 1995 [25]. PSO is
directly utilised for standard optimisation problems and is also
employed to modify optimisation-based applications. Comparing
with the stochastic approaches, the given optimisation algorithm
allows discontinuities to be controlled. Moreover, the swarm of
seeking agents is able to explore the entire field of solutions instead
of concentrating on one potential solution at once, which in turn
increases the speed of optimisation. Due to the high

parallelisability characteristics of PSO, its accuracy and efficiency
are high, while on the other hand, the calculation process is
relatively simple [26]. Considering (19) the ith particle position's
vector x at the (k + 1)th iteration stage can be found as follows:

xk + 1
i = xk

i + vk + 1
i Δt (19)

The updated speed vector of the ith particle for the kth step is
defined as vk + 1

i , while Δt represents the time increment. In addition,
the speed vector for every particle can be formulated as

vk + 1
i = wvk

i + c1r1
pk

i − xk
i

Δt + c2r2
pk

g − xk
i

Δt
(20)

Here, the speed vector for the kth iteration is defined by vk
i , r1 and

r2 show random vectors whose sizes are selected from the interval
[0, 1]. Moreover, pk

i  and pk
g up to the kth iteration define the best

position and the global best position, respectively. In addition, c1
and c2 are called ‘trust’ variables, while w is defined as inertia
weight.

In the given work, an improved version of PSO is employed to
obtain an optimal solution for the posed problem. The proposed
algorithm improves the computational efficiency by utilising the
particle classification model, which removes the redundant
constraint violation assessments by optimisation development. The
rules for feasible particle initialisation as well as choosing the
related parameters are presented in the following sections.

3.2 Improved PSO

Fig. 3 depicts a model of the PSO optimisation algorithm for the
three successive iterations. One can notice that particles start from
the point P1 and subsequently reach the point P4. The speed
vectors for every iteration and their orientation in space are
represented by the solid and dashed lines, respectively.
Performance of the PSO algorithm is, generally, dependent on the
three factors, namely Pbest, Gbest and primary velocity. The second
point of the second iteration (i.e. P2) in Fig. 3 represents the
location with deteriorating objective function's value. It is then
compared with the Pbest by locating the feasible space depicted in
Fig. 3a as well as infeasible space indicated in Fig. 3b. Considering
Fig. 3, it can be observed that the direction of the particles’ motion
at the second and the third iterations is similar to each other. Thus,
the algorithm functions as follows. Since at the second iteration the
objective value degrades, Pbest is deactivated, and after moving to
the third point P3 it is substituted with a new value and the
objective function's value is checked again. The given study
proposes a new mechanism, which implies dividing particles into
two parts p1

k + 1 and p2
k + 1 at each iteration. As shown in Fig. 4, the

proposed algorithm can be divided into four main stages. For the
steps from k to k + 1, all possible objective function's values are
represented. In addition, p1

k + 1, p2
k + 1 and p3

k + 1 demonstrate the novel
positions in the feasible, infeasible as well as the possible spaces,
respectively. The new position in the impossible searching space
based on the target value, which is better than the present Pbest, is
defined by p4

k + 1. Based on the PSO algorithm's principles of
operation, the optimisation process should be done using p3

k + 1 and
p4

k + 1 before updating Pbest. The particle of an objective function is
the main criterion.

Therefore, since the best particles are selected according to the
objective function's values, the computational intensity of the
optimisation process can be reduced. In order to investigate the
proposed algorithm's efficiency in comparison with the
conventional PSO, a new parameter R is defined:

R = 1
Tmax

∑
i = 1

Tmax ni
Np

(21)
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The total number of iterations is presented by Tmax, while ni
denotes the number of particles. In addition, Np represents the total
population of particles. Using the classic PSO, this equation is
updated. The possible particles are created in accordance with to
the following steps:

• The particle in the total space is randomly generated.
• The conflicting point of P, which is called by OP is assessed

according to the equation below

xOP = xupper + xlower − xP (22)

Here, the maximum and minimum range of the design variables is
defined by xupper and xlower, respectively. In addition, xP denotes
the generated design in the first stage.

If the point belongs to the possible space, then the conflicting
point will have a higher probability of residing in the possible
space comparing to the particles, which are produced randomly.
Opposite violation of the points is calculated initially, including the
initial opposition points, as well as their targets. Given the target
value of particles, the best particle is selected in the possible space.
If one of the particles is in the feasible space, the feasible particles
would be retained and returned to step 1. The loop will be repeated
until the number of the selected particles becomes equal to the
population of the predefined particles in PSO.

In addition, the free values of parameters (c1, c2 and w) are
selected based on the literature works in [27–29]. The term w for a

linear time-dependent estimation and the quadratic time-dependent
rule is calculated as follows:

wt = wmax − wmax − wmin

Tmax
t (23)

wt = wmax + (wmax − wmin) 2t
Tmax

− t
Tmax

2

(24)

In these equations, the number of present iterations is shown by t,
wmax is chosen to be equal to 0.9 and wmin is equal to 0.4.

4 Numerical results and analysis
In order to minimise the cost of charging for both EV owners and
utilities, smart programming is implemented on EVs that
participated in V2G program. Various scenarios are considered to
prove the superiority of the proposed method.

Scenario 1: Control of the regional load.
Scenario 2: Programming of the residential load.
Scenario 3: Programming of the industrial load.
Scenario 4: Control of the commercial load.

Scenario 1. Control of the regional load: In this scenario, the first
target is to supply peak load shaving and load levelling to control
the regional load. Hence, by the proposed approach, the total utility
load profile is improved.

Fig. 3.  Three iterations of PSO for the location and speed update according to two various limitation
(a) Feasible space, (b) Infeasible space

 

Fig. 4.  Feasible states of a particle after a position update
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In addition, numerous users will be considered as a load profile
over a period of 1 day. The achieved load profile of the region is
depicted in Fig. 5.

In this scenario, EVs participating in the V2G scheme are
considered as an available energy source in the area. Precisely, a
fleet of 26 EVs is used to optimise the cost. A total of 16 EVs is
connected to the grid in the residential and industrial areas, while
the remaining 10 EVs are connected in the commercial area. In
order to evaluate the performance of the proposed method in case
of the EVs’ charging a 24-h period in the 1-h steps is considered. In
addition, based on the latest protocols and standards in the field of
EV charging, the data required for EVs and charging utilities is
collected. Based on the number of available EVs in the area their
overall capacity can be defined as low, average and high.
Moreover, in order to apply the proposed optimisation algorithm,
much higher capacity is assumed as a collective number of all EVs’
batteries in one area. For example, consider the case when EVs’
batteries, which are available in the commercial, residential and
industrial areas, have the same capacity. At midnight time (24:00),
due to the low power demand, the initial value of EVs’ SOC is
equal to some 80%. This effectively means that in order to increase
the speed of charging when EVs arrive home, they are assumed to

charge with the upper charging current. Considering the fastest
charging process in the lowest time interval, the SOC value is
expected to be in a range of 20–80%. Between 24:00 and 07:00,
the battery charging process from 80 to 100% is performed in a
slow mode.

The SOC is regulated for EVs in each area according to the type
of the region and the application as well as based on the different
time intervals. Precisely, the SOC of EVs located in the residential
area at 16:00 is set at a minimum value of 55%. In addition, the
SOC of EVs parked in the commercial area at 18:00 is set at a
minimum value of 60%, while the SOC of EVs plugged to the grid
in the industrial area at 17:00 is set at a minimum value of 60%.
Based on the time when EVs’ owners arrive home or go out to
perform routine tasks, the time of implementation process is
selected. In this scenario, the process of charging is assumed to be
fast. Hence, in order to enable quick charging for all EVs, 80%
SOC is scheduled to be achieved at midnight. Later, the charging
slows down to top the battery to the upper allowed SOC range
under the given scenario. It should be highlighted that the upper
level of the allowed SOC for all EVs in this scenario is equal to
90% or 0.90. It should be also noted that the battery health is
presumed for all of the cases considered in the given study.
Otherwise, the minimum allowed SOC for all EVs is selected to be
20% or 0.2 for achieving the same aims. According to CHAdeMO
standards, the maximum current rate for the EVs’ charging is equal
to 125 A. On the other hand, the minimum charging and
discharging current rate for EVs is equal to −125 A. In order to
express the results in a comprehensive and concise manner, the
power and the current at the charging state are defined to be greater
than zero. On the contrary, the power and the current at the
discharging state are less than zero. Moreover, the aim of the
proposed method is to provide the fastest possible charging to the
EVs, while the charging voltage's value is presumed to be 500 V in
accordance with the fast charging protocols. Table 1 summarises
the assumed and selected parameters for the scenario under
optimisation. 

The optimisation of the regional load control under this scenario
is conducted using the proposed algorithm. Figs. 6–9 depict the
results obtained from the regional load control optimisation. 

From Fig. 6 one can observe that SOC for all of the regions is in
the optimal range and proportional to the values defined by the
users. In addition, it can be seen that EVs are charging to the upper

Fig. 5.  Profile of utility load
 

Table 1 Parameters and values used in the optimisation
Parameter Value
max. discharging current, A −125
max. charging current, A 125
minimum charge state 0.22
maximum charge state 0.92
Threshold charge state
 residential EVs 0.58
 industrial EVs 0.62
 commercial EVs 0.82
desired charging time for
 residential EVs 16:00
 industrial EVs 17:00
 commercial EVs 18:00
 all EVs 00:00
maximum discharging power for
 residential EVs, kW −160
 commercial EVs, kW −51.9
 industrial EVs, kW −610
maximum charging power for
 residential EVs, kW 1600
 commercial EVs, kW 51.9
 industrial EVs, kW 610
interval of time steps 24
utility base power, MW 14

 

Fig. 6.  Collective SOC of EVs in different areas of the region
 

Fig. 7.  Collective charging currents for different areas of the region
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SOC, when the utility power is available during the off-peak load
hours. According to Figs. 7 and 8, it can be concluded that EVs in
all regions are charging with the highest allowed charging current
and charging power when the power is available during the off-
peak time.

Finally, considering the results presented in Fig. 9 it can be
observed that this method satisfies the expectations of the regional
load control optimisation model expressed in Section 3. Precisely,
during the off-peak time, i.e. 19:00–07:00, EVs are charged in
order to supply the daily power demand. On the other hand, during
the high-demand hours, i.e. from 9:00 to 19:00, EVs are capable of
providing power services with improved power profiles. From the
obtained results, it can be also concluded that using the proposed
optimisation method, the power profile has been significantly
improved during the peak hours. Precisely, Fig. 9 demonstrates that
the power during the peak times decreased by 1.5 MW from 13 to
11.5 MW. The optimised average power value is equal to some

7.33 MW, while the standard deviation is equal to about 3.56 MW,
which is smaller compared to the standard deviation of 3.973 MW
before the optimisation.

Scenario 2. Programming residential load: The second scenario
implies that the main target is to find the fastest way to charge EVs
in the residential area. In order to maintain coherence and
comparability, the values of the parameters used in the previous
scenario are also used in this section and listed in Table 2. The
results of implementing the proposed method in the residential
areas taking into account the values presented in Table 2 are plotted
in Figs. 10–13. 

The SOC of the EVs in the residential area is plotted in Fig. 10.
As it can be noted the desired aims are met. During the peak-
demand time, the energy stored in the EVs batteries is used to
improve the power profile of the grid. On the other hand, during
the low-demand time, EVs’ batteries are charged and help to
reduce the utility's load.

Charging current and power for EVs in the residential area are
plotted in Figs. 11 and 12, respectively. During the peak hours, the

Fig. 8.  Collective charging power for different areas in the region
 

Fig. 9.  Optimisation results of the regional load control
 

Table 2 Parameters and values used in the second
scenario
Parameter Value
max. discharging current, A −125
max. charging current, A 125
SOC (min) 0.22
SOC (max) 0.92
threshold of charge state 0.58

0.82
desired time for charging 16:00

00:00
upper discharging power, kW −500
upper charging power, kW 500
time interval 24
residential base power, MW 7
number of EVs 9

 

Fig. 10.  Collective SOC of EVs in the residential area
 

Fig. 11.  Collective charging current of EVs in the residential area
 

Fig. 12.  Collective charging power of EVs in the residential area
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amount of discharged and injected power to the utility is
maximised. On the other hand, at the low-power-consumption
time, the power from the utilities is injected into the EVs located in
the residential area.

Finally, by analysing the results presented in Fig. 13, it can be
observed that the proposed method satisfied the aims of the
residential load control optimisation. Precisely, during the off-peak
hours, i.e. 19:00–01:00, the EVs are charged from the grid to
supply the power demand during the day. Based on the obtained
results, it can be concluded that using the proposed optimisation
method, the power profile has been significantly improved during
the peak hours.

Fig. 13 shows that the power during the peak times decreased
by 500 kW from 6 to 5.5 MW. The average power is equal to some
3.1 MW after the optimisation. The standard deviation, in turn,
amounts in 1.18 MW, which is less than the standard deviation
before the optimisation, i.e. 1.28 MW.

Scenario 3. Programming industrial load: The main goal of the
third scenario is to find the best way to charge EVs in the industrial
area. In order to maintain the coherence and comparability, the

values of the parameters used in the previous two scenarios are
used and complemented in the given section. The variables and
constants utilised for the third scenario are listed in Table 3. 
However, some of the parameters vary as per the requirements of
the present scenario.

The values of SOC for industrial load control using EVs are
plotted in Fig. 14. As can be seen, the desired aims and goals are
achieved. During the peak-demand time, the energy stored in the
EVs’ batteries is used to manage the power of the utilities. On the
other hand, during the low-demand time, EVs’ batteries are
charged and help to reduce utility's load.

Charging current and power of the EVs in the industrial area are
plotted in Figs. 15 and 16, respectively. One can observe that the
amount of discharged and injected power to the utility is the
highest during the peak hours, which in the given case correspond
to two periods, namely 08:00–12:00 and 13:00–16:00. On the other
hand, during the low-power-consumption time, the power from the
utilities is injected into the EVs parked in the industrial area.

Finally, by investigating the obtained results depicted in Fig. 17,
it can be observed that this method satisfied the expectations of the
industrial load control optimisation and the grid's power profile
was significantly improved during the peak hours. In addition,

Fig. 13.  Optimisation results of the residential load scheduling
 

Table 3 Parameters and values used in the third scenario
Parameter Value
max. discharging current, A −125
max. charging current, A 125
SOC (min) 0.22
SOC (max) 0.92
threshold of charge state 0.65

0.82
desired time for charging 16:00

00:00
upper discharging power, kW −800
upper charging power, kW 800
time interval 24
residential base power, MW 5
number of EVs 13

 

Fig. 14.  Collective SOC of EVs in an industrial area
 

Fig. 15.  Collective charging current of EVs in the industrial area
 

Fig. 16.  Collective charging power of EVs in the industrial area
 

Fig. 17.  Optimisation result of industrial load scheduling
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Fig. 17 shows that power at peak times decreased by 750 kW from
4 to 3.25 MW.

The average power is equal to some 1.4 MW after the
optimisation is performed, while the standard deviation is equal to
some 1.42 MW, as compared to the standard deviation of 1.25 MW
before the optimisation.

Scenario 4. Programming commercial load: According to this
scenario, the optimal charging program for EVs in the commercial
area is modelled using the parameters and values listed in Table 4. 

The main target of the fourth scenario is to find the best way to
minimise utility's power demand throughout the peak-load hours
by injecting power from the EVs’ batteries and by keeping the
desired SOC at the defined intervals.

The results obtained from the implementation of the proposed
optimisation algorithm with the aim of optimal charging
programming are shown in Figs. 18 and 19. 

The overall power profile retrieved from the optimised system
is plotted in Fig. 20. During the peak hours, i.e. set as 08:00–12:00
and 09:00–19:00 for the given scenario, the amount of the
discharged power and the power injected into the utility is the
highest. On the other hand, during the low-power-demand time, the
power from the utilities is redirected to the EVs connected to the
chargers in the industrial area.

Fig. 20 shows that the power during peak times is decreased by
500 kW, from 4.9 to 4.4 MW. The average power and the standard
deviation after the optimisation are equal to 2.4 and 1.64 MW,
respectively, while the standard deviation before the optimisation is
some 1.89 MW.

4.1 Analysis of optimisation cost

The given study investigates the influence of the implementation of
the proposed optimisation technique on the power system under
various EV charging scenarios. In addition, it aims to examine the
amount of power supply using the proposed method and at the
same time evaluate the associated reduction of the costs for the
utilities and EVs’ owners. The foundation of the given section is
based on the power tariff, which is defined for commercial and
industrial areas. The numerical values for the paid costs are based
on the data obtained from Nordkraft and provided for the area of
Nordkraft Nett AS (Narvik Municipality and the Wall of the
Municipality of Evenes) [30]. The difference in the power profile
and the obtained data is negligible. In order to find the reduction in
costs, load profiles for commercial and industrial areas using the
optimisation method and without it are retrieved and compared. It
should be also highlighted that industrial and commercial users pay
a considerable amount per kW for power compensation in addition
to the regular energy costs [30]. One of the best solutions to solve
the set problem is to charge EVs’ batteries during the low-demand
time and supply power to the grid from the EVs’ batteries during
the peak-demand time. This, in turn, will minimise the power
profile and consequently the power tariffs. Thus, it creates
simultaneous profits for utilities and EVs’ owners. Power tariffs do
not apply to residential areas at the moment, but according to the
latest methods adopted by the distribution companies, power tariffs
for residential areas will be introduced in the nearest future. Table 5
presents a comparison of the power consumption and costs of
charging for the commercial and industrial areas before and after
applying the proposed optimisation algorithm. This analysis is
done during peak-power-demand time.

As can be seen from Table 5, the proposed method increases the
accuracy of the power scheduling and as a result, minimises the
cost of charging for the users.

In addition, it should be specifically emphasised that as a result
of reducing the power peak, not only the costs for the users are
affected, but also the investments required from the utilities’ side
are minimised. In other words, the proposed optimisation algorithm
decreases the infrastructural costs for the grid operators and
distributors, which do not plan to upgrade the existing equipment
to accommodate new EVs’ loads. On the other hand, owners of the
EVs and utilities tend to pay more for supplying power demand on
the electric grid instead of saving money.

Table 4 Values and parameters for commercial load
scheduling scenario
Parameter Value
max. discharging current, A −125
max. charging current, A 125
SOC (min) 0.22
SOC (max) 0.92
threshold of charge state 0.65

0.82
desired time for charging 16:00

00:00
upper discharging power, kW −700
upper charging power, kW 700
time interval 24
residential base power, MW 6
number of EVs 9

 

Fig. 18.  Collective SOC of EVs in the commercial area
 

Fig. 19.  Collective current of EVs in the commercial area
 

Fig. 20.  Collective charging power of EVs in the commercial area
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5 Conclusion
In this work, a novel fast charging method for EVs is implemented.
In addition, the smart programming for EVs, with the aim of
minimising the charging costs for electric utilities and EVs’
owners, is presented. The proposed approach is implemented in
accordance with the user's desire to charge and discharge EVs. In
other words, the priority is given to the desires of EVs owners, that
is when the owners tend to charge their vehicles, the aggregator is
not allowed to receive energy from EVs’ batteries. Other
advantages of the proposed method include peak load shaving and
load profile improvement. This is achieved by supplying the active
power from the EVs’ batteries and the reactive power from the
network's side converter to the utility. In addition, in order to
minimise the charging costs, an improved version of the intelligent
algorithm is proposed. The proposed optimisation technique is
examined using four case studies. The main aims are reducing
power utility and power demand. In smart programming, when the
grid power demand is maximised, active power is provided from
the EVs in order to supply power utilities for peak power shaving.
The proposed method achieves the main objectives based on the set
constraints for EVs’ owners and utilities. By reviewing the results,
the advantages of the proposed method, including reduction of
charging cost and fast charging can be observed for the EVs’
owners. Finally, the users will have to pay less due to the lower
peak power, which saves money in the system.

6 Acknowledgments
The work of M. Lu, O. Abedinia and M. Bagheri was supported in
part by the Program-Targeted Funding of the Ministry of Education
and Science of the Republic of Kazakhstan through the Innovative
Materials and Systems for Energy Conversion and Storage for
2018–2020 under Grant BR05236524 and in part by the Faculty
Development Competitive Research Grant of Nazarbayev
University under Grant SOE2018018. The work of M. Shafie-khah
was supported in part by FLEXIMAR-project (Novel marketplace
for energy flexibility), which has received funding from Business
Finland Smart Energy Program, 2017–2021. The work of J. P. S.
Catalão was supported by FEDER funds through COMPETE 2020
and by the Portuguese funds through FCT, under POCI-01-0145-
FEDER-029803 (02/SAICT/2017).

7 References
[1] Kulkarni, P., Gormus, S., Fan, Z., et al.: ‘A mesh-radio-based solution for

smart metering networks’, IEEE Commun. Mag., 2012, 50, (7), pp. 86–95
[2] Sortomme, E., El-Sharkawi, M.: ‘Optimal combined bidding of vehicle-to-

grid ancillary services’, IEEE Trans. Smart Grid, 2012, 3, (1), pp. 70–79
[3] Zhou, Y., Li, X.: ‘Vehicle to grid technology: A review’. 2015 34th Chinese

Control Conf. (CCC), Hangzhou, People's Republic of China, 2015
[4] Czechowski, K.: ‘Assessment of profitability of electric vehicle-to-grid

considering battery’, Graduate (KTH Royal Institute of Technology, Sweden,
2015)

[5] Duan, M., Darvishan, A., Mohammaditab, R., et al.: ‘A novel hybrid
prediction model for aggregated loads of buildings by considering the electric
vehicles’, Sustain. Cities Soc., 2018, 41, pp. 205–219

[6] Shao, S., Pipattanasomporn, M., Rahman, S.: ‘Grid integration of electric
vehicles and demand response with customer choice’, IEEE Trans. Smart
Grid, 2012, 3, (1), pp. 543–550

[7] Pipattanasomporn, M., Kuzlu, M., Rahman, S.: ‘An algorithm for intelligent
home energy management and demand response analysis’, IEEE Trans. Smart
Grid, 2012, 3, (4), pp. 2166–2173

[8] Ghadimi, N., Akbarimajd, A., Shayeghi, H., et al.: ‘Two stage forecast engine
with feature selection technique and improved meta-heuristic algorithm for
electricity load forecasting’, Energy, 2018, 161, pp. 130–142

[9] Mohammadi, M., Talebpour, F., Safaee, E., et al.: ‘Small-scale building load
forecast based on hybrid forecast engine’, Neural Process. Lett., 2018, 48, (1),
pp. 329–351

[10] Ghadimi, N., et al.: ‘A new prediction model based on multi-block forecast
engine in smart grid’, J. Ambient. Intell. Humaniz. Comput., 2017, 9, (6), pp.
1–16

[11] Abedinia, O., Bekravi, M., Ghadimi, N.: ‘Intelligent controller based wide-
area control in power system’, Int. J. Uncertain. Fuzziness Knowl.-Based
Syst., 2017, 25, (1), pp. 1–30

[12] Luo, Y., Zhu, T., Wan, S., et al.: ‘Optimal charging scheduling for large-scale
EV (electric vehicle) deployment based on the interaction of the smart-grid
and intelligent-transport systems’, Energy, 2016, 97, pp. 359–368

[13] Sheikhi, A., Bahrami, S., Ranjbar, A.M., et al.: ‘Strategic charging method for
plugged in hybrid electric vehicles in smart grids; a game theoretic approach’,
Int. J. Electr. Power Energy Syst., 2013, 53, pp. 499–506

[14] Zheng, Y., et al.: ‘Distributed charging control of smart electric vehicle
chargers for load valley filling in distribution networks’. 2019 IEEE Vehicle
Power and Propulsion Conf. (VPPC), Hanoi, Vietnam, 2019

[15] Luo, Y., Feng, G., Wan, S., et al.: ‘Charging scheduling strategy for different
electric vehicles with optimization for convenience of drivers, performance of
transport system and distribution network’, Energy, 2020, 194, p. 116807

[16] Cao, Y., Huang, L., Li, Y., et al.: ‘Optimal scheduling of electric vehicles
aggregator under market price uncertainty using robust optimization
technique’, Int. J. Electr. Power Energy Syst., 2020, 117, p. 105628

[17] Fachrizal, R., Shepero, M., van der Meer, D., et al.: ‘Smart charging of
electric vehicles considering photovoltaic power production and electricity
consumption: a review’, eTransportation, 2020, 4, p. 100056

[18] Solanke, T.U., Ramachandaramurthy, V.K., Yong, J.Y., et al.: ‘A review of
strategic charging–discharging control of grid-connected electric vehicles’, J.
Energy Storage, 2020, 28, p. 101193

[19] Lü, X., Wu, Y., Lian, J., et al.: ‘Energy management of hybrid electric
vehicles: a review of energy optimization of fuel cell hybrid power system
based on genetic algorithm’, Energy Convers. Manage., 2020, 205, p. 112474

[20] Sun, X., Li, Z., Wang, X., et al.: ‘Technology development of electric
vehicles: a review’, Energies, 2020, 13, (1), p. 90

[21] Abedinia, O., Amjady, N., Ghadimi, N.: ‘Solar energy forecasting based on
hybrid neural network and improved metaheuristic algorithm’, Comput.
Intell., 2018, 34, (1), pp. 241–260

[22] Gao, W., Darvishan, A., Toghani, M., et al.: ‘Different states of multi-block
based forecast engine for price and load prediction’, Int. J. Electr. Power
Energy Syst., 2019, 104, pp. 423–435

[23] Fathabadi, H.: ‘Novel wind powered electric vehicle charging station with
vehicle-to-grid (V2G) connection capability’, Energy Convers. Manage.,
2017, 136, pp. 229–239

[24] Horrein, L., Bouscayrol, A., Cheng, Y., et al.: ‘Influence of the heating system
on the fuel consumption of a hybrid electric vehicle’, Energy Convers.
Manage., 2016, 129, pp. 250–261

[25] Chen, G., Liu, L., Song, P., et al.: ‘Chaotic improved PSO-based multi-
objective optimization for minimization of power losses and L index in power
systems’, Energy Convers. Manage., 2014, 86, pp. 548–560

[26] Yuan, X., Liang, W., Yanbin, Y.: ‘Application of enhanced PSO approach to
optimal scheduling of hydro system’, Energy Convers. Manage., 2008, 49,
(11), pp. 2966–2972

[27] El-Naggar, K.M., AlRashidi, M.R., Al-Othman, A.K.: ‘Estimating the input–
output parameters of thermal power plants using PSO’, Energy Convers.
Manage., 2009, 50, (7), pp. 1767–1772

[28] Fang, H., Long, C., Zuyi, S.: ‘Application of an improved PSO algorithm to
optimal tuning of PID gains for water turbine governor’, Energy Convers.
Manage., 2011, 52, (4), pp. 1763–1770

[29] Niknam, T., Azadfarsani, E., Jabbari, M.: ‘A new hybrid evolutionary
algorithm based on new fuzzy adaptive PSO and NM algorithms for
distribution feeder reconfiguration’, Energy Convers. Manage., 2012, 54, (1),
pp. 7–16

[30] 2017. Available: http://www.nordkraftnett.no/getfile.php/133423/Nordkraft
%20Nett%20dokumenter/Nettleie%202017%20oversikt%20web%20og
%20avisa.pdf, accessed 30 May 2017

Table 5 Cost reduction before and after applying a smart
scheduling strategy

Commercial area
in the interval of
(12:00–13:00)

Industrial area
in the interval

of (11:00–
12:00)

the amount of power used
before optimisation, kW

4800 4100

the amount of power used
Power after optimisation, kW

4300 3300

the amount of reduced power
demand, kW

500 750

the cost of charging before
optimisation units

1.9884 million 1.614 million

the cost of charging after
optimisation, units

1.7854 million 1.3185 million

the reduced costs of
charging, units

0.203 million 0.2955 million
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