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Abstract—In this paper, the coordinated integration of aggre-
gated plug-in electric vehicle (PEV) fleets and renewable energy
sources (wind energy) in power systems is studied by stochastic
security-constrained unit commitment (Stochastic SCUC) model,
which minimizes the expected grid operation cost while consid-
ering the random behavior of the many PEVs. PEVs are mobile
and distributed devices with deferrable options for the supply/uti-
lization of energy at various times and locations. The increased
utilization of PEVs, which consume electricity rather than fossil
fuel for driving, offers unique economic and environmental oppor-
tunities, and brings out new challenges to electric power system
operation and planning. The storage capability of PEVs could help
power systems mitigate the variability of renewable energy sources
and reduce grid operation costs. Vehicle-to-grid (V2G) enables
PEVs to have bi-directional power flows once they are connected
to the grid, i.e., they can either inject power to, and draw power
from, the grid which adds further complexity to power system
operations. PEVs signify customers’ random behavior when con-
sidering their driving patterns, locational energy requirements,
topological grid interconnections, and other constraints imposed
by the consumers. Numerical tests demonstrate the effectiveness
of the proposed approach for analyzing the impact of PEVs on the
grid operation cost and hourly wind energy dispatch.

Index Terms—Load aggregation, plug-in electric vehicles,
renewable energy sources, stochastic security-constrained unit
commitment, V2G.

NOMENCLATURE
Variables:
b, 7,0 Index of bus.
C(()) Operation cost of PEV fleet.
EO Available energy in batteries of fleet v at
vt time 7.
Enct Net discharged energy of PEV fleet v at time

t.

Fooy, FZ’(.) Production/availability cost function of a
thermal unit.

Denotes a thermal unit.

=,

7O Unit status indicator, 1 means on and 0
) means off.
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Indicator of PEV fleet in charging mode.
Indicator of PEV fleet in discharging mode.
Indicator of PEV fleet in idle mode.

Denotes a hydro unit.

Index of transmission line.

Denotes a segment of curves.

Generation of a unit.

Power generation curtailed of wind unit w
at hour ¢.

Charge/discharge power of PEV fleet.
Charge/discharge power rate at segment 772.
Real power flow on line [ at hour ¢.

Denotes a scenario.

Shutdown cost of a unit.
Startup cost of a unit.

Hour index.

Denotes a PEV fleet.
Denotes a wind unit.
Bus angle.

Maximum permissible power adjustment of
a unit.

Set of units which are connected to bus b at
time .

Slope of segment m in linearized
charge/discharge curve.

Shutdown/startup cost of hydro unit %.
Set of loads which are connected to bus b.

Energy for PEV v to drive at time ¢ in
scenario s.

Min/max energy stored in batteries of PEV
fleet v.

Initial and terminal stored energy in PEV
fleet v.

Set of lines starting from/ending at bus b.
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Nyt Status of grid connection of fleet v at time ¢.
NE; Ratio of the number of PEVs in fleet v in
scenario s to the number of base case PEVs.
NT Number of hours under study.
P Probability of the base case solution.
p° Probability of scenario s.
P(H;iﬂ, P(Hiax Min/max generation capacity.
pmin - pmax Min/max charging capacity of PEV fleet .
P;C”fvl, praax Min/max discharging capacity of PEV fleet
v,
() Total system demand.
Poo)
pL) Forecasted wind power of wind unit w at
fwt hour .
e Maximum power output at segment /7 in
charging/discharging cost curve of PEV fleet
V.
pPLyex Maximum capacity of line {.
T Time in which the charging state is set to a

value.

Ux(), Uy

(-) ( Outage status, 1 if available, and otherwise
: 0

Xijo Inductance of a line between buses j and o.

T Cycle charging efficiency of PEV fleet.

I. INTRODUCTION

LUG-IN electric vehicles (PEVs) represent hourly dis-

tributed and mobile demands in power systems which
could also provide distributed storage to power grids [1], [2].
The aggregated storage capability of PEVs can help shift the
hourly generation portfolio and reduce grid operation costs.
Hence, a dramatic increase in the number of PEVs could have
a major impact on power system operations. Once aggregated
at the distribution level, the distribution company (DISCO)
will submit the information on marginal cost, storage capacity,
and location of PEV fleets to the ISO for participation in the
day-ahead market.

Wind energy is the fastest growing renewable energy resource
[3]. The large penetration of wind energy could decrease the
operation cost and the emission of hazardous gases from fossil
plants. However, the variability of wind energy could impose
adverse effects on the dynamic and static security of power sys-
tems. References [4] and [5] studied the integration of storage
for mitigating the effect of hourly wind energy variability on
power systems. Likewise, V2G could offer ancillary services
and reduce operation costs in power systems.

References [6]-[8] focused on storage technologies and
power electronic grid-connection interfaces for facilitating
large-scale adoptions of PEVs. Economic potentials of PEVs
for participating in regulation services were investigated in
[9]. The role of PEV in the integration of renewable energy
resources was addressed in [10]. The integration of PEV in
power systems was investigated in [11] and major issues for the
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V2G implementation were discussed. The electricity market
issues of PEV integration were presented in [12].

Unlike conventional storage capabilities, the grid-connection
storage topography of PEVs may change during the daily op-
eration of power systems. PEVs consume energy according to
their driving requirements. In addition, the total PEV energy
drawn from the grid could be much larger than the energy in-
jected to the grid [13]-[16]. While most of the previous studies
addressed the economic aspects of integrating PEVs to power
systems, they lack the transmission system security considera-
tion offered by the PEV interconnection and its daily profile in
power systems.

The contributions of this paper include the modeling of large
scale PEV integration as mobile distributed load and storage
facilities and their impacts on the optimal operation of secu-
rity-constrained power systems. The study considers physical
limitations of power systems, hourly load and wind energy un-
certainties, and random outages of generation and transmission
components in PEV integration.

The rest of the paper is as follows. Section II discusses the
proposed Stochastic SCUC formulation. Section III illustrates
the effectiveness of the proposed methodology by a 6-bus
system and the IEEE 118-bus system. Detailed discussions and
conclusions are presented in Sections IV and V, respectively.

II. PROPOSED STOCHASTIC SCUC FORMULATION

PEV fleet characteristics include starting locations and desti-
nations of PEV fleets, departure and arrival times at designated
locations, and PEV charging locations and patterns which could
be bundled into power system operations. A random number of
PEVs is assumed for each fleet. The state of charge (SOC), en-
ergy consumption, and min/max capacity of a PEV fleet is a
function of the number of PEVs and their operating characteris-
tics. SOC is the ratio of available energy to maximum storable
energy in the battery. The available energy in the PEV battery
is computed by multiplying the given SOC by the maximum
storable energy in the battery. The energy consumption in a fleet,
which is a parameter, depends on the number of PEVs and their
energy requirements. The driving habits in a fleet would deter-
mine the charging/discharging patterns of aggregated PEVs.

The proposed formulation is a stochastic optimization
problem in which the wind energy and load forecast errors,
power system component outages, number of PEVs in a fleet
and their energy requirements are considered as variables. The
proposed solution determines the hourly unit commitment and
dispatch of generating units and charge/discharge states of PEV
fleets.

The Monte Carlo simulation method is utilized in the pro-
posed stochastic model. Random outages in power systems are
represented by incorporating probability distribution functions
and forced outage rates. Load forecast errors, PEV energy con-
sumption patterns, and the number of PEVs in a fleet are repre-
sented by truncated normal distribution functions in which the
mean values are the forecasts and the standard deviations are
percentages of the mean values [17], [18]. Wind speed varia-
tions are simulated by the Weibull distribution function, auto
correlation factor and diurnal pattern [19], and wind generation
is procured by incorporating the wind turbine power curve and
wind speed at wind sites. Forward and backward algorithms
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are developed to reduce the number of scenarios with an ac-
ceptable accuracy [20], [21]. The convex operation cost of ag-
gregated PEVs would depend on the number of vehicles and
charging/discharging cycles [9].

The proposed Stochastic SCUC is a mixed-integer program-
ming (MIP) optimization problem. The objective (1) is to min-
imize the grid operation cost subject to system and unit con-
straints (2)—(28). The objective function includes the base case
operation cost, in which the forecasted quantities of load, wind,
and hydro are incorporated, and outages of generators and trans-
mission lines are not considered. We also consider in the ob-
jective function the availability cost for providing spinning re-
serve in Monte Carlo scenarios. The availability cost refers to
the payment to generators that provide reserves. The provision
of reserve is exercised as a corrective action by generators in re-
sponse to the realization of uncertainties. It is assumed that the
generators can provide corrective actions, which are restricted
by their ramp up/down limitations. The availability cost is con-
sidered as one third of the marginal cost of a generating unit
[22]. The objective function further includes the expected cost
of corrective actions in scenarios for accommodating uncertain-
ties. In this formulation, load curtailment is not acceptable in
scenarios, and the system should serve the load in the base case
and all scenarios. Alternatively, load curtailment could have
been considered by adding the respective penalty factor to the
objective function. Thermal units are formulated as non—quick
start units, so their scenario commitment status is the same as
that in the base case. Thus, there is no need to introduce extra
startup/shutdown costs in scenarios.

The system and generating unit constraints in the base case
are shown in (2)—(14). Detailed thermal unit constraints are
available in [23]. Hydro unit constraints are provided in [24].
Wind curtailment constraint is shown in (2) in which the sum
of dispatched and curtailed wind power is the same as the wind
power forecast. The wind curtailment occurs when there is an
insufficient ramping down capability of thermal units or a sig-
nificant transmission congestion for utilizing the available wind
power in power systems. The base case PEV fleet constraints
are shown in (3)—(10). The net hourly absorbed/delivered
energy is given in (3), which shows that the difference in the
energy gained from the grid/stored in the aggregated PEV
battery and the energy delivered back to the grid from the PEV
is quantified by the charging cycle efficiency of the aggregated
PEV. The hourly charge/discharge/idle modes of fleets which
are mutually exclusive are given in (4). Charge/discharge power
constraints are given in (5)—(6). The hourly energy balance in
PEV batteries is given in (7). The given parameter IV, ; indicates
connectivity of PEV fleet to the system. Once a PEV fleet is
connected to the power system (i.e., IV,, ; = 1), the aggregated
battery is either charged by drawing power from the grid (5),
or discharged by injecting power to the grid (6). If the PEV
fleet is not plugged in (i.e., N, + = 0), the charging/discharging
power will be zero according to (4)—(6).The energy capacity
limit of each fleet is presented in (8)—(9). The piecewise linear
representation of convex charge/discharge cost curve of PEV
batteries is shown in (10), which represents the depth of dis-
charge and cycles to failure of the battery for calculating the
cost of energy drawn or delivered by PEV batteries. As the
depth of aggregated battery discharge increases, the number
of cycles to failure would decrease. This indicates a higher
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cost for charging/discharging of the battery because the total
energy stored by/drawn from the battery during its lifetime will
decrease for a fixed battery price [9], [11]. Hence, the operation
cost of aggregated PEV has a direct correlation with the depth
of charging/discharging batteries [12]. The nonlinear battery
charging/discharging cost curves are piecewise linearized for
consideration in the proposed MIP formulation. A tighter
piecewise linear approximation was presented in the authors’
previous work [25]. In the consumer-controlled scheme, the
aggregated SOC of PEVs is set to be fixed at specific operation
periods (11). It is assumed that the SOC is at 100% when a
PEV fleet is leaving the station. Equations (12)—(14) represent
the base case dc power flow constraints.

The PEV fleet scenario constraints are shown in (15)—(23)
and the consumer-controlled scenario scheme is represented by
(24). The wind scenario constraint includes a set similar to (2),
except base case variables are replaced by scenario variables.
The scenario corrective action is enforced by (25) where the
hourly cost of corrective action, £/, (A}"*), is included in (1).
Equations (26)—(28) represent dc power flow constraints for
each Monte Carlo scenario. The grid connection of PEV fleet
at time ¢ is represented by By, in (26).
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Considering the grid complexity along with the stochastic
nature and the mobility of V2G, the proposed optimization
problem in (1)—(28) represents a large-scale, nonconvex, non-
deterministic polynomial-time hard (NP-hard) problem [26].

The solution to the original problem in such cases would be an
intractable task without decomposition. The problem is decom-
posed into a master MIP problem and several linear program-
ming (LP) subproblems. After the master problem is solved, the
subproblems check the network constraints in the base case and
all scenarios. Network evaluations for the base case and all sce-
narios are independent which can be optimized in parallel. Ben-
ders cuts are generated and fed back to the master problem to
mitigate any violation encountered in the base case or any sce-
nario. The decomposition and respective formulation is shown
in Fig. 1.

III. CASE STUDIES

In this section, a 6-bus power system and the 118-bus power
system are studied to demonstrate the effectiveness of the pro-
posed approach for analyzing the impact of aggregated PEVs on
operation cost, wind curtailment, and optimal unit commitment
and dispatch of generation facilities including thermal, hydro,
and wind units along with PEV fleets.

A. 6-Bus Power System

A 6-bus power system shown in Fig. 2 is considered to study
the integration of PEVs into the power grid. Generators and
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Fig. 1. Proposed Stochastic SCUC with PEV integration in power systems.
Wind
Y
,,@@O & O @
- ) ad A |
s
/ \
.I 1
5 4
/ 1
//| /I
\ / /
é*f 1 (/, 6 tl
Fig. 2. 6-Bus power system.
TABLE I
THERMAL UNIT CHARACTERISTICS
a b ¢ FBpin Bax SU SD Min. Min
Unit
(SMW?) (SIMW) ($/h) MW) (MW) (5) ($) Up (h) Dn. (h)
Gl 0.099 6.589 2114 100 320 100 50 4 3
G2 0.203 7.629 2174 10 160 200 40 3 2
G3  0.49%4 10.07 102.8 10 100 80 10 1 1

transmission line data are shown in Tables I and II, respec-
tively. PEVs in various locations are categorized into different
fleets based on their driving characteristics. The available en-
ergy, max/min capacity and charge/discharge power of indi-
vidual vehicles are aggregated in PEV fleet characteristics rep-
resenting max/min capacities, SOC, and max/min charging/dis-
charging capabilities.Tables III and IV show five fleets in the
power system. The charging efficiency of a fleet is 85% which
is the ratio of energy stored in the battery to the energy drawn
from the grid.



KHODAYAR et al.: HOURLY COORDINATION OF ELECTRIC VEHICLE OPERATION

TABLE II
TRANSMISSION LINE CHARACTERISTICS

LineID FromBus To Bus Impedance (p.u) Capacity (MW)
1 1 2 0.170 65
2 1 4 0.258 70
3 2 4 0.197 40
4 5 6 0.140 40
5 3 6 0.018 75
6 2 3 0.037 80
7 4 5 0.037 65
TABLE III
PEV FLEET CHARACTERISTICS
. Min Max
lf).llz; ggg gl:; Charge/ Charge/ a s b c
No. (MWh) (MWh) Dliﬁk\;l;ge Dgc/[l{;/r)ge ($/MW?) (8/MW) ($/h)
1 13.152 65.76 7.3/6.2 24.8/21.08 0.17 8.21 0
2 10.96 54.8 7.3/6.2 14.58/12.4 0.20 8.21 0
3 5.48 27.4 7.3/6.2 7.29/6.2 0.41 8.21 0
4 8.768 43.84 7.3/6.2 11.67/9.92 0.25 8.21 0
5 10.96 54.8 7.3/6.2 14.58/12.4 0.20 8.21 0
TABLE IV
PEV FLEET TRAVEL CHARACTERISTICS
PEV  Number First Trip Second Trip
fleet of Departure Arrival Departure Arrival
No. PEVs Time Bus Time Bus Time Bus Time Bus
1 3,400 6:00 5 8:00 1 17:00 1 19:00 5
2 2,000 7:00 4 8:00 2 16:00 2 17:00 4
3 1,000 5:00 4 7:00 2 16:00 2 18:00 4
4 1,600 5:00 6 6:00 3 17:00 3 18:00 6
5 2,000 7:00 5 9:00 3 18:00 3 20:00 5

The PEV fleets have different energy requirements. The an-
nual driving distance by a PEV fleet is 12 000 miles with a 32.88
miles average per day [10], [27]. The energy required by a PEV
is 9 kWh/day with an average 3.65 miles/kWh [9]. So, the hourly
energy required by the fleets is 7.65, 9.00, 2.25, 7.20, and 4.50
MWh, respectively. We assume the required energy for driving
in one direction is the same as that of returning to the starting
point. The installed wind capacity is 75 MW, which is about
30% of the system peak load with an hourly average wind gen-
eration of 11.7%.

We consider two modes of operation. In the grid-controlled
mode, PEV charge/discharge decisions are made by power
system operators based on the system operation and driving
requirements. In the consumer-controlled scheme, SOCs at
certain hours are adjusted to represent consumer charging/dis-
charging requirements. The following four cases are considered
to evaluate the impact of PEVs on the optimal operation of
power systems:

Case 1: Deterministic Solution—Grid-Controlled mode;

Case 2: Deterministic Solution—Consumer-Controlled mode;
Case 3: Stochastic Solution—Grid-Controlled mode;

Case 4: Stochastic Solution—Consumer-Controlled mode.

Case 1: Deterministic Solution-Grid-Controlled Mode

The system load, wind generation, and driving requirements
are the same as forecasts. The operation cost is $115541.36 and
the wind curtailment is 0 MWh. Table V shows the charge/dis-
charge mode of PEV fleets in which the aggregated V2G enables
a cheaper energy delivery at peak hours. In Table V, the first
fleet at bus 5 will inject power to the grid at hour 5 when the bus
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Fig. 3. LMPs in Case 1.

TABLE V
POWER DISPATCH OF PEVS IN GRID CONTROLLED SCHEME (MW)

Fleet Hours (1-12)
1 0 0 0 0 072 0 0 -0.01 0 0 0 -59
2 70 0 0 0 0 -047 0 -129-798 0 0 0
3 0 0 0 0 0 0 -729-329 0 0 0 0
4 0 -099 196 -096 0 -11.6-11.6-103 0 0 0 549
5 0 0 0 0 0 0 0 0 -11.2 0 0 0
Fleet Hours (13-24)
1 0 -154 0 -154 0 0 0 0 0 0 0 0
2 -129 0 0 0 124 750 0 0 0 0 -325 0
3 645 0 0 0 0 548 0 0 0 0 0o 0
4 -11.6 0 -239 38 0 992 -0.08 2.14 3.57 -1.71 240 0
5 -146 -11.8 -109 109 124 O 0 0 0 0 0 0

TABLE VI
COMMITMENT STATUS IN GRID CONTROLLED SCHEME OF CASE 1

Unit
Gl 111111111111
G2 111111111111
G3 000000111111

LMP is higher. The fleet will charge PEV at bus 1 rather than bus
5. Likewise, the fifth fleet will not charge/discharge when con-
nected to bus 5 as both the lowest and the highest LMPs occur
on bus 3. In Fig. 3 the maximum LMP is 121.6 $/MWh at bus 3.
The LMPs at buses 3 and 5 are higher at hours 3, 5, and 16—18.
The fourth and fifth fleets in Table V are discharged at hours 16,
and 1617, respectively, to take advantage of higher LMPs on
bus 3.Table VI shows the hourly commitment of generators in
which the third generator is not committed for the first six hours
in the morning.

The grid operation cost and wind curtailment will increase to
$117424.15 and 1.2 MWh, respectively, if the aggregated PEVs
are stationary, i.e., always connected to the same bus. These
quantities will decrease when PEVs are mobile in the grid. The
mobility of PEVs could enhance the optimal generation while
satisfying the fleet requirements. However, constraints imposed
by consumers on the energy required for driving a vehicle, max-
imum storage capacity, and SOC could limit the optimal grid
operation. For example, the fourth fleet departs bus 6 in the
morning with an SOC of 36.4% and returns in the evening with
an SOC of 74.8%. This indicates that the energy is transferred
from bus 3 to bus 6 via the fourth fleet.

PEVs may reduce the operation cost by storing energy in one
bus without transferring the energy elsewhere. The SOC of the
fifth fleet when departing and returning to bus 5 is 36.4%, and
the power exchange occurs when the PEV is connected to bus 3.
Fig. 4 shows the generation dispatch in which the standard de-
viation of generation dispatch for Generators 1-3 is 16.1, 10.8,
and 11.2 MW, respectively.
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Fig. 4. Hourly dispatch of generators in Case 1.
TABLE VII
HOURLY POWER DISPATCH OF PEVS IN CASE 2 (MW)
Fleet Hours (1-12)
1 -823 0 0 0 976 0 0 -1.72-001 O 0o 0
2 959 0 0 0 0 -123 0 0 0 0 0 0
3 -529 0 0 0 0 0 -529 0 0 0 0 0
4 0 -103 -433-103 0 -847 O 0 0 193 0 549
5 -106 0 0 0 0 -0.01 0 0 0 196 0 0

Fleet Hours (13-24)
1 0 0 -0.81-154 0 0 0 0 0 0 0 0
2 -106 O 0 0 124 0 0 0 0 0 -325 0
3 0 0 0 0 0 0 0 0 0 0 0 0
4 -873 0 0 0 0 6.68 -2.93 2.14 5282 0 2403 0
5 -129 0 0 0 0 0 0 0 0 0 0 0

TABLE VIII
HOURLY COMMITMENT IN CONSUMER CONTROLLED SCHEME OF CASE 2

Unit Hours (1-24)
Gl 1111111111111 1111111111°1
G2 t11r1r1r11111r111111111111111
G3 111111111111 11111111111°1
TABLE IX

MaxiMUM LMPs ($/MWH)

Bus Case 1 Case 2
1 30.0 30.0
2 32.0 32.0
3 121.6 336.0
4 64.1 137.9
5 75.0 175.5
6 116.3 317.7

Case 2: Deterministic Solution—Consumer-Controlled Mode

The grid operation cost increases to $119 084.33 as the con-
sumer-controlled mode imposes further constraints on charge/
discharge of PEVs.Table VII shows the dispatch of PEV fleets.
The wind curtailment is 0 MWh. Comparing Tables VIl and V,
it is clear that the required SOC at the departure time will cause
the fleet to draw more energy from the grid. Unlike Case 1, the
fifth fleet at bus 5 is charged at hours 1 and 6 to set the desired
SOC at the departure time. Table VIII shows the hourly com-
mitment of thermal generators in which G3 is committed at ad-
ditional hours as compared to Case 1. Table IX shows a higher
LMP and congestion at peak hours in the consumer-controlled
scheme.

Fig. 5 shows the generation dispatch profile in which the stan-
dard deviations of generation dispatch for Generators 1-3 are
14, 10.4, and 20 MW, respectively. So the generation profile of
the most expensive generator (Gen. 3) in Case 1 is smoother
than that in Case 2. Hence, a flexible PEV control can reduce
the volatility when integrating renewable resources into the grid.
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Fig. 5. Hourly dispatch in consumer-controlled scheme in Case 2.

TABLE X
TRANSMISSION LINE CHARACTERISTICS IN CASES 3 AND 4
LineID FromBus To Bus Capacity(MW) FOR
1 1 2 97 1%
2 1 4 100 1%
3 2 4 113 1%
4 5 6 81 1%
5 3 6 121 1%
6 2 3 111 1%
7 4 5 103 1%

The generation dispatch volatility could increase the grid oper-
ation cost due to turbine wear and tear.

Case 3: Stochastic Solution—Grid-Controlled Mode

In this case, load and wind forecast errors, generation and
transmission outages, and the number of PEVs in a fleet and
their energy requirements are considered random. The load fore-
cast error follows a normal distribution with a mean value equal
to the forecasted load and standard deviation of 5% of the mean
value. The forecast error of energy consumption for driving and
the number of PEVs in a fleet follow a normal distribution with
mean values equal to the forecast as shown in Tables [T and IV,
and the standard deviationof 5% and 20% of the mean values,
respectively. The wind generation forecast is procured based on
the typical wind power curve and generated wind speed data.
The mean daily wind speed is 10 m/s, which follows a Weibull
distribution function with Weibull coefficient equal to 2.1.

The deterministic solution applied to the proposed stochastic
model would result in the operation cost and the expected
demand mismatch penalty of $129184.989 and $25 146,
respectively. While in the stochastic solution, the opera-
tion cost and demand mismatch penalty are $128 174.713
and $20913, respectively. Hence, the stochastic solu-
tion would lower the operating cost by $5243.276 (i.e.,
129184.989 4 25146 — 128 174.713 — 20913), which is the
value of stochastic programming.

In Table X, a case with higher transmission line capacities
is considered to avoid any demand mismatch due to transmis-
sion congestions. In this case, the grid operation cost in the base
case is $113454.555 and the availability cost of the system is
$1789.359, while the wind curtailment in the base case and the
expected wind curtailment in scenarios are 117.32 MWh and
40.762 MWh, respectively. Table XI shows the hourly commit-
ment of thermal units in which the third unit is not committed
for 10 hours.

Case 4: Stochastic Solution—Consumer-Controlled Mode

Like Case 2, the consumers set the SOC of PEVs prior to de-
parture. In this case, the base case operation cost and availability
cost are $114498.69 and $2108 while the wind curtailment in
the base case and the expected wind curtailment in scenarios are
121.097 MWh and 40.816 MWHh, respectively. Here, the base
case operation cost, availability cost and wind curtailment are
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TABLE XI
HOURLY COMMITMENT IN CASE 3
Unit Hours (1-24)
Gl rtTr1111111111111111111111
G2 111111111111 1111111111T1]1
G3 0000000000111 1111T1T1T11111
TABLE XII

HOURLY COMMITMENT IN CASE 4

Unit Hours (1-24)
Gl 1111111111111 111111111T1°11
G2 1111111111111 111111111T1]11
G3 000001000111 111111111111
TABLE XIII
WIND SPEED PROFILE AT SITES
site 1 site 2 site 3 site 4 site 5
Weibull Coefficient 1.17 2.03 2.19 2.9 2.26
Auto Correlation Factor 0.761  0.943 0.957 0.88 0.928
Diurnal Wind Pattern 0.11 0.0944 0.0969 0.0196 0.0668
Hour of Peak Wind Speed 24 14 13 20 22
TABLE XIV
PEV FLEET CHARACTERISTICS
2
Fleet " \rwhy  (MWH) (W) MW ($/MW?) ($/MW)  ($/h)
1 131.52 986.4 7.3/6.2 248/210.8 0.57 27.35 0
2 109.6 822 7.3/6.2 145.8/124 0.68 27.35 0
3 54.8 411 7.3/6.2 72.9/62 1.36 27.35 0
4 87.68 657.6 7.3/6.2 116.7/99.2 0.85 27.35 0
5 109.6 822 7.3/6.2 145.8/124 0.68 27.35 0
TABLE XV
RESULTS FOR FOUR CASES (BASE CASE)
Case Cost ($) Wind Curtailment (MWh)
1 1,323,982 305.456
2 1,327,672 348.572
3 1,352,637 178.216
4 1,357,843 169.145

increased as compared to those in Case 3. Table XII shows the
hourly commitment of generators in Case 3. The hourly com-
mitment of G3 is increased by two hours in this case.

B. 118-Bus Power System

In this case, the modified IEEE 118-bus system shown in
http://motor.ece.iit.edw/EV/118.emf is considered. Five 150
MW wind generation sites are considered on buses 12, 31, 66,
72, and 100, respectively. Table XIII shows the intermittent
wind speed information. A total of 100000 PEVs are divided
into 5 fleets based on their driving patterns. The PEVs in fleets
are 34000, 20000, 10000, 16 000, and 20 000, respectively.
Table XIV shows the fleet characteristics. The fleet travel
schedules are similar to those in the previous case study. The
same four cases discussed in the 6-bus system are considered.

Table XV shows the optimal base case cost and wind cur-
tailment in each case. Table XVI shows the expected wind cur-
tailment and the availability cost in Cases 3 and 4. In the grid-
controlled scheme, the expected wind curtailment and avail-
ability cost are lower. Table XVII shows the operation cost.
Comparing Cases 3 and 4, the operation costs are higher in the
consumer-controlled scheme because of introducing additional
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TABLE XVI
EXPECTED SCENARIO RESULTS FOR CASES 3 AND 4

Case Avalil. Cost ($) Exp. Wind Curtail (MWh)
3 12,649.754 328.57
4 14,289.818 367.28
TABLE XVII
SCENARIO COSTS IN CASES 3 AND 4 ($)
Scenario Case 3 Case 4
1 1,371,254 1,378,357
2 1,457,163 1,466,943
3 1,408,596 1,414,523
4 1,369,053 1,374,058
5 1,413,558 1,414,729
6 1,423,133 1,427,015
7 1,428,505 1,429,073
8 1,374,482 1,378,838
9 1,411,435 1,415,783
10 1,444,603 1,444,894
11 1,397,722 1,401,078
12 1,408,407 1,419,582
1330000
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S 1310000 { 0L
= -~
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Fig. 6. Grid operation cost in a grid-controlled scheme.

constraints. The results are consistent with that in the previous
case study.The solution time in this case is about 58 h on a 3.6
GHz personal computer with CPLEX 12.1. Parallel processing
of a larger server with multiple CPUs or several large servers
could reduce the computation time. In addition, practical con-
siderations for the implementation of PEV in a specific power
system could introduce additional short cuts for reducing the
computation time. The grid operation cost will decrease with
larger size PEV storage. However, the primary goal of PEV
fleets is transportation rather than the provision of ancillary ser-
vices in power grids.

Fig. 6 shows the relationship between the PEV storage
capacity, the charging/discharging cost, and the grid operation
cost. The battery capacity factor shows the size of the battery
as a percentage of a nominal battery capacity. The operation
cost factor (OCF) shows the charging/discharging cost as a
percentage of nominal cost for battery operation. In Fig. 6,
grid operation cost decreases as OCF is reduced. Also, the grid
operation cost decreases as PEV battery capacity factor in-
creases. Unlike the grid-controlled scheme, the increase in PEV
storage capacity may not reduce the grid operation cost in the
consumer-controlled scheme. The SOC constraints may restrict
the V2G reduction of the grid operation cost. Fig. 6 shows that
the increase in PEV charging/discharging costs will restrict the
PEV storage participation to the operation cost reduction. The
PEV contribution to the operation cost reduction may not be
significant in an unconstrained (no transmission congestion)
power system and system operators may consider dispatching
more expensive units rather than using PEV fleets as storage.
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IV. DISCUSSIONS

The integration of PEVs will introduce distributed and mobile
demands and storage in power systems. The mobility of PEV
fleets will impose additional operation constraints and introduce
benefits for supplying critical power system loads in specific lo-
cations and periods. The variability of renewable generation re-
sources may also be managed properly by charging/discharging
capability of mobile PEV fleets.

Once PEVs are connected to the grid, they can draw energy,
store it in batteries, and inject it back to the grid at other times
and locations in order to decrease grid operation costs. Once in
the V2G mode, PEVs can transfer energy between locations and
contribute to the provision of ancillary services and congestion
mitigation in transmission systems. Hence, V2G can help ISOs
lower grid operation costs by taking advantage of the fact that
the stored energy in PEVs can be transmitted between locations
without obeying power flow rules.

However, PEV utilization in power systems could introduce
additional obstacles and limitations. One issue is that the cost
of storing and delivering energy by PEV for reducing power
system operation costs may not be much cheaper than that of
energy supplied by the grid. The higher charging/discharging
cycles may reduce the battery life and impose further limitations
on PEV operations as a vehicle. Moreover, PEV storage require-
ments as a vehicle could impose further restrictions on the grid
utilization of PEV storage. Another challenge is the availability
of PEV at certain hours and locations as storage when PEV is
mobile. The driving patterns and the number of vehicles in each
fleet can alter the characteristics of ancillary services provided
by PEV fleets. However, the transmission congestion cost over
an extended period could far exceed the PEV storage cost.

V. CONCLUSIONS

In this paper, the impact of integrating PEV fleets into power
systems is evaluated. The proposed stochastic model incorpo-
rates the modeling of PEV fleets according to the power system
and PEV fleet constraints and requirements. The contributions
of the paper include:

* The PEV fleet modeling in power systems is considered

using the MIP formulation.

e The detailed power transmission system modeling and
transmission constraints are included in the model.

» The integration of high penetration of renewable genera-
tion resources in power systems is considered.

* The uncertainties imposed by PEV fleets, renewable en-
ergy resources, and transmission and generation compo-
nents are included.

* The operation schemes of PEV fleets and their impacts on
power system operations are considered.

* The impact of PEV on thermal generation profile in power
systems is evaluated.

It is shown that the PEV mobility can efficiently transfer en-
ergy throughout the network. PEVs can also help reduce the grid
operation cost by providing energy storage for renewable energy
resources. The PEV charging/discharging costs, limited storage
capacity, required energy for driving PEV, and the SOC con-
straints imposed by consumers will further restrict the reduction
in grid operation costs. When consumers set the SOC of PEVs,
the grid operation costs will increase and PEV capabilities for
transferring energy between locations will be limited.
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