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Abstract: The electrification of public transport bus networks can be carried out utilizing 

different technological solutions, like trolley, battery or fuel cell buses. The purpose of this 

paper is to analyze how and to what extent existing bus networks can be electrified with 

fast charging battery buses. The so called opportunity chargers use mainly the regular 

dwell time at the stops to charge their batteries. This results in a strong linkage between the 

vehicle scheduling and the infrastructure planning. The analysis is based on real-world data 

of the bus network in Muenster, a mid-sized city in Germany. The outcomes underline the 

necessity to focus on entire vehicle schedules instead on individual trips. The tradeoff 

between required battery capacity and charging power is explained in detail. Furthermore, 

the impact on the electricity grid is discussed based on the load profiles of a selected 

charging station and a combined load profile of the entire network. 
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1. Introduction 

Electric buses support the transition process towards a more sustainable public transport. The 

different electric bus systems in the market use basically the same traction system to convert electricity 

into propulsion. The supply of electricity is the defining difference between them. A simple and proven 

concept is for example the trolley bus. It is continuously connected to overhead wires, which cover the 

energy demand at any time. However, the overhead wire system causes high invest costs and 

maintenance efforts [1]. The bus is furthermore bound to certain tracks so that the level of flexibility is 

very low. Serial diesel hybrid buses generate the electricity onboard with a combustion engine and a 

generator. An all-day operation without refueling is manageable, due to the high energy density of 

diesel. A high level of flexibility is furthermore guaranteed, because no infrastructure is needed on the 

track. Fuel cell buses use hydrogen as their energy source. The available driving range is lower 

compared to diesel hybrid buses [2], but they still offer a high level of flexibility. The three concepts 

can always be combined with an energy storage inside the vehicle. Hybrid and fuel cell buses have for 

example energy storages for the recovery of braking energy [3–5]. The energy storage in hybrid buses 

can also be used for a partial emission free operation [6,7]. Furthermore, the battery of some hybrid 

buses can be charged externally. These concepts are also named plug-in hybrid bus or battery bus with 

range extender, depending on the size of the energy storage and the charging possibilities. Trolley 

buses can use energy storages for a partial operation without overhead wires [8]. 

Battery electric buses neither have a continuous power supply nor generate electricity onboard. 

Their energy is stored in the battery. The energy density of batteries is rather low compared to diesel or 

hydrogen [9]. The driving range of battery buses is therefore limited and the charging process requires 

a certain time. There are mainly two concepts for the charging of the battery, standard and fast 

charging [10]. Standard charging is performed with a moderate charging power mainly in the bus 

depot overnight and during longer brakes. This causes a high battery capacity and a high weight of the 

system, when the bus shall be operated the entire day [11]. Fast charging on the track during operation 

can reduce the battery capacity and therefore the weight significantly. However, the bus schedule must 

provide sufficient charging times at certain locations. The existing research in this field focusses 

mainly on the adaption of the vehicle scheduling on fixed predetermined charging infrastructure and 

vehicle configurations [12–14] or on the dimensioning of the battery capacity and charging 

infrastructure for a single bus route or standard driving cycle, without considering the vehicle 

scheduling in detail [11,15]. This works expands the scope from the secondly mentioned work to the 

entire bus network taking especially the influence of the vehicle scheduling on the system design into 

account. It is analyzed how and to what extend entire bus networks can be electrified with fast 

charging battery bus systems, without changing the existing bus routes and trips. This ensures a 

straightforward transition process from the conventional to an electrified bus fleet, because the 

operator does not have to adjust the already optimized operational planning. The results are discussed 

with the focus on the general feasibility and the required minimal battery capacity. Furthermore,  

the limits of this approach are shown and discussed based on examples. 
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2. Material and Boundary Conditions 

This section highlights the processed raw data and the relevant boundary conditions for the analysis. 

The first part describes the considered bus network consisting of the routes and a certain set of service 

trips (trips on a bus route in regular passenger service), which are currently operated with conventional 

diesel buses. A common set of service trip types is identified and subsequently used in the energy 

consumption calculation. Part 2 focuses on current technological solutions for the fast charging process 

in public transport applications. Their characteristic data is shown and the modeling for the simulation 

is described. The third part introduces solutions for the positioning of fast charging stations and 

describes the concept used in this analysis. 

2.1. Bus Network  

The analysis is conducted for the bus network of Muenster, a medium sized city in Germany. The 

local bus operator “Stadtwerke Muenster” publishes the bus schedules online [16], but detailed vehicle 

schedules are not available to the public. Therefore, the trips on each bus route in regular passenger 

service, the so called service trips, are identified manually. The dataset of a workday is chosen, 

because it places the highest demand on the bus system referring to the number of vehicles and the 

service frequency. The prepared dataset is shown in Table 1. It consists of 1588 service trips, which 

have an accumulated driving distance of about 27,000 km per day. The service trips are performed on 

23 different bus routes. Buses on the same route leave in 20 min intervals. Superposition of different 

routes is used to achieve a higher frequency in critical areas. Separate trips for demand response 

transport, e.g. school transport, are excluded from the scope of this analysis. Regional bus routes to 

suburbs are also not taken into account, because they are not operated by “Stadtwerke Muenster”. 

Table 1. Identified service trips for a workday. 

Route 

No. of 

service trip 

types 

No. of 

service trips 

per day 

Daily driving 

distance 

[km] 

Route 

No. of 

service trip 

types 

No. of 

service trips 

per day 

Daily driving 

distance 

[km] 

1 4 98 2,297 13 2 90 583 

2 5 88 1,558 14 2 91 1,063 

3 1 45 550 15 2 94 1,977 

4 1 45 562 16 4 91 1,768 

5 3 95 2,201 17 7 90 1,184 

6 4 116 1,847 80 2 16 224 

7 7 93 2,019 81 2 16 453 

8 4 92 1,700 82 7 17 312 

9 3 91 1,678 83 2 16 323 

10 6 90 1,962 84 2 16 279 

11 2 92 1,392 85 2 16 419 

12 2 90 653 ∑ 76 1,588 27,003 

The service trips on each bus route are clustered into 76 service trip types, which have a common 

course and duration. The number of service trip types differs depending on the considered bus routes. 
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For bus routes which have two terminal stops and no shortenings during the day exist only 2 service 

trip types, representing the back and return trip. A higher value reveals that there are shortenings 

during the day, which use different terminal stops. The value 1 for route 3 and 4 indicates that the 

return trip is missing. In this special case, the return trip of bus route 3 is the trip of bus route 4. In the 

following analysis route 3 and 4 are combined to route 34. The service trip types are used in the 

simulation of the energy consumption. They can be transformed to individual service trips by adding a 

certain starting time. 

Route 1–17 are operated until 8 p.m. and called day routes in the following. Afterwards the night 

routes 80–85 start their service. The night routes are considered as individual routes in this analysis, 

because their course differs from the day routes. The daily driven distance of the night routes is lower 

compared to the day routes due to the shorter operating time. Information about the vehicles serving 

the different bus routes is not available. Therefore, it is assumed that each bus route is served by 

articulated buses with a length of 18 m. This bus type dominates the fleet of “Stadtwerke Muenster” 

and is furthermore the largest bus operated by them. More detailed vehicle parameters are given in 

Section 3.1. 

2.2. Fast Charging Systems 

The fast charging systems available in the market are based on different coupling technologies. The 

concepts can be divided in two groups, which use conductive or inductive energy transfer. Conductive 

coupling devices are offered for example by ABB, Oprid, Schunk or Proterra. A further system is 

developed within the German research project SEB by the RWTH Aachen University. The conductive 

coupling devices enable a very high charging power of up to 500 kW, which is demonstrated for 

example by Proterra in the US [17]. The charging power of the inductive systems is about 200 kW for 

the Bombardier Primove system [18] and 120 kW for the system of Conductix Wampfler [19]. Table 2 

shows the charging power of some exemplary systems. 

Table 2. Examples of current fast charging systems [17–20]. 

Supplier System Technology Charging power 

Proterra FastFill conductive 500 kW 
Bombardier Primove inductive 200 kW 

ABB TOSA conductive 200 kW; 400 kW (15 s) 
Conductix Wampfler IPT charger inductive 60–180 kW 

The detailed coupling procedure is excluded from the scope of this analysis. Charging systems are 

modeled by their maximum continuous charging power and the duration of the coupling und 

decoupling process. The analysis takes into account charging powers from 100 kW to 500 kW in steps 

of 100 kW for simplicity reasons. This subdivision reflects the currently available systems in the 

market. However, this value is the maximum charging power capability. The required charging power 

is determined in each case by the consumed energy and the available charging time. 
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2.3. Positioning of Fast Charging Infrastructure 

Studies focusing on the positioning of charging stations for passenger vehicles have to predict the 

customer behavior in order to get information on the demand [21–23]. However, in the field of public 

transport buses, the operating conditions of the energy consumers are well known. The buses have a 

fixed route and the dwell time can be estimated based on the bus schedule and an expected delay. The 

fast charging can take place at the bus stops on the track, at the terminal stops and in the bus depot. 

Especially inductive solutions offer also the possibility to charge during driving, but this has not yet 

been implemented in practice for a public transport bus. The longest dwell time is usually located at 

the terminal stops, so that delays can be compensated and the bus driver can have a break according to 

the regulations of driving time. Furthermore, the terminal stops are usually located outside the city 

center, where the construction of a charging station can be carried out easier. The terminal stops appear 

therefore as a highly suitable location for the charging stations. In practice, the concept of fast charging 

at the terminal stops is implemented for example in the battery bus project in Vienna [24]. 

For this analysis, it is assumed that all fast charging stations are located at the terminal stops of the 

bus routes in Muenster. The current dataset contains 44 individual terminal stops resulting  

in 44 charging stations. The charging stations located in the surroundings of the city center as well as 

the corresponding bus routes can be seen in Figure 1. The charging stations in the simulation are 

modeled by a predefined charging power for every demanding bus. A simultaneous charging of 

multiple buses with the full charging power is possible. 

 

Figure 1. Localization of fast charging stations at the terminal stops in the surroundings of 

the city center. 

3. Calculation Method 

The simulation is divided in 3 steps. First, the energy consumption of each service trip type is 

simulated based on the defined bus type and the geographical characteristics of the bus route. 

Secondly, the service trip types are combined to individual vehicle schedules based on the determined 

set of service trips including the available charging time at the terminal stops. Furthermore, the 

resulting power profiles are derived for every charging station and the entire network, which reveals 
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the impact of simultaneous charging processes. In the third step, the required battery capacity is 

calculated for each bus route based on the given charging power. 

3.1. Energy Consumption 

The simulation of the energy consumption is performed according to the methodology of  

Sinhuber [11]. The proposed simulation model consists of a track and a vehicle model. The track 

model uses data from Openstreetmap on the course of the bus route and the position of the stops.  

The Shuttle Radar Topography Mission (SRTM) data of the NASA is used to calculate the height 

profile. It is assumed that the bus waits at every bus stop for 20 s and at every traffic light for 15 s.  

The energy demand for the traction system is calculated based on the driving resistances, which 

consists of air drag, rolling and climbing resistance. However, the air drag resistance is of minor 

importance, due to the low vehicle speed.  

In addition to the energy consumption of the traction system, the consumption of the auxiliaries has 

to be taken into account [25,26]. Main consumers are for example the steering support, the compressor 

and the air condition. The interior heating can be realized by an electric heater, like a heat pump or a 

PTC heater, or by a conventional heating system which uses fossil fuels. However, especially the use 

of a PTC heater would lead to extreme energy demands, which intensively affects the outcomes of this 

analysis. A standard 18 m bus has for example an energy consumption without interior heating of 

about 2 kWh/km. Taking an average speed of 15 km/h into account, the average traction power can be 

calculated to 30 kW. The required power for the PTC heating system can equal this value in extreme 

conditions and therefore double the total energy consumption [27]. Heat pump systems have a lower 

energy consumption and they enable the use of waste heat from the traction system [28]. The measured 

system in the analysis of Cho et al. supplied a heating power of 30 kW with an electric energy 

consumption of 10 kW for the compressor. The use of a conventional heating system with fossil fuels 

enables heat generation without electricity. The conventional systems are used in many current battery 

bus projects and therefore chosen for this analysis. Hence, the energy consumption of the air 

conditioning system is dominated by the cooling scenario in the summer. The moderate climate 

conditions in Germany allow an energy efficient cooling concept. The German Transport Association 

recommends a cooling to a defined temperature difference between the vehicle interior and outside 

temperature, instead of cooling to a defined vehicle interior temperature [29]. The total power of the 

air condition system in the summer can therefore be limited to 6.75 kW for an 18 m bus. The dynamic 

behavior of the auxiliaries is not taken into account, because the main focus of the simulation is  

the overall energy consumption. The auxiliaries are therefore modeled by a constant load in  

the simulation.  

The basic vehicle model, consisting of the mechanical and the traction system part, is parameterized 

and verified with data of the APTS Phileas bus. The data was gained within the “H2-Bus NRW” 

project [30]. The energy supply system of the “H2-Bus” consists of a fuel cell, double layer capacitors 

and a NiMH battery. In this analysis, these components are replaced by a lithium-ion battery, which is 

represented by its efficiency. Table 3 highlights the relevant parameters of the bus, which are used in 

the simulation. One important key parameter is the weight. It affects directly the rolling and climbing 

resistance and has therefore a strong impact on the energy consumption. This analysis focusses on the 



Energies 2015, 8 4593 

 

 

technical feasibility, which should be proven under the most challenging conditions. Thus, the 

maximum gross vehicle weight of 28 t is used in the simulation, which represents a fully packed 

vehicle. This value includes also the weight of the battery. The worst case scenario for the auxiliaries is 

represented by the summer condition, in which the vehicle interior is continuously cooled (6.75 kW) 

and the maximum continuous auxiliary power (2.25 kW) is demanded. 

Table 3. Vehicle parameter. 

Parameter Value Relevant for Parameter Value Relevant for 

Width 2.55 m 
Cross section area for 
air drag calculation 

Efficiency of the 
traction system 

90% Loss calculation 

Height 3.44 m 
Cross section area for 
air drag calculation 

Efficiency of the 
battery system 

95% 
Loss calculation for 

charging and discharging 

Maximum 
gross vehicle 

weight 
28 t 

Rolling resistance, 
climbing resistance 

Max auxiliary 
power 

9 kW 
Energy consumption of 

the auxiliaries 

3.2. Vehicle Scheduling and Grid Load Profiles 

The technical feasibility of the electrification is analyzed individually for every bus route.  

A transition between the day and the night routes is therefore not taken into account. A lean algorithm 

is used for the vehicle scheduling to enable separate analysis of each route. Every bus serves only one 

route without any deadheading trips. After a service trip is finished, the bus waits at the terminal stop 

until the next service trip on the same route starts from the current stop. If there is no ongoing trip 

during the day, the bus will drive back to the depot. During the dwell time at the terminal stop, the bus 

has the possibility to charge its battery. The available charging time is calculated based on the resulting 

dwell time reduced by the average delay of the bus system and the required time for the coupling process 

of the fast charging system. The average delay for the bus system in Muenster is about 3 min [31].  

The coupling time differs according to the considered system. This analysis compares different 

charging systems represented by the charging power, without focusing on the detailed coupling process. 

The coupling and decoupling time is set to 30 s. The resulting charging time can be calculated to: 

, 	 	 2  (1) 

It is assumed that the battery of each bus is fully charged at the beginning of the shift, which means 

that the SOC (State of Charge) is 100%. This value is the upper limit and cannot be exceeded during 

the charging process. Within the charging process every bus tries to charge to 100% SOC. The 

required charging power can be calculated based on the energy demand from the traction system and 

the auxiliaries, the available charging time and the efficiency of the battery system: 

,
∆

,

1
 (2) 

The calculated charging power represents the value at the DC-output of the charging station and 

includes the losses of the battery system during charging. Furthermore, the efficiency of the charging 

system has to be taken into account in the calculation of the overall power demand: 
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,
,

 (3) 

It is assumed that the efficiency of the charging system is 90%. The overall power demand 

represents the AC-input power of the charger and has to be covered by the electrical grid. All charging 

powers mentioned in the following correspond to this value. 

The use of the available charging time in Equation (2) ensures that the entire dwell time is utilized. 

Another possibility would be to charge the bus with the maximum available charging power followed 

by a waiting period until the end of the break. This procedure is not recommended, because the losses 

increase with the applied charging power. Furthermore, the additional losses could raise the battery 

temperature, which results in an accelerated aging [32]. If the required charging power cannot be 

supplied by the charging station, the bus will charge with the maximum available power. In this case, 

the SOC will not reach 100%. The remaining energy deficit will be added to the energy demand of the 

next charging process. This causes an increase of the required battery capacity. At the end of the shift, 

the bus has additional 20 min charging time in order to compensate an energy deficit accumulated 

during the day. The charging time is limited because the buses arrive in 20 min intervals at the terminal 

stops. A remaining energy deficit is recharged in the bus depot overnight. 

The resulting power of the individual charging processes is afterwards combined to a power profile 

for each charging station. This enables a spatially resolved analysis, which is important to discuss the 

electrical grid stability. The power profiles can furthermore be merged to an overall load profile for the 

entire bus network, which enables a conclusion about the simultaneities and the overlapping. 

3.3. Battery Capacity 

Different energy storages can be used for opportunity charging buses depending on the localization 

of the fast charging stations respectively the desired operating range and on the demanded charging 

power. Supercapacitors offer a very high charging power, but the energy density is rather low [33]. 

The operating range of the vehicle is therefore limited, so that charging stations at several bus stops 

along the route are required. The operating range can be increased when Supercapacitors are combined 

with a battery [15]. However, with the improvements in the lithium-ion battery technology their 

performance becomes sufficient for the opportunity charging application even without the use of 

Supercapacitors. Current battery systems in electric public transport buses are therefore mainly based 

on the lithium-ion technology (except of the 24 V lead acid batteries).  

The capacity of a lithium-ion battery is not a constant value during its lifetime. It fades because of 

aging processes, which are time and usage depended [34]. The end of life (EOL) of a lithium-ion 

battery is usually defined as a remaining capacity of 80% or as a doubled internal resistance, 

whichever occurs first. The EOL conditions are important for the dimensioning of the battery capacity. 

To enable an unrestricted operation even at the EOL, a 20% reserve has to be taken into account. The 

fast charging application causes an additional reduction of the usable capacity due to the voltage 

limitation. At high SOCs the charging current has to be reduced in order not to exceed the upper 

voltage limit of the battery. This effect increases with the aging of the battery due to the increasing 

internal resistance [35]. The reduction of the current leads to an increase of the charging time, which 

contradicts the fast charging purpose. The upper region of the SOC can therefore not be used fast 
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charging applications. This effect depends on the applied charging current and the used cell  

chemistry [35]. Figure 2 highlights the usable battery capacity at EOL of a typical NMC lithium-ion 

cell and of an ideal battery. 

 

Figure 2. Usable battery capacity of an exemplary lithium-ion cell at EOL. 

In this analysis, an ideal battery is used to achieve technological independence. The ideal battery 

can be charged to a SOC of 100% with the maximum charging current and the capacity does not fade 

during the lifetime of the battery. Nonetheless, the efficiency is taken into account in order to calculate 

realistic power profiles. The required capacity of the ideal battery is calculated based on the energy 

consumption of the service trips and the energy supply of the fast charging system. Therefore, the 

value differs according to the bus schedules. It is assumed that all buses, which are operated on the 

same bus route, have an identical battery system. The battery capacity must therefore cover the worst 

case scenario of the considered bus schedules on the route. The calculated capacity for the ideal battery 

can be transferred to real world conditions by multiplication with the oversizing factor. In the example 

in Figure 2 the factor is 1.43. It has been observed that the aging of a lithium-ion battery could depend 

on the applied cycle depth [36]. Therefore, it can be useful to use even higher oversizing factors to 

reduce the depth of discharge. However, this is always a tradeoff between the resulting weight of the 

battery system and the lifetime advantages. 

4. Results and Discussion 

The described bus network from Section 2 is analyzed with the calculation method described in 

Section 3 taking different charging power capabilities into account. The gained results are discussed 

with a broadening scope in this section, starting from the service trip over the route until the entire 

network scope. The first section focusses on the worst-case energy consumption of the service trip 

types on each bus route. The shown values reveal the minimum for the subsequent battery capacity 

calculation in the second part. The third part describes the proportion of routes, which can be 

electrified with a certain combination of charging power and battery capacity. The last part reveals the 

resulting power profiles of the charging stations and discusses the effects on the electrical grid. 

4.1. Energy Consumption 

The entire bus network of “Stadtwerke Muenster” can be fully described, in terms of energy 

consumption, by the 76 service trip types. The service trip types have a different course and therefore a 
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different track profile consisting of elevation data, required stops, traffic signs etc. The energy 

consumption of the auxiliaries is determined by the travel time. Two simulations are conducted to 

reveal the influence of the auxiliaries on the overall energy consumption. In the first simulation the 

auxiliary power is set to zero, so that the outcome represents only the traction energy. The values range 

from 1.79 to 2.10 kWh/km with an average of 1.96 kWh/km. The distribution is highlighted in  

Figure 3 on the left. Sinhuber proposed a value of 0.072 kWh/km·t [11], which leads to an energy 

consumption of 2.016 kWh/km for a bus with a weight of 28 t. This matches the simulation results of 

this analysis. 

The energy consumption increases significantly when the auxiliaries are taken into account. The 

distribution of the results from the second simulation with the maximum auxiliary power of 9 kW is 

shown in the right part of Figure 3. The minimum value is 2.26 kWh/km and the maximum  

2.69 kWh/km. The average value is about 2.47 kWh/km, which is an increase by 26% compared to the 

average value of the traction without auxiliaries. This observation confirms the necessity of including 

the auxiliaries in the overall energy consumption simulation. The defined scenario for the auxiliaries 

represents the summer with an active interior cooling, which will be the worst case condition, if a 

conventional heating system with fossil fuels is used in the winter. An electric heating system would 

increase the energy consumption of the auxiliaries as described in Section 3.1. 

 

Figure 3. Histogram of the energy consumption of all service trip types. 

Figure 4 gives an overview on the energy consumption of the individual bus routes. To enable a 

direct link to the required battery capacity for the bus route, only the service trip types with the highest 

energy consumption are shown. The values range from 18 kWh (route 13) to more than 70 kWh  

(route 7). These values represent the minimum requirements for the battery capacity of the bus routes 

and give a first indication on the electrification potential. However, it is not possible to draw a 

conclusion out of this data, unless the vehicle schedules are taken into account. As a consequence of 

the vehicle schedules, it is always possible that several short trips with minor energy consumption are 

combined without sufficient charging stops, so that the required battery capacity increases. 
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Figure 4. Highest energy consumption of the service trip types on the different routes. 

4.2. Impact of the Charging Power on the Required Battery Capacity 

The service trip types are combined to vehicle schedules according to the set of identified service 

trips and the methodology described in Section 3.2. In this section, the required battery capacity is 

analyzed separately for every route taking the worst case condition and different charging power 

capabilities into account. 

Table 4 reveals the results of the calculation. The values shown for the charging power of 0 kW 

represent a full day operation without recharging. For the day routes they range from 433 kWh  

(route 12) to 715 kWh (route 7) and the values for the night routes range from 192 kWh (route 80) to 

243 kWh (route 85). The differentiation between the day and the night routes is also clearly visible in 

the visualization shown in Figure 5. The different routes are shown on the x-axis, the charging power 

on the y-axis and the required battery capacity on the z-axis. 

Table 4. Required usable battery capacity in kilowatt hours (kWh) for different charging 

power limits. 

Route 
Charging Power [kW] 

Route 
Charging Power [kW] 

0 100 200 300 400 500 0 100 200 300 400 500 

1 695 590 514 446 379 311 14 531 425 315 215 116 49 

2 672 629 580 537 504 471 15 632 504 362 219 130 122 

5 680 578 464 350 236 122 16 697 595 481 367 267 169 

6 630 550 460 370 290 215 17 515 342 186 89 82 74 

7 715 559 385 211 146 146 34 485 296 91 35 33 33 

8 614 463 315 220 155 137 80 192 163 129 94 60 58 

9 594 486 364 267 169 92 81 201 184 165 145 126 106 

10 671 582 482 403 340 279 82 243 207 166 133 104 84 

11 533 339 124 76 76 76 83 236 200 158 125 102 96 

12 433 217 32 29 26 23 84 207 138 105 84 84 84 

13 512 430 337 245 166 94 85 243 227 209 191 173 155 
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Figure 5. Required capacity of the ideal battery over charging power for every bus route. 

The limiting factor for the installable battery capacity in an electric bus is the weight. Thus, it is 

always a tradeoff between passenger and battery capacity. The unloaded weight of an electric 18 m 

articulated bus is estimated to 14.5 t. It includes the weight of the electrical traction system, but not the 

weight of the battery system. Taking into account the defined gross vehicle weight in Section 3.1 of  

28 t, the bus offers a theoretical passenger capacity of 180 people. The passenger capacity of 

conventional 18 m articulated buses range from 140 to 160 persons depending on the unloaded weight 

of the bus [37,38]. Current lithium-ion battery systems for fast charging applications achieve energy 

densities of about 100 Wh/kg on system level [39,40]. Even the battery system of the weight optimized 

BMW i3 is in this range [41]. The maximum installable battery capacity can be calculated by: 

	 ∙ ∙ 	 (4) 

With a total mass of 28 t, 140 passengers of 75 kg, an unloaded weight of 14.5 t and an energy 

density of 100 Wh/kg of the battery system the maximum installable battery capacity can be calculated 

to 300 kWh (ideal battery). Taking the oversizing factor of 1.43 into account reveals that the usable 

capacity at the EOL of the battery is limited to 210 kWh for a state-of-the-art lithium-ion system. 

Under this condition, only some night routes can be electrified without opportunity charging. A partly 

electrification of a small proportion of the day routes and a large part of the night routes requires at 

least a charging power of 200 kW. 

The required battery capacity decreases with an increasing charging power. This effect is expected 

and can be observed for every route. The intensity of the decline differs among the routes. The 

required battery capacity for route 12 decreases very rapidly and reaches a value close to the minimum 

with a charging power of 200 kW. A further increase of the charging power has only a limited effect. 

This can also be observed for route 7, 11, 17, 34 and 84. Other routes like for example route 1 show a 

different behavior. The required battery capacity decreases even at the step from 400 kW to 500 kW.  

A further increase of the charging power is required, when the battery capacity should be minimized. 

The intensity of the decline is mainly caused by the available charging time. Therefore, it would be 

beneficial to express the slope based on the information on the dwell time of the vehicle schedules. 

However, this is not possible due to the limitation of the SOC of the battery. Additional charging time 

is not useful, when the battery is already charged to 100%. It is therefore mandatory to focus always on 

the resulting profiles instead of only on single values. 
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The results shown in Figure 5 indicate clearly that it is beneficial to focus on the entire vehicle 

schedules instead of focusing on single trips as in Figure 4. Route 2 has for example less than 50 kWh 

energy consumption per trip, which sounds manageable for an electrification. However, the route is 

operated heavily without sufficient charging time. The analysis of the vehicle schedules reveals that 

route 2 is the most problematic route to electrify. Another example is route 7 with an energy 

consumption per trip of more than 70 kWh. The analysis of the vehicle schedule reveals that the route 

can be operated with a charging power of 400 kW and a minimized battery capacity of 146 kWh, 

which points out that even routes with a high energy demand can be electrified if the dwell time at the 

terminal stop is sufficient. 

The discussed values for the charging power describe the maximum power capability of the 

charging station. The power demand of the vehicles may be less than the offered charging power, 

depending on the energy consumption and the available charging time. Figure 6 highlights the 

distribution of the applied charging power for the 1588 service trips in the 500 kW scenario.  

The interval between 0 and 25 kW is dominated by the trips without any charging possibility. Due to 

the insufficient dwell time, no charging action can take place. A large part (46%) of the charging 

processes uses a charging power between 450 kW and 500 kW. This high proportion is caused by the 

definition of the charging process. Every vehicle tries to charge its batteries as fast as possible even if 

there is plenty of time at the next terminal stop. This issue can be solved with an intelligent control 

algorithm. The algorithm has to predict the future charging possibilities for the vehicle so that an 

optimization of the charging power can take place. The optimization criteria in this case would be the 

resulting life-cycle costs for the entire system taking the costs for the charging infrastructure as well as 

the costs for the battery system into account. 

 

Figure 6. Histogram of the applied charging power for all 1588 service trips in the 500 kW scenario. 

4.3. Electrification Level of the Bus Network 

The electrification level reveals the percentage of a given bus network which can be electrified with 

a certain charging power and battery capacity. It is measured route wise and weighted based on the 

daily driven distance of each bus route. The weighting of the electrification level with the daily driven 

distance enables a direct connection with the CO2 reduction potential, if CO2 neutral electricity is used 

for the charging. An electrification level of 100% for a bus network means that all trips on all routes 

can be carried out with the defined charging power and battery capacity, even under worst-case conditions.  
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The described calculation procedure for the minimum battery capacity does not require that the 

whole energy consumed during operation is charged on the track. An energy deficit at the end of the 

shift is allowed. This leads to an additional charging overnight in the bus depot, where it can be done 

with lower power than the charging on the track due to the long dwell time.  

The calculated electrification levels are shown in Figure 7. The night routes can easily be identified 

when the 0 kW curve is considered. Their required capacity of the ideal battery is less than 300 kWh, 

but the influence on the electrification level is rather low, due to their limited daily driving distance. 

The influence of the increasing charging power can be assessed based on the gap between the colored 

curves. The gap fades with an increasing charging power, because some routes have already reached 

the minimum value for the required battery capacity. An increase of the charging power from 400 kW 

to 500 kW has therefore only limited effects. In Section 4.2, route 2 was identified as the most 

problematic route to electrify. The influence of route 2 can also be observed in Figure 7. The 

electrification level above 95% is dominated by route 2. An increase of the charging power has only a 

minor impact due to the extremely limited charging time. 

 

Figure 7. Electrification level of the bus network as a function of usable battery capacity 

and charging power. 

The second and third x-axis in Figure 7 highlight the tradeoff between battery and passenger 

capacity. The resulting passenger capacity is calculated based on the parameters discussed in  

Section 4.2, taking the oversizing factor of 1.43 and a specific energy density of the battery system into 

account. The value of 180 passengers can be seen as the maximum, due to the available space inside 

the vehicle. The second x-axis bases on a specific energy density of 100 Wh/kg, which is a realistic 

value for current battery systems. It can be seen that an electrification level above 20% with a 

passenger capacity of 140 people can only be reached with a charging power of at least 200 kW. The 

electrification level can be increased to 50% with a charging power of 300 kW and a battery capacity 

of 220 kWh. A further increase of the charging power to 500 kW enables an electrification level of 

about 80%, with a passenger capacity of nearly 140 people. The electrification level exceeds 90% by 
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decreasing the passenger capacity to 115 people and therefore increasing the installed battery capacity 

to 310 kWh. The third x-axis is also calculated based on the oversizing factor of 1.43, but the specific 

energy density for the battery system is set to 133 Wh/kg, which represents an estimation for the future 

technological development. Considering the increased energy density, an electrification level of 90% 

and a passenger capacity of over 150 people can be achieved with a charging power of 500 kW. 

The analysis reveals that a significant electrification level and therefore a significant CO2 reduction 

can be achieved with state of the art fast charging battery bus technology. This is possible even in the 

worst-case scenario without changing the current bus timetables. A defined electrification level can be 

reached by different combinations of charging power and battery capacity. However, this analysis 

proves the technical feasibility. The most economical solution has to be identified in life-cycle-cost 

calculations taking into account investment costs for infrastructure and vehicles, maintenance costs, 

replacement costs as well as energy costs. The result is always a tradeoff between battery capacity and 

charging power, which causes the lowest life-cycle costs for the entire system. It can for example be 

beneficial to increase the battery capacity in order to be able to reduce the charging power at critical 

locations or even to omit the construction of a certain charging station. Furthermore, an increase in the 

number of operated buses and an adaptation of the vehicle scheduling could extent the dwell times and 

therefore lower the required battery capacity and charging power. However, the additional costs for the 

further vehicles and drivers have to be compensated by the savings. This optimization problem is 

highly complex, because it addresses technical issues as the dimensioning of the components as well as 

the area of operations research in terms of vehicle scheduling and crew rostering. 

4.4. Grid Load Profile 

The electrification of bus networks with fast charging battery bus systems influences not only the 

transport sector. The high power demand of the buses cause also effects in the electrical grid. Figure 8 

shows an exemplary power profile of the charging station at “Gallenkamp” with a maximum charging 

capability of 500 kW. The maximum charging power is not demanded in this case. The dwell time is 

sufficient for a complete charging of the battery even at a lower power of 475 kW. The shape of the 

power profile has a high dynamic. The sporadic peaks with a delta of 475 kW could cause problems in 

the electrical grid. The peaks can be equalized with peak shaving strategies. A stationary battery can 

for example buffer energy when no bus is charged and supply this energy afterwards in the charging 

process [42,43]. The moving average in Figure 8 gives a first indicative on the resulting power profile 

utilizing such a system. Another advantage of the peak shaving is that the grid connection costs for the 

bus operator could be reduced, because the operator has to pay a monthly fee for the installed power 

capability regardless of using time [44]. The optimal configuration for a peak shaving system can be 

determined by life-cycle-cost calculations taking the invest costs for the grid connection, the stationary 

storage and the monthly fee for the grid connection and consumed electricity into account.  

The power profiles of all 44 charging stations can be merged to a power profile of the entire 

network, which is presented in Figure 9. The power profiles of the individual charging stations 

overlap, so that a continuous load is applied to the grid. However, the resulting power profile has still 

intensive fluctuations. The frequency is caused by the 20 min intervals of the bus schedules. The 

highest value of more than 9 MW is demanded in the evening, when the buses that serve the day routes 
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finish their shift. The defined interval of 20 min for the charging at the end of the shift is longer than the 

usual dwell time. This leads to an increasing overlap between the individual charging processes. A decrease 

of this time frame and therefore a shift of the charging process to the bus depot can lower this peak.  

The power profile of the entire network is not applied at only one single location. The individual 

charging stations, which are located throughout the city, are connected to the local electricity grid. The 

overall power profile has therefore in addition to the time also a geographical dependency, which has 

to be taken into account in the realization of the fast charging system in order to ensure the stability of 

the electricity grid. 

 

Figure 8. Power profile of the charging station at “Gallenkamp” with a charging capability 

of 500 kW. 

 

Figure 9. Power profile of the entire bus network with a charging capability of 500 kW per bus. 

5. Conclusions 

This work analyzed the existing bus network of the German city of Muenster regardless its 

electrification potential with fast charging battery buses. State of the art fast charging technology was 

presented and the locations of 44 fast charging stations were derived out of the bus network data. The 

energy consumption for individual service trip types was calculated for 18 m articulated buses and 

combined to vehicle schedules for every route. The analysis points out that it is necessary to focus on 
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the entire vehicle schedules instead of individual trips, when the required battery size is calculated.  

It has been shown that 50% of the service trips can be electrified with a charging power capability  

of 300 kW and a usable battery capacity of 220 kWh. This is possible even under worst-case 

conditions using currently available battery systems and without any changes in the existing schedules. 

An increase of the charging power capability to 500 kW enables an electrification level of about 80%. 

The resulting power profiles for the charging stations have a high dynamic. Therefore, it can be 

beneficial to install additional hardware at the charging stations to equalize the load. The tradeoff 

between the required battery capacity and the passenger capacity was explained in detail. A reduction 

of the demanded passenger capacity enables an increase of the installable battery capacity, so that the 

required charging power can be reduced. This analysis proves the technical feasibility of the 

electrification with fast charging battery buses. Based on this, the cost-optimized electrification 

scenario can be derived in a life-cycle-cost calculation. 
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