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Abstract 

UNPLUGGED project aims to investigate how the use of inductive charging of Electric Vehicles (EV) in 

urban environments improves the convenience and sustainability of car--‐based Mobility. In particular, it 

will be investigated how smart inductive charging infrastructure can facilitate full EV integration in the 

urban road systems while improving customer acceptance and perceived practicality. As part of the project, 

two smart inductive charging systems will be built, taking into consideration requirements from OEMs, 

energy utilities and end users, one of 3,7 kW and other of 50 kW. This paper summarizes the studies 

carried out in the development of a 50 kW charger for this application, regarding ICPT system, EMI 

shielding, power electronics and control.  
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1 Introduction 
The use of electric vehicles (EV) in urban areas 

presents various advantages, such as no 

emissions, reduced noise, and lower operational 

cost when compared to traditional vehicles. One 

of the main drawbacks for EV, limited range, is 

not so important in private cars used in cities, 

since current range in commercially available 

models can easily cover the distance required by 

most users. 

 

However, when considering urban public means 

of transportation, it is not viable to think of 

providing the vehicle with autonomy to cover its 

complete route, being necessary to recharge the 

batteries along the way [1]. This charge process 

must take little time, ideally the average time 

required for passengers to go in and out of the 

vehicle at the stops, and thus, a fast charger must 

be used. 

 

Charge systems can be classified into two large 

groups, depending on whether there is electric 

connection between the vehicle and the charger, or 

the process is performed inductively. While 

contact systems are less complex and have a lower 

cost, inductive solutions present some strong 

points which make them suitable for this 

application, such as intrinsic galvanic isolation, 

absence of mechanical parts, immunity to 

environmental agents and dust, etc. [2]. 

 

This paper describes the process carried out to 

design a 50 kW inductive charger prototype and 

summarizes its main characteristics. 

2 Prototype parameters 
The starting point for the development of the 

charger is knowing the characteristics of the 

vehicles to be charged, both electrical (e.g. battery 

voltage) and mechanical (e.g. air gap or maximum 

coils size). This study considers two different 

vehicles, trying to make the charger as flexible as 

possible. The fundamental parameters for the 

studied vehicles are shown in table 1. 
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Table 1. Vehicle parameters 

Vehicle 1 
Air gap: 0.18 to 0.234m 
Selected coil size 0.3×0.4m 
Distance between 25 kW 
units: 0.25m 
Battery Voltage:  
minimum 259 V 
rated 355 V 
maximum 380 V  
Maximum misalignment 
±0.1m x-direction and ±0.13 
m y-direction. 

Vehicle 2 
Air gap: 0.2 to 0.25m 
Selected coil size 0.3×0.4m 
Distance between 25 kW 
units: 0.25m 
Battery Voltage:  
minimum 700 V 
rated 750 V 
                               
Maximum misalignment 
±0.1m x-direction and ±0.13 
m y-direction 

 

In order to be able to supply 50kW at two 

different voltage levels, a modular system has 

been developed (fig. 1), composed of two 30kW, 

370V chargers, allowing the charge of 355V 

batteries (vehicle 1) and 700V batteries (vehicle 

2) Besides, controlling the primary side it is 

possible to increase the voltage charge range 

from 200V to 750V, a very remarkable 

characteristic regarding interoperability. A 

scheme of the physical parameters of the coils is 

shown in fig. 2. 

 

 

Fig. 1.Block diagram of the modular charger. 

 

Fig. 2. Schematic coil diagram. 

Among the different possible compensation 

topologies for the inductively coupled power 

transfer system (ICPT), SP-S has been selected 

(fig. 3), since it acts as a current source, which is 

suitable for battery charge and, besides, it shows 

a very stable and controllable behavior when 

charge conditions differ from their rated values 

(position, distance, battery voltage,…) [3]. 

 

Fig. 3. Scheme of the SP-S ICPT system 

Fig. 4 shows the operation ranges of the system. 

Depending on the voltage of the storage system to 

be charged, a serial or parallel connection of the 

modules will be performed. It can be noticed that, 

although the system is designed to be able to 

supply 60 kW, a 50 kW limit has been 

implemented, in order to prevent overloading the 

batteries of the vehicle. 

 

 

Fig. 4. Maximum power vs. battery voltage. 

 

3 EMI shielding 
 

According to international Standard ICNIRP-2010 

(International Commission on Non-Ionizing 

Radiation Protection) the maximum magnetic field 

exposure for general public, at a 25 kHz frequency, 

is 27T [4]. This makes necessary the use of 

magnetic shielding in order to reduce the high 

magnetic field generated by the ICPT system.  

 

Shielding is achieved surrounding both coils with a 

material which has a high conductivity, while 

having low magnetic permeability, such as copper, 

aluminum or stainless steel. Considering the 

results obtained using finite elements programs, 

aluminum has been selected, since it is lighter and 

has a lower cost. However, if only aluminum is 

used, power transfer capacity is significantly 

reduced, making it impossible to transfer the rated 

30kW. To compensate this effect it is necessary to 

include ferrite into the magnetic circuit, trying to 

keep the mutual inductance coefficient of the 

shielded system in the same value as in the 

unshielded one. 

 

Several ferrite and aluminum shape and position 

combinations have been studied, considering the 

available space and the position in the vehicle. 

The simulated coil is shown in fig. 5, and the 

complete solution including shielding is 

represented in fig. 6. 
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Fig. 5. Implementation of one emitting coil, performed 

using Solid Works 

 

 

Fig. 6. Configuration of the two 30 kW units, 

including shielding 

 

The following figures show that the magnetic 

field is always below the maximum permitted 

values outside the shielded area, both with coils 

perfectly aligned (fig. 7) and with maximum 

misalignment (fig. 8). 

 

 

 
 

Fig. 7. Shielded system with coils in the centered 

position and rated air gap 

 

 
 

Fig. 8. Shielded system with coils in maximum 

misaligned position (x = 0.1m, y = 0.13m)   

 

4 Power electronics 
The power electronic stages required to implement 

the charger are represented in fig. 9. The system is 

fed from a 400 V three phase grid, and the first 

stage is a controlled multilevel rectifier which 

provides an adjustable DC voltage to the resonant 

converters. These converters feed the primary coils 

with a square wave and operate in resonance to 

reduce switching losses. Power is transferred to the 

secondary coil and the induced AC voltage is 

rectified to feed the batteries. 

 

Fig. 9. Block diagram of the power electronic 

configuration (parallel connection) 

4.1 Grid side converter 

The topology chosen for the grid side rectifier is a 

NPC three level inverter (fig. 10). Its main 

advantage compared to a two level inverter is that 

it uses lower voltage IGBTs (600-650V) for a grid 

voltage of 400Vac, generating lower losses [5]. 
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Fig. 10. Schematic of the power electronic stage used 

in the grid side. 

4.2 Resonant topology 

The energy transference in an induction system 

of recharge is made by a high frequency 

alternating magnetic field. Due to the high 

working frequency (above 25kHz), it is 

necessary to use resonant converters to reduce 

switching losses and increase system efficiency 

[6]. 

 

Resonant converters use the resonances of circuit 

capacitances and inductances to shape the 

waveform of either the current or the voltage 

across the switching element, such that when 

switching takes place, there is no current through 

or voltage across it, and hence no power 

dissipation. A Zero Current Switching (ZCS) has 

been chosen. 
 

 

Fig. 11. Scheme of the power stage. 

4.3 Secondary side 

The secondary side is formed by the next 

components (fig. 12): secondary coil and serial 

capacitor, diode rectifier bridge, filter and 

battery. It can be noticed that there is not any 

controlled component, so the control of the 

secondary current is performed from the primary 

side converter. 
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Fig. 12. Secondary side topology. 

 

5 System control 
In order to assure resonant behavior of the 

topology, both voltage and frequency of the 

resonant topology must be controlled, depending 

on EV battery voltage, coil misalignment and air 

gap. 

5.1 Battery voltage variation 

Considering battery voltage, the system only 

operates in resonance this voltage is at its rated 

value (335V). If voltage is lower, primary current 

leads primary voltage (fig. 13), increasing 

switching losses.  

 

 
 

Fig. 13. Primary current displacement with and without 

control 

A suitable control is required in order to operate in 

resonance, searching a new frequency (fig. 14) and 

adjusting bus voltage (fig. 15). The maximum 

correction is required when battery voltage is 

minimum (259V). In this case bus voltage is kept 

almost constant and frequency has to be increased 

in 600Hz (2.4%). 
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Fig. 14. Frequency correction to operate in resonance 

(battery voltage variation) 

 

 

Fig. 15. Voltage correction to operate in resonance 

(battery voltage variation) 

5.2 Air gap variation 

Considering resonance loss (fig. 16) it can be 

noticed that if voltage battery is low, current lags 

for any air gap, while if battery voltage is at its 

rated value or above it, current leads if air gap is 

reduced, and lags if it is increased. 

 

 

Fig. 16. Argument of I1 vs. air gap for different 

battery voltages 

Frequency must be increased when current leads 

and reduced when it lags (fig. 17). The higher 

frequency variation appears when batteries are 

discharged and air gap is minimum. Bus voltage 

has to be increased if air gap is below its rated 

value and reduced in the opposite situation (fig. 

18). 

 

 
Fig. 17. Frequency correction to operate in resonance 

(air gap variation) 

 

 
Fig. 18. Voltage correction to operate in resonance (air 

gap variation) 

5.3 Misalignment 

Required control in this situation is shown in fig. 

19 and fig. 20. It consists in decreasing bus voltage 

to control battery charge current and slightly 

decreasing operating frequency to find the new 

resonance.  

 

Fig. 19. Frequency correction to operate in resonance 

(misalignment) 
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Fig. 20. Voltage correction to operate in resonance 

(misalignment) 

 

Recap 
The paper presents the results obtained in the 

development of a 50 kW inductive charger for 

electric vehicles.  

 

The ICPT configuration chosen is a SP-S system, 

which has suitable current source characteristics 

and can be controlled to operate with different 

charges (i.e. vehicle batteries with different 

voltage and/or power ratings). Two 30 kW 

systems have been combined to increase 

flexibility. 

 

The inductive system has been shielded using a 

combination of aluminum and ferrite in order to 

reduce the emitted magnetic field to acceptable 

values, while keeping the power transfer close to 

its unshielded value. Finite element simulations 

have been used to choose a suitable shield 

configuration. 

 

The power electronic stages used are a multilevel 

grid rectifier, two resonant converters to feed the 

primary coils, and two high frequency rectifiers 

for the secondary windings. 

 

Finally, the corrections in frequency and bus 

voltage required to compensate for non-ideal 

operation (variable battery voltage, air gap and 

misalignment) has been presented, showing that 

the system is able to operate even under these 

conditions. 

Acknowledgments 
The research leading to these results has received 

funding from the European Union Seventh 

Framework Programme ([FP7/2007-2013] under 

grant agreement n° [314126].   
 

References 
 

[1] S. Chopra and P. Bauer. "Driving Range 

Extension of EV With On-Road Contactless 

Power Transfer - A Case Study" IEEE Trans. 

on Ind. Electronics, Vol. 60, No 1. January 

2013. pp. 329-338. 

[2] Y. Kaneko, S. Abe. "Technology trends of 

wireless power transfer systems for electric 

vehicle and plug-in hybrid electric vehicle". 

IEEE 10th International Conference on Power 

Electronics and Drive Systems (PEDS) 

2013.pp 1009-1014.  

[3] J.L. Villa, J. Sallan, J.F. Sanz, A. Llombart. 

"High-Misalignment Tolerant Compensation 

Topology For ICPT Systems". IEEE Trans. on 

Ind. Electronics, Vol. 59, No 2. February 2012. 

pp. 945-951. 

[4] International commision on non-ionizing 

radiation protection. "ICNIRP Gidelines for 

limiting exposure to time-varying electric and 

magnetic fields (1 Hz - 100 kHz). Health 

Physics Vol. 99, No 6. 2010. pp. 818-836. 

[5] R. Maheshwari, S. Munk-Nielsen, S. 

Busquets-Monge. "Design of Neutral-Point 

Voltage Controller of a Three-Level NPC 

Inverter With Small DC-Link Capacitors ". 

IEEE Trans. on Ind. Electronics, Vol. 60, No 

5. May 2013. pp. 1861 - 1871. 

[6] C.S. Wang, G.A. Covic, O. H.  Stielau. "Power 

transfer capability and bifurcation phenomena 

ofloosely coupled inductive power transfer 

system". IEEE Trans. on Ind. Electronics, Vol. 

51, No 1. January 2004. pp.  148 - 157. 

 
 

Authors 
 

José Francisco Sanz received the Ph.D. 

degree in electrical engineering from 

the University of Zaragoza. He is 

currently the Deputy Director with the 

IER Area of the Centre of Research for 

Energy Resources and Consumption 

(CIRCE), and a Lecturer with the 

Electrical Engineering Department, University of 

Zaragoza. His research interests are renewable energy 

integration, power electronic control for renewable 

energy sources, energy storage systems, grid connection 

systems and electrical vehicles 

 

 

200 

300 

400 

500 

600 

700 

0 0,03 0,06 0,09 0,12 
misalignment [m] 

Vbus [V] 

Vbus corrected [V] 



EVS27 International Battery, Hybrid and Fuel Cell Electric Vehicle Symposium  7 

 Juan Luis Villa received the M.E. 

degree in industrial engineering, and 

the Ph.D. in industrial engineering 

from the University of Zaragoza, 

Spain, in 1997 and 2009 respectively. 

He is currently a Researcher in Energy 

Engineering with CIRCE and Lecturer at the Electrical 

Engineering Department, University of Zaragoza. His 

research interests include inductive power transfer, 

power electronics, electric vehicles and renewable 

energy integration. 

 

 Jesús Sallán received the M.E. 

degree in industrial engineering and 

the Ph.D. in electrical engineering 

from the University of Zaragoza, 

Spain, in 1995 and 2002, respectively. 

He is currently a Researcher in 

Energy Engineering with CIRCE and 

a Lecturer at the Electrical Engineering Department, 

University of Zaragoza. His research interests include 

inductive power transfer, power electronics, electric 

machine control, variable speed generation and 

renewable energy integration. 

 
Juan Manuel Perié Buil, B.Sc. on Industrial 

Engineering and M.E. on 

Informatics.  He is a researcher with 

CIRCE since June 2009, in the 

Renewable Energy Integration group 

of the Electrical Division, where he 

is quality assurance head and 

designs power electronic stages and 

their associated control software.  

 

 

 
Lourdes Garcia Duarte, R&D Expert from 

ENDESA, S.A. Msc Industrial Engineer from the 

Universitat Politècnica de Catalunya (UPC). Over 14 

years of experience in Distribution Planning network 

in Endesa and also involved in new construction 

projects and maintenance MV/LV network area. She 

currently manages 7FP projects related to E-mobility 

technologies. She has been Associated Professor of 

Engineering in the Unviersistat Autonòma de 

Barcelona.  

 

 

 

   


