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.Summary  
In order to limit the production of pollutant gases, the transportation sector, 

both public and private, has turned its attention to Electric Vehicles (EVs). The 
most important barrier to commercializing and spreading EVs are the issues 
regarding the battery. The batteries are heavy, bulky, expensive, and have a limited 
lifetime. Furthermore, frequent charging and limited operating range due to the low 
energy density are other obstacles to developing EVs worldwide. Dynamic Wireless 
Power Transfer (WPT) is a possible solution in order to solve the problems related 
to the battery. In this solution, the battery of the EV can be charged when the vehicle 
is in motion. In this kind of charging system, the transmitter coils are embedded 
into the ground and the receiver coil is installed underneath the vehicle. Through a 
sufficient charging infrastructure large enough to charge the electric vehicle during 
driving, the size of the battery onboard can be reduced and the driving range of the 
EV can be extended. 

The main goal of this thesis is research on the development and control of a 
100-m segmented charging system for dynamic charging of an electric vehicle. The 
rating power of the charging system is 20 kW at the nominal air-gap of 25 cm. Due 
to its simple structure and good performance in dynamic charging conditions, 
series-series compensation topology has been chosen for the compensation of the 
self-inductances of the coils at a frequency of 85 kHz. One of the major difficulties 
involved in dynamic WPT systems is the control of the amount of power received 
by the battery as the vehicles travel along the road with fast speed. One possible 
solution is the establishment of a communication link between the EV and the 
ground. However, communication links may cause delays and affect the charging 
process. Here, two new control strategies for regulating the output power with 
different power electronics are introduced. These control methods are able to 
regulate  the  battery  power  from  the  EV  and  without  any  establishment of the 
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communication between vehicle and ground, even in the case of lateral 
misalignment or variations of the air-gap. Subsequently, the complete simulation of 
the system in static and dynamic charging conditions is performed and the operation 
in different charging conditions such as variations of the operating frequency, 
power demand, lateral misalignment, vehicle speed, and air-gap, is studied. The 
procedure for the construction of the charging lane with the development of the 
coils, the embedding procedure and implementation of the power electronic 
converter is presented. The results obtained by the experimental tests show good 
coherence with the simulation results. 
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Chapter 1 

Introduction 

Due to several issues such as environmental effects, global warming, oil 
resources limitations, and energy security, the attentions to the investment, 
production, and usage of renewable energy and other energy sources as a 
replacement to the currently used fossil energies are increasing. One of the main 
consumers of oil and petroleum is the transportation sector. With high energy 
density and ease of use, petroleum is a suitable source of energy. Furthermore, due 
to the increase in the vehicle production rate worldwide, the fuel consumption is 
dramatically increasing. In order to limit and reduce the production of greenhouse 
gases, the attentions of the transportation sector in public and private parts to the 
electric vehicle (EV) are developing around the world. With the use of electric 
powered transportation systems, it is possible to decrease the consumption of fossil 
fuels. Electric vehicles have many advantages over fuel-powered vehicles. They 
consumes electricity which can be generated from different sources such as 
renewable resources. Furthermore, during the movement, CO2 and other gases 
emissions of EV are zero which can significantly help the reduction of air pollution 
in urban areas. In private EVs, vehicles are plugged into the grid and the battery is 
charged using electricity. Furthermore, by managing the charging process, the 
charging of EV could be done during the low demand periods such as at night when 
the stress on the grid is less and the grid has enough capacity for the EV charging.   

Different chargers have been proposed for the charging of the EVs at different 
power levels. According to the power level, the chargers are classified into three 
levels including level 1, level 2 and level 3 [1]. As shown in Table 1.1, the level 1 
charger is a slow charger that is suitable for the charging of the electric vehicle at 
home during the night. This charger is compatible with the home electrical plug. 
The level 2 charger is a semi-fast charger which is considered as the main method 
for both private and public cars. Nowadays, the most attention is on level 2 chargers 
which can provide sufficient power and can be realized in most locations. Usually, 
level 1 and level 2 chargers are single phase chargers. The level 3 charger is a high-
power fast charger and is used for massive charging of the EVs. Usually, these types 
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of chargers are three phase chargers and the main purpose for implementation of 
them is for applications in public and commercial sectors. The level 3 chargers are 
able to charge the EV battery to 80% in only thirty minutes however they are not 
compatible in all EVs. At present, there is not any standard for level 3 chargers but 
this kind of chargers are available commercially. The electric vehicles such as 
Mitsubishi I and Nissan LEAF can be charged with level 3 charger [2]. 

Table 1.1: EV charger type classifications. 

Charger 
type 

Supply 
voltage 

Phase Type of use 
Energy supply 

interface 
Power 
level 

Charging 
time 

Level 1 120 V 1 phase 
Charging at 

home or office 
 

Conventional 
outlet 

1.4-1.9 
kW 

17 Hours 

Level 2 240 V 
1 or 3 
phase 

Charging at 
private or 

public outlets 

Dedicated 
chargers 

3.1-19.2 
kW 

8 Hours 

Level 3 
300-

600 V 
3 phase 

Charging at 
station 

Dedicated 
chargers 

50-240 
kW 

30 minutes 

 
 

1.1 Various wireless charging systems 

The main existing chargers for the EVs are conductive chargers. In this kind of 
chargers, a person is required to connect the charger to the EV. The wireless 
chargers have been proposed as an alternative solution for charging EVs and plug-
in EVs in a contactless manner. In the Wireless Power Transfer (WPT) system, it is 
possible to send the power from a source (transmitter) to the equipment (receiver) 
wirelessly and without the use of any wire. In comparison with the conventional 
charging systems, wireless charging systems provide several advantages. These 
include reliability, simplicity, user-friendliness, and safety [3]. Due to these 
advantages, in recent years, WPT concept has been employed widely in many 
applications from small and low power applications and tools such as household 
appliances and biomedical implants to medium and high power applications such 
as the charge of the EVs and trains. Now, different types of WPT systems are 
presented and according to their operation and characteristics, they can be classified 
differently. However, depending on the distance between the transmitter and 
receiver, WPT systems can be classified into two main groups; near field WPT 
systems and far field WPT systems [4]–[7]. The block diagram of the WPT systems 
classification is presented in Fig. 1.1. Despite the difference between these wireless 
solutions, the basic layout of all of them is similar. All of them are composed of the 
transmitter and receiver circuits. The transmitter is supplied by the transmitter 
converter and the receiver is connected to the receiver side power electronics.  
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Fig. 1.1: Classification of WPT systems. 

In the far field WPT system, the electric and magnetic fields are straight and 
they are propagated as an electromagnetic wave such as microwaves and light 
waves. Here, the part of the energy is radiative. The transmitter sends the power 
regardless of whether there is a receiver to get it or not. The part of the energy which 
is not received by the receiver is dissipated. At low frequencies, a very little amount 
of power is radiated and in practical devices, frequencies above 1 GHz are required. 
This high-frequency operation can cause problems due to human exposure to 
radiation. Furthermore, shielding this radiation is not an easy task without limiting 
the performance and range of operation [4]. 

In near field WPT systems, the power transmission is via magnetic fields by 
inductive coupling of the transmitter coil and the receiver coil or via electric fields 
by capacitive coupling between plates. In near field WPT systems, the electric and 
magnetic fields are not radiative and the energy of the transmitter remains within a 
short distance from it. The field strength reduces exponentially with distance from 
the transmitter. For power transmission, the distance between the transmitter and 
receiver must be short. The distance is related to the shape and size of the 
transmitter. In the case of no receiver within the range, the amount of power that 
leaves the transmitter is almost zero. The near field WPT systems can be divided 
into four types [4]; capacitive power transfer, magnetic gear based wireless power 
transfer, traditional inductive power transfer (IPT), and resonant inductive power 
transfer.  

One of the solutions for transferring power from the transmitter to the receiver 
wirelessly is taking advantage of capacitive coupling [8]. The structure of the 
capacitive power transfer is presented in Fig. 1.2. The DC source voltage is 
connected to an H-bridge converter. The H-bridge converter generates a high-
frequency current passes through coupling capacitors. In order to increase power 
transfer capability and make the impedance seen from the source purely resistive, 
additional inductors are added to the circuit and in series with the coupling 
capacitors. With the help of the inductors, the H-bridge converter can operate in 
soft switching conditions. The received AC voltage at the receiver side is converted 
to the DC voltage using a rectifier and finally, the power is received by the battery. 
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The amount of power that can be sent through the capacitive power transfer depends 
on the size of the capacitors and the distance between the plates. Capacitive power 
transfer is efficient in small air-gap and usually uses in low power level devices due 
to its cost and size such as electronic devices and cell phones.  
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Fig. 1.2: Capacitive power transfer configuration. 

The traditional inductive charger is composed of the transmitter coil and the 
receiver coil which are strongly coupled and form a U-shaped core transformer [9]. 
Since in this structure the high coupling for the transformer is necessary, the air-
gap is very small. In this kind of chargers, the transmitter coil is named charging 
paddle and it places on the port where the receiver coil is located. This structure is 
implemented and used for different applications and different power levels from a 
few milliwatts to kilowatts. The IPT charger was developed at 6.6 kW and 50kW 
power level as a charger for the Chevrolet S10 electric vehicle in 1996 [7].  

Resonant inductive power transfer is the improved version of the traditional 
inductive power transfer system. In this structure, the air-gap between the 
transmitter and receiver coils is increased. So, the coils are not strongly coupled but 
loosely coupled. Since the coupling coefficient of the coupled inductors is very low, 
the leakage inductances are relatively high. In comparison to the inductive power 
transfer, additional capacitors are added to the transmitter and receiver. The 
capacitors can be connected to the coils in different configurations such as series or 
parallel to form a resonant circuit in the transmitter and receiver. The presence of 
the capacitors helps to compensate the reactive part and to reduce the losses. Also, 
it provides the possibility of operating at higher frequency [4]. Fig. 1.3 shows the 
schematic of the resonant inductive power transfer system. The high-frequency  
H-bridge converter supplies the transmitter with a high-frequency voltage. A 
resonant circuit creates and the power is sent to the receiver. Then the power 
received by the receiver coil is converted to DC and finally, the power is transferred 
to the battery. When the frequency of the H-bridge converter is equal to the resonant 
frequency of the transmitter and receiver, the maximum efficiency can be achieved.  
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Fig. 1.3: Power circuit configuration of resonant inductive power transfer. 
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The operation principle of magnetic gear WPT is different from capacitive and 

inductive power transfer systems. This system is composed of two permanent 
magnets which build the transmitter and receiver of the system. By supplying the 
transmitter winding, the transmitter starts rotating. The receiver is placed on the 
vehicle with a certain distance from the transmitter. According to the coupling of 
the magnetic field, the receiver rotor tends to rotate at the transmitter rotor speed. 
Thus, the receiver permanent magnet receives power and then transfers it to the 
battery of the vehicle. In [7] a 1.6 kW magnetic gear WPT system is implemented 
and it is able to deliver power through the 15 cm of the air-gap. The controller 
regulates the speed of the transmitter by the feedback from the battery. The problem 
of this system is that the received power drops significantly when the air-gap 
between two permanent magnets increases.  

In far field WPT systems, the resonant frequency is in the MHz range. This 
operating frequency results in severe problems with human exposure to radiation. 
In Magnetic gear WPT, due to the mechanical components, the size and 
maintenance cost are high. Furthermore, with the variation of the air-gap, the power 
significantly reduces. Capacitive power transfer solution is suitable for low power 
applications with small size and small air-gap. In traditional inductive power 
transfer, the air-gap is very small and the charging paddle must be placed over the 
receiver port manually. It can be concluded that of all of the wireless power transfer 
systems described above, only resonant inductive power transfer system could be a 
solution for wireless charging of EVs due to the operation at a considerable air-gap 
of 20-40 cm, high efficiency, and high power required for the vehicle. In the 
literature, resonant inductive power transfer has been referred with different names 
such as inductive powered transfer, inductively coupled power transfer (ICPT), 
wireless power transfer and contactless power transfer (CPT). In this dissertation, 
the term wireless power transfer will be used hereafter for consistency. 

1.2 WPT for EV charging  

For the EV application, wireless chargers can be classified into three main 
categories according to the EV operation, namely static wireless power transfer, 
dynamic wireless power transfer and quasi dynamic wireless power transfer [10]. 
In static charging of the EV, when the EV is parked right over the charging pad at 
the garage or parking, the battery charges. The second type of wireless charging 
system is dynamic WPT charging. In this charging system, the EV charges during 
the movement resulting in the increase of the driving range of the EV. Quasi 
dynamic WPT is another type of WPT charging system which its operating 
principle is between static and dynamic charging solution. The EV moves and then 
stops at certain places that are equipped with wireless chargers. The battery of the 
EV charges when the vehicle is completely stopped over the charging pads. Quasi 
dynamic WPT system is suitable for public transportation vehicles especially EV 
buses. 



Chapter 1. Introduction 6 

 
1.2.1 Static charging  

Static wireless power transfer provides a safe environment for the consumer 
and reduces the driver involvement in the charging process as it is not necessary for 
the consumer to plug in the charger to the vehicle. This would solve safety-related 
issues for instance hazards and electric shock [11]. The power circuit of a WPT 
charging system is presented in Fig. 1.4. The charging structure is composed of two 
parts including ground facility and onboard part. The ground facility is composed 
of the transmitter converter, transmitter coil, and the compensation network. The 
onboard part is composed of the receiver coil, compensation network, rectifier, DC-
DC converter, and the battery. Normally, the transmitter coil is installed under the 
ground and the receiver coil is mounted underneath the EVs. By energizing the 
transmitter coil with the transmitter converter, the energy is sent to the receiver coil. 
The received energy is converted to DC using a rectifier and then is transferred to 
the battery. Furthermore, in order to control the amount of the power received by 
the battery and manage the battery charging process, the DC-DC converter is 
employed before the battery. Moreover, with a communication line, the status of 
the battery could be transferred to the ground converter.  
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Fig. 1.4: Basic configuration of a wireless charging system. 

The static WPT chargers can be installed in different private and public areas 
such as home, parking areas, and commercial centers. Recently, many prototypes 
have been implemented and tested by different universities and companies at 
different power levels [12]. As an example, the wireless power transfer charger for 
BMW i3 and i8 models has been demonstrated by BMW [13]. Furthermore, 
wireless charger capable of charging at home for the Tesla Model S can be 
mentioned. The amount of the power that the WPT charger can transfer and the 
charging time of the EV depend on many factors including input source power level, 
the size of the transmitter coil, the size of the receiver coil and the air-gap between 
them. The air-gap for the light-duty vehicle is approximately between 10 and 30 
cm. The prices of the WPT chargers for the power levels between 3.3 and 7.2 kW 
vary from 2700 to 13000 USD approximately. The power level of the charger 
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according to the recently published SAE standards (J2954) is defined as 3.7 kW for 
level 1 charger and 7.7 kW for charger level 2 with at least 85% efficiency at perfect 
alignment and an operating frequency of 81.9-90 kHz.  

1.2.2 Dynamic charging  

The most important barrier in commercializing and wide spreading electric 
vehicle is the issues regarding to the battery [14]. The batteries are heavy, costly, 
bulky and with a limited lifetime. The size of the battery is very big and it takes up 
most space of the EV. Furthermore, the frequent charging and limited operating 
range due to the low energy density are other barriers in developing EVs world 
widely. The charging time of EV is generally high. The fast chargers available in 
the market are able to charge the battery in around 30 minutes which is still more 
than the fueling time in a conventional vehicle. Generally, the batteries are made of 
lithium. Due to the material and technology used in the construction of the battery, 
they are very expensive and account for more than one-third of the electric vehicle 
price. Considering the electrification of the buses, it requires too many battery packs 
resulting in the increase in the cost, size and charging time. The problem associated 
with static WPT is that EV can be charged only when it is parked at home or garage. 
This kind of charging method cannot solve the battery problems such as limited 
range and big volume. Dynamic WPT could be a solution in order to solve the 
problems related to the vehicle energy storage system. In this solution, the battery 
of the EV can be charged when the vehicle is in motion. Thus, the size of the battery 
onboard can be reduced and the driving range of the EV can be extended [14]. The 
structure of the dynamic WPT system is similar to the static WPT. The transmitter 
coils are embedded into the ground and the receiver coil is installed underneath the 
vehicle. The difference of dynamic WPT with the static counterpart is that in the 
dynamic charging system, the number of the transmitter coils embedded into the 
roadbed is increased. Thus, when the EV passes over the transmitter coils, frequent 
charging of the EV during the movement can be possible. 

According to the dynamic WPT topologies presented in the literature, two main 
dynamic charging solutions namely long track topology [15] and segmented track 
topology [16], [17] exist. In long track topology or long track coupler, the size of 
the transmitter coil is much longer in comparison to the receiver coil. The basic 
diagram of dynamic WPT with long track topology is illustrated in Fig. 1.5. An 
example of this topology is presented in [18] where the track length reached 240 m 
long. The main advantage of this topology is that the coupling coefficient is 
constant along the track and it is not dependent on the position of the vehicle. For 
the energizing the whole track, only one H-bridge converter is necessary which 
makes the control much easier. In spite of these interesting merits, there are several 
drawbacks to long track topology. The size of the transmitter coil is much longer 
and because of that, the coupling coefficient between the transmitter and receiver 
coil is very low. Low coupling coefficient results in having high stray magnetic 
field and low power transfer efficiency. Furthermore, due to the small size of the 
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receiver coil in comparison to the transmitter coil, when the transmitter coil is 
energized, some part of it is not covered by the vehicle and the generated magnetic 
field in these areas causes danger for the nearby peoples and the environment. Due 
to the use of only one H-bridge converter for supplying the whole track, a very high 
VA rating H-bridge converter is required. Furthermore, because of high current of 
the track, considerable compensation capacitor must be added to the circuit. Almost 
in all of the long track topologies presented in the literature, the operating frequency 
is 20-40 kHz. The switching frequency is kept at this range in order to limit the 
voltage stress of the compensation capacitors. As described before, according to the 
SAE J2945 standard for static WPT chargers, a frequency range of 81.39 - 90 kHz 
has been proposed. The standard for dynamic WPT chargers is not yet published 
however due to the interoperability between the static and dynamic chargers, this 
frequency range must be considered for the dynamic systems too.  
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Fig. 1.5: Diagram of dynamic WPT with long track topology. 

Another dynamic WPT solution is segmented track topology. The basic 
diagram of dynamic WPT with segmented track topology is illustrated in Fig. 1.6. 
In this topology, the length of the transmitter coil is smaller than the size of the 
vehicle. For energizing each transmitter coil, an independent low VA H-bridge 
converter is employed [19]. Another method of supplying the transmitter coil is 
presented in [20]. In this solution, several transmitter coils are embedded into the 
ground. But instead of supplying the transmitter coils with independent H-bridge 
converters, they are all connected to a common H-bridge converter and the 
energizing the coils is managed by a switching device. Each transmitter coil is 
energized when the presence of the vehicle is identified and EV is exactly on the 
top of that. Thus, the magnetic field is shielded by the vehicle and problems related 
to the magnetic field and safety are recovered. In this topology, the value of the 
coupling topology is higher and for this reason, higher efficiency can be achieved. 
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One of the biggest challenges of this solution is that the presence of the vehicle 
must be identified and then the transmitter coil which is covered by the vehicle 
becomes turned on. The presence of the vehicle can be identified with different 
solutions such as sensors, communication devices or other auxiliary circuits 
however this system must be fast enough in order to be able to charge the vehicle 
even in fast speed of the vehicle.  
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Fig. 1.6: Diagram of dynamic WPT with segmented track topology. 

1.3 Research progress of WPT  

In recent years, extensive research by universities and companies on dynamic 
WPT has been performed all over the world. Due to these efforts, many solutions 
have been presented in the literature and some of them have been developed 
practically for various transportation applications such as light weight electric 
vehicle, public buses and rail transport systems. In this section, the review of these 
systems is presented and the advantages and disadvantages of them are explained 
in detail. The first prototype of the dynamic charging system was designed by 
Lawrence Berkeley National Laboratory in 1976 and then an 8 kW prototype was 
developed and tested but it was not fully working [21]. In 1992 at the University of 
California Berkeley, advanced transit and highways (PATH) team designed a 
wireless charging of a bus. The output power of the prototype was 60 kW and the 
efficiency of 60% with the 7.6 cm air-gap was achieved [22]. Despite great 
achievements in developing a dynamic WPT system from different aspects such as 
road construction and installations, this system has many drawbacks that needed to 
be solved before being commercially developed. Due to the heavy coils supply rail 
structure, the construction cost was huge. Also, due to the lack of high frequency 
semiconductor devices, suitable ferret core and wire, the switching frequency of the 
system was kept as low as 400 Hz which resulted in low efficiency of the power 
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transmission and creation of audible noises. Low air-gap was another important 
problem of the PATH system. Korean KAIST institute started working on the 
dynamic charging of EVs since 2009. Till now, they have developed different 
prototypes with different structures and specifications for various vehicles specially 
buses [23]–[27]. The first prototype of KAIST On-Line Electric Vehicle (OLEV) 
1G was a golf cart [18]. The working frequency of this system was 20 kHz which 
was much more than the switching frequency of the PATH prototype. The vehicle 
was equipped with the pick-up controller in order to improve the alignment. The 
long track topology with 45 m long and E-type cores was adopted for this system. 
The maximum efficiency of 80% at the output power of 3 kW was achieved. The 
Air-gap between the transmitter and receiver was 1 cm which still was very small. 
In the second generation 2G OLEV, the air-gap improved and reached 17 cm [18]. 
For improving the air-gap, the U-type shape for the transmitter and I-type shape for 
the receiver was developed. The cross-section views of transmitter and receiver 
coils are presented in Fig. 1.7. The second generation was used for the charging of 
electric buses. The transmitter of the system had 240 m long which was put inside 
the asphalt and the receiver was composed of ten pick-ups. The maximum 
efficiency of 72% at the output power of 60 kW was achieved.  

 

Fig. 1.7: Cross-section of the U-type transmitter and I-type receiver coils in 
different air-gaps.  

For the third generation of OLEV 3G sports car, a W-type coil structure for the 
transmitter and overlapped double coils with flat shape for the receiver were 
developed [18]. The cross-section transmitter and receiver coils are presented in 
Fig. 1.8. The operating frequency of this EV was 20 kHz and with a distance of 17 
cm, the system efficiency was measured 71%. The total efficiency of the OLEV 3G 
was low. So, all of the components of the system including rectifier, inverter, 
transmitter coil, receiver coil, and regulator were designed again in order to improve 
the overall efficiency of the system. The new design was named 3G+. It was the 
improved version of the 3G OLEV and was used for an electric bus [23]. After the 
test, the efficiency of 83% at 20 cm air-gap was obtained. This electric bus was 
commercialized and employed in different routes in Korea.  
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Fig. 1.8: Different views of the W-type transmitter and overlapped double coils 
with flat for the receiver.  

The next generation of the KAIST vehicle was the 4G OLEV bus. The 
operating frequency of this system was 20 kHz similar to the previous vehicles. For 
the transmitter of the system, an I-type shape coil was designed as shown in Fig. 
1.9 and in comparison to the previous design, the air-gap was improved and reached 
20 cm [24]. Furthermore, the amount of EMF was reduced. During the test, the 
maximum power was 35 kW. At 27 kW power, the efficiency was measured 74%. 

 

Fig. 1.9: Structure of the coils for 4G vehicle from different views; Top: 
transmitter and receiver coils, bottom: side view, right: front view.   

For the transmitter coil of the fifth OLEV generation 5G, an S-type core with 
only 4 cm coil width was used which was much less than the I-type one. Thus, the 
total construction of roadway infrastructure and installation costs was reduced. 
Furthermore, because of the narrower width of the S-type transmitter coil, the EMF 
was lower than the I-type transmitter coil [25]. The structure of the coils for the 5G 
vehicle is presented in Fig. 1.10. As shown in Fig. 1.10, the core has S-shape when 
seeing the cross-section view of the coil. The air-gap of the system was 20 cm and 
the working frequency of it was 20 kHz. The efficacy of the system at 22 kW output 
power was 71%. However, the maximum efficiency of the system without 
considering the transmitter converter was 91%. 
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Fig. 1.10: Structure of the coils for the 5G vehicle from different views; Top: 
transmitter and receiver coils, bottom: side view, right: front view.  

In [26], the design and test of a 100 kW WPT system using the OLEV bus are 
presented. The transmitter inverter converts the 60 Hz power to 20 kHz power and 
the coil is supplied with 260 A. The receiver is composed of five 20 kW pickups 
and each pickup has two windings. Thus, the receiver is composed of ten rectifiers 
and ten DC-DC boost converters and the output of the DC-DC converters is 
connected to the battery. Ten boost converters are operated with 36-degree phase 
shift in order to reduce output voltage ripple. The maximum efficiency of 80% at 
100 kW output power and 26 cm air-gap was achieved.   

The operating frequency of the OLEV vehicles was limited to 20 kHz due to 
the high leakage inductance of the coil, high current in the coils and high voltage 
stress of the compensation capacitors. In order to limit the voltage stress of the 
compensation capacitors, one solution is the use of distributed compensation 
capacitors and series connection of them. However, for high power application, this 
solution is not suitable. One answer to this question could be the application of 
segmented topology instead of long track topology and this is the solution that 
OLEV 6G follows [27]. By reducing the size of the transmitter coil, and reducing 
the leakage inductance of the coils, the operating frequency of the system can 
increase and reach 85 kHz which is the SAE J2954 frequency. This design can also 
satisfy the interoperability issues between static and dynamic charging systems. The 
OLEV 6G 3.3 kW coils configuration is presented in Fig. 1.11. The shape of the 
transmitter coil for OLEV 6G is similar to OLEV 3G but the difference is that in 
the new design, there is no core in the transmitter. Due to the coreless 
characteristics, the construction cost and installation time are reduced because there 
is no need to protect the ferrite cores inside the ground. According to [27], with the 
coreless transmitter, the system is more tolerant to lateral misalignment compared 
to the transmitter with core since the variation of the receiver coil is small during 
lateral misalignment.  
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Fig. 1.11: 6G OLEV transmitter and receiver coils configuration. 

Auckland University has been working on the design of WPT systems for many 
years. The segmented coil topology was introduced by the Auckland University 
team. The transmitter coils have a smaller size and weight which make the 
installation easily. The main working concentration of Auckland team was the 
design of the transmitter and receiver coils for static and dynamic wireless chargers 
and till now, various coil structures have been proposed such as circular coils, 
single-sided polarized coil, single-sided polarized coil with additional coil, and 
bipolar coil in order to improve the coupling and tolerance to misalignment [28]–
[30]. A 20-kW circular coil with 70 cm diameter and 20 cm air-gap was proposed 
in [31].  

 
                          (a)                                                         (b) 

   
                          (c)                                                         (d) 

Fig. 1.12: Different coil shapes introduced by the University of Auckland; (a) 
circular shape coil, (b) Double-D coil (DD), (c) Double D quadrature coil (DDQ), 
and (d) bipolar coil. 
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Furthermore, this university has designed a circular coil with more than 90 % 

efficiency. The shape of a circular shape coil is shown in Fig. 2.12(a). The design 
guideline and optimization procedures for this coil for having higher efficiency and 
power density have been reported in the literature [32]. The disadvantage of a 
circular shape coil is that the power transfer capability is low and in comparison to 
the rectangular shape coil, it has lower misalignment tolerance. Basically, the lateral 
misalignment of the circular coil can be increased by choosing a larger diameter for 
the coil. However, it is not practical due to space and size limitations. Furthermore, 
the circular shape coil has limited air-gap length. According to the design 
procedure, with an increase in distance between the transmitter coil and the receiver 
coil, it is required to increase the diameter of the circular coil four times [33]. Thus, 
the circular shape coil is not suitable for WPT systems with large air-gap or high 
lateral misalignment.  

In order to solve the problems and limitations of the circular shape coil, a new 
coil shape namely flux pipe coil was proposed [33]. This coil is implemented by 
winding the coil along the ferrite bar where two coils are magnetically connected 
in series and electrically connected in parallel. This structure has a higher coupling 
factor and higher lateral misalignment with a reduction of the size in comparison to 
the circular shape coil. In this coil, the magnetic fluxes are created at both sides of 
the coil. Thus, the generated flux at the back of the coil which is not useful is equal 
to the flux that is engaged to the coupling. This will cause an increase in the losses 
in the shield. The 1.5 kW coil with 7.5 cm air-gap and 95% efficiency and 3 kW 
coil with 20 cm air-gap and 90% efficiency can be mentioned as some example of 
this coil topology [34].   

The picture of the Double D (DD) coil is presented in Fig. 2.12(b). This coil 
design has the advantages of both circular shape coil and flux pipe. DD coil is built 
from two rectangular coils [35]. As shown in the figure, the coils are placed on the 
ferrite bars and the aluminum shield is placed under the ferrite bars. The main 
advantage of the DD coil is that the flux path is single sided (opposite to the ferrite 
bars) which results in higher coupling coefficient and quality factor. Furthermore, 
due to the higher lateral misalignment, this coil design can be used in WPT systems.  

The Double D Quadrature (DDQ) coil is an improved type of DD coil and is 
designed to overcome the problems of the circular coil [36]. The DDQ coil is 
created by adding the quadrature coil Q to the DD coil. The additional coil is used 
at the center of the DD coil. The picture of the DDQ coil is shown in Fig. 2.12(c).  
The coil is designed in such a way that the DD coils catch the flux in the d-axis and 
the Q coil catches the flux in the q-axis and thus, the tolerance of the DDQ coil to 
the misalignment is extended. According to the misalignment between the 
transmitter and receiver, D or Q coil can couple the power. Furthermore, this coil 
has a single-sided flux path. In this coil structure, the mutual inductances between 
the coils in the same side are so small and can be neglected. The problem of this 
coil design is that due to the additional coil and additional power electronic 
converter, the charger may face additional losses. 
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Similar to the DDQ coil, the bipolar coil is composed of two coils. These coils 

which are identical, have mounted on the ferrite bars with overlap [30]. The picture 
of the bipolar coil is illustrated in Fig. 2.12(d). The advantages of the bipolar coil 
are that it has good misalignment tolerance and a high coupling coefficient. 
Furthermore, the construction of a bipolar coil needs less copper in comparison to 
the DDQ coil.  

Based on the Qualcomm Halo™, Qualcomm Technologies has implemented a 
WPT system for dynamic charging of EV with the power up to 20 kW at highway 
speeds. Furthermore, this wireless charging solution has been implemented based 
on a market available static charging system and then was extended to the dynamic 
charging system. Qualcomm Technologies has also designed and tested 
simultaneous charging of two vehicles on the charging lane. The dynamic charging 
lane is a 100-meter test track and the receiver part was mounted on two Renault 
vehicles. The 100-meter transmission line is composed of 56 coils which are 
divided into four 25-meter segments. For each segment, an 85 kHz inverter exists. 
Each segment is divided into elementary modules which are activated when the 
receiver coils are close enough.  

Korea Railroad Research Institute (KRRI) has designed and implemented a 1 
MW WPT system for supplying a high-speed train [37]. In order to reduce the size 
and cost, the operating frequency of 60 kHz has been used for the system. The DC 
voltage for the supply of the inverter is constructed using silicon controlled rectifier. 
Since it is difficult to build a 1 MW inverter, for realizing a 1 MW inverter, five 
200 kW inverters using IGBT switches were implemented and connected in 
parallel. The inverter converters the DC power to 60 kHz power and with using five 
matching transformers, the necessary 300 A output current is constructed. The 
transmitter was made of Litz wire with a single turn loop and length of 128 m. The 
receiver was composed of four 200 kW pickups.  During the test, the maximum 
efficiency of 82.7% at 820 kW output power and 5 cm air-gap was obtained.  

The Japanese Railway Technical Research Institute (RTRI) has designed a 300 
kW wireless charger for railway systems. Furthermore, according to the designed 
system, a 50 kW downsized prototype has been developed [38]. The transmitter coil 
has a U-type shape and has 13.2 m long. The receiver is composed of three 16.7 
kW pickups in order to build a 50 kW receiver. The configuration of the receiver in 
full power 300 kW will be composed of 18 pickups. The operating frequency of the 
system is 10 kHz and with the air-gap of 7.5 cm, the efficiency of 72.6 % was 
measured.  

Bombardier has been working on WPT charging systems (PRIMOVE) since 
2010 and till now, many static and dynamic systems for different purposes 
including buses and trams have been developed [18]. The PRIMOVE system in 
Augsburg allows charging of the trams over the air-gap wirelessly during the 
motion and without the use of conventional overhead power lines at the rated power 
of 250 kW. In this project, the bombardier tram is equipped with two receiver coils 



Chapter 1. Introduction 16 

 
to capture the power from the transmitter coils which are installed under the road. 
The general structure of this wireless system is presented in Fig. 1.13.  

 

Fig. 1.13: Placement of the coils in Bombardier tram. 

A three-phase power system is adopted in order to transfer high power to the 
receiver. The power line is constructed by 8-meter cable segments which are 
energized only when they are covered by the tram in order to minimize the 
electromagnetic field. The inverter is connected to a 750 VDC power supply and 
operates in 20 kHz. The air-gap between and transmitter and receiver is about 6 cm 
and as mentioned before, in the rail system, the lateral misalignment is very limited 
which makes the design much easier. The PREMOVE system is also used for the 
charging of the electric buses at various bus stops similar to a quasi-dynamic 
charging system. This system is now operative in some countries including 
Germany, Sweden, and Belgium. Restricted technical information about this system 
is available but it is found out that the output power is 200 kW with the efficiency 
of over 90%.  

The dynamic WPT system designed by Nissan Research Center is composed 
of a rectangular shape 30 cm × 1.6 m transmitter coil, and a 40 cm diameter circular 
receiver coil as shown in Fig. 1.14. Five transmitter coils have been embedded into 
the ground [39]. In order to build the road surface without damaging the embedded 
coils, cement-asphalt (CA) mortar was used. CA mortar can be obtained when the 
asphalt is emulsified in water with soap. Furthermore, the receiver was mounted on 
a compact EV. According to the measurement, the coupling coefficient of 0.09 
between the transmitter and receiver at the air-gap of 10 cm was obtained. At this 
air-gap, the maximum efficiency was 90% at the output power of 1 kW.  

 

Fig. 1.14: Nissan dynamic WPT prototype; on the left: Photograph of the test EV, 
and on the right: structure of the coils.  
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The integrated infrastructure solution (INTIS) has been studying on WPT 

system for static charging and dynamic charging of EV since 2011. The transmitter 
of the dynamic solution is a single phase system. The charging lane has a total of 
25 m long and it is composed of several coils with different characteristics and 
lengths [18], [40]. The supping of the transmitter coils is handled through the power 
electronics boards installed alongside the road. The picture of the charging structure 
is illustrated in Fig. 1.15. The transmitter coil has a double U-type shape. The 
transmitter coil layout is designed to be low cost with minimum material that allows 
for easy installation on road. The activation of the coil sections are done using 
positioning and communication systems. The operating frequency of the transmitter 
coil is 30 kHz and with the 10 cm air-gap, the output power of 30 kW is received. 
However, the obtained efficiency data is not available at this time.  

 

 

Fig. 1.15: INTIS dynamic charging setup.  

VICTORIA project, a project associated with FABRIC and Endesa, has 
developed different strategies for charging the EV including plug-in, static and 
dynamic charging systems. In this charging scenario, the EV is charged during the 
night when it is parked using a plug-in slow charger (3.7 kW). During the day, the 
EV can be charged wirelessly by static chargers placed at the bus stops and by the 
dynamic chargers installed in the charging lane at the power rating of 50 kW. The 
total route is 300 m long and is composed of ten transmitter coils. Of these ten 
transmitter coils, eight coils build the dynamic charging lane with the 12.5 m 
intervals and two remaining transmitter coils construct the static charging points as 
illustrated in Fig. 1.16. In order to reduce the misalignment between the transmitter 
and receiver during the charging process, an automatic steering wheel control 
system is used. The rated power of the system is 50 kW with the operating 
frequency of 23.8 kHz. A. According to [18], the efficiency of the system with 15 
cm air-gap is reported 83%. The bus can operate with the speed of 10 km/h and is 
tolerant to 20 cm of lateral misalignment. The size of the receiver coil with 4 turns 
is 0.6 m × 2.5 m and the size of the transmitter is 0.6 m × 0.8 m. 
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Fig. 1.16: Schematic of the charging lane of VICTORIA project composed of ten 
transmitter coils.  

Utah State University has developed a wireless power transfer system for the 
dynamic charging of EV. The charging track has 400 m long with 75 m of 
embedded transmitter coils. The available information regarding Utah state 
university wireless system is limited however the power level is 25 kW with the 
air-gap around 15-25 cm. The efficiency of the system has reached approximately 
90% [41].  

Since 2011, Oak Ridge National Laboratory (ORNL) has been working on the 
dynamic charging of EV [42], [43]. The picture of the prototype is shown in Fig. 
1.17. As shown in this figure, the segmented track topology has been adopted for 
this system and also the transmitter and receiver coils have a circular shape. The 
problem of this coil structure is that the system is not tolerant to the lateral 
misalignment. The operating frequency of the system is near 20 kHz. The output 
power is 2.2 kW which is used to charge a 72 V battery. The measured coil-to-coil 
and DC-to-DC efficiencies were 90% and 74% respectively. Besides the dynamic 
charging, ORNL has developed static wireless charging for various electric vehicle 
models.  

 
 

Fig. 1.17: The ORNL dynamic WPT charging of an EV. 
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In Table 1.2, the important dynamic WPT system has been summarized. It is 

clear that the range and the research activities in the dynamic charging of EV are 
quite diverse. However, for most of the industry-oriented projects, limited 
information has been published. Furthermore, different groups have been working 
on different aspects of this system. Thus, it is difficult to have a perfect comparison 
between different dynamic charging systems at this developing stage with currently 
published information. For example, the efficiency presented in Table 1.2 is not 
clearly explained. In some of the measurements, AC grid-battery efficiency is 
presented, and in some other studies, DC-DC efficiency or coil-coil efficiency are 
performed. However, for a complete system comparison and analysis, the overall 
AC grid-battery efficiency measurement is necessary. From the current 
information, KRRI and Bombardier have implemented full-scale charging systems. 
Now, UTAH and OLEV dynamic charging systems are being utilized but the rating 
power levels are much lower that KRRI and Bombardier systems. In general, most 
of the systems have used long track topology except ORNL, INTIS, and Nissan for 
stable battery power and simple control. The operating frequency of all systems 
except Qualcomm is not in the range of SAE J2954 standard presented for the static 
charging system. KAIST OLEV 6G is now being developing a new system with 85 
kHz operating frequency to reach the standard range according to the 
interoperability issues. From the transmitter coil point of view, Bombardier has 
used a quite different technology with distributed three-phase winding but other 
technologies have used single phase configuration 

Table. 1. 2: Summary and research progress of dynamic WPT.  

Prototype name Vehicle type 
Transmitter 

topology 

Operating 
frequency 

(kHz) 

Air-
gap 
(cm) 

Power 
(kW) 

Efficiency 
(%) 

PATH Bus Long 0.4 7.6 60 60 

KAIST OLEV 1G Golf cart Long 20 1 3 80 

KAIST OLEV 2G Bus Long 20 17 60 72 

KAIST OLEV 3G Car Long 20 17 15 71 

KAIST OLEV 4G Bus Long 20 20 25 74 

KAIST OLEV 5G Bus Long 20 20 22 71 

ORNL Car Segmented 23 10 1.5 75 

Bombardier Train Long 20 6 250 90 

KRRI Korea Train Long 60 5 820 83 

Nissan Japan compact car Segmented 78 10 1 90 

INTIS Car Segmented 30 10 30 TBD 

Victoria Bus Long 23.8  15 50 83 

Wave UTAH Bus TBD 20 25 25-50 90 

Qualcomm  Car Segmented 85 25 20 - 

RTRI Japan Train Long 10 7.5 50 72.6 
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1.4 Research Goals and Objectives 

The topic of this thesis is the summary of the activities and results in the project 
FABRIC [44]. According to the project target, a 100-m charging system for 
dynamic charging of the electric vehicle has been implemented. The rating power 
of the charging system is 20 kW at the nominal air-gap of 25 cm.  The system is 
necessary to charge the EV during the movement with the maximum lateral 
misalignment of 20 cm. The segmented topology with 50 transmitter coils has been 
chosen. All transmitter coils have been embedded into the ground and covered with 
cement. Each coil has been connected to one high-frequency converter. Each high-
frequency converter was connected to a 650 V DC bus and supplies the related coil 
with the current at the frequency of 85 kHz. The output power of the receiver has 
to charge the vehicle battery which its voltage varies between 250-400 V. This 
thesis is mainly focused on the control of the charging process during the movement 
of the vehicle. The thesis is composed of seven chapters. A brief description of each 
chapter is described as follows.  

In the second chapter, the basic model of a WPT system is described. Due to 
the low coupling coefficient between the transmitter and receiver coils in wireless 
charging systems, the leakage inductance is high which limits the power 
transmission. In order to increase the power transmission capability and efficiency, 
some resonant capacitors are added to the transmitter and receiver side of the 
system. Various compensation topologies are discussed and their merits and weak 
points are investigated. Among all of these topologies, series-series topology is 
chosen due to the simple structure and good performance in dynamic conditions. 
The important equations of the WPT system with this capacitor topology are 
presented. Furthermore, the behavior of the system under different working 
conditions is analyzed. Finally, from the simplified model, the complete model of 
a WPT system is presented. 

In chapter 3, the description of the transmitter and receiver coils are 
presented. The effect of the air-gap and lateral misalignment on the coupling 
coefficient of the coils is simulated. The rest of this chapter is dedicated to the 
control of the WPT system. Several control techniques are studied in this chapter. 
Then, two novel control strategies for the regulation of the output power at the 
presence of the mutual inductance variations are proposed. In these control 
strategies, the transmitter converter operates at a definite power level and the 
receiver can regulate the output power from zero power to the peak power according 
to the demand using a DC-DC converter or an active rectifier and without 
communicating with the transmitter converter. Finally, two methods for the 
identification of the vehicle are proposed. 

In the fourth chapter, the simulation of the whole system in static and also in 
dynamic charging conditions is presented. The operation of the control system in 
different charging conditions such as variations of the operating frequency, power 
demand, and lateral misalignment is analyzed. Furthermore, in dynamic charging 
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the amount of energy that the battery receives in different vehicle speeds, air-gaps, 
and lateral misalignments is studied.  

In chapter 5, the development of the charging lane is presented. The 
construction of the transmitter and receiver coils and resonant capacitors are 
provided in this chapter. Furthermore, the embedding procedure of the transmitter 
coils into the ground are given. Also, the design, implementation, and control of the 
power electronic converters are described in this chapter.  

The results of several experimental tests are presented in the sixth chapter. The 
results are composed of various tests such as power demand control, operation of 
the control system with the variation of the air-gap, operation of the control with 
the presence of the lateral misalignment and the identification procedure.



 

Chapter 2 
 

Basic theory and operation of WPT  

It is more than one hundred years that wireless power transfer systems for 
different applications are developed however the basic idea can be expressed by 
Ampere’s law and Faraday’s law. In this chapter, the basic model of the system 
based is presented. The application of the resonant capacitors is discussed. Then, 
from the basic model, the complete model of the system is constructed.  

2.1 Theory behind wireless power transfer 

As shown in Fig. 2.1, a wireless power transfer system is composed of two coils 
separated by a large air-gap. The basic operation of the WPT can be expressed 
according to Ampere’s law and Faraday’s law [10]. 

N1i1

φ12 

 

Fig. 2.1: Fundamental principle of WPT.  

Based on the Ampere’s law, when the AC current is flowing in a conductor, a 
time-varying magnetic flux will generate. The generated magnetic field is related 
to the current of the conductor and permeability of free space as  

෍்ܤ ∆݈ ൌ ଴݅ଵߤ ଵܰ (2.1) 

 
Where ߤ଴ is the magnetic permeability, i1 is the current flowed the transmitter 

conductor, N1 is the number of transmitter conductor turns, l is the length of the 
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conductor in meters and BT is the magnetic flux density in Tesla. According to the 
Faraday’s law, if the time-varying magnetic flux generated by the transmitter 
conductor links the receiver conductor, it induces a voltage in it. If the receiver coil 
is kind of a closed circuit, an AC current will flow through it. The value of the 
induced voltage is related to the number of turn of the receiver and the rate of 
change in magnetic flux as  

ଶܸ ൌ െ ଶܰ
݀߮ଵଶ
ݐ݀

 (2.2) 

 
Where N2 is the number of turns of the receiver, and ߮ଵଶ is the linked flux in 

the magnetic path in Weber. The portion of the magnetic field generated by the 
transmitter conductor which is linked with the receiver is determined by the 
geometry and material of the coils and can be described by the coupling factor as 

݇ ൌ
ܯ

ඥܮଵܮଶ
 (2.3) 

 
Where M is the mutual inductance between the coils and L1 and L2 are self-

inductances of the transmitter and receiver coils respectively. k is between 0 and 1 
because, unlike a conventional transformer, there is no core between the transmitter 
and receiver coils except air and all of the magnetic fluxes generated by the coil 
cannot pass to the other conductor. The flux generated by the coil that does not link 
with the other side is introduced as the leakage. When there is no receiver coil, the 
mutual inductance is zero and the self-inductance is only consisting of the leakage 
inductance.  

2.2 Application of compensation capacitors 

The power circuit of a non-compensated WPT system is presented in Fig. 2.2. 
L1 and L2 are self-inductances of the transmitter and receiver coils, respectively and 
M is the mutual inductance between the coils. Furthermore, in the WPT circuit, R1 
and R2 are the resistances of the transmitter and receiver coils respectively. The AC 
source is for supplying the transmitter coil.  

R2R1

L1 L2

i1 i2M

  RacVL

+

-
V1

 

Fig. 2.2: Equivalent model of a non-compensated WPT system.  

By writing the voltage equations for the transmitter and receiver circuits, the 
following equation set is obtained:  
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൜ ଵܸ ൌ ሺܴଵ ൅ ଵሻ݅ଵܮ݆߱ െ ଶ݅ܯ݆߱
ଵ݅ܯ݆߱ ൌ ሺܴଶ ൅ ଶሻ݅ଶܮ݆߱ ൅ ܴ௔௖݅ଶ

 (2.4) 

 
By solving the above system of equations, the equations of i1 and i2 can be 

obtained as follows: 

݅ଵ ൌ
ሺܴଶ ൅ ܴ௔௖ ൅ ଶሻܮ݆߱ ଵܸ

ሺܴଵ ൅ .ଵሻܮ݆߱ ሺܴଶ ൅ ܴ௔௖ ൅ ଶሻܮ݆߱ ൅ ሺ߱ܯሻଶ
 (2.5) 

 

݅ଶ ൌ
െ݆߱ܯ ଵܸ

ሺܴଵ ൅ .ଵሻܮ݆߱ ሺܴଶ ൅ ܴ௔௖ ൅ ଶሻܮ݆߱ ൅ ሺ߱ܯሻଶ
 (2.6) 

 
The equation of the efficiency for the system can be written using the above 

equations as follows: 

ߟ ൌ
݅ଶ
ଶܴ௔௖

݅ଵ
ଶܴଵ ൅ ݅ଶ

ଶܴଶ ൅ ݅ଶ
ଶܴ௔௖

	

		 ൌ
ܴ௔௖

ሺܴ௔௖ ൅ ܴଶሻ ൬1 ൅
ܴଵሺܴ௔௖ ൅ ܴଶሻ

ሺ߱ܯሻଶ ൰ ൅ ܴଵ ቀ
ଶܮ
ቁܯ

ଶ 

(2.7) 

 
The efficiency of the system with the variation of the operating frequency of 

the input source is shown in Fig. 2.3(a). Due to the large air-gap and lack of core 
between the transmitter and receiver coils, the uncoupled magnetic flux between 
the coils increases. This uncoupled magnetic flux is realized as the leakage 
inductance. Since the coupling coefficient is very low, the value leakage inductance 
is relatively high. Thus, the system behaves inductively. As shown in this figure, 
by increasing the working frequency, higher efficiency for power transmission can 
be obtained. When the operating frequency goes up, the input impedance becomes 
more inductive naturally. Consequently, by increasing the operating frequency, the 
power factor reduces. When the power factor reduces, the input converter requires 
a larger Volt-Ampere (VA) rating. On the receiver side, when the working 
frequency increases, the receiver impedance extremely reduces the receiver current. 
In this case, the power transfer capability significantly reduces. These are major 
disadvantages of using this configuration for power transfer. In order to compensate 
the leakage inductance effect, some capacitors are added to the transmitter and 
receiver coils. With the compensation capacitors, the input reactive power becomes 
zero and the WPT system operates in Zero Phase Angle (ZPA) condition. Thus, the 
load seen from the output of the H-bridge converter is purely resistive and the VA 
rating of the converter becomes minimized [45]. Furthermore, the switching losses 
are minimized and the power transmission to the load is maximized. After the coils 
are designed and the self-inductance and mutual inductance become known, the 
next step is to calculate compensation capacitors.  
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         (a)                                                                (b) 

Fig. 2.3: Simulation of a non-compensated wireless system. (a) Efficacy, and (b) 
input impedance phase. 

2.2.1 Basic compensation topologies 

In general, four elementary compensation topologies including series-series 
(SS) [46]–[48], series-parallel (SP) [49]–[52], parallel-series (PS) [53], [54], and 
parallel-parallel (PP) [55], [56] are available. Series and parallel represent the way 
that the capacitor is connected to the coil. Each of these compensation topologies 
has a specific load characteristic and uses for different applications. The equivalent 
models of these topologies are shown in Fig. 2.4. 
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L2 C2

i2M

 RacVL

+
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i1

 V1
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is

           (a). series-series                                              (b). series-parallel

           (c). parallel-series                                           (d). parallel-parallel  

Fig. 2.4: Basic compensation topologies. 

2.2.1.1	SS	topology	

In series-series compensated circuit, as shown in Fig. 2.4(a), capacitors are in 
series with the transmitter and receiver coils. For the design of the capacitor, the 
first step is the calculation of the receiver capacitor. For maximizing the power 
transfer capability, the impedance of the L2 must be equal to the impedance of the 
receiver capacitor. Thus, the value of the receiver capacitor is calculated according 
to the following equation: 
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ଶܥ ൌ
1

߱ଶܮଶ
 (2.8) 

 
The input impedance is composed of the transmitter impedance and the receiver 

impedance referred to the transmitter. By writing the equations of the transmitter 
and receiver, the input impedance of the circuit can be obtained as follows:  

ܼ௜௡ିௌௌ ൌ ܴଵ ൅ ଵܮ݆߱ ൅
1

ଵܥ݆߱
൅

߱ଶܯଶ

ܴଶ ൅ ܴ௔௖
 (2.9) 

 
It can be seen that the reflected impedance to the transmitter side is zero. This 

means that the receiver will draw only the active power when the system is 
operating at the receiver resonance frequency. In order to make the equivalent 
impedance seen from the transmitter purely resistive, the value of the resonant 
capacitor in the transmitter side should be equal to: 

ଵܥ ൌ
1

߱ଶܮଵ
 (2.10) 

 
The value of the transmitter capacitor only depends on the transmitter self-

inductance and the resonant frequency of the transmitter.  By putting (2.10) into 
(2.9), the value of input impedance can be determined by: 

ܼ௜௡ିௌௌ ൌ ܴଵ ൅
߱ଶܯଶ

ܴଶ ൅ ܴ௔௖
 (2.11) 

 
The input impedance is in opposite relation with the load resistance. This means 

that if the load resistance increases, the input power and relatively the output power 
increases.  

2.2.1.2	SP	topology	

The circuit of the SP compensated WPT system is presented in Fig. 2.4(b). In 
the transmitter side of this topology, a capacitor is placed in series with the 
transmitter coil. Furthermore, on the receiver side, the compensation capacitor is in 
parallel with the receiver coil and the load resistance. The receiver compensation 
capacitor is used to maximize the power transfer capability. If the resistance of the 
receiver coil is neglected, this goal is fulfilled only if the impedance of the receiver 
coil is totally compensated by the capacitor and thus, the value of the receiver 
capacitor is defined by: 

ଶܥ ൌ
1

߱ଶܮଶ
 (2.12) 

 
The total impedance of the system is composed of the transmitter impedance 

and the receiver impedance referred to the transmitter side as follows: 
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ଵܸ

݅ଵ
ൌ ܴଵ ൅ ଵܮ݆߱ ൅

1
ଵܥ݆߱

൅ ൦
߱ଶܯଶ

ܴଶ ൅ ଶܮ݆߱ ൅
ܴ௔௖

1 ൅ ݆ܴ௅߱ܥଶ

൪ (2.13) 

 
By neglecting coil resistances and also by putting (2.12) into (2.13) and 

substituting C2, (2.13) is simplified as: 

ܼ௜௡ିௌ௉ ൌ ଵܮ݆߱ ൅
1

ଵܥ݆߱
൅
ଶܴ௔௖ܯ
ଶܮ

ଶ െ
ଶ߱ܯ݆
ଶܮ

 (2.14) 

 
According to the above equation, the reflected reactance to the transmitter side 

is capacitive and is composed of mutual inductance. In order to make the equivalent 
impedance seen from the transmitter to be purely resistive, the transmitter capacitor 
must compensate the reactance of the transmitter coil and the reflected reactance 
from the receiver to the transmitter according to the following equation: 

ଵܥ ൌ
ଶܮ

߱ଶሺܮଵܮଶ െ ଶሻܯ
 (2.15) 

 
According to (2.15), the value of the transmitter capacitor depends on the 

mutual inductance, self-inductances of the coils and the transmitter resonant 
frequency. By putting (2.15) into (2.14), the value of the input impedance can be 
calculated as follows: 

ܼ௜௡ିௌ௉ ൌ
ଶܴ௔௖ܯ
ଶܮ

ଶ  (2.16) 

 
According to (2.16), the input resistance is in relation with the load resistance. 

If the load resistance increases, the load power decreases and thus, the SP topology 
is suitable for high voltage low current application.  

2.2.1.3	PS	topology	

The parallel-series compensated circuit is shown in Fig. 2.4(c). In the receiver 
side, a capacitor is placed in series with the coil. In the transmitter side, the capacitor 
is in parallel with the coil. The design of the receiver capacitor is similar to the SS 
topology according to (2.8). For the design of the transmitter capacitor, by 
considering (2.8) and neglecting the coil resistances, the input impedance of the 
system is calculated as follows: 

ܼ௜௡ି௣௦ ൌ
1

1

ଵܮ݆߱ ൅
߱ଶܯଶ

ܴ௔௖

൅ ଵܥ݆߱
 

(2.17) 
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The impedance of the receiver referred to the transmitter has only real 

component and no reactive components and thus, the receiver will draw only active 
power.  Now, for the calculation of the transmitter capacitor, the imaginary part of 
the input impedance must be equal to zero and thus, C1 is calculated according to 
the following equation. 

ଵܥ ൌ
ଵܴ௔௖ܮ

ଶ

߱ସܯସ ൅ ଵܮ
ଶܴ௔௖

ଶ߱ଶ
 (2.18) 

 

It can be seen from (2.18) that the transmitter capacitor depends on the mutual 
inductance and the load resistance. By substituting C1 in (2.17) with (2.18), the 
input resistance value is obtained as: 

ܼ௜௡ି௣௦ ൌ
ଵܮ

ଶܴ௔௖
ଶ ൅ ߱ଶܯସ

ܴ௔௖ܯଶ  (2.19) 

 
For this topology, the input impedance depends on load resistance, self-

inductance of the transmitter, the mutual inductance, and the resonant frequency.  

2.2.1.4	PP	topology	

In parallel-parallel compensated circuits as shown in Fig. 2.4(d), the 
compensation capacitors both in the transmitter and receiver sides are connected in 
parallel to the coils. The design of the receive capacitor is similar to the SP topology 
according to (2.12). For the design of the transmitter capacitor, by considering 
(2.12) and neglecting the coil resistances, the input impedance of the system is 
calculated as follows: 

ܼ௜௡ି௉௉ ൌ
1

1

ଵܮ݆߱ ൅
ଶܴ௔௖ܯ
ଶܮ

ଶ െ
ଶ߱ܯ݆
ଶܮ

൅ ଵܥ݆߱
 

(2.20) 

 
It can be seen that the receiver impedance referred to the transmitter is 

capacitive. The transmitter capacitor must be designed in order to compensate the 
reactance of the transmitter coil and the reflected reactance from the receiver to the 
transmitter according to the following equation:  

ଵܥ ൌ
ଶܮ

ଷሺܮଵܮଶ െ ଶሻܯ

ସܴ௔௖ܯ
ଶ ൅ ଶܮ

ଶሺܮଵܮଶ െ ଶሻଶ߱ଶܯ
 (2.21) 

 
It is clear that C1 is depended on the mutual inductance and the load resistance. 

By substituting C1 in (2.20) with (2.21), the input impedance is obtained as: 
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ଶ
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 (2.22) 

 
By designing the transmitter and receiver capacitors according to the design 

procedure described above, for all topologies, the input impedance is purely 
resistive when working at the resonant frequency. However, only in SS topology, 
the transmitter capacitor is independent of both mutual inductance and load.  
The transmitter resonant frequency is only depended on the self-inductances of the 
coils. For other topologies, the transmitter resonant frequency is depended on the 
mutual inductance. Furthermore, for the topologies with the parallel compensation 
capacitor in the transmitter, the transmitter resonant frequency is a function of the 
load as well. One of the major drawbacks of the topologies with the parallel 
capacitor in the transmitter side is that when the voltage polarity changes, the 
voltage of the transmitter capacitor goes up and reaches the source voltage 
immediately. This causes flowing of high current in the capacitor which leads to 
reducing the capacitor lifetime. Thus, an additional series inductor is necessary to 
regulate the current flowing into the parallel circuit. This inductor increases the total 
size and cost of the system. The SS topology is the best choice for the applications 
where the mutual inductance variation is considerable. 

2.2.2 Higher order compensation topologies 

In spite of the great advantages of SS topology, there are some problems 
associated with this topology that must be considered during the system design. The 
SS topology is constraint by the parameters of the coils. When the transmitter and 
receiver coils are designed and constructed, if the input DC source, air-gap, and 
resonant frequency remain constant, the maximum output power cannot be changed 
except modifying the coil. In SS topology, when the coupling drops down the 
transmitter current increases. Thus, it is necessary to protect the circuit of SS 
topology against overcurrent fault.  Furthermore, the high voltage stress on the 
compensation capacitors makes the construction difficult especially at high-power 
applications. Thus, several higher order compensation topologies have been 
introduced in order to improve system performance [57], [58].  

2.2.2.1	LCL‐LCL	topology	

In LCL topology, an LC resonant circuit is added to coils to form an LCL 
resonant circuit in each side [59], [60]. This topology is presented in Fig. 2.5.  
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Fig. 2.5: Equivalent model of LCL topology. 
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The overall impedance of the receiver side (ZR) is: 
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 (2.23) 

The impedance of the receiver becomes purely resistive if the values of the 
resonant circuit are selected as follows: 
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1
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Thus, the impedance of the receiver is obtained as follows: 
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ܴ௔௖
 (2.25) 

 
In order to have the resistive impedance seen from the input source and to 

decrease the VA rating of the source, the values of the resonant elements in the 
transmitter side must be designed in the same way as the receiver side as follow: 
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1
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 (2.26) 

 
By selecting the resonant elements according to (2.26), the input impedance 

seen from the source can be expressed as: 
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It is clear from the above equation that the input impedance is purely resistive. 

Furthermore, the input impedance has an inverse relation with the mutual 
inductance. In means that, if the mutual inductance increases, the input resistance 
decreases and thus, the input current goes up. So, there is no need to protect the 
circuit against overcurrent fault in low coupling conditions. By writing KVL 
equations for the transmitter side we have: 
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The transmitter current equation is determined by: 
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ଵܸ
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By obtaining the transmitter coil current, the equation for the load current (iL) 

can be calculated by: 

݅௅ ൌ
ଵ݅ܯ݆߱
ܺோ

ൌ
ܯ݆߱ ଵܸ

்ܺܺோ
ൌ

ܯ ଵܸ

ଶܮଵܮ݆߱
 (2.30) 

 
In can be concluded from (2.30) that the load current is independent of the load 

resistance and similar to SS topology, LCL topology is a constant current topology.  

2.2.2.2	LCC‐LCC	topology	

Despite several merits, LCL topology has some drawbacks. Similar to SS 
topology, in LCL topology, the maximum output power is constraint by the 
parameters of the coils. It is possible to control the output power by changing the 
values of the inductors L1a and L2b. However, in this case, the input impedance 
would not be purely resistive. Furthermore, in the design of the LCL topology, the 
values of the additional inductors are the same as the coils inductances which 
increase the size and cost of the system. The power circuit of the LCC topology is 
presented in Fig. 2.6.  
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Fig. 2.6: Equivalent model of LCC topology. 

In order to reduce the size of the additional inductors, additional resonant 
capacitors are put in series with the transmitter and receiver coils of LCL topology 
and LCC topology is formed [61]–[71]. The relation between the additional 
capacitors and inductors in the transmitter and receiver sides is defined by: 
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 (2.31) 
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 (2.32) 

 
Similar to LCL, the input impedance can be calculated according to the 

following equation: 
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Where ZR is the impedance of the receiver. Similar to LCL topology, in low 

coupling, the input impedance is very big which limits the input source current. 
Finally, the load current can be calculated according to the following equation: 
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Similar to SS and LCL topologies, LCC topology has constant current 

characteristics independent of the load resistance variations. Furthermore, 
according to the above equation, the load current is depended on the values of the 
extra inductors. These inductors have added an additional degree of freedom to the 
design and by modifying these values, it is possible to change the output power 
without the necessity to replace the transmitter and receiver coils. Considering that 
SS and LCC topologies are designed to transfer the same amount of power with the 
voltage gain equal to one, it can be concluded that the voltage and current of stresses 
over the transmitter and receiver coils (L1 and L2) are the same at the aligned 
situation for both topologies. The peak-peak voltage stress of the series capacitors 
of the transmitter for SS and LCC topologies can be expressed as 
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Where ∆ݐ is defined as half of the switching period. Thus, the relation between 

the voltage stress over the series capacitors of the transmitter is determined by 
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In the same way, the voltage stresses of the receiver capacitors for both 

topologies can be defined by 
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Thus, the voltage stress over the series capacitors in the transmitter and receiver 

sides for the LCC topology is smaller than the SS topology. As described above, 
LCC topology has many advantages however the problem of this topology is that 
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the additional components are needed in comparison to the basic compensation 
topologies. This increases the size and cost of the system. Furthermore, due to these 
additional components, the efficiency in the LCC circuit is lower in comparison to 
the SS system.  

Besides these topologies, many new topologies with several interesting 
characteristics have been generated and used for different applications such as: 
LCL-S [72], S-LCL [73], LCL-P [74], [75], LCC-S [76]–[79], S-LCC [80], S-CLC 
[81] and LC-S [82]. The operating principle and important equations of these 
topologies are based on the previously discussed topologies and for this reason, they 
are not described here. Furthermore, it should be noted that the hybrid 
compensation topology is built by the combination of two compensation topologies 
and switching between them using some semiconductor devices in order to utilize 
the benefit of two topologies characteristics [83]–[93].  

In conclusion, the SS, LCL and LCC topologies have great features that make 
them suitable for wireless applications. In these topologies, the resonant frequency 
is independent of the load resistance and mutual inductance. Furthermore, the input 
source operates in the ZPA condition. SS topology has a simple structure but the 
voltage stress on capacitors is high. Furthermore, it needs a load detection circuit 
and overcurrent protection circuit. LCC topology has solved these problems with 
the expense of extra components and lower efficiency.  

2.3 Basic equations and operation of SS topology 

Since SS topology is used in the implemented WPT system, the operation and 
behavior of this topology are analyzed here. The equivalent model WPT system 
with SS compensation topology is shown in Fig. 2.7. 
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Fig. 2.7: Simplified model of the WPT system with SS compensation topology.  

By writing the equations for the transmitter circuit and the receiver circuit, two 
sides of the system, the following equation set is achieved:  
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 (2.39) 

 
By solving the above system of equations, i1 and i2 can be obtained as follows: 
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Thus, the output power equation can be determined by 
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Furthermore, the impedance seen from the input is calculated by dividing the 
input source voltage and current as follows: 
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The waveforms of the output power Po, input impedance Zin, input impedance 

phase and the efficiency versus the variations of the frequency for different mutual 
inductances are shown in Fig. 2.8. As shown in Fig. 2.8(a), in the low coupling, the 
peak of the output power curve relating to the frequency has one peak which occurs 
exactly at the resonant frequency of the system. In a WPT system, in order to 
improve efficiency, it is desirable to build a coil with high coupling. The efficiency 
of the system versus the frequency is shown in Fig. 2.8(b). It can be seen that the 
efficiency of the system increases if the coupling goes up. Furthermore, the 
efficiency becomes maximum at the resonant frequency. However, as shown in Fig. 
2.8(a), by increasing the coupling coefficient, the output power peak is divided into 
two and a double-peak waveform is generated. When the coupling coefficient 
reduces, these two peaks approach each other. This double peak phenomenon is 
named bifurcation or frequency splitting [94], [95]. This effect is due to the 
behavior of the input phase of the impedance. The waveforms of the input 
impedance phase for various mutual inductances are presented in Fig. 2.8(c). In the 
low coupling coefficient, there is one zero phase angle frequency. However, if the 
designed coupling coefficient increases, the phase of the input impedance shows 
three zero crossings instead of one. The input impedance phase is zero in all three 
ZPA frequencies. However, it is crucial to identify the real ZPA frequency because 
the maximum efficiency occurs at this frequency. Identifying the ZPA frequency 
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by tracking of the input voltage and current with PLL controllers is proposed in the 
literature [94]. However, this control may face instability due to bifurcation 
phenomena. It can be seen from Fig. 2.8(d) that phase difference between the input 
voltage and the output current is unique in all mutual inductances and is not affected 
by bifurcation. This option is studied in [96] to identify the resonant frequency. 
Appearing of the additional ZPA frequencies when coupling increases are presented 
in Fig. 2.8(e). The waveforms of the input impedance magnitude versus frequency 
for different mutual inductance are shown in Fig. 2.8(f). The input impedance of 
the system is composed of the real part and the imaginary part as presented in (2.43). 
In order to have only one ZPA frequency, the imaginary part of the input impedance 
equation must be zero. By writing the input impedance equation and putting the 
imaginary part of it zero, the limit coupling coefficient for having a unique zero 
phase angle frequency can be determined by [95]: 

 

 
       (a)                                                           (b) 

  
         (c)                                                           (d) 

     
          (e)                                                             (f) 

Fig. 2.8: Operation of the system versus frequency variations for different mutual 
inductances. (a) Output power, (b) efficiency, (c) input impedance phase, (d) phase 
difference between output current and input voltage, (e) appearing of the two 
additional ZPA frequencies, and (f) input impedance magnitude versus frequency.  
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The output power and input impedance phase versus frequency for different 

load resistances are shown in Fig. 2.9(a) and Fig. 2.9(b). It can be seen from Fig. 
2.9(b) that if the load resistance decreases, three ZPA frequencies appear again. 
According to (2.44), the coupling limit is proportional to the load resistance too.  

 
           (a)                                                            (b) 

 
            (c)                                                            (d) 

Fig. 2.9: Operation of the system versus frequency variations for different 
resistances. (a) Output power, (b) input impedance phase, (c) receiver current, and 
(d) phase difference between output current and input voltage.  

  Generally, the resonant capacitors C1 and C2 are designed in order to 
compensate the inductance of the coil at resonant frequency ω0 as follows: 
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By considering that the system operates at the resonant frequency according to 

(2.45), the equation set (2.39) can be simplified as:  
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From (2.46), the transmitter and receiver currents equations can be determined 

by 
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The output power equation can be obtained as: 
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Furthermore, the efficiency of the system can be defined by: 
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Furthermore, the impedance seen from the input is calculated by dividing the 
input source voltage and current as follows: 
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Where Rref is the receiver impedance reflected to the transmitter side. One of 

the main issues in the WPT system is keeping the efficiency maximum. The power 
which is dissipated in Rref is equivalent to the transferred power to the receiver side 
of the system. So, it is necessary to increase Rref in order to increase efficiency. In 
low reflected impedance, most of the energy dissipates in the transmitter resistance 
and the efficiency reduces. The reflected impedance is proportional to the mutual 
inductance and load resistance. If the mutual inductance increases, the reflected 
impedance increases and thus the efficiency of the system becomes higher. In a high 
value of Rac, the reflected impedance becomes small and the efficiency reduces 
again. However, a very small value of Rac would not result in an increase in 
efficiency. In this case, most of the transferred power dissipates in the receiver 
resistance and the efficiency drops again. The optimal load resistance for having 
the maximum efficiency can be written as follows: 
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(2.52) 

 
According to (2.52), RL-opt depends on mutual inductance. However, the mutual 

inductance changes due to the misalignment between coils. By using an additional 
power electronic converter, it is possible to keep the load resistance equal to optimal 
resistance and maintain the efficiency of the system at the highest possible value.  
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The waveforms of i1, i2, efficiency, and Po versus mutual inductance for various 

load resistances are presented in Fig. 2.10. Transmitter current waveform versus 
mutual inductance for different load resistances is shown in Fig. 2.10(a). According 
to (2.47), when mutual inductance increases, the transmitter current reduces. 
Furthermore, when the load resistance increases, according to (2.51), input 
impedance decreases and transmitter current increases. Receiver current waveform 
versus mutual inductance for different load resistances is illustrated in Fig. 2.10(b). 
The receiver current increases with mutual inductance firstly and then decreases. In 
low mutual inductance, the receiver current decreases when load resistance 
increases. On the other hand, when the mutual inductance is high, the receiver 
current remains constant in spite of load resistance variations. The efficiency of the 
system versus mutual inductance is presented in Fig. 2.10(c). It is obvious that the 
efficiency goes up when the mutual inductance increases. The waveforms of the 
output power for different mutual inductances and load resistances are presented in 
Fig. 2.10(d). It can be seen that when load resistance increases, for having 
maximum output power, the increase of the mutual inductance is necessary.   

 

 
                                  (a)                                                               (b) 

                                  
                                  (c)                                                               (d) 

Fig. 2.10: Operation of the system versus mutual inductance variations for different 
load resistances. (a) Transmitter current, (b) receiver current, (c) efficiency, and (d) 
output power.  

The waveforms of the transmitter current i1, receiver current i2, efficiency, and 
output power Po versus load resistance for various mutual inductances are presented 
in Fig. 2.11. According to Fig. 2.11(a) and Fig. 2.11(b), when the mutual inductance 
decreases, both transmitter and receiver currents increase. Furthermore, when 
equivalent load resistance increases, the transmitter current increases. However, in 
the receiver side and when the mutual inductance is high, the receiver current 
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variations versus load resistance remain almost constant. In high mutual 
inductances, transmitter and receiver currents are lower. Thus, the voltage drop over 
the transmitter resistance is smaller and the receiver current variation is not 
significant. According to Fig. 2.11(c), when mutual inductance increases, the 
efficiency increases. Furthermore, by variation of the mutual inductance, the 
optimal load resistance changes based on (2.52). The behavior of the output power 
is like the current of the transmitter. When the mutual inductance decreases or the 
load resistance increases, the output power increases as shown in Fig. 2.11(d). 

   
                                  (a)                                                             (b)

  
        (c)                                                              (d) 

Fig. 2.11: Operation of the system versus load resistance variations for different 
mutual inductances. (a) Transmitter current, (b) receiver current, (c) efficiency, and 
(d) output power.  

2.4 Complete power circuit of WPT 

The equivalent model of the WPT system with SS topology was presented in 
Fig. 2.7. In this model, the transmitter coil is supplied by an AC source. However, 
in a real system, the AC voltage is generated by an H-bridge converter. 
Furthermore, the output of the receiver is connected to a diode rectifier in order to 
supply the load with DC current. The whole structure of a wireless charging system 
can be expressed as presented in Fig. 2.12. The transmitter converter is a high-
frequency H-bridge converter composed of switches S1, S2, S3 and S4. The H-bridge 
converter provides the excitation current to the transmitter coil. Then, the power is 
transferred to the receiver across a gap. Then, an AC voltage induces to the receiver 
coil. The induced AC voltage is rectified by a passive rectifier composed of diodes 
D1, D2, D3 and D4 and then the DC power is transferred to the load RL. In this figure, 
the battery is modeled with a resistance RL. 
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Fig. 2.12: Complete power circuit of a WPT system.  

The relation between the equivalent model and the complete model can be 
expressed according to the First Harmonic Approximation (FOA) analysis [97]. The 
waveform of the DC-AC converter output voltage is a square wave. The Fourier 
series of the converter output voltage is equal to: 
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By neglecting higher order harmonics, the Fourier series of the inverter output 

voltage can be simplified and the first harmonic equation can be determined by 
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Now, the H-bridge output voltage can be modeled as an AC voltage source with 

the RMS value of the first harmonic equation as follows: 

ଵܸ ൌ
2√2
ߨ ௜ܸ௡ (2.55) 

 
The waveform of the voltage at the output of the receiver coil is a square wave 

and the FOA analysis can be extended to it as well. Therefore, the first-order 
harmonic of the receiver voltage can be expressed as 

ଶܸ ൌ
2√2
ߨ ௅ܸ (2.56) 

 
Furthermore, the relation between iL and the receiver current can be written 

according to the following equation: 

݅ଶ ൌ
2√ߨ
4

݅௅ (2.57) 

 
Based on (2.56) and (2.67), the relation between the load resistance (RL) and 

the equivalent resistance seen from the input of the rectifier (Rac) can be determined 
by: 
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2.5 Conclusion 

In this chapter, the basic operation of the WPT system from a circuit point of 
view was studied. The basic model of a WPT system was presented. Then, the 
reflected impedance from the receiver side to the transmitter side of the system was 
calculated. It was indicated that with the application of the resonant capacitors it is 
possible to maximize the power transmission and efficiency especially at low 
coupling coefficients and high distances. Several resonant capacitor topologies 
were compared and their merits and weak points were presented. Due to simple 
structure and having great performance in dynamic conditions, series-series 
compensation topology was discussed and the effect of varying the frequency, load 
and coupling on the output power was studied. Finally, the complete electric circuit 
of the WPT system with the transmitter and receiver converters were presented and 
the relation between the complete model and simplified model was provided. 



 

Chapter 3 
 

Design and control 

In this chapter, the design procedure and control of the WPT system is 
presented. In a wireless system, the most important part is the coil structure which 
is composed of the transmitter and receiver coils. In the first part of the chapter, the 
information about the coil structure is presented. Furthermore, the effect of the air-
gap and lateral misalignment on the coupling coefficient between the two coils is 
analyzed. The rest of this chapter is dedicated to the control of the WPT system. 
Several control techniques are studied in this chapter. Then, two new control 
strategies for the regulation of the output power at the presence of the mutual 
inductance variations are proposed. At the end of this chapter, two methods for the 
identification of the vehicle in dynamic charging are presented.   

3.1 Resonant circuit 

In the transmitter and receiver side of the WPT system, the self-inductance of 
the coil resonates with the resonant capacitors in order to transfer the maximum 
power with high efficiency. In this section, the design procedure of these elements 
is described. 

3.1.1 Structure of the coils 

The most important part of a WPT system is the coil structure which is 
composed of the transmitter and receiver coil. The major characteristics that an 
efficient coil must have are high coupling coefficient k, high misalignment 
tolerance, and high-quality factor Q. Parameters of the coils including coil 
geometry, the distance between the transmitter and receiver coils, type of the ferrite 
used in the coils determine these factors. The coupling coefficient k has already 
been described in the text. The quality factor Q of the coils is obtained by the square 
root of the product of transmitter and receiver quality factors as 
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Where L1 and L2 are self-inductances of the coils and R1 and R2 are resistances 

of the coils. According to these equations, in order to have high coil quality factor 
Q, at the high operating frequency, the self-inductance of the coil must be high and 
the series resistance of the coil must be low. However, the operating frequency of 
the coil must be in the range of 85 kHz according to the SAE standard and cannot 
go beyond that. According to the self-inductance equation, the self-inductance of 
the coil is related to the square of the number of turns [98]. However, the series 
resistance of the coil is related to the number of turns. When the number of turns 
increases, the self-inductance of the coil increases more than the coil resistance and 
thus, the coil quality factor goes up.  

In order to increase the quality factor, the resistance of the coil must be 
decreased. The resistance of the coil consists of DC resistance and AC resistance. 
When the DC current is passed through the coil, the current is distributed uniformly 
in the cross-section of the coil. Thus, the DC resistance of the coil can be decreased 
by increasing the cross-sectional area of the coil. By increase of the operating 
frequency, the efficiency and the maximum power of the wireless power transfer 
can be increased. However, the eddy losses increase as well which will cause the 
reduction of efficiency. The skin effect and proximity effect are the cause of the 
eddy losses and are created due to the inhomogeneous distribution of the current in 
the wire [99]. In higher frequencies, the current density is higher along the outer 
surface of the coil. These effects cause an increase in the AC resistance of the wire. 
The AC resistance of the coil increases with the increase of the frequency. In the 
construction of the WPT coils, lits wire are used as a solution for the reduction of 
these losses when the wire carrying AC current at high frequencies. The thin 
individually insulated strands are twisted together and bundles are created. Then, 
these bundles are woven again and the bundles in the next layers are formed. The 
result builds the litz wire. Different litz wires with different conductor materials, 
insulation layer thicknesses, number of strands, and strand diameters are available 
in the market.  

For a wire carrying AC current, the skin depth is determined as the depth to 
which AC current penetrates. The skin depth decreases when the frequency goes 
up. Thus, in order to mitigate the skin effect and reduce the AC resistance of the 
coil, each thin conductor of the litz wire has to be less than skin-depth. The skin 
depth of each stand of the lits wire can be determined by [99] 

௜ߜ ൌ ඨ
௜ߩ

௥ߤ଴ߤ݂ߨ
 (3.2) 

 
Where f is the operating frequency, μ0 is the permeability of free space, and μr 

is the relative permeability. The permeability of the copper is almost equal to μ0 and 
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thus, its relative permeability is 1. ρi is the resistivity of the strand and for the 
copper, this value is equal to 1.72×10-8 Ωm. According to (3.2), with the increase 
of the number of the strands and decrease the strand diameter, the losses reduce. 
However, fabrication of the thin strands is expensive which will limit the diameter 
of the strands.  

One of the operational solutions for increasing the coupling coefficient is 
adding ferrite bars to the coil. The ferrite bars guide the flux and help to reduce the 
leakage flux. Therefore, the ferrite bars increase the self-inductance and mutual 
inductance between the two coils. However, the losses of the coil such as core losses 
and copper losses increase if the ferrite bars are used. Choosing of the ferrite cores 
depends on many factors such as frequency, permeability, shape, and cost. In 
conclusion, for having an efficient coil, the size, diameter, number of turns of the 
coil and the application of ferrite bars must be designed optimally.  

As previously described in chapter 1, generally two main coil topologies 
namely long track topology and segmented track topology exist in wireless charging 
of EV. There are many drawbacks of long track topology such as low coupling 
coefficient, high stray magnetic field, low power transfer efficiency, high VA rating 
of H-bridge converter and low operating frequency. For the transmitter coil, the 
segmented track topology is chosen in order to avoid these problems.   

The operating frequency of the system is chosen 85 kHz according to the SAE 
J2945 standard and due to the interoperability between the static and dynamic 
chargers. The nominal power of the wireless charger is 20 kW. Furthermore, the 
supply DC voltage is 630 V and the battery voltage is 300 V. The main parameter 
in the design of the wireless power transfer system is the design of the mutual 
inductance since it links transmitter and receiver sides and influences the power 
transfer. In the condition of maximum voltage at the H-bridge output and for a given 
battery voltage, there is only one value of mutual inductance that allows the transfer 
of a certain power. If losses are neglected, the equation of the power at the receiver 
side can be determined by 

ଶܲ ൌ ଶܸ. ݅ଶ ൌ ቆ
2√2
ߨ ௕ܸ௔௧ቇ

ቆ2√2ߨ ௜ܸ௡ቇ

ܯ߱
ൌ
8 ௜ܸ௡ ௕ܸ௔௧

ܯଶ߱ߨ
 

(3.3) 

 
By choosing the input DC voltage 630 V, the battery DC voltage 300 V, and 

the receiver power equal to 20 kW, mutual inductance can be derived from (3.3) as 

ܯ	 ൌ
8 ൈ 630 ൈ 300

ଶߨ ൈ 2 ൈ ߨ ൈ 85000 ൈ 20000
ൌ 14.3  (3.4) ܪߤ

 
After the calculation of the mutual inductance, the next step is the design of the 

transmitter and receiver coil with this mutual inductance at rated air-gap of 25 cm. 
Different types of coils were investigated in chapter 1. The circular coil has better 
coupling that square or rectangular shape coils. The circular coil is not enough 
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tolerant to lateral misalignment. The lateral misalignment of the circular coil can be 
increased by choosing a larger diameter for the coil but it is not practical due to size 
limitations. Furthermore, the circular shape coil has limited air-gap length. On the 
other hand, the rectangular coil has a simpler structure and a lighter weight. 
Furthermore, the design and construction are easier than the other types of the coils 
and it shows better misalignment tolerance in comparison to the circular shape coil 
which is very crucial is dynamic charging applications [98]. Due to these reasons, 
the rectangular shape coil is chosen for both transmitter and receiver coils. The full 
estimation of the mutual inductance for the rectangular shape coil can be found in 
[98]. However, this equation is an approximation of the mutual inductance. A more 
precise method is the application of the finite element programs.  

According to the review of WPT systems in chapter 1, in most of the wireless 
charging systems such as ORLN, Auckland University, KAIST systems, ferrite 
cores are used for the development of the coils. However, here for the construction 
of the transmitter coil, the application of the ferrite core is neglected for some 
reasons. First of all, the operating frequency of the system is 85 kHz and with a 
coreless transmitter coil, the losses on the coil can significantly reduce. 
Furthermore, the ferrite core price remarkably contributes to the overall cost of the 
charging lane and the application of coreless transmitter coil can significantly 
reduce the overall cost. Moreover, the ferrite cores are fragile and the installation 
of them into the ground requires great effort. Furthermore, they are exposed to too 
much pressure and because of that, it is necessary to protect them against these 
pressures which result in increasing the construction cost considerably. Also, the 
transmitter coil without the ferrite cores is more tolerant to lateral misalignment 
compared to the transmitter with the ferrite core. The size of the transmitter coil is 
chosen 150 cm × 50 cm in order to be smaller than the size of the vehicle [100]. 
The transmitter coil is energized when EV is exactly on the top of that. The system 
is supposed to operate with the lateral misalignment of 30 cm. Thus, the reason for 
choosing the width of the transmitter 50 cm is that the transmitter coil becomes 
completely covered by the vehicle even in case of maximum misalignment. In the 
case of misalignment, the magnetic field is shielded by the vehicle and problems 
related to the magnetic field and safety are recovered. Furthermore, the power can 
be transferred at higher coupling and higher efficiency. 

By defining the operating frequency equal to 85 kHz, the skin depth limit of the 
litz stands with the copper material for the mitigation of the skin effect losses can 
be obtained 0.22 mm from (3.2). Since the operating frequency of the transmitter 
and receiver is the same, the strand diameter of 0.1 mm is chosen for them which 
thinner than the skin depth at this frequency. In litz wire, each strand must be 
insulated otherwise all strands in a bundle could become short together. In this case, 
it behaves like a normal single wire and the skin effect problem remains. If the 
thickness of the insulation increases, the distance between the strands changes 
which will affect the internal magnetic field and thus, the proximity effect losses 
decrease however the size and weight of the litz wire increases. 
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The next step is the calculation of the coil section. The current densities in the 

coils must be below their maximum values. The maximum value for different wire 
sections and at different operating frequencies can be found in [101]. The wire 
section for transmitter and receiver coils can be determined by knowing the currents 
flow through them. A strict current density value recommended in the design 
manuals is 3 A/mm2 however in other references [102], the current density value of 
6 A/mm2 is proposed. The value of mutual inductance, operating frequency, input 
DC voltage and the battery voltage are known and according to (2.46), the 
transmitter and receiver currents are approximately equal to 35 A and 74 A, 
respectively. By selecting the section of both coils equal to 16 mm2, the current 
density of the transmitter and receiver coils are calculated 2.18 A/mm2 and 4.6 
A/mm2. The current density of the transmitter coil is selected lower than the receiver 
current density because unlike the receiver coil, the transmitter coil is buried in the 
ground and the heat exchange rate is different.  

By designing the mutual inductance between the two coils, the size of the 
transmitter and the cross-section of the coil, the next step is the design of the 
transmitter and receiver coils. The required mutual inductance of 14.3 µH can be 

obtained with an infinite number of combinations for the transmitter and receiver 
turns and with different shapes and dimensions for the receiver coil. However, the 
optimal design for the transmitter and receiver coils must be considered prior to 
fabrication. The dimension of the receiver is optimized using finite element analysis 
(FEA) software. The design procedure is presented in [100].  

Table 3.1: Specifications and parameters of the transmitter and receiver coils. 
 

Parameter Value Unit 

Transmitter self-inductance, L1 279.5 µH 
Transmitter inner coil length 150 cm 
Transmitter inner coil width 50 cm 
Transmitter outer coil length 160 cm 
Transmitter outer coil width 60 cm 
Transmitter coil number of turns 10 - 
Receiver self-inductance, L2 120.8 µH 
Receiver inner coil length 30 cm 
Receiver inner coil width 52.5 cm 
Receiver outer coil length 40 cm 
Receiver outer coil width 62.5 cm 
Receiver coil number of turns 10 - 
Mutual inductance, M 14.3 µH 
Wire diameter 5 mm 
Wire section  16 mm2 
Operating frequency 85 kHz 
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For the design of the receiver coil, ferrite cores are employed. The ferrite cores 

guide the flux and reduce the leakage flux. With the ferrite cores, the self-
inductance, the mutual inductance between the two coils and the coupling 
coefficient increase. Thus, the efficiency of the power transmission increases. The 
parameters of the transmitter and receiver coils after completing the optimization 
process are presented in Table 3.1 [100].  

The 3D model of the coils at the air-gap of 25 cm and without any aluminum 
shield is shown in Fig. 3.1. The magnetic Flux lines in the transmitter and receiver 
coils when both coils are supplied with an equal current of 35 A are illustrated in 
Fig. 3.2. 
 

 

Fig. 3.1: Size and shape of the transmitter and receiver coils.  
 

 

Fig. 3.2: Flux lines in the transmitter and receiver coil. 

During the charging of EV, the distance between the transmitter and receiver 
coils remains constant. However, in dynamic condition, it is difficult to maintain 
the transmitter and receiver coil perfectly aligned when the vehicle is passing and 
the misalignment is unavoidable. During the misalignment, the air-gap is constant 
but the coils are not concentric. Fig. 3.3 and Fig. 3.4 show the coupling coefficient 
versus x-direction and y-axis misalignments, respectively. The x-direction 
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misalignment is defined for door-to-door direction and y-direction misalignment is 
defined for front-to-rear direction. The length of the transmitter coil is bigger than 
the receiver one and because of that, the coil is tolerant to the y-direction 
misalignment. As shown in Fig. 3.4, when the y-direction misalignment increases, 
at first the coupling coefficient changes a little. If y-direction misalignment 
increases in a big range, the coupling coefficient drops rapidly. The coil is more 
sensitive to x-direction misalignment. When x-direction misalignment increases, 
the coupling coefficient drops fast. When x-direction misalignment increases more, 
the coupling coefficient becomes negative. The negative mutual inductance is due 
to the magnetic flux cancellation when the coils are far from each other.  

 
Fig. 3.3: Coupling coefficient versus x-direction misalignment. 

 
Fig. 3.4: Coupling coefficient versus y-direction misalignment. 

The mutual inductance variations with x-direction and y-direction 
displacements are presented in Fig. 3.5. It can be seen that the mutual inductance 
value is high when the transmitter and the receiver are concentric. The self-
inductances of the coils versus the variations of the misalignment are presented in 
Fig.3.6 and Fig. 3.7. As shown in these figures, self-inductances of the coils are not 
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considerably affected by the misalignment between the transmitter and receiver. 
The variations are less than 2%. The absence of the ferrite cores in the transmitter 
coil helps to keep the self-inductance constant. It is necessary to have a system with 
minimum variations of the self-inductance since it is one of the resonant elements. 
If the self-inductances of the transmitter and receiver changes, the power transfer 
capability reduces due to the variations of the resonant frequency.  

 

Fig. 3.5: Mutual inductance variations with x-direction and y-direction 
displacements. 

 

Fig. 3.6: Transmitter self-inductance under variations of x-direction and y-
direction misalignments. 
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Fig. 3.7: Receiver self-inductance under variations of x-direction and y-direction 
misalignments. 

The behavior of the mutual inductance when the receiver coil is passing over 
two transmitter coils is illustrated in Fig. 3.8. In the real system, the charging line 
is composed of several transmitter coils. The distance between two nearby coils is 
50 cm. Due to this distance, the mutual inductance between two nearby transmitters 
is almost zero. When the receiver coil leaves the first transmitter coil, the mutual 
inductance drops to zero and then by approaching the next transmitter coil, it goes 
up again. The variations of the mutual inductance when the air-gap varies are 
presented in Fig. 3.9. According to this figure, the variation is approximately linear. 
It is clear that when air-gap increases the mutual inductance reduces.  

 

Fig. 3.8: Coupling coefficient versus y-direction misalignment with two 
transmitter coils. 
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Fig. 3.9: Mutual inductance against the air-gap variations. 

 
 

3.1.2 Selection of the resonant capacitor topology 

According to the analysis in chapter 2, four elementary compensation 
topologies, SS, SP, PS, and PP, are mostly used for different applications. Besides 
these topologies, several new topologies such as LCL and LCC are proposed. From 
the above topologies, SS, LCL and LCC compensation topologies can be used in 
dynamics charging of the electric vehicle since the resonant frequency is irrelevant 
with the coupling coefficient and the load variations. Additionally, the system 
output current is constant independent of the load variations. The design of the LCL 
circuit usually requires the same value for the two inductors which increases the 
size and cost of the system. The LCC compensation has a lot of desirable 
advantages and ZPA and ZVS can be easily achieved at constant switching 
frequency but the only drawback is that the compensation network is composed of 
two inductors and four capacitors which increase the construction cost, maintenance 
cost, size, and losses of the system. It is worth noting that the final charging lane is 
composed of several transmitter coils. In contrast to SS, in a charging lane with the 
LCC compensation network, too many extra reactive components are required. So, 
in order to reduce the total construction cost, SS topology is chosen.  

 

3.2 Control techniques for WPT systems 

According to the (2.49), the output power of a WPT system depends on the 
coupling coefficient and the load resistance. During the charging, the equivalent 
resistance of the battery changes greatly. In addition, the coupling coefficient 
depends on the position of the coils and it is not constant. If the mutual inductance 
changes, the transmitter current would change which effects on the output power 
significantly. In series-series compensated WPT system, if the coupling coefficient 
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reduces, the transmitter current increases dramatically causing the increase of the 
losses on the transmitter side. Therefore, a closed-loop control system for the 
system is necessary to regulate the output power at varying coupling coefficient and 
battery resistance.  

Extensive research works have been done on the control of WPT systems and 
several control techniques have been proposed [96], [103]–[120]. The control 
techniques in WPT systems can be classified into two main groups; transmitter or 
primary side control techniques and dual-side control techniques [114]. The output 
power can be controlled by the transmitter control and using a transmitter DC-AC 
converter or a DC-DC converter. In [115], the output power is controlled with 
control of the operating frequency of the transmitter converter. However, the 
maximum efficacy occurs only at the resonant frequency. The efficiency drops 
down when the system operates at other frequencies. A transmitter side variable 
frequency control is proposed in [96]. The zero phase angle operation is calculated 
according to the measurement of the transmitter voltage and receiver current. This 
control scheme offers a single ZPA. This ZPA is not affected by bifurcation and 
thus this method can be used in the WPT system in coupling variation conditions. 
Also, the amount of the output power can be managed by phase shift modulation 
control [121]. In this control, the H-bridge output voltage is controlled by changing 
the phase shift angle between the first leg and the second leg of the converter. In 
this way, the output power can be regulated without changing the operating 
frequency. The advantage of regulating the output power with the DC-AC converter 
in the transmitter side control is that electric vehicle has lower power electronics 
which reduces the size and weight of the EV and has cost-effective benefit. The 
power circuit structure of transmitter side control with the H-bridge converter is 
illustrated in Fig. 3.10.  
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Fig. 3.10: Configuration of the transmitter side control with H-bridge converter. 

One way to control the output power from the transmitter side is the application 
of a DC-DC converter which is placed between the DC source and the H-bridge 
converter. This DC-DC converter is used for regulating the DC link voltage of the 
DC-AC converter [116]. In this method, the DC-AC converter switches work in 
soft switching conditions at various output powers. The structure of the transmitter 
side control with a DC-DC converter is presented in Fig. 3.11.  
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Fig. 3.11: Configuration of the transmitter side control with a DC-DC converter. 

The important issue that must be considered in the design of the WPT system 
with transmitter side control strategies is that in all of the methods, the feedbacks 
of the receiver variables such as battery current and voltage are necessary to control 
the entire system. In [117], by estimating the mutual inductance by the control 
circuit, the output power is controlled from the transmitter and without the 
information of the output current and voltage. Nevertheless, complex computations 
are required in order to estimate the value of the mutual inductance. The receiver 
side control method is used in the applications where multiple receivers are 
connected. In dual side control, in addition to the transmitter converter, a power 
electronics converter is used in the receiver. The power electronic converters in the 
transmitter and receiver sides are controlled simultaneously in order to control the 
WPT system. The receiver converter can be a DC-DC converter [118], a semi-
active rectifier [119], or a full active rectifier [122]. In dual side control with the 
receiver side DC-DC converter, the output power is regulated by controlling the 
duty cycle of the DC-DC converter. The power circuit configuration of this control 
method is shown in Fig.  3.12.  
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Fig. 3.12: Configuration of the dual side control with DC-DC converter at the 
receiver side and H-bridge converter at the transmitter side.  

By replacing two bottom diodes of the receiver rectifier with two switches, 
semi-active rectifier topology can be built. This topology can simplify the receiver 
structure and the output power can be regulated by these switches without the need 
for the DC-DC converter. In [122], by implementing a  bidirectional power transfer 
with an active rectifier, the receiver DC-DC converter and diode bridge are omitted. 
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Bidirectional power transfer is employed where the transmission of the power at 
both sides is necessary such as vehicle-to-grid (V2G) systems and regenerative 
energy recovery systems. In this control structure, the direction and amount of the 
power are controlled with an active rectifier. By controlling the phase between the 
voltage and current at the input of the active rectifier, the direction of the power 
flow can be controlled. In the bidirectional WPT system reported in [123], a power-
frequency control strategy is proposed to regulate the power flow. The 
configuration of a bidirectional wireless system with a dual side control technique 
is presented in Fig. 3.13.  

Vo, io

L1

C1

L2

M

  

C2
H‐bridge 
converter

Vin
Active 
Rectifier Vbat

 
 

 

 

Fig. 3.13: Configuration of the bidirectional wireless system with the control at 
both sides. 

Another advantage of dual side control is that, since two power electronic 
converters are used, the transmitter converter regulates the output power by 
receiving the information of the battery and the receiver side converter tracks the 
maximum efficiency of the system. The Maximum efficiency point tracking 
strategy is achieved using a converter at the receiver [120]. For the operation of the 
control system in most of these techniques, the information of the output voltage 
and output current is necessary to be sent to the transmitter control. However, the 
establishment of the communication link and transmission of the data will increase 
the total cost and size of the system and make the construction complicated. The 
application of dual-side control with the communication link is the most popular 
control method in static WPT systems however this method cannot be used in the 
WPT system for charging the EVs moving with fast speed in the highways since 
the communication like may cause delay and reduce the charging time of the 
vehicle. Hence, independent controls of the transmitter and receiver and without 
data transmission are desirable in dynamic WPT systems. The drawback of this 
method is that conflict between control systems in two sides can cause instability. 
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3.3 Dual side control with DC-DC converter at the receiver  

The idea of the control is to regulate the output power from the receiver and 
without the need to transmit data between two sides. Fig 3.14 shows the 
configuration of the wireless charging system composed of transmitter side control 
and receiver side control. The transmitter control and the receiver control operate 
jointly and regulate the battery power during the EV movement and even in a 
possible presence of lateral misalignment but without the need to transmit to each 
other any data.  
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Fig. 3.14: The idea of the dual side control strategy without communication.   

The control scheme is divided into two parts. In the transmitter, a current 
control is developed. This current control is used in order to maintain the current of 
the transmitter DC-AC converter at peak current capability during the misalignment 
condition. This is due to the fact that in SS topology, the current of the transmitter 
goes up when the lateral misalignment increases. In the receiver of the WPT system, 
a resistance control is implemented. The resistance control is used in order to 
regulate the battery power using a DC-DC converter at the receiver. The power 
control is achieved by regulating the equivalent resistance at the input of the DC-
DC converter with the variations of the duty cycle of the converter. In this control 
strategy, the transmitter converter operates at a definite power level and the receiver 
can regulate the battery power from zero power to the peak power according to the 
demand without communicating with the transmitter converter. When the battery 
of the vehicle is nearly full, the receiver control could choose to receive only the 
power which is necessary for the movement. On the other hand, when the battery 
of the vehicle is not fully charged, the receiver control modifies the equivalent 
resistance value for receiving the maximum power. 

3.3.1 Transmitter side control  

The complete circuit of the system is presented in Fig. 3.15 which is composed 
of DC-AC converter, coils, rectifier, DC-DC boost converter, output filter, and the 
battery. 
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Fig. 3.15: Power circuit configuration of the WPT system. 

As shown in this figure, for the compensation of the inductances, series-series 
topology is chosen. As completely described in chapter two, this topology is simple 
and the resonant frequency is independent of the load and the mutual inductance 
variations. In SS compensation topology, when the value of the mutual inductance 
drops down due to the misalignment or the increase of the air-gap, the transmitter 
current goes up. Also, when the load resistance increases, the transmitter current 
increases too. Therefore, it is necessary to protect the transmitter DC-AC converter 
against overcurrent conditions. Hence, a current control circuit is implemented for 
the transmitter DC-AC converter. In the dynamic condition when the misalignment 
occurs, the transmitter control limits the transmitter current at the peak value by 
controlling the voltage at the output of the DC-AC converter using phase shift 
control [124], [125]. The switching waveform of the converter with phase shift 
modulation is illustrated in Fig. 3.16.  

 

Fig. 3.16: Gating signals of the DC-AC converter controlled with phase shift 
control scheme and the related output voltage and current. 

According to this figure, by changing the phase shift angle α between the two 
legs of the converter, the shape of the H-bridge output voltage changes. In this 
control strategy, switches of the first leg (S1 and S2) turn off at ZCS conditions but 
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they turn on at hard switching conditions. On the other hand, switches of the second 
leg (S3 and S4) turn on at ZVS conditions and have only turn-off switching losses.  

The modeling of H-bridge output voltage is according to the First Harmonic 
Approximation (FOA) analysis. This approximation was introduced in chapter 2. 
The equation of the fundamental harmonic of the DC-AC converter output voltage 
can be determined by 

ଵܸ ൌ
2√2
ߨ ௜ܸ௡sin ቀ

ߙ
2
ቁ  (3.5) 

 
When the phase shift angle is 180 degrees, the H-bridge output voltage is at its 

maximum value. By reducing α, the H-bridge output voltage goes down. The 
schematic of the control circuit in the transmitter side is illustrated in Fig. 3.17.  
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Fig. 3.17: Transmitter current control scheme. 

The reference current in Fig. 3.17 is defined as the maximum current capability 
of the DC-AC converter. In the control, the current of the transmitter is required. 
This current is measured using a high-frequency current transformer. After the 
measurement of the transmitter current, the peak current is calculated. The reference 
current is compared with the current of the transmitter and the difference value is 
applied to a PI controller which calculates the phase shift angle. PI controller is 
saturated between 0 and 180°. Finally, according to the phase shift angle, the DC-
AC converter is switched. In the nominal mutual inductance, phase shift angle is 
180 degrees. When mutual inductance reduces, the transmitter current starts 
increasing. The PI controller decreases α and the pulse width of the transmitter 
voltage reduces.  In this case, the transmitter current remains at the peak level. In 
contrast, if the mutual inductance increases, the transmitter current reduces. In this 
situation, the controller increases the phase shift angle to its maximum value and 
the DC-AC output voltage becomes a pure square wave similar to rated mutual 
inductance operating condition.  

The transmitter converter works at constant angular frequency ω0 that is the 
resonant frequency of the coils as 
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1

ඥܮଵܥଵ
ൌ

1

ඥܮଶܥଶ
 (3.6) 
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By considering that the system operates at the resonant frequency and using 

phase shift modulation equation for calculation of the transmitter output voltage, 
the transmitter and receiver currents equations can be rewritten as 

݅ଵ ൌ
ሺܴଶ ൅ ܴ௔௖ሻ

ܴଵሺܴଶ ൅ ܴ௔௖ሻ ൅ ߱଴
ଶܯଶ

2√2
ߨ ௜ܸ௡sinሺ

ߙ
2
ሻ (3.7) 
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The output power equation can be obtained as 
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According to (3.9), the output power can be regulated by applying the phase 
shift modulation technique to the transmitter converter but in this control method, 
the information of the output voltage and current is required. Thus, it is desired to 
regulate the battery power without any communication between two sides.    

3.3.2 Receiver side control  

The idea for the control is that the transmitter DC-AC converter operates at its 
maximum current specification and any needed power adjustment is carried out 
using the receiver side converter. According to (2.49), the output power depends on 
the equivalent AC resistance Rac. Since the values of the coils resistances are much 
smaller than Rac, by neglecting them it can be concluded that If Rac increases, the 
output power goes up. According to the first harmonics approximation, the value of 
Rac depends on the value of the resistance at the input of the DC-DC converter Rin. 
Furthermore, this resistance deepens on equivalent load resistance RL. Thus, the 
reflected impedance to the AC side is a function of the duty cycle of the DC-DC 
converter and load resistance. Therefore, the DC-DC converter behavior is like an 
impedance matching circuit [126]. As a result, it is possible to regulate output power 
by control of the DC-DC converter. Different types of DC-DC converters are 
proposed in the literature to practically control the power such as buck [97], [127], 
boost [128], and buck-boost [129]. The relations between the load resistance and 
resistance seen from the input side of the DC-DC converter for these converters are 
analyzed in the following section.  

3.3.2.1	Impendence	matching	in	DC‐DC	converters		

The circuit configuration of three regular DC-DC converters is shown in Fig. 
3.18. By neglecting the losses of the DC-DC converters and considering the input 
and output powers to be equal, the equation for the input impedance of the DC-DC 
converter can be written as follows: 
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Where Iin is the input current and Io is the load current. Now, the input resistance 

can be calculated from the relation between input and output currents.  
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Fig. 3.18: Circuit configuration of basic DC-DC converters; (a) buck converter, 
(b) boost converter, and (c) buck-boost converter. 

In the buck converter, the relation between the source and the load currents, the 
relation between input and output voltage and the input resistance in terms of duty 
cycle D can be written as follows: 

௢ܸ ൌ ܦ ௜ܸ௡ , ௢ܫ ൌ
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The duty cycle D is between 0 and 1 and thus the range of input impedance for 

the buck converter is between RL and +∞. It can be seen that, the buck converter 
converters the load resistance to a resistance greater than the load resistance. The 
relation between the input and output current, the relation between the input and 
output voltage, and the input resistance in terms of duty cycle D for boost converter 
can be expressed as follows: 

௢ܸ ൌ
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ሺ1 െ ሻܦ
௢ܫ			,		 ൌ ௜௡ሺ1ܫ െ ሻܦ , ܴ௜௡ ൌ ܴ௅ሺ1 െ  ሻଶ (3.12)ܦ

 
The range of input impedance for the boost converter is between 0 and RL and 

thus the boost converter converters the load resistance to a resistance smaller than 
the load resistance. For the buck-boost converter, the equations of the output 
voltage, output current, and the input resistance in term of the duty cycle D can be 
written as follows: 
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The range of input impedance for the Buck-boost converter is between 0 and 

+∞ and the input impedance can be higher or lower than the load resistance. As 
seen, each converter has different behavior and generates different impedance range 
that can be used in different applications. In the proposed method for power control 
of the electric vehicle, the transmitter converter operates at maximum power level. 
According to (2.49) and by neglecting coil resistances, for the control of the output 
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power between zero and maximum power based on vehicle load demand, resistance 
at the input of the DC-DC converter must be kept at the range between zero and a 
resistance which is equivalent to the maximum power capability of the transmitter 
converter. According to the above equations, buck converter converts higher 
impedance than load resistance. Therefore, the buck converter is not suitable for 
this power control strategy. The buck-boost converter can provide the desired 
resistance range. However, the polarity between input and output voltages is the 
opposite. Furthermore, the power losses can increase especially in high power 
transmissions. The boost converter is a good candidate for this control scheme since 
equivalent load resistance can be controlled between zero and the resistance related 
to the maximum power.  

3.3.2.2	Resistance	control	of	the	receiver	with	the	boost	converter	

The block diagram of the control circuit with the resistance control is presented 
in Fig. 3.19.  
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Fig. 3.19: resistance control of the receiver. 

Rin
* is the reference resistance at the input of the DC-DC boost converter used 

in the receiver control circuit in order to regulate the received power by the battery. 
The value of Rin-Pmax is the reference resistance in which the maximum power can 
be transferred to the battery at the rated coupling. This situation happens when the 
phase shift angle is maximum and its output voltage is a full square wave. Also, the 
current of the transmitter is at its maximum value. Thus, the resistance at the output 
of the transmitter converter Rt is calculated as 
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(3.14) 

 
Where i1-max is the maximum current of the transmitter. Now, the value Rin-Pmax 

can be determined as  
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The reference input resistance Rin

* is multiplied by the measured current at the 
input of the DC-DC converter i2dc. Now, the reference voltage V2dc

* at the input of 
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the DC-DC converter is obtained. The duty cycle of the DC-DC converter is 
obtained by comparing the reference DC voltage V2dc

* and measured voltage at the 
input of the DC-DC converter V2dc and sending the result to a PI controller. The 
DC-DC converter by controlling the duty cycle can reach V2dc

* and finally, the 
desired output power can be achieved. The variations of the different variables of 
the WPT system for various values of the reference resistance Rin

* in nominal 
mutual inductance are presented in Fig. 3.20. For ease of the description of the 
control circuit, the values of the transmitter and receiver resistances are neglected. 
V1 is a full square wave in rated coupling. In SS topology, i2 remains constant in 
load variations. The value of i2 is depended on the mutual inductance, operating 
frequency, and the transmitter voltage. By keeping all of these parameters constant, 
i2 remains constant in different powers. 

         

Fig. 3.20: Important variables of the system with the variation of the R*
in. 

When Rin
* is zero, V2dc

* becomes zero and the control circuit makes the receiver 
voltage V2 short-circuit by turning the switch of the boost converter on. In this 
condition, the amount of power that receives by the battery is zero. When Rin

* 
increases, V2 increases by the control and output power level goes up. When Rin

* 
reaches Rin-Pmax, the battery receives the maximum power. At this point, the current 
and voltage of the transmitter are at their peak values. If Rin

* becomes more than  
Rin-Pmax, the transmitter current tends to increase. However, i1 is at its peak level and 
cannot increase more. Thus, the V1 is reduced in order to maintain the current of the 
transmitter at the peak value by the transmitter control. In this situation, input power 
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and consequently the output power decreases. If Rin

* increases more, the power at 
the output of the system drops more. In conclusion, by controlling the resistance at 
the input of the DC-DC converter from zero to Rin-Pmax, it is possible to regulate the 
output power from zero to maximum power just from the receiver. 

3.3.2.3	Extension	to	the	multi‐phase	boost	converter	

For wireless power transfer applications, the DC-DC converter should work at 
high efficiency and high power density and be capable of carrying high current. To 
provide these requirements, one solution is the interleaving of the DC-DC 
converter. The idea is parallel use of the switches, diodes, and inductors in a way 
in order to share the input current among the parallel converters or phases and 
reduce the current rating of each of them. There are many advantages with 
interleaving; the total efficiency of the system increases due to the reduction of the 
conduction losses in each switch, the dynamic response of the converter improves 
and it is possible to build a converter with low heat dissipation, high reliability, and 
high fault tolerant characteristic. One of the problems of the typical DC-DC 
converter is the voltage ripple at the output of the converter and at the input of the 
battery. The high voltage ripple at the input of the battery increases the losses which 
will lead to an increase in the battery temperature and reduce of the battery lifetime. 
In order to decrease the output voltage ripple of the DC-DC converter, one possible 
way is to choose a bigger filter capacitor. However, it will cause an increase in the 
total weight and size of the converter. The interleaving of the converter makes the 
output voltage ripple and the input current ripple of the converter lower [130]–
[143]. Thus, the size of the input and output filters significantly reduces. 
Furthermore, the electrolytic capacitors can be replaced with film capacitors with 
lower series resistances. However, by increasing the number of the phase in the 
converter, the number of semiconductor devices and inductors increases which will 
increase the total cost, size and weight of the converter. Thus, proper selection of 
the number of the phase is essential. 

The power circuit configuration of the receiver with the interleaved nine phase 
boost converter is shown in Fig. 3.21. The nine-phase interleaved converter is 
created by paralleling nine identical inverter legs in order to share the total current 
of the receiver coil. The inductors Lf1, Lf2 till Lf9 are inductors of each phase of the 
DC-DC converter. The converter structure is a bidirectional converter and can 
operate in both boost and buck mode. However, in this application, only the 
converter operates in boost mode and the energy is transferred from the receiver 
coil to the battery. In this case, the bottom switches of the inverter legs are used to 
control the boost converter and only body diodes of the upper switches of the 
inverter legs are utilized for power transmission.  
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Fig. 3.21: Nine-phase bidirectional interleaved boost/buck converter. 

The switches of the interleaved DC-DC converter are controlled with the same 
switching frequency and are equally shifted with a value of 1/f×N where N is the 
number of phases. The switches of each leg operate in complementary mode and 
when the lower switch is on, the upper switch is off. The input current, currents of 
the inductors and the output current waveforms of the nine-phase interleaved boost 
converter are shown in Fig. 3.22. The input current is the sum of all inductor 
currents. The currents of the inductors have similar waveforms with a phase shift. 
The output current is the sum of the currents of the phases whose switches are off. 
When the bottom switch of the inverter leg turns on for the time period of DT, the 
voltage across the respective inductor is equal to the DC-DC converter input voltage 
V2dc and the current of the phase inductor increases from iLf-min to iLf-max. When the 
switch turns off, the voltage across the inductor is equal to the voltage difference 
between the input and output of the DC-DC converter. Since the output voltage of 
the DC-DC converter is greater than the input voltage, the voltage of the inductor 
becomes negative and the current decreases. During this mode, the current flows 
through the body diode of the upper switch of the inverter leg.  

 

Fig. 3.22: Current waveforms of the interleaved boost converter. Top: input 
current ripple, middle: inductor currents, and bottom: output current ripple. 
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For simplifying the analysis, it is considered that the value of all inductors are 

equal to Lf and the switching frequency and duty cycle for all phases are the same. 
The peak to peak current ripple of each inductor can be expressed as 

Δ݅௅௙ ൌ
ଶܸௗ௖. ܦ

௦݂௪. ௙ܮ
 (3.16) 

 
Where fsw is the switching frequency of the converter and D is the duty cycle. 

The ripple of each inductor is always maximum at the duty cycle of 50%. The 
equation of the current ripple for each inductor can be determined by 

Δ݅௅௙ ൌ
ଶܸௗ௖. ܦ

௦݂௪. ௙ܮ
ൌ ௕ܸ௔௧. ሺ1ܦ െ ሻܦ

௦݂௪. ௙ܮ
 (3.17) 

 
The ripple of each inductor is not depended on the number of the phases and it 

is only affected by the duty cycle of the switch.  The average current of each 
inductor is given as 
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If the converter works at CCM, the maximum current of the lower switch can 

be obtained according to the following equation as 
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3.3.2.3.1	Ripple	calculation	

The input and the output passive filter of the DC-DC converter play a key role 
in the total size and weight of it. One of the most major advantages of the 
interleaved DC-DC converter is the ability to cancel the input and output ripples. 
The interleaved DC-DC converter is composed of N commutation cells. These 
commutation cells work in parallel and the input and output currents of the 
converter operate in a frequency, N times the switching frequency of a single cell. 
Thus, the input current ripple and the output current ripple are significantly reduced. 
Furthermore, in some operating points, the variations of the phase currents are 
exactly opposite of each other and the current ripple is totally canceled. This ability 
results in a reduction of the filtering requirement for the DC-DC converter [135]–
[138].  

The input current is the sum of all inductor currents and depends on the duty 
cycle of the converter. The gating signals of the boost switches have the same duty 
cycle but are 360/N degrees shifted. The value of the input current ripple based on 
the duty cycle can be divided into N sub-period. According to the value of the duty 
cycle and sub-period, the number of ON switches that shares the input current is 
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different. During the first sub-period (0<D=<1/N), only one switch is ON at the 
same time. In the second sub-period (1/N<D=<2/N), two switches are ON and share 
the input current. For the next sub-periods, the number of ON switches that shares 
the input current changes respectively. The input ripple current equation of the 
boost converter with respect to the variation of the duty cycle D can be written as 

∆݅௜௡ ൌ
ଶܸௗ௖ሺ ௦ܰ௨௕ െ ሻሺ1ܦܰ െ ௦ܰ௨௕ ൅ ሻܦܰ

௦݂௪ܮ௙ܰሺ1 െ ሻܦ
 (3.20) 

 
Where Nsub is the sub-period number. Since the battery voltage is approximately 

constant, (3.20) can be rewritten according to the battery voltage as 
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It can be concluded from the above equation that by increasing the switching 

frequency or the value of the inductance, a lower input current ripple can be 
achieved. However, these methods increase the total losses and decrease efficiency. 
Furthermore, by increasing the value of inductances, the size and weight of the 
converter increase. The normalized input current ripple according to the variation 
of the duty cycle of the converter for different numbers of the interleaved phases is 
calculated according to (3.21) and is shown in Fig. 3.23. It can be seen from this 
figure that by maintaining the phase inductors constant, if the number of phase 
increases, the input current ripple is significantly reduced. Furthermore, if the input 
current ripple remains constant, the value of the inductors can be selected 1/N 
compare to the single phase one.  

 

Fig. 3.23: Normalized input current ripple when Vbat is constant. 

The input current ripple is zero when the duty cycle is A/N (A is an integer from 
0 to N) and the input current is maximum when the duty cycle is B/2N (B is an odd 
integer from 1 to 2N). The maximum input current ripple can be expressed as 
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In addition, the current ripple cancellation coefficient K is defined as the ratio 

between the input current ripple and current ripple of each inductor and the equation 
can be determined by 
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The ripple cancelation coefficient is not depended on the input voltage or the 

output voltage. The normalized current ripple cancellation coefficient according to 
the variation of the duty cycle of the converter for different numbers of the 
interleaved phases is shown in Fig. 3.24. 

 

Fig. 3.24: Current ripple cancellation coefficient. 

3.3.2.3.2	Difference	techniques	in	control	of	interleaved	converters	

Many techniques have proposed for the control of the interleaved DC-DC 
converters. Most of these techniques have used current control for each phase of 
the converter in order to share the load current in each phase equally. The most 
important current control techniques for the interleaved DC-DC converters are 
hysteresis current control [139], [140], peak current control [141] and average 
current control [142], [143]. In hysteresis current control method, a lower current 
reference and a higher current reference are defined for the control of the inductor 
current. When the current of the inductor becomes less than the lower current 
reference, the switch turns on. Then, the current of the inductor rises and when it 
reaches the higher current reference, the switch turns off. The advantages of this 
control technique are that it has a fast response and the implementation is simple. 
With hysteresis control, the converter operates at the variable switching frequency. 
Another technique for the control of the interleaved converter is the peak current 
control. In this control, a peak reference current is defined for the control circuit. 
By turning on the switch, the current of the inductor linearly increases. At the 
moment the current of the inductor reaches the reference peak current, the switch 
of the converter turns off. Depending on the load condition, the peak current control 
may operate in DCM or CCM. The advantage of this converter is that it works at 
the constant switching frequency and due to the reference peak current, the switch 
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is protected against the overcurrent fault. However, this technique is unstable for 
duty cycles higher than 50%. In order for the converter to work in duty cycles over 
50%, an extra compensator is required in the control loop. The average current 
control overcomes the problem of the peak current control by introducing a PI 
controller in the current loop. Similar to peak current control, in average current 
control, two control loops exist. The outer control loop is the voltage loop. The 
output voltage of the converter is measured and then compared with the output 
voltage reference. The difference between the reference voltage and the measured 
voltage is calculated and the value is applied to a PI controller which defines the 
reference current for the current loop. This reference current is the average current 
value of the converter to reach the output voltage reference. In the current control 
loop, the inductor current is compared with the reference current. The difference 
value is calculated and applied to a PI controller which calculates the desired duty 
cycle of the converter. By controlling the duty cycle of the converter, the average 
current and consequently the output voltage can be regulated. The advantages of 
the average current control technique are that it works at the fixed switching 
frequency, it has better stability and can operate in the whole range of the duty cycle 
variations even above 50% without any compensation.  

3.3.2.3.3	Resistance	control	using	the	interleaved	DC‐DC	converter	

The block diagram of the resistance control of the WPT at the receiver side with 
the interleaved DC-DC boost converter and with average current control is shown 
in Fig. 3.25. The control is similar to the single phase boost converter but for sharing 
the current between the phases of the interleaved converter, an additional current 
loop is added to the control circuit based on average current control method. V2dc

* 
is constructed similar to the single phase control method by multiplying i2dc and 
Rin

*. By controlling the voltage at the input of the DC-DC converter, the output 
power can be controlled and thus, the voltage control loop is the outer loop of the 
control. The constructed V2dc

* is compared with the measured voltage at the input 
of the DC-DC converter and the error goes through a PI controller. Unlike single 
phase DC-DC converter, here in the interleaved DC-DC converter, the output of the 
PI controller is the average reference current related to the output power. This 
current is divided by nine in order to build the average reference current for each 
phase of the interleaved converter. Then, the current is followed by a limiter in order 
to limit the current of each phase at the maximum current level. The value of imin is 
selected higher than zero in order to keep the receiver short circuit during the start-
up. The inner control loop is the current loop. In the current loop, the reference 
current is the average current of each phase. The current of the inductor is compared 
with the reference current and the error is entered to a PI controller.  This PI control 
calculates the desired duty cycle of the converter. The voltage of the battery changes 
during the charging process and in order to keep the bandwidth of the control 
independent of the variation of the battery, in the control loop, the output of the PI 
controller is divided by the voltage of the battery. The obtained duty cycle is 
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compared with a triangle waveform and the PWM gating signal of the switch is 
generated. For each phase, one inverter leg is used. Switches of each inverter leg 
operate in complementary mode. When the bottom switch of the leg turns on, the 
top switch of the leg turns off and vice versa. The switching frequency of each phase 
is constant and it is equal to 19.5 kHz. With the proper switching of each leg, the 
current of the inductor can follow the current reference. Under different load 
conditions, the DC-DC converter may operate in CCM or DCM however the 
operating frequency is constant. 
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Fig. 3.25: Receiver control with the interleaved boost converter. 
 

3.3.2.3.4	Design	considerations	for	DC‐DC	converter	

After the coils implementation, the resistances of them are measured 0.78 Ω 
and 0.53 Ω respectively. According to the design of the transmitter, DC source 
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voltage is 650 V.  Thus, the transmitter voltage when the phase shift angle is 
maximum is equal to  

ଵܸ ൌ
2√2
ߨ ௜ܸ௡ ൌ

2√2
ߨ

ൈ 650 ൌ 585.2 (3.24) 

 
The maximum current that the H-bridge converter can switch is 35 A. By 

considering the transmitter and receiver resistances, the receiver voltage and current 
can be determined using (2.46) as 

൜
ܴଵ. ݅ଵ െ .ܯ݆߱ ݅ଶ ൌ ଵܸ
.ܯ݆߱ ݅ଵ ൌ ܴଶ. ݅ଶ ൅ ଶܸ

 
 

൜
0.78 ൈ 35 െ ݆2 ൈ ߨ ൈ 85000 ൈ 14.3 ൈ 10ି଺ ൈ ݅ଶ ൌ 585.2
݆2 ൈ ߨ ൈ 85000 ൈ 14.3 ൈ 10ି଺ ൈ 35 ൌ 0.53 ൈ ݅ଶ ൅ ଶܸ

 

(3.25) 

 
By solving the equation, the values receiver voltage and current are calculated 

73 A and 228.9 V, respectively. The receiver DC voltage and current can be 
calculated as 

ଶܸௗ௖ ൌ
ߨ

2√2
ଶܸ ൌ

ߨ

2√2
ൈ 228.9 ൌ 254.2 ܸ 

 
 

݅ଶௗ௖ ൌ
2√2
ߨ

݅ଶ ൌ
2√2
ߨ

ൈ 73 ൌ  ܣ65.7

(3.26) 

 
At this condition, the maximum power at the input of the DC-DC converter can 

be obtained as  

ଶܲௗ௖ ൌ ݅ଶௗ௖ ൈ ଶܸௗ௖ ൌ 16.7 ܹ݇ (3.27) 

 
The next step is to calculate the number of phases and the inductor of the DC-

DC converter. In the design, important parameters are the maximum input current 
ripple of the DC-DC converter and the maximum current capability of each single 
phase of the interleaved DC-DC converter in all duty cycles. The maximum current 
of each switch of the DC-DC converter depends on the number of the phases which 
shares the output current and duty cycle. The ripple of the phase inductor is always 
maximum at the duty cycle of 50%. Battery voltage is considered 400 V, so the 
maximum current ripple of each phase occurs at input DC voltage of 200 V. The 
value of the inductor is also depended on the switching frequency of the DC-DC 
converter. If the switching frequency increases, a smaller inductor can be used. In 
the experimental set-up, power modules are chosen for the DC-DC converter. The 
maximum operating frequency of these power modules is 20 kHz. By considering 
the maximum current of each phase of 10 A and the maximum input current ripple 
of 1%, an equation set according to (3.19) and (3.22) can be obtained as 
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 (3.28) 

 
By solving the equations set, two answers are obtained.  

൜
ܰ ൌ 20.6

௙ܮ ൌ ܪ0.366݉ , ൜
ܰ ൌ 9.7

௙ܮ ൌ  (3.29) ܪ0.786݉

 
For the number of phases of the DC-DC converter, nine is selected. 

Furthermore, the inductance value of each phase is selected 1mH. According to the 
selected number of phases and value of the inductances, the maximum input current 
ripple of the DC-DC converter and the maximum current of each phase will be: 

∆݅௜௡ሺ݉ܽݔሻ ൌ
400

4 ൈ 20 ൈ 10ଷ ൈ 1 ൈ 10ିଷ ൈ 9
ൌ  ܣ0.49

 

 

݅௅௙ሺ݉ܽݔሻ ൌ
65.7
9

൅
200 ൈ 0.5

2 ൈ 20 ൈ 10ଷ ൈ 1 ൈ 10ିଷ
ൌ  ܣ9.8

(3.30) 

 
The value of the phase inductor for operation in BCM (boundary condition) 

which is between the DCM and CCM versus the input voltage of the DC-DC 
converter when the battery voltage is 400 V is shown in Fig. 3.26.  

 

Fig. 3.26: Boundary between CCM and DCM operation for the DC-DC converter. 

For the operation of the DC-DC converter in CCM, the phase inductor should 
be designed bigger than 0.3 mH. Since the phase inductor is selected 1mH, the 
converter operates in CCM for whole duty cycles. 

A comparison between different phase numbers is presented in Table. 3.2. 
Considering the DC-DC converter operates at the maximum current of 65.7 A and 
with a similar phase inductor of 1 mH, the peak current of the phase switch is 
obtained. In the interleaved converter, the input current is divided between each 
phase. In the case of symmetric current sharing in each inductor, the peak current 

L
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H
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of the phase can be reduced when the number of phases increases. One of the 
advantages offered by the interleaved converter is the ripple cancelation capability 
as shown in Table 3.2. With a similar phase inductor, when the number of the phase 
increases, the input current ripple decreases. The values of the phase inductors for 
having the input current ripple of 1 % are compared in Table 3.2. The ripple 
cancelation capability of interleaved converter helps the converter to have a reduced 
value of filtering components. With 9 phase converter, only 0.85 mH is necessary 
for having 1% of input current ripple. Generally, the IGBT power modules available 
in the market are single and three phases. Thus, for 3, 6 and 9 phase converter, one 
or several three phase IGBT power modules can be used. Furthermore, using three 
phase IPM module helps to simplify the construction process since each module is 
equipped with the gate driver, overcurrent and short circuit protection. In addition, 
the operating frequency of the transmitter and receiver coils is equal to 85 kHz and 
thus, the frequency of the ripple at the output of the diode bridge will be equal to 
170 kHz. Furthermore, by considering the operating switching frequency of each 
module up to 20 kHz, the overall ripple frequency of the converter with 9 phases 
will be up 180 kHz. This frequency is compatible with the current ripple frequency 
at the output of the diode bridge rectifier.  

Table 3.2: Comparison between different phase numbers.   

              N  1 2 3 4 5 6 7 8 9 

Phase peak 
current (A) 
Lf=1 mH 

68.2 35.35 24.4 18.92 15.64 13.45 11.88 10.71 9.8 

Input 
ripple 

current (A) 
Lf=1 mH 

5 2.5 1.67 1.25 1 0.83 0.71 0.625 0.55 

Lf with 1% 
current 
ripple 

7.69 3.85H 2.56  1.92  1.54  1.28  1.1  0.96 0.85  

Mudule 
type 

1 
single 
phase - 

1 three 
phase 

module 
- - 

2 three 
phase 

modules 
- - 

3 three 
phase 

module 

 
The controller in the receiver is designed in a way that the boost converter 

remains short circuit when the coupling is zero. The design is by adding a minus 
one gain to the receiver control. However, during absent of the receiver coil, the 
error of the controller remains nonzero for a long time and even it becomes large. 
This large error may cause the saturation of the controller and delay to the controller 
response. Especially, this consideration must be taken into account in the 
implementation of the controller. For these reasons, the anti-windup strategy is 
necessary to avoid the saturation of the receiver controller. 
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The receiver control is composed of the inner current control loop and the outer 

voltage loop. The inner control loop is realized based on the PI controllers. The 
parameters of the current loop PI controller can be determined by 

௣ି௖ܭ ൌ
߱௖ܮ௙
௕ܸ௔௧

 (3.31) 
 

௜ି௖ܭ ൌ
߱௖ ௙ܴ

௕ܸ௔௧
 (3.32) 

 
Where ߱௖ is the band of the current control loop and Rf is the resistance of the 

inductor. A similar way is used for the design of the voltage loop. Since the control 
consists of the inner loop and the outer loop, the bandwidth of the inner loop is 
selected larger than the bandwidth of the outer loop in order to avoid instability.  
The parameters of the voltage loop PI controller can be determined by 

௣ି௩ܭ ൌ
߱௩ܥ௙
ܰ

 (3.33) 
 

௜ି௩ܭ ൌ
௙ܥ௩߱ߛ
ܰ

 (3.34) 

 
Where ߱௩ is the band of the voltage control loop and ߛ is a gain for making the 

system operate with a fast response. By defining the band of the current loop equal 
to 2 kHz, the parameters of the current loop PI controller Kp-c and Ki-c are selected 
0.03 and 30, respectively. Furthermore, by selecting the band of the voltage loop 
equal to 200 Hz, the parameters of the voltage loop PI controller Kp-v and Ki-v are 
selected 0.01 and 100, respectively. 

3.4 Dual side control with active rectifier at the receiver  

One of the control methods in WPT systems is the application of the active 
rectifier [122], [123], [144]–[154]. In this method, the diode-bridge and DC-DC 
converter are replaced by an active rectifier. Thus, the battery power can be 
regulated by the active rectifier from the receiver. By using the H-bridge converter 
at two sides of the system, it is converted to a bidirectional system that is able to 
transfer the power to both sides which is necessary is different applications such as 
vehicle to grid systems. However, bidirectional WPT systems are naturally 
complex. In these systems, complicated control strategies are necessary two control 
power flow direction and to provide the synchronization. The controller proposed 
in [144] is used at the receiver to manage power flow in a bidirectional system by 
utilizing active and reactive power. Power and frequency regulation methods in the 
bidirectional WPT system are introduced in  [146] and [123]. A synchronization 
technique for the bidirectional system using an additional coil is proposed in [147]. 
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In [148], the resistance control is used at the receiver for tracking the maximum 
efficiency point. 

In this part, a novel solution is proposed for regulating the output power in 
dynamic charging of the EV. In the receiver of the system, a power control is 
implemented. This control loop regulates the output power using an active rectifier. 
Furthermore, for regulating the transmitter current and maintaining the current at 
the peak level during the misalignment and coupling variations, a transmitter 
current control is designed. In this method, the transmitter converter operates at a 
definite power level and the receiver can control the output power from zero to peak 
power according to vehicle demand without communicating with the transmitter 
converter.   

3.4.1 Circuit description with the active rectifier 

The circuit of the proposed bidirectional system is presented in Fig. 7.1 [154]   
which is similar to a conventional WPT system but in the receiver, the passive 
rectifier is changed with an active one. In Fig. 3.27, Cf and Lf are output filters 
before the connection to the battery.  

 

 

Fig. 3.27: Proposed bidirectional system configuration. 
 

The frequency of the transmitter DC-AC converter is equal to system resonant 
frequency. The proposed control scheme in this chapter is implemented by two 
independent control circuits at two sides of the system. A current control loop is 
used at the transmitter of the system. However, a power control loop is used at the 
receiver. These control loops operate together for regulating output power during 
the vehicle movement and also in the presence of misalignment. The receiver 
control regulates the battery power by controlling the ratio of receiver voltage and 
current according to the following equation. 

௢ܲ ൌ
ଶܸ

ଶܫ
ሺ

݆߱଴ܯ ଵܸ

ܴଵ ቀܴଶ ൅ ଶܸ
ଶܫ
ቁ ൅ ߱଴

ଶܯଶ
ሻଶ (3.35) 

 
The schematic of the control can be seen in Fig. 3.28. DC-AC converter 

operates at constant frequency ω0. This frequency is the resonant frequency of the 
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transmitter and receiver. This converter operates with a phase shift control scheme 
and regulates the transmitter current according to the mutual inductance variations.  

By changing the DC-DC converter and diode rectifier with an active rectifier, 
it is possible to regulate the voltage of the receiver. The basic operation of the WPT 
with an active rectifier is similar to a system with passive rectifier and DC-DC 
converter. Considering a condition when the switch of the boost converter is on and 
the receiver is short circuit. This condition can be done with the active rectifier 
when two bottom switches are on. In this case, the receiver voltage becomes zero 
and the load will receive no power.   
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Fig. 3.28: Proposed dual side control scheme. (a) Transmitter control and (b) 
receiver control.  

At the moment that Ss2 and Ss4 turn off, the current of the receiver will be 
transferred to the load. Thus, by controlling the switches of the active rectifier, the 
battery power can be regulated. For control of the rectifier input voltage, only two 
bottom switches are enough. But, for having a bidirectional power system, an active 
rectifier with four switches is employed.  
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The control scheme that is adopted for the active rectifier is phase shift 

modulation. The control is like the transmitter control. By this method, the value of 
V2 is controlled. Fundamental harmonic of the receiver voltage V2 controlled by 
phase shift modulation can be calculated by 

ଶܸ ൌ
2√2
ߨ ௕ܸ௔௧cos ቀ

௦ߙ
2
ቁ (3.36) 

 
The power control has two loops. The power control is the outer loop and the 

voltage control loop is the inner loop. Po
* is the reference power equal to demanded 

power. The output power is calculated and then the obtained value is compared with 
reference power. The difference value is used in the PI controller. PI controller 
builds R*

ac according to Po
*. This value is limited between zero and Rp-max. The 

value of Rp-max is an equivalent resistance where the Po is maximum at the rated 
coupling. This resistance can be calculated when the transmitter voltage and current 
are at their maximum values as: 

ܴ௣ି௠௔௫ ൌ
߱଴
ଶܯ௡

ଶܫଵ
∗

2√2
ߨ ௜ܸ௡ െ ܴଵܫଵ

∗
െ ܴଶ (3.37) 

 
The calculated equivalent AC resistance is multiplied by the receiver current. 

The obtained value is receiver reference voltage V*
2. The active rectifier must be 

switched in order to follow this reference voltage.  For this reason, firstly, the 
receiver voltage must be measured. However, it is difficult to measure V2. Thus, 
this voltage is calculated based on first-order analysis using phase shift angle αs and 
Vbat. The receiver reference voltage and the calculated voltage are compared and 
the difference is calculated. The obtained voltage is applied to a PI controller. This 
controller constructs the phase shift angle corresponding to V*

2. The switching 
frequency of the transmitter DC-AC converter is similar to the transmitter and 
receiver resonant frequencies. In the control circuit, the transmission of the data of 
the transmitter frequency to the receiver is avoided. Thus, the switching frequency 
of the transmitter must be identified by the control circuit of the receiver. Firstly, a 
unity amplitude square wave is implemented from the receiver current. Then, based 
on the phase shift angle calculated by receiver control and unity amplitude square 
wave, the active rectifier is switched.  

When the reference power P*
o is zero, Ss2 and Ss4 turn on simultaneously. The 

receiver voltage becomes short circuit and the output power will be zero. When V*
2 

increases, the reference equivalent AC resistance increases. This causes the receiver 
voltage to be increased by the active rectifier and consequently, the output power 
will go up. If the reference power increases more and becomes equal to maximum 
power, R*

ac reaches its maximum value. At this resistance, i1 is at the peak value. If 
P*

o goes beyond the peak value, the values of R*
ac and subsequently V2 remains 

constant.  
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In rated coupling, the transmitter voltage is a maximum at different output 

power levels. However, during the misalignment and decrease of the coupling, the 
V1 reduces for controlling the transmitter current. During misalignment, output 
power decreases. The peak output power can be obtained only at the rated coupling.  

3.4.2 Design Considerations 

The parameters of the simulation are presented in Table. 3.3. When the input 
DC voltage is 650 V, V1 is calculated V1=585.21 V. It is considered that the 
maximum current of the transmitter is I*

1=35A. The value of Rp-max will be 3.11Ω 
using (3.37). Then, according to (2.46), and replacing Rac with Rp-max, I2 and V2 are 
calculated 72.05 A and 224.06 V, respectively, using data presented in Table. 3.3. 
Thus, maximum power will be approximately 16 kW.  

Table 3.3: System Specifications. 

Parameter Value Unit 

Transmitter self-inductance, L1 280 µH 
Transmitter resistance, R1 1 Ω 
Transmitter capacitor, C1 12.5 nF 
Receiver self-inductance, L2 120 µH 
Receiver resistance, R2 0.6 Ω 
Receiver capacitor, C2 29.2 nF 
Mutual inductance (nominal), Mn 14.3 µH 
Input DC voltage, Vin 650 V 
Battery voltage, Vbat 250-400 V 
Nominal transmitter current, I*

1 35 A 
Operating frequency, f0 85 kHz 

 

3.4.3 Simulation Results 

The proposed control scheme is simulated using PSIM. System behavior in 
variations of Po

* is shown in Fig. 3.29. When Po
* becomes more than zero, V2 and 

consequently i1 increases. This will cause an increase in the battery power. When i1 
becomes maximum, the output power reaches its peak. Due to R1 and R2, the 
receiver current is with small variations as Fig. 3.29(b). The efficiency of the system 
reaches 80% as shown in Fig. 3.29(d). 

System behavior in mutual inductance variations is presented in Fig. 3.30. The 
variations of V1 and i1 are presented in Fig. 3.30(a). The rated M is 14.3 µH. When 
M becomes more than nominal the nominal value, for example when the air-gap 
decreases, the input impedance increases and the transmitter current reduces. The 
transmitter voltage in this condition is maximum.  
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(a) 

 
(b) 

 
(c) 

 
(d) 

Fig. 3.29: Performance of different parameters of the circuit under variations of the 
reference output power Po

*. (a) V1 and i1, (b) V2 and i2, (c) Vbat and ibat, (d) Po and 
efficiency. 
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(a) 

 
(b) 

 
(c) 

 
(d) 

Fig. 3.30: Performance parameters of the circuit under variations of the mutual 
inductance. (a) V1 and i1, (b) V2 and i2, (c) Vbat and ibat, (d) Po and efficiency. 
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(a) 

 
(b) 

Fig. 3.31: Important waveforms of the system when the output power is 
maximum. (a) V1 and i1, (b) V2 and i2. 

 

 
(a) 

 
(b) 

Fig. 3.32: Important waveforms of the system when the output power is reduced. 
(a) V1 and i1, (b) V2 and i2. 
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When M becomes lower than nominal M, the transmitter voltage reduces in 

order to keep i1 at peak level. Fig 3.30(b) illustrates V2 and i2 versus the variations 
of M. If M increases, i2 decreases. But in lateral misalignment and decrease of the 
mutual inductance, the receiver current decreases. The battery voltage and current 
versus variations of mutual inductance are presented in Fig. 3.30(c). At nominal M, 
the battery current is maximum. Output power and efficiency versus M are 
presented in Fig. 3.30(d). At nominal mutual inductance, peak power is received by 
the battery since both transmitter current and voltage are maximum.  

V1 and i1 at the rated power and rated M are shown in Fig. 3.31. At this point, 
V1 and V2 are maximum. The waveforms of the transmitter and receiver at 8 kW 
output power at rated M are shown in Fig. 3.32. In order to reduce the output power, 
V2 is reduced by the receiver control. However, the transmitter voltage has remained 
unchanged. The transmitter converter switches work in soft switching but active 
rectifier switches operate in hard switching.  

Transmitter and receiver waveforms when a lateral misalignment of 10 cm is 
present are shown in Fig. 3.33. When the lateral misalignment occurs, the mutual 
inductance reduces. In this case, the transmitter voltage reduces for limiting the 
increase of i1 and thus i2 reduces too. The value of the equivalent resistance is 
constant and thus the receiver voltage reduces as well.  

 

 
(a) 

 
(b) 

Fig. 3.33: Operation with 10 cm misalignment. (a) V1 and i1, (b) V2 and i2. 
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3.5 Vehicle identification   

As mentioned in chapter one, there are two coil topologies for dynamic WPT 
system including long track topology and segmented track topology. There are 
several drawbacks with long track topology which can be overcome using 
segmented track topology. In this topology, several small size transmitter coils are 
embedded into the ground. Each transmitter coil is equipped with an H-bridge 
converter which turns on or turns off according to the position of the EV. One of 
the biggest challenges in segmented track topology is that the presence of the EV 
must be detected and the transmitter coil must be turned on when the EV is exactly 
on the top of that. Assuming that the EV is passing in the highway with a speed of 
72 km/h, this means that if the length of the coil is 1 m, the EV is on the top of the 
coil for only 50ms. Thus, this makes the design of the control circuit so difficult 
because it must be fast enough to detect the EV passing even with fast speed. 
Furthermore, a small delay in turning the transmitter coil on, will result in a 
reduction of the power transmission. 

Several solutions have been presented in the literature for the detection of the 
EV [121], [155]–[169]. One solution is the application of radio frequency as a 
communication link between the transmitter and receiver [160]. However, due to 
the communication between the two sides, this method has delay and thus, the 
charging time of the vehicle reduces. The identification of the vehicle in [161] is 
based on the combination of the RFID (radio frequency identification) technique 
and the magnetic field coupling method in order to increase the accuracy of the 
detection. In the dynamic WPT system implemented by KAIST, magnetic sensors 
are placed at the beginning of the segment to identify the presence of the EV [26]. 
Furthermore, the static WPT charger designed by ORNL [121], the sensor is 
employed to detect the EV. However, the application of the sensor increases the 
overall cost of the charger especially in a charging lane in the highway with several 
transmitters. In [162] the reactance reflected by the receiver is used to boost the 
electromagnetic field strength automatically when the coils are coupled and without 
any communication link. In the system proposed in [163], particle swarm 
optimization (PSO) algorithm is used to detect the parameters of the load. In [164] 
by sending energy to the transmitter coil and measuring the decline rate of the 
current, the parameters of the load are identified in an induction heating application. 
In works presented by the University of Auckland [165], [166] multiple coils are 
used in the transmitter and receiver to identify the presence of the EV. In this 
method, the coil in the receiver side is energized with a 100 kHz AC current. 
Furthermore, two detection coils are used at the transmitter. When the EV 
approaches the transmitter coil, a voltage is induced across the detection coils and 
the control circuit by measuring this voltage can identify the presence of the vehicle. 
This process can also be employed to turn off the transmitter coil when the vehicle 
leaves the coil. This solution is robust and simple; however, three extra coils are 
used in the circuit which two of them are mounted on the transmitter. Thus, the total 
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construction cost increases when the number of transmitters increases. In [167] the 
EV is detected without using position sensors. In this system, each coil is connected 
to two power sources; one is the high power source for power transmission and the 
other is the low power signal source for the detection purpose. In the detection 
mode, the low power signal source injects a current to the transmitter coil with a 
frequency near to the resonant frequency of the coil but not exactly the same as that. 
The control measures the phase angle between the transmitter voltage and current. 
When an EV approaches the coil, the phase angle changes and the control detects 
the presence of the vehicle. The drawback of this system is that two separate sources 
are necessary for each transmitter coil. In [168] the vehicle is identified with the 
use of the free resonant currents in the transmitter coil. By designing the transmitter 
and receiver coils and establishing the coupling between two nearby transmitter 
coils, when the receiver coil moves over the transmitter coils, a small changes in 
mutual inductance between two nearby transmitter coils occurs and a free resonance 
current starts increasing in the nearby transmitter coil. When this current reaches a 
specific value, the transmitter coil turns on and the power transmission starts 
automatically. In this detection method, no additional equipment is used however 
for the detection of the vehicle in the first transmitter coil and at the beginning of 
the charging lane, a different identification method is necessary.  

According to the above discussion, in most of the introduced methods, 
communication link, sensors, or extra components are used to identify the presence 
of the vehicle. Position sensor or other extra components increase the overall size 
and construction cost of the charging lane. Thus, it is desirable to identify the 
vehicle by the DC-AC converter of the transmitter and without any extra 
component. In this chapter, two vehicle detection methods are proposed. The first 
method is the current injection method and measurement of the envelope of the 
peak current and the second method is the current injection in the transmitter coil 
and monitoring the phase shift angle. The operating principles of these two methods 
are discussed in detail in the following sections. 

3.5.1. Identification by current injection and free resonant mode   

The process of the identification of the vehicle is divided into two parts. The 
first part is the injection of the energy into the transmitter coil and the second part 
is monitoring the envelope of the transmitter current in free resonance mode [169]. 
Fig. 3.34 illustrates the current of the transmitter in both identification modes. The 
current is injected into the transmitter coil by applying a voltage across it. As shown 
in Fig. 3.34, at t0, the current injection starts by switching of the DC-AC converter. 
At t1, the free resonant mode begins by short-circuiting the transmitter coil (S2 and 
S4 turn on and S1 and S3 turn off). In this case, the transmitter current freewheels in 
the circuit.  
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Fig. 3.34: Two operating modes used for the identification. 
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Fig. 3.35: Transmitter current and its envelope in free resonant mode. 
 

As shown in Fig. 3.35, in free resonant mode, the transmitter current gradually 
decreases due to the resistance of the transmitter coil and DC-AC switches. If the 
load is present, the energy of the transmitter is transferred to the receiver. The 
presence of the load can be identified in free resonant mode and for this reason, the 
peak of the transmitter current is recorded.  

The equation of the transmitter current in free resonant mode can be determined 
by 

݅ଵሺݐሻ ൌ
߱଴

ଵ߱ଵܮ
݁ିఈ௧cosሺ߱ଵݐ ൅  ሻ (3.38)ߠ

 
Where ω1 is the operating frequency in free resonant mode and ω0 is the 

resonant frequency of the transmitter and α is the damping coefficient of the circuit 
and can be written as follows: 

ߙ ൌ
߱ଵ
2ܳଵ

 (3.39) 
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ߠ ൌ arccos ൬
߱ଵ
߱଴
൰ (3.40) 

 
Q1 is the quality factor of the coil and is given as 

ܳଵ ൌ
߱଴ܮଵ
ܴ௘௤

 (3.41) 

 
Req is defined as the transmitter resistance and the receiver resistance referred 

to the transmitter side as 

ܴ௘௤ ൌ ܴଵ ൅
߱଴

ଶܯଶ

ܴଶ ൅ ܴ௔௖
 (3.42) 

 

 
According to Fig. 3.35, the current of the transmitter in free resonant mode 

decreases exponentially according to (3.38). If the transmitter resistance R1, 
receiver resistance R2 and transmitter self-inductance L1 remain constant, according 
to (3.39), (3.41), and (3.42), the damping coefficient is depended on Rac and M. The 
damping coefficient reduces when the equivalent load resistance increases. Thus, 
the peak current of the transmitter current drops at a slower rate. Furthermore, if the 
mutual inductance goes up, the damping coefficient becomes higher and for this 
reason, the peak current drops faster. Fig. 3.36 and Fig. 3.37 show the waveforms 
of transmitter current under the variations of the mutual inductance M and load 
resistance Rac, respectively.  

 
 

 

Fig. 3.36: Transmitter current versus M and time in free resonant mode. 
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Fig. 3.37: Transmitter current versus Rac and time in free resonant mode. 

M is equal to zero when the transmitter coil and the receiver coil are far from 
each other. In this case, the damping coefficient is low and the envelope waveform 
of i1 will decline slower. In this situation, no load is detected. When the receiver 
coil approaches the transmitter coil, the value of mutual inductance starts 
increasing. In this case, the damping coefficient value increases and the envelope 
waveform of i1 declines faster than without the load condition. The i1 envelope 
waveform is used for the identification of the presence of the vehicle. The peak 
values of the transmitter current can be determined by  

݅ଵሺ݊ሻ ൌ
1
ଵܮ
݁ିఈ௧೙ , ௡ݐ ൌ

ሺ݊ߨ2 ൅ 1ሻ
߱଴

 (3.43) 

 
Where n is an integer which is defined as the nth oscillation of the transmitter 

current. By writing the above equation for two different n, we have: 

݅ଵሺ݊ଵሻ

݅ଵሺ݊ଶሻ
ൌ
݁
ିఈ൬

ଶగሺ௡భାଵሻ
ఠబ

൰

݁
ିఈ൬

ଶగሺ௡మାଵሻ
ఠబ

൰
 (3.44) 

 
The damping coefficient can be determined by 

ߙ ൌ
߱଴ ቀ݈݊൫݅ଵሺ݊ଵሻ൯ െ ݈݊൫݅ଵሺ݊ଶሻ൯ቁ

ሺ݊ଵߨ2 െ ݊ଶሻ
 

(3.45) 

 
By putting (3.45) into (3.39) the transmitter quality factor can be obtained. 

Then, by using (3.41), the equivalent input resistance can be calculated by  
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 ଵܮ

(3.46) 

 
Obviously, by sampling the peak current of the transmitter according to (3.46), 

the value of the equivalent input resistance is calculated. When the mutual 
inductance is zero, the Req is equal to the value of the transmitter resistance R1. If 
the calculated Req is bigger than R1, the control can find out that the mutual 
inductance is increased. By defining a limit for ߙ and	ܴ௘௤, the control can avoid 

considering a foreign material as a vehicle identification.   

3.5.1.1	Results			

Some experimental tests have been conducted in order to validate the 
theoretical analysis. The parameters of the experimental tests can be found in Table 
3.4. 

Table 3.4: Specifications and parameters of the tested system. 

Parameter Value Unit 

Input DC voltage, Vin 200 V 
Transmitter resistance, R1 0.3 Ω 
Transmitter inductance, L1 240 µH 
Transmitter capacitor, C1 15 nF 
Receiver resistance, R2 0.35 Ω 
Receiver inductance, L2 120 µH 
Receiver capacitor, C2 30 nF 
Mutual inductance, Mn 18 µH 
Switching frequency, f0 85 kHz 

 
Two different tests are conducted to evaluate the performance of the 

identification circuit. In both tests, the transmitter coil is supplied by a voltage for 
a short time. For the first test, the output of the rectifier at the receiver is short 
circuit. The waveforms of the i1 and i2 for different mutual inductances are 
presented in Fig. 3.38 and Fig. 3.39, respectively. For the condition that the 
transmitter coil and receiver coil are far from each other, M is zero. Thus, the 
transmitter energy is not transferred to the load and the variations of the envelope 
of the transmitter current are not high. When M increases, the envelope of the 
transmitter current declines faster after the first oscillations. The behavior of the 
envelope of the transmitter current depends on the value of the mutual inductance. 
According to this behavior, the presence of the load can be identified.  
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Fig. 3.38: Transmitter current in test one when diode-bridge is connected. 
 
 

 

Fig. 3.39: Receiver current in test one when diode-bridge is connected.  

 
 
For the second test, the rectifier at the receiver side is removed and the receiver 

coil is short circuit. In this condition, the receiver is only composed of L2 and C2. 
Fig. 3.40 and Fig. 3.41 show the waveforms of the currents of the transmitter and 
receiver for different mutual inductances. Since the rectifier at the receiver side is 
removed and the receiver circuit is short circuit, the power in the receiver is 
transferred again to the transmitter. However, a portion of the receiver power 
dissipates in the parasitic resistance of the receiver. Similar to the previous test, the 
envelope of the peak current oscillations depends on the value of the mutual 
inductance. The waveform used for switching of the DC-AC converter 
accompanied by the transmitter current is illustrated in Fig. 3.42. As seen in this 
figure, the top switches of the DC-AC converter are on for a very short period of 
time. 
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Fig. 3.40: Transmitter current in test two without diode-bridge. 
 

 

Fig. 3.41: Receiver current in test two without diode-bridge. 

 

Fig. 3.42: Transmitter current and the signal used for the switching of the 
converter (shifted by -2).  

 

3.5.2 Identification by the phase shift angle control   

The detection of the vehicle with this method is similar to the previous method 
and a small current is injected in the transmitter coil. However, the difference is that 
in this method, the peak value of the injected current to the transmitter which is 
used to identify the vehicle is controlled [170]. By dividing the transmitter voltage 
to input impedance, the transmitter current equation is determined by 
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When the distance between the transmitter coil and the receiver coil is too 

much, M is zero and the impedance seen from the transmitter is only composed of 
the transmitter resistance R1. The value of the phase shift angle for having the 
transmitter current equal to id

* can be defined by 

ߙ ൌ ଵି݊݅ݏ2 ቆ
݅ௗ
ଵܴߨ∗

2√2 ௜ܸ௡
ቇ (3.48) 

 
id

* is the transmitter reference current used in the control circuit for the load 
detection purpose and its value is much lower than the power transmission current. 
According to the parameters of the coil, the transmitter resistance value is very 
small and thus, the phase shift angle should be very small in order to maintain the 
transmitter current at id

* level. At the time the receiver coil approaches the 
transmitter coil, the mutual inductance starts going up. At the condition, the phase 
shift angle α equation can be expressed as 

ߙ ൌ ଵି݊݅ݏ2 ൮
݅ௗ
ߨ∗ ൬ܴଵ ൅

ሺ߱ܯሻଶ

ሺܴଶ ൅ ܴ௔௖ሻ
൰

2√2 ௜ܸ௡
൲ (3.49) 

 
The impedance seen from the transmitter increases when the value of the 

mutual inductance goes up. In this condition, the transmitter current reduces. 
According to (3.49), when M increases, for maintaining the current of the 
transmitter constant at the level of id

*, the phase shift angle must rise. When the 
vehicle approaches more, the transmitter current is reduced again and the control 
must increase the phase shift angle in order to keep id

* stable. The transmitter 
controller monitors the phase shift angle constantly. At the moment that mutual 
inductance grows enough and the phase shift angle α reaches the threshold angle 
αin, the controller considers that the vehicle is present and the power transmission 
must starts. The transmitter control changes the status from the identification mode 
to power transmission mode by changing the transmitter reference current form id

* 
to i1

*. The value of i1
* is the peak current of the DC-AC converter. 

In order to keep the efficiency of the charging high and reduce the 
electromagnetic field exposure, the transmitter coil must be turned off when the 
vehicle leaves the coil. The turning off procedure of the H-bridge converter is the 
same as the detection scheme. The mutual inductance is maximum when the 
receiver coil is above the transmitter coil. At the time the vehicle passes the 
transmitter coil, M begins decreasing. If the mutual inductance reduces, the total 
impedance seen from the transmitter reduces and the transmitter current begins 
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going up. According to (3.49), the transmitter control circuit must reduce the phase 
shift angle in order to keep the transmitter current at the level of i1

* constant when 
mutual inductance reduces. As the vehicle crosses the transmitter coil, the mutual 
inductance goes down more and therefore, the transmitter controller decreases α 
again. At the moment that α reaches the threshold angle αout, the controller considers 
that the mutual inductance is low and the vehicle is leaving the coil and the power 
transmission must stop. 

For the identification, the correct values of the turn-off threshold αout, turn-on 
threshold αin, and the identification current id

* are obtained empirically. Several 
laboratory measurements have been conducted to search for the minimum 
identification current for assuring a robust and fast identification. The tests have led 
to the selection of the identification current id

* equal to 3 A. Furthermore, αin and 
αout are selected independently for each coil. In Fig. 3.43, the phase shift angle 
variations versus the mutual inductance for two cases are shown. The first case is 
the normal condition of the system where the resistance seen from the transmitter 
is equal to the sum of the resistance of the transmitter coil and the reflected 
resistances of the receiver coil and the load. In the second case, the duty cycle of 
the DC-DC boost converter is equal to one and the receiver side is short circuit. In 
this case, the reflected resistance to the transmitter side is only composed of the 
resistance of the transmitter coil and the reflected resistance of the receiver coil to 
the transmitter side. According to Fig. 3.43 when the receiver side is short circuit, 
the input resistance increases much faster as coupling goes up and thus, the phase 
shift angle increases much more rapidly than the other case. This will help to detect 
the vehicle faster. From Fig. 3.43, it can be seen that the value of the mutual 
inductance is about 9 µH for the phase angle equal to 10 degrees.  

 

Fig. 3.43: Phase shift angle versus the variations of the mutual inductance when 
i1

* is 3 A and Vin is 650V. 

The advantage of this identification method is that the identification process is 
performed only with the available power electronics and without the use of any 
auxiliary components, sensors, or communication link between two sides. This 
simplifies the system and increases the operation speed. The time period from 
passing of the coil to detection and turning on the H-bridge converter is less than 
10 ms and if the vehicle moves with the speed of 20 km/h, then the vehicle will be 
above the transmitter coil for about 270 ms. This time is much longer than the 
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necessary time for vehicle detection. The drawback of this method is that a small 
current must flow through the transmitter coils for detection function. The power 
losses during the identification process can be expressed according to the following 
equation as 

௅ܲ௢௦௦ ஽ ൌ෍ܴଵ௜݅ௗ
∗ ଶ

ே

௜ୀଵ

 (3.50) 

 
Where N is the number of the transmitter coils in the charging lane and R1i are 

their related transmitter resistances. In order to reduce the identification losses, one 
solution is that only the first transmitter coil of the charging lane goes to the 
identification mode and the rest of the transmitter coils remain off. When the first 
transmitter coil identifies the vehicle, the next transmitter goes to the identification 
mode. This procedure continues to the end of the charging lane. In this case, the 
identification losses can be significantly reduced. It is worth noting that, in order to 
increase the efficiency of the identification process more, the transmitter coil goes 
to the identification mode with the frequency of 500 Hz. This frequency allows 
practically identifying the vehicle with a reasonable speed of 100 km/h.  

3.6 Design considerations in dynamic charging   

For the design of the power converter and control circuit, the steady-state 
relations can be used for some reasons. The main difference between the static and 
dynamic charging is the identification of the vehicle for the start and stop of the 
power transmission and the coupling variations. The time constant of the controller 
in the transmitter is selected much smaller than the speed of the vehicle. Thus, 
respect to the control speed, it can be considered as static operation. Furthermore, 
in the design of the transmitter, the application of the ferrite cores are avoided. For 
this reason, the variations of the coupling in dynamic charging do not effect on the 
resonant frequency of the converter. The worst case in dynamic charging is when 
the coupling is very low. By designing the converter and control in static charging 
in order to work in this condition, the control will have the same behavior in 
dynamic charging too. One issue in dynamic charging is that the energy that the 
battery receives during the dynamic charging depends on the speed of the vehicle. 
When the speed of the vehicle increases, the time that the vehicle is above the 
transmitter coil reduces and thus, lower energy will be received by the battery of 
the vehicle. Thus, the system can be designed for a certain maximum vehicle speed 
where at this speed, the minimum required energy can be received by the battery. 
Another issue to be considered for the design of the system during the dynamic 
charging is that the shape of the coils in segmented coil topology effects on the 
amount of received energy. There is an interspace between two adjacent coils in 
this system where the coupling is zero and no power is transferred to the battery. 
This interspace reduces the average power that the battery can receive during the 
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movement. For example, in this system, the length of the transmitter coil is 1.5 m 
and the interspace between two coils is 0.5 m and thus in rating power of 20 kW, 
the average power that the battery can receive is at most 75% of this power.  

3.7 Conclusion   

In this chapter, at first, the coil parameters according to the power rating, input 
voltage, output voltage, and air-gap were determined. The behavior of the coils 
during the lateral misalignment and air-gap variations is studied. Then, two control 
strategies for regulating the output power were proposed. Both control schemes 
were divided into two control circuits composed of the transmitter control and the 
receiver control. The control was able to regulate battery power from the receiver 
even in case of lateral misalignment but without the need to transmit the data 
between two sides. Also, in order to identify the presence of the vehicle, two control 
strategies were proposed. When the presence of the vehicle is detected, the control 
begins transferring power. Furthermore, at the moment that the vehicle leaves the 
transmitter the identification circuit stops transferring power.



 

Chapter 4 
 

Simulation Results 

In this chapter, a complete simulation of the whole WPT system in static and 
in dynamic charging is presented. The simulation is performed using PSIM 
software. The whole simulation circuit is composed of the power circuit, control 
circuit, and the coupling modeling during the movement. The simulation analysis 
helps to have a better understating of the system and to predict the outcome in a real 
dynamic charging system.  

4.1 Construction of the simulation circuit   

The simulated power circuit of the WPT system in PSIM software is presented 
in Fig. 4.1. For the H-bridge converter, MOSFET switches and for the boost 
converter IGBT switches are employed similar to the experimental setup. In the 
simulation environment, it is possible to model important parameters of the 
switches. For the MOSFET switches in the transmitter, the on-resistance of the 
switches, the on-resistance of the diodes, and the voltage threshold of the diodes 
can be defined. Furthermore, in order to model the MOSFET output capacitance, 
an additional capacitor is placed in parallel with each MOSFET. For the simulation 
of the IGBT switches in the receiver, the voltage drop and on-resistance of the 
IGBTs and on-resistance and the voltage drop of the diodes can be defined. The 
resistances of the transmitter and receiver coils are modeled with R1 and R2 in the 
simulation circuit, respectively. Furthermore, C1 and C2 are series compensation 
capacitors in the transmitter and receiver, respectively. The battery and the input 
DC-link source are modeled only with a simple DC voltage source. The coupled 
inductors are implemented in a separate sub-circuit as shown in Fig. 4.2. The self-
inductances of the transmitter and receiver coils are defined as L1 and L2, 
respectively. By flowing current in the coil in each side, a voltage is induced in the 
other side and thus, the voltage across each coil depends on the current through this 
coil and the induced voltage from the other coil. By having the value of the mutual 
inductance between the two coils and the currents of the coils, the induced voltage 
and consequently the coupled inductor model is implemented. 
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Fig. 4.1: Power circuit configuration. (a) Complete circuit, and (b) DC-DC 
converter power circuit.  
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Fig. 4.2: Modeling of the coupled inductors. 

The control of the WPT system is built by transmitter control and receiver 
control. The transmitter control is made up of the identification circuit and the 
current control based on the phase shift modulation scheme. The transmitter control 
circuit is shown in Fig. 4.3. The identification circuit is implemented in a C block 
in the PSIM software. The input of the C block is the phase shift angle and the 
output of it is the transmitter reference current. The phase shift angles for the 
identification of the vehicle are defined in this block. During the identification 
stage, the transmitter reference current is defined 3 A. When the presence of the 
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vehicle is identified, the reference current changes and the power transmission 
begins. The control circuit in the transmitter must follow the reference current 
generated by the detection circuit. For this purpose, a current control circuit is 
implemented using a PI controller. The output of this controller is the desired phase 
shift angle in degree according to the reference current and it is limited between 0 
and 180o.  

Vehicle
Detection

C block i1

180

0

PI Alpha
i1*

 

Fig. 4.3: Load detection circuit and the transmitter current controller. 

The phase shift modulation circuit generates the H-bridge converter gating 
signals according to the phase shift angle as depicted in Fig. 4.4. The square wave 
source is used for the switching of the first leg of the DC-AC converter (Vg1). The 
second leg of the DC-AC converter must be shifted from the first leg according to 
the value of the phase shift angle. The shifted pulse is generated using two 
monostable multivibrators. One of the monostable multivibrators has an adjustable 
width which its width varies according to the phase shift angle. The other 
monostable multivibrator has a constant pulse width equal to the half of the 
switching period. The output of the second monostable multivibrator is used for the 
switching of the second leg of the DC-AC converter (Vg2).  
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1/2f
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Q Q

Q
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Alpha
 

Fig. 4.4. Construction of the phase shift modulation scheme. 

The generated signals from the phase shift modulation circuit are used for the 
switching of the H-bridge converter. For this purpose, these signals are applied to 
the dead time generator circuits and finally, the gating signals for all switches of the 
H-bridge converter are generated as illustrated in Fig. 4.5.  
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Fig. 4.5: Dead time generator circuit for the transmitter converter. 
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Fig. 4.6: Voltage loop circuit of the receiver control. 
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Fig. 4.7: Current loop circuit of the receiver control. (a) Control of the first leg of 
the DC-DC converter, (b) control of the ninth leg of the DC-DC converter.  
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The control in the receiver is made up of the voltage loop and the current loop. 

The voltage loop circuit is the outer loop of the control as illustrated in Fig. 4.6. The 
reference voltage is constructed by measuring the receiver DC current and 
multiplying it by the reference resistance. The receiver reference DC voltage is 
compared with the measured receiver DC voltage and the output goes to a PI 
controller. Finally, the reference DC current for each phase of the DC-DC converter 
is constructed. The current loop is presented in Fig. 4.7. Due to the limited space, 
only the current loops for two phases of the DC-DC converter are depicted. The 
difference between the reference current and the phase current is calculated and the 
result goes through a PI controller. The output of the PI controller is compared with 
the triangle source and after the dead time generator circuit, the gating signals for 
each phase are obtained.  

The simulation parameters are shown in Table 4.1. The nominal transmitter 
current is 35 A. According to the control scheme, the battery power is regulated 
from the receiver. However, the transmitter reference current can be reduced in 
order to limit the transmitting power from the ground. The value of the mutual 
inductance at the rated air-gap of 25 cm and without any lateral misalignment is 
equal to 14.3 µH as calculated in chapter 3. When the air-gap changes or the lateral 

misalignment in x-direction and y-direction increases, the value of the mutual 
inductance varies. The shape of the mutual inductance during the passage of the 
receiver coil over two transmitter coils was obtained in chapter 3. According to this 
simulation, the mutual inductance behavior for the complete charging lane with 
several transmitter coils is built [171]. The simulation waveforms for different 
vehicle speeds of 10, 30 and 50 km/h are shown in Fig. 4.8. As shown in this figure, 
variations of the mutual inductance versus time depend on the speed of the vehicle.   

Table 4.1: Specifications and parameters of the simulated circuit. 

Parameter Value Unit 

Transmitter self-inductance, L1 280 µH 
Transmitter resistance, R1 0.78 Ω 
Transmitter capacitor, C1 12.5 nF 
Receiver self-inductance, L2 120 µH 
Receiver resistance, R2 0.53 Ω 
Receiver capacitor, C2 29.2 nF 
Mutual inductance (nominal), Mn 14.3 µH 
Input DC voltage, Vin 650 V 
Battery voltage, Vbat 250-400 V 
Transmitter maximum current, i1-max 35 A 
Operating frequency, f 85 kHz 
Output filter capacitor, Cf 8 µF 
Input filter inductor 2 µH 
Input filter capacitor 16 µF 
Boost converter inductors, Lfi 1 mH 
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Fig. 4.8: Mutual inductance variations at different vehicle speeds. Top: 10 km/h, 
middle: 30 km/h, and bottom: 50 km/h. 

4.2 Simulation of the dual side control 

The control of the WPT system is made up of the transmitter control and the 
receiver control. The transmitter control duty is limiting the transmitter current 
during the misalignment conditions and the receiver control duty is regulating the 
battery power from the receiver. These controls work together but without any 
communication with each other. The performance of the control system during 
different resistances, misalignment conditions, and operating frequencies are 
evaluated by the simulation. 

4.2.1 Operation at different resistances 

The control of the output power by variations of the reference resistance Rin is 
analyzed. The simulation parameters are similar to the values of Table 4.1. In this 
simulation, the transmitter reference current is 35 A, the battery voltage is 400 V 
and the mutual inductance is constant and at the rated value of 14.3µH. The 

important waveforms of the system versus the variations of Rin are presented in Fig. 
4.9.  Since the input DC voltage is 650 V and the transmitter maximum current is 
35 A, the reference resistance for the maximum output power can be determined 
according to (3.15) by 
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At the rated mutual inductance and when Rin is smaller than 3.86 Ω, the phase 
shift angle and the transmitter voltage are maximum. According to Fig. 4.9(e), when 
Rin is zero, the duty cycle of the DC-DC converter is maximum and the receiver is 
short circuit. By increasing Rin from zero, the duty cycle of the DC-DC converter 
becomes less than one and the receiver voltage increases. Thus, the transmitter 
current rises and the input power and consequently the output power increase as 
shown in Fig. 4.9(c). By increasing Rin more, the transmitter current and the output 
power increase more. This variation is approximately linear. When Rin reaches 3.86 
Ω, the transmitter current and the transmitter voltage values are maximum. This 
means that the maximum power of 16.6 kW is transferred to the output. When Rin 
is between zero and 3.86 Ω, the value of α is maximum and the DC-AC converter 
can operate in zero voltage switching condition which causes improving the 
efficiency of the transmitter. The output power reduces when Rin goes beyond 3.86 
Ω. It is clear from Fig. 4.9(c) that the variation of the output power is not linearly 
but hyperbolically. When Rin becomes more than 3.86 Ω, the transmitter current 
tends to increase. However, the transmitter current cannot go beyond the maximum 
current and the transmitter control by reducing the transmitter voltage with the 
reduction of the phase shift angle keeps it at the peak level. Thus, the transmitter 
converter cannot operate in soft switching conditions anymore which will cause the 
increase of the transmitter converter losses. In this region, the transmitter current is 
kept constant at peak level and for this reason, the receiver voltage remains 
approximately constant. The efficiency waveform the system versus the variations 
of Rin is illustrated in Fig. 4.9(f). When Rin is very small, the system efficiency is 
relatively low since a great amount of the power transferred to the receiver will be 
dissipated in the receiver resistance R2. As Rin increases, the system efficiency 
significantly improves. For a WPT system, in each mutual inductance and switching 
frequency, there is one Rin in which the efficiency of the system becomes maximum. 
At rated condition, this resistance is obtained 7.79 Ω using (2.52). If the resistance 
becomes more than this value, the reflected impedance to the transmitter side 
becomes very small and R1 dissipates a great amount of power which results in a 
reduction of the efficiency.  
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Fig. 4.9: Performance of different variables under variations of the resistance at the 
input of the DC-DC converter. (a) V1 and i1, (b) V2 and i2, (c) Vbat and ibat, (d) Pin 
and Po, (e) Phase shift angle α and duty cycle D, and (f) Efficiency. 

4.2.2 Operation at different mutual inductances 

The operation of the proposed control method during the variations of the 
mutual inductance is investigated. The simulation parameters are similar to the 
previous simulation. However, Rin has remained constant at the value of 3.86 Ω but 
the mutual inductance varies. The important waveforms of the system versus 
variations of the mutual inductance with dual side control are presented in Fig. 4.10. 
According to Fig. 4.10(c), when the mutual inductance is at the rated value, the 
maximum output power can be obtained. When the mutual inductance becomes less 
than the rated mutual inductance due to the misalignment or increase of the air-gap, 
the transmitter current becomes limited at the maximum level of 35 A by reducing 
the transmitter voltage as illustrated in Fig. 4.10(a). It is clear from Fig. 4.10(e) that 
the phase shift angle is reduced in order to control the transmitter voltage and keep 
the transmitter current at the maximum level. In this condition, the transmitter 
power and consequently the receiver power drop down.  
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Fig. 4.10: Performance of different variables of the WPT system under variations 
of the mutual inductance. (a) V1 and i1, (b) V2 and i2, (c) Vbat and ibat, (d) Pin and Po, 
(e) Phase shift angle α and duty cycle D, and (f) Efficiency. 

When the mutual inductance becomes more than the rated mutual inductance 
due to the reduction of the air-gap between coils, the transmitter current decreases. 
This reduction is due to the characteristic of series-series compensation topology 
where the input impedance goes up with the increase of the mutual inductance. In 
this condition, the phase shift angle is at the maximum level and the transmitter 
voltage cannot increase more. Thus, the transmitter current reduces by the increase 
of M. Therefore, the transmitter power reduces and consequently, Po goes down. 
The efficiency waveform of the system with dual side control is presented in Fig. 
4.10(f). It is clear that the efficiency goes up as the mutual inductance increases. 

4.2.3 Operation at different frequencies 

The operation of the control circuits at both sides with the variations of the 
operating frequency is analyzed.  
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Fig. 4.11: Performance of different variables under variations of the frequency. (a) 
V1 and i1, (b) V2 and i2, (c) Vbat and ibat, (d) Pin and Po, (e) Phase shift angle α and 
duty cycle D, and (f) Efficiency. 

The simulation parameters are similar to the previous simulations. Rin and M 
are remained constant at the rated values of 3.86 Ω and 14.3 µH, respectively. 

However, the operating frequency of the DC-AC converter changes. In the case that 
no control is applied to the transmitter, the voltage at the output of the DC-AC 
converter is always maximum. Therefore, the current of the transmitter can increase 
without any restriction. i1 waveform versus frequency is similar to a double-peak 
waveform which is because of the system natural characteristic. The peak of the 
efficiency is at the resonant frequency and the DC-AC converter should operate at 
this frequency. But, due to the variations of the resonant elements such as coils or 
capacitors, the resonant frequency may change. When the operating frequency of 
the DC-AC converter becomes less or more than the resonant frequency, i1 
increases and becomes more than the value at the resonant frequency. Therefore, in 
order to keep the current of the transmitter at the peak value and protect the DC-AC 
converter against any overcurrent condition in case of frequency variations, control 
is necessary at the transmitter. 

Fig. 4.11 illustrates the performance of different variables over the operating 
frequency variations. As shown in Fig. 4.11(a), the maximum current of the 
transmitter is 35 A and the transmitter current cannot increase more than this level. 
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It can be seen from Fig. 4.11(c) that the output power curve has one peak which is 
happened at the resonant frequency. The efficiency waveform versus the frequency 
is illustrated in Fig. 4.11(f).  

4.3 Operation during the dynamic charging 

The simulation results of the complete WPT system in dynamic charging and 
at different conditions are presented. The performance of different parameters of 
the system in dynamic charging at 11 kW output power is illustrated in Fig. 4.12.  
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Fig. 4.12: Different quantities of the system during dynamic charging with the 
maximum output power of 11 kW. (a) Vehicle speed, (b) mutual inductance, (c) 
received power by the battery, (d) battery current, (e) receiver DC current, (f) 
receiver DC voltage, (g) input DC source current, (h) transmitter current, (i) 
received energy by the battery during the whole charging process. 
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The parameters of this simulation are the same as the parameters of the previous 

simulations but the values of i1
* and Rin are set at 25 A and 2.5 Ω, respectively. In 

this case, the battery receives the power of 11 kW. Also in this simulation, the 
battery voltage is fixed at 330 V. During this test, the speed of the vehicle is kept 
constant at 50 km/h. Furthermore, the transmitter and receiver are perfectly aligned 
with the air-gap equal to 25 cm. 

The waveform of the vehicle speed is presented in Fig. 4.12(a). The vehicle 
speed is fixed at 50 km/h. With this speed, the whole charging process takes about 
7 seconds. When the vehicle passes over the transmitter coil, at first the mutual 
inductance increases and when the vehicle leaves the transmitter coil, the mutual 
inductance reduces until it reaches zero. It can be seen from Fig. 4.12(c) that the 
output power waveform is similar to the behavior of the mutual inductance. When 
the mutual inductance is maximum, power of 11 kW is received by the battery 
however in zero coupled region, the output power is zero. The average power 
received by the battery during the passage of the vehicle overall transmitter coils is 
approximately 7.3 kW. This value is about 66 % of the demanded power. The 
waveform of the receiver DC current is illustrated in Fig. 4.12(e). It is clear from 
this figure that the current ripple is remarkably low. The input DC current waveform 
at the ground side is shown in Fig. 4.12(g). Due to the input filter placed before the 
H-bridge converter and after the input DC source, the effect of high-frequency 
switching of the H-bridge converter is properly filtered. The waveform of the 
transmitter current is shown in Fig. 4.12(h). When M is zero, the H-bridge converter 
operates in detection mode and a constant current of 3 A is flowing in the transmitter 
coil. When the mutual inductance increases gradually, the phase shift angle changes 
and the transmitter control identifies the presence of the receiver coil. The 
transmitter reference current changes from 3 A to 25 A. In the same way, when the 
receiver coil leaves the transmitter coil, the transmitter control stops the power 
transmission and the identification for the next coil begins. It can be seen from Fig. 
4.12(i) that at the beginning of the simulation, the input and output energies are zero 
but when the vehicle passes over the transmitter coils, the energy received by the 
battery and the input energy increase. When the charging process ends, the total 
amount of the received energy by the battery is about 13.42 Wh. Also, the amount 
of input energy is obtained equal to 17.84 Wh. The efficiency of the whole charging 
process is calculated by the ratio of the input energy and output energy. For this 
simulation, the total efficiency is obtained at around 75%.  

The transmitter current and voltage waveforms in dynamic condition and 
during the passage of the EV over coils are shown in Fig. 4.13. When the coupling 
is zero, the transmitter current is only 3 A. This current only flows through the 
transmitter coil. The equivalent resistance at the output of the DC-AC converter is 
only the resistance of the transmitter coil. The DC link voltage is 650 V and the 
resistance of the transmitter is 0.78 Ω. Thus, the H-bridge output voltage must be 
very low in order to be able to keep the current of 3 A in the transmitter coil.  
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Fig. 4.13: Transmitter voltage and current with the output power of 11 kW and at 
the speed of 50 km/h. (a) During the passage of the vehicle, (b) during the 
identification process, and (c) during the power transmission.  
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After the vehicle detection, the transmitter reference current ramps up gradually 

until it reaches 25 A. The transmitter coil keeps this current constant even in case 
of any misalignment. When the receiver goes away, the coupling coefficient goes 
down and the transmitter control stops the power transmission. Then, the transmitter 
enters the identification mode again.  

Several tests have been done in order to evaluate the performance of the WPT 
system in various charging conditions. The results of the tests are presented in Table 
4.2, Table 4.3 and Table 4.4. Table 4.2 shows the results of the test during the 
dynamic charging at different vehicle speeds and different lateral misalignments 
when the air-gap is fixed at 25 cm. The tests have been done for two output powers 
of 15 kW and 7 kW. The resistance Rin is kept constant at 3.88 Ω which is equal to 
Rin-Pmax. In order to have the output power of 15 kW and 7kW, the transmitter 
current is fixed at 34 A and 23.3 A, respectively. The maximum efficiency is 
obtained by 80%. This efficiency is unchanged for different speeds of the vehicle. 
The average received power for the speed of 50 km/h is 10.39 kW.  This power is 
for the condition when the demanded power for the speed of 50 km/h and without 
any lateral misalignment, the energy received by the battery is 19.13 Wh. This 
energy is proportional to vehicle speed. When the vehicle speed is reduced to 30 
km/h and 10 km/h, the battery energy is increased to 31.88 Wh and 95.65 Wh, 
respectively. When the lateral misalignment increases, the received energy and the 
efficiency decrease. When the lateral misalignment is 10 cm, the efficiency 
variation is not significant. However if the lateral misalignment increases more, the 
efficiency drops rapidly. Similar tests have been done when the air-gap changes. 
The results for the condition when the air-gap is decreased to 20 cm are presented 
in Table 4.3. Furthermore, the results when the air-gap is increased to 30 cm are 
presented in Table 4.4. For the air-gap of 20 cm, the efficiency of the system 
increases. For the condition without the lateral misalignment, the efficiency has 
reached 81% for the 15 kW output power. This efficiency has reached to 81.3% for 
7 kW output power and without any lateral misalignment. For the air-gap of 30 cm, 
the efficiency has dropped down to 78% when there is no lateral misalignment. 
Furthermore, for 20 cm of lateral misalignment, the efficiency has dropped down 
to 69.1 %.  

The effect of vehicle speed on the received energy at two power levels when 
air-gap is 25 cm is illustrated in Fig. 4.14. When the vehicle speed is low, the 
receiver coil is above the transmitter coils in much more time and the battery can 
receive much more energy. For the speed of 10 km/h, the total charging process 
takes about 33 seconds but with the vehicle speed of 50 km/h, the total charging 
process takes about 6.6 seconds. The effect of lateral misalignment on the received 
energy by the battery for the output power of 15 kW at different vehicle speeds are 
illustrated in Fig. 4.15. At all vehicle speeds and in nominal air-gap, the received 
energy by the battery reduces as the lateral misalignment increases.  
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Table 4.2: Evaluation of the charging process in dynamic mode and at different 

conditions when air-gap is 25 cm.  

Speed 
(km/h) 

i1 
limit 
(A) 

Misalig-
nment 
(cm) 

Battery 
energy 
(Wh) 

Input 
energy 
(Wh) 

Average 
battery 
power 
(kW) 

Efficiency 
(%) 

50 34 0 19.13 23.94 10.39 80 

50 34 10 14.91 18.96 8.10 78.6 

50 34 20 7.30 9.97 3.96 73 

30 34 0 31.88 39.9 10.39 80 

30 34 10 24.85 31.6 8.10 78.6 

30 34 20 12.17 16.62 3.96 73 

10 34 0 95.65 119.7 10.39 80 

10 34 10 74.55 94.8 8.10 78.6 

10 34 20 36.5 49.85 3.96 73 

50 23.3 0 8.98 11.4 4.88 79 

50 23.3 10 6.99 8.89 3.79 78.5 

50 23.3 20 3.42 4.66 1.85 73.4 

30 23.3 0 15.13 18.94 4.93 80 

30 23.3 10 11.65 14.82 3.79 78.6 

30 23.3 20 5.7 7.76 1.85 73.3 

10 23.3 0 45.39 56.82 4.93 80 

10 23.3 10 34.95 44.45 3.79 78.6 

10 23.3 20 17.1 23.28 1.85 73.4 
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Table 4.3: Evaluation of the charging process in dynamic mode and at different 

conditions when air-gap is 20 cm. 

Speed 
(km/h) 

i1 
limit 
(A) 

Misalig-
nment 
(cm) 

Battery 
energy 
(Wh) 

Input 
energy 
(Wh) 

Average 
battery 
power 
(kW) 

Efficiency 
(%) 

50 34 0 16.71 20.62 9.08 81 

50 34 10 19.73 24.56 10.72 80.3 

50 34 20 10.5 13.74 5.70 76.4 

30 34 0 27.85 34.36 9.08 81 

30 34 10 32.88 40.93 10.72 80.3 

30 34 20 17.5 22.9 5.70 76.4 

10 34 0 83.55 103.1 9.08 81 

10 34 10 98.65 122.8 10.72 80.3 

10 34 20 68.7 83.55 5.70 76.4 

50 23.3 0 12.89 15.86 7 81.3 

50 23.3 10 10.05 12.51 5.46 80.3 

50 23.3 20 4.93 6.45 2.68 76.4 

30 23.3 0 21.48 26.43 7 81.3 

30 23.3 10 16.75 20.85 5.46 80.3 

30 23.3 20 8.22 10.75 2.68 76.4 

10 23.3 0 64.45 79.3 7 81.3 

10 23.3 10 50.25 52.55 5.46 80.3 

10 23.3 20 24.65 32.25 2.68 76.4 
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Table 4.4: Evaluation of the charging process in dynamic mode and at different 

conditions when air-gap is 30 cm. 

Speed 
(km/h) 

i1 
limit 
(A) 

Misalig-
nment 
(cm) 

Battery 
energy 
(Wh) 

Input 
energy 
(Wh) 

Average 
battery 
power 
(kW) 

Efficiency 
(%) 

50 34 0 13.36 17.12 7.26 78 

50 34 10 10.38 13.6 5.64 76.3 

50 34 20 5.03 7.28 2.73 69.1 

30 34 0 22.27 28.53 7.26 78 

30 34 10 17.3 22.67 5.64 76.3 

30 34 20 8.38 12.13 2.73 69.1 

10 34 0 66.8 85.6 7.26 78 

10 34 10 51.9 68 5.64 76.3 

10 34 20 25.15 36.4 2.73 69.1 

50 23.3 0 6.27 8.04 3.40 78 

50 23.3 10 4.88 6.39 2.65 76.4 

50 23.3 20 2.36 3.42 1.28 69 

30 23.3 0 10.45 13.4 3.40 78 

30 23.3 10 8.13 10.65 2.65 76.4 

30 23.3 20 3.93 5.7 1.28 69 

10 23.3 0 31.35 40.2 3.40 78 

10 23.3 10 24.4 17.1 2.65 76.4 

10 23.3 20 11.8 17.1 1.28 69 
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Fig. 4.14: Effect of vehicle speed on the received energy at two power levels. 
 

 

Fig. 4.15: Effect of lateral misalignment on the received energy for the transmitter 
current limit of 34 A at different vehicle speeds and with 25 cm air-gap.  

 

 

Fig. 4.16: Effect of air-gap variations on the received energy for the transmitter 
current limit of 34 A at different lateral misalignments.  
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The effect of air-gap variations on the received energy by the battery for the 
power limit of 15kW at different lateral misalignments is shown in Fig. 4.16. When 
the lateral misalignment is zero, the maximum battery energy is achieved at nominal 
air-gap. If the air-gap increases or decreases, the battery energy reduces. However, 
in the case of misalignment, the battery energy reduces if the air-gap goes up. In 20 
cm of air-gap and 10 cm of misalignment, the battery energy is approximately the 
same as the nominal air-gap and without the lateral misalignment condition. This is 
due to the fact that the mutual inductance rate is near to the nominal value.  

4.4 Selection of the operating frequency 

The selection of the resonant frequency is so important because it has direct 
effects on efficiency and power transfer. There are three scenarios for the selection 
of the resonant frequency including the transmitter resonant frequency (composed 
of only L1 and C1), the receiver resonant frequency (composed of only L2 and C2) 
and the ZPA frequency (composed of both transmitter and receiver circuits). In an 
ideal WPT system, the transmitter resonant frequency, the receiver resonant 
frequency, and the ZPA frequency all are equal. However, due to imprecise 
regulation of the resonant circuits, or the variations of the coil self-inductance or 
capacitor value, the resonant frequency of the transmitter and receiver coils may 
differ from each other. The condition where the transmitter and receiver resonant 
frequencies are different is simulated. In this simulation, the resonant frequency of 
the receiver is selected 85 kHz but the resonant frequency of the transmitter is 
chosen 81.8 kHz. This is similar to the implemented circuits of the charging lane 
where the receiver resonant frequency is 85 kHz but transmitter circuits have 
different resonant frequencies with an average of 81.8 kHz, this results are 
presented in the next chapter. The output power, efficiency and the input impedance 
phase versus frequency variations when the frequency of the transmitter and the 
frequency of the receiver are not equal, are shown in Fig. 4.17.  

If the operating frequency for all H-bridge converters in the charging lane is 
tuned at the resonant frequency of the receiver (85 kHz), in this case, the impedance 
for the receiver side is completely resistive and sufficient power can be transferred 
from the transmitter to the receiver and thus, the maximum efficiency can be 
achieved. The reflected impedance from the receiver to the transmitter is only a 
resistance. The average resonant frequency of the transmitter is less than 85 kHz 
and thus, the input impedance is inductive and not capacitive which would help the 
MOSFET switches of the transmitter converter to operate in ZVS condition. 
However, due to the reactive power, i1 reaches the saturation level and the 
maximum power cannot be transferred. Another choice is the selection of the 
operating frequency different from the resonant frequency of the receiver and based 
on the ZPA frequency or the resonant frequency of the transmitter. In both cases, 
the receiver would not operate at the resonant frequency anymore. The impedance 
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of the receiver is not resistive and the maximum efficiency cannot be achieved. In 
ZPA frequency, the input impedance is resistive and the voltage and current of the 
DC-AC converter are in phase. However, the identification of this frequency is 
difficult. When working at transmitter resonant frequency, the impedance of the 
transmitter (composed of transmitter coil and capacitor) is resistive but the reflected 
impedance of the receiver to the transmitter is not a resistance and thus, the total 
impedance of the system is not purely resistive. Therefore, the current of the 
transmitter reaches the peak level and the maximum power cannot be achieved.  

Fig. 4.17 is provided for two power levels. In both power levels, neither the 
output power nor the efficiency is maximum at the transmitter resonant frequency 
or ZPA frequency. On the other hand, the maximum efficiency is obtained at the 
resonant frequency of the receiver at both power levels. For the reduced power 
level, the maximum power is achieved at the receiver resonant frequency. However, 
for the full power case, the maximum power is obtained at a frequency different 
from the frequency of the transmitter, receiver or ZPA. This is due to the bifurcation 
effect. However, the efficiency is not maximum at the frequency. In the full power 
case, due to the different tuning frequencies, the waveform of the output power is 
not symmetrical. When the receiver frequency is greater, the right peak is greater 
and vice versa. It can be concluded that in a charging lane composed of several 
transmitter coils, the operating frequency of all H-bridge converters can be tuned at 
the resonant frequency of the receiver in order to transfer power at high efficiency.  

   
           (a)                                                              (b) 

Fig. 4.17: Different variables of the system versus variations of the frequency when 
the resonant frequencies of the transmitter and receiver are not equal. (a) At reduced 



117 Chapter 4. Simulation Results

 
power of 7 kW where the power is limited by the transmitter control, (b) at full 
power.   

4.5 Conclusion 

The designed wireless charging system was simulated. The performance of the 
charging system in both static and dynamic conditions was analyzed. In static 
charging mode, the behavior of the system at different operating frequencies, power 
levels, and mutual inductances was studied. The control system was able to control 
the output power at the misalignment conditions. Furthermore, the performance of 
the charging system during the dynamic charging at different conditions such as 
air-gap variations, different vehicle speeds, and various lateral misalignments was 
evaluated. In nominal air-gap and at a vehicle speed of 50 km/h, an efficiency of 
80% and an output energy of 19.13 Wh were obtained in a 15 kW output power 
limit. 



 

Chapter 5 
 

Hardware development 

The procedure for the development of the different parts of the wireless 
charging lane is presented in this chapter. The whole system is composed of the 
ground infrastructure and the onboard equipment. The ground infrastructure 
consists of the 650 V supply voltage, H-bridge converters, transmitter coils, and 
transmitter capacitors. The supply voltage is constructed using an isolating 
transformer and an AC-DC converter. The charging structure is composed of 46 
transmitters. Thus, it is necessary to build the same number of coils, capacitors, and 
converters. After the development of the coils and capacitors, they are embedded 
inside the ground and then covered with concrete. The on-board structure consists 
of the receiver coil, receiver capacitor, AC-DC converter, output filter, and DC-DC 
converter. The receiver is mounted under the vehicle and the output of it is 
connected to the DC-DC converter which is the interface between the receiver and 
battery.  

5.1 Charging system structure 

The power circuit of the whole charging system is presented in Fig. 5.1. The 
charging line is built by 46 transmitters with the final track length of approximately 
100 m. For the construction of the supply voltage, a connection from the general 
grid network arrives at the power room. Inside the power room, a 125 kVA isolating 
transformer supplies the whole charging area. This transformer is used to isolate the 
charging line circuit from the grid network. After the isolating transformer, an AC-
DC converter is used to build the 650 voltage for supplying the coils. The 650 VDC 
reaches the shelter point, from the power room. After the protection circuit, the 650 
VDC supply voltage is divided into two parts and each part supplies half of the 
charging line. The 650 VDC is used for the supply of the transmitter converter. The 
distribution and cabling of the 650 VDC among the H-bridge converters are like a 
daisy-chain form. The H-bridge converters are wired together in sequence until the 
final converter. The daisy-chain format is also used in the communication circuits 
among all power electronics converters. 
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Fig. 5.1: Power circuit of the whole charging system. 

Besides the 650 VDC, the supply voltage of 24 VDC is necessary for all H-
bridge converters. The supply voltage is provided by two 24VDC power supplies, 
one for each side.  Unlike the cabling of the 650 VDC and communication circuit, 
the cabling of the 24 VDC supply voltage was not the daisy-chain. This is due to 
the high voltage drop in the cabling when all 46 H-bridge converters are turned on 
together. 

The charging line is composed of 23 manholes hosting 46 power electronics 
converters. The layout of the installation of the coils and the position of the 
manholes are presented in Fig. 5.2. The outer length of each transmitter coil is 1.6 
m. Furthermore, the distance between two adjacent transmitter coils is 0.5 m. Due 
to this distance between the transmitter coils, the mutual coupling between them is 
not significant. Thus, when a transmitter coil turns on, the voltage induced to the 
nearby coil is negligible.  
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Fig. 5.2: Layout of the installation of the coils and the position of the manholes. 

5.2 DC-AC converter 

According to the segmented track topology adopted for the wireless charging 
lane, for each transmitter coil, an H-bridge converter is implemented in order to 
supply the coil with high-frequency current [172]. The rating power of each power 
converter is 20 kW. The picture of the H-bridge converter power board is presented 
in Fig. 5.3.  
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Fig. 5.3: Picture of the transmitter power electronic board.  

The power electronic board is composed of the power semiconductor devices, 
gate driver circuits, protection circuit, measurement circuits, input filter, power 
supply, communication circuit and control circuit. For the power semiconductor 
devices, EMIPAK-2B H-bridge Silicon Carbide (SiC) MOSFET power module 
from Vishay is used. This power module is equipped with an integrated internal 
NTC thermistor. The voltage rating of this module is 1200 V and the current rating 
is 78 A. The MOSFET drain-source on resistance RDS(ON) at a current of 60 A is 24 
mΩ. Furthermore, the maximum junction temperature is 175 ° C. This power 
module is a prototype product from Vishay and because of that, the complete 
datasheet with the complete features is not available.  

The SiC power module is mounted under the board where it is screwed to the 
heatsink. Due to the SiC technology, the SiC power module has low on-resistance, 
high temperature, low losses, high voltage and high frequency in comparison to the 
silicon technology power module. Furthermore, according to the device datasheet, 
the variations of the on-resistance and switching losses versus temperature are very 
slight. Each switch of the power module is driven via IXDN614 high-speed gate 
drivers from IXYS and ISO5852S isolated gate driver from Texas Instruments Inc.  

The role of the over-voltage protection circuit is to protect the power electronic 
board from voltage spikes and surges. Transient voltages spikes release a 
substantial amount of transient energy into the board. Thus, the over-voltage 
suppression circuit is necessary to clamp the voltage to a safe level. One of the 
common methods of voltage clamping is the application of the Zener Diodes. The 
protection circuit is placed in parallel with the load. The rating input DC voltage is 
650 V. The input DC voltage is monitored by four series-connected 200 V Zener 
diodes, BZG03C200TR. When the input DC voltage is lower than 800 V, equal to 
the sum of the voltage rating of the Zener diodes, the Zener diodes do not conduct. 
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In the case of over-voltage transient, the voltage of the input DC link goes beyond 
the Zener diodes voltage rating and the Zener diodes start conducting. The current 
that flows in the Zener diodes turns on Zener-protected N-channel MOSFET 
STD3NK100Z and the transient energy is diverted to the ground through the 
MOSFET and some series resistances. Furthermore, for the protection of the power 
board against lightning and power surges, a gas discharge tube (GDT) device is 
used. This tube has two electrodes which are held inside a gas-filled. The device 
container is usually ceramic and it is able to divert a 1000 A pulse without 
destruction. The transient suppression circuit mostly consists of a gas discharge 
tube and a Voltage Dependent Resistor (VDR) connected in series. For the GDT, 
SG420 with a typical voltage rating of 420 V and for VDR, CU4032K275G2 with 
a maximum DC voltage of   350 V are chosen. GDT shunted across the circuit 
behaves like an open circuit in nominal operating voltage. When the value of the 
DC link voltage is higher than the sum of the voltage rating of VDR and GDT, here 
is 770 V, the current starts flowing. In a VDR, the characteristic of the current-
voltage is not linear. If the voltage increases more, the current flowing through these 
components increases more and thus, the current gets away from the main 
components. Once the voltage returns to normal value, the flow of the current stops 
again.  

For the input filter capacitor, three parallel capacitors, each of them 5 nF and 
1100 V, were used. Furthermore, for the input filter inductor, two parallel inductors, 
each of them 1.8 µH and 21 A were employed.  

The supply DC voltage for the power electronic boards comes from two 24 
VDC power supplies. Each power supply provides DC power for 23 power 
electronic boards. Then, inside each board, the 24 VDC is converted to 5 V and 3.3 
V by two isolated DC-DC converters MEF1S2403SP3C and MEF1S2405SP3C, 
respectively, in order to provide supply power for the components inside the board. 
Furthermore, for the protection purpose, a 24V 2.5A fuse is placed after the arrival 
of the 24 V to the board. 

The measurement circuit is composed of the measurement of the input DC 
current, measurement of the input DC voltage and measurement of the output AC 
current. The input DC voltage and current are used in the control circuit for 
protection purposes. For the measurement of the input DC current of the power 
board, Hall-effect-based linear current sensor ACS758LCB-050U-PFF-T with a 
peak current of 50 A is employed. For the measurement of DC link voltage, dual 
channel CMOS Amplifier FAN4274IMU8X is used. In order to detect the AC 
current at the output of the power module, the current transformer CST206-3A is 
employed. The turn ratio of the transformer is 1:300 and with the maximum current 
of 70 A RMS. The working frequency range of this current transformer is 20-200 
kHz and thus it is suitable for the operating frequency of 85 kHz. The Output AC 
current of the H-bridge converter is used in the control circuit in order to regulate 
the current of the transmitter coil. In the control circuit, the peak of the output 
current is necessary. In order to build the peak of the AC current, at first, the AC 
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current is rectified by using a diode bridge. The peak of the rectified AC current is 
obtained using an op-amp FAN4274IMU8X, two Shockey diodes 
NSR0240V2T1G, two 20 kΩ resistors, and one 4.7 nF capacitor. The schematic of 
the circuit is presented in Fig. 5.4. In this figure, Vin is the rectified voltage of the 
current sensor and Vo is the peak current.  

 

Fig. 5.4: Picture of the employed SiC MOSFET power module.  

When the input signal Vin exceeds the Vo, the diode D1 becomes forward biased, 
the circuit becomes like a voltage follower and the capacitor charges to the peak 
value of input signal Vo. On the other hand, when Vo is more than Vin, diode D1 

becomes reverse biased. Thus, the capacitor retains the voltage level until Vin again 
becomes greater than Vo. The switch Q1 is used for resetting the peak value in each 
switching period. 

The communication circuit consists of the CAN communication circuit. For 
each power board, a specific ID is defined and the microcontrollers inside all boards 
communicate together through this communication protocol. For the isolation of 
the CAN circuit, ISO1050 is employed. Through the PEAK-System CAN interface 
in MATLAB software it is possible to transmit and receive CAN messages. Thus, 
by this software, the CAN messages about the states of the power boards and 
different parameters of the control can be received. Furthermore, it is possible to 
control the power board and tune the parameters of the control via CAN massages. 
The role of this interface becomes more significant when it is necessary to control 
all the power electronics boards of the charging lane. Thanks to PEAK-System 
CAN interface, managing these huge CAN messages becomes feasible.  

The power electronic board is controlled by the control circuit inside the board 
as shown in Fig. 5.3. The control circuit consists of a digital signal controller (DSC) 
MC56F84550 from Freescale. This DSC is based on a 32-bit DSP core with a core 
frequency of 80 MHz and with 96 KB flash memory. Furthermore, it includes 6 
high-resolution PWM channels, high-speed 12-bit analog-to-digital controllers 
(ADCs) with 3.3 Msps resolution. The simplified structure of the C code inside the 
DSP is presented in Fig. 5.5. At first, the code starts with some initializations such 
as initialization of the parameters, variables, CAN module and ADC modules. 
Then, the program enters an infinite loop and waits for PWM interrupts. The PWM 
ISRs are composed of the acquisition of the data, protection, state machines, and 
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PWM modulations. The DSP acquires the sampling of the necessary quantities 
including input DC voltage, input DC current, power module temperature and the 
peak of the output AC current. According to the obtained data, the protection unit 
controls the board against input DC overvoltage, input DC under voltage, power 
module over temperature, and output overcurrent faults.  
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PWM ISR

PWM ISR
entry

Data acquisition
Protection

State machines
PWM modulation

 

Fig. 5.5: DSP software structure.  

In the case of the fault occurrence, the protection turns off the commutation of 
the power modules and the program goes to the Error state. Besides the Error state, 
the program is composed of several other states including the Parameter 
identification state, Static charging state, and Dynamic charging state. In the 
Parameter identification state, the transmitter coil (without the receiver coil) is 
supplied with a constant voltage and then the value of the AC current is preserved 
as the switching frequency changes. The frequency in which the coil has the 
maximum current is considered as the resonant frequency of the transmitter coil. 
On the other hand, if obtained AC currents are lower than a specific level, the coil 
is considered broken and this coil is excluded from the charging operation. In the 
Static charging state, a current control with PI is implemented inside the DSP. The 
control receives the real value of the output current and compares it with the 
reference value. According to these values, the control calculates the phase shift 
angle. The operation frequency, the reference current value and the operation time 
can be defined for this state. In Dynamic charging state, the control goes in 
identification mode and waits for the vehicle. Similar to the static charging state, 
also in this state a current control is implemented inside the DSP. The control 
supplies the transmitter coil with the identification current and monitors the phase 
shift angle related to this current. When the phase shift angle becomes more than 
the turn-on angle, the control changes the current reference from the identification 
reference current to the power transmission reference current. During the power 
transmission, the control monitors the phase angle and when the phase angle drops 
below to turn-off angle, control turns off the switches. The operating frequency, the 
reference current for the identification, phase angles (turn on and turn off) for the 
identification and the reference current for the power transmission can be defined 
for this state.  
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The switching of the power modules is according to the phase shift angle 

modulation. Thus, when the phase shift angle related to the reference current is 
calculated, it is possible to switch the power module. The PWM signals for the 
power module are implemented using the enhanced flexible pulse width modulator 
(eFlexPWM) module inside the DSP. This module has three PWM submodules. 
One PWM submodule is necessary for switching a half-bridge power stage. Here, 
submodule 0 (composed of PWM0A and PWM0B) and PWM submodule 1 
(composed of PWM1A and PWM1B) are used for the switching of the first and 
second leg of the converter, respectively. The eFlexPWM module is able to 
generate PWM pulses according to the phase shift modulation scheme since 
independent control of both rising and falling edges of PWM signals is possible. 
For this reason, two comparators and associated registers (VAL2 and VAL2) are 
used for each PWM output signal. VAL2 register is used to control the turn-on edge 
of the PWM, and the VAL3 register is for the control of the turn-off edge of the 
PWM. According to the phase shift modulation, the duty cycle of each PWM signal 
is kept unchanged equal to a 50% duty cycle. The PWM signals of the first leg 
(PWM0A, PWM0B) are kept fixed but the PWM signals of the second leg 
(PWM1A, PWM1B) are shifted according to the phase shift modulation angle. The 
switching frequency of the power module is 85 kHz and the clock frequency of the 
DSP is 80 MHz. Thus for the phase width of each PWM signal with 50% duty cycle, 
approximately 470 cycles of the DSP clock are necessary. The switches of each leg 
of the power module are operated with the dead time of 0.5 µs. 

5.3 Transmitter coils 

For the whole charging lane, 46 coils are necessary. The transmitter coils are 
constructed by the litz wire. The wire diameter is 5 mm. The size of each transmitter 
coil is 1.5 m × 0.5 m and each coil has 10 turns. The picture of the transmitter coil 
is illustrated in Fig. 5.6. The inductance of the transmitter coil was estimated with 
the simulation to be 280 µH. The self-inductance of the implemented transmitter 

coils are measured using an LCR meter at the frequency of 85 kHz. The results of 
the measurement are presented in Fig. 5.7. The average value for the coils self-
inductances is obtained 281.25 µH. The same measurement has been carried out for 

all the coils in order to obtain the resistance of each coil. The resistance 
measurement data are shown in Fig. 5.8. The average value for the resistance of the 
coil is obtained 359 mΩ. 

 

Fig. 5.6: Picture of the transmitter coil with 10 turns.  
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Fig. 5.7: Measured self-inductance of the coils at the frequency of 85 kHz. 
 
 

 

Fig. 5.8: Measurement of the resistances of coils at frequency of 85 kHz.   

5.4 Transmitter capacitors 

The value of the resonant capacitors must be chosen precisely in order to 
compensate the leakage inductances of the transformer completely, at the operating 
frequency. If the values of the resonant capacitors deviate from the calculated 
values, it effects on the power transmission capability. One of the main critical 
issues in SS compensated wireless charging of EVs is represented by the high 
voltage stress over the compensation capacitors in the transmitter and receiver side. 
This voltage can reach several kilowatts when the output power is in the order of 
decades of kilowatt [173]. For the WPT system, the transmitter current reaches 35 
A when operating at the maximum power rating. Considering L1 equal to 280 µH 
and C1 equal to 12.5 nF, the voltage across the transmitter capacitor reaches 5.2 kV. 
The peak voltage across the transmitter capacitor is 7.4 kV.  In the same way, the 
voltage across the receiver capacitor is calculated 4.8 kV and peak voltage of 6.8 
kV. It can be seen that the resonant capacitors must tolerate very high voltage. At 
the present time, there are not any commercial capacitors within voltage range and 
operating frequency in the market. Thus, for this application, specially designed 
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capacitors with polyimide film were designed and developed by one of the project 
team members [100]. The advantage of these capacitors is that the manufacturing 
cost is low and because of that, they are used for the transmitter compensation 
circuit. The picture of the transmitter capacitor is presented in Fig. 5.9. Each 
transmitter capacitor is made by paralleling to polyimide film capacitors.  

  

 

Fig. 5.9: Pictures of polyimide film capacitor for the transmitter side.  

 

 

Fig. 5.10: Measured capacitance of the transmitter capacitors at 85 kHz.  

 

 

Fig. 5.11: Measured ESR of the transmitter capacitors at a frequency of 85 kHz.   
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The value of each capacitor set is presented in Fig. 5.10. The average value of 

the whole transmitter capacitors is 12.26 nF. It can be seen from this figure that the 
precision of the values of the capacitors is high and the deviation from the average 
value is not significant. The measurements for the ESR of each capacitor set is 
illustrated in Fig. 5.11. The mean value is 926 mΩ. The ESR of each polyimide film 
capacitor is around 1.8 Ω, but since each transmitter capacitor is made by 
paralleling two polyimide film capacitors, the total ESR is half.  

After the construction of the coils and capacitors, the resonant circuit is 
completed. In order to build the resonant circuit, each coil is placed in series with a 
capacitor. The system elements are designed to resonate at the operating frequency 
of 85 kHz. The resonant frequency of each coil set is measured by using an LCR 
meter. In order to obtain the resonant frequency of the circuit, each coil set, 
composed of a capacitor and an inductor, is connected to the LCR meter. Then, the 
operating frequency of the LCR meter is changed until the impedance of the circuit 
becomes completely resistive. This frequency is the resonant frequency of the 
circuit. This measurement is carried out for all 46 coil sets. The average of the 
resonant frequency for all 46 coil sets is obtained 85.7 kHz which is close to the 
frequency of 85 kHz. The same test is carried out for the measurement of the coil 
resistance. At the resonant frequency, the impedance of the circuit is purely resistive 
and the impedance obtained by the measurement is the total resistance of the circuit. 
The obtained resistance is the sum of the resistance of the coil and the ESR of the 
capacitor. The average of the total resistance is obtained 1.28 mΩ.  

5.5 Coil embedding procedure 

One of the important issues in the construction of the charging lane is 
embedding the coil into the ground [174]–[177]. The coils have to be put inside the 
ground in the depth of 5 cm. After that, the coils need to be covered. Asphalt and 
concrete are two materials that can be used for covering the coils and paving the 
road. Concrete is much stronger than asphalt and avoids deforming and damaging 
the coils and for this reason, this material was chosen. During the first try of 
embedment, a coil and without the resonant capacitor was embedded into the 
ground and then covered with concrete. Then the impedance of the coil was 
measured at different frequencies. Since only the coil was embedded into the 
ground thus it was expecting to see the inductive behavior during the measurement. 
However, the phase started reducing when the frequency increased. Actually, this 
problem is due to the fact that when the coil is placed inside the ground, a parallel 
resonant circuit between the inductance of the coil and a capacitance, created 
between the coil and ground, forms. The parasitic capacitance between the coil and 
the ground is high which causes the reduction phase. The parasitic capacitance has 
a direct relation to the surface of the coil. Since the transmitter coil is composed of 
10 turns and has a significant surface size, the value of the parasitic capacitor is big. 
One solution for the reduction of the parasitic capacitor is the increase of the 
distance between the coil and the ground similar to a conventional capacitor. 
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Therefore, an isolated material as the dielectric of the capacitor was placed between 
the coil and the ground. After the measurement, the resonant frequency between the 
inductor of the coil and the parasitic capacitor between the coil and concrete was 
moved to a frequency higher than 1 MHz and the phase of the coil was around 90° 
at frequencies less than this value.  

The experiment demonstrated that embedding the coil in concrete caused high 
capacitive coupling between the concrete and coil at high frequencies (as the 
frequency reaches 1MHz). The study concluded that the capacitive coupling can be 
reduced by decreasing the capacitance between the coil and concrete. However, the 
WPT solutions are not expected to operate at frequencies as high as 1 MHz; 
therefore, it is not essential to minimize the capacitive coupling. 

5.5.1 Coil embedding with the coating 

The coil should be installed to a targeted depth of 5 cm below the ground 
surface. In order to reduce the capacitive behavior between the coil and ground, a 
special kind of tar is used as a non-conductive material. This material is employed 
to completely cover all over the coil when the coil is put inside the ground. For this 
reason, the empty hole is covered with the non-conductive material with a depth of 
1 cm. Then, the coil is put inside the hole and again is covered with the non-
conductive material with a depth of 1cm.  The procedure of the coating of the coil 
is illustrated in Fig. 5.12.  

 

 

Fig. 5.12: Coating of the coil inside the ground with isolating material. 

Two different isolating materials are used for covering the coils. One isolating 
material (Catramina) for the first 27 coils and another isolating material (Catramix) 
for the rest of the coils are employed. After completely covering the coil with the 
isolating material, the resonant frequency of the coil is measured using an LCR 
meter. During the embedment, both coil and capacitor are placed inside the ground. 
For the measurement of the resonant frequency with LCR meter, the coil is 
connected to LCR meter and then the frequency of the LCR meter is changed until 
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the phase of the resonant circuit becomes zero. This is the resonant frequency of the 
coil set. After completing the test, the resonant frequencies of all coils are obtained. 
Unfortunately, the resonant frequency values for the first ten coils are not available. 
The average of the resonant frequency for the 36 coil sets is calculated 84.35 kHz. 
The variation of the resonant frequencies is not significant for all coils. By 
embedding the coil in the ground and with the help of coating material, the average 
of the resonant frequency is reduced by only 1.1 KHz . 

5.5.2 Covering with cement: 

After covering the coil with the isolation material, the next step is to pave the 
road. For paving the road, the concrete is chosen because it is mechanically stronger 
than asphalt which helps the coil not to be damaged or deformed as the vehicles 
move in the charging lane. The process of filling the holes and covering the coils 
with concrete is illustrated in Fig. 5.13.  

 

Fig. 5.13: Covering the coil with concrete. 

When the embedding the coils and covering them with concrete completed, 
wait for the concrete to dry. After that, another test is carried out with the LCR 
meter to see the variation of the resonant frequency after embedding the coil and 
with the presence of concrete. The measurement for the first ten coils was 
performed one year after the embedment and covering with concrete however, for 
the remaining coils, the measurement was done one week after the embedment. The 
adopted concrete was different and because of that, the resonant frequency is a bit 
lower for the first ten coils. The identification of the proper material has been a 
matter of long research and test and the ideal solution is not yet identified. The 
average of the resonant frequency for the first ten coils is 79.76 kHz and for the 
remaining coils is 81.83 kHz. The average of the resonant frequency for the total 
coils is about 81.38 kHz which is 2.5 kHz lower than the resonant frequency for the 
coils without the concrete. The average of the resonant frequency is still in the range 
of the frequency standard in static EV chargers SAE J2954.  
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In order to verify the accuracy of the frequency measurement with the LCR 

meter, a series of additional tests are carried out by connecting the transmitter coils 
to the power electronic converter. The H-bridge converter is supplied with 650 
VDC. The coil is energized with the constant current of 5 A. The operating 
frequency of the H-bridge converter is changed until the transmitter voltage and 
current become in phase. The resonant frequencies obtained by the power electronic 
test is approximately the same as the measurement with LCR mater.  

The comparison of the resonant frequency in different stages of embedment is 
presented in Fig. 5.14. This figure shows that the process of coating effects on the 
resonant frequency all the coils in the same manner. In fact, with coating, the 
resonant frequency of the coils decreases but the variation is not significant. 
However, a more consistent reduction of the resonant frequency is visible when 
covering the coils with the concrete. Although the resonant frequency of all the 
coils is reduced, for some coils it is reduced more than others. One reason for this 
spread in the resonance frequency data could be related to boundary phenomena 
such as weather condition during the embedment and the aging of the assemble of 
the coils and materials. In addition, the pressure applied to the coils and the 
materials during the embodiment and the passages of the vehicles contributed to 
deform the shape of the coils that result in a modified value of self-inductance.  

 

Fig. 5.14: Measured resonant frequency for each coil set before embedment, after 
coating and after covering with concrete. 

 

5.6 Onboard equipment 

The WPT system is supposed to charge the battery of the electric vehicle. The 
picture of the EV used for the test is presented in Fig. 5.15. The general on-board 
structure of an EV with a wireless charger is composed of the receiver structure, the 
DC-DC converter, the battery pack, the traction inverter, and the motor. The vehicle 
is equipped with a 260-400V, 19 kWh, 60 A battery pack. The DC-DC converter is 
for power regulation and has a power rating of 35 kW. The DC-DC converter is 
connected to the CAN network of the vehicle and the battery power is controlled 
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through the CAN messages. The traction inverter is used to supply the traction 
electric motor with three-phase current.  

 

 
 

Fig. 5.15: Picture of the EV above the transmitter coils. 

5.6.1 Receiver structure 

The receiver structure is mounted under the vehicle and in the back of it as 
shown in Fig. 5.16. In order to protect the passengers and the onboard equipment 
against the magnetic field during the dynamic charging, under the vehicle is 
shielded [178], [179]. The receiver structure is composed of the receiver coil, 
resonant capacitor, rectifier, filter, and the protection circuit. The output of the 
receiver directly connects to the input of the DC-DC converter.  

 

Fig. 5.16: Picture of the receiver structure mounted under the vehicle 

The receiver coil consists of a rectangular coil made of ten turns of litz wire 
and two ferrite cores. The diameter of the litz wire is 5 mm. The outer size of the 
receiver coil is 0.4 m × 0.62 m. The picture of the receiver coil is illustrated in Fig. 
5.17. The inductance of the receiver coil is measured 120 µH at the frequency of  

85 kHz. Furthermore, the resistance of the receiver coil is measured 0.128 Ω. The 
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3F3 ferrite bars are used for the ferromagnetic elements of the receiver coil. This 
ferrite has reasonable permeability and low power losses at a frequency of 85 kHz. 

 

Fig. 5.17: The picture of the receiver coil and the position of the ferrite bars.   

For the receiver side capacitor, the polypropylene capacitors (MKP) are 
employed because of low losses and operation in high frequency. The MKP 
capacitors in high voltage rating are not available and in order to obtain the 
necessary capacitance value and voltage rating, combinations of capacitors are 
connected in series and parallel forms. In this case, the error between the calculated 
and experimental values becomes minimized. The picture of the receiver capacitor 
bank is shown in Fig. 5.18.  

 
 

Fig. 5.18: Pictures of the MKP capacitor bank for the receiver side.  

With the application of the AC-DC converter, the AC current of the receiver is 
converted to DC current. For the rectification stage, a passive rectifier with Diode 
Bridge is used. Since the output of the rectifier is connected to the DC-DC 
converter, it is required that the input voltage ripple of the rectifier do not exceed a 
specified value. The ripple can be mitigated using a filter. In the output of the 
rectifier, only a capacitor filter is used. The capacitor filter is implemented by three 
parallel film capacitors C4BSPBX4300Z. Each capacitor has the capacitance of 3 
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µF, the equivalent series resistance of 2.8 mΩ and the equivalent series inductance 

of 48 nH. Thus, the equivalent filter capacitor is 9 µF.  

The behavior of the receiver current in a series-series compensated WPT 
system is like a current source. In the case of disconnection of the load, the current 
still flows through the receiver coil, rectifier, and filter. Without the load, the 
voltage of the filter capacitor goes up which causes severe problems in the 
components. When the load becomes disconnected, this fault condition cannot be 
handled by the transmitter side control. Thus, a protection circuit is necessary in the 
receiver side in order to protect the circuit in case of fault occurrence [180]. This 
protection circuit is placed between the capacitor filter and the DC-DC converter.  

   
(a)      (b) 

Fig. 5.19: (a) Filter capacitors and over voltage fault protection, (b) rectifier. 

When the voltage of the filter capacitor reaches maximum allowable voltage, 
defined by three Zener diodes, the receiver becomes short circuit by a thyristor and 
the receiver is protected against overvoltage fault. Furthermore, by short-circuiting 
the receiver, according to the receiver impedance referred to the transmitter, the 
current of the transmitter drops to zero and helps to clear the fault. With the use of 
some resistances, it is possible to limit the current of the Zener diodes and the 
thyristor. The picture of the protection circuit along with the picture of the rectifier 
and filter are shown in Fig. 5.19.   

5.7 Conclusion 

In this chapter, the development of the main components of the wireless 
charging system was presented. For the whole charging lane, 46 coils were 
implemented. The average value for the coils self-inductances was measured 
281.25 µH which is close to the required value. Furthermore, the same number of 
capacitors was implemented. After the connection of the coil to the capacitors, the 
average resonant frequency of 85.7 kHz which was quite close to the desired 
resonant frequency. During the coil embedment and covering the coil with the 
concrete, the average resonant frequency of the coils reduced to 81.38 kHz. 
However, the resonant frequency is still in the range of the frequency standard. For 
the energizing transmitter coils, the power electronics board was implemented and 
different parts of it were described. Finally, the implementation of the different 
parts of the receiver structure was presented. 



 

Chapter 6 
 

Experimental Results 

In this chapter, the results of experimental tests in static and dynamic charging 
modes are presented. In order to evaluate the performance of the wireless system, 
several tests are performed in different charging conditions. At first, the control of 
the battery power from the receive side by adjusting the equivalent resistance at the 
input of the DC-DC converter is studied. Then, the performance of the wireless 
charger in various coupling conditions is analyzed. During this test, the air-gap level 
is increased and decreased in order to have different coupling values, lower and 
higher than the rated coupling, and then the output power is measured at the variable 
coupling. Furthermore, the identification process of the vehicle at different 
conditions is investigated. The transmission of the power and efficiency variations 
at different lateral misalignments are also presented in this chapter. The final part 
of the chapter is dedicated to the dynamic tests with all transmitter coils. During 
this test, the vehicle passes over the transmitter coils with a maximum speed of 15 
km/h and the energy is transferred to the battery.   

6.1 Power demand control   

As completely described in the third chapter, the battery power can be regulated 
from the receiver. In this section, the operation of the power control strategy is 
experimentally validated. In this test, the output of the DC-DC converter is 
connected to a battery emulator to provide a condition similar to the battery of the 
vehicle. The voltage of the battery emulator is set to 370 VDC. This test with the 
maximum output power of 11 kW is performed. To provide this power level at a 
nominal air-gap of 25 cm and a rated mutual inductance of 14.3 µH, the input DC 
source is set to 500 VDC and the peak of the transmitter current is set to 40 A. 
According to the defined input DC source voltage and the transmitter current, the 
Rin-Pmax is calculated 4.2 Ω according to (3.15). At this equivalent resistance, the 
maximum power of 11 kW can be transferred to the output. 
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The operation of the system under the variations of the equivalent resistance 

Rin
* at nominal mutual inductance is illustrated in Fig. 6.1. In this figure, the 

theoretical values are compared with the experimental results. It can be seen from 
these waveforms that there is a good match between the experimental results and 
the calculated counterparts. By increasing Rin from zero, i1 goes up and the output 
power increases. When the equivalent resistance Rin reaches the value of 4.2 Ω, the 
peak power is transferred to the battery. Thus, the control scheme is capable to 
regulate the output power from zero to the maximum output power just from the 
receiver side. The value of the equivalent resistance is increased more than 4.2 Ω 
to see the behavior of the control scheme in this condition. When Rin becomes more 
than 4.2 Ω, the peak of the transmitter current is kept constant at the level of 40 A 
by reducing the transmitter voltage. Thus, in this condition, the input power and 
consequently the output power are reduced. Therefore, the output power can be 
regulated by decreasing or increasing the equivalent resistance. When Rin changes 
from zero to 4.2 Ω, the output power varies approximately linearly.  
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(c) 

 
(d) 

 
(e) 

Fig. 6.1: Behavior of the system under variations of the equivalent resistance Rin. 
(a) Transmitter current i1, (b) receiver RMS voltage V1, (c) receiver DC current i2dc, 
(d) receiver DC voltage V2dc, (e) power at the input of the DC-DC converter P2dc. 
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The waveforms of the transmitter and receiver for Rin=4.2 Ω is presented in 

Fig. 6.2. At this equivalent resistance, the transmitter current is at its peak level and 
the transmitter voltage is a full squire wave. Furthermore, the maximum power can 
be transferred to the receiver side. The effect of the Rin variations on the transmitter 
voltage, transmitter current, receiver DC voltage, and receiver DC current are 
shown in Fig. 6.3 and Fig 6.4. The output power is reduced to 6.5 kW by both 
increasing and decreasing Rin. In Fig. 6.3, the reduced output power is achieved by 
reducing Rin to 2.5 Ω. At this resistance, the transmitter current value is lower than 
the maximum level but the transmitter voltage is maximum. Thus, the switches of 
the H-bridge converter can operate at soft switching condition. The receiver DC 
voltage and current are approximately 130 V and 50 A, respectively.  

 

 
 

(a) 
 

 
 

(b) 
 

Fig. 6.2: Operation when is equal to 14.3 µH and at full power when Rin is 4.2 Ω. 
(a) Transmitter voltage V1 and transmitter current i1, (b) receiver DC voltage V2dc 
and receiver DC current i2dc. 

0 5 10 15 20 25 30
Time  ( s)

0

50

100

150

200

250

0

20

40

60

80

100

V
2dc

i
2dc



Chapter 6. Experimental Results 138 

 

 
 

(a) 
 

 
 

(b) 
 

Fig. 6.3: Operation of the system at rated mutual inductance and at reduced power 
when Rin is 2.5 Ω. (a) Transmitter voltage V1 and transmitter current i1, (b) receiver 
DC voltage V2dc and receiver DC current i2dc. 
 

The amount of the output power is reduced to 6.5 kW by increasing Rin to 8 Ω 
as presented in Fig. 6.4. At this point, the receiver DC voltage and current are 
approximately 230 V and 28 A, respectively. Furthermore, at this resistance, the 
transmitter current value is maximum but the transmitter voltage is reduced. Thus, 
the soft switching condition for all switches of the H-bridge converter cannot be 
achieved which could affect the losses of the H-bridge converter.  
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(a) 
 

 
 

(b) 
 

Fig. 6.4: Operation at rated mutual inductance M=14.3 µH and at reduced power 
when Rin is 8 Ω. (a) Transmitter voltage V1 and transmitter current i1, (b) receiver 
DC voltage V2dc and receiver DC current i2dc. 
 

6.2 Operation at variable coupling      

In this section, the operation under the variations of the mutual inductance is 
analyzed. The test condition is similar to the previous test in 6.1 but Rin is kept 
constant equal to 4.2 Ω. At a nominal air-gap of 25 cm, the rated mutual inductance 
is equal to 14.3 µH. The value of the mutual inductance changes by varying the air-

gap between the transmitter and receiver coils. When the air-gap increases, the 
mutual inductance decreases, and vice versa.  

The operation of the control scheme at the variations of the mutual inductance 
is illustrated in Fig. 6.5. The theoretical values are compared with experimental 
results in this figure. It can be seen that there is a good match between the 
experimental and theoretical results. The value of V1 shown in Fig. 6.5(b) is only 
the fundamental harmonic of transmitter voltage. Since the oscilloscope returns the 
true RMS of the transmitter voltage by considering all harmonics of the waveforms, 
the first harmonic component is calculated separately for the measured transmitter 
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voltage as shown in Fig. 6.5(b). At nominal mutual inductance, the maximum 
power of 11 kW can be transferred to the battery. The transmitter voltage and 
current are maximum at this condition. When the mutual inductance is less than 
14.3 µH, the transmitter current is limited at the peak value by reducing the 
transmitter voltage. Furthermore, by the reduction of M, the receiver current 
reduces and the output power decreases. When the mutual inductance goes up by 
reducing the air-gap between the coils, the transmitter voltage becomes maximum. 
However, the value of the input impedance seen from the transmitter side increases 
when mutual inductance value goes up. This will cause a reduction of the 
transmitter current. Thus, the output power reduces when mutual inductance 
increases.  
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(c) 

 
(d) 

 
(e) 

Fig. 6.5: Behavior the system under mutual inductance variations. (a) Transmitter 
current i1, (b) receiver RMS voltage V1, (c) receiver DC current  i2dc, (d) receiver 
DC voltage V2dc, (e) power at the input of the DC-DC converter P2dc. 
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The waveforms of the transmitter and receiver with the variations of the air-gap 

are presented in Fig. 6.6 and Fig. 6.7. When the air-gap is reduced from 25 cm to 
20 cm, the transmitter current becomes lower than the nominal value. However, if 
the air-gap increases from 25 cm to 30 cm, the mutual inductance reduces and it 
causes limiting the transmitter current at the peak level with the transmitter side 
control.  

 
 

 

 
 

(a) 
 

 
 

(b) 
 

Fig. 6.6: Operation at 5 cm decrease in the air-gap and increase of the mutual 
inductance when Rin is 4.2 Ω. (a) Transmitter voltage V1 and transmitter current i1, 
(b) receiver DC voltage V2dc and receiver DC current i2dc. 
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(a) 
 

 
 

(b) 
 

Fig. 6.7: Operation at 5 cm increase of the air-gap and the decease of the mutual 
inductance when Rin is 4.2 Ω. (a) Transmitter voltage V1 and transmitter current i1, 
(b) receiver DC voltage V2dc and receiver DC current i2dc. 

6.3 Identification procedure   

The identification method with phase shift angle monitoring described in 
chapter 3 is tested in this section. The parameters of the system are similar to the 
previous tests performed in 6.1 and 6.2. For the identification purpose, a constant 
peak current of 5 A is injected to the transmitter coil. When the transmitter and 
receiver coils become close to each other, the controller in the transmitter side 
increases the phase shift angle in order to maintain the current of the transmitter at 
5 A peak. By performing several tests, the phase shift angle of 7° for αin was 
selected. Thus, when the phase shift angle reaches 7°, the transmitter controller 
considers that the vehicle is present and mode of operation changes to power 
transfer mode. In this mode, the transmitter reference current changes from 5 A 
peak to 40 A peak. In order to increase the efficiency and avoid the problems 
regarding the magnetic field exposure issues, the H-bridge converter has to be 
turned off when the receiver leaves the transmitter coil. Again, the transmitter 
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controller monitors the phase shift angle and when it becomes less than 40°, the 
power transmission stops. 

 
 

(a) 
 

 
 

(b) 
 

 
 

(c) 
 

Fig. 6.8: Identification process and operation during the passage of the vehicle. (a) 
Transmitter current i1, (b) receiver DC voltage V2dc and receiver DC current i2dc, 
(c) battery voltage Vbat and battery current ibat. 
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(a) 
 

 
 

(b) 
 

 
 

(c) 
 

Fig. 6.9: Identification process and operation during the passage of the vehicle with 
gradual lateral misalignment. (a) Transmitter current i1, (b) receiver DC voltage V2dc 
and receiver DC current i2dc, (c) battery voltage Vbat and battery current ibat. 
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(a) 
 

 
 

(b) 
 

 
 

(c) 
 

Fig. 6.10: Identification process and operation during the passage of the vehicle 
with high lateral misalignment. (a) Transmitter current i1, (b) receiver DC voltage 
V2dc and receiver DC current i2dc, (c) battery voltage Vbat and battery current ibat. 
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In order to emulate the passage of the vehicle, the receiver structure is moved 

above the transmitter coil with a speed of 4 km/h. The operation of the system 
during the identification process is shown in Fig. 6.8. After the presence of the 
receiver is identified, the transmitter current remains constant at the peak value but 
the receiver current and voltage follow the coupling variations. Fig. 6.9 shows the 
identification process when the receiver arrives properly but suddenly the lateral 
misalignment increases. In Fig. 6.10, the receiver arrives with a considerable lateral 
misalignment. The transmitter control is able to identify the presence of the receiver 
coil in a lateral misalignment of 30 cm. This is due to the fact that, during the 
identification process, the receiver is kept short circuit. In this situation, the 
impedance seen from the transmitter side becomes maximum. Thus, the presence 
of the receiver can be identified in a faster way.  

The boost converter phase current and the receiver DC current during the 
passage of the vehicle are illustrated in Fig. 6.11. It can be seen from both figures 
the effect of the interleaving on the phase current ripple and input DC current ripple. 
Furthermore, the DC-DC converter operates at CCM during the passage of the 
receiver over the transmitter.  

 
 

(a) 
 

 
 

(b) 
 

Fig. 6.11: Boost converter phase current and the receiver DC current. (a) During 
the passage of the vehicle, (b) zoomed waveform.  
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6.4 Operation with lateral misalignment   

The operation of the control system during the lateral misalignment is analyzed. 
For this test, the air-gap is kept constant at the nominal value but the lateral 
misalignment in the x-direction is increased in steps of 5 cm. This test is performed 
with the maximum output power of 15 kW. In order to have this power level at the 
output of the system at the nominal condition when the lateral misalignment is zero, 
the input source voltage is defined 630 VDC and the transmitter RMS current is set 
to 35 A. Furthermore, Rin is defined 4.2 Ω.  

The waveforms of i1, V1, and i2dc for different lateral misalignments are 
presented in Fig. 6.12. When the transmitter and receiver coils are completely 
aligned, the mutual inductance is maximum. At this point, the transmitter current is 
35 A, which is the peak of the transmitter control, the transmitter voltage is 
maximum and thus, the maximum power of 15 kW is transferred to the battery. At 
the presence of the lateral misalignment, the mutual inductance between the 
transmitter and receiver coils decreases. In case of misalignment, the transmitter 
current remains constant but the transmitter voltage reduces. Therefore, the 
transferred power to the battery reduces. If the lateral misalignment increases more, 
the transferred power reduces more.  
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(c) 
 

 
 

(d) 
 

 
 

(e) 
 

Fig. 6.12: Transmitter voltage and current and receiver DC current at different 
lateral misalignments. (a) Completely aligned, (b) 5 cm of misalignment, (c) 10 cm 
of misalignment, (d) 15 cm of misalignment, (e) 20 cm of misalignment. 
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the lateral misalignment is equal to 20 cm, the battery receives approximately 6.7 
kW.  

 

Fig. 6.13: Battery power at different lateral misalignments. 
 

6.5 Efficiency analysis 

In this section, the efficiency under the variations of the lateral misalignment 
in static charging mode is analyzed. The parameters of the test are similar to the 
previous test presented in 6.4. The efficiency is measured at different lateral 
misalignments with the steps of 5 cm, until a maximum of 20 cm, at the maximum 
output power of 15 kW. In order to calculate the total efficiency of the system, the 
efficiency from the input AC source at the grid side to the DC side at the battery 
point must be considered. However, in order to focus on the efficiency of the 
wireless power transfer system, only the efficiency of the input DC source to the 
battery is measured. Thus, the losses of the input AC-DC converter are not 
considered. From DC to DC efficiency point of view, the total losses of the system 
are composed of H-bridge converter losses, transmitter and receiver coils losses, 
the receiver rectifier losses and the DC-DC converter losses. 

The current and voltage at the input and output side are measured and then the 
power and efficiency are measured using an HBM power analyzer. The measured 
power and efficiency for different lateral misalignments are presented in Table 6.1. 
DC source to battery efficiency of the system with various lateral misalignments is 
illustrated in Fig. 6.14. The efficiency is 88% at nominal air-gap and without any 
lateral misalignment. When the lateral misalignment goes beyond 5 cm, the 
efficiency gradually decreases. At the lateral misalignment of 20 cm, the efficiency 
is around 80%. The major losses of the system are coil losses. These losses are made 
up of the transmitter coil losses, receiver coil losses, ESR of the capacitors, core 
losses and losses in the aluminum shield. Thus, the efficiency of the wireless 
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charger can mainly be improved by redesigning the coil with higher coupling and 
lower resistance and employing resonant capacitors with lower ESR. 

Table 6.1: Measured power and efficiency at different lateral misalignments.  

Lateral 
misalign-

ment 
(cm) 

Power at 
input DC 

source 
(kW) 

Power at 
DC-DC 
input 
(kW) 

Power to 
the battery

(kW) 

DC-DC 
converter  
Efficiency 

 (%) 

DC source 
to battery 
efficiency 

 (%) 

0 17.43 15.58 15.29 98.17 87.75 

5 17.52 15.73 15.43 98.08 88.07 

10 14.99 13.29 13.01 97.87 86.81 

15 11.78 10.19 9.904 97.18 84.11 

20 8.418 6.957 6.688 96.13 79.44 
 

 

Fig. 6.14: DC source to battery efficiency at different lateral misalignments. 
 

6.6 Analysis of common mode current 

In the present WPT system, the common mode current or ground current is 
defined as the current that can flow from the embedded transmitter coil and cable 
through the ground by means of capacitive coupling. A series of tests have been 
carried out to evaluate the aspects of the ground currents. These currents can 
represent a problem when a complete WPT charging lane is active and many 
converters switch together in close spatial proximity. In such cases, the ground 
current could cause EMC problems with respect to the auxiliary electronics for the 
communications and the management of the charging process [173]. For this test, 
the transmitter H-bridge converter is supplied with 600 VDC. The H-bridge 
converter operates in 85 kHz and supplies the transmitter coil with 13 A. Ground 
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current for the system has been measured as the sum of the phase currents at the 
output of the insulated three-phase transformer that supplies the system. As seen in 
Fig. 6.15, a ground current takes place in correspondence of the H-bridge 
commutations. The current peak reaches 1A. This current is due to the fact that the 
transmitter coil has 10 turns. This number means an increase of the surface of the 
coil thus an increase of the capacitive coupling with respect to the ground. 

 

 
 

(a) 
 

 
 

(b) 
 

Fig. 6.15: Waveforms of the ground current test. (a) Transmitter current and 
voltage, (b) common mode current. 

 

6.7 Dynamic charging 

The operation of the WPT system during the dynamic charging of EV is 
assessed. For this test, all of the transmitter converters are connected to the 
transmitter coils. The transmitter converters are supplied by 650 V DC. For this test, 
the transmitter current is limited by the transmitter control and the maximum power 
that the battery received is 2 kW. This test is performed by employing 36 transmitter 
coils and the first ten coils are remained off. The coil number 23 is not supplied by 
the transmitter converter because the transmitter capacitor is broken. Since the 
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capacitor is buried in the ground with the transmitter coil, it is not possible to replace 
it with a new one. The test is performed with the rated air-gap of 25 cm and the 
speed of the vehicle is around 15 km/h. The presence of any misalignment at this 
speed of the vehicle is unavoidable.  

For the identification of the vehicle, the turn-on angle and turn-off angle for 
each transmitter are selected independently via several tests. For the beginning of 
the charging process, the first transmitter coil of the charging lane goes to the 
identification mode. In this mode, the transmitter coil is supplied by a constant 
current of 5 A peak. The first transmitter coil waits for the vehicle. When the vehicle 
approaches the transmitter coil and the phase shift angle of the DC-AC converter 
reaches the turn-on angle, the converter changes the status form the identification 
mode to charging mode. In charging mode, the reference current of the H-bridge 
converter changes from 5 A peak to 18 A peak and the power transmission starts. 
Furthermore, at this moment a CAN message is sent to the next converter to go to 
the identification mode. During the passage of the receiver coil over the transmitter 
coil, the mutual inductance changes. At the moment the phase angle of the converter 
reaches the turn-off angle, the H-bridge converter detects the exit of the vehicle 
from the transmitter coil and the operation mode of the convert changes from the 
charging mode to idle mode. At this time, the second transmitter converter is 
waiting for the vehicle. This sequence continues until the vehicle leaves the last 
transmitter coil. At this moment, all of the transmitter coils become off. During the 
charging procedure, only one transmitter coil is in identification mode at the same 
time. This reduces the total power consumption of the identification process.  

The important waveforms of the system during the dynamic charging of the 
vehicle are shown in Fig. 6.16. The main values have been obtained with a sampling 
time of 5ms. The speed of the vehicle is presented in Fig. 6.16(a). During the 
charging time, the speed of the vehicle is 15 km/h at maximum. The voltage of the 
battery is shown in Fig. 6.16(b). The voltage of the battery is 370 V. The battery 
current during the charging of the vehicle is presented in Fig. 6.16(c). The current 
of the battery has reached to 6 A. According to this figure, in addition to coil number 
23 which was kept off, the other three coils have not participated in power 
transmission. This is happened due to the problem of the transmitter converters and 
also the communication. The variation of the peak current of the battery is due to 
the different resonant frequencies, different coil resistances and the misalignment 
between the receiver and transmitter coils. The power received by the battery is 
presented in Fig. 6.16(d). The battery receives approximately the power of 2 kW. It 
can be seen from this figure that the battery power waveform is oscillating between 
zero and maximum power. The amount of energy that the battery received during 
the passage of the vehicle is shown in Fig. 6.16(e). At this power level and vehicle 
speed, the battery of the vehicle has received 5.5 Wh of energy.   



Chapter 6. Experimental Results 154 

 

 
(a) 

 
 (b) 

 
(c) 

 
(d) 

 
(e)) 

Fig. 6.16: Different quantities of the system during dynamic charging; (a) Vehicle 
speed, (b) battery voltage, (c) battery current, (d) received power by the battery, (e) 
received energy during the whole charging process. 
 

6.8 Conclusion 

In this chapter, the results of several experimental tests in static and dynamic 
charging modes were presented. According to the experimental results, the control 
was able to regulate the output power from the receiver and without any data 
exchange with the transmitter control for the power level from zero to the maximum 
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power. Due to the current control of the transmitter, the system was capable of 
operating with the presence of the lateral misalignment. The system was tested with 
the lateral misalignment of 20 cm. According to the results, the control strategy is 
suitable for operation in the dynamic charging of EV. Thus, the dynamic charging 
of the EV with 2 kW battery power and at the vehicle speed of 15 km/h was tested. 
With the help of the identification circuit, it was possible to identify the presence 
of the vehicle without any additional sensor or component. In addition, in order to 
reduce the identification circuit power consumption, the cascade activation of the 
identification circuit was used in the charging lane through the CAN messages. 
With this control strategy, only one transmitter coil was in identification mode at 
the same time and the power transmission took place only when the vehicle was 
above the transmitter coil.



 

Chapter 7 
 

Conclusion 

The application of WPT for charging an EV during movement is a feasible 
solution for solving the limited driving range of EVs. Starting two decades ago, 
many wireless charging solutions have been presented in the literature, and some 
of them have been developed practically for various transportation applications. 
However, there are still several critical issues, especially regarding the control of 
the charging process during the movement of the vehicle. The presented work was 
associated with the FABRIC project. The project goal was the construction and 
testing of a 100-m dynamic wireless charging prototype with a rating power of 
20kW at a nominal air-gap of 25cm as well as the operating frequency of 85 kHz. 
This thesis provided solutions to the power control strategies limitations which have 
not been addressed before.  

SS topology was chosen for the compensation of the coils since it has a simple 
structure and the values of the resonant capacitors are not dependent on the load or 
coupling coefficient variations during misalignment conditions. The effect of 
variations of frequency, load, and coupling on the system performance in SS 
topology was studied. It was shown that when switching frequency deviates from 
the resonant frequency, efficiency drops severely. Due to the lack of ferrite cores in 
the transmitter coil, the self-inductances of the coils were not affected very much 
by the misalignment. Therefore, the system can work at a fixed frequency in the 
presence of lateral misalignment. 

For the purpose of regulating the output power, two new control strategies were 
proposed. In both control schemes, the transmitter limits the transmitter current in 
any misalignment condition, while through the receiver control, battery power can 
be regulated from the vehicle and without any data exchange. The lack of 
communication link in both control methods avoids possible delay in the charging 
process and makes the construction of the control simple. In addition to the control 
strategies, two novel methods for the identification of the vehicle in dynamic 
charging were introduced. In the proposed identification methods, the presence of 
the vehicle was identified only by the DC-AC converter of the transmitter and 
without any extra component. This simplifies the system and reduces the overall 
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cost when charging lane composed of several transmitters are necessary. The main 
contribution of this work is that whole charging process, including the identification 
and power regulation, is done without needing any additional component, sensor, 
or communication link. 

The performance of the charging system in both static and dynamic conditions 
was analyzed using simulation. In static charging, the system behavior at diverse 
operating frequencies, power levels, and mutual inductances was studied. The 
control could regulate output power at the misalignment conditions. Also, the 
performance of the control system was investigated at different variations of the 
operating frequency. It was found that when the resonant frequencies of two sides 
are different, similar to conditions where the coils were covered by cement, in order 
to maximize the efficiency, the transmitter converter must operate at receiver 
resonant frequency. Also, the performance of the charging system during dynamic 
charging at different conditions, such as air-gap variations, different vehicle speeds, 
and various lateral misalignments, was evaluated. In nominal air-gap and at a 50 
km/h vehicle speed, an efficiency of 80% and an output battery energy of 19.13 Wh 
were obtained.   

The procedure of the construction of the charging system, including the 
implementation of the power electronic converter, the development of coils, and the 
embedding procedure was presented. The results of the power control obtained by 
the experimental tests showed good coherence with the simulation results, even in 
the presence of lateral misalignment or air-gap variations.   

Some future works are suggested below: 
o Because of the shape of coils and the space between the transmitter coils, the 

battery and the grid currents are faced with severe oscillations during the 
passage of the vehicle. This problem could be solved by modifying the control 
system and applying an additional receiver.  

o The high voltage stress on the resonant capacitor in SS topology limits the 
power transmission capability. One solution could be the application of LCC 
compensation topology for the transmitter and receiver in order to reduce the 
voltage stress of the capacitors. In addition, the control scheme needs to be 
modified according to this compensation topology, since in this case, the 
identification circuit is not necessary.  

o By implementation of the control for the active rectifier and control of phase 
angle between the voltage and current of the active rectifier, it will be possible 
to control the power transmission direction, providing more options for the 
system. 
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