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Abstract: This paper presents a new electric drive-reconfigured on-board charger and initial elec-
tromagnetic torque suppression method. This proposed reconfigured on-board charger does not
need many components added to the original electric drive system: only a connector is needed,
which is easy to add. Specifically, the inverter for propulsion is reconfigured as a buck chopper and
a conduction path to match the reconfigured windings. Two of the machine phase windings serve
as inductors, while the third phase winding is reutilized as a common-mode inductor. In addition,
the initial charging torque is generated at the outset of the charging process, which may cause an
instant shock or even rotational movement. In order to prevent vehicle movement, the reason for the
charging torque and suppression method were analyzed. Further, predictive control of the model
based on mutual inductance analysis was adopted, where the charging torque was directly used as
a control object in the cost function. Finally, experimental performances were applied to verify the
proposed reconfigured on-board charger under constant current and constant voltage charging.

Keywords: electric drive-reconstructed onboard charger; permanent magnet motor drive;
electromagnetic torque; electric vehicles

1. Introduction

The motivation of this research is to cut down the fabrication cost and increase the
functions of future electric vehicles (EVs) [1–3]. Although developing a high-energy-density
battery is a promising solution, it lacks, however, a technical breakthrough. It also needs
to make tradeoffs regarding the cost, weight and safety [4]. Thus, one of the attractive
solutions is to reconfigure the propulsive unit as an on-board battery charger. In this way,
the semiconductor device, control unit, sensors, cooling system, and so on can be shared
for the propulsion and charging functions [5–8].

Various types of electric drive-reconfigured on-board chargers have been proposed
during the last three decades, and although electric drive-reconfigured chargers are seen as
a rectifier of the on-board charger, design limitations still exist, which include AC charging
torque and excessive extra components for reconfiguration. In [9], a three-phase induction
motor was reused as the transformer of an on-board rectifier to charge the vehicle battery.
However, an additional brake was assembled to prevent charging torque of the motor.
In [10], an additional smoothing reactor was used to realize the safe charging operation for
a three-phase on-board charger, which increased the complexity of its manufacture. The
performance highly relied on the additional reactor as the coupled inductances among
windings were not considered. In [11], a reconfigured on-board charger with a six-phase
permanent magnet synchronous motor (PMSM) was proposed. The six-phase inverter
served as a rectifier, while the motor windings were utilized as the filters of the rectifier.
To prevent the electromagnetic torque, a phase-shifted transformer was assembled on-
board, which was bulky. In [12], five-phase and seven-phase PMSM were integrated into
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the reconfigured on-board charger, in which the motor windings worked as filters of the
rectifier. Unfortunately, complex current rearrangement devices were installed to match
the desired currents in the corresponding motor windings, which was complex and hard
to implement. In [13,14], fully integrated nine-phase on-board chargers were presented.
In [13], nine-phase machine windings were reutilized as filters of the grid side. Similarly, a
nine-phase EV propulsive system was reconfigured as a six-phase rectifier and a three-phase
buck converter for an on-board battery charger in [14]. However, the common weakness of
these solutions was the overcomplicated system. Despite the possibility of these solutions
in lab conditions, the nine-phase machine was far from being applied in industry. In [15],
the switched reluctance machine (SRM) was reconfigured in an on-board charger, where
the SRM was the central tapped type. Also, extra power switches were added in the
original propulsive system, which raised new challenges in machine manufacture and
circuit integration. In [16,17], SRM with open-end windings was reconfigured as an on-
board charger. But the SRM was seldom adopted in EV because of the torque ripple and
machine noise. In [18], a current source rectifier was used in an electric drive reconfigured
charger, where motor windings were reused as filtering inductors. However, a mechanical
lock was used to prevent generation of electromagnetic torque.

When the electric drive was reconfigured as the buck/boost chopper of the elec-
tric drive-reconfigured on-board charger, the electromagnetic torque turned into a DC
component, which becomes convenient to analyze and suppress. In [19], an on-board
charger offering electric vehicle fast charging using emerging dc distribution networks
was proposed. The dual-inverter was utilized as a six-phase buck converter to achieve a
high-efficiency and low-cost integrated on-board charger. In [20], a high-efficiency on-board
charger was realized by using GaN and zero voltage switching. Values of 37 W/in3 and over
96% efficiency were reached on a 6.6 kW prototype. In [21], AC machine windings were
used as mutually coupled inductors to realize a double-channel interleaved boost chopper.
Another idea for an isolated/bidirectional dc/dc converter in an electric drive-reconfigured
on-board charger based on a PWM resonant converter was proposed in [22]. In [23], the
mechanism of electromagnetic torque is presented in detail, as well as the rectifier and
DC/DC converter control methods. In [24], decoupled current-balancing control (DCBC)
with two parallel loops was proposed for an on-board charger. [25] investigated an electric
vehicle interior permanent magnet synchronous motor (IPMSM) drive, which consisted of
a double-channel interleaved bidirectional front-end dc/dc buck–boost converter and a
three-phase inverter.

In summary, the challenges of the electric drive reconfigured on-board charger is
the suppression of electromagnetic torque and overmuch extra components added in the
electric drive system. In this manuscript, a novel electric drive reconfigured on-board
charger is proposed with only one extra connector. Compared with integrated on-board
chargers in [7,10], the proposed integrated charger does not use an extra inductor to improve
charging performance. Instead, two of the three-phase PMSM windings serve as the
inductors; meanwhile, the third motor winding is reutilized as a common-mode inductor.
Thus, the ideal charging effect is achieved without adding extra inductor. Meanwhile,
only by adding one power connector, the inverter for propulsion is reconfigured as a buck
chopper and a conduction path to match the reconfigured motor windings. In addition, the
charging torque and initial movement are discussed in this paper. To prevent the vehicle
vibration during charging process, the reason of electromagnetic torque and suppression
method are originally analyzed. Furthermore, the coupled phenomenon in charging
of motor windings is decoupled into common-mode inductance and differential-mode
inductance, which is also different from the existing literature. In addition, compared with
indirect current modulation, the charging torque is directly used as a control object in the
cost function of model predictive control. Finally, experimental data are given to verify the
proposed reconfigured on-board charger under constant current (CC) and constant voltage
(CV) charging.
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2. Electric Drive Reconfigured System and Initial Charging Torque

Figure 1 demonstrates the proposed electric drive-reconfigured on-board EV charger;
only a single connector K3 is used to switch between the charging progress and the propul-
sive progress. Under propulsion, the connector K1 and K2 are on, while the K3 is off.
During the charging mode, the connector K1 and K2 are off, while K3 is on. The rectifier is
commonly assembled on vehicles and it is capable of unity power factor correction ability.
The propulsive inverter is reused as a parallel buck chopper to produce a suitable DC
voltage for the battery pack.
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Figure 1. Electric drive reconfigured on-board charger.

The proposed electric drive reconfigured charger saves the available propulsive com-
ponents and reuses them to the maximum value. First, the power switches of the inverter
in the existing propulsive unit are saved by reutilizing it as a parallel buck chopper. Sec-
ond, two motor windings of the PMSM are reconfigured as a parallel DC/DC inductor;
meanwhile, the left phase serves as a common-mode inductor. It saves space for the battery
as the inductors with high-rated current are bulky. Third, the DSP, cooling devices, and nec-
essary hall sensors for propulsion are all reutilized in the electric drive reconfigured system.
Hence, the cost and weight of the reconfigured on-board system are sharply reduced.

The expression of charging torque was derived based on the magnetic co-energy [23–26].
Thus, the charging torque in matrix form was:

Te = Tem + Ter = np(iT
s ψ f d

∂γ

∂θe
+

1
2

iT
s

∂Ls

∂θe
is) (1)

where Ls is the matrix form of the motor inductance, γ = [cos(θe) cos(θe − 2π/n). . .cos(θe
− 2(n − 1)π/n)]T. θmech is the mechanical angle, which follows the θmech = θ/np. np is the
number of pole pairs.

The inductance matrix Ls of a three-phase PMSM machine can be found in [26], includ-
ing the leakage inductance L1, zero sequence inductance L0 and second-order magnetizing
inductance L2.

Ls =

 LA LAB LAC
LBA LB LBC
LCA LCB LC

 = L1

 1 0 0
0 1 0
0 0 1

+ L0

 1 −0.5 −0.5
−0.5 1 −0.5
−0.5 −0.5 1


+L2

 cos 2θe cos 2(θe − π
3 ) cos 2(θe +

π
3 )

cos 2(θe − π
3 ) cos 2(θe +

π
3 ) cos 2θe

cos 2(θe +
π
3 ) cos 2θe cos 2(θe − π

3 )

 (2)

Based on Equation (1), if the currents of every motor windings are equal to each other,
for example, iA = iB = iC = I, the electromagnetic torque will be zero. It is indicated that
the motor generates no electromagnetic torque during the charging process. However, the
currents in the PMSM windings in the designed reconfigure on-board charger are different;
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hence, an electromagnetic charging torque, also termed as an initial charging torque, will be
generated at the outset of the charging process until the electromagnetic forces are balanced.
If the DC components of the motor winding currents are iA = iB = I, iC = −2I, as a result, the
electromagnetic torque is:

Te = 3np Iψ f d sin(θe − π/3) (3)

Figure 2 shows the waveform between the electromagnetic torque and the electric
rotor position. The electromagnetic torque undulates around zero and it is associated with
the rotor position. Under some specific positions, the electromagnetic torque is 3npIψfd,
which is close to the rated propulsive torque. Hence, the charging electromagnetic torque
is unsafe and must be suppressed. Meanwhile, it was found that the electromagnetic
torque does not produce at special rotor points, such as 7π/3 and 13π/3. These positions
were named zero charging positions (ZCP). However, the ranges of ZCP may increase
due to friction force and cogging torque. Hence, the ZCP areas were marked in green in
Figure 2. The safe charging ranges were not the same in different motor types due to the
motor inertia, friction force and cogging torque, but the ZCP areas should be around ZCP
positions, such as π/3 and 4π/3.
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Figure 2. Electromagnetic torque at different rotor positions and ZCP area.

Moreover, the high-frequency components in motor windings will influence the gener-
ation of the initial electromagnetic torque [27]. The main high frequency components in
motor winding were considered as follows:

iA_high = Ih1 sin(ωt + ϕ) + Ih3 sin(3ωt + ϕ)
iB_high = Ih2 sin(ωt + ϕ) + Ih4 sin(3ωt + ϕ)
iC_high = −iLA_high − iLB_high

(4)

where Ih1, Ih2, Ih3, and Ih4 are the magnitudes of the current ripples, ω is the frequency of
the current ripple, and φ is the phase position of the current ripple. The charging ripple at
the safe charging position is

Ter =

√
3

2
npψ f d[(Ih1 − Ih2) sin(ωt + ϕ) + (Ih3 − Ih4) sin(3ωt + ϕ)] (5)

If the rotor does not stop at the calculated ZCPs, the machine is likely to produce
enough initial electromagnetic torque to rotate the rotor, which may lead to a shock even
rotational movement when the consumer is not in the vehicle. Thus, ZCP is necessary to
ensure the safety of vehicles and costumers.

It also needs to be mentioned that in order to handle unexpected charging torque
generation, the electric park brake was used to keep vehicle at a standstill. In addition, the
charging power level was designed to ensure charging torque was small enough to limit
the maximum charging torque. The encoder data were also used to detected unexpected
charging torque; if unexpected charging torque occurred, the charging progress would
stop immediately.

In summary, the initial electromagnetic charging torque was not equal to zero at the
outset of the charging process until the rotor was at the ZCP areas. This initial movement



World Electr. Veh. J. 2024, 15, 207 5 of 15

may have generated an instant shock on the vehicle. In addition, ripple charging torque
resulting from ripples in the motor winding currents should be suppressed, because this
may result in vibration and noise.

3. Initial Charging Torque Suppression

In order to maintain the rotor at the ZCP areas, the initial charging torque should be
suppressed. The model predictive control was employed here to obtain the most suitable
output PWM status according to the cost function [28–30]. Meanwhile, the charging torque
can be set in the cost function directly compared with other indirect methods, such as the
proportional integral controller.

3.1. Mutual Inductance Analysis

The model predictive control is highly reliant on the mathematic model of the charger.
The strong coupling between motor windings may affect the charging performance [31].
So, the coupled inductances of motor windings were analyzed first.

The inductance of phase-C winding can provide enough common-mode inductance
for good charging performance. So, only two current patterns were adopted in the electric
drive reconfigured on-board charger, which is shown in Figure 3. These two current
patterns were termed as Mode I and Mode II. Then, the flux of the three-phase motor was
presented as

ψ =

 LA LAB LAC
LBA LB LBC
LCA LCB LC

iA
iB
iC

+ ψ f d

 cos(θe)
cos(θe − 2π/3)
cos(θe − 4π/3)

 (6)

where iA, iB, iC represent the currents of three-phase motor windings; ψfd and θe are
permanent magnet flux and electric angle. LA, LB and LC are main inductances while LAB,
LBA, LAC, LCA, LBC and LCB are mutual inductances. The relationships between mutual
inductances are 

LAB = LBA
LAC = LCA
LBC = LCB

(7)

The voltages on the PMSM windings can be derived by

uABC = RABCiABC +
dψABC

dt
(8)

uA
uB
uC

 =

RA
RB

RC

iA
iB
iC

+

 LA LAB LAC
LBA LB LBC
LCA LCB LC




diA
dt

diB
dt

diC
dt


where RA, RB, RC are resistances of motor windings; uA, uB and uC are voltages on
motor windings.

The currents in motor winding are represented by differential-mode currents and
common-mode currents in (9), in which i′A and i′B are differential-mode currents, and iAC,
iBC and iCC are common-mode currents.iA

iB
iC

 =

i′A
i′B
0

+

iAC
iBC
iCC

 (9)

Since the phase-C winding does not contain differential-mode current, the differential-
mode currents in phase-A and phase-B are

i′A + i′B = 0 (10)
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The common-mode currents in phase-A winding and phase-B winding are

iAC = iBC = − iCC
2

(11)

Thus, the motor phase voltages can be obtained as[
u′

A
u′

B

]
=

[
RA

RB

][
i′A
i′B

]
+

[
LA − LAB

LB − LBA

][ di′A
dt

di′B
dt

]
(12)

uAC
uBC
uCC

 =

RA
RB

RC

iAC
iBC
iCC

+


LA + LAB
−2LAC

0 0

0
LB + LBA
−2LBC

0

0 0 LC − LAC+LCB
2




diAC
dt

diBC
dt

diCC
dt

 (13)

where u′
A and u′

B represent the differential-mode voltages, while uAC, uBC and uCC are
common-mode phase voltages. The common and differential modes are summarized by
the equivalent schematics in Figure 4.
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Figure 3. Current patterns of reconfigured on-board charger. (a) Mode I. (b) Mode II.



World Electr. Veh. J. 2024, 15, 207 7 of 15

World Electr. Veh. J. 2024, 15, x FOR PEER REVIEW  7  of  16 
 

Thus, the motor phase voltages can be obtained as 























































dt

di
dt

di

LL

LL

i

i

R

R

u

u

B

A

BAB

ABA

B

A

B

A

B

A

'

'

'

'

'

'

 

(12)

0 0
2

0 0
2

0 0
2

                                                       

A AB
AC

AC
AC A AC

B BA BC
BC B BC

BC
CC C CC

CCAC CB
C

L L di
L dtu R i

L L di
u R i

L dt
u R i

diL L
L

dt

  (13)

where u’A and u’B represent the differential‐mode voltages, while uAC, uBC and uCC are com‐

mon‐mode phase voltages. The common and differential modes are summarized by the 

equivalent schematics in Figure 4. 

−2LAC

−LAC/2

LA

iBC

iAC
iCC

RA

RB

RC
LAB

−2LBCLB LBA

−LCB/2

LC

 
(a) 

LA

LB

i'A

i'B

RA

RB

−LAB

−LBA  
(b) 

Figure  4. Common‐mode  and differential‐mode models of  the  three‐phase PMSM motor under 

charging mode. (a) Common‐mode situation. (b) Differential‐mode situation. 

3.2. Model Predictive Control 

The state equation of the electric drive‐reconfigured on‐board charger was obtained 

based on Equation (13): 





























































CC

BC

AC

CC

BC

AC

CC

BC

AC

u

u

u

B

i

i

i

A

i

i

i































Z

R
Y

R
X

R

A

C

B

A

2
00

00

00

























Z

Y

X

B

2

1

1

  (14)

where X = LA + LAB − 2LAC, Y = LB + LAB − 2LBC, Z = 2LC − LAC − LCB. 

The approximate discretization model of Equation (14) at the k + 1 moment was ob‐

tained. 

Figure 4. Common-mode and differential-mode models of the three-phase PMSM motor under
charging mode. (a) Common-mode situation. (b) Differential-mode situation.

3.2. Model Predictive Control

The state equation of the electric drive-reconfigured on-board charger was obtained
based on Equation (13):

•
iAC
•

iBC
•

iCC

 = A

iAC
iBC
iCC

+ B

uAC
uBC
uCC

 A =


−RA

X 0 0
0 −RB

Y 0
0 0 −2RC

Z

 B =

 1
X

1
Y

2
Z

 (14)

where X = LA + LAB − 2LAC, Y = LB + LAB − 2LBC, Z = 2LC − LAC − LCB.
The approximate discretization model of Equation (14) at the k + 1 moment

was obtained. ik+1
AC

ik+1
BC

ik+1
CC

 = Ak+1

ik
A

ik
B

ik
C

+ Bk+1

uk
AC

uk
BC

uk
CC

 (15)

Ak+1 =

1 − RAT
X 0 0

0 1 − RAT
Y 0

0 0 1 − RAT
Z

 Bk+1 =

 T
X 0 0
0 T

Y 0
0 0 2T

Z


Then, the winding voltages of phase-A and phase-B at the k moment were obtained.

Equation (16) is the voltages in the current pattern Mode I, while Equation (17) is in Mode II.

uk
AC = uk

BC =
LALB

LALB + LC(LA + LB)
(Udc − ubattery) (16)

uk
AC = uk

BC = − LALB
LALB + LC(LA + LB)

ubattery (17)

Next, the predictive charging torque at k + 1 moment is

Tk+1
e = 3np Ik+1ψ f d sin(θe − π/3) (18)

The control object was to reduce the charging torque to prevent potential rotor move-
ment. So, the error function of charging torque was defined as

∆Te = (T∗
e − Tk+1

e )
2

(19)
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In addition, the charging status needed to be considered as the charging progress is
usually divided into CC charging and CV charging. Equations (20) and (21) are the error
functions in CC charging, while Equation (22) is the error function of battery voltage in
CV charging. It needs to be mentioned that the battery voltage grows slowly compared
with the sampling frequency, so the sampling voltage of the battery was used as the battery
voltage at the k + 1 moment.

∆iAC = (i∗AC − ik+1
AC )

2
(20)

∆iBC = (i∗BC − ik+1
BC )

2
(21)

∆ubattery = (u∗
battery − uk+1

battery)
2

(22)

Finally, the cost function in CV charging mode was defined as

gCV = ∆Te + λ∆ubattery (23)

The cost function in CC charging mode was defined as

gCC = ∆Te + µ(∆iAC + ∆iBC) (24)

where 1 > µ > 0 and 1 > λ > 0.
The coefficient of ∆Te was set at 1, while the coefficient of ∆ubattery or (∆iAC + ∆iBC) is

set between 0 and 1. ∆Te affects the rotational movement of the motor during the charging
process while ∆ubattery or (∆iAC + ∆iBC) affects the charging status, such as the charging
voltage and charging current. Moreover, if the coefficient of ∆ubattery or (∆iAC + ∆iBC) is too
small, vibration of motor may be produced according to Equation (5).

It needs to be mentioned that the differential-mode current in motor windings are not
considered in the cost function, because the rotor position offset is acceptable only if the
rotor is in the ZCP areas. Figure 5 shows the control flow chart of the model predictive
control. First, the motor winding currents, encoder value, dc-link voltage and battery
voltage were measured. Then, the predictive values of currents and charging torque were
calculated. Afterwards, the error functions were executed based on the state of charge.
Finally, the PWM codes were created according to the minimum cost function.
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The whole control method of the reconfigured on-board charger was divided into two
parts. On the rectifier side, the unity power factor correction and output voltage control
were adopted. The unity power factor correction was achieved by setting the q-axis grid
current values at zero [32,33]. The output voltage control was attained by setting the value
of the output voltage regulator as the reference d-axis value of the grid currents. On the
reconfigured on-board charger side, the rotor was pulled to one of the ZCP areas [34,35].
Then, the model predictive control started to operate to maintain a safe charging operation
and satisfy a different charging status.

4. Simulation and Experimental Results
4.1. Simulation Performance

To verify the proposed electric drive-reconfigured charger and charging operation,
the simulation was first carried out in the MATLAB/SIMULINK (R2019b). It needs to be
mentioned that inductances of motor winding were identified at a high frequency, which
was close to the working frequency of the parallel DC/DC chopper. Also, the mutual
inductances were tested at high frequency. The key parameters are listed in Table 1.

Table 1. Parameters of electric drive-reconfigured on-board charger.

Parameters Values

Sampling frequency 150 kHz
Rated motor output 4 kW
Rated motor current 6 A
Rated rotate speed 3000 rpm

No. pole pairs 3
Phase-A winding inductance LA 1.059 mH
Phase-A winding resistance RA 0.482 Ω

Coupled inductance of phase AB LAB 0.031 mH
Phase-B winding inductance LB 1.001 mH
Phase-B winding resistance RB 0.515 Ω

Coupled inductance of phase BC LBC 0.062 mH
Phase-C winding inductance LC 1.067 mH
Phase-C winding resistance RC 0.487 Ω

Coupled inductance of phase AC LAC 0.044 mH

Figure 6a exhibits the motor winding currents under 2 A CC charging with MPC. The
ripple currents of the three-phase currents were 0.08 A, 0.08 A and 0.16 A. The current of
phase-C was twice the currents in the other motor winding, which confirms the analysis
of the electric drive-reconfigured on-board charger. Figure 6b exhibits the charging per-
formance of the battery, motor winding current and capacitor current. The ripple current
flowed through the capacitor and the charging current was stable and smooth, which
ensures robust charging performance.
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Figure 7a exhibits the simulated results at 52 V CV charging with MPC. The current
of phase-C was the sum of the currents in phase-A and phase-B, which agreed with the
current distribution of the reconfigured on-board charger. Figure 7b exhibits the battery
current, capacitor current and phase-C current. The ripple current did not flow through the
battery, which was similar with the performance in CC charging.
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It can be observed in both Figures 6 and 7 that differential-mode current existed, which
may have generated an offset between phase-A and phase-B current. The tiny offset would
not have caused rotor movement as the friction force and cogging torque may have helped
to maintain the rotor in the ZCP areas.

4.2. Experimental Performance

In order to further verify the proposed reconfigured on-board charger and suppression
effect, a test bed was built. Figure 8 shows the main components of the test bed, including
the control desk, current probes, oscilloscope, reconfigured on-board charger, three-phase
PMSM and lithium-ion battery. The reconfigured on-board charger contained an on-board
charger, a set of inverters, a DSP28335, drive circuits and sampling circuits.
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It also needs to be mentioned that a constant switching frequency of 5 kHz was
adopted on the on-board rectifier side, while the switching frequency of the proposed
on-board charger was related to the sampling frequency. In addition, the dead time on the
rectifier side was 1.2 µs, while the dead time was not used on the reconfigured side.

Figure 9 exhibits the rectifier performance of the on-board rectifier under 2 A CC
charging. The transformer side voltage was 33.2 V and the dc-link voltage was set to 70 V.
The rectifier currents were in the same phase as the rectifier voltage, which confirms the
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unity power factor correction. The dc-link voltage was stable and had a 2 V ripple voltage,
which achieved the aim of output voltage control. The total harmonic distortions of the
three-phase currents were 6.72%, 6.82%, 6.88%, respectively.
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Figure 9. Grid-side performance. (a) Grid-side voltage, currents and dc-link voltage of on-board
rectifier. (b) THD of iga. (c) THD of igb. (d) THD of igc.

Figure 10a exhibits the motor winding currents and battery voltage at 2 A CC charging.
The instant frequencies of the ripple currents were different since predictive control was
adopted. For example, the f 1 and f 2 in Figure 10a are obviously different. The ripple current
performance was different from the constant frequency modulation and the average ripple
frequency was about 13 kHz. In addition, the current ripples in the three-phase PMSM
windings were 0.18 A, 0.18 A and 0.36 A. The differential-mode current existed in motor
wingding phase-A and phase-B, which confirms the mutual inductance analysis.
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Figure 10. Experimental performance at 2 A CC charging. (a) Currents in motor windings and battery
voltage. (b) Capacitor and charging currents.

Figure 10b demonstrates the battery current and capacitor current at 2 A CC charging
with MPC. It was found that the current ripple in phase-C flowed through the capacitor
rather than the battery. Thus, the charging current was constant and stable. Also, the
battery voltage was stable under CC charging.

The amplitude of the motor winding current iA and iB were almost the same in CC
charging mode. The motor winding current iC was twice the motor winding current iA and
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iB, which meets the control requirement. In addition, the motor winding currents iA and iB
were not the same in CV charging. This is because the control object changed from current to
voltage. The differential-mode current was generated due to the differential-mode inductance.
The current ripple in simulation was 0.08 A, 0.08 A and 0.16 A, while the current ripple in
the experiment was 0.18 A, 0.18 A and 0.36 A, which was slightly bigger than in simulation.
This is because the simulation was relatively ideal, and many non-linearity elements such as
power switches and battery were not accurately modeled in simulation.

Figure 11a presents the charging results under 50 V CV charging with MPC. The
ripple frequency was also different from constant frequency modulation. The current
ripples in the three-phase PMSM windings were 0.18 A, 0.18 A and 0.36 A. Although small
imbalanced currents existed in motor winding A and motor winding B, it would not have
damaged the power switches and the current stress was safe for these power switches. This
is because the charging unit was reused from the inverter for propulsion and the power
level of propulsion was much higher than that of charging. As a result, the current stress of
charging was much lower than that of propulsion.
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Figure 11b exhibits the phase-C current, battery current and capacitor current under
50 V CV charging with MPC. The battery current was constant and the mean value was
2.75 A. The ripple current of phase-C winding flowed through the capacitor; as a result,
safe and good charging performance was achieved.

Figure 12 shows the trigger wave, encoder output and charging torque without the
initial charging torque suppression. The trigger wave was generated at the same moment of
power on moment, so that the oscilloscope could catch the instant performance accurately.
The encoder output was exported by a digital/analog converter (DAC) on the DSP, which
showed the rotor movement. The charging torque was calculated by Equation (1) and
was exported by DAC. Before power on moment, the encoder output was zero, which
means the rotor was at the original position where phase-A was aligned with the d-axis
of the machine. Meanwhile, the charging torque also stayed at zero as there was no
current flow through the motor windings. When the power was on, the encoder position
increased, while the charging torque stayed positive until the rotor stopped rotation. The
rotor produced rotational movement and an instant shock during the power on moments,
which was unsafe during the charging process. It was also observed that the electric angle
of the rotational movement was 58.32◦ (1.08/20 × 360 × 3), which was very close to the
theoretical 60◦. A value of 20 is the maximum DA output of the encoder when the rotor
rotates to a mechanical angle of 360. A value of 3 is the pole–pair number. The 1.68◦ offset
was normal as the rotor still stays in the ZCP area due to friction. It should be noted that
the encoder output and charging torque of ZCP were completely uniform and stable, which
shows the effectiveness of initial charging torque suppression.



World Electr. Veh. J. 2024, 15, 207 13 of 15World Electr. Veh. J. 2024, 15, x FOR PEER REVIEW  14  of  16 
 

 

Figure 12. Charging torque and rotor position performance without initial charging torque suppres‐

sion. 

5. Discussion 

Table 2 compares six parts with integrated on‐board chargers in other studies. It was 

observed  that  the all  the  integrated on‐board chargers need connectors  to separate  the 

charging and propulsive system. In addition, most studies adopt a linear controller. The 

switching  frequency  is usually  the  same as  the sampling  frequency. However,  studies 

have [11,13] adopted a 20 kHz sampling frequency and 10 kHz switching frequency to 

improve control accuracy. Since the model predictive control  is adopted, sampling fre‐

quency should be much higher than the switching frequency. It needs to be mentioned 

that  this will  not  add  computation  burden  for DSP,  because more  advanced DSP  is 

adopted in EVs, such as DSP 28379. 

Table 2. Comparison with other works. 

 
Switching 

Frequency 
Necessary Units 

Power 

Level 
Control Method 

External 

Power Sup‐

ply 

Efficiency 

[6]  3–5 kHz  Connectors, voltage sensors  1.5 kW  PFC, MPC  Three‐phase  N/A 

[7]  20 kHz 
Connectors, external inductor, recti‐

fier 
1.4 kW  Phase‐balance  Single‐phase  <87% 

[8]  20 kHz  Connectors, photovoltaic panels  1.5 kW  CC, CV  Single‐phase  <90% 

[10]  20 kHz  Connectors, extra inductor, rectifier  1.8 kW  CC, CV  Three‐phase  <94% * 

[11]  10 kHz 
Connectors, phase transposition, 

transformer 
1.1 kW  Multiple‐loop  Three‐phase  N/A 

[13]  10 kHz  Connectors, nine‐phase inverter  2.5 kW  Multi‐loop  1 or 3‐phase  <85% 

[19]  7.5 kHz  Connectors, dual‐inverter  10.35 kW  Interleaved  DC‐Source  N/A 

[21]  15 kHz  Connectors, diodes  3 kW  PFC, interleaved  Single‐phase  93.1% 

Proposed  13 kHz  Connectors, rectifier  2 kW  MPC, SCO, CC,CV  1 or 3‐phase  <90% 

Note: * is DC to load efficiency, others are grid to load efficiency. 

Although the MPC offers good initial charging torque suppression ability, an emer‐

gency mode is suggested to avoid unexpected charging torque. The encoder needs to give 

feedback  to detect  the unexpected charging  torque or movement during charging pro‐

gress. If unexpected movement occurs or the primary control strategy fails, the charging 

progress will also stop immediately.   

Since the electric drive‐reconfigured on‐board charger reuses the components in the 

propulsive system, the cost is much lower than the fully dedicated on‐board charger, be‐

cause at least four power switches used for DC/DC conversion and current/voltage hall 

sensors are saved.  In addition,  the efficiency of  the designed charger  is  lower  than  the 

fully dedicated on‐board charger. This is because the parameters are not very suitable for 

Figure 12. Charging torque and rotor position performance without initial charging torque suppression.

5. Discussion

Table 2 compares six parts with integrated on-board chargers in other studies. It was
observed that the all the integrated on-board chargers need connectors to separate the
charging and propulsive system. In addition, most studies adopt a linear controller. The
switching frequency is usually the same as the sampling frequency. However, studies
have [11,13] adopted a 20 kHz sampling frequency and 10 kHz switching frequency to im-
prove control accuracy. Since the model predictive control is adopted, sampling frequency
should be much higher than the switching frequency. It needs to be mentioned that this
will not add computation burden for DSP, because more advanced DSP is adopted in EVs,
such as DSP 28379.

Table 2. Comparison with other works.

Switching
Frequency Necessary Units Power Level Control Method External Power

Supply Efficiency

[6] 3–5 kHz Connectors, voltage sensors 1.5 kW PFC, MPC Three-phase N/A

[7] 20 kHz Connectors, external inductor,
rectifier 1.4 kW Phase-balance Single-phase <87%

[8] 20 kHz Connectors, photovoltaic panels 1.5 kW CC, CV Single-phase <90%
[10] 20 kHz Connectors, extra inductor, rectifier 1.8 kW CC, CV Three-phase <94% *

[11] 10 kHz Connectors, phase transposition,
transformer 1.1 kW Multiple-loop Three-phase N/A

[13] 10 kHz Connectors, nine-phase inverter 2.5 kW Multi-loop 1 or 3-phase <85%
[19] 7.5 kHz Connectors, dual-inverter 10.35 kW Interleaved DC-Source N/A
[21] 15 kHz Connectors, diodes 3 kW PFC, interleaved Single-phase 93.1%

Proposed 13 kHz Connectors, rectifier 2 kW MPC, SCO, CC,
CV 1 or 3-phase <90%

Note: * is DC to load efficiency, others are grid to load efficiency.

Although the MPC offers good initial charging torque suppression ability, an emer-
gency mode is suggested to avoid unexpected charging torque. The encoder needs to give
feedback to detect the unexpected charging torque or movement during charging progress.
If unexpected movement occurs or the primary control strategy fails, the charging progress
will also stop immediately.

Since the electric drive-reconfigured on-board charger reuses the components in the
propulsive system, the cost is much lower than the fully dedicated on-board charger,
because at least four power switches used for DC/DC conversion and current/voltage
hall sensors are saved. In addition, the efficiency of the designed charger is lower than
the fully dedicated on-board charger. This is because the parameters are not very suitable
for the charging system, such as the inductances and power switches. It will lead to more
switching loss and ripples. Thus, the cost is lower, as well as the efficiency.
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6. Conclusions

In this paper, an initial charging suppression method for the three-phase PMSM
reconfigured on-board EV charger was investigated. A practical electric drive reconfigured
on-board EV charger was presented, where two inverter legs for propulsion were reutilized
as a parallel buck chopper, while the third leg was used as a conduction path. Also, two
motor windings served as two inductors and the third winding worked as a common-mode
inductor to obtain better operating performance. The rotational movement of vehicle at
the beginning of the charging process was suppressed based on the analysis of charging
torque. Also, universal charging torque and the corresponding safe charging operation
were elaborated. Model predictive control was elaborated to suppress the initial charging
torque and maintain the ZCP areas. The state of charge and charging torque were both
considered directly in the cost function to offer initial charging torque suppression ability.
A test rig of the proposed three-phase electric drive-reconfigured on-board charger was
designed to verify the suppression effect and charging performance. Both CC charging and
CV charging were achieved based on model predictive control.
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