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Abstract—As electric vehicles compete with internal combustion
engine cars, cost and weight savings remain central research objec-
tives. The auxiliary power module, a dc/dc converter responsible
for stepping down the power from the main traction battery to
the auxiliary battery, has gained attention as a component where
weight and cost savings can be achieved. With the auxiliary power
module responsible for feeding everything from headlights to rising
vehicular computational demands, these savings become evermore
significant. This article introduces a system that integrates traction-
to-auxiliary power conversion into the dual inverter drivetrain,
leveraging typically underutilized degrees of freedom in the drive
inverter to implement and control the dc/dc conversion eliminating
the auxiliary power module. Due to the high level of integration,
the proposed solution improves on existing literature by exclusively
using the drivetrain’s active switches. Beyond capital savings and
simplicity, this ensures no additional switching losses compared
to regular driving operation. A mathematical model is motivated
analytically and validated using computational simulations. A
1.2 kW prototype is constructed to validate the introduced concept
experimentally.

Index Terms—Auxiliary power module (APM), electric vehicle
(EV) drivetrain, integrated, modeling and control, traction to
auxiliary (T2A) charger.

I. INTRODUCTION

R ECENT developments in power processing and energy
storage have the potential to decrease electric vehicle (EV)

production cost and weight, with the latter being a determining
factor of vehicle range [1]. The range and cost of EVs, compared
to ICE vehicles, remain two prominent barriers limiting the pace
of EV adoption [2].

Adding to price and weight concerns is the increasing auxil-
iary load power consumption trend. Modern car consumers ex-
pect high-end connectivity, comfort, and computational power.
To provide these features, an auxiliary power module (APM)
is included and responsible for traction-to-auxiliary (T2A) en-
ergy conversion. The power requirements from the APM are
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Fig. 1. Dedicated dual active bridge APM charger.

often around 2.5 kW [3], with industry and academia recently
investigating 6 kW power levels [4]–[6]. This power is needed to
supply loads such as headlights, onboard computing systems, air
conditioning, and many other subsystems. Consequently, EV’s
APM solutions are growing in cost and weight, partially under-
mining the weight savings resulting from the advancements in
drivetrain power conversion technology.

The classical APM implementation includes a dedicated iso-
lated dc/dc converter from the high voltage (HV) battery to the
low voltage (LV) battery. In [7] and [8], several isolated dc/dc
topologies and their suitability are investigated, considering
different primary and secondary side power electronic interfaces
(PEIs). The solution proposed in [9], for instance, includes a dual
active bridge (DAB) for T2A conversion, as shown in Fig. 1.

Recent research effort has been dedicated to reducing the
size of the APM, given its increasing relevance. Two prominent
strategies employed to meet this goal are higher switching
frequency and converter integration.

A higher switching frequency leads to significantly reduced
mass and cost of passive filtering components. In [10], an
APM converter is designed using GaN switches with 700 kHz
switching frequency. Several other authors also achieve high
power density by leveraging the high frequencies enabled by
wide-bandgap devices [11]. However, high switching frequen-
cies may lead to more expensive switches, complex gate-driver
design, and increased switching losses.

Converter integration, in this context, is characterized by the
repurposing of components previously present in the vehicle
to implement, partially or entirely, the APM. These previously
present components may be, for instance, included for driving or
charging purposes, irrespective of the APM. In [12], a topology
is explored where a half-bridge is shared between the onboard
charger (OBC) converter and the DAB converter implementing
the APM. As a result, the solution in [12] reduces the number
of half-bridges in the system by one.

Some solutions attempt to integrate additional functionality
into the APM. In [13]–[15], the APM is integrated with ac-
tive power decoupling (APD) functionality. The APD system
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Fig. 2. Multiport ac charging system with T2A capability with shared trans-
former and PEI proposed in [21].

Fig. 3. Multiport ac charging system with T2A capability and shared PEI
proposed in [24].

diverges the second harmonic power ripple from the OBC
single-phase input to an auxiliary capacitor, thereby reducing or
eliminating the second harmonic power ripple into the traction
battery. In other implementations, the APM is integrated with
HV battery balancing, with the T2A conversion being fed from
different cells of the traction battery [16]–[19].

A clear trend to integrate OBC and APM has been reported
in the literature [20], with two main approaches being em-
ployed. The first approach consists of leveraging the isolation
transformer of the OBC, with an additional winding set and
PEI included to implement the APM. The approaches used
in [21] and [22], for example, add an APM port to the OBC,
effectively generating a multiport converter, such as that shown
in Fig. 2. As explored in [23], additional ports can be in-
cluded for additional functionality, such as onboard photovoltaic
generation.

Another approach to integrating the OBC and APM circuits is
to employ a bidirectional OBC that, while idle, can be used as the
primary stage of the APM. The solutions introduced in [24] and
[25] explore this strategy. The resulting system is as shown in
Fig. 3. These systems can implement the APM with remarkable
cost-effectiveness, as the additional circuitry needed is minimal
and potentially entirely passive [24]. Nonetheless, while in T2A
operation, the system incurs all of the losses associated with
the OBC. Moreover, on this kind of implementation, the system
cannot operate while the OBC charger is used to charge the HV
battery, which may be an extended period for level 1 charging.

Integrated charging and drivetrain solutions have been pro-
posed where the OBC does not include an isolation stage and
has reduced or no PEI dedicated exclusively for charging op-
eration [26], [27], in particular for the dual inverter drivetrain.
The dual inverter drivetrain boasts some valuable advantages
for EV applications, including redundancy and fault resiliency

[28]–[30], suitability for a wide speed range of operation [31],
and low current distortion [32], [33], while having the same total
semiconductor apparent power rating as a comparable single
inverter.

The solutions proposed in [26] and [27] significantly reduce
the vehicle’s mass but do not allow for the implementation of
multiport OBC integrated APMs, as in [21] and [22], or using
the OBC as a front-end, as in [24] and [25]. For such systems,
solutions are yet to be proposed to integrate the APM into
existing modules. One module that rises as a potential candi-
date for APM integration is the drivetrain itself. EV drivetrains
typically have an underutilized degree of freedom, the neutral
current, or zero-axis/zero-sequence. Previous work has been
proposed leveraging this degree of freedom to implement other
functionalities, such as dc fast charging [34], even during driving
operation [35].

This work presents a fully integrated T2A supply topology
for dual inverter drivetrain systems, leveraging and controlling
the switching frequency component of the zero-sequence cur-
rent through the machine to perform T2A power transfer. The
proposed circuit possesses the following set of unique features
in comparison to solutions previously discussed in the literature.

1) The system can be implemented on a dual-inverter driv-
etrain without adding active switches, thereby providing
a cost-effective and straightforward way to add the T2A
functionality. The added circuitry includes only a compen-
sation capacitor, an isolation transformer, a diode rectifier,
and an optional output CL low-pass filter, drastically re-
ducing the T2A system’s deployment cost.

2) The system does not require any specific OBC system,
thereby providing a flexible T2A integration for dual
inverter systems.

3) The system does not require any additional switching
action compared to regular driving operation, resulting in
no additional switching loss. This feature is expected to
increase the total vehicle range compared to a dedicated
APM.

4) A control algorithm that leverages additional degrees of
freedom of the dual inverter to fully control T2A charging
power without disturbing torque production using the
zero-axis voltage. This allows for the seamless operation
of the T2A system while driving or at a standstill.

II. PROPOSED TOPOLOGY

The proposed topology is based on the dual inverter drivetrain,
discussed in [26] and [27], and is implemented by connecting
the primary side of a transformer and a compensation capacitor
to the dual inverter, with the secondary side of the transformer
connected to a rectifier, followed by an optional CL filter and the
auxiliary LV battery. The series combination of compensation
capacitor and the primary side of the transformers are connected
to the negative terminal of each battery. The high-level view of
the proposed system is shown in Fig. 4.

Observing the circuit shown in Fig. 4, it can be noted that
the current into the primary side of the transformer equals
the sum of the three motor windings currents, ia, ib, and ic,
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Fig. 4. Proposed circuitry addition to the drivetrain for T2A operation.

Fig. 5. Simplified zero-axis equivalent model of the proposed system.

termed the common-mode current in [36]. The common-mode
equivalent of the circuit of Fig. 4 is derived as prescribed in [36].
This transformation computes the Thevenin equivalent of the
system as seen by the zero-axis, as defined in [37] and [38].
The resulting equivalent circuit is shown in Fig. 5 and simplifies
the proposed system. It is also apparent that the common-mode
current is triple the zero-axis current, following the definitions
in [37] and [38]. The Clarke transformation, as discussed in [38],
will be leveraged throughout the following derivations. In these
derivations, the optional low-pass filter effects are neglected for
simplicity.

In this context, we have the following.
1) i0 is the instantaneous average current amongst the three-

phase windings, defined as i0 = 1
3 (ia + ib + ic).

2) Ls is the motor’s stator winding phase leakage inductance.
3) Vt is the top battery voltage.
4) Vb is the bottom battery voltage.
5) Cr is the compensation capacitor, included to cancel the

combined inductive reactance of the transformer and the
zero-sequence inductance of the motor.

6) Ltr is the leakage inductance of the step-down transformer,
referred to as the primary (HV) side.

7) gi,t is the gating state of the phase i, i ∈ {a, b, c}, of the
top inverter; defined to be 1 when the top switch of the
associated half-bridge on and –1 when the bottom switch
is ON.

8) gi,b is the gating state of the phase i, i ∈ {a, b, c}, of the
bottom inverter; defined to be 1 when the top switch of

the associated half-bridge is ON and –1 when the bottom
switch is ON.

9) α is the transformer’s turns ratio, as shown in Fig. 4.

A. Operating Principle

The equivalent zero-axis voltage produced by the dual inverter

v0 =
1

3
(va + vb + vc) + vbt (1)

represents the average voltage applied by the dual inverter to the
series combination of motor winding leakage inductance and
additional circuitry, as defined by the standard Clarke trans-
formation [38]. This voltage can be defined in terms of the
instantaneous gating signals and the battery voltages as

v0 =
V t

6

c∑
i=a

gi,t − V b

6

c∑
i=a

gi,b (2)

and can be controlled to track the desired zero-axis current i∗0,
consequently controlling the current into the T2A transformer.

Although the system can be operated with different energy
storage voltages for each inverter, the energy storage voltages
are assumed to be equal in the following derivations for clarity
and succinctness. Under this assumption, the voltage of both
energy storage units, e.g., batteries, is defined as

Vbat � Vt = Vb (3)

such that the total voltage v0, driving the circuit shown in Fig. 5,
can be rewritten as

v0 =
Vbat

6

c∑
i=a

(gi,t − gi,b) . (4)

To facilitate power transfer at the switching frequency, the
included capacitance Cr and transformer leakage inductance
Ltr are designed to resonate at the switching frequency, ensuring
minimum loop impedance. Hence

Cr =
1

(2πfsw)
2 (Ls

3 + Ltr
) . (5)

In this approach, the magnetizing inductive reactance of the
transformer, as seen by the primary side, is designed to be large
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and is neglected for compensation purposes. The resonance
from (5) allows the fundamental zero-axis voltage harmon-
ics produced by switching the main traction inverters at the
switching frequency to generate a significant current through
the loop, thereby facilitating T2A power transfer. The resonant
operation of the system ensures that higher order harmonics of
the switching frequency do not generate significant currents.

Fourier analysis can be used to determine the frequency com-
ponents of the zero-axis voltage, v0 over the switching period,
from

V
(n)
0 =

2

Tsw

Tsw
2∫

−Tsw
2

v0e
−j2πnfswtdt (6)

where
1) V

(n)
0 denotes peak phasor voltage at the nth harmonic of

the switching frequency fsw;
2) Tsw is the fundamental period associated with fsw.
To control the power transfer in the circuit shown in Fig. 4, the

magnitude of the fundamental harmonic voltage phasor, |V (1)
0 |,

needs to be controlled. Given the relation shown in (4), it is
necessary to know the gating pulse sequencing in order to solve
(6), as

V
(1)
0 =

Vbat

3Tsw

Tsw
2∫

−Tsw
2

(
c∑

i=a

(gi,t − gi,b)

)
e−j2πfswtdt. (7)

A suitable gating pulse generation, which allows for T2A control
while not interfering with the drive control, is discussed below.

B. Magnitude of Switching Frequency Component of
Zero-Sequence Voltage

Assuming, without loss of generality, that the modula-
tion technique used to drive the electric motor is sinusoidal
pulsewidth modulation (PWM), a phase shift δ is introduced
between the triangular carriers used to generate the gating pulses
of the top and bottom inverters to control |V (1)

0 |. This phase shift
is implemented with a delay of Δt between carriers of the top
and bottom inverters, i.e.,

δ =

(
Δt

Tsw

)
2π. (8)

The system is envisioned to operate during both driving and
standstill conditions. When driving, a control system produces
a reference voltage suitable for torque production in the motor.
This voltage defines a set of modulating signals, ma, mb, and
mc. The modulating signals can be written in space-vector form
through the use of the Park transformation. The modulation
vector is defined by

�m = md + jmq = Mejθ (9)

where we have the following.
1) M is the modulation index or, equivalently, the amplitude

of the modulation vector, typically related to the speed of
the car. M is approximately 0 when the car is at standstill.

Fig. 6. PWM carrier visual definition and top-to-bottom phase-shift represen-
tation.

2) θ is the angle of �m, which is dependent on the angle of
the voltage space-vector, requested by the driving control
system.

The modulating signals used to generate each phase’s gating
pulses are defined by⎡

⎣ma

mb

mc

⎤
⎦ =

⎡
⎢⎣

Mcos (θ)

Mcos
(
θ − 2π

3

)
Mcos

(
θ + 2π

3

)
⎤
⎥⎦ . (10)

The gating pulses gi,t and gi,b can, therefore, be generated
by comparing the modulating signals with the top and bottom
inverter carrier signals, ct and cb, respectively⎡

⎣ ga,tgb,t
gc,t

⎤
⎦ = sign

⎛
⎝
⎡
⎣ma

mb

mc

⎤
⎦− ct

⎞
⎠ (11)

and ⎡
⎣ ga,bgb,b
gc,b

⎤
⎦ = sign

⎛
⎝−

⎡
⎣ma

mb

mc

⎤
⎦− cb

⎞
⎠ (12)

where we have the following.
1) ct is a triangular carrier signal of the top inverter, with

frequency fsw, ranging between −1 and 1, as illustrated in
Fig. 6.

2) cb is a delayed version of ct, which is used to generate the
gating pulses of the bottom inverter, i.e.,

cb(t) = ct(t−Δt) (13)

where

0 ≤ Δt ≤ Tsw

2
. (14)

Once the gating pulses are defined, based on the choice of
carrier and modulating signals, (7) can be solved in light of (8),
and (10)–(13), and assuming the modulating signals vary much
slower than the carrier signals. The result, describing magnitude
of the fundamental frequency component of v0, can be written
as a function of the modulation index M modulation angle θ and
the carrier phase-shift δ∣∣∣V (1)

0

∣∣∣ =
4Vbat

3π

[
1∑

i=−1

cos

(
Mπ

2
cos

(
θ + i

2π

3

))] ∣∣∣∣sin

(
δ

2

)∣∣∣∣ .(15)
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Fig. 7. Weak dependence of maximum applicable voltage, in p.u., A(M,θ),
on the modulation angle.

Fig. 8. Maximum applicable voltage in per-unit.

The maximum attainable amplitude of |V (1)
0 |, enacted when

δ = π, can be defined as A(M, θ)Vbat, where A(M, θ) is a
function of the modulation index magnitude and angle, given by

A (M, θ) �

∣∣∣V (1)
0

∣∣∣
Vbat

∣∣∣∣sin

(
δ

2

)∣∣∣∣
=

4

3π

1∑
i=−1

cos

(
Mπ

2
cos

(
θ + i

2π

3

))
. (16)

While the function A(M, θ) is mathematically dependent on
both modulation indexM and the modulation angle θ, the depen-
dence on θ can be neglected. To demonstrate this, Fig. 7 shows
the function A(M, θ) plotted with respect to the modulation
angle θ for different values of M . Note that for every value of
M , the plot is approximately a horizontal line, demonstrating
the weak dependence of A(M, θ) on θ.

Therefore, it is possible to approximate the function A, which
describes the maximum applicable voltage, given a suitable
choice of carrier phase shift δ as being dependent only on the
modulation magnitude M

A (M, θ) ≈ A(M, 0) = A′(M)

=
4

3π

(
cos

(
Mπ

2

)
+ 2cos

(
Mπ

4

))
. (17)

The function described in (17) is plotted in Fig. 8 and varies
between 4

√
2

3π and 4
π for 0 ≤ M ≤ 1. The magnitude of the zero-

axis voltage can be evaluated as

∣∣∣V (1)
0

∣∣∣ = A′(M)

∣∣∣∣sin

(
δ

2

)∣∣∣∣Vbat (18)

Fig. 9. Proposed traction-to-auxiliary topology in the presence of parasitic
capacitances.

with 4
√
2

3π ≤ A′(M) ≤ 4
π . The functionA′(M)may be taken into

consideration when designing the system, to ensure the system
can meet the power specifications even under the hardest power
transfer scenario, i.e., when M = 1.

As a result of motor behavior, the modulation index M tends
to increase approximately proportionally to the machine speed
within the maximum torque per ampere operating region. As a
consequence, to deliver a constant LV battery charging power,
the system is expected to require a somewhat higher value of δ
at higher drive speeds than what is required at lower speeds.

C. Filtering

The rectified sinusoidal current into the LV auxiliary battery
can have a significant double switching frequency harmonic. To
address this component, a CL low-pass filter can be placed after
the rectifier stage, as seen in Fig. 4. By design, the current wave-
form’s high frequency can help reduce the filter cost, allowing
for the use of an air-core inductor, thus significantly reducing
the filter weight. Such a filter is used in Section IV.

D. Effects of Parasitic Capacitances

The derivations made in this section assume no parasitic
capacitances. Nonetheless, in practical applications, such ca-
pacitances exist. Two such particularly important effects are the
motor capacitances and the dc-link y-capacitances.

Both parasitic effects are shown schematically in Fig. 9.
The y-capacitances from the dc-link to the chassis are labeled
Cy , whereas the capacitances from the stator windings to the
machine chassis are labeled Cw.

The effect of winding-to-chassis capacitance Cw is to al-
low leakage current through the stator chassis, part of which
takes the form of ball bearing currents, and can decrease motor
lifetime. The first harmonic approximation of the total current
through the combined winding-to-chassis capacitanceCw can be
computed as

∑
Icw =

A′(M)
2

∣∣cos
(
δ
2

)∣∣Vbat

1
jωsw(3Cw+4Cy)

+ jωsw
Ls

12

. (19)

Note that the voltage driving current through the machine par-
asitic capacitances, A′(M)

2 |cos( δ2 )|Vbat, is always less than, or
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Fig. 10. Proposed control system with a PI compensator determining the voltage magnitude |V (1)
0 |.

equal to, the voltage driving the same currents in a conven-
tional three-phase system, which can be shown to be A′(M)

2 Vbat.
Therefore, while not exploring the full cancelation afforded by
six-phase systems, the proposed T2A implementation produces
better or equal ball bearing current profile compared to conven-
tional drives. As a result, the extent of ball bearing currents is
out of the scope of this article.

The effect of Cy is to decrease the total voltage that is
applicable to the T2A system. To achieve a power transfer P , it
is required that

A′(M)Vbat > αVLV

(
4

π

)
G1G2 (20)

at all times, where

G1=

∣∣∣∣∣∣
(

1
jωswCy

)
‖
(

1
jωswCr

+jωswLtr+Req

)
(
jωsw

Ls

3

)
+
(

1
jωswCy

)
‖
(

1
jωswCr

+jωswLtr+Req

)
∣∣∣∣∣∣,

(21)

G2 =

∣∣∣∣∣ Req
1

jωswCr
+ jωswLtr +Req

∣∣∣∣∣ (22)

and the equivalent resistive representation of the rectifier stage,
referred to as the HV side, is given by

Req =
8α2

π2

V 2
LV

P
. (23)

For the experimental setup, both sets of parasitic capacitance
effects, however, can be neglected during the proposed system
analysis. However, in practical applications, these capacitances
can be larger and may, in some cases, need to be considered.
The operation shown in Section V demonstrates that Cy is
sufficiently small to allow current through the T2A branch.

III. CONTROL SYSTEM

As mentioned in Section II, the auxiliary LV battery charger
operates regardless of whether the car is driving or at a standstill.
As such, the T2A control system must operate without disturbing
the drive control or motor torque production. The T2A control
system may take variables from the driving control into con-
sideration. The modulation index M is particularly relevant, as
it has some effect on the amplitude of the applied voltage, as
shown in (17) and (18).

The proposed control paradigm, shown in Fig. 4, consists
of a compensator that determines the voltage magnitude |V (1)

0 |
required by the T2A system to eliminate the current tracking

error ei. Considering the modulation index M , the system deter-
mines the value of sin( δ2 ) required to synthesize such a voltage.
Before the sine inverse block, a limiter saturates the input to be
between −1 and 1, ensuring the output is defined in R. Finally,
the phase-shift δ is sent to the PWM modulator in the drivetrain.
Alternatively, the controller can be implemented solely with a
saturable PI controller if high-speed transient performance is not
required.

A. Compensator Design

The compensator design can be conducted considering a
worst-case scenario for stability. While the transfer-function
relating iLV with the magnitude of the input voltage |V (1)

0 |
is complex, it can be simplified as α

R , where R is the series
combination of the equivalent rectifier resistance and the loop re-
sistance. In the worst-case scenario, this function is bounded by
the ratio between the transformer ratioα and the loop resistance,
considering windings, connections, semiconductors, and other
components. This approximation is only valid for closed-loop
system bandwidths much lower than the switching frequency.

As a practical heuristic, for this system, a PI controller with
transfer function

PI(s) = K
(
1 +

a

s

)
(24)

can be used, where we have the following:
1) K ≤ Vbat

imax
LV

, with imax
LV representing the maximum current

output of the T2A system;
2) a ≈ 2πfsw

100 .
These conditions simultaneously
1) prevent controller saturation during large transients;
2) result in a controller bandwidth of approximately 100

times slower than the switching frequency, which is typ-
ically fast enough for the T2A system’s requirements but
is slow enough so that the resistive approximation is valid.

IV. SIMULATIONS

Simulations are conducted to verify the system’s operation.
In the results presented in this section, conventional techniques
are used to control the driving operation and ensure the system
follows a reference speed. The speed control system and its
architecture and design are sufficiently discussed in the liter-
ature and therefore not covered in this article. The T2A control
described in Section III ensures the proper functionality of the
LV battery charging stage. This analysis aims to show that
the T2A operation does not affect the driving control system.
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Fig. 11. Simulation results of T2A operation during acceleration of drivetrain.
(a) Machine speed and torque. (b) Machine phase current waveforms. (c) Current
reference and actual current into the auxiliary battery. (d) Carrier phase-shift
between top and bottom inverters. (e) Dual inverter PWM modulation index.

The simulations in this section use the circuit represented in
Fig. 4, driving a permanent magnet synchronous machine.

The simulation parameters are shown in Table I. The voltage
ratings are selected to represent typical voltages present in a
commercial EV. The motor parameters are selected to represent
the machine HSM-60, manufactured by TM4, used in Section V

Fig. 12. Simulation results zoomed in on 100 to 0A transient change of T2A
reference current. (a) Machine phase currents. (b) T2A output current.

Fig. 13. Preexisting drivetrain parts. (a) Drivetrain. (b) PMSM.

TABLE I
PARAMETERS USED IN SIMULATION
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and shown in Fig. 13(b). The T2A transformer and compensation
capacitor Cr are selected to ensure resonance, as prescribed in
(5), while filter components, Cf and Lf , are selected based on
available laboratory stock components that are employed for
experimental verification.

The simulation test, whose results are shown in Fig. 11,
consists of accelerating the drive system from rest to 5000 r/min
at time t = 0.1 s. This high speed value was set in simulation to
ensure a high modulation index in the inverters, making explicit
the dependence of |V (1)

0 | on M, described in (17) and (18) and
illustrated in Fig. 8. In the simulation, the vehicle inertia and
friction have been set to low values, while the torque controller
is designed to provide a fast response (in the order of 1-ms rise
time) in an attempt to demonstrate the T2A operation even in
the presence of transients significantly more severe than what
can be expected in practical applications.

In simulation, the LV battery current reference is initialized
to 0. At t = 0.05 s, before the acceleration takes place, the
reference is set to i∗LV = 100A. As a result, the T2A system is
operating while the acceleration transient is applied, showcasing
the effect of disturbance introduced by the drive controller onto
the T2A system. At time t = 0.4 s, the reference is set back
to 0, and at time t = 0.75 s, it is raised to 100A once more,
showcasing the effects of disturbances introduced by the T2A
transients onto the driving system. The simulation results are
shown in Fig. 11.

Fig. 11(a) shows the speed and torque responses of the sys-
tem to the transient described above. As the speed reference
step is applied, the drive controller increases the torque to
its maximum value, determined by the maximum allowable
machine winding current. As a result, the speed increases,
converging to the reference value of 5000 r/min. To achieve
this behavior, an inner control loop increases the stator cur-
rents, as shown in Fig. 11(b). The system’s speed, torque, and
stator winding currents are typical for permanent magnet syn-
chronous motor (PMSM) drives. This result demonstrates that
the integrated T2A functionality does not interfere with drive
operation.

The T2A controller has a variable reference for LV bat-
tery current as described above. The reference current is
shown in Fig. 11(c), as well as the actual current output to
the LV battery. The control scheme shown in Fig. 10 ade-
quately tracks the reference current. The T2A system con-
trols the carrier phase-shift between inverters δ, as shown in
Fig. 11(d). At t = 0.05 s, as the T2A reference output cur-
rent increases, the value of δ requested by the control sys-
tem increases commensurately, tracking the current command.
Despite the large T2A transient, no disturbance is noted in
the speed or torque signals shown in Fig. 11(a), highlighting
the fact that T2A operation does not interfere with driving
functionality.

At t = 0.1 s, as the acceleration transient is applied, in an
attempt to quickly raise the torque, the drive control applies a
largeM transient, seen as a spike in Fig. 11(e). This sudden vari-
ation in M imposes a transient onto the T2A system, as per (17).
Even in this extreme circumstance, which is more severe than

expected in practical applications, the T2A controller quickly
reestablishes tracking. At t = 0.4 s, as the current reference is
set to zero, the phase-shift decreases to zero, thereby tracking
the current reference.

As the speed continuously increases, so does the modula-
tion index M, as shown in Fig. 11(e). This effect is typical
and expected in drive systems. The modulation index variation
changes the required value of δ for a given T2A output power.
In the simulation result, this effect can be seen best between
t = 0.25 s and t = 0.4 s. The rapid increase in speed causes a
rapid increase in modulation index. To maintain the same output
power, the controller increases the phase shift, according to (15).

Near the end of the simulation, as the machine speed ap-
proaches nominal values and modulation index approaches
unity, a significantly larger δ is required to output the same
current level. This effect can be seen in Fig. 11(d), as the value
of δ is significantly greater near the end of the simulation period,
despite the identical current reference i∗LV.

To examine the impact of T2A transients on driving currents,
Fig. 12(a) shows the machine phase currents during the step
transient in reference current output from the T2A shown in
Fig. 12(b). The transient happening around 0.4 s is chosen for
this demonstration as the phase current magnitude is approxi-
mately constant when the change occurs. Since the magnitude of
the currents resulting from driving operation are several orders
of magnitude larger than those resulting from T2A operation,
no appreciable change is seen due to the transient. This result is
a consequence of the orders of magnitude difference in power
ratings, making T2A imposed currents negligible to the drive-
train.

V. EXPERIMENTAL VERIFICATION

An experimental prototype, as shown in Fig. 13(a), was de-
signed to verify the analytical claims and validate the simulation
results. This section covers the design calculations pertaining to
the construction of the experimental setup and the operation
thereof. The circuitry can be decomposed into two parts: pre-
existing drivetrain parts and added circuitry. The preexisting
drivetrain parts are shown in Fig. 13. The added circuitry is
shown in Fig. 14. Note that the T2A additional circuitry is
simple enough to be designed with lab available parts, including
the aircore inductor, and is not optimized for power density.
All parameters used in experimental verification are identical to
what is described in Table I unless otherwise specified.

A. Transformer Design

To enable the drivetrain integrated T2A, the transformer de-
picted in Fig. 4 must be designed. The transformation ratio is
chosen such that the system can operate for all values of M. The
design, therefore, considers the case where M is approximately
1 and A′(M) ≈ 4

√
2

3π , as this case produces the smallest value
of A′(M). In the tests conducted in this work, the HV battery
voltage is 400V and the LV battery voltage is 12V, as shown in
Table I. Therefore, the transformation ratio, defined here as the
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Fig. 14. Added circuitry for T2A functionality. (a) Transformer and rectifier.
(b) Compensation capacitor Cr . (c) CL filter with electrolytic capacitor and
aircore inductor.

TABLE II
EXPERIMENTALLY MEASURED TRANSFORMER PARAMETERS, AS SEEN ON THE

HV SIDE

ratio between the turns on the HV side and on the LV side

α =
4
√
2

3π

Vbat

VLV
≈ 20. (25)

In practical applications, a lower turns ratio value might be
desired to accommodate different HV and LV batteries’ state
of charge.

The transformer is designed to have 40 turns on the HV side
and two turns on each half winding of the LV side, as shown in
Fig. 14(a). The transformer parameters are measured and shown
in Table II.

B. Compensation Capacitor

Once the transformer parameters are determined, the leakage
inductance can be used to design the compensation capacitor, as
described in (5). Given the transformer parameters, a capacitance
of approximately 280 nF is required. The capacitor is imple-
mented using a matrix of surface mount ceramic capacitors to
observe the current and voltage stress on the component. The
capacitor is shown in Fig. 14(b).

C. Power Electronics, Machine, and Power Supplies

The control algorithm is implemented in an F28379D digital
signal processor (DSP), by Texas Instruments. Two HP1 three-
phase insulated-gate bipolar transistor modules, by Infineon,

Fig. 15. Experimentally measured waveforms during T2A output current step
from 0 to 50A at standstill. (a) T2A voltage and current output. (b) Phase-shift
imposed by the controller, outputted via DAC. (c) Current at the primary winding
of the T2A transformer. (d) Speed read by DSP outputted via DAC.

are used to implement the drivetrain prototype, as shown in
Fig. 13(a). A 110 kW PMSM HSM-60 machine, by TM4, is
driven, as shown in Fig. 13(b). The motor is operated with a
conventional speed controller, comprising an outer-loop speed
control and an inner-loop current control system. Two EA-PSB
power supplies are used to emulate the 400V batteries. A dc
e-load model 63207, by Chroma, is used to emulate the 12V
battery as a constant voltage load. The parasitic capacitances
Cy and Cw are measured using an impedance analyzer and
determined to be, respectively, 6 and 2.4 nF.

D. Results

The prototype shown in Fig. 14 is used to conduct three
experiments.
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Fig. 16. Voltage between negative terminal of both batteries vbt during steady-
state operation. T2A output current at 50A.

1) The system is subject to a step in T2A current output
reference from 0 to 50A to demonstrate T2A control
transient performance. This experiment also demonstrates
that T2A transient does not affect the motor drive system.

2) The T2A system is operated at 100A, demonstrating high
power transfer capability and providing a visual examina-
tion of component stress.

3) With T2A system outputting 50A, a step-in motor speed
reference is applied to the drive controller, from 0 to
1500 r/min. This experiment demonstrates that drive con-
trol operates normally under T2A power transfer and that
practical drive transient does not appreciably affect T2A
operation.

For the first experiment, the system is initially conducting
0A at the output of the T2A system. Around time t = 0 s, the
reference output current is set to i∗LV = 50A.The control system
shown conceptually in Fig. 10 enforces the reference tracking
and the output current rises to iLV = 50A, as shown in Fig. 15(a).

To increase the T2a output current iLV, the controller increases
the magnitude of the zero-axis voltage by imposing a carrier
phase-shift δ between inverters. The δ requested by the controller
is extracted from the DSP using a digital-to-analog converter
(DAC) and is shown in Fig. 15(b). As a result, the transformer’s
HV winding switching frequency current component magnitude
increases. This effect can be observed in Fig. 15(c). The voltage
VLV is controlled by the e-load, which maintains the voltage
approximately at 12V.

The speed, read by the DSP from the machine’s built-in
resolver, is also outputted via DAC. The resulting experimental
speed measurement is shown in Fig. 15(d). No appreciable
disturbance is seen in the speed measurement, and no movement
is observed in the physical motor during the test, despite no load
on the rotor, as shown in Fig. 13(b). This result suggests that the
T2A step does not impose any torque disturbance on the drive
system.

When the current settles around 50A, the voltages between
the negative terminal of bottom and top batteries vbt is measured.
This is the voltage applied to the series combination of Cr

and primary side of the transformer. The resulting waveform
is shown in Fig. 16 and has a dominant sinusoidal component at
the switching frequency. Higher order harmonics of this voltage
are filtered by the transformer inductance and do not cause
significant current.

For the second test, the T2A system is kept in steady-state
with output current reference i∗LV = 100A, while the drive is
at a standstill. The T2A output voltage and current are shown

Fig. 17. Experimentally measured waveforms during steady-state T2A oper-
ation with i∗LV = 100A. (a) T2A voltage and current output. (b) Current at the
primary winding of the T2A transformer.

in Fig. 17(a). The current through the HV windings of the
transformer is shown in Fig. 17(b) and can be seen to be
approximately sinusoidal and have a frequency of 10 kHz, i.e.,
the switching frequency fsw, as predicted by the theory laid out
in Section II. The peak amplitude of the current is approximately
8A. The measured rms current imposed onto the machine phase
windings is 2.84A, which is less than 1.5% of the machine rated
current 200A.

For the third and last experiment, the T2A system is at steady-
state, with i∗LV = 50A. The current into the HV winding of the
transformer can be observed in Fig. 18(d), and it has a similar
magnitude as shown in Fig. 15(c), after the current reference
step.

Starting approximately at time t = 0 s, the speed reference
of the drive system is ramped up, from 0 to 1500 r/min. The
speed controller raises the speed throughout approximately 15 s,
as shown in Fig. 18(a). To accelerate, sinusoidal currents are
imposed onto the machine stator windings, with phase “a” shown
in Fig. 18(b). In this test, the rotor has no load, and, as a result,
the stator current required for acceleration is relatively small
compared to the machine’s rated current. The drive system op-
erates regularly, regardless of the simultaneous T2A operation,
which imposes zero-sequence current through the machine.

The T2A operation is undisturbed by the acceleration. In
Fig. 18(c), VLV and iLV are shown to be constant. The current
through the HV side of the T2A transformer is also undisturbed,
as shown in Fig. 18(d). This rejection is achieved by designing
the T2A controller with enough bandwidth to reject the mod-
ulation index variations imposed by the speed controller, as it
raises the machine current magnitude in response to a change in
speed reference.

As the speed increases, the modulation index M increases,
decreasing the value of A′(M), as per (17). To compensate for
this effect, even a simple PI controller changes δ to maintain the
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Fig. 18. Experimentally measured waveforms during steady-state T2A oper-
ation with output current reference i∗LV = 50A and speed reference step from
0 to 1500 r/min. (a) Motor speed read by the DSP and outputted via DAC.
(b) Machine winding current through phase “a.” (c) T2A voltage and current
output. (d) Current at the primary winding of the T2A transformer. (e) Phase-shift
imposed by the controller, outputted via DAC. Signal filtered by a moving
average of 19 scope samples to enhance signal-to-noise ratio.

reference current output. The phase-shift is outputted via DAC,
filtered using a moving average filter, and shown in Fig. 18(e).
The moving average filter enhances the visualization since the
change in δ is fairly small compared to the DAC quantization
and measurement noises. The measured δ, after filtering, can be
seen to increase slightly as the speed increases.

VI. CONCLUSION

A T2A converter is proposed to feed the LV auxiliary battery
charging in dual inverter EVs. The system uses multifrequency
power transfer, reserving low frequencies for the drive operation
and leveraging zero-sequence current at the switching frequency
for T2A operation. No additional active switches are necessary
to control the power transfer between the main traction and LV
auxiliary batteries. Instead, a carrier phase shift is established be-
tween the top and bottom inverters of the drivetrain. As a result,
at the switching frequency, zero-axis current is established and
controlled through the open winding machine stator and is used
for power transfer. Moreover, during simultaneous driving and
charging operation, no additional switching takes place, as the
switching action of the driving operation is leveraged, while the
additional current imposed on the machine windings is less than
1.5% of the rated value. Therefore, the proposed scheme signif-
icantly reduces additional loss during driving mode compared
to comparable APMs, which invariably require some dedicated
PEIs.

An experimental 1.2 kW prototype is designed to demonstrate
the proposed functionality. The converter is shown to operate
undisturbed during variations in driving conditions, including
acceleration transients. Similarly, transients in auxiliary current
output are demonstrated not to affect the drive system.

The proposed auxiliary power supply additional circuitry
consists of capacitors, an isolation transformer, and a rectifier.
The reduced number of components and conversion stages make
this circuit superior to previously proposed solutions both in cost
and weight.

REFERENCES

[1] J. Asamer, A. Graser, B. Heilmann, and M. Ruthmair, “Sensitivity analysis
for energy demand estimation of electric vehicles,” Transp. Res. Part D:
Transport Environ., vol. 46, pp. 182–199, 2016. [Online]. Available: http:
//dx.doi.org/10.1016/j.trd.2016.03.017

[2] M. Coffman, P. Bernstein, and S. Wee, “Factors affecting EV adoption:
A literature review and EV forecast for Hawaii,” Electric Veh. Transp.
Center, vol. 37, pp. 1–36, Apr. 2015.

[3] S. M. Hasan, M. N. Anwar, M. Teimorzadeh, and D. P. Tasky, “Features and
challenges for auxiliary power module (APM) design for hybrid/electric
vehicle applications,” in Proc. IEEE Veh. Power Propulsion Conf., 2011,
pp. 1–6.

[4] L. Zhu, H. Bai, A. Brown, and M. McAmmond, “Two-stage vs one-stage
design for a. bidirectional 400 V/12 V 6 kW auxiliary power module in
electric vehicles,” in Proc. IEEE Transp. Electrific. Conf. Expo., 2020,
pp. 1222–1226.

[5] L. Zhu, H. K. Bai, A. Brown, and M. McAmmond, “Dynamic process anal-
ysis of a high-power bidirectional DC/DC converter for electric vehicles,”
in Proc. IEEE Energy Convers. Congr. Expo., 2020, pp. 864–870.

[6] L. Zhu, H. Bai, A. Brown, and M. McAmmond, “Design a 400 V-12 v
6 kW bidirectional auxiliary power module for electric or autonomous
vehicles with fast precharge dynamics and zero DC-Bias current,” IEEE
Trans. Power Electron., vol. 36, no. 5, pp. 5323–5335, May 2021.

[7] R. Hou, P. Magne, B. Bilgin, and A. Emadi, “A topological evaluation
of isolated DC/DC converters for auxiliary power modules in electrified
vehicle applications,” in Proc. Conf. IEEE Appl. Power Electron. Conf.
Expo., 2015, pp. 1360–1366.

[8] R. Hou and A. Emadi, “Evaluation of integrated active filter auxiliary
power modules in electrified vehicle applications,” in Proc. IEEE Energy
Convers. Congr. Expo., 2015, pp. 6314–6319.

[9] R. Muhammad, S. Kim, C. Suk, S. Choi, B. Yu, and S. Park, “Inte-
grated planar transformer design of 3-kW auxiliary power module for
electric vehicles,” in Proc. IEEE Energy Convers. Congr. Expo., 2020,
pp. 1239–1243.

Authorized licensed use limited to: The University of Toronto. Downloaded on February 03,2025 at 02:35:03 UTC from IEEE Xplore.  Restrictions apply. 

http://dx.doi.org/10.1016/j.trd.2016.03.017
http://dx.doi.org/10.1016/j.trd.2016.03.017


12524 IEEE TRANSACTIONS ON POWER ELECTRONICS, VOL. 37, NO. 10, OCTOBER 2022

[10] A. M. Naradhipa, S. Kim, D. Yang, S. Choi, I. Yeo, and Y. Lee, “Power den-
sity optimization of 700 kHz GaN-Based auxiliary power module for elec-
tric vehicles,” IEEE Trans. Power Electron., vol. 36, no. 5, pp. 5610–5621,
May 2021.

[11] H. Moradisizkoohi, N. Elsayad, and O. A. Mohammed, “Experimental
demonstration of a modular, quasi-resonant bidirectional DC-DC con-
verter using GaN switches for electric vehicles,” IEEE Trans. Ind. Appl.,
vol. 55, no. 6, pp. 7787–7803, Nov./Dec. 2019.

[12] G. Yu and S. Choi, “Auxiliary power module - integrated EV charger with
extended ZVS range,” in Proc. IEEE Energy Convers. Congr. Expo., 2020,
pp. 628–632.

[13] R. Hou and A. Emadi, “Dual active bridge-based full-integrated active filter
auxiliary power module for electrified vehicle applications with single-
phase onboard chargers,” in Proc. IEEE Appl. Power Electron. Conf. Expo.,
2016, pp. 1300–1306.

[14] R. Hou and A. Emadi, “A primary full-integrated active filter auxiliary
power module in electrified vehicles with single-phase onboard chargers,”
IEEE Trans. Power Electron., vol. 32, no. 11, pp. 8393–8405, Nov. 2017.

[15] R. Hou and A. Emadi, “Applied integrated active filter auxiliary power
module for electrified vehicles with single-phase onboard chargers,” IEEE
Trans. Power Electron., vol. 32, no. 11, pp. 8393–8405, Mar. 2017.

[16] M. Evzelman, M. M. Ur Rehman, K. Hathaway, R. Zane, D. Costinett,
and D. Maksimovic, “Active balancing system for electric vehicles with
incorporated low-voltage bus,” IEEE Trans. Power Electron., vol. 31,
no. 11, pp. 7887–7895, Nov. 2016.

[17] W. Wang and M. Preindl, “Dual cell links for battery-balancing auxiliary
power modules: A. cost-effective increase of accessible pack capacity,”
IEEE Trans. Ind. Appl., vol. 56, no. 2, pp. 1752–1765, Mar./Apr. 2020.

[18] Z. Gong et al., “EV BMS with time-shared isolated converters for active
balancing and auxiliary bus regulation,” in Proc. Int. Power Electron.
Conf., 2018, pp. 267–274.

[19] M. Preindl, “A battery balancing auxiliary power module with predictive
control for electrified transportation,” IEEE Trans. Ind. Electron., vol. 65,
no. 8, pp. 6552–6559, Aug. 2018.

[20] A. Khaligh and M. Dantonio, “Global trends in high-power on-board
chargers for electric vehicles,” IEEE Trans. Veh. Technol., vol. 68, no. 4,
pp. 3306–3324, Apr. 2019.

[21] L. Zhu, H. Bai, A. Brown, and L. Keuck, “A current-fed three-port DC/DC
converter for integration of on-board charger and auxiliary power module
in electric vehicles,” in Proc. IEEE Appl. Power Electron. Conf. Expo.,
2021, pp. 577–582.

[22] Y. Tang, J. Lu, B. Wu, S. Zou, W. Ding, and A. Khaligh, “An integrated
dual-output isolated converter for plug-in electric vehicles,” IEEE Trans.
Veh. Technol., vol. 67, no. 2, pp. 966–976, Feb. 2018.

[23] B. Farhangi and H. A. Toliyat, “Modeling and analyzing multiport iso-
lation transformer capacitive components for onboard vehicular power
conditioners,” IEEE Trans. Ind. Electron., vol. 62, no. 5, pp. 3134–3142,
May 2015.

[24] J. G. Pinto, V. Monteiro, H. Gonçalves, and J. L. Afonso, “Onboard
reconfigurable battery charger for electric vehicles with traction-to-
auxiliary mode,” IEEE Trans. Veh. Technol., vol. 63, no. 3, pp. 1104–1116,
Mar. 2014.

[25] S. Kim and F. S. Kang, “Multifunctional onboard battery charger for
plug-in electric vehicles,” IEEE Trans. Ind. Electron., vol. 62, no. 6,
pp. 3460–3472, Jun. 2015.

[26] S. Semsar, T. Soong, and P. W. Lehn, “On-board single-phase integrated
electric vehicle charger with V2G functionality,” IEEE Trans. Power
Electron., vol. 35, no. 11, pp. 12072–12084, Nov. 2020.

[27] S. Semsar, T. Soong, and P. W. Lehn, “Integrated single-phase electric ve-
hicle charging using a dual-inverter drive,” in Proc. IEEE Trans. Electrific.
Conf. Expo., 2018, pp. 320–325.

[28] B. A. Welchko, T. M. Jahns, and T. A. Lipo, “Short-circuit fault mitigation
methods for interior PM synchronous machine drives using six-leg invert-
ers brian,” in Proc. 35th Annu. IEEE Power Elecrron. Specialists Conf.,
2004, pp. 2133–2139.

[29] R. Menon, S. S. Williamson, N. A. Azeez, and A. H. Kadam, “A fault
tolerant modulation strategy for dual inverter traction drives,” in Proc.
IEEE Energy Convers. Congr. Expo., 2019, pp. 5856–5861.

[30] M. Pathmanathan, C. Viana, S. Semsar, and P. Lehn, “Open-phase fault tol-
erant driving operation of dual-inverter-based traction drive,” IET Electric
Power Appl., vol. 15, no. 7, pp. 873–889, 2021.

[31] J. Kim, J. Jung, and K. Nam, “Dual-inverter control strategy for high-speed
operation of EV induction motors,” IEEE Trans. Ind. Electron., vol. 51,
no. 2, pp. 312–320, Apr. 2004.

[32] S. Singh, C. Perera, G. J. Kish, and J. Salmon, “PWM control of a dual
inverter drive using a floating capacitor inverter,” in Proc. IEEE 20th
Workshop Control Model. Power Electron., 2019, pp. 1–8.

[33] K. A. Corzine, S. D. Sudhoff, and C. Whitcomb, “Performance character-
istics of a cascaded two-level converter,” IEEE Trans. Energy Convers.,
vol. 14, no. 3, pp. 433–439, Sep. 1999.

[34] R. Shi, S. Semsar, and P. W. Lehn, “Constant current fast charging of
electric vehicles via a DC grid using a dual-inverter drive,” IEEE Trans.
Ind. Electron., vol. 64, no. 9, pp. 6940–6949, Sep. 2017.

[35] C. Viana and P. W. Lehn, “A drivetrain integrated DC fast charger
with buck and boost functionality and simultaneous drive/charge capa-
bility,” IEEE Trans. Transport. Electrific., vol. 5, no. 4, pp. 903–911,
Dec. 2019.

[36] A. D. Brovont and S. D. Pekarek, “Derivation and application of equiv-
alent circuits to model common-mode current in microgrids,” IEEE
Trans. Emerg. Sel. Topics Power Electron., vol. 5, no. 1, pp. 297–308,
Mar. 2017.

[37] E. Clarke, “Problems solved by modified symmetrical components,” Gen.
Electric Rev., vol. 41, no. 11 and 12, pp. 488–449, 1938.

[38] C. J. O’Rourke, M. M. Qasim, M. R. Overlin, and J. L. Kirtley, “A geomet-
ric interpretation of reference frames and transformations: DQ0, Clarke,
and Park,” IEEE Trans. Energy Convers., vol. 34, no. 4, pp. 2070–2083,
Dec. 2019.

Caniggia Castro Diniz Vian (Student Member,
IEEE) received the B.A.Sc. degree in electrical en-
gineering from the Federal University of Rio Grande
do Norte, Natal, Brazil, in 2017.

He is currently working toward the Ph.D. degree in
electrical engineering with the University of Toronto,
Toronto, Canada.

His current research interests include integrated
implementation of power EV conversion functional-
ities and standard compliance.

Mehanathan Pathmanathan received the B.E.
(Hons.) and Ph.D. degrees in electrical and electronic
engineering from The University of Adelaide, Ade-
laide, Australia, in 2007 and 2012, respectively.

From 2012 to 2018, he was a Research Engi-
neer with the Machines and Drives Team, ABB
Corporate Research, Sweden. Since 2018, he has
been a Research Associate with the University of
Toronto,Toronto, ON, Canada.

His current research interests include electric vehi-
cle powertrains, medium voltage drives, and wireless

power transfer.

Peter W. Lehn received the B.Sc. and M.Sc. degrees
in electrical engineering from the University of Man-
itoba, Winnipeg, MN, Canada, in 1990 and 1992,
respectively, and the Ph.D. degree from the University
of Toronto, Toronto, ON, Canada, in 1999 in the
area of Modeling and Control of Power Electronic
Converters.

In 1999, he joined the University of Toronto, as a
Faculty. He spent six months as a Visiting Professor
at the University of Erlangen-Nuremberg, Erlangen,
Germany, in 2001. His current research interests in-

clude HVDC technologies, grid integration of storage and renewables, power
electronics for electric vehicles, and theoretical analysis of power electronic
systems.

Dr. Lehn has been an Editor of IEEE TRANSACTIONS ON ENERGY CONVER-
SION from 2013 to 2019.

Authorized licensed use limited to: The University of Toronto. Downloaded on February 03,2025 at 02:35:03 UTC from IEEE Xplore.  Restrictions apply. 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Gray Gamma 2.2)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Warning
  /CompatibilityLevel 1.4
  /CompressObjects /Off
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /sRGB
  /DoThumbnails true
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams true
  /MaxSubsetPct 100
  /Optimize true
  /OPM 0
  /ParseDSCComments false
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo false
  /PreserveFlatness true
  /PreserveHalftoneInfo true
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Remove
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
    /Algerian
    /Arial-Black
    /Arial-BlackItalic
    /Arial-BoldItalicMT
    /Arial-BoldMT
    /Arial-ItalicMT
    /ArialMT
    /ArialNarrow
    /ArialNarrow-Bold
    /ArialNarrow-BoldItalic
    /ArialNarrow-Italic
    /ArialUnicodeMS
    /BaskOldFace
    /Batang
    /Bauhaus93
    /BellMT
    /BellMTBold
    /BellMTItalic
    /BerlinSansFB-Bold
    /BerlinSansFBDemi-Bold
    /BerlinSansFB-Reg
    /BernardMT-Condensed
    /BodoniMTPosterCompressed
    /BookAntiqua
    /BookAntiqua-Bold
    /BookAntiqua-BoldItalic
    /BookAntiqua-Italic
    /BookmanOldStyle
    /BookmanOldStyle-Bold
    /BookmanOldStyle-BoldItalic
    /BookmanOldStyle-Italic
    /BookshelfSymbolSeven
    /BritannicBold
    /Broadway
    /BrushScriptMT
    /CalifornianFB-Bold
    /CalifornianFB-Italic
    /CalifornianFB-Reg
    /Centaur
    /Century
    /CenturyGothic
    /CenturyGothic-Bold
    /CenturyGothic-BoldItalic
    /CenturyGothic-Italic
    /CenturySchoolbook
    /CenturySchoolbook-Bold
    /CenturySchoolbook-BoldItalic
    /CenturySchoolbook-Italic
    /Chiller-Regular
    /ColonnaMT
    /ComicSansMS
    /ComicSansMS-Bold
    /CooperBlack
    /CourierNewPS-BoldItalicMT
    /CourierNewPS-BoldMT
    /CourierNewPS-ItalicMT
    /CourierNewPSMT
    /EstrangeloEdessa
    /FootlightMTLight
    /FreestyleScript-Regular
    /Garamond
    /Garamond-Bold
    /Garamond-Italic
    /Georgia
    /Georgia-Bold
    /Georgia-BoldItalic
    /Georgia-Italic
    /Haettenschweiler
    /HarlowSolid
    /Harrington
    /HighTowerText-Italic
    /HighTowerText-Reg
    /Impact
    /InformalRoman-Regular
    /Jokerman-Regular
    /JuiceITC-Regular
    /KristenITC-Regular
    /KuenstlerScript-Black
    /KuenstlerScript-Medium
    /KuenstlerScript-TwoBold
    /KunstlerScript
    /LatinWide
    /LetterGothicMT
    /LetterGothicMT-Bold
    /LetterGothicMT-BoldOblique
    /LetterGothicMT-Oblique
    /LucidaBright
    /LucidaBright-Demi
    /LucidaBright-DemiItalic
    /LucidaBright-Italic
    /LucidaCalligraphy-Italic
    /LucidaConsole
    /LucidaFax
    /LucidaFax-Demi
    /LucidaFax-DemiItalic
    /LucidaFax-Italic
    /LucidaHandwriting-Italic
    /LucidaSansUnicode
    /Magneto-Bold
    /MaturaMTScriptCapitals
    /MediciScriptLTStd
    /MicrosoftSansSerif
    /Mistral
    /Modern-Regular
    /MonotypeCorsiva
    /MS-Mincho
    /MSReferenceSansSerif
    /MSReferenceSpecialty
    /NiagaraEngraved-Reg
    /NiagaraSolid-Reg
    /NuptialScript
    /OldEnglishTextMT
    /Onyx
    /PalatinoLinotype-Bold
    /PalatinoLinotype-BoldItalic
    /PalatinoLinotype-Italic
    /PalatinoLinotype-Roman
    /Parchment-Regular
    /Playbill
    /PMingLiU
    /PoorRichard-Regular
    /Ravie
    /ShowcardGothic-Reg
    /SimSun
    /SnapITC-Regular
    /Stencil
    /SymbolMT
    /Tahoma
    /Tahoma-Bold
    /TempusSansITC
    /TimesNewRomanMT-ExtraBold
    /TimesNewRomanMTStd
    /TimesNewRomanMTStd-Bold
    /TimesNewRomanMTStd-BoldCond
    /TimesNewRomanMTStd-BoldIt
    /TimesNewRomanMTStd-Cond
    /TimesNewRomanMTStd-CondIt
    /TimesNewRomanMTStd-Italic
    /TimesNewRomanPS-BoldItalicMT
    /TimesNewRomanPS-BoldMT
    /TimesNewRomanPS-ItalicMT
    /TimesNewRomanPSMT
    /Times-Roman
    /Trebuchet-BoldItalic
    /TrebuchetMS
    /TrebuchetMS-Bold
    /TrebuchetMS-Italic
    /Verdana
    /Verdana-Bold
    /Verdana-BoldItalic
    /Verdana-Italic
    /VinerHandITC
    /Vivaldii
    /VladimirScript
    /Webdings
    /Wingdings2
    /Wingdings3
    /Wingdings-Regular
    /ZapfChanceryStd-Demi
    /ZWAdobeF
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 150
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages false
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 900
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.00111
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages false
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /ColorImageDict <<
    /QFactor 0.40
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 150
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages false
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 1200
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.00083
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages false
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /GrayImageDict <<
    /QFactor 0.40
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages false
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1600
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.00063
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e55464e1a65876863768467e5770b548c62535370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc666e901a554652d965874ef6768467e5770b548c52175370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA (Utilizzare queste impostazioni per creare documenti Adobe PDF adatti per visualizzare e stampare documenti aziendali in modo affidabile. I documenti PDF creati possono essere aperti con Acrobat e Adobe Reader 5.0 e versioni successive.)
    /JPN <>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020be44c988b2c8c2a40020bb38c11cb97c0020c548c815c801c73cb85c0020bcf4ace00020c778c1c4d558b2940020b3700020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken waarmee zakelijke documenten betrouwbaar kunnen worden weergegeven en afgedrukt. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU (Use these settings to create PDFs that match the "Suggested"  settings for PDF Specification 4.0)
  >>
>> setdistillerparams
<<
  /HWResolution [600 600]
  /PageSize [612.000 792.000]
>> setpagedevice


