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Abstract—Dc-dc converters can be found in different kinds of
electric vehicles (EVs). Their main function is to accommodate
voltages and currents to the motor or other EV systems require-
ments. The use of wide-bandgap (WBG) devices can improve
the efficiency of silicon-based power converters, qualifying also
for higher switching frequencies. In this article the features of a
dual active bridge (DAB) converter are studied. The high voltage
side of the DAB is implemented with Silicon Carbide (SiC)
MOSFETs. For the low voltage side two types of devices are
used: either Gallium Nitride (GaN) enhancement high-electron-
mobility transistors (e-HEMTs) or SiC MOSFETs. The influence
of switching frequency and output power on the efficiency are
evaluated. The parallel connection of GaN devices is proposed to
overcome the device current limits and thus increase the overall
DAB converter output power. A feedback controller has been
designed to reduce the effects on the output voltage of load
changes. The DAB converter evaluation has been realized by
using MATLAB/Simulink and PLECS software.

Index Terms—DAB converter, Gallium Nitride (GaN), Silicon
Carbide (SiC), losses, PLECS, power electronics, electric vehicle
(EV)

I. INTRODUCTION

The growing popularity of electric vehicles (EVs), hybrid
electric vehicles (HEVs), and pluggable hybrid electric ve-
hicles (PHEV) is attributed to the wish of reducing global
greenhouse emissions [1] and to vehicle performance im-
provements [2]. Inside the EVs, a full electric powertrain can
be found, which is usually formed by an on-board charger
(OBC), a high-voltage battery pack, and a motor-drive inverter
[3], as can be seen in Fig. 1. The OBC converts ac energy
from the electrical grid into dc energy which is required to
recharge the batteries. A two-stage OBC includes a power
factor correction (PFC) converter and an dc-dc converter

Fig. 1. Powertrain in an electrical vehicle.

with galvanic isolation, which connects the dc power supply
to the dc circuitry onboard: charging stage, motor boosting
inverter, energy storage, and ancillary loads. Research on PFC
is relatively mature, with efficiencies that can reach over 98%
[4]. The overall efficiency and power density of the dc system
on board depends mainly on the design and the operation mode
of the dc-dc converters. Dc-dc converters are used to adapt the
voltage suppied by the battery pack (typically 200–300V) to
the different voltages required by the motor drive (450–800V)
and other vehicle systems (12–48V) and also to manage energy
flows in the EV dc system, including energy storage [5]. The
research goal is to improve the efficiency of these converters
by developing next-generation topologies which should be
more efficient, with a reduced part count, and be easily
scalable. Therefore, a small-sized, reliable, light-weighted,
controllable, scalable, and efficient dc-dc converter is likely to
have a higher demand in automotive industries for BEV/PHEV
and Automated Guided Vehicles (AGV) powertrains.
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topologies, which connect multiple electric sources using
the parallel connection of switching converters can bring a
solution when multiple input sources are required to drive
different types of loads [6], while they qualify for bidirectional
power flow and power recovering during regenerative braking,
thus improving effectiveness and functionality. Additionally,
in order to reduce the overall weight of the converter, non-
isolated interleaved dc/dc converters can be used to avoid
the use of transformers. Isolated and non-isolated multi-phase
interleaved converters are chosen for vehicular applications
due to their capability of archiving a good performance of
the electric sources with low voltage ripple. These converter
topologies can minimize input current and output voltage
ripple without increasing the size of passive components,
qualifying for the use of higher switching frequencies, thus
improving the overall efficiency and reliability of the system
[5]. However, these topologies have stability problems as they
are sensitive to load changes.

If galvanic isolation is needed between the source and the
load, dual active bridge (DAB) converters can also be selected
for EVs [7]. DAB phase-shift control can be adapted to a
wide output voltage range with a fixed switching frequency,
but the standard full-bridge PWM converter involves large
reactive power circulation and cannot achieve soft switching
under a light load. A phase-shifte full-bridge converter control
is widely used for dc/dc convertes due to its several advan-
tages [8]. However, there are some problems associated to
the technology, such as significant conduction losses due to
the circulating current during the freewheeling interval, and
the voltage overshoots across the full-bridge rectifier on the
secondary side, which increase significantly when the output
voltage is high. Besides, when the output voltage is very high
and the range of the output voltage is very wide too, a large
inductance is required to reduce the current ripple. In order to
reduce such drawbacks in conventional phase-shifte full-bridge
(PSFB) converters, active clamp circuits [9] or modifications in
the conduction angle for both primary and secondary bridges
have been implemented [10].

DAB converters provide a higher overall power density
when compared to systems including independent converters,
which are widely implemented in the state-of-the-art convert-
ers for the EV [11].

Most of the dc/dc converters implemented in the powertrains
of HEVs and PHEVs these days, are primarily based on the use
of silicon transistors. This fact sets a limit to their efficiency
(92–93%), to the switching frequency (30 kHz) and to the
converter power density (1–15 kW/l) [12]. In contrast, the use
of wide-bandgap devices (WBG) allows converters to operate
at higher frequencies and temperatures, when compared to
silicon based ones. Futhermore, WBG semiconductors have
brought about significant increases in the converter power
density, exceeding 15 kW/cm3, and also to the converter effi-
ciency, while ensuring a better manufacturability at a minimal
cost [13]. Additionally, Gallium Nitride (GaN) enhancement
high-electron-mobility transistors (e-HEMT) can be connected
in parallel in order to further increase the rated power of the

Fig. 2. Scheme of the DAB converter.

converter [14].
In this paper, the design of a high-power output, high-power

density DAB converter suitable for its use in EVs is presented.
Two possible solutions have been studied and compared. In the
first option, the DAB is implemented only with SiC MOSFET
transistors, whereas in the second one, one of the bridges is
implemented with GaN e-HEMT and the other is implemented
with SiC MOSFETs. The total power losses of the converter,
for several switching frequencies and under different operating
conditions have been analyzed for both solutions. Also, a
feedback control has been designed to impose the desired
output voltage, and to minimize the disturbances produced by
sudden changes of the output load.

The rest of the paper is organized as follows: in Section II
the DAB converter steady-state operation and its modulation
technique are explained. In this section, a hardware design is
proposed in order to implement the DAB converter with WBG
devices. The section concludes with the design of a feedback
controller to regulate its output voltage. The simulation model
and the comparison of the results are described in Section III
and the paper conclusions are drawn in Section IV.

II. DAB CONVERTER

The DAB converter is a bidirectional power converter,
which can work with a high voltage conversion ratio while
achieving high efficiency, with the added benefit of providing
galvanic isolation. This power converter is part of the EV
powertrain, as illustrated in Fig. 2. In this section, both the
design method and the implemented modulation technique are
described.

A. DAB steady-state analysis

The scheme of the DAB converter is depicted in Fig. 2.
The low-voltage side (LVS) of the DAB converter is powered
by a high voltage battery (VBatt). This LVS converter drives
the primary winding of the high-frequency transformer (HFT).
Vo is the load voltage at the high-voltage side (HVS) of the
DAB. The full-bridge structure of both LVS and HVS can
be implemented by means of BJT, IGBT, MOSFET or FET
transistors. Each full-bridge can operate as either an inverter or
a rectifier depending on the power flow. When the power flows
from LVS to HVS, the LVS full-bridge works as an inverter
whereas the HVS full bridge works as a rectifier. When power
flows the other way around, both full-bridges swap their roles.



Fig. 3. Power transfer in a DAB converter: (a) High-voltage to Low-voltage
power transfer, and (b) Low-voltage to High-voltage power transfer.

The HFT provides both galvanic isolation and voltage gain
between the transformer windings, N being the ratio of the
secondary to primary winding voltages of the transformer:

N =
Vsecondary
Vprimary

. (1)

The leakage inductance (Llk) is the inductive component
concerning the HFT to be considered as a result of the
imperfect magnetic coupling between both windings. The
phase shift δ · π between the primary and secondary voltage
waveforms determines the power flow direction. As depicted in
Fig. 3(a), the power flows from the HVS to the LVS provided
that the δ parameter has a negative value. Contrarily, the power
flows in the opposite direction when δ has a positive value, as
illustrated in Fig. 3(b).

On a steady-state, the DAB converter is equivalent to two
high-frequency voltage sources connected to both sides of the
leakage inductor, as can be seen in Fig. 2. The voltage applied
to the inductor, vlk, is plotted in blue in Fig. 3. It is the result
of subtracting the output voltages of the LVS and the HVS
and dividing it by the transformer ratio N . The current in
the leakage inductor ilk is determined by (2). The current
flowing through the inductor is plotted in red in the lower
part of Fig. 3(a), when power flows from HVS to LVS, and
in Fig. 3(b) when it flows in the opposite direction.

iLlk
=

1

Llk
·
∫
vlk(t) · dt (2)

In [15], a Fourier analysis for the LVS, concerning Vlv
and ILlk

(see Fig. 2) is presented. The average value of the
power that flows through the leakage inductor is calculated
by multiplying both signals, and integrating the result for a
switching period:

Po =
1

Tsw
·
∫ Tsw

0

vlv(t) · iLlk
(t) · dt, (3)

which, once computed, leads to

Po =
8 · VBatt ·

(
Vo

N

)
2 · π3 · fsw · Llk

· sin (δ · π) , (4)

fsw being the switching frequency.

Considering that the power converter is loss-less, the input
power must be equal to the output power. Therefore, modeling
the load of the converter as a resistor, RL, the output voltage
of the converter would be

Vo =
8 · VBatt ·RL

2 · π3 · fsw · Llk ·N
· sin (δ · π) . (5)

As defined in (4), the output power depends on the leakage
inductor Llk, the load resistor RL, the input voltage VBatt,
and the switching frequency fsw. Maximum power transfer is
obtained for a δ value of ±0.5, and the δ sign determines the
power flow direction.

B. DAB converter modulation technique

Many modulation techniques have been presented to control
the power flow. Single Phase-Shift (SPS) modulation technique
is commonly prefered due to its simplicity [16], [17]. In SPS,
each full-bridge control signal is a square signal with a 50%
duty cycle, in order to ensure that the leakage-inductor current
has a null mean value. The time delay between the control
signals of LVS and HVS full-bridges is the main parameter that
imposes the power flow direction on the DAB converter. The
upper and the lower switches in the same leg of an inverter are
switched on and off in a complementary manner. To prevent
both transistors being switched on simultaneously, and thus
short circuiting the power supply, a dead-time generator block
is inserted, so both transistors in the same leg are switched off
for a short period of time.

C. DAB power device full-bridge considerations

Due to the fact that a DAB power converter includes two
full-bridges, the use of WBG devices may help improve its
efficiency and power density. GaN e-HEMTs and SiC devices
qualify for the power converter to switch at higher frequencies
and allows for deadtime reduction [18]. They also help reduce
conduction losses, in comparison with common Si devices.
However, because of the high switching frequency, the use of
WBG devices produces higher switching losses.

In this paper two approaches have been considered. One of
them is to implement both full bridges in the DAB converter
with SiC devices, whereas in the other one, only the LVS full-
bridge is implemented with GaN e-HEMT devices. Due to the
fact that LVS is supplied with a 300–500V battery, the use of
GaN devices is a valid option, as long as the current flowing
through the device does not reach its maximum rated value. If
the maximum current on the LVS switches were greater than
its maximum rated value, the parallel connection of single GaN
e-HEMT devices would be way to overcome this issue. In that
case, the number of GaN devices that should be connected in
parallel would be determined by

Number of GaN devices =

⌈
ILlk
|Max

ID GaN|Max

k

⌉
, (6)

where ILlk
|Max is the peak value of the current through the

leakage inductor, ID GaN|Max is the maximum rated current of



Fig. 4. Phase-shift control modulation scheme.

the GaN device, and k is a safety factor. The maximum current
through the leakage inductor is obtained by

ILlk
|Max =

VBatt + (2 · δ − 1) · Vo

N

4 · Llk · fsw
. (7)

On the HVS of the DAB, the use of SiC MOSFET is
required as the devices should stand high voltages and high
output currents. Besides, they switch at a high frequency. SiC
devices have a low drain-to-source resistance, which leads to
low conduction losses. On the contrary, their switching losses
are higher when compared to those of Si devices.

D. DAB feedback controller

As described in (5), the DAB output voltage depends on
the input voltage, the leakage inductor of the HFT, the HFT
transformation ratio, and the output load, this one modeled as
a resistor. Towards decreasing the susceptibility of the output
voltage to these parameters, a voltage controller has been
implemented, as can be seen in Fig. 4. The voltage reference
is compared with the DAB output voltage, and the error signal
is computed through a PI controller. The PI controller output
is limited to ±0.25 because the maximum power transfer is
obtained when δ is equal to ±0.5. The PI output signal is
then multiplied by fsw to determine the delay time. The PI
controller has been tuned using the Ziegler-Nichols method.

III. SIMULATION RESULTS

In this section the features of the DAB converter are as-
sessed in two scenarios: when the LVS bridge is implemented
with either SiC or when it is implemented with GaN switches,
while the HVS bridge is in both cases implemented with SiC
devices. The power converter has been modeled using MAT-
LAB/Simulink and PLECS blockset. The battery input voltage
can vary between 300V and 450V, and the output voltage
reference is set to 600V. The DAB converter is designed to
deliver a rated power of 2.5kW. With these specifications, the
required HFT transformation ratio is calculated as

N =
Vo

VBatt|min
· 1.25. (8)

The selected transformation ratio, which corresponds to the
quotient between the voltages of the secondary and the primary

Fig. 5. Required leakage inductor vs. switching frequency.

windings, has been increased by a 25% factor in order to allow
for some additional increase in the DAB output voltage, if
necessary.

The leakage inductor required for a given switching fre-
quency and output power is calculated according to (4). Fig. 5
depicts the leakage inductor value as a function of the rated
output power, and the switching frequency. It can be seen
that the higher the switching frequency, the lower the leakage
inductor required.

For the implementation of the HVS bridge with SiC devices,
the MOSFET module CCSM050M12CM2 has been used. This
module can withstand a maximum drain-source voltage (VDS)
of 1.2kV and a continuous maximum drain current (ID) of
59A, for a case temperature of 90ºC. This same module has
been used to implement the LVS with SiC transistors. On the
other hand, for the implementation of the LVS with GaN e-
HEMT transistors, GS66508T e-HEMTs have been used. The
maximum VDS and ID for these transistors are 650V and 30A,
respectively. Conduction and switching losses have been calcu-
lated with the help of PLECS software. Manufacturers provide
the PLECS thermal models, which includes conduction and
switching power losses at several temperatures. Hence, this
software helps compute power losses on the basis of the case
temperature, gate resistor values, and the device current.

PLECS software enables the designer to consider electrical
and thermal aspects together in the designing process, as it can
provide information of the device junction temperatures Tj ,
and thus help compute conduction and switching power losses.
The thermal equivalent circuit describes its physical structure
in terms of heat flows from junction to ambient (see Fig. 6).
The heatsink-to-ambient resistor (RΘ SA) models the heat sink.
The case-to-sink resistor (RΘ CS) is the thermal resistance
of the interface material, and the junction-to-case resistor
(RΘ JC) is the thermal resistance of the device, supplied by
the manufacturer. The simulation has taken into account the
the thermal model to accurately determine the conduction and
switching losses. Table I summarizes the values of the thermal
model resistors.

Table II summarizes conduction and switching power loss
results for both possible implementations. When the LVS
is implemented with GaN transistors, lower losses are ob-



Fig. 6. Thermal model.

TABLE I
THERMAL MODEL RESISTORS

Thermal resistor GaN SiC
RΘAS 1 ºC/W 1.22 ºC/W
RΘCS 0.2 ºC/W 0.2 ºC/W
RΘCJ 1 ºC/W 0.37 ºC/W

TABLE II
CONDUCTION AND SWITCHING LOSSES

DAB Converter Side fsw Conduction losses Switching losses
LVS with 50 kHz 13.82 W 1.14 W

GaN devices 250 kHz 17.79 W 5.89 W
LVS with 50 kHz 35.19 W 6.25 W

SiC devices 250 kHz 35.91 W 31.18 W
HVS with 50 kHz 12.97 W 9.06 W

SiC devices 250 kHz 13.10 W 43.88 W

tained, as the SiC MOSFET drain-to-source resistance is lower
(25mΩ) in comparison with that of the GaN e-HEMTs FET
(50mΩ). Besides, because of the parallel connection of GaN
devices and their lower junction temperature in steady-state
conditions, the LVS implemented with GaN has yielded lower
conduction losses.

According to their manufacturers, turn-on and turn-off
switching energies in the SiC MOSFET are 1.1mJ and 0.6mJ,
respectively, whereas they are 47.5µJ and 8µJ in the GaN
e-HEMT, also respectively. With lower turn-on and turn-
off energy switching values, the converter will have fewer
switching losses. Even though more GaN devices have been
used on account of their parallel connection, the overall results
obtained with GaN devices in terms of power losses are better.

In order to assess the total power loss reduction of the GaN-
SiC implementation with regards to the SiC-SiC one, a power-
loss ratio (PLR) has been defined as

PLR(%) =
TPLGaN-SiC − TPLSiC-SiC

TPLSiC-SiC
· 100, (9)

where TPLGaN-SiC and TPLSiC-SiC are the overall power losses
of both GaN-SiC and SiC-SiC implementations, respectively.
The relationship of this ratio with the output power and the
switching frequency is depicted in Fig. 7.

When GaN devices are used on the LVS, the total losses
are 41% lower than those of the implementation with SiC

Fig. 7. Power-loss reduction ratio (PLR) in (%).

Fig. 8. Number of GaN devices in parallel

devices, at a switching frequency of 50kHz. This loss reduction
decreases at higher switching frequencies but still a 33%
reduction is achieved at 250kHz. However, maximum drain
currents are smaller in GaN transistors than in SiC MOSFET
devices.

In case the power of the converter is such that the current
through the HFT leakage inductor is higher than the maximum
drain current that a single GaN device can hold, several
transistors can be connected in parallel to overcome such
limitation. In order to determine the number of GaN devices
to be connected in parallel for a given output power, the max-
imum inductor current is determined by (7) and the number
of transistors by (6). The result for VBatt=450V, Vo=600V
using GS66508T devices switching at fsw = 250kHz has been
plotted in Fig.8. For example, for an output power of 6kW, the
maximum current on the primary side of the HFT is 48.63A,
therefore 4 paralleled GaN devices would be required.

To validate the feedback controller design, the DAB con-
verter has been simulated with different loads. The DAB
converter output voltage should be 600V, regardless of the
output current value. As can be seen in Fig. 9, the DAB
converter output voltage quickly returns to its reference voltage
when a sharp load change is applied at t=1ms.



Fig. 9. Feedback Controller with load change

IV. CONCLUSION

In this article, two possible implementations of a DAB
converter as part of an EV powertrain have been compared.
Switching and conduction losses have been considered for
different powers and switching frequencies. The results of the
study show that the DAB converter implemented with GaN e-
HEMTs and SiC MOSFET have less conduction and switching
losses than the one implemented only with SiC-SiC MOSFET.
The overall power loss reduction between both implementa-
tions ranges from 41% to 31%, for switching frequencies of
50kHz and 250kHz, respectively. GaN devices exhibit lower
switching losses in comparison with SiC MOSFET but, on the
other hand, their conduction losses are higher.

The use of GaN e-HEMTs devices has some drawbacks, like
their relatively low maximum values of drain-to-source voltage
and drain current. Due to such GaN limitations, these devices
have been used only in the LVS of the DAB converter. In order
to achieve higher output power levels, parallel connection
of GaN devices has been utilized. To determine the number
of GaN devices to connect in parallel the ratio between the
peak current through the HFT leakage inductor and the GaN
rated drain current, including an extra safety factor, have been
considered.

The DAB converter output voltage depends on hardware
parameters like the HFT transformation ratio, the HFT leakage
inductor, input voltage, switching frequency, and output cur-
rent values. The design of a feedback controller is proposed to
decrease the susceptibility of the system. As simulation results
demonstrate, with the help of a PI controller, its output can be
regulated to 600V, which is the reference output voltage for
the DAB converter.
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