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drivers along with integrated fault checking. The
design has a configurable power delivery control and
implements self-metering to ensure maximum power
delivery to the electric vehicle (EV). The design also
includes a highly accurate energy meter for
dollar-per-kWh based billing models.
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1 System Description
Electric vehicles have been around for over a century, but have had limited market success until recently.
Modern advances in battery technology drive efficiency and market forces have accelerated the demand
and deployment rates of electric vehicles that can compete with traditional internal combustion vehicles.
Many vehicle owners now have a requirement of plugging and unplugging a very high power device to
their home electricity system on a regular basis.

Traditional international combustion vehicles also benefit from a broad network of gas stations for rapid
energy delivery to the vehicle and range extension. While the technology is improving, electric vehicles
still suffer from slow energy delivery rates, which require vehicles to be stationary for long periods of time
to recharge. The slow energy delivery systems behind electric vehicles also highlight the shortcomings of
the gas station model.

The slow rate of charging is the result of using low battery charge currents to avoid damage (a problem
that is constantly being improved), as well as the energy capacity of the local grid connection. Adding a
high power connection can create issues in regards to safety and reliability. Public charge stations are
able to tap into much higher current connections available in commercial buildings; however, these
stations must be able to charge all varieties of electric vehicles (EVs) on the road to be resourceful.

Such problems are being mitigated through Electric Vehicle Service Equipment (EVSE), which controls the
power flow into an electric vehicle. Many vehicle manufacturers have adopted the J1772 SAE standard for
AC electrical connections to a vehicle. The same specifications also translate into international
localizations, with only differing form factors.

The standard design of EV charging systems on the market at the time of this writing have the AC-DC
converter for the battery charge system integrated into the vehicle, so only AC power is required. External
DC-DC and charge circuitry is enabled on some vehicles, but this configuration is outside the scope of this
design. To facilitate the power delivery to the vehicle, the EVSE sits between a stable grid connection and
the vehicle, as Figure 1 shows.

Figure 1. EVSE Position in Power Flow

The core of the EVSE operation for AC power delivery) is communication with the vehicle over a single-
line pilot wire. This EVSE operation is based on level 1 and level 2 devices, for which Table 1 describes
the differences. This single-line pilot wire enables negotiation with the vehicle for power status, available
power, and charge state. In addition, the EVSE must be able to control AC power delivery to the plug itself
(up to 240-V AC and 80 A in some cases) to necessitate robust relay or contactor driving. Additional
functionality is often included such as ground-fault circuit interrupter (GFCI) protection and energy
measurement.

Table 1. Level 1 and Level 2 Charging Standards

LEVEL DEFINITION ENERGY RATING

Level 1
Alternating current energy to the onboard charger of the vehicle; from the
most common U.S. grounded household receptacle, commonly referred to
as a 120-V outlet.

120-V AC; 16 A (= 1.92 kW)

Level 2
Alternating current energy to the onboard charger of the vehicle; 208 V to
240-V, single phase. The maximum current specified is 32 A (continuous)
with a branch circuit breaker rated at 40 A.

208- to 240-V AC; 12 A to 80 A
(= 2.5 kW to 19.2 kW)

http://www.ti.com
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This implementation of an EVSE contains a basic set of features, which are expandable to enable
additional usage scenarios. The primary functionality includes:
• Level 1 and level 2 operation (120 V to 240 V)
• Power delivery up to 30 A (expandable with larger relays)
• Pilot signal wire communication support
• GFCI monitoring
• Latched relay detection
• Energy metering

1.1 Microcontroller Selection
Texas Instrument’s (TI) MSP430™ family of microcontrollers (MCUs) offers a wide range of devices that
can be used to fulfill the requirements of an EVSE. The MSP430F6736 microcontroller has been
specifically chosen for this application because of its integrated delta sigma (∆∑) converters, which can be
leveraged to integrate power metrology. In addition, the device features a powerful 16-bit reduced
instruction set computing (RISC) CPU, 16-bit registers, and constant generators that contribute to
maximum code efficiency. The MSP430F6736 has a highly accurate timer module which can be used to
generate the specific pulse width modulation (PWM) and duty cycles required of the pilot wire carrier
generation, a successive approximation register (SAR) analog-to-digital converter (ADC) to read the
response of the vehicle on the pilot wire, an interruptible general purpose input/output (GPIO) pin for rapid
response to GFCI events, and several universal serial communication interface (USCI) modules to enable
feature-rich communication in the future. For designs that only require a subset of these features, these
MCUs also provide a simple, code-compatible path to devices with reduced flash, RAM, and feature sets.

Figure 2 shows a functional block diagram of the MPS430F673x.

Figure 2. Functional Block Diagram, MSP430F673x

http://www.ti.com
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1.2 Power Management
A J1772 compliant EVSE (detailed further in Section 4.1) requires a ±12-V DC power supply, in addition to
the power required for normal system ICs, such as the MCU. To simplify this design to focus on more
application specific functionality, a preexisting design from the TI PowerLab™ reference design library was
chosen. An AC-DC design with ±12-V outputs was chosen for simplicity, with the additional outputs
providing a bonus for the rest of the application. The PMP10299 device fit all of the core requirements.
The device is based around the UCC28910 PSR controller, has ±12- and 5-V outputs, and has been
designed with automotive quality in mind.

The extra 5-V rail can be used to power the MCU and other ICs on the board, as well as potentially drive
relays. Having 12- and 5-V outputs allows for a wide range of relay selection, which Section 4.3 covers in
further detail.

A TPS62063 buck converter is used to bring the 5-V rail down to the 3.3 V required by most of the design.
This converter has an input range of 2.7 V to 6 V, which makes it ideal for bringing down a pre-regulated
5-V rail to a system voltage of 3.3 V.

1.3 Pilot Signal Interface
The pilot signal interface, which Section 3 covers in further detail, requires a 1-kHz, ±12-V PWM signal to
be transmitted down the length of the charger cable to the vehicle. The duty cycle communicates the
power capability of the EVSE to the vehicle. The EV returns its current state by placing a load on the line,
which causes a voltage drop. To facilitate this, the design requires an amplifier with a wide dual-rail
voltage input and sufficient drive strength to facilitate the various line impedances. This design has
selected the OPA171 amplifier based on its input range characteristics (up to ±18 V) and ability to handle
various line impedance changes, even non-resistive changes in the event of cable parasitics.

1.4 GFCI Fault Detection
GFCI faults occur when the current flows through a path other than the primary conductors, usually as a
result of a grounding fault. By passing both conductors through a ring-type current transformer, the net
current measured normally equals zero. The current transformer (CT) must be rated for the full ampacity
of the line in the event of massive current instability, but must be sensitive to even a small amount of
leakage. The burden resistor on the transformer has a voltage correlated to the measured current, so a
GFCI event would have a very low differential voltage, but potentially experience rapid increases.

The standard method of measuring current is to use a one-second window of measurement in an
electricity metering (e-meter) solution, on which the EVSE-core MCU in Section 1.1 is based. This is too
slow of a response rate for proper GFCI fault detection. A specific GFCI detection circuit has been built,
which triggers an interruptible pin on the MCU during an event. The design requires a rapid transmission
to VCC with minimal input voltage. A simple inverting integrator architecture with the LM7322
accomplishes this transmission and a second stage is used to ensure a solid rail voltage for the MCU to
detect.

http://www.ti.com
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2 Block Diagram

Figure 3. TIDA-006637 Block Diagram
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3 Highlighted Products
The TIDA-00637 reference design features the following devices:
• MSP430F6736: Mixed-signal microcontroller (MCU)
• UCC28910D: 700-V flyback switcher with a constant-voltage constant-current and primary-side control
• TPS62063: 3-MHz, 1.6-A step-down converter
• OPA171: 36-V, low-power, rail-to-rail output (RRO), general purpose operational amplifier (op amp)
• LM7322: High output current and unlimited cap load ±15-V op amp
• TPL7407: 40-V, 7-channel NMOS array, low-side driver

For more information on each of these devices, see the respective product folders at www.ti.com.

3.1 MSP430F6736

Figure 4. MSP430F6736 Functional Diagram

• Low supply voltage range: 3.6 V down to 1.8 V
• Ultralow power consumption

– Active mode (AM):
All system clocks active
265 µA/MHz at 8 MHz, 3.0 V, flash program execution (typical)
140 µA/MHz at 8 MHz, 3.0 V, RAM program execution (typical)

– Standby mode (LPM3):
Real-time clock with crystal, watchdog, and supply supervisor operational, full RAM retention, fast
wake-up:
1.7 µA at 2.2 V, 2.5 µA at 3.0 V (typical)

– Off mode (LPM4):
Full RAM retention, supply supervisor operational, fast wake-up:
1.6 µA at 3.0 V (typical)

– Shutdown RTC mode (LPM3.5):
Shutdown mode, active real-time clock (RTC) with crystal:
1.24 µA at 3.0 V (typical)

– Shutdown mode (LPM4.5):
78 µA at 3.0 V (typical)

http://www.ti.com
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• Wake-up from standby mode in 3 µs (typical)
• 16-bit RISC architecture, extended memory, up to 25-MHz system clock
• Flexible power management system

– Fully integrated LDO with programmable regulated core supply voltage
– Supply voltage supervision, monitoring, and brownout
– System operation from up to two auxiliary power supplies

• Unified clock system
– Frequency-locked loop (FLL) control loop for frequency stabilization
– Low-power low-frequency internal clock source (VLO)
– Low-frequency trimmed internal reference source (REFO)
– 32-kHz crystals (XT1)

• One 16-bit timer with three capture and compare registers
• Three 16-bit timers with two capture and compare registers each
• Enhanced universal serial communication interfaces

– eUSCI_A0, eUSCI_A1, and eUSCI_A2: enhanced universal asynchronous receiver/transmitter
(UART) supports auto-baudrate detection, IrDA encoder and decoder, synchronous SPI

– eUSCI_B0: I2C with multi-slave addressing, synchronous SPI
• Password-protected RTC with crystal offset calibration and temperature compensation
• Separate voltage supply for backup subsystem

– 32-kHz low-frequency oscillator (XT1)
– Real-time clock
– Backup memory (4 bits x 16 bits)

• Three 24-bit ∆∑ ADCs with differential PGA inputs
• Integrated liquid-crystal display (LCD) driver with contrast control for up to 320 segments in 8-mux

mode
• Hardware multiplier supports 32-bit operations
• 10-bit 200-kSPS A-D converter

– Internal reference
– Sample-and-hold, auto-scan feature
– Up to six external channels, two internal channels, including temperature sensor

• Three-channel internal DMA
• Serial onboard programming, no external programming voltage required
• Available in 100-pin and 80-pin LQFP packages

http://www.ti.com
http://www.go-dsp.com/forms/techdoc/doc_feedback.htm?litnum=TIDUB87


TPS62060
V = 1.8 V

up to 1.6 A
OUT

R

360 k
1

Ω

R

180 k
2

Ω

V = 2.7 V to 6 VIN

C

10

OUT

µF
C

10

IN

µF

PVIN

AVIN

EN

MODE

AGND
PGND

SW

FB

C

22 pF
ff

L
1.0 Hµ

1

UCC2891x

2

3

4

8

6

5

GND

GND

GND

IPK

DRAIN

VDD

VS

Highlighted Products www.ti.com

8 TIDUB87–February 2016
Submit Documentation Feedback

Copyright © 2016, Texas Instruments Incorporated

Level 1 and Level 2 Electric Vehicle Service Equipment (EVSE) Reference
Design

3.2 UCC28910D

Figure 5. UCC28910D Simplified Schematic

• Constant-voltage (CV) and constant-current (CC) output regulation without optical-coupler
• ±5% output voltage regulation accuracy
• ±5% output current regulation with AC line and primary inductance tolerance compensation
• 700-V start-up and smart power management enables < 30-mW standby power
• 115-kHz maximum switching frequency design for high-power density
• Valley switching and frequency dithering to ease electromagnetic interference (EMI) compliance
• Thermal shut down
• Low line and output overvoltage protection

3.3 TPS62063

Figure 6. TPS62063 Typical Schematic

• 3-MHz switching frequency
• VIN range from 2.7 V to 6 V
• 1.6-A output current
• Up to 97% efficiency
• Power save mode and 3-MHz fixed PWM mode
• Output voltage accuracy in PWM mode ±1.5%
• Output discharge function
• Typical 18-µA quiescent current
• 100% duty cycle for lowest dropout
• Voltage positioning
• Clock dithering
• Supports maximum 1-mm height solutions
• Available in a 2 mm × 2 mm × 0.75 mm WSON

http://www.ti.com
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3.4 OPA171
• Supply range: 2.7 V to 36 V, ±1.35 V to ±18 V
• Low noise: 14 nV/√Hz
• Low offset drift: ±0.3 µV/°C (typical)
• RFI filtered inputs
• Input range includes the negative supply
• Input range operates to positive supply
• Rail-to-rail output (RRO)
• Gain bandwidth: 3 MHz
• Low quiescent current: 475 µA per amplifier
• High common-mode rejection: 120 dB (typical)
• Low-input bias current: 8 pA

3.5 LM7322

Figure 7. LM7322 Package Layout

• (VS = ±15, TA = 25°C, typical values unless specified)
• Wide supply voltage range 2.5 V to 32 V
• Output current +65 mA or –100 mA
• Gain bandwidth product 20 MHz
• Slew rate 18 V/µs
• Capacitive load tolerance unlimited
• Input common-mode voltage 0.3 V beyond rails
• Input voltage noise 15 nV/√Hz
• Input current noise 1.3 pA/√Hz
• Supply current and channel 1.1 mA
• Distortion THD+Noise –86 dB
• Temperature range –40°C to 125°C
• Tested at –40°C, 25°C and 125°C at 2.7 V, ±5 V, and ±15 V
• LM732xx are automotive grade products that are AEC-Q100 grade 1 qualified

http://www.ti.com
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3.6 TPL7407

Figure 8. TPL7404 Sample Application Schematic

• 600-mA rated drain current (per channel)
• CMOS pin-to-pin improvement of 7-channel Darlington array (for example, ULN2003A)
• Power efficient (very low VOL)

– Less than four times lower VOL at 100 mA than Darlington array
• Very low output leakage < 10 nA per channel
• Extended ambient temperature range: TA = –40°C to 125°C
• High-voltage outputs 40 V
• Compatible with 1.8- to 5.0-V MCUs and logic interface
• Internal free-wheeling diodes for inductive kick-back protection
• Input pulldown resistors allows tri-stating the input driver
• Input RC-snubber to eliminate spurious operation in noisy environments
• Inductive load driver applications
• Electrostatic discharge (ESD) protection exceeds JESD 22

– 2-kV HBM, 500-V CDM
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4 System Design Theory

4.1 Pilot Signal Interface
The pilot signal is the key method in which a J1772 compliant EVSE communicates with a vehicle. The
pilot signal is based on a 1-kHz, ±12-V PWM signal that is transmitted to a vehicle over the charge chord.
The vehicle can then respond by placing various loads on the line, affecting its voltage, which the EVSE
measures.

4.1.1 J1772 Duty Cycle
The duty cycle of the pilot signals communicates the limit of current the EVSE is capable of supplying to
the vehicle; the vehicle can then use up to that amount of current for its charging circuitry. This current
rating is primarily determined by the electromechanical components in the EVSE, such as conductors,
relays, contactors, and the service connection.

The relationship between duty cycle and current is defined by two different equations depending on the
current range specified; for a 6- to 51-A service, Equation 1 is:

(1)

For a higher service in the 51- to 80-A range, Equation 2 is:

(2)

To demonstrate this relationship further, Table 2 shows some of the common service ratings.

Table 2. Pilot Wire Example Duty Cycles

AMPS DUTY CYCLE
5 8.3%
15 25%
30 50%
40 66.6%
65 90%
80 96%

In this design, the PWM is generated by a timer module on the MSP430 MCU. The current rating can
typically be set as a permanent value in the firmware because it is so tightly coupled to the external
hardware.

Advanced EVSEs with a human machine interface (HMI) can enable the current to be derated if the
service line is unable to provide enough current with a stable voltage. A significant voltage drop as a result
of wire loss is possible in these high current applications.
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4.1.2 Pilot Signal States
The EVSE connection and negotiation occurs through various states of the PWM signal and load
resistances of the vehicle. Table 3 highlights these states:

Table 3. Pilot Signal State Parameters

STATE PILOT HIGH VOLTAGE PILOT LOW VOLTAGE FREQUENCY RESISTANCE DESCRIPTION
State A 12 V N/A DC N/A Not connected

State B 9 V –12 V 1 kHz 2.74 kΩ EV connected,
ready to charge

State C 6 V –12 V 1 kHz 882 Ω EV charging

State D 3 V –12 V 1 kHz 246 Ω EV charging,
ventilation required

State E 0 V 0 V N/A — Error
State F N/A –12 V N/A — Unknown error

States A, B, and C are the core functionality and define the normal operation. An EVSE typically performs
several self-tests upon initially powering on and then enters State A. When ready, the normal connection
process follows several steps.
1. The EVSE puts 12 V on the pilot wire. This transmission signals the vehicle when the plug has been

connected.
2. When the plug has been connected, the vehicle places a 2.74-kΩ load on the pilot line, which drops

the voltage to 9 V.
3. The EVSE moves to State B, where it enables the PWM, which signals the vehicle how much current it

can draw. The EVSE also closes the relays, providing power to the vehicle.
4. The vehicle starts to draw power and switches to the 822-Ω load, which drops the voltage to 6 V,

signaling the EVSE that charging has started.
5. Most vehicles continue to pull low amounts of power in state C, even when fully charged, so the

charging process is ended by unplugging the cable, which returns the voltage to 12 V. The EVSE
measures this process and closes the relays and returns to State A.

Additional error handling such as missing diodes in the vehicle or an improper connection can be detected
and handled by the EVSE by cutting the power, as well.

4.1.3 Pilot Signal Circuit
The pilot signal is required to travel down several meters of cable and through a load resistance. The pilot
signal is also a bipolar ±12-V signal, which requires special consideration.

To accommodate these parameters, an amplifier with a wide input range and reasonable power output
has been selected. The OPA171 has a voltage rating of ±18 V and a current rating of 475 mA, making it
suitable for the application. In addition, while most EVSEs do not require an automotive qualification, a
Q1-rated variant of the OPA171 exists if this feature is desired.

The amplification circuit is a simple rail-to-rail output configuration of the OPA171 device, with the MCU
I/O driving the positive input. The output of the pilot amplifier is also fed into a simple voltage divider so
that the MCU can measure the voltage during operation and detect the load resistance of the vehicle.
Figure 9 shows the full schematic of this subsystem.
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Figure 9. Pilot Signal Generation and Input

To validate the architecture, the design has been tested in the TINA-TI™ software from TI, which is a
spice-based simulation tool. The resistor load states of the EVSE have also been included in these tests
to simulate the response to the state changes. The simulation files are included in the design download
packages. Figure 10 shows an example result of the simulation for a State B condition.

Figure 10. Pilot Signal TINA Simulation

This capture has a 5-V per division Y-axis. VF1 is the line out channel and VF2 is the MCU ADC channel.
The user can observe here that marker A (on VF1) is measuring 8.99 V and marker B (on VF2) is
measuring 3.16 V. In addition, VF1 shows that the –12-V side is still intact and that VF2 does not drop
below 0 V, which could damage the MCU). The pilot output is correct for the application and the MCU can
easily measure the incoming signal.
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4.2 GFCI Fault Detection and Test
A critical element of any electrical system that is to be used in potentially adverse environments is a
ground-fault circuit interrupter (GFCI) subsystem. Because the typical areas to use an EVSE are garages
or outdoor environments, the potential for electric shock as a result of water ingress is present. A GFCI
detects unbalanced current through the primary conductors. If the current through these primary
conductors is not balanced, then it must be flowing somewhere else, which indicates a fault somewhere
else. The whole system must respond immediately by cutting power to the load.

The TIDA-00637 design takes advantage of the intrinsic design properties of a donut current transformer.
The donut CT typically has the conductor feed through it and acts as the primary side of the transformer.
In some applications, the conductor is looped through the CT several times, essentially multiplying the
current through the CT. To create a GFCI detection CT, the designer can pass both conductors through
the CT. The current passing in both directions cancels out and reads as 0 A under normal operating
conditions. If current flows somewhere else in the system, the current through the CT is non-zero and
results in a reading on the output. Any non-zero reading indicates a fault.

Because this is a safety system, self-test functionality is also a core requirement. The same CT can be
easily modified to support this self-test functionality by integrating several loops of a small conductor
around the donut. To reiterate, even a small amount of current taking multiple loops through the CT is
multiplied and detectable.

For the EVSE design, the self-test signal is generated through an I/O on the MCU; however, to respond
quickly to a GFCI event, consider using an interruptible I/O for input, rather than an ADC reading. Because
the output of the CT is an AC signal, it must be filtered and latched to VCC before an I/O can read it. To
accommodate this process, the circuit in Figure 11 has been implemented.

Figure 11. GFCI Detection

R14 acts as a burden resistor to the CT. An op amp in an inverting integrator configuration saturates
quickly when an AC signal on the input is present. A discharge path also enables the system to reset itself
and not become stuck in a GFCI fault case after a self-test. A second op amp, which rails to the MCU I/O
voltage quickly, is used to convert the discharge path to a clean input to the MCU and boost any low-level
signals that may self-attenuate too quickly.

The LM7322 op amp is able to tolerate the larger capacitive load of the configuration and fits well in this
architecture.

To validate operation of the design prior to implementation, the TINA-TI software was used to generate a
simulation using the actual selected silicon. The simulation file used is available for download in the
design files. The capture results in Figure 12 demonstrate the rapid response nature of the filter
configuration and that the sharp edge of the fault signal is easily detectable by the MCU. The input signal
level has been tested down to 15 mV. To provide some noise immunity, the input signal level does not
trigger below this level.
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Figure 12. GFCI Detection Simulation

4.3 Relay Drive and Latch Detect
The primary functionality of the EVSE is the reliable control of large currents directed toward an electric
vehicle at the mains voltage. In a normal use case, the relay must be held closed for several hours to fully
charge a vehicle; however, the relays cannot be latching because of safety concerns. If something fails in
the control system, the relays must fail open. These high current relays can typically draw 10s to 100s of
milliamps as an inductive load, requiring specific drive architectures.

Because of the amount of time that a relay requires to remain powered, an efficient drive solution is
preferred to the typical Darlington array, or even discrete transistor configuration. For this reason, the
TPL7404L low-side driver has been selected to drive the relays in the design. The TPL7404L offers high-
efficiency, integrated diode protection for inductive loads and has a wide-voltage output capability to match
most electromechanical relays. The design defaults to a 5-V output but an external voltage can be used
depending on the relay configuration.

The relay configuration used for design testing contains a two-stage approach. The first relay is controlled
by the EVSE board through a 12-V signal from the TPL7404L device. This relay switches a 120-V signal
into a much larger relay that is capable of supporting the large currents required of the EVSE. Many large
contactors or high-amp relays are 120 V, so this configuration is not uncommon. This configuration also
reduces power supply requirements because a lower current is required to drive a smaller first relay.
Figure 13 shows a simple diagram of the relay configuration.

Figure 13. Relay Configuration
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For safety reasons, detecting the output voltage of the primary relay is critical. On high voltage relays, the
contacts can experience arcing and become fused together, providing power to the plug even when the
system is not powering it. Checking that the operation completed correctly is important and should be
done every time the relay is opened. To implement this check, an ADC can be used with a voltage divider,
which is the same process used in the energy metering; however, the user can construct a simpler
solution from an AC input optocoupler. The output from this is a GPIO-level DC signal that is high when
voltage is present and can be fed directly into the MCU.

4.4 Energy Metering
The energy measurement section of this hardware design has been emulated from TI’s existing portfolio
of residential e-meter designs, specifically, the class 0.2 single-phase e-meter
(TIDM-SINGLEPHASEMETER). This design offers a high-accuracy energy measurement through the
MSP430F6736 MCU. The MCU is fully programmable and has also been adopted to run the software
controlling the EVSE system. For more information about the metering solution, refer to the associated
reference design (TIDM-SINGLEPHASEMETER).
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5 Getting Started

5.1 Hardware Overview
The control system for the TIDA-00637 EVSE reference design is fully implemented in a single PCB. All
schematic, layer prints, bill of materials, and other design materials are available in the reference design
folder. Figure 14 shows the top view of the board.

Figure 14. Top View of EVSE PCB
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The EVSE has the following functional blocks:
• External power entry – Several screw terminals are available to evaluate alternative power options with

the PCB. The system requires at least ±12 V and 3.3 V to operate, with an optional 5-V input available.
Each input has a jumper option to enable selection between the internal and external power.

• EMK socket – A standard TI EMK socket has been provided to enable the easy addition of wireless
cards produced by TI. In addition, is the board provides a second, dedicated communication power for
EZ-RF boards or other UART compatible devices.

• User I/O - Two onboard buttons and two light-emitting diodes (LEDs) are have been provided on board
to provide a simple user interface with the system. By default, the buttons to do not have mapped
functions, and the LEDs signal error states for the GFCI and pilot line systems.

• MSP430F6736 – The F6736 series MSP430 is the MCU used to control the EVSE.
• MCU JTAG – A standard MSP430 14-pin JTAG connector is available for programing the device. A

power selection jumper (to enable the MCU to be powered from the MSPFET) and reset push button
have also been included.

• Multiple output AC-DC converter – The onboard AC-DC converter is capable of producing ±12 V and
5 V from a 120- or 240-V AC input. A small footprint DC-DC converter produces the 3.3-V rail from the
5-V output. All of these rails can be bypassed and powered externally through the external power entry
block.

• 120- to 240-V AC input – The AC power entry terminal supports a wide input voltage and feeds both
the onboard power supply as well as the metrology section of the system.

• Metrology filtering – The signal filtering for the energy metering is based on TI’s class 0.2 single-phase
e-meter (TIDM-SINGLEPHASEMETER). The design is a simple passive filter for both the AC voltage
and a current transformer input through the terminal blocks. An external 0.05% CT is required to meet
the high accuracy specification with the appropriate burden resistor tuning. Section 5.2 provides
additional information on the functionality of this hardware.

• GFCI check and GFCI test – Filtering for the GFCI input signal and the test signal output is supplied
here. Section 5.3 provides additional information on the hardware connections and setup.

• Relay output check – The AC output of the relay can be fed back into the EVSE for monitoring. This
enables a quick check of the relay functionality.

• Pilot interface – A screw terminal is available here to make a connection between the pilot signal to the
amplification and filtering block. Section 5.4 provides additional information on the functionality of this
hardware.

• Relay outputs – Output capability is provided for up to four discrete relay signals. An onboard jumper is
available to select between using the onboard power supply to drive the relay and TPL7407 or using
an external voltage. Section 5.5 provides additional information on the functionality of this hardware.

5.2 Mains Power and Metrology
The power entry block on the TIDA-00637 reference design serves to both power the system and provide
a signal to the metrology filters to be measured by the MCU. On a single-phase feeder, the terminal
assignment is: Live → L1 and Neutral → L2. On a split-phase connection, the terminal connection does
not have a specific polarity. In both cases, a ground connection is required, but only for the pilot wire
signal, as Section 5.4 details.

To measure the current that the vehicle is drawing, the terminal block labeled C1 and C2 is used to input
the current output of a current transformer. The system has an integrated 13-Ω burden resistor and a
2000:1 ratio CT is typically used to give accurate metrology measurements up to 100 A with a 2000:1
dynamic range. If a lower ceiling on the current range is required, a CT with a lower current rating can be
used, but the burden resistor must be chosen to match and the software must be updated with the new
ranging information. The class 0.2 single-phase e-meter design provides additional information on
choosing a CT (TIDM-SINGLEPHASEMETER).
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5.3 GFCI
The GFCI system on the TIDA-00637 reference design uses a donut CT that is capable of feeding both
primary conductors through it to act as the primary side of the transformer. Any current that feeds through
a conductor in this style of CT is divided down by the transformer and fed into the terminal block labeled
“GFCI IN”. The system has an onboard burden resistor, which makes a CT with an integrated resistor
unnecessary. The onboard burden is oversized to amplify the output voltage to the sense filter, which is
acceptable because the design does not use this signal for measurement, only detection.

The “GFCI TEST” output terminals are designed to output current through another conductor that also
passes through the donut CT. Because the MCU is only capable of outputting about 10 mA, the user can
create a GFCI test element by wrapping a length of small conductor through the CT several times to
amplify the current that is detected in a test condition. Figure 15 shows a typical GFCI CT configuration
with the two 240-V primary conductors, the GFCI test signal coil, and the GFCI signal output to the
system.

Figure 15. GFCI CT Configuration

5.4 Pilot Wire
The fourth and smaller wire on a standard J1772 cable is the pilot line. This line can be electrically
connected directly to the right side of the “PILOT” terminal block on the EVSE system design. The EV
interacts with the pilot signal by placing a resistance between the pilot pin and the ground connection on
the cable. While the ground connection is not used for the power elements in this design, it is required as
an electrical reference for the pilot signal. To set the ground connection to act as the electrical reference,
the left connection of the “PILOT” terminal block must be connected to the earth ground on the EVSE
cable.
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5.5 Relays
The relay terminal block on the EVSE system design has output support for four relays, with a fifth
terminal for a positive voltage output from the onboard supply, or external supply input. The four relay
connectors have been set up to enable low-side switching of the relays without the requirement for
external snubber diodes; however, having the diodes in place does not affect operation.

For normal connection of a relay using the onboard 12-V rail, the relay coil is connected between the +V
port and the associated relay port on the terminal block, as Figure 16 shows.

Figure 16. Normal Relay Connection

To use an external supply, the positive rail must connect to the +V port, ground to the GND port, and the
relay to the associated control port, as Figure 17 shows.

Figure 17. Relay with External Supply

In many cases, a relay able to switch the amount of current required for an EVSE requires a significant
level of switching current to latch. Many high current relays or contacts mitigate this requirement by using
line-level AC voltage on the coil. To control this style of relay or contactor, a smaller relay with a low-
voltage control level can be switched by the EVSE, which in turn switches the line voltage to the high
current control.
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6 Getting Started Firmware
The software provided with this TI Design has been used to implement the basic structure of the J1772
signaling protocol and evaluate the functionality of design features. As such, the provided software is not
production ready, but the basic principles can be leveraged to build a final application.

The software was built on top of the existing MSP430-Energy-Library. This library has been proven for use
in electricity meters and provides an excellent framework on which to add the EVSE application state
machine.

6.1 Workspace Setup
The software provided in this design requires the latest version of the Code Composer Studio™ (CCS)
IDE from TI with the MSP430 plugins. This software can be obtained from: http://www.ti.com/tool/ccstudio.

When extracting the software, ensure that all of the directory structures remain unchanged. When opening
CCS (or switching workspaces), select the “ccs_workspace” directory that was extracted from the archive.
The following example in Figure 18 shows placement of the files in the C:\EVSE-Software\ directory.

Figure 18. Opening CCS Workspace

Upon launching the workspace, three projects become visible:
• Emeter-app-6736—This workspace contains the application level code, including peripheral setup and

foreground state machines
• Emeter-metrology-6736—This workspace is located one level below and has all of the metrology

functionality. This functionality includes the ADC ISRs, metrology DSP calculations, and data access
routines.

• Emeter-toolkit-6736—This workspace has many low-level functions that are used to accelerate
processing for specific data types used in the metrology processing engine.

When opening the workspace for the first time, the user is required to set a global variable to reference
files. Set this variable by navigating to Window → Preferences in the File menu on the task bar. When the
preferences window appears, navigate through the sidebar to General → Workspace → Linked
Resources. In the Linked Resources tab, edit the resource EMETER_SOURCES to be one directory
above the ccs_workspace directory. In this example (Figure 19), that directory is C:\EVSE-Software\.
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Figure 19. Changing EMETER_SOURCES Resource

The directory change can be tested by opening one of the C:\ drive files and recompiling the projects in
the workspace.

When browsing the source code, major changes to the base library are flagged with the following
comment block, which allows the user to quickly find and discern the core functionality:
/* --------------------------- */
/* EVSE Specific functionality */
/* --------------------------- */

The firmware can be flashed as is to evaluate functionality by initiating a debug of the emeter-app-6736
project.

Any changes made to the individual projects must be propagated by recompiling the higher level projects
because the emeter-toolkit-6736 is used by emeter-metrology-6736, which, in turn, is used by
emeter-app-6736.

6.2 Energy Measurement
The energy measurement functionality of the TIDA-00637 reference design is based on the
MSP430-Energy-Library. Consult the documentation regarding the class 0.2 single-phase e-meter
(TIDM-SINGLEPHASEMETER).
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6.3 Hardware Specific Setup
All pins on the MSP430 device are set at the application launch based on the functionality defined in
emeter-template.h file. The three core registers required to initialize a pin for each I/O module (PxDIR,
PxSEL, and PxOUT) are defined here and applied in the system_setup() function. All clocking and power
options have been left on the default settings, the same as defined in the base MSP430-Energy-Library.

Based on the reference design, the only additional setup required that is not covered by basic I/O settings
is the pilot signal generation, GFCI interrupt, and ADC10 configuration.

6.3.1 Pilot Signal Setup
Because the pilot signal requires a steady 1-kHz PWM, the hardware has been designed to utilize a built-
in timer module on the MSP430 device, known as TA2.1. The standard method of PWM generation on the
MSP430 is to use one timer capture register to set the PWM frequency and another (with the appropriate
output tied to a pin) as the PWM duty cycle.

The existing energy library clocking schema sets the SMCLK to match the MCLK at 25.16 MHz. Using an
SMCLK with a divider of 25160 gives the appropriate timer frequency of 1 kHz. The PWM duty cycle can
be set once and left alone because it is static through the operation of the EVSE (because it is based on
the service connection and electromechanical design). Using Equation 1 and Equation 2, the user can
determine the value for the TA2.1 trigger register as a percentage of 25160.

In the provided source code, the maximum current value is defined in a header; however, this value can
be set programmatically if a variable value is required.

The initial state of the pilot wire is 12 V, or simply a high output from the timer module. The software sets
up the timer and runs it at start-up, but does not output the signal. The signal output transpires in the
application state machine when required.

6.3.2 GFCI Test Signal Setup
A simple I/O interrupt is required to enable the GFCI checking. On the MSP430 device, only ports one and
two are capable of acting as interrupts. In the emeter_setup() function, the user must be sure to enable
the P1.6 interrupt because the default register settings of the energy library do not allow implementing this
setting.

6.3.3 ADC10 Configuration
All of the analog setup for the energy library occurs in the emeter-metrology-6736 project, in the
metrology-setup.c file. The energy library already has hooks in place to use the ADC10 device for energy
measurement, which the user can repurpose to measure the pilot wire input. The SD24 interrupt for the
metrology triggers at a 4-kHz rate, which is also sufficient for measuring the 1-kHz pilot signal.

The MSP430F6736 contains a port map feature that must be set to enable ADC10 input. This feature is
unique to the MSP430F67xx family and not required if a different device has been selected.

The ADC10 has been configured with fairly standard settings, but has also been set to require an external
trigger. This trigger has been set in the SD24 ISR so that the ADC10 samples as soon as it finishes with
the background DSP process.

6.4 Application State Machine
The core functionality of the EVSE is primarily moving between different states of the J1772 pilot signal
protocol. The simplest method of facilitating this movement is by implementing a simple state machine that
has been built in the foreground of the energy library. The energy library has a function in the application
layer that runs once per second (based on the number of SD24 samples collected), which provides the
basis for the state machine. Figure 20 shows the basic layout of the implemented state machine.
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Figure 20. State Machine Overview
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The following list outlines the process of the implemented state machine:
1. Start – State machine entry point. Any additional initialization can be put here.
2. GFCI Check – This state initializes a GFCI check by setting a flag for the ISR and outputting a pulse to

the check coil. The pulse triggers the GFCI ISR, which does not trigger a fault if the check expected
flag has been set.

3. GFCI Expected – Check that the GFCI test has been properly detected here. Trigger a GFCI Check
fault and move to the fault state if necessary. If passed, move to the GFCI Passed state.

4. GFCI Passed – The pass state is a mostly empty state to facilitate any additional functionality that may
be required to run before starting the J1772 signaling.

5. State A – To start the signaling, the pilot line is brought high at the beginning of State A. The only
possible exit from here is to State B when the voltage drop on the pilot line has been signaled by the
ADC10 ISR in the background. If a different voltage has been detected, this state can exit to the Fault
state with a J1772 condition.

6. State B – State B enables the PWM output on the pilot line. From here, the only possible exit is to
State C (indicating that the vehicle has changed to resistance to signal that it is ready to accept charge
voltage), State A (indicating that the connector has been unplugged), or a J1772 fault condition that
has been detected in the background.

7. State C – State C enables the charge voltage by closing the relay. Possible exits include State B
(indicating that the vehicle has changed the resistance to signal that it is done charging), State A
(indicating that the connector has been unplugged from the vehicle), State D (indicating that venting is
required), or a J1772 fault condition that has been detected in the background.

8. State D – Indicates that venting is required. This state is implemented in software, but only returns to
State C or to the fault condition.

9. Fault – The primary faults that can be triggered by the system are GFCI check failed, GFCI triggered,
relay stuck, or a J1772 pilot signal fault. These faults are all critical and require a system restart to
clear.

The primary mechanism for shifting between various states is the pilot wire measurement on the ADC10
module. When a voltage change has been measured, the foreground state machine detects this change
and moves appropriately. This setup limits the response rate to 1 s because the foreground operates at
1 Hz, which is a sufficiently fast response rate for the application at hand.
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7 Test Setup
To test the TIDA-00637 reference design, a fully functional EVSE was built using off-the-shelf
electromechanical components. Selection of these components is generally inconsequential as long as
they are rated for the full current used in the testing. Figure 21 shows a block diagram of the external
component arrangement in the final system.

Figure 21. EVSE External Components
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Figure 22 shows a test setup photo of the final system. The service input is limited to a mere 20-A circuit
because of facility limitations.

Figure 22. System as Tested

For bench testing, the vehicle can be simulated by a simple diode and resistor in series connected
between the pilot line and earth ground on the J1772 plug for each state. The pilot line is monitored
through an oscilloscope and onboard LEDs are used to indicate the current software state to ensure that
each pilot state is properly detected and changed in the state machine.

To test the GFCI functionality and energy measurement, an MTE PSS 3.3C meter test station was used to
accurately generate the current and voltage signals.

http://www.ti.com
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8 Test Data

8.1 J1772 Pilot Signal
Oscilloscope plots of each state of the J1772 connection were obtained. The channel assignments are as
follows:
1. MSP430 signal output
2. J1772 pilot signal
3. MSP430 signal input

The key measurements for the signal include the maximum and minimum voltages of each signal, the
signal frequency, and the signal duty cycle.

Figure 23 shows the EVSE pilot line in the unplugged State A; the pilot has an expected value of
12-V DC.

Figure 23. EVSE Pilot Wire—State A

http://www.ti.com
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Figure 24 shows the EVSE pilot in State B. This state occurs after plugging the EVSE into the EV. The
vehicle detects the 12 V from State A and places a 2.74-kΩ resistor between the pilot and ground. The
EVSE then detects the voltage drop and starts the PWM signal to the vehicle. The signal frequency here
is 1.001 kHz with a PWM of 25% (equating to 15 A of available current). The pilot signal has also dropped
to 8.84 V/–12 V (9 V/–12 V is ideal), resulting in a signal back to the MSP430 device at 2.737 V, which is
within the expected range for detection.

Figure 24. EVSE Pilot Wire—State B
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Figure 25 shows the EVSE pilot in State C. After the PWM signal is on the line, the vehicle switches to the
882-Ω resistor, which indicates to the EVSE that it is ready to receive the full AC voltage. The pilot signal
itself is at 5.944 V/–12 V (6 V/–12 V is ideal). At this point, the software has also triggered the relay to
close and provide power to the vehicle.

Figure 25. EVSE Pilot Wire—State C
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Figure 26 shows the EVSE pilot in State D. In this state the EV has indicated an error by applying a 246-Ω
resistor. While the functionality for this state has not been implemented in the reference design, the state
can still be detected. The resulting pilot voltage level of 2.87 V/–12 V (3 V/–12 V is ideal) is detected by
the software, but the EVSE just returns to State C.

Figure 26. EVSE Pilot Wire—State D
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8.2 GFCI Test Signal
The GFCI test signal is applied from the MCU I/O through the 330-Ω resistor through a multi-turn coil on
the current transformer (see Figure 27). Using the background process running at 4 kHz in the software,
the MCU was able to output a 2-kHz waveform for a short duration to excite the coil, which only passes
AC current. Using this process, the system was able to trigger and detect an output pulse from the GFCI
subsystem within 30 ms, which quickly validates the GFCI coil physical connection and operation in the
circuit.

Figure 27. GFCI Test Signal
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8.3 GFCI Fault Detection
The GFCI detection system must avoid false triggers below a specific level and ensure solid triggering
above the trip level. In this design, the test cases for these levels are 10 mA and 15 mA respectively. To
alter this range, the burden resistor and gain stages of the circuit can be changed accordingly.

For the no-trip portion, 10 mA was provided through the PTS3.3C test system through the 100:1 CT.
Using the 330-Ω burden, the expected input voltage to the amplification and filtering is approximately
33 mV. Figure 28 shows an input signal amplitude (Channel 1) of 33.60 mV and no trip detected on the
I/O line to the MSP430 (Channel 2).

Figure 28. GFCI No Trip Detection
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Using the PTS3.3C, a 15-mA AC source was latched through the CT. An input signal of approximately
50 mV is expected with the 100:1 CT and 330-Ω burden resistor, as well as a valid signal on the filter
output. Figure 29 shows these results for the test case as expected. The system tripped within seven full-
line cycles.

Figure 29. GFCI Valid Trip

8.4 Energy Measurement
The energy measurement accuracy results for this reference design are identical to the results in the class
0.2 single-phase e-meter design. Reference this design for a full analysis of results
(TIDM-SINGLEPHASEMETER).

8.5 Power Supply
For a full analysis of the power supply, upon which the TIDA-00637 design was based, visit the
PMP10299.1 tool folder (PMP10299.1)
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9 Design Files

9.1 Schematics
To download the schematics, see the design files at TIDA-00637.

9.2 Bill of Materials
To download the bill of materials (BOM), see the design files at TIDA-00637.

9.3 Layout Prints
To download the layout prints, see the design files at TIDA-00637.

9.4 EagleCAD Project
To download the EagleCAD project files, see the design files at TIDA-00637.

10 Software Files
To download the software files, see the design files at TIDA-00637.

11 Terminology
CT— Current Transistor

EV— Electric vehicle

EVSE— Electric vehicle service equipment

GFCI— Ground-fault circuit interrupter

Plot line or plot wire—One-wire communication between an EVSE and an EV

12 References

1. Texas Instruments, Class 0.2 Single-Phase E-meter,
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