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 Abstract⎯The paper describes the various energy 

management techniques that can be implemented for a 
modern electric vehicle by using MATLAB/Simulink. 
The Renault Twizy vehicle is considered for MATLAB 
simulation. Regenerative braking technique is discussed, 
in which the kinetic energy is converted to electricity to 
charge the battery of the vehicle when the brakes are 
applied or when the vehicle is moving down the hill. A 
solar photovoltaic (PV) on the roof-top of the vehicle is 
implemented to charge the battery used in the vehicle. 
The simulation results are highlighted and energy 
management strategies are presented. The results 
showed that the speed control of direct current (DC) 
motor during the motoring mode and regenerative 
braking mode was successfully achieved by using a 
bi-directional DC-DC converter and a 
proportional-integral (PI) controller at various 
reference speeds set by the user by applying a variable 
load torques to the motor. The size of solar PV on 
roof-top of the vehicle was found to be 280 W that 
charged the 48 V battery of the vehicle by using a 
bi-directional DC-DC converter, which was evaluated 
by using MATLAB/Simulink. 

 
Index Terms⎯Battery vehicle, DC-DC converter, DC 

motor, MATLAB. 

1. Introduction 
The major issue relating the depletion of fossil fuels, the 

increase in the price of oil and gas, greenhouse gas (GHG) 
emissions, and high environmental pollution are creating a 
major concern for the society and the world as well. The 
automotive industry is greatly attached to all the above 
issues. The major concern with internal combustion engine 
(ICE) vehicles is the continuous reduction in fossil fuels 
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which directly leads to the increase in the prices of petrol 
and gas. The other issues with ICE based vehicles are its 
environmental concerns of producing high percentage of 
greenhouse gas emissions and thus polluting the 
environment. The development of electric vehicles in the 
automotive industry can reduce these major issues to a 
great extent. In the recent era, most of the automotive 
industries have taken steps to develop green vehicles, 
which are clean, safe, highly efficient, and also eco-friendly. 
With the development of electric vehicles, battery electric 
vehicles (BEV), hybrid electric vehicles (HEV), and fuel 
cell based electric vehicles (FCEV) have the potential to 
replace the present conventional based vehicles (ICE based 
vehicles)[1]. The current concern for the electric vehicles, 
which limits itself from entering the market, is due to the 
battery technology. The battery technology is found to be 
the weakest and this poor storage capability limits the 
battery electric vehicle range (BEV) to only specific 
applications, like airport stations and for small drive range 
applications[1]. Some major challenges for BEV are the 
poor mileage, sizing and capacity constraints, dependency 
on power, and longer charging hours. In addition, the 
improvements in battery technology and public recharging 
installations are required[2]. This paper describes the various 
charging techniques that can be implemented in an electric 
car in order to overcome the above constraints. 

2. Methodology 
The block schematics of the proposed system are shown 

in Fig. 1. 

 
Fig. 1. Design of solar hydrogen-based fuel-cell battery-electric 
vehicle. 

The design consists of a solar photovoltaic (PV) on the 
roof-top of the vehicle which is connected to a charge 
controller. This charge controller has a control strategy of 
producing hydrogen via electrolyzer and storing in the 
hydrogen storage tank. Unless it detects that the state of 
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charge (SOC) of the battery is full, it directly starts to 
charge the battery until its SOC is reached to the maximum 
limit. The lithium ion battery and a proton exchange 
membrane (PEM) based electrolyzer is considered. The 
primary power source used here to propel the wheels of the 
vehicle is the battery. The design also has an additional 
feature of regenerative braking to charge the battery 
effectively during braking and down-hill motion of the 
vehicle. The vehicle is powered by a separately excited DC 
motor. Fuel cell is designed to power the auxiliary power 
unit. In this case a small application is considered, such as 
power windows which use the permanent magnet DC motor 
(PMDC) for its operation. 

3. Vehicle Specifications 
The vehicle specifications are tabulated in Table 1. Fig. 

2 shows the Renault Twizy vehicle considered for 
simulation. 

 
Fig. 2. Renault Twizy[3]. 

Table 1: Renault Twizy specifications[4] 

Parameter Specifications 
Motor 4 kW (5 HP) 
Weight 145 kg (including battery around 100 kg) 
Length 2320 mm 
Width 1191 mm 
Height 1461 mm 
Battery 48 V, 7 kWh 

The vehicle also has an extendable cable for battery 
charging. It is capable of charging by plugging in the 
voltage of 220 V at 10 A (domestic electrical supply). The 
battery can be fully charged in three to four hours of 
continuous charging. The maximum torque during the 
vehicle’s initial start provided by the motor is around 57 

Nm, almost four times greater than a three wheeled scooter 
of 125 cm3[4]. 

4. Case 1: Closed Loop Speed Control 
of DC Motor Using PI Controller 

The closed loop speed control of the DC motor used in 
this paper is carried out by using a proportional-integral (PI) 
controller. Fig. 3 shows the control strategy used for the 
closed loop speed control of DC motor by using a half 
bridge non-isolated bi-directional DC-DC converter and a 
PI controller[5]. 

 
Fig. 3. Closed-loop speed control of DC motor using PI 
controller[5]. 

In order to control the speed of the DC motor, the 
output voltage of the bi-directional DC-DC converter must 
be controlled. In order to control the output voltage of the 
bi-directional DC-DC converter and to bring the speed of 
the vehicle running at a different speed to the desired speed, 
a PI controller is used to provide a quick response to 
sudden and quick speed changes during the driving cycles. 
In this control strategy, the motor speed or the actual speed 
ωmotor is sensed and compared with a reference speed or the 
desired speed ωref as shown in Fig. 4. The error signal 
(ωref−ωmotor) is calculated and fed into the PI controller, 
which minimizes the error by using the proportional and 
integral gain values and sends the signal to the pulse width 
modulation (PWM) generator. The signal which is fed into 
the PWM generator is then compared with the high 
frequency saw-tooth wave equivalent to the switching 
frequency of the converter in order to generate pulse width 
modulated (PWM) control signals for the switches used in 
the bi-directional DC-DC converter and make the vehicle to 
run at the desired speed[5]. 

 
Fig. 4. Generation of gate pulses using PI controller[5]. 

5. MATLAB/Simulink Model for 
Motoring and Regenerative 

Braking Mode 
In this case, both motoring and regenerative braking 

take place in the single simulation which runs for a time 
period of two seconds. The speed control of the DC motor 
for motoring and regenerative braking is done at various 
reference speeds (desired speed) by applying various load 
torques to the motor. The concept of complementary gate 
switching during motoring and regenerative braking modes 
is used. The bi-directional DC-DC converter circuit is 
shown in Fig. 5. 

 
Fig. 5. Bidirectional DC-DC converter[5]. 

5.1 Parameters 
The below parameters are considered in 

MATLAB/Simulink model for running the vehicle in 
motoring mode: 
• Motor: 5 HP, 240 V, and 1750 rpm (183 rad/s).  
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• Bidirectional DC-DC converter specifications:  
LC=1600 μH, 
CH=470 μF, CL=470 μF 

• Battery: 
Voltage=48 V, battery capacity=140 Ah 

• PI controller: 
Kp=0.001, KI=0.02 

5.2  Motoring Mode 
The Simulink model of motoring mode is shown in Fig. 

6. During the motoring mode, the desired speed of 70 rad/s 
is achieved, when a positive load torque of 10 Nm is 

applied to the motor. It can be observed that the armature 
current is positive and proportional to the electrical load 
torque.  

5.3  Regenerative Braking Mode 

Fig. 7 shows that during the regenerative braking mode, 
the desired speed of 70 rad/s is achieved, when a negative 
load torque of 10 Nm is applied to the motor after a 
period of one second during the simulation. It can be 
observed that the armature current is negative and 
proportional to the electrical load torque. 

Fig. 6. MATLAB/Simulink model during motoring mode.  

 
Fig. 7. MATLAB/Simulink model during regenerative braking mode. 
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6. Case 2: Design of Solar PV on 
the Roof-Top of the Vehicle 

The design of solar photovoltaic (PV) for the vehicle is 
calculated by using the length, width, and height of the car 
Renault Twizy. From the dimensions of the vehicle, it is 
possible to calculate the area that can be covered by solar 
PV on the roof-top of the vehicle. The total roof-top area of 
Renault Twizy that can be covered is 2.76 m2. However, as 
per the vehicle dynamics, the total area cannot be utilized 
and hence an approximate area of 1.96 m2 is considered for 
installing the solar PV on the roof-top of the car. The 
module selected here is a mono-crystalline silicon cell 
based solar PV. The module efficiency ranges between 13% 
and 19%[6]. The rating of solar PV to be installed on the 
roof-top of the vehicle is calculated by using this efficiency 
and area. Assuming in mono-crystalline solar PV system, 
the area/Kilowatt (kW) is considered to be 7 m2. Sizing of 
solar PV is given as 

Solar PV required 1.96 1000 7= × = 280 Wp.    (1) 

Hence, a 280 Wp solar PV module is considered on the 
roof-top of Renault Twizy for charging the 48 V, 7 kWh 
lithium-ion battery of the vehicle. 

6.1  Boost Converter Design Parameters 
In the boost converter, the output voltage is 

Output voltage ( )0 in 1V V D= = − .       (2) 

The input voltage Vin is taken as 30.6 V (the maximum 
power point voltage of 280 Wp solar PV module exposed to 
1000 W/m2). The output voltage V0 is taken as 54 V which 
is the maximum charging voltage limit of the battery. So, a 
duty cycle (D) of 0.433 has been obtained by using (2). The 
switching frequency fs=20 kHz[7]. 

6.2 Inductor Design 
The inductor for the boost converter is designed by 

( )in out in

outIL s

V V V
f

L
V
−

=
Δ

              (3) 

∆IL= ( ) OUT(max) out in0.2 to 0.4 I V V           (4) 

where ILΔ  is the inductor ripple current, OUT(max)I  is the 

maximum output current necessary in the application[8]. A 
factor of 0.3 is chosen to calculate the value of ILΔ  and

OUT(max)I  is taken as 70 A since the maximum charging 

limit of the battery is 70 A. The output voltage outV  is 
considered to be 48 V, since the battery used in the vehicle 
is 48 V. By substituting these values in (3), the inductance 
(L) is found to be 1.68×10−5 H. 
6.3  Capacitor Design 

The capacitance value is calculated using (5): 

( )OUT(max o tout ) uD sC I f V× × Δ=   (5) 

where outVΔ  is typically 0 to 10% of output voltage. 
In this design, ∆Vout is assumed to be 5% of the output 

voltage and its value is found to be 2.4 V. The capacitance 
is found to be 4

out 6.31 10 FC C −= = × . 
The above inductor, capacitor, and duty cycle values 

obtained are used for the boost converter (charge controller) 
for safe battery charging by using solar PV[9]. 

7. MATLAB/Simulink Model of Solar 
PV—Battery Charging Using Boost 

Converter 
Fig. 8 describes the Simulink model of solar PV to 

charge the battery by using the boost converter at a constant 
voltage of 48 V and also within the battery charging current 
of 70 A for the safe battery charging when a solar irradiance 
of 1000 W/m2 is applied on the 60 cells module rated 280 

Wp.  

 
Fig. 8. MATLAB/Simulink model of solar PV to charge the battery by using boost converter. 
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Fig. 9. MATLAB/Simulink model of fuel cell powered PMDC motors used in windows. 
 

A controlled voltage source is used in the above 
Simulink model in order to feed the output voltage from 
solar PV to the boost converter circuit. The parameters used 
for the boost converter are the inductance 51.68 10 HL −= × , 
capacitance 46.31 10 FC −= × , resistor R=200 Ω, duty cycle 
D=0.43. The model is simulated for a simulation time of one 
second and the results are obtained. 

8. Proton Exchange Membrane (PEM) 
Based Fuel Cell for Powering 

Auxiliary Loads 
The fuel cell considered here is of smaller rating 

compared with the one usually used in the fuel cell based 
hybrid electric vehicle. The main use of the fuel cell 
designed for this vehicle is to provide power to the auxiliary 
applications used in a vehicle. The overall power 
consumption of auxiliary loads is around 4.3 kW. The 
MATLAB/Simulink model of the fuel cell powered 
permanent magnet direct current (PMDC) motors for the 
power windows application is shown in Fig. 9. 

The above Simulink model presented in Fig. 9 shows 
how the fuel cell stacks is connected to the four PMDC 
motors of the power windows. It is clear that the fuel flow 
rate of the fuel cell stack is controlled by using a fuel flow 
regulator. The above block also shows that the four PMDC 
motors of the power windows are run by applying a load 
torque of 2 Nm at a 12 V DC system voltage. 

9. Results and Discussions 
9.1  Motoring Mode 

In the motoring mode, the duty cycle of the switches for 
a bi-directional DC-DC converter (as shown in Fig. 5) fed 
separately excited DC motor is calculated as 

batt2
2

batt 1 2

1  or 
1 Q

Q

VV
D

V D V
= =

−
           (6) 

1 21Q QD D= −                  (7) 

where DQ1 and DQ2 are the duty cycles of switches Q1 and 
Q2, respectively; Vbatt is the battery voltage. 

In Case 1, a positive load torque of 10 Nm is applied to 
the motor till a time period of one second and then the 
negative load torque is applied for another one second. The 
armature voltage V2 is around 98 V which can be observed 
in Fig. 10. The battery used here is 48 V, 140 Ah. The duty 
cycle of gates Q1 and Q2 are calculated by using (6) and 
(7), respectively. Its value is found to be DQ2=0.49 and 
DQ1=0.51.  

It is seen that the complementary gate switching takes 
place as in the motoring mode DQ1>0.4 and DQ2<0.6. Hence 
the bi-directional DC-DC converter is acting in a boost 
mode, which propels the DC motor of the vehicle to run at 
the desired speed of 70 rad/s. 

From Fig. 10, it is clear that an armature voltage around 
98 V is achieved for the motor running at a speed of 70 
rad/s with a load torque of 10 Nm. The inductor current is 
around 21 A which is positive in the case of the motoring 
mode. 

Fig. 11 shows the battery state of charge (SOC), battery 
current, and battery voltage. The state of charge of the 
battery is seen to decrease, as in the motoring mode the 
battery starts discharging. It is clear from Fig. 11 that the 
battery current is positive, since the current is drawn from 
the battery to power the motor. The discharging current is in 
the range of 20 A to 30 A for running the vehicle at 70 rad/s. 
The battery voltage is around 48 V as the maximum battery 
voltage limit is 54 V.   



SH

 

Fi

Fi

9.

fo
D

Fi

HAH et al.: Energ

ig. 10. Armatur

ig. 11. Battery S

.2  Regenera
In the regen

or a bi-directio
DC motor is ob

ig. 12. Armatur

gy Management 

re voltage and in

SOC, voltage, a

ative Mode 
nerative mode
onal DC-DC c
btained by usi

2

batt

1
1 Q

V
V D

=
−

1QD =

re voltage and in

Strategies for Mo

nductor current

and current. 

e, the duty cyc
converter fed 
ng (8) and (9)

batt

1 2

  or  
Q

V
D

V
=

21 QD= − .    

nductor current

odern Electric Veh

t. 

cle of the swit
separately ex

), respectively

2QD        

           

t. 

hicles Using MAT

 

 

tches 
xcited 
y.  

 (8) 

 (9) 

 

appl
batte
arou
of Q
0.06

F
V is
with
com
the b
−10
brak
the 
and 

F
batte
the 
mod
that 
in th
of 2
well
volt
volt

Fig. 

Fig.
280 W

ATLAB/Simulink

In the second 
lied to the mo
ery rating is 4
und 50.9 V wh
Q2 (DQ2) is fo
6. 
From Fig. 12 

s achieved for
h a load torqu

mes down to 5
battery during
A which is 

king mode. Th
bi-directional
the current flo
Fig. 13 repre
ery current, a
battery is see

de the battery
the battery c

he reverse dire
0 A to 30 A fo
l within the c
age is found t
age limit is 54

13. Battery SO

14. Maximum
Wp module at s

case, a negati
otor after a tim
48 V, 140 Ah
hich can be ob
found to be 0

it is clear tha
r the motor ru
ue of −10 Nm.
0 V (nearing t

g this mode. T
negative in t

hus the motor
l DC-DC con
ow is reversed
esents the bat
and battery vo
en to be incre
y starts chargi
urrent is nega
ection. The ch
or running the
charging limit
to be around 4
4 V. 

OC, voltage, and

m power point c
solar irradiance

ive load torqu
me period of o
. The armatur

bserved in Fig
0.94 and that 

at the armatur
unning at a sp
. Thus the vol
the battery vo

The inductor cu
the case of th
r voltage is st

nverter to the 
d during this m
ttery state of 

oltage. The sta
easing, as in t
ing. It is clea
ative, since th
harging curren
e vehicle at 70
t of the batte
48 V as the m

d current. 

current, voltag
e of 1000 W/m2

2

ue of 10 Nm
one second. T
re voltage V2
. 12. Duty cyc
of Q1 (DQ1) 

re voltage of 
peed of 70 rad
ltage from 98

oltage) to char
urrent is aroun
he regenerati
tepped down b
battery volta

mode. 
f charge (SOC
ate of charge 
the regenerati
ar from Fig. 
he current flow
nt is in the ran
0 rad/s, which 
ery. The batte

maximum batte

e, and power f
2. 

287

m is 
he 
is 

cle 
is 

50 

d/s 
8 V 
rge 
nd 
ve 
by 

age 

C), 
of 
ve 
13 
ws 

nge 
 is 

ery 
ery 

 

 
for 



 

28

9.

so
pr
m
m

fe
V

F
(S
so

Fi

9.

w
W
th
el

Fi

88 

.3  Solar PV 
Fig. 14 sho

olar PV expo
roduces the 

maximum pow
maximum pow

The maxim
ed to the boos

V to a constan
60 A, which
rom Fig. 15, 
SOC) increas
olar PV. 

ig. 15. Battery 

.4 PEM Fue
Fig. 16 sho

which is aroun
W of power a
he 4 PMDC 
lectric vehicle

ig. 16. Fuel cell

to Battery Ch
ows that the 
osed to a so
maximum po
wer point v

wer point curre
mum power p
st converter to
nt voltage of 

h is within the
it is clear th

es as the bat

SOC, voltage, a

el Cells to Pow
ows the fuel ce
nd 12 V and 8.
at standard op

motors of th
e. 

l voltage and cu

J

harging 
solar PV out

olar irradianc
ower Pmax o

voltage Vmpp 
ent Impp of 8.7 

point voltage 
o step up the 
48 V at a ch

e charging lim
hat the batter
ttery starts ch

and current. 

wer Window
ell voltage an
.3 A. So it pro
perating cond
he power win

urrent. 

JOURNAL OF EL

tput for a 280
ce of 1000 W
f 268 W wi
of 30.6 V 

A. 
Vmpp of 30.6
voltage from 
harging curren
mit of the bat
ry state of ch
harging using

s 
d fuel cell cur
oduces around
itions and po
ndow used in

LECTRONIC SC

0 Wp 
W/m2 
ith a 

and 

V is 
30.6 

nt of  
ttery. 
harge 
g the 

 

rrent, 
d 100 

owers 
n the 

 

T
tech
appl
veri
envi
tech
usin
ener
ener

[1]

[2]

[3]
[4]
[5]

[6]

[7]

[8]

[9]

 
 

Duba
Cam
energ
cell t

 
Prash
biog

CIENCE AND TE

This paper
hniques that ca
lication. The 
fied by sim
ironment. It is

hnique leads to
ng solar PV o
rgy saving m
rgy-efficient a

M. Ehansi, Y
Electric, Hyb
Florida: CRC
Battery, hybri
a sustainable
Battery, Hybr
[Online]. A
files/about_ev
OVMS: Renau
The 2010 Par
P. Pany, R. S
converter fed
Engineering, 
101−110, 201
IEA-ETSAP 
Photovoltaics
https://www.i
20E10%20
N. Mohan, T
Electronics: C
Vancouver: Jo
Basic Calcul
Texas Instrum
A. P. Vyshakh
for plug in hy
Scientific En
22−26, 2014.

ai in 2014. Now
mpus, Dubai. Hi

gy, electric veh
technology. 

hant Kumar S
raphies are not 

ECHNOLOGY, V

10.  Con
presents va

an be implem
performance

mulating wit
s found that th
o energy savin
on roof-top of
making the p
and improving

Refere
Y. Gao, S. E. 
brid Electric a
 press, 2005. 
id and fuel cell 

e mobility. AVE
rid and Fuel C

Available: http
v/Brochure.pdf 
ult Twizy User 
ris Motor Show
Singh, and R. T
d drive for elec

Science and 
11. 

and IREN
s Technology 
rena.org/IRENA

T. M. Undelan
Converters, Ap
ohn Wiley, 1999
lation of a Bo

ments, Dallas, 2
h and M. R. Un
ybrid electric ve
ngineering and 

Jinesh P
Coimbator
the B.Tec
electronics
Vishwa
Coimbator
in renewa
Heriot Wa

w, he works wit
is research inte
hicles, hybrid e

Soori’s and Si
available at the

VOL. 13, NO. 3, S

nclusions
arious energy

mented for the 
e of the sys
th the MAT
he use of regen
ng in vehicles
f the vehicle 
pure electric

g the range of 

ences 
Gay, and A. 

and Fuel Cell 

 electric vehicl
ERE European
Cell Electric Ve
p://www.avere.o

Guide, Renault
, Renault, 2010
Tripathi, “Bidi
ctric vehicle sy
Technology, vo

NA, U.A.E. 
Brief. [Onl

A-ETSAP%20T

nd, and W. P. 
pplications and
9. 
oost Converter
014. 
nni, “BLIL PFC
ehicle battery c

d Research, vo

Pradip Shah 
re, India in 19
ch. degree i
s engineering 

Vidyapeetham
re in 2013 and 
able energy e
att University (
th Heriot Watt 

erests include w
energy based v

ibi Chacko’s 
e time of public

SEPTEMBER 20

 
y manageme
electric vehic

stem has be
TLAB/Simulin
nerative brakin
s and the idea 
leads to furth
 vehicle mo
the vehicle.

Emadi, Mode
Vehicles, 1st e

es are the keys 
n Association f
Vehicles, Brusse
org/www/Image

t, 2014. 
0. 
rectional DC-D

ystem,” Intl. J.
ol. 3, no. 3, p

(2003). Sol
line]. Availab
Tech%20Brief%

Robbins, Pow
d Design, 2nd e

r’s Power Stag

C boost conver
charger,” Int. J.
ol. 2, no. 1, p

was born 
991. He receiv
in electrical 

from Amr
m Universi

the M.S. degr
engineering fro
(Dubai Campu
University Dub

wind energy, so
vehicles, and fu

photographs a
cation.  

015 

ent 
cle 
en 
nk 
ng 
of 

her 
ore 

 

ern 
ed. 

 to 
for 
els. 
es/ 

DC 
of 

pp. 

lar 
ble: 
%

wer 
ed. 

ge, 

rter 
of 

pp. 

in 
ved 

& 
rita 
ity, 
ree 
om 
s), 
bai 
lar 
uel 

and 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /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 ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. 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 Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice




