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Abstract: This paper addresses the possibility of using an electric longboard in daily travel.
A conventional longboard was transformed into an electric one and tested in ICSI Rm. Valcea labs.
A series of tests were performed both at the laboratory level and, under normal running conditions,
outdoors. Nevertheless, two possible scenarios have been taken into consideration. First, when the
electric longboard is running on a flat road with a cruise speed, while the second scenario considered
was that of climbing a hill with a 10% slope. The results confirmed the expectations and showed that
a full charge of the batteries allows a trip over a distance of almost 50 km on a flat route having a
consumption of about 10 Wh/km. However, there are some things to keep in mind when making
travel distance predictions. The quality and the profile of the road, the weight of the rider, the rider
position, all of these are factors which can significantly influence the predictions regarding the travel
distance. Moreover, if the optimization is taken into account, several adjustments can be done in
choosing the size and wheel model, whether or not to equip the skateboard with suspensions as well
as a compromise between power and energy densities when choosing battery type is essential.
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1. Introduction

In recent years, the problem of air pollution and increasing emissions of carbon dioxide has
represented a real concern for scientific community, decision making factors, and the population.
We are going through a transition period and a series of decisions have been taken and must continue
with the main objective being to limit global warming. At the EU level, several directives have been
required over the years considering the CO2 limitations and renewable energy technology integration
into the energy sector mix [1–4]. There are several predicted scenarios regarding the roadmaps for
2050 with an interim target for 2030 and a consensus that a higher contribution of renewable sources
is hard to achieve without energy storage solutions. Currently the EU proposes a 1 tn Euro budget
through the Green-Deal project which aims to finance industrial sectors in order to reach the proposed
goals. An important contribution to pollution from the industrial sector is given by transportation,
which represents 25–27% of global pollution. In recent years, huge progress has been made in this
field, as electric vehicles and hydrogen vehicles are being considered as the alternative to the fossil
fuel-driven vehicle [3,4]. Neither technologies are mature yet, but the electric vehicle appears to be
more affordable than hydrogen vehicles. Research and development activities have accelerated in
order to bring advanced energy storage solutions to the market level, with minimal help from support
mechanisms. A decrease in battery prices has been seen since 2015 [5–7].
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Currently, there are three main types of Li-ion cells: cylindrical (with 18650 being the most
common standard), pouch, and coin cells having different chemistries, unique properties, and being
designed for various applications [6–17]. In the literature, a series of research activities in the field
of energy storage are presented [8–12], the lithium batteries being one particular case. Nevertheless,
different types of batteries are compared and the autonomy of the life cycle of an electric vehicle
is evaluated [7]. Barré et al. [13], Salinas and Kowal [14] and Yi et al. [15] focus their attention on
aging mechanisms of Li-ion batteries and algorithms that make the predictions to avoid batteries
degradation. A series of key technologies that are correlated with battery modeling, with their state
of charge (SOC), state of health (SOH), and the influence of temperature in the use of batteries are
presented by Yi et al. [15], Liu et al. [16]. and Zeng et al. [17] refer to reducing energy consumption and
the need to use as few resources as possible, highlighting the importance of recycling. Peter et al. [18]
evaluate the impact of lithium-ion battery (LIB) in electric vehicle (EV) and made a life cycle assessment,
concluding that researchers’ efforts should focus not only on maximizing energy density but also on
the life cycle and load efficiency. At the same time, Kang et al. [19] present a study in which they
classify batteries according to the raw material used and the level of danger.

On the other hand, the car manufacturers have a different approach regarding the type of batteries
to be integrated on their vehicles; Tesla used 18650 and later passed to 21700, BMW are using prismatic
cells and Nissan Leaf rectangular pouch cells. Regarding battery geometry, most EV markets and
suppliers use 18650, but on the other hand the pouch cell market is covered by electronic devices,
the most representatives being smartphones and laptops [20]. There are a lot of predictions which
say that the number of EV users will increase rapidly; Miao et al. [6] expect 125 million EV by 2030.
One of the key elements in batteries’ integration in electric vehicles is given by the battery management
system. There are studies [21–27] that address the vehicle control unit and the battery management
system, presenting new control systems, new hardware in the loop configurations, and evaluating the
reliability of an EV system from the perspective of power supply.

Besides mass transportation, another solution for short distance traveling can be represented
by individual transport means such as: electric-bikes, scooters, longboards, or hoverboards. All of
these can prove to be suitable solutions for commuting to work/school in crowded cities, to explore
the neighborhood, or any other trips that do not involve carrying heavy baggage. Ito et al. [12],
Muenzel et al. [28] and Yoo et al. [29] investigate the dynamics of the propulsion mechanism
of a skateboard using computer simulations based on different lithium-ion battery chemistry.
Kuleshov [30,31] followed the linear stability of the skateboard-skater system and develop a model of
motion. Hart et al. [32] realized a first attempt of a computational fluid dynamics (CFD) aerodynamic
analysis of a downhill skateboard. Varszegi et al. [33] focused their attention on how the balancing
effort of the skater influences the stability. Hyvönen et al. [34] conducted a study aimed at seeing
how the population of Finland responds to the challenges in the transport system and how they are
seeing the use of the light electric vehicle. Studies [35–43] present the most frequent injuries among
skateboarders and to which age groups they happen, meanwhile showing the influence of pedestrian
crowdedness on light electric vehicle navigation behavior.

When it comes to small electric vehicles, they are expected to have a battery with low weight,
compact size, plenty of current delivery for quick acceleration, and high capacity for long-range. It is
easy to see that the technology is ever-changing and nearer evident to observe that this is the case
in the electronics market. If we are looking back several years ago a few people could imagine this
evolution, and today, they are not only thoughts but realities.

Therefore, this study aimed to present the challenges of riding an electric skateboard and makes
the following contributions:

(1) On global warming concerns, the paper presents the considerations of using light electric vehicles
in everyday travels.

(2) Turns a conventional skateboard into an electric one by integrating a battery stack, a battery
cooling system, a battery management system (BMS) and finally testing it.
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(3) Show laboratory testing results for a battery stack discharging by simulating the travel conditions
of an electric longboard both on flat ground and for an uphill

(4) Show results from testing the electric longboard functionality in normal driving conditions

The work was structured as follows: the first part introduces the topic, presents and briefly describes
the issues addressed in a period of energy transition. In Section 2, Materials and Methods, the electric
longboard configuration is presented, the way it was conceived highlighting the characteristics of each
component and proposing at the end of the section a mathematical model. Section 3, Results and
Discussions, illustrates the results obtained in both laboratory and real-time tests, then are discussed
and critically analyzed, with the aim being to evaluate the options and establish strategies to address
the issues to improve the system performances. The conclusions are presented in Section 4, and convey
the essential outcomes of this paper.

2. Materials and Methods

First, when we talk about running a light electric vehicle, in this case an electric longboard, it is
important to show the difference between power and energy densities. With double the energy we
double the range, but power is that which determines how fast we move. A high-power drive train
is useless without a high-power battery, mainly if we refer to the situation when we have to climb a
hill. On the other hand, it is also important to have a system that allows a fast-charging battery from a
regenerative break during a downhill slope in order to increase the running range.

Thus, to achieve the proposed objective of making an electric longboard it was necessary to carry
out several steps. The first step consisted of purchasing a conventional longboard that we proposed to
modify into an electric one, therefore we can say that the deck used was a commercial one electrified
by us.

The next step was to focus our attention on the battery stack. Due to the fact that any individual
cell has limited capacity and voltage, several cells needed to be connected in a package. So, in order to
increase the voltage, the cells are connected in series and to increase the capacity/current in parallel.
In our case, based on a 18650 nickel-cobalt-aluminum (NCA) battery with 3.6 V and 3500 mAh, a design
with 10 batteries connected in series was manufactured first, followed by adding another 3 modules
of cells in order to increase the battery capacity, obtaining, at the end, a connection 10S4P, 36 V rated
voltage and 14 Ah capacity. To obtain the battery stack the method chosen to connect the cells was
through a metal strip spot welding from each terminal of the battery. The connection between batteries
was done through welding it with a nickel band, having a thickness of 0.8 mm and a width of 2 mm.
Any group of 4 batteries connected in parallel was connected to a battery management system (BMS)
which is a board that monitors the individual voltage of the cells from the stack, having the main scope
to handle the battery charging and balance to keep any battery cells in good health and protect against
over-charging or over-discharging.

The third step was to design a metal case with the purpose of being able to take the heat and
dissipate it into the environment, therefore playing the role of a cooling system for the battery stack.
The battery stack case was designed in SolidWorks and all components were printed on a 3D Printer
Ultimaker SS Mat. using polylactic acid which is a thermoplastic/biodegradable material. The used
materials have good characteristics of hardness and mechanical strength.

Any electric drive normally consists of a battery module, a motor controller, a motor itself and a
running gear. The battery supplies energy to the motor controller which provides a variable voltage
output to the motor in order to control the motor speed or torque. The motor converts electrical energy
into kinetic energy for moving the vehicle. There are two possibilities for using the propulsion system,
some longboards using two driven motors, others using a single powerful motor, and there is a long
discussion that takes into consideration the space available and efficiencies during the optimization
process. Although every electric longboard can go uphill, different motor specifications limit the
potential. When going uphill, an electric longboard needs enough power linked to the driver’s weight
and gravity simultaneously. In our configuration, we chose for the solution with 2 motors which can
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provide a maximum power of 2400 W, totally, limited by the BMS parameters at 1800 W, this being the
maximum power available. Although the power is significant, at this maximum output power our
battery stack would be empty in 16 min. However, it is very unlikely that we would reach these values.

The fourth step was to realize the communication part. Most electronic stability control (ESC)
solutions are based on the open hardware project called Vedder Electronic Speed Controller (VESC).
Therefore, we bought a FLIPSKY Dual FSESC6.6 to make the connection between the battery stack,
more precisely between the batteries BMS and the driving motors. The link to the person who is
running the longboard is through a handheld remote; fortunately, most of the electric longboards
use wireless handheld remote, all controls are giving instant access to every action of acceleration
or braking.

Below in Figures 1–4 the battery stack, the connection between the BMS and the battery pack,
the battery pack case and the longboard itself are illustrated. At the same time, in Table 1 the
representative parameters for the components of the entire system were centralized.

Figure 1. The battery stack.

Figure 2. The battery management system (BMS) [adapted by manufacturer datasheet].
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Figure 3. Battery stack case with the role in the cooling process.

Figure 4. Electric longboard prototype.

After assembling all components, the functionality testing was started, therefore a series of
parameters was configured, along with a set of limits within which the longboard would be operated.
Through VESC application, all the settings required for protecting each component of the longboard
had been done, namely: battery with a quick discharge or over discharge, the BMS not to exceed
the operating parameters in terms of drawn current, and the motor-controller to provide the motor
parameters that are not in its operating range.

The controller used is one which, besides the fact that it allows the user to make the proper
configuration, offers the possibility to record a series of parameters which could be seen in real-time
through the remote hand controller or on a mobile application that allows the parameters to be
downloaded and analyzed later.
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Table 1. Characteristic parameters of a cell battery.

Battery Chemistry NCA

Capacity 3.5 Ah
Nominal Voltage 3.6 V

Maximum charging voltage 4.2 V

Minimum voltage(cut-off) 2.7 V
Nominal charging current 2 A

Maximum continue discharging current 8 A
Discharging current pulse 13 A

Motor power 2400 W
Wheel diameter 83 mm

Theoretical Formulation

The total mechanical load required to propel an electric longboard is calculated as a sum of the
wind resistance, the rolling resistance and the torque required to gain height when it is used to climb a
hill. However, there are major losses of resistive power loss in the battery, into the switching controller,
hysteresis, and backwash current power losses in the motor.

The force required to overcome the aerodynamic drag is calculated as:

Fdrag = 1/2 ρAcd v2 (1)

The force required to overcome the rolling resistance is calculated as:

Froll = mgcv (2)

The force required to overcome to gain height when is used to climb a hill, with a given angle of
incline, θ, is calculated as:

Fgrav = mgsin(θ) (3)

The total mechanical load is the sum of all these forces and to convert it into torque we have to
multiply it by the radius of the wheel, r.

τ = r
(
Fdrag + Froll + Fgrav

)
(4)

Now, the total mechanical power can be calculated as the total mechanical torque multiplied by
the angular velocity of the wheel, w.

P = τw (5)

The angular velocity is calculated as a function of wheel radius, r, and linear speed, v.

w = v/r (6)

The parameters used in the above equations are: ρ—air density, A—the front surface of the person
on the electric longboard and the longboard itself (0.5—0.6 m2 for a regular person), cd—coefficient
of drag (typically 0.25 to 0.4), m—the person on the longboard’s mass, g—gravitational acceleration,
cv—coefficient of rolling resistance (typically 0.008 to 0.03). All the other parameters have been
already explained.

Passing from the mechanical power of the motor to the electrical power of the battery stack,
the latter is calculated as:

P = UI or P = RI2 (7)

where U, I, and R are the battery stack voltage, current and internal resistance. And finally, the energy
consumed is calculated by multiplying the power required with the drawing time.

E = Pt (8)
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3. Results and Discussions

The experimental concept of this paper aimed at two results: first, to obtain laboratory results
by discharging the batteries on testing equipment, and second to validate these results by testing the
electric longboard under normal operating conditions. Using the mathematical model presented above
and performing the calculations, the functional parameters have been chosen in order to discharge
the battery stack. Since some parameters of the battery stack exceeded the range of the equipment
available, a compromise has been made, namely doing the tests at the cell level and making all the
necessary similarities required reported at the battery stack level. Therefore, Figures 5 and 6 illustrate
the parameters’ evolution in time: current, voltage, power, energy and capacity for the scenario in
which we are going on a flat route, respectively Figures 7 and 8 took into consideration the scenario in
which a 10% slope is continuously climbed. The assumption which has been done during laboratory
tests was that the running speed is maintained constant throughout the trip, this parameter being the
one which makes the connection with the power required to train the longboard. As a conclusion the
discharge of the batteries is done at constant power.

Figure 5. Voltage and current for an electric longboard when it moves on flat ground.

Figure 6. The battery capacity and energy consumed for an electric longboard when it moves on
flat ground.
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Figure 7. Power, voltage, and current evolution in time for an electric longboard when it climbs a hill.

Figure 8. The battery capacity and energy consumed for an electric longboard when it climbs a hill.

Moving forward, once the simulated results gave us an idea about the functionality of the electric
longboard, we moved on to the experimental part, namely the collection of operating parameters in
dynamics. A route that was mapped as 90% flat with a few gentle ascents and descents, which should
not have a significant impact on the data was chosen. It is worth mentioning that all the parameters
recorded were thorough VESC application at the level of milliseconds, a fact which required complex
data processing. Figure 9 illustrates three screenshots, highlighting the operational parameters at a
certain point of time. If the two first captures are focused on a cruise scenario on a flat train, the third
capture is highlighting the function ability for uphill conditions. The values of current from round
dials are for the motor current which is different from the current drawn from the battery. The duty
cycle parameter is responsible for this, but only when the duty cycle is 100% of the current drown from
the batteries and the ones that power the motor are equal.
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Figure 9. Vedder Electronic Speed Controller (VESC) Android application illustrating the parameter
values at a certain moment of time during the ride, (a) and (b) running flat route and (c) climbing a hill
with a 10% slope.

Figures 10 and 11 show the evolution in time of voltage drawn from the batteries, SOC once
the battery is discharged, the speed at which the longboard runs and the power required to run the
longboard. Due to the fact that there are too many values spread over a large range because of a much
too short data collection interval, two histogram graphs were represented in Figure 12, for speed,
and Figure 13, for power, for a better understanding. As an order of magnitude, it can be mentioned
that for a flat road the power required was somewhere near 200 W, and in the uphill scenario, 10% slope,
this value increased up to 3.2 times when the skater weight is 75 kg Another important aspect that had
been noticed when climbing a slope was the appearance of the sliding phenomenon, therefore even
though there is enough power, there isn’t enough torque which leads us to the conclusion that bigger
wheels are required for such cases.

Figure 10. The battery voltage and state of charge (SOC) for an electric longboard when it moves on
flat ground.
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Figure 11. The battery power and speed for an electric longboard when it moves on flat ground.

Figure 12. Histogram power representation.

Figure 13. Histogram speed representation.

On the other hand, Figure 14 shows the amount of energy drawn from the battery and the energy
recharged due to regenerative breaking. In the motion control industry, the term of regenerative braking
refers to using the power associated with the back electromotive force voltage of an electric motor to
charge a battery. In fact, this is the opposite of the normal operational mode where the battery is used
to provide power to an electric motor. As long as an electric motor can fulfill the role of a generator,
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a system can be designed in such way that the power flow is in or out of the motor and the battery
can be charged or discharged in real-time. So, instead of throwing away the back electromotive force
power into heat loss, it can be used to recharge the battery, thereby recovering energy, adding to overall
system efficiency. In our case, the proportion between energy recharged and energy consumption
is 2.5%.

Figure 14. The energy consumption and the energy recharged during a trip.

Figure 15 presents the influence of skater’s weight on the power required for running the longboard
on flat ground. Therefore, it can be seen that the skater’s weight has a major impact on the distance he
can travel. Once the experimental results showed the values for the case with a skater whose weight is
75 kg, then simulations were made for other weights. The results showed that by reducing the skater’s
weight by one third, the distance traveled almost doubles.

Figure 15. The influence of skater mass on the power required for moving on flat ground.

4. Conclusions

Notable achievements have been made during the years, mainly in longevity and safety, while the
capacity is gradually increased. Today, Li-ion meets the expectations of most consumer devices, but if
we focus our attention on the applications of electric vehicles, then further development is required
before this power source will become the accepted norm.
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The advantages that an electric longboard offers refers the easy method of transportation,
including for teenagers, to the fact that the lithium battery lasts longer and recharges more quickly
than many others and can reach relatively high speeds, having at the same time the disadvantage that
the time of use strongly depends on the driver’s weight and the piloting style.

In this paper a stack of batteries has been tested, taking into consideration the effect of discharging,
capacity, and temperature. The experiments have been done both for components using laboratory
equipment and for the entire system by testing it under normal outdoor driving conditions. The results
showed no significant differences if we take the scenario of a flat terrain with cruising speed.
However, even if, from a theoretical point of view, the power provided by the batteries was still
enough, the adjustment inside the controller and implicitly into the motors makes this different from
the theoretical expectations. Practically, without a sufficient start, a ramp with an inclination of over
10% and a length of over 100 m is difficult to climb, and the more we climb the slope, given by the state
of charge of the battery, the more they are charged, and the more we advance.

In terms of energy consumption, there are many factors which influence the consumption,
among them being: piloting style, skater weigh, wheel size, road conditions, and in our case,
choosing to travel in cruise mode. The experimental results for a 75 kg skater weight was 9.4 Wh/km,
on the other hand the simulation results showed that the consumption can be considerably reduced with
the weight loss of the skater. Even the literature reports a large range of this values, from 7.5 Wh/km to
more than 30 Wh/km without making the link to the weight of the person which is riding the longboard.

Considering the results obtained, an electric longboard could be a means of transportation between
the home and work place, or to recreation areas for the days when the weather conditions allow this.

However, even if an electric longboard is charged relatively fast, can travel long distances and
reach high speeds, some abilities are required to be able to run it safely, even with the regulatory speed
according to the valid legislation in force in most European countries of 25 km/h.
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