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Abstract: As part of this work, several Battery Electric Buses (BEBs) of 9 m, 12 m, and 18 m lengths 

and superfast chargers based on a pantograph of up to 600 kW were developed and demonstrated 

in selected European cities. In Osnabrück (OSN), Germany, superfast charging technologies based 

on BEBs were demonstrated, and numerous measurement campaigns were conducted. Within the 

scope of this work, two measurement campaigns are presented, which are related to the impact of 

BEBs on the urban life, i.e., people’s safety, environment, and users’ comfort. People’s safety was 

investigated in terms of the electromagnetic emissions emanating from two superfast chargers of 

350 kW and 300 kW, as such high charging power during the charging process could be a risk to 

people’s health and electronics inside and outside the bus. The results showed that the magnetic 

and electrical emissions are far below the safety standard limits. This confirms that the developed 

vehicles and chargers in the ASSURED project operate under safe conditions for people in the vi-

cinity of the charging station. Environmental impact and users’ comfort were studied in terms of 

electric motor noises (compared to diesel engines), power electronic devices and their cooling, con-

tact noises of the pantograph, and vibration inside the BEBs compared to diesel buses. It was found 

that, in most cases, the outside noise emission of BEBs are significantly lower than the noise emis-

sions emitted by diesel buses. Considering the inside noise emissions in the passenger’s section, all 

BEBs showed lower Sound Pressure Levels (SPLs) in comparison to the diesel busses. As a second 

part of the ride comfort, vibrations inside BEBs are on the same level as some diesel buses but are 

mostly significantly lower. All charging processes (pantograph operation and charging process) 

have a slight noise emission, with 64.6 dB(A) and 52.3 dB(A), respectively, when comparing the 

engine noise at the departure of the tested diesel buses with 70.8 dB(A) to 80.4 dB(A). Overall, a 

reduction in noise emissions and an improvement in the ride comfort were observed for the BEBs 

compared to diesel busses. The objective of this brief study is to provide bus operators, decision-

makers, urban planners, and authorities with an overview of the benefits of BEBs for cities and to 

help them understand the various infrastructural impacts on urban areas and improve the quality 

of services. 
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1. Introduction 

Climate change has been the main global concern over the past few decades. Most of 

the CO2 emissions come from the conventional energy sources and transportation. The 

transportation sector constitutes around 22% of the total CO2 emission. Buses have a daily 

operating time of 16–20 h compared to private cars, which have about 1–2 h [1]. Electri-

cally powered buses reduce CO2 and noise emissions in urban areas and thus promote the 

trend towards more livable cities [2]. Therefore, some cities around the world, especially 

in Europe, such as London, Paris, Copenhagen, Milan, etc., are taking the initiative to re-

place diesel buses with zero-emission buses from 2025 and ensure that a major area of 

their city is zero-emission by 2030. Battery Electric Buses (BEBs) are potentially the main 

technology that will replace diesel buses [3]. BEBs could replace diesel buses with the 

same number of buses on the route, which could be a good incentive to deploy BEBs with 

optimized operating costs. This requires super-fast chargers on the routes to meet the en-

ergy demand of the buses [4,5]. 

In [6], the service schedule and recharging plan of electric buses were optimized un-

der specific the design of a charging station based on a bi-level model to optimize deci-

sion-making at both tactical and operational levels simultaneously. The standardizations 

are not yet done, which is why statements on the interactions between vehicle, operation, 

and infrastructure in public transport are proving to be difficult to make [2]. In [7], the 

authors propose a general framework to design an effective short turning strategy for the 

BEBs at a tactical planning level. A trade-off relationship between the battery capacity and 

the average trip time is identified by modeling the BEBs’ operations. Moreover, a microe-

conomic model is formulated to jointly optimize the frequencies and charging schedules 

of the whole bus line and the short turning line to effectively minimize passengers’ wait-

ing time and operational cost [7]. In the ASSURED project, the focus is on the Heavy-Duty 

Electric Vehicles (HD-EVs, i.e., trucks and buses), which have high energy requirements 

due to their size and weight. These vehicles have strict schedules that must be met. At the 

same time, BEBs must operate at a reasonable cost in addition to the total cost of owner-

ship (TCO). The availability of 150–600 kW opportunity charging solutions on the line 

routes could improve the TCO of BEBs by having less battery capacity on board that can 

be charged within 4–10 min, reducing vehicle weight and improving operating costs by 

minimizing energy consumption. Within the ASSURED project, interoperable depot and 

opportunity charging solutions were developed to minimize the TCO and optimize the 

operation costs of BEBs [8]. 

1.1. Literature Review 

Electromagnetic Emissions 

The present trend in EVs nowadays consists of reducing voltage levels in charging 

as much as possible, which results in even higher currents. Paradoxically, although lower 

voltages mean higher safety in the case of a short circuit or electric shock, they also mean 

lower safety in terms of magnetic field exposure [9]. In general, the EVs’ passengers are 

usually in close proximity to electric power systems for long periods of time. Relatively 

high currents are reached in these systems, and the short distances between the passen-

gers and the electric systems mean that the passengers could be exposed to relevant mag-

netic fields. The situation becomes even worse with HD-EVs, as these vehicles have high 

electrical power systems. Therefore, the electromagnetic environment of EVs must be 

evaluated before they are introduced to the market. 

The short distances and high currents pose some risks due to the presence of strong 

Electromagnetic Fields (EMF). These fields can potentially have undesired effects on elec-

tronic devices, but also on peoples in or near the vehicle. The first effect is known as Elec-

tromagnetic Interference (EMI), which was analyzed in the context of Electromagnetic 

Compatibility (EMC), the main objective of which is to ensure the proper operation of 

equipment in a common electromagnetic environment. The second effect is known as 
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Electromagnetic Radiation (EMR) and is part of the bioelectromagnetic or bioelectromag-

netic domain, which includes all types of interactions between EMFs and biological sys-

tems. Several projects have been initiated to study the effects of non-ionizing EMR on 

human health. In 1996, the International EMF Project was launched to assess the scientific 

evidence of the influence on health due to low-frequency EMR (from 0 to 300 GHz) [9]. 

There are some standards for limiting the EMFs’ exposure, such as the International Com-

mission on Non-Ionizing Radiation Protection (ICNIRP) and IEEE C95.6. The ICNIRP es-

tablished the most comprehensive criteria for recommended limits for EMF in 1998 [10–

12]. 

1.2. Vibroacoustic–Pass-by Noises and Ride Comfort 

The vibroacoustic emissions emitted inside and outside the vehicle are subject to 

standards and are crucial for the perception of road traffic participants. While compara-

tive vibration measurements to determine ride comfort are mainly defined by the track 

profile and measurement positions, noise measurements are subject to fixed standards. 

Therefore, the pass by noise measurements were performed considering the ISO 362-

1:2015 standard [13]. The ISO 362-1 standard describes an engineering method for meas-

uring the noise emissions of road vehicles of classes M (power-driven vehicles having at 

least four wheels and used for the carriage of passengers) and N (power-driven vehicles 

having at least four wheels and used for the carriage of goods) under typical urban traffic 

conditions. In order to take into account urban driving conditions, several parameters are 

included in the standard. These are mainly the surface conditions, microphone positions, 

measurement setup, and weather conditions. 

1.3. Contribution 

This work aims to investigate the effects of superfast charging inside and around the 

BEBs in terms of electric and magnetic emissions. Therefore, the EMC values according to 

“1999/519/EC: Council Recommendation of 12 July 1999 on the limitation of exposure of 

the general public to electromagnetic fields (0 Hz to 300 GHz)” were measured and com-

pared for two superfast charging stations (300 kW and 350 kW) in Osnabrück (OSN). For 

more information on the OSN demo, see [14,15]. To determine the effect on passengers 

and nearby residents, EMC levels were measured at various locations around the charger 

and the bus as well as inside the vehicle. 

Another aspect of this work is to determine the effect of noise emissions and passen-

ger comfort of BEBs compared to diesel buses within the following described measure-

ments: 

• Pass by noise was determined according to the standard “ISO 362-1:2015”; 

• Noise emissions of the charger and pantograph during charging process were deter-

mined by measuring the Sound Pressure Level (SPL) around the charger; 

• Passenger comfort was investigated by measuring interior noise and vibration dur-

ing a typical inner-city route, as well as acceleration and deceleration of the several 

buses. 

The pass by noise and the passenger’s comfort measurements were performed with 

several BEBs of different brands (ASSURED buses) and some diesel buses for comparison 

[8]. The measurements of noise emissions at the charging station were performed on two 

bus stations with two chargers. 

The further structure of the paper is as follows. Section 2 presents electromagnetic 

compatibility including measurements, objectives, methodology, results, and discussion. 

Section 3 illustrates vibroacoustic–pass by noise and ride comfort, including pass by noise 

outside the vehicles, noise and vibration inside the vehicles, as well as outside noise dur-

ing the superfast pantograph charging. Section 4 contains the overall conclusion. 
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2. Electromagnetic Compatibility 

2.1. Measurements 

The measurements were performed within the ASSURED project on two chargers 

during the Osnabrück demo case in Germany from 12 April to 23 April 2021. 

One charger is located at the bus depot of the local distribution provider “SWO-Os-

nabrück” (GPS: 52°16′44.7″N 8° 03′08.0″E). The charger is a mobile HVC-PD 450 E-Bus 

with a maximum power of 300 kW consisting of two units of 150 kW each. 

The second location is the bus station “Drodesheim Waldfriedhof” (GPS: 52°18′ 

04.3″N 8° 04′41.3″E), which is a terminal stop. The charger is a mobile opportunity charger 

with a maximum power of 350 kW. It was temporary installed for the ASSURED project. 

2.2. Objectives 

The objective of this measurement campaign is to ensure that the fast chargers are 

safe in terms of emissions for people in the surrounding area and operators in a public 

environment. Accordingly, some tests were carried out and several parameters were 

measured (electric fields and magnetic fields up to 200 MHz). The results were compared 

with the maximum limits specified in the safety standards to ensure that the operating 

conditions are safe for people. 

2.3. Measuring Setup/Methodology 

Due to the different bandwidths to be observed, three measurement devices were 

used, which are listed in Table 1. A first measurement was performed to define a reference 

condition with the ambient noise when the charger was not active. 

Table 1. Used measurement devices. 

Model Frequencies Origin/Location 

Holaday industry HI3550 (Hall effect sensor) DC (0 Hz) Charger’s output 

Maschek ESM-100 (isotropic probe E/H) 50 Hz–2 kHz Charger’s input 

Rohde&Schwarz FSH8 spectrum analyser 

+ FSH3D (isotropic antenna) 
9 kHz–200 MHz Charger’s internal working frequencies  

2.4. Results and Discussion 

The first charger was tested with a maximum power of 300 kW consisting of two 

units of 150 kW each. It was temporarily installed for the ASSURED project, see Figure 1a. 

During the emission measurements, the power had to be limited due to the low dimen-

sioning of the distribution transformer. One of the two units was completely shut down 

to allow charging by one unit at nominal power (150 kW) and to ensure representative 

behavior during the tests. 

The second charger was tested with a maximum power of 350 kW; it was temporarily 

installed for the ASSURED project, see Figure 1b. During the emissions measurements, 

the power was limited by the bus to 200 kW. 

The bus used for the tests was the Volvo 7900 Electric, with a battery capacity of 196 

kWh. During the tests of chargers, the State of Charge (SoC) was reduced for charger 1 to 

48% and for charger 2 to 25% before the start of charging to allow charging at maximum 

power and to replicate the worst-case electrical condition. 
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(a) 

  
(b) 

Figure 1. Charger’s setup: (a) charger 1 setup, (b) charger 2 setup. 

Several points were measured in the vicinity of the chargers, see Figure 2. 

  
(a) (b) 

Figure 2. Measurement positions at charger 1 and 2 marked with letters—compare with pictures of 

the charging stations above: (a) charger 1, (b) charger 2. 
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During the measurements at the charger 1 location, the ambient temperature was 

between 18 °C and 24 °C and relative humidity was between 20% to 40%. During the 

measurements at the charger 2 location, the ambient temperature was between 17 °C and 

18 °C and relative humidity was between 31% to 46%. The measured magnetic field values 

(DC and AC) are listed in Tables 2 and 3, respectively. The measured electric fields are 

shown in Table 4. 

Table 2. Measured magnetic field (DC) charger 1 and 2. 

Measurement Location for the DC Magnetic Field Value (mT) Charger 1 
Value (mT) 

Charger 2 

Limits Dir. EU 

(mT) 

In contact with the charger’s body (under the pantograph) 0.27 0.56 40 

At 30 cm from the charger’s body (under the pantograph) 0 0.10 40 

At 50 cm from the charger’s body (under the pantograph) 0 0 40 

Into the bus, in contact with the bus’s roof 0.12 0.18 40 

Into the bus, at 30 cm from the bus’s roof 0 0.14 40 

Into the bus, at 50 cm from the bus’s roof 0 0 40 

Table 3. Measured magnetic field (50 Hz) charger 1 and 2. 

Measurement Location for 50 Hz Magnetic Field Value (µT) Limits Dir. EU (µT) 

Charger 1 

Point A: In contact with the charger’s left door (1.2 m height) 124 (1) 100 

Point B: At 30 cm from the charger’s left door (1.5 m height) 25 100 

Point C: At 200 cm from the charger’s left door (1.5 m height) 1.5 100 

Point D: At 30 cm from the charger’s body (under the pantograph) 7 100 

Point E: At 30 cm from the charger’s body (beside the bus door) 4 100 

Point F: In the middle of the front platform 1 100 

Point G: In contact with the charger’s input wire (on the ground) 115 (1.2) 100 

Point H: At 30 cm from the charger’s input wire (on the ground) 19 100 

Point I: In the bus (driver head position) 0.1 100 

Point J: In the bus (in the middle of the corridor) 0.1 100 

Charger 2 

Point A: In front of the cabinet’s open door (1.2 m height) 2.1 100 

Point B: In contact with the charger’s input wire (on the ground) 160 (1.2) 100 

Point C: Inside the cabinet (in contact with the charger) 67 (1) 100 

Point D: Inside the cabinet (at 30 cm from the charger’s body) 27 100 

Point E: Inside the cabinet (in contact with the charger) 60 (1) 100 

Point F: Inside the cabinet (at 30 cm from the charger’s body) 25 100 

Point G: At 50 cm from the charger’s body (under the pantograph) 0.5 100 

Point H: At 30 cm from the charger’s body (under the pantograph) 2 100 

Point I: In contact with the charger’s body (towards the front of the bus) 4.9 (1) 100 

Point J: At 30 cm from the charger’s body (towards the front of the bus) 2.9 100 

Point K: In the bus (driver head position) 0.2 100 

Point L: In the bus (in the middle of the corridor) 0.3 100 

Table 4. Measured electric field (50 Hz) charger 1 & 2. 

Measurement Location for 50 Hz Electric Field Value (V/m) Limits Dir. EU (V/m) 

Charger 1 

Point A: In contact with the charger’s left door (1.2 m height) <5 5000 

Point B: At 30 cm from the charger’s left door (1.5 m height) <5 5000 

Point C: At 200 cm from the charger’s left door (1.5 m height) <5  5000 
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Point D: At 30 cm from the charger’s body (under the pantograph) <5  5000 

Point E: At 30 cm from the charger’s body (beside the bus door) <5  5000 

Point F: In the middle of the front platform <5  5000 

Point G: In contact with the charger’s input wire (on the ground) <5  5000 

Point H: At 30 cm from the charger’s input wire (on the ground) <5  5000 

Point I: In the bus (driver head position 0 5000 

Point J: In the bus (in the middle of the corridor) 0 5000 

Charger 2 

Point A: In front of the cabinet’s open door (1.2 m height) <10  5000 

Point B: In contact with the charger’s input wire (on the ground) <10  5000 

Point C: Inside the cabinet (in contact with the charger) <10  5000 

Point D: Inside the cabinet (at 30 cm from the charger’s body) <10  5000 

Point E: Inside the cabinet (in contact with the charger) <10  5000 

Point F: Inside the cabinet (at 30 cm from the charger’s body) <10  5000 

Point G: At 50 cm from the charger’s body (under the pantograph) <10  5000 

Point H: At 30 cm from the charger’s body (under the pantograph) <10  5000 

Point I: In contact with the charger’s body (towards the front of the bus) <10  5000 

Point J: At 30 cm from the charger’s body (towards the front of the bus) <10  5000 

Point K: In the bus (driver head position) 0 5000 

Point L: In the bus (in the middle of the corridor) 0 5000 

Several measurements were made near the charger and inside the BEB, as shown in 

the tables above. The results showed that the magnetic field decreases the further one 

moves away from the charger. The measurements showed that the superfast charging so-

lutions in the ASSURED project are well below the defined limits set by the EU. The only 

measured exceedance came from the AC cables applied to the input of the charger. This 

is not due to the charge, but to the fact that these installations were temporary for this 

project, and therefore the input cables were not covered. 

Regarding charger 1, it is worth mentioning: 

• NOTE (1) Measurements in direct contact with the charger (point A) are not taken 

into account, as the standards specify that this is only to be taken into account if the 

device is not to be held in the hand, which is the case with the charger; 

• NOTE (2) The measurements made in contact with the AC input wires of the charger 

gave a value of 115 µT. This is not related to the charger, but to the installation. Due 

to the temporary installation, the AC input wires are not covered, resulting in higher 

emissions at ground level than if they were in a permanent installation. 

Regarding charger 2, it is worth mentioning: 

• NOTE (1) Measurements in direct contact with the charger (points C and E) are not 

taken into account, as the standards specify that this is only to be taken into account 

if the device is not to be held in the hand, which is the case with the charger; 

• NOTE (2) At point B, 160 µT is emitted from the AC input cables to the charger. This 

is not related to the charger, but to the installation. Due to the temporary installation, 

the AC input cables are not covered, resulting in higher emissions at ground level 

than if they were in a permanent installation. 

For a better visualization of the results, measured magnetic fields of the chargers 1 

and 2 from 9 kHz to 200 MHz (at position C) are shown in Figure 3. As explained in the 

European Directive, the limits used for the on-site measurement of radiation emissions 

are the “reference levels” and have a margin to the “basic restrictions”. Compliance with 

the “reference level” ensures compliance with the corresponding “basic restriction” (how-

ever, exceeding this reference level does not automatically lead to non-conformity). 
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(a) 

       
(b) 

Figure 3. Measured magnetic fields from 9 kHz to 200 MHz (at position C) in µT. Orange: The radi-

ated emission measurement during the charging of the bus. Yellow: An extrapolation with results 

doubled (for a full charge mode). Grey: The ambient noise at the charging station without bus. Red: 

The limits according to the “1999/519/EC: Council Recommendation of 12 July 1999 on the limitation 

of exposure of the general public to electromagnetic fields”. (a) Charger 1 (limits according to 

1999/519/EC are outside of the visible range), (b) Charger 2. 

3. Vibroacoustic–Pass by Noise and Ride Comfort 

3.1. Objectives 

The main objective within this task is to measure and analyze the vibration and noise 

inside the vehicle to quantify the comfort for the passengers and driver as well as the 

outside noise emissions during pass by and charging operation. Therefore, several meas-

urements were carried out in Osnabrück with a total of five BEBs and four diesel buses. 
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The Sound Pressure Level (SPL) and acceleration under predefined driving conditions 

were investigated. 

3.2. Measuring Setup/Methodology 

All vehicles used for the measurement are described in Table 5. It should be noted 

that four different diesel buses were used, but two of them were the same model due to 

availability during the measurement campaign. The results of each diesel bus model were 

summarized as DBus1 and DBus2, respectively. It is worth mentioning that EBus3 was 

not available during the pass by noise measurement due to the replacement of a broken 

side window. During the measurements, only one driver and one person responsible for 

the measurements were in the vehicles without any other passengers. 

Table 5. Description of the vehicles. 

Name Engine Length [m] Axles ASSURED Bus 

EBus1 Electric 18 3 Yes 

EBus2 Electric 18 3 Yes 

EBus3 Electric 12 2 Yes 

EBus4 Electric 12 2 Yes 

EBus5 Electric 18 3 No 

DBus1 Diesel 12 2 No 

DBus2 Diesel 18 3 No 

The measurements were performed with Siemens LMS Test Lab 19.3 (Osnabrück, 

Germany) with SCADAS SCM05, B&K 4189-A021, and PCB T130D21 microphones as well 

as PCB T356A16 accelerometers. A sampling rate of 40.96 kHz (microphones) and 10.24 

kHz (accelerometers) were used to record the time data. 

3.2.1. Pass by Noise Outside Vehicle 

The pass by noise measurements were performed, taking into account the ISO 362-

1:2015 standard [13]. This standard mainly describes the procedure for evaluating the SPL 

as well as the dimensions of a suitable sound reflecting surface and the positions of the 

microphones for the tests. Figure 4 shows the dimensions for the pass by noise test which 

were applied accordingly at a suitable location in Osnabrück (GPS: 52°16′58.0″N 

8°04′04.7″E). 

 

Figure 4. Dimensions in [m] regarding suitable reflecting surface requirements and microphone po-

sitions (marked with black dots—1.2 m height). 
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3.2.2. Noise and Vibration Inside the Vehicle 

All tests considering inside vehicle noise and vibration were carried out on a defined 

route in the Osnabrück city area (Figure 5). The route represents a standard inner-city 

coverage of possible driving maneuvers for regular city buses. This route was taken to 

ensure that the measurement data includes a compilation of acceleration, braking, stand-

still, and driving at constant speed. The tests were carried out with the same driver and 

the speed was also monitored to consider the driving style and ensure comparability. 

The locations of the accelerometers and microphones shown in Figure 6 were defined 

for the evaluation of the ride comfort for the driver and passengers, respectively. In the 

drawing, no. 1 is at the driver’s position and nos. 2 to 5 are at the passenger’s position 

from the front through the middle to the rear of the bus. All microphones were placed at 

the height of the driver/passengers’ heads in seating position, and the accelerometers were 

mounted on the respective seat rails of the passenger seats and the driver’s seat. 

 

Figure 5. Inner-city track (red marker) for the inside vehicle measurements in Osnabrück (Picture 

©2022 GeoBasis-DE/BKG, (©2009) Google LLC). 

 
(a) 

 
(b) 

Figure 6. Measurement points (accelerometers and microphones) in vehicles with driving direction 

to the right. (a) 12 m, and (b) 18 m vehicle. 
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3.2.3. Outside Noise during Pantograph Operation and Charging Process 

For the determination of the noise emission during the pantograph operation and the 

charging process, several sound pressure measurements were carried out on a charger in 

the SWO Netz depot (GPS: 52°16′44.7″N 8°03′08.0″E) and Dodesheide Waldfriedhof bus 

stop (GPS: 52°18′04.3″N 8°04′41.3″E)—see Figure 7. The microphones were positioned 

around the charger, transformer container, and vehicle, respectively, at a distance of about 

2 m and a height of 1.2 m. 

  
(a) (b) 

Figure 7. Chargers (a) at SWO Netz depot, and (b) at Dodesheide Waldfriedhof bus stop. 

3.3. Results and Discussion 

In this section, the results of the analysis are described, taking into account the pre-

viously defined categories regarding outside vehicle pass by noise, inside vehicle noise 

and vibration, as well as outside noise during the charging process. All data were ana-

lyzed using Siemens LMS Test Lab 21.1 and MATLAB R2020b. It should be noted that the 

measurements took place in public under practical conditions and not under idealized 

acoustic conditions. For this reason, minor deviations are to be expected in the results, 

which are in the range of approximately ±1 dB(A) with the consideration of the ambient 

noise. It is also important to consider that some buses are new and are therefore in a quasi-

new condition compared to other buses with an already higher mileage. 

3.3.1. Pass by Noise Outside Vehicle 

The pass-by noises came mainly from the drive train and not from the road/wheels. 

The noise during the pass by and direct residents is of crucial importance, especially for 

other traffic participants (e.g., pedestrians and bikers). Therefore, there are increasingly 

stringent specifications regarding the permitted threshold values of the emitted Sound 

Pressure Level (SPL). Decisive for the perception is not only the maximum SPL in dB(A), 

but also the proportion of the amplitude distribution in the frequency range. The higher 

the SPL value with a broad frequency content, the more disturbing the noises are per-

ceived. Moreover, single tonal frequencies can be perceived as very disturbing. Figure 8 

shows the maximum SPL for each vehicle at 50 km/h and Figure 9 shows the correspond-

ing frequency content in the range from 0 kHz to 5 kHz. Compared to the diesel buses, 

the BEBs (EBus1, EBus2 and EBus4) have lower SPLs and the total difference between 

EBus2 (lowest SPL) and DBus2 (highest SPL) is 3.1 dB(A). Moreover, the SPL distribution 

in the frequency range of the BEBs differs significant from those of the diesel buses. In 

general, SPLs are significantly lower for most BEBs (EBus1, EBus2 and EBus4) over a wide 

frequency range. 
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Figure 8. Vehicle pass by noise according to ISO 362-1 at 50 km/h—Highest SPL dB(A) of micro-

phone 1 and 2 in Figure 4. 

 

Figure 9. Vehicle pass by noise according to ISO 362-1 at 50 km/h—frequency map from 0 Hz to 

5000 Hz—highest SPL dB(A) of microphone 1 and 2 in Figure 4. 

Another important criterion concerning the noise of buses is the perception of wait-

ing passengers at the bus stop during arrival and departure. Figures 10 and 11 show the 

maximum SPL for arrival and departure, respectively. In each case, the highest SPL of 

both microphones was used (see Figure 4). At the arrival state, all BEBs have lower SPLs 

in comparison to the diesel buses. The total difference between EBus4 (lowest SPL) and 

DBus1 (highest SPL) is 12.1 dB(A). During the departure, the SPLs of the BEBs are more 

distributed, but at least approximately equal or significantly lower than the values of the 

diesel buses. An exception is EBus1, which has the highest SPL among the BEBs during 

departure. 

 

Figure 10. Vehicle noise during arrival at the bus stop—highest SPL dB(A) of microphone 1 and 2 

in Figure 4. 
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Figure 11. Vehicle noise during departure at the bus stop—highest SPL dB(A) of microphone 1 and 

2 in Figure 4. 

3.3.2. Noise and Vibration Inside the Vehicle 

By means of a preliminary analysis, the driving maneuvers that generated the highest 

vibrations and noises were determined for their further analysis (GPS route in Figure 5). 

This excluded noise emissions due to the traffic transmitted in the inside of the bus, espe-

cially rattle noises in the inside dominate. Therefore, the analysis of the inside noise is 

separated in two parts. 

• The first part contains only segments during the acceleration phase from 0 km/h to 

approx. 30 km/h (without ambient noise) to evaluate only the vibrations and noises 

of the drive chain; 

• The second part, the maximum noise level induced inside the bus during the com-

plete GPS route. 

Figure 12 shows the maximum SPL for the driver (mic 1) and passengers (mean of 

mic 2–5) during acceleration phase (segment); see also Figure 6. Considering the mean 

SPL value for passengers, it should also be mentioned that the areas in the back of the bus 

are louder than the areas in the front of the bus. Therefore, in all buses, the driver’s posi-

tion has one of the lowest SPL. Compared to the diesel buses, all BEBs have lower SPL 

levels in the passenger area. At the driver position, DBus2 is quieter than the BEBs EBus1, 

EBus5, and EBus3. To compare the frequency distribution in addition to the SPL, Figure 

13 shows the frequency map from 0 kHz to 5 kHz. The same effect is seen here as with the 

outside noise (see Figure 9). Moreover, the SPL distribution in the frequency range of the 

electric buses differs significantly from those of the diesel buses. In general, SPLs are sig-

nificantly lower for most electric buses (EBus2, EBus3, EBus4, and EBus 5). Only EBus1 

shows some significant tonal components in the frequency range up to 1000 Hz. 

 

Figure 12. Inside vehicle noise during acceleration phase from 0 km/h to approx. 30 km/h—SPL in 

dB (A) for driver (mic1) and passengers (mean of mic2–5)—see also Figure 6. 
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Figure 13. Inside vehicle noise during acceleration phase from 0 km/h to approx. 30 km/h—fre-

quency map from 0 Hz to 5000 Hz—highest SPL dB(A) of microphone 1 to 5 in Figure 6. 

However, as previously mentioned, rattle noises in the inside of the bus, for example, 

are much more significant than those of the drive chain. Therefore, the maximum SPL was 

determined for the entire GPS route (Figure 14) to obtain a ratio to the drive chain noise. 

In all cases shown in Figure 14, rattle noises produced the highest SPL. It is worth high-

lighting here that the passenger mean SPLs of the diesel buses (Figure 12) have a much 

lower difference to the loudest noise during the entire route (Figure 14) compared to the 

BEBs. For example, the difference between the lowest passenger SPL for diesel buses 

(DBus2) in (Figure 12) to the loudest noise during the complete route for DBus2 (Figure 

14) is about 10.6 dB(A). On the other hand, the difference for EBus2 is about 25.4 dB(A). 

In general, this can be observed when comparing BEBs to diesel buses and means that 

rattle noises are more significant in BEBs; however, normally, the noise level is signifi-

cantly lower than in comparison to diesel buses. 

 

Figure 14. Inside vehicle noise within the complete GPS route (Figure 5)–Highest SPL dB(A) of mi-

crophone 1 to 5 in Figure 6. 

For the determination of the acceleration levels, the same segments and GPS route as 

for the SPL (see Figures 12 and 14) were used. Figure 15 shows the maximum acceleration 

level for the driver (acc1) and passengers (mean of acc2–5) during acceleration phase (seg-

ment), see also Figure 6. Especially for the BEBs, the vibrations are at a low level and the 

highest values occur for the diesel buses at the driver position (DBus2) and passengers’ 

position (DBus1). The maximum acceleration level was determined for the entire GPS 

route (Figure 16) in order to obtain a ratio to the drive chain-induced accelerations. In all 

cases shown in Figure 16, bad road conditions (e.g., potholes) produced the highest accel-

eration levels. The lowest values are shown by BEBs (EBus1 and EBus5), the buses (EBus2, 
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EBus4, DBus1, DBus2) are in the midfield, and the highest value is shown by EBus3. Com-

paring Figures 15 and 16, it can be clearly seen that the accelerations induced by bad road 

conditions are significant in degrading ride comfort, and that these accelerations are also 

up to 15 times higher in comparison to drive chain-induced accelerations. This fact is more 

or less true for all buses and must be taken into account when evaluating electric buses 

compared to diesel buses. 

 

Figure 15. Inside vehicle acceleration levels during acceleration phase from 0 km/h to approx. 30 

km/h—acceleration in g for driver (acc1) and passengers (mean of acc2–5); see also Figure 6. 

 

Figure 16. Inside vehicle acceleration level within the complete GPS route (see also Figure 5)—high-

est acceleration level in g of accelerometer 1 to 5 in Figure 6. 

3.3.3. Outside Noise during Pantograph Operation and Charging Process 

The maximum SPLs during the operations related to bus charging are summarized 

in Table 6. The maximum SPLs during pantograph operation is 75.2 dB(A) and 58.1 dB(A) 

during the charging process directly at the charger and 52.9 dB(A) during the charging 

process directly at the bus (EBus4) with running battery cooling. The soft drop function 

of the pantograph at the SWO Netz depot was while the measurements were enabled, 

while this function at the pantograph in Dodesheide bus stop was not enabled. This is the 

reason why the pantograph at the Dodesheide bus stop is louder than the pantograph at 

the depot. 
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Table 6. SPLs during pantograph operation and charging process. 

Location and Operation State SPL in dB(A) 

SWO Netz depot–Pantograph operation (with soft drop) 64.6 

SWO Netz depot–Charger (charging @300 kW) 52.3 

Dodesheide bus stop–Pantograph operation (without soft drop) 75.2 

Dodesheide bus stop–Charger (charging @350 kW) 58.1 

Battery cooling (EBus4) (charging @350 kW) 52.9 

The noise emissions at SWO Netz depot and at the Dodesheide bus stop are clearly 

different. All charging processes (pantograph operation and charging process) have lower 

SPLs at the SWO Netz depot (see Table 6). The soft drop function of the pantograph at the 

SWO Netz depot was while the measurements were enabled, while this function at the 

pantograph at Dodesheide bus stop was not enabled. This is the reason why the panto-

graph at the Dodesheide bus stop is louder than the pantograph at the depot. 

4. Conclusions 

The magnetic-field and electric-field emissions of the superfast chargers were meas-

ured during the demo operation in OSN. Two chargers with 300 kW and 350 kW were 

tested while charging the HD BEBs. The chargers and the buses were developed in the 

ASSURED project. The objective of this measurement campaign is to ensure that the su-

perfast chargers are safe for people in the surrounding area and operators in a public en-

vironment. The results showed that the tested chargers did not exceed the safety limits in 

terms of magnetic and electrical emissions. This confirms that the superfast chargers are 

operated under safe conditions for people in the vicinity of the charging site. While plan-

ning and building charging infrastructure takes time due to the permits and procedures 

required for civil works, installations of the connections, and storage capacity, these con-

straints must be properly planned to avoid delaying operations. To ensure an efficient 

deployment, BEBs and their infrastructures must adapt to urban structures and bus oper-

ation schemes. 

The outside noise emissions of BEBs are, in most cases, significantly lower than noise 

emission induced by diesel busses. Considering the inside noise emissions in the passen-

gers’ section, all the tested BEBs showed lower SPLs in comparison to the diesel busses. 

In all cases, there are also significant differences in noise emissions between the various 

BEBs. As a second part of ride comfort, vibration levels of BEBs are on the same level as 

some diesel buses, though are mostly significantly lower. It was found that the soft drop 

function of the pantograph has a positive effect on SPL during the pantograph operation 

and charging process. The deployment of BEBs in a city as part of an integrated mobility 

strategy is an opportunity to rethink the design of the bus system, improve the quality of 

service and its interaction with the urban environment, and enhance the image of the city. 

The deployment of the BEBs is not only a solution to the problem of air quality in 

urban areas, but also a contribution to realization of cities’ goals of creating healthier 

places to live. BEBs have to be part of a zero emission mobility strategy, including invest-

ments in an efficient public transport network, walking and cycling infrastructures, and 

traffic-calming measures. 
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