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Simulation Model Development of Electric Motor and Controller
Thesis for the Degree of Master of Science in Engineering

Wang Han

Department of Electrical Engineering

Chalmers University of Technology

Abstract

As a result of the high efficiency requirement and the limited battery’s capacity,
the permanent magnent synchronous machine(PMSM) has become a popular al-
ternative for electric motor drive system, especially for the plug-in hybrid electric
vehicle(PHEV) in automotive applications. In this thesis, the salient PMSM is stud-
ied. A mathematical model of PMSM is derived from abc three-phase coordinates to
dq rotating reference frame. The flux linkage, voltage and current equations which
are used to analyze the performance of PMSMs are described both in equation form
and matrix form. A Field oriented contro method is adopted for the speed control
of the PMSM and a current regulator is designed using a method called Internal
Model Control (IMC). The entire PMSM drive system, including plant model, cur-
rent regulator, speed controller, sinusoidal pulse width modulation (SPWM) and
inverter is designed, implemented and simulated using Matlab/Simulink software.
The plant model of the PMSM and the motor control unit are also exported and
included in CarMaker for complete vehicle verification. The simulation results are
presented and a good dynamic response is shown.

Keywords: Permanent magnet synchronous machine(PMSM), dq reference frame,
FOC, IMC, Sinusoidal Pulse Width Modulator(SPWM), Inverter, Carmaker
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Introduction

In this first chapter, a brief introduction regarding the development of PHEVs (plug-
in hybrid electric vehicles) is reviewed. The focus is put on electric motors and specif-
ically PMSM (Permanent Magnet Synchronous Machine) which is broadly utilized
in automotive industry. The objectives and outline of the thesis are also presented.

1.1 Development of PHEVs

In recent years, many countries across the world have been exploring and developing
green vehicles since the petrol crisis and environmental problems throughout the
world are becoming more and more severe. Consequently, electric vehicles, a vehicle
of zero pollution, becomes a wise choice in these countries.

However, due to the cost of high-efficient batteries and the limited number of charg-
ing stations, Battery Electric Vehicles (BEVs) have not been widely applied into
automotive market in many developing countries. Thus a more suitable vehicle, the
Plug-in Hybrid Electric Vehicle (PHEV) is a better option in comparison with the
BEV.

A PHEV is a hybrid vehicle which adopts rechargeable batteries that can be
recharged by plugging it into external electrical outlets. A PHEV has an electric
motor and an internal combustion engine (ICE). PHEVs are expected to consume
less petroleum, lessen carbon dioxide emissions, counteract global warming, and be
conducive to nations’ energy independence, see [1].

A number of universities and corporations have promoted PHEVs as a method to
realize the benefits of electric vehicles without the range limitation. However, due
to the technical barriers and high development cost of batteries, the manufacturing
of PHEVs still has a long way to go. Since the public awareness of environment is
gradually increasing, the development of PHEVs is undoubtedly a tendency in the
near future.



1. Introduction

1.1.1 Powertrain Configuration

Plug-in hybrid electric vehicles have been already commercially launched into car
market. Figure 1.1 illustrate a plug-in parallel-hybrid electric vehicles configuration.

Exter.nal Batter Power Electric Gearbox
charging Y Electronics Machine
‘ Fuel }—‘ ICE

Figure 1.1: Parallel-Hybrid Electric Vehicles. The arrows represent directions of
energy flow

In a parallel-hybrid electric vehicle, the propulsion power can be supplied by the
ICE (internal combustion engine) alone, by the electric machine alone, or by a
combination of both. Each energy source is connected to the driveshaft. Figure
1.1 also shows the energy flow direction. In the electric power supply, the battery
can not only charged by external charging but also by recycling the energy when
vehicle is braking, driving downhill and in the idle speed. Apparently, having a
larger battery with external charging can increase the electric range.

1.1.2 Permanent Magnet Synchronous Machine

The electric drive system is one of the key component of a PHEV. The electric drive
system can largely effect the performance of the vehicle. For the current development
of the motor, the crucial parts of the technical upgrade are to improve its reliability
and life expectancy.

Due to the restrictions of space and environment, the PMSM drive system applied
in PHEVs has some advantages compared to the conventional electric drive sys-
tem, such as higher efficiency in steady-state and operate constantly at synchronous
speed. PMSMs also have the advantages of high power density, high power fac-
tor and is easy to maintain, see [2]. Therefore, PMSMs have become one of the
significant development direction of electric motor in automotive applications.

1.2 Objectives of Thesis

The goal of this thesis is to design and implement a simulation model of a PMSM
and its controller to accomplish an electric drive system for PHEVs.
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The aim of this thesis is to simulate the complete electric drive system in a virtual
surrounding so as to shorten development time and save cost. It can also provide a
better basis for decisions regarding requirement setting and dimensioning.

The modeling of the PMSM and its controller is designed and implemented in Mat-
lab/Simulink.

1.3 Outline of Thesis

The chapters are outlined below.

Chapter 2 presents the mathematical model of PMSM. FOC method and IMC
method for controller design are introduced in detail.

chapter 3 reviews the basic principles of SPWM and inverter.
Chapter 4 demonstrates the simulation results and related analysis.

Chapter 5 focuses on the implementation of the plant model of PMSM and its
controller in CarMaker.

Chapter 6 summarizes the conclusions of the work and brings up some interesting
problems which can be used for future research.
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Dynamical Modelling of PMSMs

In order to design and develop control schemes for a PMSM drive system, the dy-
namic model of a PMSM depending upon control would be necessary. The dynamic
model may vary whey using them to design control and simulation algorithms of a
PMSM, see[3].

It is well-known that the performance of a three-phase PMSM is described by the
voltage and inductance equations, see[4]. Conventionally, a two-phase equivalent
circuit model instead of a complicated three-phase model has been adopted to an-
alyze reluctance synchronous machine. The theory is now applied in the analysis
of different kinds of motors including PMSMs, induction motors etc, see[5]. The
two-phase(d-q) equivalent circuit model is able to effectively analyze a PMSM since
it reduces the complexity of these differential equations as mentioned in [6].

In this chapter, the dynamical modelling and analysis of a PMSM are described.
Based on well-known Clarke and Park transformation, the three-phase model of a
PMSM is transformed to o — 3 stationary model in the first place, and then o — 8
stationary model is transformed to an equivalent two-phase(d-q) rotating model.
Using these transformations, many properties of a PMSM can be studied without
complexities in the voltage equations, see[4].

Throughout the derivation of d-q mathematical model of a PMSM, the following
assumptions are made [7]:

o Stator windings produce sinusoidal MMF distribution. Space harmonics in
the air-gap are neglected.

e There is no zero-component in the three-phase quantities.

o Balanced three-phase sinusoidal supply voltage is considered.
o Eddy current and hysteresis effects are neglected

o Iron losses are neglected.

» Resistances are independent of temperature and frequency.
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2.1 Mathematical Model of a PMSM

According to [3], based on different rotor constructions, there are two major varieties
of PMSMs: namely interior PMSMs (with saliency) and surface-mounted PMSMs
(without saliency). The main difference is that the inductance in an interior PMSM
vary as a function of rotor angle, however a surface-mounted PMSM has quite a
fixed inductance for any rotor angle as mentioned in [§].

In automotive applications, a salient PMSM is a preference since it is easy to have
sensorless control in case of sensor failure. Thus in this section, the mathematical
model of a PMSM with saliency is developed in detail.

A PMSM with more than one pole-pairs has stator windings comprising a cor-
responding multiple set of coils. For the purpose of analysis, it is convenient to
consider only a single pole-pair and recognize that conditions associated with other
pole-pairs are identical to the conditons for only one pole-pair, see[9].

Figure 2.1 illustrates a schematic diagram of a cross section of a three-phase PMSM
along with a — 3 reference frame.

Figure 2.1: View of a three-phase PMSM.

Note that three-phases stator windings are displaced 120° electrical degrees apart in
space. As shown in Figure 2.1 that i,, iy, 7. are the currents of the stator a-phase, b-
phase, c-phase respectively, u,, up, u. are the voltages of the stator a-phase, b-phase,
c-phase respectively, 1., U4, 1. are the flux linkages of the stator a-phase, b-phase,
c-phase respectively. The a-axis and [-axis are orthogonal. ¢, is electrical rotor

6
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angle.

The stator flux linkages for three-phase model are given by:

1/}(1 = Laaia + Labib + Lacic + q]mCOS(Qbr)

. . . 2m
Yy = Lpala + Lpis + Locic + Vincos(¢, — E) (2.1)

2
1/Jc = Lcaia + chib + Lccic + \I]mCOS(¢T —+ ?ﬂ-)

where L., Ly, L.. are the self-inductances of the stator a-phase, b-phase, c-phase
respectively.

Loy, = Ly, Lye = Lep, Leq = Lge are the mutual inductances between a-phase and
b-phase, b-phase and c-phase, c-phase and a-phase respectively.

WV, is the flux linkage established by the permanent magnent.

In the flux linkage equations, inductances are the functions of the rotor angle ¢,.
Due to saliency, the self-inductance of the stator windings can be approximately
expressed as:

Laa = Lls + LOS - LSSCOS(2¢T‘)

2T

Lbb - Lls + LOs - LssCOS(Q(Qbr - ?)) (22)
2

Lcc = Lls + LOs - LssCOS(Q((br + %))

where L, is the leakage inductance of the stator winding, L is the average induc-
tance due to space fundamental air-gap flux as mentioned in [6], Ly, is the inductance
fluctuation due to saliency.

The mutual inductances between the stator windings can be described as:

1 s

Lab - Lba - _iLOS - LSSCOS(2(¢T - g))
1

Ly, = Ly = —§Los — Lysco8(2(d, + 7)) (2.3)
1

Lca - Lac - _§L05 - LssCOS<2(¢r + g))

Assuming there is no zero-component in the three-phase quantities, the three-phase

7
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flux linkages can be expressed in this way:

3

3 3
Ve = (Lis + §Los - §L58005(2¢T))ia + \g_Lsssm(Zgbr)(z'c — i) + V,,cos(d,)
3 3 o V3. 27\
¢b = (LaGLO + 7L08 - 7LSSCOS(2<¢T - 7))% + 7L588Zn(2(¢7" - 7))(211 Zc)
2 2 3 2 3
2
+ U,,cos(p, — %)
3 3 \/3 o
77Z}c = (Laao + §L05 - 2 SSCOS( <¢7’ )) le + 7 SSSZTL( (gbr 7))(% - Za)
2
+ U,,cos(¢p, + g)
(2.4)
For the coupled-circuit, the three-phase stator voltages can be expressed as:
diba
a — Ra .a
U 1q + i
d
= Ryip + ;/;b (2.5)
dipe
c = Rc'c
U le + 7t

where R,, Ry, R. are the resistances of the stator a-phase, b-phase, c-phase respec-
tively. R, = Ry, = R. = R, is assumed under amplitude invariant transformation.

The zero sequence is neglected and the amplitude invariant transformation is used,
then the stator voltage equation from three phase to a- stationary reference frame
is expressed by:

Qi =Usq +]usﬂ = g(ua + ubej 3+ ucej 3 )

2 . d¢a . dwb j2i . wc ‘j
_ 2.6
3(Raza+ p + (Ryip + b7 )€’ + (Reic + dt) 5) (2.6)
2 - an 2 A an
= ng(ia + ibe]% + z'cej%) + jt(gw" + %6’]7 + ¢Ceﬂ%)

u; can be simplified to be given as:

S

s _
Ug =

cﬁs (2.7)

where u3, i3, gz are space vector of the three-phase stator voltages, currents and flux
linkages respectively, which are all described in «a-f stationary reference frame.

Based on the equation above, the current in a-£ model is definded as:

2 o A
i = o+ Jisg = Glia +ip6 T +ice’ ¥) (2.8)
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Similarly, the flux linkage in o~ model is defined as:
U= et Jthss = (e + 7T + e’ (2.9)

The resultant voltage, current, and flux linkage space vectors shown in equations
(2.7),(2.8),(2.9) for the stator are calculated by multiplying instantaneous phase
values by the stator winding orientations in which the stator a-phase direction is
chosen to the direction of maximum MMF, b-phase, c-phase are 120°(electrical de-
gree) ahead of the a-phase respectively, see[6].

In order to calculate the flux linkage ¢, the three-phase flux linkages can be ex-
pressed in a different way:

3 . 3 . 3 . . .
Yo = (Lis + §Los)za + §Lsscos(2gbr)za + \é_Laagsm(Qqﬁr)(zc —1p) + Vyncos(oy)
3 .3 2 /3 . 2m . . .
vy = (Lys + §L05)2b + §Lsscos(2(¢r — ?))Zb + TLaagsm(Q(qbr — ?))(za — i)

2
+ U, cos(¢p, — g)
3 .3 2m .. 3 . 2 .
¢c = (Lls + §LOS)ZC + ELSSCOS(Q(QST‘ + ?ﬂ.))zc + \g_LaaQSln(Q(gbr + ?ﬂ.))(zb - Za)
2
+ U,,cos(d, + ?ﬁ)

(2.10)

The transformation of the stator flux linkage can be described by splitting the flux
equations above into 4 parts and taking one at the time. Thus, the new four flux
linkages equations are as follows: (superscirpt "*" indicates complex conjugate):

.2 3 3 3 3.
ﬁs,l = g((Lls + §L08)Za + (Lls + §LOS)Zb€j 3+ (Lls + iLOS)ZCeJ 43 ) = (LZS + §LOS>ZS
2m

2 3 3 .27 3 2 g
QZQ = §(§L35008(2¢r)ia + §Lsscos(2(¢T — ?))ibejT + ELssCOS(Q(@ + g))%eﬂ%)
3 oy 2 L am . 2 3 o
- ZL536]2¢T§(ZG + e ]23 + Zce] 23 ) = ZL336]2¢T15
2 V3 3 2 . 3
Y= (é_Lsssin(Q@)(ic — i) + \é_LssSm(Q(qﬁr _ 1))(2(1 —i)eE + \Q_LSS

2 " |
sin(2(6, + g))(ib Ci)eF) = Lyyei?or X2

2 2 ;27 2 j 2T /
P, = g(\I!mcos@ + U,,co8(¢p, — g)eﬂ% + Wyncos(¢r + g)ej%) = U,

(2.11)
The flux linkage ¢? is the sum of 7 ,¢7 ,¢7 47

3 . 3 9 5" ;
Y=g, T, T 5T Vou= (Lis + §L05)l§ + §L556J2¢r@§ + U, (2.12)
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By combining the first and second term of equation(2.12), the total flux linkage is
given as: ‘
V0 = Ll + Ve (2.13)

stg

where L, is leakage and mutual inductance.

Now, the three-phase stator voltages, currents and flux linkages are all described
in a-3 stationary reference frame. Multiplying the quantities with e ¢ will trans-
form a-f stationary reference frame to d-q rotating reference frame. This leads to
the voltages, currents, flux linkages and inductance equations having time-invariant
coefficients, see[6].

Figure 2.2 illustrates the coordinate transformation from o — 3 stationary reference

frame to d-q rotating frame.

B-axis
g-axis

€

Up

Usq

O a-axis

1
1

Ua

Figure 2.2: Coordinate transformation from o — 8 frame to d-q frame

Note that 6, is d-q transformation angle.

As shown in Figure 2.2,the coordinate transformation calculation is as follows:

uy = ule I = (ugo + jusg)(cost, — jsing,)
= (Usa 0S8, + usgsind,.) + j(usscost, — usqsinb,) (2.14)
= Usq + jusq

The transformation can also be expressed in matrix form:

lusd] _ [cosé’r smerl lua] (2.15)

Usq —sinb, cosl,| |usp

Based on transformation rule above, the relations between a-f stationary reference
frame and d-q rotating reference frame regarding current, voltage and flux linkage
are presented respectively as :

iy =i%e % (2.16)

10



2. Dynamical Modelling of PMSMs

u, = ule I (2.17)
b, =yle (2.18)

According to equation(2.17), the stator voltage equation (2.7) in a-f stationary
coordinates is expressed as:

. . d . . d . .
u® = u,e’” = Ry + a@seﬁ’“) = Ry + ;ise’@T + jup € (2.19)

— dbr

where w, = <= is the electrical rotor speed

Therefore the voltage equation in d-q rotating coordinates is given by:

o dy
u, = Rty + (ﬁs + jwrtp, (2.20)

Likewise, based on equation (2.18), flux linkage equation (2.12) in a-f stationary
coordinates is expressed as:

| 3 .3 ~ -
Ut =1 " = (Lis + §Los)isejer ™ §L586J2¢T (1,6%) 4+ W, el (2.21)

Flux linkaget in d-q rotating coordinates is thus given by:

3 ) )
Y, = (Lis + gLos)z’s + 5Lssef(z‘l”*”%: + B, e O On) (2.22)

Perfect field field orientation is implemented in this thesis, therefore electric rotor
angle is equal to the d-q transformation angle, 6, = ¢,.

Hence the flux linkage ¢ is

3 3
gs = (LlS + §LOS)ZS + iLsslz + ‘I]m (223)

3

Now, the current and volatege are described in d-q coordinates, then i, %, u, can
be simply respectively defined as

l.s - isd + jisq (224)
Iy = lsq — Jlsq (2.25)
Us = Usg + jusq (226)

Flux linkage 1 can be further expressed as:

3 3 . . 3 3 .
ﬂs - (Lls + §LOS + iLSS)lsd + ](Lls + iLOS - §Lss)lsq + qjm

== Lsdlsd + jLSqZSQ + \Dm

(2.27)

11



2. Dynamical Modelling of PMSMs

where L4, Ls, can be named as the stator inductance in d coordinate and ¢ coor-
dinate respectively. Expanding stator voltage equation (2.20) based on equations
(2.24),(2.26)and final flux linkage equation (2.27), then voltage equations in d-q
rotating coordinates are given by:

d’LSd

Usq = R st + Lsd dt

— wy Lggisg (2.28)

= Ryigg

sq dt Lsdisd + wr\pm (229)

From the well-known relation power P = R.{UI"}, for single-phase rms-value-scaled
phasors U and [ , it may be conjectured that the instantaneous power in a three-
phase system is proportional to [10]:

RAui Y = Ro{u,e? (i,e7)*} = R{ugi} (2.30)
From the space-vector definition,
. 2K - . o o
Qzli = (?)2(’&(1 + ubej% + UCGJ%)(ia + ibej% + icej%)* (231)

Assuming that i, + 7, + 7. = 0 and observing that eIF = e‘j%ﬁ, the

. 2K
uiis = (?)2(%@'@ + uplp + Ucle) (2.32)
So the instantaneous power is given by
3
P = = = Uql ' ' 2.
R Aulil } 2K2R {u s} = ugia + upip + ucie (2.33)

Thus the electric power to the shaft can be calculated as by following the equation
(2.33)

3 : "
P = @Re{jwrysgs} (2.34)
Since for a complex number z = x+jy, the [R.{jz} = Rej(z + jy) = —y = —I.{z}],
see[10],thus the
3wr 3w, .
P, =- I, = —— [, V71, 2.

The power can be expressed as:

P =T.Q, (2.36)

where T, is electrical torque, €2, is mechanical rotor speed.

Mechanical rotor speed is expressed as:

R (2.37)

12



2. Dynamical Modelling of PMSMs

where w, is electrical rotor speed, n, is the number of pole pairs ,
Thus the following relation for the electrical torque is obtained:

P, n,Pe 3w,

n, ..
=g = = 2wTK2]m@sls}
3ny, . o ..
= ﬁlm{(lfsdlsd + jLgglsq + Vin) i} 239
= QKpQ I (Lsdisa — JLsqisg) (isa + Jisq) + Wiy}
_ 3y

— W(Lsdisdisq — Lagisgisa + Vinisg)

Thus, the electrical torque is:

_ 3my

T, = —
2K?

((Lsd - qu)isqisd + \I]misq) (239)

The relation between electrical torque and load torque is given by

d€d.  J dwy
dt n, dt

J =T.-T, (2.40)

where J is inertia of the motor. The complete load torque 77, should consist of
two parts, one is a speed independent part determined by the viscous cofficient B,
another one is direct extra load torque input 77 cptrq-

B
TL = BQ’!‘ + TL,e:ptra = # + TL,ewtra (241>

P

Mechanical rotor position is given by:

&

Tp

>, (2.42)

where ¢, is electric rotor position which is equal to the d-q transformation angle 6,

The electrical rotor speed can be calculated by electric rotor position

_do,
Cdt

(2.43)

W

2.2 Clarke’s and Park’s Transformation

This section reviews the principle of Clarke’s and Park’s Transformation. Actually,
the theory of both transformation methods has been utilized last section when build-
ing the mathematical model of a PMSM. In this section, the method will be simply
described in a more straightforward way, the voltages, currents and flux linkages are
based on matrix form and related calculations are also conducted in matrix form.

13



2. Dynamical Modelling of PMSMs

As mentioned last section, according to [4], the transformation of stationary circuits
to a stationary reference frame with two-phase variables o and § was developed by
Clarke. And Park’s transformation with two-phase variables d and ¢ has the unique
property of eliminating all time varying inductances from the three-phase voltage
equations due to the rotor spinning.

For Clarke Transformation, in order to make the transformation be invertible, the
zero-consequence component is added as a third variable. The resulting transforma-
tion from a-b-c three-phase stationary frame to a-f3 reference frame is

[faﬁ(]] = Topo [fabc] (2.44)

where [fago} = [fa fs fO}T and [fabc} = [fa Jo fc}T

f stands for voltage, current, flux linkage. The transformation matrix 7,40 is given
by [4]:

=

2
ToeﬂO =5

; (2.45)

N = =
w\»—m‘% |
Who|—
N =
M‘Sm
w

The inverse transformation is given by

{fabc} = TOC_/BI() [faﬂ(]} (246)

where inverse transformation matrix is described by

0 1

EIS | (2.47)
Vi

For Park Transformation, a reference frame fixed on the rotor, i.e, dq frame is
adopted. Thus the stator and rotor variables can be observed as constant values
from the rotor point of view.

The transformation equation from three-phase stationary frame to d — ¢ reference
frame is given by

{quﬂ} = quO [fabc} (248)

where [fuo] = [fa fo fo]" and [fud] = [fe o £.]"

Likewise, f stands for voltage, current, flux linkage. The dq0 transformation matrix
is defined as [4]:

cost,  cos(0, — 3 cos(f, + %)
Tag = 3 —sinl, —sin(0, — ) —sin(6, + ) (2.49)
1 1 1
2 2 2

14



2. Dynamical Modelling of PMSMs

The inverse transformation is given by

|:fabc:| = Td_q(l) [quO} (250)

where dq0 inverse transformation matrix is described by

cosb, —sinb, 1
Td_qé == |cos(0, — 2F) —sin(0, — 2F) 1 (2:51)
cos(0, + 2{) —sin(6, + %ﬂ) 1

From the last modelling section, based on the self-inductance equations (2.2) and
mutual inductance (2.3), all stator inductances are represented in matrix form below:

Laa Lab Lac
Lstator = Lba Lbb Lbc (252)
Lca ch Lcc

Due to the presence of permanent magnet on the rotor, the flux linkages in the
stator windings are expressed as in matrix form :

U,.cos(o,) Yra
wr} = | Umcos(¢p — &) | = ¥ (2.53)
U, co8(r + 3F) Yre

where V.4, V¥, Ve are flux linkages established by permanent magnet in the stator
a, b, ¢ phase windings respectively.

Three-phase voltage equations can be rewritten as:

[us] = R, [i] + jt EA (2.54)
where .
[@Z)s} = [% wb 1/}0} (255)
{us} = [ua up UC}T (2.56)
[i] = [ia i i (2.57)

['l/}s} , [us} , {zs} refer to the three-phase flux linkages, three-phase stator voltages and
three-phase currents.

The matrix flux linkages of the three-phase stator windings can also be expressed
as:

[ws} = Lstator [Zs] + [wr] (258)

where Lgq0r is the stator inductance matrix varying with rotor angle. [wr} is the
flux linkage matrix due to the permanent magnet.

15



2. Dynamical Modelling of PMSMs

Based on the original d-q Park’s transformation matrix Tg40, the three-phase flux
linkages, three-phase stator voltages and three-phase currents can be transformed
as:

[Yago] = [Tuo) [10:] (2.59)
[ttago| = [Tago] [us] (2.60)
[iago] = |Tuao] [is] (2.61)

The matrix flux linkages in dq reference frame is obtained by:

[aw] = [Tiso) Lutator [Taao) " [iao] + [Tuno] [t] (2.62)

where .
quo} - [wsd wsq wO} (263)
[iqu} = [isd Z.sq Z.O}T (264)

-1
The term [quo} Ltator [quo} is the transformation matrix which transforms the
phase inductance matrix Lgq¢0 into the inductance matrix based on the dq reference
frame [quo]

[Law] = [Loa ey Lo’ (2.65)

By simplifying the RHS of equation (2.62), the d-q axis flux linkages, ¥54 and 1)y,,
the d-q axis inductances, Lsq andL,,, d-q axis currents .4, 5, are obtained as follows:

3

Wsa = (Lis + 5 (Los + L) )isa + Wi = Leaisa + Wim (2.66)
3 . .

Vsq = (Lis + §(LOS — L))isq = Lsgisg (2.67)

Yo = Lisio (2.68)

The next part is the derivation of the dq axis voltages.

If the equations (2.59), (2.60), (2.61) are substituted into (2.54), then the stator
voltage equation is written in d-q coordinates as:

—1 . d —1
[quo} = [quo} R, [quo} [quo} + [quo} %({quo} [¢dqo]> (2.69)

where .
{quo} = {Usd Usq Uo} (2.70)

16



2. Dynamical Modelling of PMSMs

Since the resistance Ry is a scalar, the second term has a derivative part, the stator
voltage equation can be further expressed as:

, d -1 -1d
[uqu] - Rs [lqu} + |:qu0:| (%([quﬂ} ) [¢dqo} + {quO] % {Qsdqo]) (271>
Expanding the second term above equation, finally, the stator voltage equation in
d-q coordinates is expressed as

d

. -1 d
{quo} = R, {quo} + {quo] (@ {quo} ) {Qsdqo} + 7 [¢dqo} (2.72)

—1
Taking the derivative of [quo} , 1.e., equation (2.49),the matrix is

d —1 _Siner —COSQT
1. Td 0 = Wy —sin QT _2r —cos(0, — 27
dt a 3 3
—sin(0, + %) —cos(0, + 2) 0

0
0 (2.73)

where w, is the elctrical rotor speed.

By using trigonometric reduction equations, a new matrix is obtained by multiplying
the transformation matrix [quo} and above equation

y B 0 —1 0
[ Tgo] 7 Tuo]  =wr {1 0 0 (2.74)
0 0 0

Combining equations (2.63), (2.64), (2.70), (2.74), the stator voltage equation (2.71)
is written in expanded matrix form:

Usd isd 0 -1 0 77bsd d ,lvbsd
Usq - RS qu + Wy 1 O 0 ¢8q + % ¢Sq (2.75)
U 10 0 0 0 1/10 1/}0

The usq, usq can be expressed in equations based on the above matrix:

. d
Usq = Rslsd - wrwsq + 7wsd
dt (2.76)

= Rsisd - ersqisq + Lsd%isd

. d
Usq = Rslsq + w’/‘wsd + %djsq (2 77)

d
= Rsisq + wypLsqisqg + wr W, + qu%isq

The details of derivation of electrical torque T, are as follows:

17



2. Dynamical Modelling of PMSMs

The instantaneous input power P to the motor is used, which can be represented
as:

P = uyi, + upip + Ui, (2.78)

After the three-phase voltages and currents are transformed to d-q reference frame,
the power can be expressed as:

3
P = §(usqi5q -+ usdisd) (279)

where the zero sequence quantities are neglected. The mechanical ouput power P,
is obtained by replacing us,, usq as

3 . .
P = §(¢derzsq — YsqWrisd) (2.80)

Based on equations (2.36), (2.37), the electrical power can be expressed as:

P, n,P. 3nyw,

Te = Qr = o, = 2w, (djsdisq - wsqisd)
3

p . . . . .
- (Lsdzsdzsq + \I/mlsq + qulsqzsd)

((Lsd - qu>isq7:sd + \Pmisq)

2.3 Controller Design of a PMSM

In the three-phase PMSM control, a more complicated control method, vector con-
trol is utilized since all three phases are conducting simultaneously. A sinusoidal
wave drive generates less than 1% torque ripple only when both the back-EMF and
phase current have sinusoidal waveformes. Because current in each phase is a sinu-
soidal function of rotor position, separate PWM control for each individual phase
current is required, see[6].

Vector control is fundamentally based on two-axis theory. For sinusoidal wave drive
motors, the torque is produced by the interaction of the magnetic flux established
by permanent magnet and the fundamental ampere-conductor distribution. There
are multiple ways to create a two-axis system but generally the method operates
with the dg-axis current components, i,q and i5, which may be defined in a variety
of reference frames such as rotor or fixed to the stator. Figure 2.3 describes the
block diagram of vector control in a PMSM drive system.

18



2. Dynamical Modelling of PMSMs

: ia
lsd
: abc— af ib
isq f
ap—dq Ic
Br
L.
Teref i Usd.ref Ua.ref
— outer‘ Isdref ] Current dg—ap uirr:f =] SPWM 7
control |j Usq.ref -
Wr.ref Isquref Controller aB=abc | Ucref Inverter l PMSM
wr

Figure 2.3: Vector Control of a PMSM.

According to [11], FOC(Field Oriented Control) is a crucial variation of vector con-
trol. The aim of the FOC method is to control the magnetic field and torque by
controlling the stator current component, ¢,4 and i, or relatively fluxes.

With the information of the stator currents and the rotor position, a FOC technique
can control the motor torque and flux in an effective way. The main advantages of
this strategy are the fast response and the little torque ripple as mentioned in [8].
FOC relies on field orientation. Once a field-oriented dq reference frame is obtained,
the torque is controlled simply by varying the stator current component i, and the
flux by varying i,4. A conclusion can be drawn from vector control which is an AC
motor is forced to behave dynamically as a DC motor by the use of field orientation
and feedback control, see[10].

The implementation of FOC will be conducted by using two current regulators,
one for the d-axis component, another for the g-axis component. The closed-loop
current control is used is to further improve the response time of the current 7, to
allow precise torque control, and to prevent ¢ from exceeding the maximum value
Lnae in the steady state, while a larger value is allowed at transients sometimes,
see[10].

The current regulators should have torque reference and dq current references
Usdrefslsqres @s inputs, feed forward of the back-EMF, cross-coupling compensation,
active damping and voltage magnitude limitation should be included in order to
reduce the control error and improve the performance. The amplitude invariant
transformations is used.

The parameters utilized in the controller design are specified below.
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2. Dynamical Modelling of PMSMs

Table 2.1: Control parameters

Parameter  Unit Value Description

fs Hz 10000 Switching frequency

o rad/s 1000 Bandwidth of current regulator

ay, rad/s 100 Bandwidth of speed controller

Ly H 0.00011 Stator inductance in d coordinate

L, H 0.00035 Stator inductance in ¢ coordinate

Ny —— 4 pole pairs

J kgm*  0.019 Inertia of machine

B Ns/m  0.12 viscous cofficient

v Wb 0.05 PM magnetic flux linkage
Kpeq —— 0.11 Proportional constant of d-axis current regulator
Ki.q —— 110 Integral constant of d-axis current regulator
Kpeq —— 0.35 Proportional constant of g-axis current regulator
Kicq - 350 Integral constant of g-axis current regulator
Ky —— 1.9 Proportional constant of speed regulator
Ky —— 190 Integral constant of speed regulator

In order to control the whole PMSM, the stator voltage needs to be controlled.
From the mathematical model of a PMSM section, the stator voltage equations in
d-q rotating coordinates are given by:

dig ,
Usd = Rsisd -+ Lsd% — wTLquSq (281)
. disq .
Usqg = Ryigg + quﬂ + Wy Lggisqg + wr W, (2.82)

Moving the terms in relation to w, from the RHS to LHS, then terms relating to
isd, tsq are solely on the RHS:

di
Usq + W'I‘quisq = Rsisd + Lsd ;td (283)
, , di,
Usqg — WrLsalsqg — wr W, = Ryigg + qu% (2.84)

By doing Laplace transformation, the currents in d-q coordinates can be expressed
as:

lsd = m(usd + wq«quisq) (285)
: 1 ,
lsg = m(usq — Wy Lsqisg — wp Vo) (2.86)

The transfer function G4(s) and G,(s) are defined by:

1

Cetls) = 1 TR,

(2.87)
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2. Dynamical Modelling of PMSMs

1

Cal) =7 SV R,
sq s

(2.88)

Note that the equations (2.81) and (2.82) have cross-coupling parts w,Lg,is, and
wy Lsgisqg respectively. And equation (2.82) has a Back-EMF w,¥,,. Thus in the
following controller design, the cross coupling parts needs to be compensated and
feed-forward back-EMF needs to be added.

As shown in Figure 2.4, a complete current control system is designed according to
IMC(internal model control).

isq

Rad wrlsq jfe———
. "y - 1
Isd.oref + : : ed Fed(s) Usd 4 Usd

E

LA

+

Isq.ref eq ch(s) U'sq Usq

+ +
isd
Raq (J.Jrqu [—————

»

LA

=wrWm

isq

Figure 2.4: View of complete current regulator

As can be shown in Figure 2.4, active damping, cross-coupling compensation, Back-
EMF feed forward are included.

In the Figure 2.4, i4,75, are measured and are compared to the reference
Usdrefsbsqref- Lhe error signal eq = tsgref — Usd; €q = tsqref — lsq are the inputs
to the current controller. Current controller manipulates the voltage wsq,usq
and thus ¢.q,1s can follow isqref,isqres rapidly and accurately. In practice, this
manipulation is made using power electronics. In this thesis, assuming the ideal
voltage commanded by the current controller can be perfectly generated by the
power electronics circuit, see[10].

Based on the equations(2.81) and (2.82), and the information from Figure 2.4, two
new equations can be described as:

. . . ’ . .
Rszsd + Lstst - ersqlsq = Usd = Ugq — erqusq - Radzsd (289)
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2. Dynamical Modelling of PMSMs

. . . ’ . .
Rslsq + quSqu + erstsd + W'r\llm = Usqg = Ugg + WrLstsd - Raqlsq + W'r\ljm

The 444,754 can be expressed as in this way:

1 ! ! ’
=G
Lst+Rs +Radusd cd(s)usd
1 ! ! /

'8 pu— = G
fsq Lggs + Ry + Roq tsq cq(s)usq

Z.sd =

The transfer function G_,(s) and G.,(s) are defined by:

/ 1
G -
ci(5) Lsas + Ry + Raa
/ 1
G —
cq<$) quS+Rs +Raq

2.4 Selection of Controller Parameters

(2.90)

(2.91)

(2.92)

(2.93)

(2.94)

The parameters of the current regulator F,4(s), Fr,(s) can be determined according
to IMC. From equations (2.93) and (2.94), G.,(s), G;q(s) are the transfer functions

!/

from u;d, Uy, 10 144,154 Tespectively, which have been illustrated in the Figure 2.5

Figure 2.5 shows the diagram of entire closed-loop system from from 4,.s to <.

Gd(s)
isd.ref : isd
ed Fed(s) 9 o Ged(s) >
+
isqref + , '
sq.re €q ch(S) U'sq > ch}(S) Elsq >
Gaq(s)

Figure 2.5: Entire closed-loop system from from i, to @

In the Figure 2.5, Gg(s),G,4(s) are the closed-loop transfer functions from
bsdref, isqref 1O isd, 1sq Tespectively. They can be regarded as the first order low-pass

filters. Thus the G4(s), G,(s) can be specified as:

Z-sd o Qe _ OéC/S _ FCd(S)GCdI(S)
isd,ref B S+ ag - 1+ O-/C/S B 1+ ch(S)G/cd(s)

Gd(s) =

22
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2. Dynamical Modelling of PMSMs

I

isq Qe /s F(s)Geq (8)
isq,’ref B S—I—ac B 1 +a0/8 B 1 + ch(S)G/cq(S)

Gy(s) = (2.96)

where a. is the closed-loop system bandwidth.

Based on equations (2.93) and (2.94), the transfer functions F,4(s), Fi4(s) can be
expressed as:

Qe 1 (0%
Fuafs) = "G (s) = “(sLoa+ Ry + Ru) (2.97)

Qe 1 Qe
Fos) = 2651 () = % (sLug + But B (299)

By transforming transfer functions F,4(s), Fr,(s) to PI control form, the new expres-
sions can be described by:

c Rs + Ra kic
ch(s) - aCLSd + O{(Sd) - ped + d (299)
c Rs Ra kic
ch(s) = QeLgq + Ow = kpeq + ?q (2'10())
Therefore, the controller parameters kpeq, kpeg, Kicd, Kicq are:
kpcd = OécLsd; kpcq = acqu (2101)
kicd = ac<Rs + Rad)a kicq = ac(Rs + Raq) (2102)

For the purpose of decreasing the control error, rather than adding more resistance
which is highly undesirable due to increased losses, an active resistance is used as
shown in 2.4, This technique may also be called "active damping", was proposed
in[12].

In order to select "active resistance’ Rqq, Rqq, it is useful to make the Giy(s), G, (s)
as fast as as current regulator closed-loop function G4(s), G,4(s),i.e.,with the same
bandwidth a.. Then, the equations (2.93),(2.93) can be given as:

’ 1 1/Lsd g,
Cd( ) SLsd + Rs + Rad s+ (Rs + Rad)/Lsd s+ Q¢ ( )
/ 1 1/L8 gOZC
G = = 1 = 2.104
ea() SLeg+ Rs+ Raqg s+ (Rs+ Rag)/Lsa 5+ ( )
where ¢ is only a gain.
The bandwidth a. can be expressed as:
Rs+ R,
o = Lo T ad (2.105)
Lsd
Rs; + R,
Qe = ;rd (2.106)

5q
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2. Dynamical Modelling of PMSMs

Thus, R4, Raeq can be calculated as:
Rug = acLsg — Ry (2.107)
R.,y = acLsyy — Ry (2.108)
This in turn yields the controller parameter
Kpea = QeLsd, kpeg = eLg (2.109)
kica = @2 Loa, kicg = a2 Lo (2.110)

According to [10], this described method gives a current regulator which has two in-
puts: the control error, and also 74, 54 directly via the "active resistance". Therefore,
it can be called a two-degrees-of-freedom PI controller.

So far, the current control loop is treated as an ideal and linear system. In reality,
it is not correct. The terminal voltage wsq, us; Which can be seen from Figure 2.4
have to be limited to an upper and a lower value. The upper value should be V4.
while the lower value is either 0 or —V},,4,,. When ¢,.¢ has a large step, the current
controller’s output voltage often exceeds V.., especially for higher rotor speed when
the back-EMF is large, leading to a large terminal voltage, see[10]. Therefore, the
true voltage, reference voltage, is a limitation of the ideal voltage. So the current
control loop contains a nonlinearity (saturation) which is used to limit the voltage,
as shown in Figure 2.6.

Figure 2.6 shows the PI current controller with voltage saturation and anti-windup
loop .

Anti-windup loop

+
Usd.ref isd
» Ged(s) —>
isd.ref + Usd
L) |:
isq.ref |—> —
sq
+ .
Usq.ref Isq
»| Geq(s) —
+

Anti-windup loop

Figure 2.6: PI current controller loop with voltage saturation and anti-windup
loop
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2. Dynamical Modelling of PMSMs

Additionally, integral term of the PI current controller keeps accumulating the con-
trol error during the time of maximum voltage output,, it gets "overcharged"'. When
i starts getting close to i,.f, the integrator has wound up so that u remains large.
Therefore, ¢ has to shoot over ¢,.; until the windup has been elimated by accumu-
lating of negative control error, see[10].

The solution is to modify the error signal to integrator to limit the integration when
the output voltage of the current controller is limited.

As the Figure 2.6 shown, a new error signal to integral term of PI controller is
created.
ed = (Usdref — Usa)Ha + €q (2.111)

67q = (usq.ref - usq)Hq + €4 (2112)

The transfer function from usq,ef to usq is expressed by:

kic
Usd = Kpeqea + ¢4 + Td (eq + Hy(Usdref — Usa)) (2.113)
kic kic kic
= kpCded +Cq+ Sded + SdeuSd.ref - Tdeusd (2114)

By combining like terms, g, is

Skpcd + kicd S Hdkicd

e Cq t+
S+ Hdkicd d S + Hdkicd d S + Hdkicd

Usd = Usd.ref (2.115)

Usq.res Can be treated as input and eq and ¢4 can be regarded as disturbances.

The transfer function from wsg . to us, is expressed by:

Usg = Kpeg€a + Cq + ksq (eq + Hy(tsgrer — Usqg)) (2.116)
= kpeg€q + g+ —2eg + ]Z”Hqusq.ref - k"s“"Hqusq (2.117)
By combining like terms, u,q, is
Skipeq 1 Kicq 5 Hkicq

Usgref (2.118)

Ugg = e Cq +
1 s+ quicq 1 S+ quicq 1 s+ quicq

Likewise, usq.ref can be treated as input and e, and ¢, can be regarded as distur-
bances.

1 1 .
kpcd kpeq

Parameters H; and H, are selected as

kicd OéZL
C Sd
Hakicq = =t —=

c 2.119
kpcd acLsd “ ( )

2
. kicq OéCqu .

c 2.120
Kpeg el “ ( )
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2. Dynamical Modelling of PMSMs

2.5 Speed controller Design

The mechanical dynamics of electric motor drive is given by equation (2.40)

s,

J
dt

=T, T, =T, — BQ — Teptra (2.121)

Where J is the total moment of inertia, including the motor itself and mechanical
load, see[13]. €, is the mechanical rotor speed, T, is the electrical driving torque,
Ty, is the load torque, B is the viscous coefficient. T, is the extra torque input.

The speed control loop is closed by feedback from the speed reference to the actual
speed, as shown in Figure 2.7.

Gd(s)

_ | Textra

o + Q
rret Fols) |© Guw(s) r

v

Figure 2.7: Entire speed control loop

By taking the Laplace transform of equation (2.121), the transfer function from
To-Torire to £, is:

1
G,(s) = 2.122
() sJ+ B ( )
The entire transfer function is G (s) from the actual speed €2, to reference speed
Qr.ref
Q, F,(s)G,(s) ay, a,/s
((s) Qe 14+ F,(s)Gu(s) s+a, 14+a,/s ( )
where «, is the speed control bandwidth.
The transfer function F,(s) can be expressed as:
Fu(s) = 2G () = (57 + B) (2.124)
S S

By transforming transfer functions F,(s) to PI control form, the new expressions
can be described by:

O{wB kiw

F,o(s) = a,J + = kpo + Y (2.125)
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2. Dynamical Modelling of PMSMs

Therefore, the speed controller parameters k£, k;,, are:
kpw = ad, ki = o, B (2.126)
In the current controller design section, the active damping and anti-windup loop

are added to the closed-loop system. Likewise, the speed controller design needs to
adopt the active damping and anti-windup loop, as shown in Figure 2.8.

_ Anti-windup loop

Huw

+
¥ Ew \kiw B |/- Te.lim

v

1

Guw(s) QA ,

%

Gw'(s)

Figure 2.8: Speed control loop with active damping and anti-windup loop

In this case, the transfer function from 7, ,.; to €2, is:

, 1
I 2.12
Gi(s) sJ+ B+ B, (2.127)

The proper active damping €2, needs to be selected to make the G, (s) have the
same bandwidth as the whole closed-loop transfer function G(s).

’ 1 gOéw 1
G = = Gy(s) = = 2.128
o(8) sJ + B+ B, ((5) S+ oy - —l—é ( )
where g is only a gain.
1
= 2.129
9= B+¥B, (2.129)
The active damping can be calculated as
B,=a,]—B (2.130)

The transfer functionF, (s) needs to be modified to make the entire system have the
same bandwidth. The new transfer function F (s) can be expressed as:

/

Fl(s) = “2G(s)

oy a,(B + B,) Kie,

(sJ+B+B,) = a,J+ = kpw+? (2.131)

« S s
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Therefore, the new speed controller parameters £y, k;,, are:

kpow = o, ki, = a,(B + B,) (2.132)

The same method used in current controller anti-windup design is utilized. As the
Figure 2.8 shown, a new error signal to integral term of PI controller is created.

e_w = (Te.lim - Te.ref>Hw + ey (2133)
The T ,.r is expressed by:
kiw
Te.ref - kpwew - Teztra + ?(ew + Hw(TeAlz'm - Temef)) (2134)
w kiw kiw
- pwew - Te.ttra + — €y + ?HwTe.lim - ?HwTe.ref (2135)
By combining like terms, T¢ ;s is
sky., + k; S H k;
Te ref — - = w Ter ra $Te im 2.136
T e Hoke Y st Hok < T St Hoky ! (2.136)

T, 1:m can be treated as input and e, and T..., can be regarded as disturbances.

Parameter H, is selected as ——

kpw
Hok, — oo _ 00J (2.137)
whiw = = = 0y .
kpow — aud

2.6 Selection of Current References

Maximum Torque Per Ampere (MTPA) is adopted in the selection of current ref-
erences. The torque production in a PMSM is a function of W,,, Ly, Leg, 154, tsq as
described in equation (2.39). There are infinite number of iy4 and 7, combinations
which can generate the same amount of torque.

The torque generation can be separated into two components. The component
produced from the permanent magnent flux is called magnetic torque, which can be
expressed as:

an ,
Tmagnetic = TP\I/stq (2138)
The other component produced from rotor saliency is called reluctance torque, which

can be expressed as:

3n .
Treluctance = 7p<Lsd - qu)ZSq’LSd (2139)

In this thesis, a salient PMSM is studied. Normally, inductance along the d-axis
is lower than inductance along the q-axis, i.e., Lyq is smaller than Lg,. (Lsg - Lsg)
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2. Dynamical Modelling of PMSMs

is always negative, thus a positive value of 754 would produce a negative reluctance
torque, which is opposing the magnetic torque, hence a positive iy, is never de-
sired. Besides, a negative 754 can reduce the required amount of i, by aiding in the
reluctance torque, see[14].

The minimum phase currents can be generated by a particular ¢4, 5, for any torque
level. It is similar to maximizing the torque output for a specific amount of current.
Thus, the operation principle is called Maximum Torque per Ampere(MTPA).

By introducing the current angle 3, and stator current I, the 744, ¢5, can be expressed
by:
1sq = Iscos3 (2.140)

isq = Issinf (2.141)
The torque equation (2.39) can be represented by I :

3
T. = %(\Dm[ssmﬂ + (Lgqg — qu)lfsinﬂcosﬁ) (2.142)

The derivative of torque 7T, with respect to current angle [ is:

ar, 3
i = %(\Ilmfscosﬂ + (Lyg — Lyg)I2c052B) (2.143)
Let the derivative “g@? equal to 0, then a fixed current angle 5 which can generate
maximum torque is calculated as:
v 1 )
— cos L(— m — = d 2 2.144
b= cos oy Ll JQ RS Tr R (2.144)

Where I, could be rated current

Assuming a positive torque request is required, the current magnitude can be cal-
culated as:

I ey = bl + 2 Toreq + ( Wi )2
sref = 2(Lgqg — Lsg)cosfs 3n,(Lsq — Lsq)sinfcosB """ “2(Lgg — Lgy)cosB
(2.145)
A limitation to current magnitude needs to added:

Lsveiim = Lim{Iy ep }ome (2.146)

Thus the reference current in d-q coordinates can be described as:
Z.sd.ref = Is.ref.limCOsﬁ (2147>
Z.sq.ref = [s.ref.limsz.nﬁ (2148)
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PWM and Inverter

PWM (Pulse Width Modulation) inverter systems are widely used in a variety of
applications as a power-conditioning unit in electric drives, e.g., high voltage DC
transmission, active power filters, electric vehicles, alternate energy systems and
industrial processes, see[15]. The inverters realize DC-AC power conversion. The
DC-input voltage V. can be obtained from the storage battery in PHEVs.

Inverter fed adjustable speed drives are needed in the PMSM drive system. The
switching of inverter plays an significant role in the opertaion of the PMSM drive
system, see[16].

In this chapter, the basic principles of PWM are presented in the first place, and after
that sinusoidal PWM is illustrated in detail. The three-phase inverter is described
after the SPWM is introduced and connections between the SPWM and inverter
are also presented, which explains why the reference voltage signal generated from
current controller is equal to the average voltage signal established from the inverter.

The parameters utilized in the inverter design are specified below.

Table 3.1: Inverter parameters

Parameter Unit Value Description
Viatt \%4 330 Battery voltage
Ryau Ohm 0.25 Internal resistance of the battery
Cac F 500e — 6 DC capacitance of the converter

3.1 Pulse Width Modulation

According to [16], PWM is a modulation methodology which is based on the pulse
duration width. This pulse changes along with the type of modulating signal. On the
one hand, the PWM method can be utilized for signal communication or information
transfer, on the other hand, it can provide the controller power for major electrical
devices particularly to motors. Compared with other available methodologies, the
PWM technique has the advantages of less complexity on its implementation and
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3. PWM and Inverter

control, no deviation in temperature and no variation in power due to senescence,
see[16].

In order to obtain output AC voltages with the required amplitude and frequency
shaped as closely as possible to the sinusoidal wave, a variety of pulse width modu-
lation strategies are used to control the voltage source inverter, see[15].

During the design and implementation of PWM and inverter, the following assump-
tions are made [17]:

» No voltage drops in valves (diodes, transistors), which means conduction losses
are not considered.

o Blanking time is neglected.

« Swithcing losses and off-state losses of inverter are also neglected.

3.2 Sinusoidal PWM

The SPWM (sinusoidal pulse width modulation) technique is one of the most popular
PWM techniques due to its benefits of reducing harmonic of inverters. The reason
is that three sinusoidal wave are used and displaced as 120° phase difference as
reference signals for three phase inverter, see[18].

In this modulation, the modulation signal is a sinusoidal wave and the carrier wave
is a triangular wave. The theory is to compare three-phase sinusoidal reference
voltages Ug.ref, Upref, Ueres €stablished from current controller with carrier wave in
order to produce the logical signal, S,, Sy, S.. The logical signal can define switching
instants of power transistor as mentioned in [19]. A sequence of voltage pulses are
acquired by on and off of the power switches based on the given logical signals,
which means the logical signals can trigger the respective inverter switches.

Normally, the frequency of carrier wave should be much higher than the frequency
of the phase voltages. In this way the phase voltage reference is assumed to be
constant during the switching period. The frequency of sinusoidal phase voltage is
chosen based on the required inverter output frequency (50/60 Hz).

The constant amplitude pulses with distinct duty cycles in each period is the main
characteristic of SPWM technique, see[18]. The width of these pulses vary to gain
output voltage control from inverter and the reduction of harmonics, see[20].

The principles of sinusoidal PWM is shown in Figure 3.1, i.e., the comparison be-
tween reference voltages and the triangular wave and the generation of logical signal
which can determine the switching patterns of inverter.

The logical signal S,, Sy, S. are generated by comparison between reference volt-
ages and carrier wave. The switching patterns can be obtained by the equations

(3.1),(3.2),(3.3).
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Reference Voltages

ua.ref
ub.ref

AV

uc.ref

()
W)
L

Switching pattern

Sa
» Sb

VIV

Triangular wave

Figure 3.1: Sinusoidal PWM

1
!

if Ugrer > triangular wave
if Ugrer < triangular wave

if Uprep > triangular wave
if Uprep < triangular wave

Uf Ucrer > triangular wave
if Ueres < triangular wave

Sc

(3.2)

(3.3)

Figure 3.2 shows the conventional SPWM signal generation technique for three phase

inverter.

Reference Voltage and triangular wave

1 Reference
‘ f ‘ ) | Carrier
0.5
0 -
-0.5F y ’ '
| |
_1 1 1 1 1 1 1 1 1
0 0.002 0.004 0.006 0.008 0.01 0.012 0.014 0.016 0.018 0.02
Timel[s]
Switching pattern
T T T T T T T T T
1 -
0.8 .
0.6 .
0.4 ]
0.2 .
0
1 1 1 1 1 1 1 1 1
0 0.002 0.004 0.006 0.008 0.01 0.012 0.014 0.016 0.018 0.02
Time[s]

Figure 3.2: Sinusoidal PWM basic waveforms
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3. PWM and Inverter

3.2.1 Mathematical Implementation

It is well-known that the the value of a duty cycle should be between 0 and 1. The
maximum sinusoidal phase voltage is % The duty cycles d,, dy, d. can be calculated
from the phase voltage references Uy ref, Up.ref, Ueres and the DC-link voltage Vg, as

Ug.ref

d, = 0.5 3.4

T (3.4)
Up.ref

dy =054+ —— 3.5

b + Vo (3.5)
Ue.ref

d. =05+ —— 3.6

e (3.6)

It is apparent that the values of duty cycles d,, dp, d. are between 0 and 1. The
logical signals S,, Sy, S. can be obtained by comparing duty cycles and the carrier
wave.

_J1 if d, > carrier wave

Sa = { 0 if d, < carrier wave (3.7)
_J1 if dy > carrier wave

Sa = { 0 if dy < carrier wave (3.8)
] 1 1f d. > carrier wave

Sa = { 0 if d. < carrier wave (3.9)

In this case, the carrier wave is a triangular wave between 0 and 1. The width of
the pulses S,, Sy, S. can be varied by changing the duty cycle of PWM.

3.3 Inverter

The VSI (voltage source inverter) has a DC input voltage V. obtained from battery.
The magnitude of this DC input voltage is usually constant. The inverter is to utilize
this DC input voltage and reference voltage to produce AC output voltage, where
the magnitude and frequency can be controlled, see[18].

The voltage and current are controlled with 120° different in each phase. According
to [15], the controlling signals of three-phase PWM inverters have many switching
patterns. The operations of three-phase inverter can be defined in eight modes which
shows status of each switch in each operation mode.

Figure 3.3 shows a block diagram of three-phase inverter
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Leg-C Leg-B Leg-A

G -

Cdc
Vdc —

BIF<IE<IE:

Sc=1/0 | | Sc :1/0| | Sa=1/0 |

\PMSM

Figure 3.3: Three-phase inverter

For the purpose of avoiding undefined switching states and undefined AC output line
voltages in the inverter, the switches of any leg of the inverter cannot be switched
off simultaneously, see[18].

According to the Figure 3.3, three legs have six switches. FEach leg has a top switch
and a lower switch. The top switch and lower switch cannot be on or off simulta-
neously. Thus each leg has two states, top switch on, lower switch off or top switch
off, lower switch on. Three legs therefore have eight operation modes.

The status of switches of each leg can be determined by the switching states S, S,
S.. For leg A, the S, = 1 means top switch on, lower switch off, conversely, S, = 0
means top switch off, lower switch on. Similary, for leg B, the S, = 1 means top
switch on, lower switch off, conversely, S, = 0 means top switch off, lower switch on.
For leg C, S. = 1 means top switch on, lower switch off, conversely, S. = 0 means
top switch off, lower switch on.

Since the switching states S,, Sy, S. always will be either 0 or 1, either the top switch
or the lower switch will be on. Thus the inverter can be simplified by changing the
electronic switches to "mechanical switches", as shown in Figure 3.4.

Figure 3.4 shows the simplified three-phase inverter with three-phase RL circuit.
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3. PWM and Inverter

Leg-C - _
ibatt e g Leg-B Leg-A
ic Y Y isa isb isc
Sa=1 A dag .
Rbatt Sa=09"A A R L
Cde Sb=1 ° 5 B ib+ “dm
N ey SRRLVAVAV N
+ 1
Vbatt Ve —— =0T A ic R L
_ Se=16 C "‘+:| oA =
se07 K R L
M
Sc | Sb Sa

Figure 3.4: simplified three-phase inverter with three-phase RL circuit

The derivation of phase voltages is as follows :

Based on Figure 3.4, from point A to point m, the A phase voltage is
. dig
Uy = Vi = Ri, + LE + e, (3.10)
where e, is the back-EMF of phase A
di
up = Vi = Riy + L% +ep (3.11)
where e, is the back-EMF of phase B

di,
ey e, (3.12)

uc:VCm:Ric—l—Ldt

where e, is the back-EMF of phase C

The sum of V., Vem, Vom 18

d(iq + i)

Vam + Vem + Vom = R(iq + iy +ic) + Le + (ea +€p +€c) (3.13)

dt
where i, + 1, + i. = 0, assuming the back-EMF is without zero sequence, thus
eq + €y + €. is equal to 0.
Hence,

The voltages from from point A, B, C to point M are

Vem = Vem + Vam (3.16)
VCM = VBm + VnM (317)
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3. PWM and Inverter

The sum of VAM; VBM; VC’M is

Varr + Ven +Vou = (VAm + Vm + ch) + 3V (3.18)

Due to VAm + VBm + VCm = 0, the VmM is
_ Vam +Veu +Vou

Vinm 3 (3.19)
Therefore the phase voltages u,, up, u. can be expressed as:
Vam + Ven + Ve 2 1
U = Vam = Vars = Viorr = Vanr — -4 ]?,)M M — gVAM — g(VBM + Vew)
(3.20)
Vam + Ve + Vi 2 1
up = Vm = Venu — Vinnr = Ve — AM gM = gVBM - g(VAM + Vo)
(3.21)
Vam + Ve + Vi 2 1
e = Vom = Vorr = Vit = Vou — 24 ?))M = gVCM - g(VAM + Vi)
(3.22)
The average of V4, can be expressed by the DC-link voltage V. and duty cycle d,:
1 (T
VAM.G/UQ = */ VAMdt - ‘/dcda (323)
T Jo
Similarly, Vgar, Vou can be expressed as:
1 (T
VBM.cwg = T/ VBMdt = ‘/;lcdb (324)
0
1 /T
Vortan = 7 / Verrdt = Vied, (3.25)
0
The average of V,,,, is
1 T 1 (T Vay + Veu +Veu Ve
Vm av:*/ Vm dt:*/ dtzida d dc 3.26
Mavg = 7 | M 7 Jo 3 3(+b+)( )
Therefore the average phase voltage can be expressed as:
Vie
Ug.avg = VAm.aUg = VAM.cwg - VmM.avg = ‘/dcda - ?d(da + db + dc) (327)
Vie
Up.avg = VBm.avg = VBM.avg - VmM.avg = Viedy — ?(da +dy + dc) (328)
Ve
Ue.avg = VCm.aUg = VCM.aUg - VmM.aUg = ‘/dcdc - ?d(da + db + dc) (329)

Based on the duty cycle equations (3.4),(3.5),(3.6), the average phase voltage can
be further written as
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3. PWM and Inverter

Ug.ref + Ug.ref + Uq.ref

Ve
Uqg.avg = ‘/;lcda - ?d(da + db + dc) = 05‘/:10 + Uq.ref — O-5Vdc -
(3.30)

Ve Ug.ref + Ugref + Ua.re
Up.avg = Vdcdb - ; (da + db + dc) = 05‘/dc + Up.ref — O-5Vdc - ! ! !
(3.31)

Ve a.re a.re a.re
Ue.avg = Vdcdc - ?d(da + db + dc) = 05‘/dc + Uc.ref — 0-5Vdc - Ha.ref Tu 3 ! Tu !
(3.32)

Becasue U ref + Ugref + Ugres is equal to zero, the phase voltages are:

Ug.avg = Ua.ref (333)
Up.avg = Ua.ref (334)
Uc.avg = Ua.ref (335)

It shows that the reference voltage signal generated from current controller is equal
to the average voltage signal established from the inverter.

From the Figure 3.4, the battery is assumed as a fixed voltage, Viust, the Rpq is the
resistance. For the DC-link capacitor,

AV

C(dc dt = Z‘c = ibatt - idc (336)
. ‘/batt - ‘/dc
ot = ———— 3.37
batt Rbatt ( )
Therefore,
d‘/dc - %att - ‘/dc .
Cdc dt = Rbatt Tde (338)

Taking the Laplace transform, then the DC-link voltage can be expressed as:

Vi)att - ‘/(-ic . 1 1
Ve =(——— —tge) —— 3.39
¢ ( Rbatt d )Cdc S ( )
The DC-link current i,4. is expressed as:
Tde = lsq + tsq + Tsq = Salq + Spip + Seie (3.40)
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Simulation Results and Analysis

In this chapter, for the purpose of verifying the effectiveness of the mathematical
model developed and algorithms adopted in the thesis, a number of simulation results
are presented. The steady-state characteristics of a PMSM are analyzed. Moreover,
the variable-speed drive analysis is carried out. The issues observed during the
simulation process are also demonstrated.

Simulation models are implemented in Matlab/Simulink, operating at a sample fre-
quency of 10 kHz.

The motor parameters used in the simulation are given in the table 4.1

Table 4.1: Motor parameters

Parameter Unit  Value Description

P, w 30000 Rated power

Pz |74 75000 Peak power
|78 1% 215 Rated voltage(AC, phase-to-phase)
I, A 150 Rated current(RMS)

Lo A 430 Peak current (RMS)
W RPM 4775 Rated speed

Wnax RPM 13000 Maximum speed
T, Nm 60 Rated torque

Tz Nm 175 Peak torque

4.1 Steady-State Characteristics Analysis

According to [21], for assessing the motor performance, the extent to which speed
falls when load is applied, and the variation in speed with applied voltage would be
the first questions that need to be studied. Steady-state characteristics can indicate
how the motor behaves after the transient effects diminish. It is easier to predict
and analyze than transient characteristics.

Firstly, the motor with no extra load input is controlled to reach and operate at a
steady state, i.e., the rated speed. No extra load means the motor is running without
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4. Simulation Results and Analysis

external torque, the only mechanical resistance is that due to its own friction.

Figure 4.1 shows a variation of the rotor speed with time. The actual rotor speed
reaches the reference speed in a short time with speed controller. The reference
speed is the rated speed, i.e. the steady-state speed.

5000

actual speed
reference speed

4000

3000

2000

Mechanical Rotor Speed[RPM]

—
o
o
o

0 1 2 3 4 5 6
Time[s]

Figure 4.1: Variation of motor speed when tracking the rated speed

Figure 4.2 shows the three-phase currents at the starting and at the steady state.
From the Figure 4.2a, it is apparent that the currents are non-sinusoidal and not
stable since the motor is attempting to reach the rated speed, see[22]. Figure 4.2b
shows the currents become sinusoidal when the motor reaches the rated speed at
steady state.

The corresponding dq component of current is given in Figure 4.3. Both d and q
axis current are present. It is clear that the iy, isq are following the isg,er tsares
respectively all the time from the beginning to the steady state. The 744 is always
negative in order to produce the positive reluctance torque, instead of opposing the
magnetic torque.
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Figure 4.2: Three-phase currents when tracking the rated speed
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Figure 4.3: Stator currents in dq coordinates

Figure 4.4 shows the three-phase voltages at steady state. Figure 4.5 shows electrical
torque of the motor and load torque solely produced by its own friction. In order
to operate at rated speed, the torque increases rapidly to reach the rated torque
60 Nm. Moreover, it is obvious that the motor torque is equal to the load torque
since the motor is running at steady state. The large torque ripple in steady-state
operation is one of its main shortcomings.
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Figure 4.4: Three-phase voltages at steady state

100 T T T T r

electrical torque
load torque

Torque(Nm)

20 7

Time[s]

Figure 4.5: Electrical motor torque and load torque without external torque at
steady state

The electrical motor torque is produced based on magnetic flux and the armature
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current according to equation 2.39. Load torque is proportional to the product
of force and distance. Motor current varies relating to the amount of load torque
exerted, see[21]. When the motor is running at steady state, the current is constant,
and the motor torque is equal and opposite of the load torque.

Figure 4.5 shows when a motor is accelerating, the motor torque is higher than the
load torque. Conversely, when a motor is decelerating, the motor torque is less than
the load torque.

When the load on the shaft has been changed, exploring how the speed will vary is
a necessity.

Two step changes in load torque were introduced at the second and fourth second
starting from 0 Nm to 10 Nm and from 10 Nm to 20 Nm respectively. To achieve
the rated speed command of 4775 RPM, motor output torque increased with the
application of higher load torque can be seen in Figure 4.6

100 - T T T motor torque
load torque

Torque(Nm)

0 1 2 3 4 5 6
Time[s]

Figure 4.6: Motor torque variation with extra load input when tracking the com-
mand speed

Figure 4.7 shows how the speed varies when the rated speed is required. Figure
4.7a shows the view of speed variation during the whole simulation process. The
motor speed basically kept constant after the acceleration. When the load torque is
applied, the drop in speed is very small which can be seen from Figure 4.7b. It is
quite desirable for most application since the only thing to maintain almost constant

speed is to set the appropriate armature voltage and keep it constant as mentioned
in [21].
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(a) View of speed variation during load (b) View of speed drop when load torque
variation is changed

Figure 4.7: Speed variation during load variation

Figure 4.8 shows the variations of three-phase currents during load variation. It is
clear that motor currents vary when the different load torque is applied.

250

200
150
100

Stator current[A]
o

Time[s]

Figure 4.8: Three-phase currents variations during load variation

Figure 4.9 shows the variations of currents ¢4, %5, during load variation. The am-
plitudes of both currents increased with the load torque applied rising. It indicates
that the stator currents will go up if the load torque applied to the motor increases.
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Figure 4.9: Axes currents iy, i5, variations during load variation at rated speed

From the figures above, regardless of the motor is running without load or with
changing load, the rotor speed, electrical torque, currents and voltages can reach
the steady state and follow the respective references, which means the system has a
good response.

4.2 Variable-Speed Drive Analysis

In this section, the variable-speed drive characteristics are analyzed. A sinusoidal
wave is the input speed. This is a simple way to verify if the motor is able to behave
nicely in variable-speed scenario.

Figure 4.10 describes the rotor speed response due to sinusoidal input speed refer-
ence. The actual speed and reference speed approximately overlap. The system has
a good performance when tracking a sinusoidal command speed.

Figure 4.11 shows the actual electric torque and its reference torque. The actual
torque and reference torque nearly overlap. It also proves that when the motor
tracks the sinudoidal input speed, the electric torque also varies in sinusoidal form..
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Figure 4.10: Mechanical rotor speed when tracking the sinusoidal input speed
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Figure 4.11: Electrical torque when tracking the sinusoidal input speed

Figure 4.12 shows three-phase current variations when tracking the sinusoidal input
speed.
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Figure 4.12: Three-phase stator current when tracking the sinusoidal input speed

Figure 4.13 shows the variations of currents iy, ¢s, When tracking the sinusoidal
input speed.
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Figure 4.13: Axes currents 744, %5, variations when tracking the sinusoidal input
speed
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PMSM Model Implemented in
CarMaker

In this chapter, a brief introduction of CarMaker is conducted. More importantly,
how the PMSM plant model and controller are implemented in CarMaker is pre-
sented. Relevant results and analysis are also explained in this chapter.

5.1 Overview of CarMaker

According to [23], CarMaker is a simulation software for virtual test driving, specif-
ically for testing passenger cars and light-duty vehicles. Virtual test driving can be
used to develop and test the entire vehicle system and entire surrounding environ-
ment in the realistic scenarios. A number of models for vehicles, roads, drivers and
traffic in CarMaker makes this possible.

CarMaker is a test platform with terrific performance, which guarantees flexibility,
productivity and precision for all simulation tasks, thereby it is time-saving and
cost-saving for vehicle development. Moreover, another advantage of CarMaker
is that it can integrate with external models established from other software like
Matlab/Simulink to test the behavior of the various algorithms, see [23].

Figure 5.1 shows the interface of Matlab and CarMaker, and there is communation
between Matlab and CarMaker.

CarMaker (localhost) 6.0 2017-4-18 (CM-8019) - C/CM_Projects/gradability = X

File  Application  Simulation Parameters Sghings  Help ‘IPG‘

can -
CarMaker 6.0 LE |
VIRTUAL TEST DRIVING

L Select

N e
- Tires: - Select

- 27 -
Jf" Loas: kg Select

4 Simulation Storage of Results

Stant
Pel:  ¥realtime | | Mode: ¥|save all
Status: - =
Time: c
=1 | pistancs: Save | Siop | Abor J MathWor

Figure 5.1: Communication between CarMaker and Matlab
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5.2 Model Implementation in CarMaker

During the process of model implementation in CarMaker, the Functional Mock-up
unit(FMU) is the key part. Some simulation programs or models can be packaged
as FMUs in some simulation softwares, like Simulink. The FMU for co-simulation
import interface can be imported to CarMaker. Then CarMaker can conduct the
test based on the external models or programs.

The FMU interface complies with the Functional Mock-up Interface standard (FMI),
which defines an open source standard used to build connections between different
simulation programs. According to [24], each FMU includes a zip file containing
source code and a XML file with general information of the unit. FMI can enable
the integration with any FMI compliant software since it is an international standard
and support morn than 70 tools, see [24]

In this thesis project, FMUs of a PMSM plant model and its control unit are exported
from Simulink and imported to CarMaker. The interfaces of plant model and control
unit of a PMSM in Simulink are shown in Figure 5.2

Jua iap ¥ia uap
Jib
ibp ubb
Aub Aic
icp Awr_mech ucp
quc \patt
a
T Te _maxp
4Load
Jwr_mech
- elec_powerp :
Jisg_load Load_sigp
Electric motor MCU

(a) Interface of motor (b) Interface of motor
plant model control unit

Figure 5.2: Interface of motor and controller

Note that the motor control unit consists of current controller, inverter and SPWM.
As shown in Figure 5.2a and 5.2b, the three-phase voltage inputs of electric motor
are from the three-phase voltages outputs of motor control unit. Three-phase current
inputs of control unit are from the three-phase current outputs of electric motor.
The signal of mechancial rotor speed wymeen is from CarMaker, and CarMaker can
receive the torque signal(T) from electric motor. The signals of battery and torque
request(load) are from CarMaker as well.
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Figure 5.3 shows the FMU interface of plant model in CarMaker. Figure 5.4 shows
the FMU interface of plant model in CarMaker.

Signal name | Link type | Signal source [/ destination |
= FMU Inputs '
-0 |13 DDict FRMU MCU1 . Qutua
- =3 b DDict FRMU MCU1 . Cut.ub
-0 |C DDict FIMU MCUA Qutuc
- =3 wr_mech IF Var rotv
[ FMU Parameter
= FMU Qutputs
o T IF Var Trg
- o glec_power IF Var PwrElec
- O 3 DDict FIU. electricmotor.Qut.ia
S8=C 1+ DDict FMU electricmoator.Out.ib
- o C DDict FMU electricmotor.Out.ic

Figure 5.3: FMU interface of a PMSM model in CarMaker

Signal name | Link type | Signal source [/ destination
=t FMU Inputs
=0 |5g_load IF Var 13G0Out Load
- =8 | pad IF Var MotorQut. m0.Load
- wa \patt DDict FIMU.battery2.Out Voltage
- w0 3 DDict FMU.electricmotor.Outia
- = b DDict FMU.electricmotor.Out.ib
- 0 ¢ DDict FMU.electricmotor.Out.ic
- =8 WI_Mech IF Var Matorin.mo.rotv
[ FMU Parameter
=-FMU Dutp
- o | pad_sig IF Var 1ISGOut Load
o Te_max IF Var MotorCOut.m0.TrgMot_max
- o U3 DDict FMU.electricmotor.In.ua
o b DDict FMU.electricmotor.In.ub
- O T DDict FlMU.electricmotor.In.uc

Figure 5.4: FMU interface of a PMSM in CarMaker

It is apparent that the FMU inputs and outputs of motor model and its control unit
in CarMaker comply with the inputs and outputs of motor model and controller in
Simulink.

As a matter of fact, the motor plant model and motor control unit did not function
properly in CarMaker, due to the limitations of model, the issues cannot be solved
in this thesis and have been put into the future research. However, some reasons
which may cause the problem are as follows:

e When the two FMUs, motor plant model and motor control unit were exported
from Simulink and loaded back to Simulink for testing, the simulation resulted
in an algebraic loop. The algebraic loop is created due to way of two models
are connected. Plant model has outputs that are inputs to MCU and MCU
outputs are inputs to plant model. Simulink can handle original plant model
and control unit in Simulink since it can see what is inside the plant model
and control unit. But with FMUs, the Simulink cannot read the way of how
the different components connect inside the FMUs. This may lead to the same
problem in CarMaker due to the connection of two models.
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e Fixed-step solver is used. And the step size must be smaller than the half of
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switching period of inverter. Otherwise, the carrier wave cannot be produced
correctly, which means a smaller step size of plant model and control unit is
used in CarMaker. CarMaker cannnot handle this kind of problem based on

the simulation results.



O

Conclusions and future work

This chapter includes the conclusions and some proposals for further research.

6.1 Conclusions

This thesis presented the design, implementation and simulation of mathematical
model of PMSM and control algorithms for PMSM drives which can be applied to
a number of automotive applications.

During the derivation of mathematical model of a PMSM, Clark’s and Park’s trans-
formations were adopted to transform three-phase coordinates to two-phase(d-q)
reference frame. Vector control was used throughout the control design. Current
regulator as well as speed controller were designed based on the IMC. The proper
calculation of PI-controller parameters ensured correct operation and high precision
of controller. Sinusoidal pulse width modulation(SPWM) and inverter were assumed
under ideal situations.

The whole PMSM drive system is simulated by the use of Matlab/Simulink. In
order to test the PMSM drive system in the entire vehicle in a virtual surrounding
environment, CarMaker was used to import FMUs to conduct the test in realistic
scenarios. Due to some limitations of the model and CarMaker, the test was not
successfully carried out. The possible causes were presented.

Finally, according to the simulation results it is shown that the simulation model
has a good performance both in steady state and in variable-speed drive scenario
when tracking the command speed, which verifies the PMSM model and control
algorithms.

6.2 Future work

Some suggestions for future research in relation to either some issues which were
unsolved in the thesis or some ideas that can improve the performance of electric
drive system are demonstrated below.
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The modulation method can be improved. Sinusoidal pulse width modulation is
adopted due to its simplicity and acceptable performances. Experimental tests
should be carried out to further verify the simulation results. However, a nicer mod-
ulation alternative Space Vector Modulation(SVM) could be utilized and compared
with the SPWM. The SVM is well-known for its effectiveness, simple implementation
and harmonics reduction.

Regarding the problems of model running in CarMaker, future work could be to
adjust the connections of two models to avoid the algebraic loop.

In the design and implementation of SPWM and inverter, no losses were considered
and SPWM was regards as in an ideal situation. In fact, the losses and blanking
time of inverter need to studied since they are quite important in practice.

That would be fascinating to investigate and test how the motor control unit behaves
experimentally[25].
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