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Abstract: This paper presents the control strategies for a novel dual-stator flux-modulated (DSFM)
motor for application in electric vehicles (EVs). The DSFM motor can be applied to EVs because
of its simple winding structure, high reliability, and its use of two stators and rotating modulation
steels in the air gap. Moreover, it outperforms conventional brushless doubly-fed machines in terms
of control performance. Two stator-current-oriented vector controls with different excitation in the
primary winding, direct and alternating current excitation, are designed, simulated, and evaluated
on a custom-made DSFM prototype allowing the decoupled control of torque. The stable speed
response and available current characteristics strongly validate the feasibility of the two control
methods. Furthermore, the proposed control methods can be employed in other applications of
flux-modulated motors.
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1. Introduction

With the emergence of an energy crisis, ways of reducing air-pollution have become the great
challenge [1]. Electric vehicles (EVs) contribute significantly to energy saving and environmental
protection, and on account of these benefits, they constitute today’s direction for the automotive
industry [2]. A compact and highly-reliable electric traction motor, which has high efficiency over a
wide speed range with load-adaptive controllable speed-torque contours, is crucial for any electric
propulsion system [3,4]. Traction motors of EVs should have high torque density in terms of weight
and volume, a wide range of torque-speed characteristics, high operating efficiency, and high reliability.
The novel structure of a brushless, doubly-fed generator (BDFG) proposed in [5], which has the
aforementioned advantages, can be efficiently applied to EVs. To distinguish the different applications
of such machines, the concept of dual-stator flux-modulated (DSFM) motors for EVs was presented.
Figure 1 illustrates a novel machine, which has a three-phase, 36-slot, 12-pole winding on the outer
stator and three-phase, 24-slot, 10-pole winding on the inner stator. Compared with most permanent
magnet synchronous motors (PMSMs), the DSFM motor with a wide range of speeds and torques and
no flux-weakening control yields higher performance in EVs [5].
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Figure 1. Structure of the DSFM motor with an iron segment rotor: (a) 3D model; and (b) 2D model.

Conventional brushless, doubly-fed machines (BDFMs), such as BDFG, have been designed and
investigated only for wind energy systems [6-10]. In particular, control strategies for BDFMs, such
as direct torque and flux control [11], voltage vector-oriented control (VC) [12,13], and field-oriented
control (FOC) [14,15], have been investigated. The FOC and VC schemes were compared in [15] and
the advantages and disadvantages of the two control methods were presented. The structural diagram
of the brushless, doubly-fed reluctance machine (BDFRM (G)) drive setup is depicted in Figure 2 [13].
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Figure 2. A structural diagram of the BDFRM (G) drive setup.

However, the application of the flux-modulated motor to EVs has not been fully investigated,
especially the control strategies. In this paper, the air gap structures of the DSFM motor and BDFRM
were compared and dynamic models were investigated, and the operating principle of this motor was
verified through the open-loop variable voltage and variable frequency (VVVF) control. Moreover, two
closed loop control methods, stator-current-oriented vector control (SCOVC) with direct current (DC)
excitation and alternating current (AC) excitation, were proposed to ensure that the motor operates at
different speeds and load conditions. Simulation and experiment results obtained for a customised
prototype completely validated the feasibility of the two control strategies.

2. Dynamic Modelling of Dual-Stator Flux-Modulated (DSFM) Motors

Figure 3 presents the air gap structures in the BDFRM and DSFM motor with an ideal stator
surface around the rotor. The air gaps in the two motors were assumed to be uniform, implying that
the air gap length between the stator and the rotor teeth is g, and that between the stator and the rotor
yoke is ge + hy, in Figure 3a, that the air gap length between the two stator and the iron segments on
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the rotor is g, + g;, and that between the outer stator and the inner stator is g, + g; + i, in Figure 3b.
Based on the preceding analyses, the air gap functions of the two motors are illustrated in Figure 4.
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Figure 3. Air gap structures of the (a) BDFRM motor and (b) DSFM motor.
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Figure 4. Air gap function of the (a) BDFRM motor and (b) DSFM motor.

According to Figure 4a,b, the air gap function of the DSFM motor and that of the BDFRM are both
periodic rectangular waves. The fundamental waves of the two air gap functions can be expressed
as periodic sinusoidal waves using Fourier transform [16]. Therefore, in the simplified discussion
on dynamic model of the DSFM motor, the inverse machine air gap function can be modelled as
follows [17]:

§71(8,0,m) = m + ncospy (6 — O,y) 1)

where p;, is the number of rotor poles, 6 is the mechanical angle around the periphery of the machine
with respect to the primary A phase axis, and 0, is the rotor mechanical angle with reference to the
primary A phase axis. The m and n in Equation (1) are two constants in the Fourier series, and they
differ from the two different air gap structures, which means that the two motors have similar air gap
functions regardless of the constants.

According to the first principle-based rigorous development of dynamic equations for the BDFRM,
the equations for the primary and secondary windings of the DSFM motor in a stationary reference
frame (denoted with the sub-subscript s) are [17]:

dA
v, = Ryi, + ;”S‘ + jwpA
Ly, plps @ o, const J@WpLyp,
oo dA, .
Y, = RSlsS T 0, const + ]wSASS (2)
_ ; k70
Aps - Lplps + Lpslﬁsse] '

Ass = le'ss + Lpsizseje’

where the primary winding is the winding of outer stator, and the secondary winding is the winding
of inner stator in this paper.
The torque expression in the stationary reference frame is [17]:

.3 e x i ..
T, = ]ZPVLPS (1zslste]er —Lpls € ]97) (3)
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Two dg reference frames are needed to convert the equations in the stationary frame to the
corresponding rotating frame equations because the frequencies of the two windings in the DSFM
motor are different. Assuming that the angle of the primary reference frame is 6, the angle of the
secondary reference frame is 6,—6, the conversion formulas can be written as:

AP _Apse
1—)Pr - —Pse o
. _ _'e
Nlpr o 1P§e !
is, = 1:56 1(6:=6)
4
A, = A, e 1(0=0) )
v, = Vge —j(6,—0)
iy =i, g_j(er_e)
ts,
~ i0
L r Pse]

Substituting the above equations into Equation (2), the dynamic model of the DSFM motor in the
rotating dp,q, and dsqs reference frames through strict deductions can be represented as:
LA,
= Rpi, + 4 + jwA,
dAs
R +j(wr —w) A

( pd +]lpq> + Lps (isa — jisq)

5
i if ©
tp
As = Lo (isa + fisg) + Lps (ipa — fing)
Ls 1‘;
The torque expression is:

3 LPS . .

T, = EprL_p (}\pdlsq + Apuﬂsd) (6)

3. Experiments Conducted Using the Variable Voltage and Variable Frequency (VVVF) Control

The prototype of the DSFM motor was developed experimentally; the test machine and its
controller are shown in Figure 5. The DSFM motor specifications are summarized in Table 1. The
back-to-back controller is comprised of two converters for simultaneously controlling the outer and
inner windings.

Figure 5. Prototype of the DSFM motor and its controller: (a) test machine; and (b) back-to-back controller.
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Table 1. DSFM motor prototype parameters and ratings.

Parameter Value
Inner winding pole pairs 5
Outer winding pole pairs 6
Rotor pole pairs 11
Inner resistance () 0.08
Outer resistance () 0.1
Outer inductance (mH) 4
Inner inductance (mH) 3
Mutual inductance (mH) 0.8
Rated speed (rpm) 924
Maximum speed (rpm) 1300

The VVVF control was implemented to verify the operating principles of the DSFM motor, and
the result is shown in Figure 6. The rotor speed was 212 rpm when the frequencies of the outer and
inner winding current were f, = 20 Hz and f; = 20 Hz, respectively. Several frequency supplies were
then tested using the VVVEF control. The results are summarized in Table 2.

T——The line voltage of A and B phase]
— The outer winding current
— The inner winding current
100 | ‘
g
> 50
N—r
5]
©
2
=3
1S
< 5
-100
0 0.02 0.04 0.06 0.08 0.1

Time ()
Figure 6. Experimental results of the VVVF control.

Table 2. Test results of the VVVF control.

Frequency (Hz) Theoretical Speed (rpm) Real Speed (rpm)
fr=fs=9 98 96
fp=fi=20 218 212
fp=fs =54 589 560
fp=fs=72 785 748
fp=fs=85 927 883
fr=fs=89 970 924

From the test results shown in Table 2, one can get the relation among the frequencies of the two
windings and the rotor speed:
nr =60 (fy + fs)/pr @)
The differences between the theoretical and real speeds listed in Table 2 were due to the inaccurate
speed control of the open loop VVVF control.
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4. Stator-Current-Oriented Vector Control (SCOVC)

Two additional formulas can be deduced from Equation (7).

Wy = (wp + ws) /pr ®)

where wj, is the angular frequency of the primary winding current, ws is the angular frequency of the
secondary winding current, and w, is the mechanical angular velocity of the rotor.

0, =0, + 65 ©)

where 0,, 05, and 0, are the electric angles of the primary winding current, secondary winding current,
and rotor, respectively.

According to the analysis of the vector relationship between the two stator windings and rotor in
the DSFM motor, the vector diagram of the DSFM motor can be represented as shown in Figure 7 [17].

Figure 7. Reference frames and current vectors used in DSFM motor equations.

The decoupled control of the DSFM motor orients the primary winding current vector i, to the d),
axis, which implies:

0=0, (10)
w = wp (11)
Wy — W =W, — Wy = Ws (12)
where w; = pr X Wy, and:
0s =0,—0yp (13)

Thus, the secondary winding current vector i, can be automatically oriented to the d; axis.
The decoupled voltage equations of the DSFM motor become:

dA
R Ap
vy = Rypip + ddt +jwpA, (14)
. A .
Vs = Rsig + T + JWsAs

The primary equations are obviously in the w);, frame, and the secondary ones are in the ws frame.
Therefore, this selection moves each of the equations into their “natural” reference frames where
the respective vector components appear as DC in the steady state. This decoupled control method
proposed in this paper is called SCOVC.

Based on the preceding basic analysis of the dynamic model and vector relationship of the DSFM
motor, two SCOVC methods with different excitation were investigated and implemented as follows.
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4.1. SCOVC with DC Excitation

4.1.1. Theoretical Analysis

If wy in Equation (11) is equal to 0, which implies that a DC current is inputted in the primary
winding, the angle of the primary reference frame 0 is equal to 0, then according to Equation (4), the
conversion formulas of the primary frame become:

v =V
P =Ps (15)

lp,, = lps

Meanwhile, ip," = 0 control was implemented to realize 6, = 8 = 0. Substituting this value into
Equation (13) yields:
0s =0, (16)

and the conversion formulas of the secondary frame become:

v, =v, e /Y

Ys, Ysg

i, = ig e /% a7
Ls, Lsg

That is, a stationary dg reference frame for the primary equation and a rotor reference frame for
the secondary equation. The SCOVC method with DC excitation is simply called DC excitation control
in the following text. The DC excitation control method for the DSEM motor is illustrated in Figure 8.

ipB Clarke

otor

Clarke stator

Figure 8. DC excitation control method.

With the direct given current vector in the primary winding, the flux linkage produced by the
primary winding current was stationary and constant, and its value could be adjusted by varying the
ipd*. The primary winding current vector was set stationary and the secondary winding current vector
was oriented by 6,. Moreover, the maximum torque per ampere (MTPA) strategy was used to control
the secondary winding current is;” and is; . For the DC excitation control, Equation (6) becomes:

3 .o
T, = Eperslpdlsq (18)

The decoupled control of T, was realized through is; according to Equation (18); moreover, the
torque capacity could be increased by controlling the DC excitation in the primary winding.

4.1.2. Simulation Studies

The simulation studies of the proposed DC excitation control method were carried out in Matlab
Simulink using the DSFM motor data from Table 1 obtained by Maxwell model. The simulation results
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in Figure 9 have been successfully experimentally verified by the corresponding experiments. Both the
simulation results and the experimental results will be jointly discussed in the following section.
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Figure 9. Simulation results of the DC excitation control for the DSFM motor: (a) curve of the given
speed variation; (b) curve of the load torque variation; (c) speed curve for speed varying from 55 to
110 rpm; (d) speed curve for torque varying from 0 to 5 Nm; (e) secondary current curve for speed
varying from 55 to 110 rpm; (f) secondary current curve for torque varying from 0 to 5 Nm; (g) primary
current curve for speed varying from 55 to 110 rpm; and (h) primary current curve for torque varying
from 0 to 5 Nm.
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4.1.3. Experimental Results

90f19

Figure 10a,b shows the actual DSFM motor test rig and schematic of its constituent

parts, respectively.
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Figure 10. Experimental environment of the DSFM motor: (a) laboratory test facility; and (b) block

diagram of the DSFM motor experimental setup.

The DSEM motor can operate stably with DC excitation in the primary winding. The current
curves of the DSFM motor at 200 rpm and 3 Nm are shown in Figure 11.

Secondary Current (A)

0 0. 02

0.04 0. 06

Time ()
(a)

0.08 0.1

Harmonic Amplitude (A)

3 4 5 6 i
Harmonic Order

(b)

8 9 10 11 12 13 14 15

Figure 11. Winding currents of the DSFM motor at 200 rpm: (a) secondary winding current; and (b) the

harmonic content of the current.

As shown in Figure 11a, the secondary current was asymmetric sine wave and was stable at

36.6 Hz when the DC current in the primary winding was 8 A and the given speed was 200 rpm. The

harmonic content of the current was low as shown in Figure 11b.

To evaluate the performance of the proposed control method of the DSFM motor, the speed
response was analysed by changing the given speed or increasing the load torque, and the
corresponding phase currents in both the primary and secondary windings were measured. The
experimental results are shown in Figure 12.
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Figure 12. Experimental results of the DC excitation control for the DSFM motor: (a) curve of the given
speed variation; (b) curve of the load torque variation; (c) speed curve for speed varying from 55 to
110 rpm; (d) speed curve for torque varying from 0 to 5 Nm; (e) secondary current curve for speed
varying from 55 to 110 rpm; (f) secondary current curve for torque varying from 0 to 5 Nm; (g) primary

current curve for speed varying from 55 to 110 rpm; and (h) primary current curve for torque varying
from 0 to 5 Nm.
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According to Figure 12a, the given speed was increased from 55 to 110 rpm at 1 s; the final speed
was stable at 110 rpm. In Figure 12c, the rotor speed was changed by a slow progressive change of
the PI control. The secondary winding current was changed during the adjustment period, and the
stability was restored by increasing the frequency only twice from 10 to 20 Hz, as shown in Figure 12e.
The primary winding current was maintained at a constant value, as shown in Figure 12g, because
a DC current was supplied to the primary winding all the time. The steady state errors of the speed
were less than 5 rpm.

By maintaining the given speed at 109 rpm and increasing the load torque from 0 to 5 Nm
at 5 s shown in Figure 12b, the speed of the DSFM motor changed to 109 rpm accurately through
a period of adjustment. The speed curve is presented in Figure 12d. The plot in Figure 12f illustrates
that the amplitude of the secondary winding current was increased with this load torque, and its
frequency was maintained at 20 Hz. The increase in the secondary winding current resulted from
the increase in is;, thus enhancing the electromagnetic torque of the DSFM motor T, as predicted by
Equation (18). The current in the primary winding was maintained at a constant value, as shown in
Figure 12h. The measured and simulated results in Figure 9 are mostly identical to the experimental.
The simulated speed responses were better than the experimental because the PI parameters for speed
control experiment were not ideal.

4.1.4. Discussion

According to the preceding simulation and experiment results, the proposed DC excitation control
can realize the decoupled control for the current of the two stator windings and the electromagnetic
torque T,. For this control method, the DSFM motor can always operate under motoring conditions
similar to PMSMs, which allows the application of the DSFM motor to EVs.

4.2. SCOVC with AC Excitation

4.2.1. Theoretical Analysis

If wy in Equation (11) is not equal to 0 then, according to Equation (4), the conversion formulas of
the primary frame become:

= —j®
Vp, =Lpe " (19)
iy, =1i,e /%
=pr T =Ps
and the conversion formulas of the secondary become:
— —je
Vg, = vge /7 (20)

isr = isse_jes

This relationship must be satisfied at any time so that the secondary frame can be oriented
according to the rotor angle 0, and angle of the primary winding current 0,,. The SCOVC with AC
excitation is referred to as AC excitation control in the following text. The AC excitation control method
for the DSFM motor is illustrated in Figure 13.

The current closed loop control with a given f, was implemented to produce a rotating magnetic
field with angular velocity wy, and the primary winding current phase angle 0, was established after
the integral link. The secondary winding current phase angle 0; was then obtained according to
Equation (13). Thus, the secondary winding current vector is was oriented to the ds axis by 6;. The
two winding current vectors were oriented throughout the AC excitation control method. Moreover,
the frequency of the secondary winding changed to f; with a known 6,, which implied that the speed
control of the DSFM motor was indirectly conducted using the frequency of the secondary winding
current. For example, if w,” = 218 rpm and f, = 20 Hz, f; = 20 Hz can be exactly acquired using
the algorithm of the proposed control method, and the rotor can be operated accurately at 218 rpm.
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Moreover, the MTPA control was used to realize the decoupled control of T,, which was expressed

using Equation (18).

4.2.2. Simulation Results
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Figure 13. AC excitation control method.

To fully test the performance of the proposed control strategy, start-up of the motor under load
was simulated, and the results are shown in Figure 14. The given speed was 500 rpm and the load

torque was 1.4 Nm.
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Figure 14. Simulation results of the start-up of the motor under load: (a) speed curve for i*pd =5
A; (b) speed curve for i*pd =15 A; (c) torque curve for i*pd =5 A; (d) torque curve for i*pd =15 A;
(e) secondary current curve for i*pd =5 A; (f) secondary current curve for i*pd =15 A; (g) primary
current curve for i*pd =5 A; and(h) primary current curve for i*pd =15A.

Note from Figure 14 that when the primary current i*pd increased, the starting torque increased
and the starting time decreased. The start-up simulation illustrates that T, can be controlled not only
by the secondary current i, but also by the primary current i*pd, one can choose the better control
method according to the actual situation.

More simulation studies of the proposed AC excitation control method were carried out and
experimentally verified by the corresponding experiments. The simulation results are shown in

Figure 15, and agree well with the experimental results. The corresponding plots will be jointly
discussed in the next section.
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Figure 15. Simulation results of the AC excitation control for the DSFM motor: (a) curve of the given
speed variation. (b) curve of the load torque variation; (c) speed curve for speed varying from 110 to
220 rpm; (d) speed curve for torque varying from 0 to 5 Nm; (e) secondary current curve for speed
varying from 110 to 220 rpm; (f) secondary current curve for torque varying from 0 to 5 Nm; (g) primary
current curve for speed varying from 110 to 220 rpm; and (h) primary current curve for torque varying

from 0 to 5 Nm.
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4.2.3. Experimental Results

15 0f 19

The DSFM motor can operate at different speeds with different load torques. The current curves
of the DSEM motor at 924 rpm and 3 Nm are shown in Figure 16.
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Figure 16. Winding currents of the DSFM motor at 924 rpm: (a) primary winding current; (b) secondary
winding current; (c) the harmonic content of the primary current; and (d) the harmonic content of the

secondary current.

As shown in Figure 16a,b, the two winding currents are asymmetric sine waves and are stable
at 85 Hz when the given speed was 924 rpm. The harmonic content of the currents were both low as

shown in Figure 16¢,d.

Then the speed responses and phase currents are illustrated in Figure 17.
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Figure 17. Experimental results of the AC excitation control for the DSFM motor: (a) curve of the

given speed variation. (b) curve of the load torque variation; (c) speed curve for speed varying from

110 to 220 rpm; (d) speed curve for torque varying from 0 to 5 Nm; (e) secondary current curve for

speed varying from 110 to 220 rpm; (f) secondary current curve for torque varying from 0 to 5 Nm;

(g) primary current curve for speed varying from 110 to 220 rpm; and (h) primary current curve for

torque varying from 0 to 5 Nm.
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There are two processes in the AC excitation control experiments as shown in Figure 17a. First,
the given speed was increased from 110 to 220 rpm at 3 s. Second, the frequency of primary winding
current was increased from 10 to 20 Hz at 8 s. According to Figure 17¢, the final speed was stable
at 220 rpm throughout a slow progressive change of the PI control. The secondary winding current
changed during the two periods of adjustment. First, from 3-8 s, its frequency increased from 10 to
30 Hz. Second, from 8-10 s, its frequency decreased from 30 to 20 Hz, and was finally stable after 14 s.
The secondary current curve is shown in Figure 17e. The amplitude of the primary winding current
restored stability and the frequency was changed to 20 Hz through an adjustment period of 2 s from
8-10 s as shown in Figure 17g. The steady state errors of the speed were less than 5 rpm.

By maintaining the given speed at 218 rpm and increasing the load torque from 0 to 5 Nm at5s
shown in Figure 17b, the speed of the DSFM motor changed to 218 rpm accurately through a period
of adjustment. The speed curve is presented in Figure 17d. The plot in Figure 17f illustrates that the
amplitude of the secondary winding current was increased using this load torque, and its frequency
was maintained at 20 Hz. The current in the primary winding was controlled using the current closed
loop control presented in Figure 11 and maintained constant, as shown in Figure 17h. The same speed,
frequency and load torque change was implemented as shown in Figure 15, and the results are also
the same. The speed can be strictly controlled by the speed closed loop control, and the frequency of
the two winding currents can be automatically adjusted through the AC excitation control method.

4.2 4. Discussion

The experimental results showed high speed response with the change in speed and load torque,
which illustrated that the DSFM motor can operate stably and reliably under different conditions. The
wide speed range of the DSFM motor can be achieved without flux-weakening control such that the
copper loss can be reduced and the efficiency can be increased at a high speed compared with PMSMs.
Thus, the proposed control can meet the requirement of high-speed operation and efficient torque
control, and would have great application prospects in EVs.

5. Conclusions

This study explored and investigated the control strategies for the application of the DSFM motor
to EVs. Two available vector control methods were proposed and control system effects were validated
using a customised DSFM prototype.

1. The differences in air gap structures of the DSFM and BDFM motors were compared and
analysed, and the mathematical model of the DSFM motor was used as the basis of the decoupled
control method.

2. The VVVF control was implemented to explore and verify the operating principles of the DSFM
motor. According to the experimental results of the VVVF control, the speed and torque of the
DSFM motor can be controlled using the frequency of the current in the two stator windings.

3. The SCOVC with DC excitation control method was realized theoretically and experimentally, and
high speed and torque performance were obtained through the variable speed and torque tests.

4. The SCOVC with AC excitation control method was realized theoretically and experimentally, and
high speed and torque performance were obtained through the variable speed and torque tests.

The DSFM motor and its control strategies proposed in this paper can serve as a basis for further
research on application of the flux-modulated motor to EVs, and can be crucial for more applications
of such motors.

The DC excitation control had a limited range of frequency, while the AC one did not. Thus, the
two closed loop controls can be flexibly applied to different situations. For example, in generator mode,
the DSFM motor can be used as a DC generator with the DC one or an AC generator with the AC one,
and in motor mode, it can be used as a slow speed motor with the DC one or a high speed motor with
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the AC one. The proposed control methods will be implemented on an electric bus being developed in
our laboratory.
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Abbreviations

The following abbreviations are used in this paper:

DSFM Dual-stator flux-modulated

BDFMs Brushless doubly-fed machines

BDFG Brushless doubly-fed generator

BDFRM Brushless doubly-fed reluctance machine

EV Electric vehicle

SCOVC Stator-current-oriented vector control

DC Direct current

AC Alternating current

VC Voltage vector-oriented control

FOC Field-oriented control

PMSMs Permanent magnet synchronous motors

VVVEF Variable voltage and variable frequency

MTPA Maximum torque per ampere
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