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Abstract 

______________________________________________________________________________ 

 

The objective of this research project was to investigate motor control methods applied to 

Permanent Magnet Synchronous Motors (PMSMs) for aerospace applications.   

In specific this research attempted to address two key issues that are critical in aerospace.  Firstly 

the increase in system availability in case of a resolver failure by means of applying sensorless 

motor control methods.  Secondly the reduction of acoustic noise generated from a motor drive.  

Reliability, availability and acoustics are key areas in a number of industries especially aerospace. 

With regards to the reliability and availability objective, a hybrid model/saliency based sensorless 

method was investigated that can take over motor control in case of a resolver failure.   

With regards to the objective on acoustics, the research attempted firstly to address the problem of 

acoustic noise from High Frequency Injection (HFI).  A variant of the Pseudo Random High 

Frequency Injection (PRHFI) algorithm was thus developed aiming to reduce the perception of 

acoustic noise.  While investigating HFI sensorless methods and observing their acoustic effects, 

the most novel contribution of this research was conceived.  The concept of Active Noise 

Cancellation/Control (ANC) by means of High Frequency Injection (HFI) was thus created, 

implemented and presented in this thesis. 

The proposed availability and acoustic improvement algorithms were first simulated in 

Matlab/Modelsim and then tested on the Helicopter Electro-Mechanical Actuation System 

(HEMAS).  The above hardware platform is a PMSM based drive used to control the swash-plate 

onboard a helicopter. 

The reliability enhancement sensorless observer was demonstrated successfully during testing and 

was shown to track the motorôs speed and angle.   

The acoustic suppression algorithms (Pseudo Random High Frequency Injection and High 

Frequency Injection Active Noise Cancellation) were also demonstrated successfully on the 

hardware platform by means of audio capturing using microphones and analysis within Matlab. 
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Chapter 1 Introduction  

______________________________________________________________________________ 

1.1 Electric motor types and suitability for aerospace 

A number of safety critical functions onboard an aircraft such as the control of aerodynamic 

surfaces have been commonly based in the past decades on hydraulic systems. However, 

hydraulics tend to be heavy, occupying large volume on an aircraft and lacking flexibility in terms 

of their operation, fault detection and fault reporting [1], [2], [3].  It is not surprising that in the 

past decades, hydraulic systems in aerospace tend to be replaced by electric motor drives, 

providing a more efficient, compact and lighter implementation. 

Aiming to address concerns on sustainability and the ecological impact of fossil fuels, a converging 

shift is being observed with electric propulsion aiming one day to replace the currently dominating 

jet engine technology.  This trend of increased levels of electrification, aiming for more efficient, 

compact and environmentally friendly applications, is known as the More Electric Aircraft (MEA) 

Initiative [1], [2], [3]. 

Electric motors belong to a group of devices called electrical machines.  Electrical machines are 

rotating power converters and can be classified to motors and generators [4].  Motors convert 

electric to kinetic energy and generators convert kinetic to electric energy. An electrical machine 

can be used either as a motor or as a generator as long as the necessary electrical and mechanical 

blocks surrounding the machine are in place.  Electrical machines are composed of two key parts, 

the stator and the rotor.  The stator is a stationary hollow cylinder structure, that accommodates 

the rotating part of the motor named rotor (see Figure 1.1).  The focus of this research is on electric 

motors and specifically their use in the aerospace sector. 

          

Figure 1.1 Electrical machine architectures, stator and rotor, Credit [5] 
 

Due to the safety critical nature of many aerospace applications, stringent constraints are applied 

to airborne electronic hardware in general [6], [7] and to motor drives in particular with respect to 

reliability, weight, size, power specification, EMI, fire hazards, endurance to extreme vibration 

and temperature.  These aerospace constraints naturally qualify certain motor types as more 

suitable for aerospace applications. 
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A wide variety of electric motor types is currently available at the designerôs disposal with each 

type characterised by the advancements in analog, digital and material technology.  Motor types 

can differ in a multitude of ways, with respect to their voltage supply (DC versus AC), power 

rating, rated speed, speed torque characteristics, winding types, number of poles, cooling method, 

manufacturing process and structure. 

Direct Current (DC) motors establish torque and rotation with the application of a DC voltage 

supply at the motorôs terminals [8].  The interaction of the stator/rotor magnetic fields is managed 

by mechanical components called brushes and a commutator assembly [9] (see Figure 1.2).  DC 

motors need a less complicated control circuit to operate relative to AC machines, a characteristic 

that made their use widespread when state of the art digital controllers were not available.  

However they suffer from a number of disadvantages.  Industrial DC motors demand high levels 

of maintenance, needing to be taken regularly offline, have the brushes replaced and the 

commutator resurfaced [9], [10], [11].  Due to the commutator assembly, DC motors also tend to 

be larger and heavier than an equivalent power AC machine [10].  They also tend to have higher 

inertia than equivalent AC machines resulting into slower speed response [10]. The mechanical 

commutator creates a limit on the maximum speed that can be achieved [10] while it can even 

create sparks while spinning [9].  All of the above characteristics make DC motors a rarely 

encountered machine in the safety critical aerospace sector. 

                  S
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Figure 1.2 One pole pair DC motor architecture 
 

Stepper and Switched Reluctance Motors (SRMs) is a group of electrical machines that initiate 

torque and rotation using reluctance torque.  They both have projecting poles and share the 

characteristic of having different number of poles in stator versus rotor.  Stepper motors and SRMs 

are considered economical to manufacture, maintenance free and very reliable machines.  The 

rotor of a SRM is formed by steel laminations while the rotor of stepper motor can be either formed 

by steel laminations or permanent magnets depending on the stepper motor type.  However stepper 

motors can only produce sufficient torque at low speed [12], they have low power density and their 

torque to inertia ratio is low so they accelerate slowly.  A limitation for both stepper motors and 

SRMs is torque ripple [13], [14] and resultant acoustic noise. 

Alternating Current (AC) motors can be classified into asynchronous machines (induction motors) 

and synchronous machines (Brushless DC Motors, PMSMs) [5].  Both types of AC machines are 

considered economical, relatively straightforward to manufacture and are practically maintenance 
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free [9].  They are more lightweight and efficient than equivalent power DC motors [9].  Induction 

motors however require excitation currents to flow through the rotor windings thus need to be of 

bigger physical size when compared to equivalent permanent magnet motors to prevent 

overheating [10].  Furthermore brushless DC motors produce higher torque ripple than PMSMs 

[15], [16].  In conclusion, considering the high power density of PMSMs, their dynamic 

performance and the lack of maintenance needs, they are considered an excellent option for high 

performance safety critical motor control applications in the aerospace sector.  PMSMs have been 

used for the control of aerodynamic surfaces onboard an aircraft and therefore form the focus of 

this research work. 

 

 

Figure 1.3 One pole pair Surface Permanent Magnet Synchronous Motor (SPMSM), Credit [5] 
 

      

Figure 1.4 two pole pair Interior mounted Permanent Magnet Synchronous Motors (IPMSMs): 4a) radially 

magnetized, 4b) tangentially magnetized, 4c) inset magnetized,  4d) multi layered magnetized, 4e) V-shape,  
Credit [5] 
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Permanent Magnet Synchronous Motors are manufactured by embedding a permanent magnet to 

the rotor and a set of conductors to the stator known as windings.  There are primarily two types 

of PMSMs depending on the topology of the permanent magnet, Surface mounted Permanent 

Magnet Synchronous Motors (SPMSMs) (Figure 1.3) and Interior mounted Permanent Magnet 

Synchronous Motors (IPMSMs) (Figure 1.4) [4], [17], [5]. 

The location of the permanent magnet within the rotor affects the overall magnetic circuit and the 

characteristics of the machine.  Each of the PMSM topologies shown in Figure 1.3 and 1.4 has 

therefore its advantages, disadvantages and higher suitability for specific applications as will be 

analysed below.  SPMSMs for example are known for their high power density while most 

IPMSMs are considered attractive for using their reluctance torque above base speed, a method 

widely used in traction applications in the automotive sector [5]. 

Specifically, radially magnetized IPMSMs shown in Figure 1.4.a exhibit low saliency ratio ὒȾὒ 

and therefore modest reluctance torque [5].  Tangentially magnetized IPMSMs shown in Figure 

1.4.b, unlike other IPMSMs exhibit higher d-axis inductance ὒ than q-axis inductance ὒ [5] and 

therefore their reluctance torque cannot be used towards enhancing performance.  Inset IPMSMs 

illustrated in Figure 1.4.c have the advantage of operating in an extended torque speed range and 

have been used in commercial hybrid vehicles.  The multilayered IPMSM topology shown in 

Figure 1.4.d exhibits high saliency ratio ὒȾὒ therefore supporting high reluctance torque.  

However, their design is considered more complex than other IPMSMs [5]. Finally the V-shaped 

topology shown in Figure 1.4.e, exhibits wider constant power speed range than other IPMSM 

types and has enjoyed commercial applications in hybrid vehicles [5]. 

 

Motor type Pros Cons 

1. Brushed DC motor 

¶ Straightforward control circuit (DC 

voltage supply). 

¶ Economical for very low-cost low-
performance motors (toys). 

¶ Complex and expensive to 
manufacture for high end industrial 

DC applications. 

¶ High maintenance. 

¶ Larger and heavier than equivalent 

AC machines. 

¶ Higher Inertia and Lower 
maximum speed than equivalent 

AC machines. 

¶ Can create sparks. 

2. Stepper motor and SRM 

¶ Straightforward and economical to 

manufacture. 

¶ Maintenance free and robust. 

¶ Torque ripple and acoustic noise at 
high speed. 

¶ Stepper motors efficient at low 
speed only, slow acceleration 

3. AC Motor   

  3.1 Asynchronous Machine    

    3.1.1 Induction Motors 

¶ Straightforward and economical to 
manufacture. 

¶ Maintenance free and robust. 

¶ Higher efficiency and power density 
than DC machines. 

¶ Compared to PMSMs, excitation 

currents through rotor windings 
reduce efficiency add thermal 

considerations and increase motor 
size. 
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  3.2 Synchronous Machine    

    3.2.1 Brushless DC Motor 
¶ Straightforward and economical to 

manufacture.  

¶ Higher torque ripple and reduced 
efficiency when compared to 
PMSMs. 

    3.2.2 PMSM 

¶ Straightforward and economical to 
manufacture. 

¶ Maintenance free and robust. 

¶ Higher efficiency and power density 

than DC machines and induction 
motors. 

¶ Cost of permanent magnet used to 
be a disadvantage, this cost has 

been reduced greatly. 

¶ Risk of demagnetization in early 
products, not a risk in modern 

systems. 

      3.2.2.1 SPMSM 
¶ Superior power density than DC, 

Induction, Brushless DC, stepper 
motors, SRMs, and IPMSMs. 

¶ Torque reduced when used above 

base speed when compared to 
IPMSMs. 

      3.2.2.2 IPMSM 

¶ Superior power density than DC, 

Induction and Brushless DC Motors. 

¶ High torque can be maintained above 
base speed using reluctance torque 

(ideal for traction applications). 

¶ Not as power dense as SPMSMs 

when used up to base speed. 

 

Table 1.1. Comparison of electric motors  

 

 

Motor type Suitability for aerospace 

1. Brushed DC motor 
Not suitable for aerospace applications.  They require high maintenance, create 

sparks during rotation, are of low efficiency and low power density. 

2. Stepper motor and SRM 

SRMs have some usage in aerospace, they are maintenance free, they are 

considered very robust however they are not as power dense and efficient as 
PMSMs and are known to experience high torque ripple and acoustic noise.  
Stepper motors have very narrow and limited applications due to speed torque 

characteristics. 

3. AC Motor  

  3.1 Asynchronous Machine   

    3.1.1 Induction Motor 

Induction motors have usage in aerospace, they are maintenance free, 

straightforward to manufacture and more power dense than DC machines.  
However their power density and efficiency is lower than that of PMSMs. 

  3.2 Synchronous Machine   

    3.2.1 Brushless DC Motor 
Brushless DC motors have some usage in aerospace, they are maintenance free, 
however they are known to experience high torque ripple. 

    3.2.2 PMSM 

Surface mounted PMSMs (SPMSMs) are considered an excellent choice for 
high performance, high power density aerospace applications.  IPMSMs have a 
more narrow application range in aerospace as their reluctance torque make 

them more suitable for traction applications. 
 

Table 1.2. Electric motor types and suitability for aerospace 

 

1.2 Magnetic field and rotation in electric motors 

The fundamental principle behind the energy conversion in electric motors is the interaction 

between the statorôs and rotorôs magnetic field an effect known as magnetic field coupling [4], [9].  

A magnetic field can be created either by means of introducing a current flow through a conductor 
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or naturally around a permanent magnet (see figure 1.5).  A key parameter of a magnetic field is 

its magnetic flux.  Magnetic flux linesða visual representation of fluxðare shapes that would be 

formed if steel pins were to be placed within a magnetic field.  Flux lines show direction of flux 

as well as the intensity of the magnetic field.  The closer the flux lines, the higher the flux density 

and the intensity of the field.  Flux density B is a physical measure of magnetic field intensity i.e. 

how close the flux lines are situated to each other and the physical unit is a Tesla (T).  Flux lines 

indicate the location of the poles of a magnetic field namely North (N) and South (S) (Figure 1.5). 

It can be shown that as magnetic fields interact, Force can be produced.  Using Lorentz law [4], 

the Force Ὂ that is experienced by a moving charged particle of electric charge ή, when travelling 

at speed ὺ through a magnetic field of Flux density ὄ is: 

                                                              Ὂ ήὺὄ                                          Eq 1.1 

Starting from Lorentz law defined in Eq 1.1, it is possible to substitute ήὺ with ή ίὸ as the speed 

ὺ equals to the ratio of travelled distance ί in time ὸ over this time.  Additionally, it is possible to 

substitute 
ή
ὸ with Ὅ, as electric current is defined as the rate of charge movement over time.  The 

above two substitutions result into Lorentz law being re-formulated to the familiar equation Eq 1.2 

shown below [8]: 

                                                              Ὂ ὄὍὰ                                          Eq 1.2 

where Ὂ is the Force experienced by a conductor of length ὰ, carrying current Ὅ and exposed to a 

magnetic field of flux density B. 

Aiming to explain this field interaction further, letôs consider the stator and rotor magnetic fields 

are generated by embedding a permanent magnet or applying current through windings.  This will 

result into the stator and rotor developing magnetic fields each with N and S magnetic poles.  

Matching stator/rotor poles (N / N and S / S) will attempt to distance from each other and opposite 

stator/rotor poles (N / S) will attract each other.  This synchronism and interaction of rotating stator 

and rotor fields is the key mechanism to exert force and establish rotation in Permanent Magnet 

Synchronous Motors.  Figure 1.6 illustrates this field coupling and rotation within a PMSM.  Note 

that both the rotor and stator experience equal and opposite in direction force.  This is the reason 

why the former is designed to rotate freely and the latter is typically fixed on a surface to remain 

stationary. 

This synchronism of stator/rotor magnetic fields, where one field is oriented in vectorial relation 

with the other and produced by applying appropriate voltages to the stator terminals is known as 

Field Oriented Control (FOC).  However, in order to achieve this field orientation and establish 

stable control, the motor controller needs to be informed of the rotorôs angle.  The rotor position 

is for this reason a very significant piece of information for the controller.  Position encoders 

known as resolvers are therefore commonly embedded within PMSMs to achieve this. 
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Figure 1.5 Magnetic flux lines and magnetic poles: Permanent magnet (Left), current carrying windings (Right), 
Credit [9] 
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Figure 1.6 Field coupling for one pole pair 3 phase AC PMSM 

 

1.3 EMAs and the HEMAS platform  

Electro-Mechanical Actuators (EMAs) are systems that utilise electric motors and convert their 

rotary motion into linear movement.  There is a clear trend of EMAs replacing heavier hydraulics 

[1], [2], [3]. especially in newer lightweight composite based planes where efficiency is key.  

PMSM based EMAs can thus be commonly found in safety critical aerospace applications such as 

the control of aerodynamic surfaces (rudder, elevator, aileron, trimming horizontal stabilizer).   
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Figure 1.7 The HEMAS hardware test platform 

 

The EMA that was used for hardware testing in this research is the Helicopter Electro-Mechanical 

Actuation System (HEMAS) [18], [19], [20].  The HEMAS system in an SPMSM based drive 

located in correspondence of the swash-plate of a helicopter.  Chapter 3 of this thesis provides a 

more detailed description of the HEMAS platform and the test rig used in the research (See Figure 

1.7). 

Using the HEMAS system as a test platform is an excellent choice considering that many aerospace 

applications will share many fundamental motor technology similarities. 

 

1.4 Current state of the art, research motivation and objectives 

The use of PMSMs has become increasingly widespread in the past years due to their high 

performance and power density.  However one key characteristic of PMSMs is the need for the 

motor controller to be aware of the rotor angle.  This need has been typically accommodated with 

the use of a resolver embedded in the motor.  However, as will be detailed in chapter 2, resolvers 

can fail due to extreme temperature and vibration resulting into reduction of system availability.  

The safety critical nature of aerospace applications and the expectation for high levels of reliability 

especially for DAL A/B designs [6] make the weakness of resolver failures a significant drawback 

for conventional PMSM drive solutions.  To increase system reliability, this research investigates 

the use of sensorless methods to enable motor control in the case of a resolver failure.   

Another key aspect investigated in this research is acoustic noise originating from a motor drive.   

Acoustics is of critical significance in aerospace for the comfort of passengers onboard commercial 

aircrafts and the safety of personnel onboard military planes.  This research therefore investigates 

and proposes a number of ways that acoustic noise can be suppressed and reduced. 
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1.5 Thesis organisation 

This thesis is organized in the following chapters.  Chapters 2 and 3 provide a background on the 

two main areas investigated in this research, system availability and acoustics.  With respect to 

availability, Chapter 2 presents reliability considerations for PMSMs and specifically the 

mechanism of resolver failures.  Aiming to increase availability, the chapter introduces sensorless 

methods that are proposed to take over control in case of a resolver failure.  It provides a survey 

and comparison of different sensorless methods, illustrating key advantages and disadvantages of 

each method.  With respect to acoustics, Chapter 3 analyses the types of acoustic noise typically 

encountered onboard an aircraft and then outlines two proposed algorithms to improve acoustics. 

Chapter 4 presents the hardware platform and test setup for the experimental phase of this research.  

At first it provides an insight to the Helicopter Electro-Mechanical Actuation System (HEMAS).  

It then introduces the software/hardware partitions of the system and the test methodology adopted 

during this research. 

Chapter 5 details the proposed model based sensorless observer towards increasing motor drive 

and system availability at medium to high rotational speed.  The chapter presents an analysis of 

the algorithm, along with simulation and hardware test results on the HEMAS platform. 

Chapter 6 presents the proposed saliency based sensorless method towards increasing system 

availability at standstill or low speed.  It presents an analysis of the method along with simulation 

and hardware test results on the HEMAS platform. 

Chapter 7 details the proposed Pseudo Random High Frequency Injection (PRHFI) algorithm 

aiming to suppress acoustic noise from HFI.  It details the algorithm and then presents simulation 

and hardware test results on the HEMAS platform. 

Chapter 8 presents the most innovative and novel method introduced in this thesis.  It was named 

in this research, Active Noise Cancellation (ANC) by means of High Frequency Injection (HFI).  

It provides a background on ANC systems in general, followed by the description of the proposed 

method along with simulation and hardware test results on the HEMAS platform. 

Chapter 9 is the final chapter of the thesis and contains the conclusions and direction towards 

future work related to this research project.  
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Chapter 2 System Availability for Motor Drives 

______________________________________________________________________________ 

2.1 Introduction   

Reliability and availability is an area of great significance in aerospace.  This chapter first provides 

a brief background on availability considerations for Motor Drives and specifically reliability 

concerns for PMSM drives due to resolver failures.  The architecture of a resolver and its failure 

mechanism are therefore presented.  Aiming to enhance availability, sensorless control methods 

are proposed to take over motor control in case of a resolver failure.  A survey of sensorless 

methods is therefore performed showing strengths and weaknesses of each group of algorithms, 

followed by a brief analysis of how sensorless methods can be used towards increasing system 

availability. 

 

2.2 System availability  

2.2.1 Resolver architecture and failure mechanism 

The controller of a PMSM drive needs to be continuously informed of the rotor angle to ensure 

efficient and stable motor control.  The most commonly used method to achieve this is by 

embedding a resolver to the motor. 

Motor resolvers are electro-mechanical components that monitor rotation and provide electrical 

signals conveying the position of a rotor.   The construction of a resolver is based on three 

windings, a primary winding and two secondary windings [21], [22].  The primary winding is 

embedded within the rotor and the two secondary windings are placed on the stator at quadrature 

angle of 900 (see Figure 2.1).  The primary winding is fed with an excitation signal typically within 

the 10 kHz frequency range.  The resolver design functions as a transformer and depending on the 

angle of the rotor, the excitation signal will appear to each of the output windings (see Figure 2.1 

and 2.2).  The feedback from the two output windings is known as the resolver feedback sine and 

cosine signals. 

 

                                ὙὩίέὰὺὩὶᾧέίὭὲὩᾪὩὩὨὦὥὧὯίὭὲ‫ ὧzέί—                                       Eq 2.1 

                                 ὙὩίέὰὺὩὶίͅὭὲὩᾪὩὩὨὦὥὧὯίὭὲ‫ ίzὭὲ—                                          Eq 2.2 

        where — is the angle of the rotor modulated to the excitation signal frequency ‫ . 

 

Note that the modulated sine and cosine feedbacks contain information on the rotor angle that can 

be demodulated at the controller. 
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Figure 2.1 Resolver architecture 

 

Figure 2.2 Resolver sine/cosine feedback vs angle theta 

Note that a Matlab model *.m file was written to generate the resolver feedback signals shown in figure 2.2 

please refer to Appendix B1.1 of this thesis to obtain the Matlab source code. 

 

While resolvers provide a viable solution to convey the electrical angle information, they are 

naturally sensitive devices.  They can fail due to extreme temperature and vibration conditions, 

leading to inability of the controller to drive the motor and reduction in system availability. 

The underlying mechanism of a resolver failure due to temperature and vibration is detailed below: 
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1. Resolvers are transformers and therefore need current flow to function.  Conductors 

carrying the current to the resolver within the motor and the surrounding insulating material 

however respond to temperature.  Extreme temperatures or fast changes in temperatures 

cause these conductors and their neighboring insulation to expand and contract.  The factor 

that amplifies this problem is that the thermal expansion coefficients of the conductors and 

neighboring insulation differs substantially causing them to expand and contract by a 

different degree.  This unbalanced movement results into extreme mechanical stress that 

can eventually cause open or short circuits to the conductors.  This in turn results to the 

resolver not being fed with the needed current and to stop functioning. 

2. The primary winding block of the resolver is embedded on the rotor.  Vibration and 

mechanical shock can result into the resolver rotating circuit slipping and becoming 

detached from the main rotor or suffer an impact to its electrical connection integrity.  In 

either case this results into the resolver stop functioning. 

Aiming to prevent resolver failures decreasing system availability, this research proposes applying 

sensorless methods that can take over motor control in the case of a resolver failure.  The section 

below presents a survey of sensorless methods aiming to identify a suitable sensorless algorithm 

to be implemented and evaluated in this research. 

 

2.2.2 Survey of sensorless methods 

In view of the disadvantages encountered in resolver based motor control designs, sensorless motor 

control has been an area of research in the past decades.  Sensorless position calculation involves 

calculating the angle of a motor without the use of an encoder but by means of monitoring feedback 

signals such as motor voltages and currents. 

Sensorless motor control algorithms for PMSMs can be classified into two main groups, model 

based methods and saliency based methods.  The former group involves utilising motor feedback 

signals during rotation to establish the rotor angle, considering the equivalent circuit model of the 

motor.  The latter group takes advantage of anisotropies in PMSMs by means of injecting High 

Frequency (HF) carriers and analysing their effect to the motorôs feedback signals.  Model based 

methods are considered suitable for medium to high speed motor rotation as they rely on feedback 

signals while the motor is spinning while saliency methods are typically applied at standstill and 

low speed.  Below is a survey of sensorless motor control methods for PMSMs: 

 

2.2.2.1 Model based methods 

Open Loop Back Electromotive Force (EMF) estimator): The method calculates the rotor angle 

by integrating the back EMF of a spinning motor. It is straightforward to implement however being 

open loop the method leads to accumulative errors [23] due to sampling noise and DC offset while 

it is also vulnerable to motor parameter variation [23].  Considering the above, this method is not 

widely used. 
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Closed loop and observer methods: In order to mitigate against noise and enable self-corrective 

capability closed loop methods and observers were introduced: 

Extended Kalman Filtering observer (EKF) and variants:  The EKF is a widely used observer 

[24].  The method is highly effective in processing a noisy source contaminated with random 

interference.  Limitations include the difficulty to track fast changes in motor speed and tuning 

complexity.  To remedy the former the Sub-optimal Fading Extend Kalman Filter (SFEKF) variant 

was proposed [25].  To remedy the latter, the Unscented Kalman Filter (UKF) [26] and Cubature 

Kalman Filter (CKF) [27] were proposed.  The EKF observer is considered more complex to 

implement than the MRAS and SMO methods. 

MRAS Observer: The Model Reference Adaptive System (MRAS) observer is a widely used 

method relying on the application of the motor equivalent circuit to two parallel models, the 

reference model and the adaptive model thus the name.  The accuracy of this observer is 

susceptible to motor parameter variation.  Variants of the method to mitigate this limitation have 

been proposed in [28] where the method is less parameter sensitive.   

Sliding Mode Observer (SMO): The Sliding Mode Observer (SMO) is a method designed to 

extract the back EMF voltage of a spinning motor and from this calculate the motor speed and 

angle [29].  The SMO method is less complex to implement than the EKF and is not impacted by 

motor parameter variation as is the MRAS.  However, the method is known to introduce jittery 

and noisy position estimation and motor control.  Variants of the method have been proposed to 

mitigate the jittery performance including hybrid methods marrying the best characteristics of 

different methods such as the EKF/SMO. 

Flux linkage Observer: The method calculates the rotor position by means of estimating the rotor 

flux [30].  The observer has a number of limitations most importantly the difficulty to accurately 

estimate the rotor flux.  Variants of the method attempting to remedy this have been proposed 

including the Second Order Integral Flux Observer (SOIFO) [31].  This method however is not as 

widely used as the EKF, MRAS and SMO. 

Fuzzy Logic and Neural Networks: The application of Neural Networks (NN), Fuzzy Logic (FL), 

and Fuzzy Neural Network (FNN) in the area of sensorless motor control has also been an area of 

active research [32].  A number of publications propose algorithms based on the above artificial 

intelligence methodologies towards the calculation of motor speed and position.  Such methods 

are considered suitable for cases when the system is difficult to model accurately due to its 

complexity or non-linearity for example when attempting to compensate parameter variation. 

Third harmonic detection: This method is a variant of the flux linkage calculator. Specifically the 

third harmonic flux linkage is estimated by means of third harmonic back EMF integration.  This 

method was introduced by Moreira and Lipo in [33].   The method enjoys a number of advantages 

over a number of conventional model based sensorless methods including not being affected by 

parameter variation, and PWM noise [34]. 
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2.2.2.2 Saliency based methods 

High Frequency (HF) signal injection: To enable sensorless motor control at zero or low speed, 

High Frequency signal injection was introduced.  The method involves superimposing a high 

frequency voltage carrier to the fundamental frequency of the motor applied either at the stationary 

or synchronous frames and then observing the resulting motor current feedbacks.  If the motor is 

prominently salient i.e. Ld < Lq as is the case for an IPMSM or it becomes salient due to stator 

iron saturation by injecting in the direct axis of an SPMSM, the feedback currents will convey 

information on the position of the rotor.    

Sinewave injection (rotating/pulsating): The sinusoidal rotating signal injection method involves 

adding a carrier signal to the alpha and beta stationary frame.  Disadvantages of the method involve 

lack of dynamic performance due to delays associated with LPF Digital Signal Processing needed 

to demodulate the angle and torque ripple.  Aiming to reduce the torque ripple of rotating 

sinusoidal method, the pulsating sinewave injection in the d synchronous axis was proposed. 

Square wave injection (rotating / pulsating): The inherent delay of sinusoidal injection involving 

the needed low pass filters to the feedback currents, can result into low dynamic performance.  To 

mitigate this, square signal injection was introduced.  This permits higher injection frequency and 

more dynamic performance.  Similarly, it can be applied to the stationary frame and for improved 

torque ripple in the direct axis synchronous frame in form of pulsating square wave injection. 

Acoustic noise reduction in HF injection: In order to reduce the acoustic noise caused by HF 

injection, one solution proposed was decreasing the amplitude of the injected signal [35].  However 

this also reduces the SNR and accuracy of the position.  Another solution which is investigated in 

this research is injecting pseudo random frequency signal.  

Inductance variation methods (INFORM): This method takes advantage of the changing 

magnetic conductivities in the d and q synchronous axis as the motor rotates [36]. It involves 

injecting a high frequency test voltage resulting into the transient inductance dominating over the 

voltage drop from the stator resistance.  A variant of the method is named Indirect Flux detection 

by On-line Reactance Measurements (INFORM). 

Current slope measurement method (high speed sensor): The current slope measurement method 

involves utilising the saliency of a PMSM and detecting the rotor position by measuring the slope 

of the motor currents. To do so high-speed current sensors are needed and precise sampling of the 

current waveform to be performed in synchronism with the PWM switching.   

Current slope measurement method (Rogowski coil method): Utili sing a high-speed current 

sensor and sampling to establish the current derivative (2.2.1) is a process where sampling needs 

to be carefully timed.  A better method is in fact to utilise specialized hardware that measures the 

current derivative named Rogowski coils [37] and thus decode the rotor angle. 
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2.2.2.3 Open Loop methods 

The method is sometimes used for start-up sensorless conditions when the position of the rotor can 

remain unknown until the motor starts spinning at which point a model-based method can be used. 

It involves applying a sinusoidal voltage and expect the motor to rotate at this frequency.  The 

method although straightforward to implement, is very sensitive to load disturbance variations and 

provides little visibility of the motorôs state. 

 

2.2.2.4 Hybrid sensorless methods 

Hybrid methods are based on the concept that more than one sensorless methods can be combined 

to run simultaneously or enabled/disabled over specific points in time.  For example a number of 

hybrid methods have been introduced to support full speed range in sensorless mode [38] as model 

based methods only function when the motor is spinning.  Other hybrid sensorless methods  were 

introduced to join best characteristics of different algorithms [39].  Hybrid sensorless methods are 

considered a very attractive route one that is adopted and proposed in this research. 

 

2.2.2.5 Comparison of sensorless methods 

There is a rich variety of model-based methods each with varying implementation complexity, 

accuracy and vulnerability  to motor parameter variation.  Model based methods can only function 

when the motor is spinning. 

Saliency based methods can function both at standstill and while the motor is spinning.  They 

utilise the saliency that either exists naturally by design for some motors or induced by means of 

stator iron saturation.  There are different methods and flavours under this category such as High 

Frequency Injection (square/sinusoidal, stationary/synchronous frames) and current slope 

measurement methods.  High Frequency Injection can contributes to torque pulsation and acoustic 

noise and requires additional power that is not used towards spinning of the motor. 

Open loop methods tend to be used in applications where system characteristics such as the load  

are predictable and also as a start-up method for a model based algorithm.   

Hybrid methods intend to marry best characteristics of different algorithms and support features 

that would not be available only with one algorithm. 

 

The advantages and disadvantages of each sensorless method can be summarized in Table 2.1.   
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Model based methods             

  Open loop back EMF estimator 0 1 0 1 1 1 1 

  Closed loop methods & observers        

    EKF  0 2 2 1 1 1 2 

    EKF Variations (UKF, CKF, SFEKF) 0 2 2 1 1 1 1 

    MRAS observer 0 2 1 0 1 1 2 

    SMO 0 2 1 2 0 1 2 

    Flux linkage Observer 0 2 1 1 0 0 1 

    Fuzzy Logic & Neural Networks 0 2 1 1 1 1 1 

    Third harmonic Detection 0 2 1 2 1 1 1 

Saliency based methods        

  High Frequency signal Injection (HFI)        

    Sinusoidal signal injection        

        Stationary Frame 2 1 1 1 0 1 1 

        Synchronous frame  2 1 1 1 2 1 2 

    Square signal injection        

        Stationary frame 2 1 1 1 0 2 1 

        Synchronous frame  2 1 1 1 2 2 2 

    Acoustic suppression (Reduced amplitude) 1 0 0 1 0 1 0 

    Acoustic suppression (Random freq) 2 1 1 1 1 1 1 

  Inductance variation method (INFORM) 2 1 1 1 1 1 1 

  Current slope measurement method        

    High speed current sensor method 2 1 1 1 1 1 1 

    Rogowski coil  2 1 1 1 1 1 1 

Open loop methods 0 0 0 1 0 0 2 

Hybrid methods        

  EKF and SMO 0 1 2 2 1 1 1 

  HF signal injection and Kalman Filtering 2 1 2 1 1 1 1 

  HF signal injection and SMO 2 1 1 2 1 1 1 

Rating convention: 
2   Excellent optimal performance 

1   Good / Average performance  
0   Poor / Inadequate performance 

 

Table 2.1. Sensorless motor control methods 

 

Justification of the rating in Table 2.1: 

Standstill/low speed: Model based methods can only function when the motor is spinning as they 

operate by processing phase currents and phase voltages.  They are therefore assigned to the rating 

of 0 for standstill and low speed.  On the contrary, saliency-based methods are optimized for 

standstill thus the optimal rating of 2.  The reduced amplitude acoustic suppression method is rated 

1 as the approach comes at the price of reduced sensorless accuracy [35].  Open Loop methods do 
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not estimate the rotor position and are therefore rated as 0.  Finally, hybrid algorithms are assigned 

with ratings of the methods they incorporate. 

High speed: Model-based methods are rated optimal as the physical values they measure/estimate 

such as Back EMF and phase currents have high values at high-speed enabling high levels of 

accuracy.  The Open Loop Back EMF Method is considered of low performance [23] thus the 

assignment of rating 1.  Saliency based methods function at high speed but with some limitations 

such as the High Frequency carrier producing less rotor angle estimation samples within an 

electrical period at high speed and inaccuracy of calculations as the back EMF is not negligible. 

Signal Noise: EKF and its hybrid variants are known to be effective on suppressing signal noise 

[24] and are therefore rated with the optimal rating of 2. 

Parameter variation: The Sliding Mode Observer (SMO) method is known to be highly effective 

towards suppressing motor parameter variations [29] therefore the optimal rating assigned. 

Accuracy/torque ripple: The EKF is rated optimal for torque ripple as signal noise does not impact 

extensively the estimated angle [24] therefore resulting into stable Ὅ and reduced torque ripple.  

HFI in the synchronous frame (d axis) can reduce torque pulsations and therefore rated optimally 

in Table 2.1. 

Dynamic performance: Square wave HFI is rated optimally with respect to dynamic performance 

as it can reach higher frequencies than sinusoidal injection and therefore obtain more saliency 

related rotor angle points within an electrical period allowing for fast changes in speed. 

Method maturity: Model based sensorless methods that have been widely used include EKF [24],  

MRAS Observer [28] and SMO [29] therefore the optimal rating of 2.  Open Loop methods are 

also used in applications when the loading characteristics of a motor drive are predictable, while 

synchronous HFI is a favorable saliency method aiming to minimize torque ripple. 

 

2.2.3 Increasing system availability using sensorless methods 

This chapter aims to introduce the reliability problem associated with motor resolvers and how 

sensorless methods can be used to address this limitation.  Mazzoleni et al. and Di Rito et al. [40], 

[41] quantify the probability of resolver failures in the range of ρπ  to ρπ  per flight hour.  They 

conclude that a simplex resolver design is not reliable enough to meet the safety goals for flight 

control applications. Past research [42] has shown that a model based sensorless method can be 

used to monitor the resolver interface.  However [42] provides no failure detection and no increase 

in availability if the failure takes place at low speed or at standstill.  The research presented in this 

thesis attempts to provide an increase in system availability at any speed using a novel hybrid 

sensorless method able to monitor and enable motor control throughout the motorôs speed.  The 

proposed hybrid model/saliency based method are therefore presented in detail in chapters 5 and 

6 of this thesis. 
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2.3 Conclusions  

This chapter provided a background on reliability considerations for PMSMs with respect to 

resolver failures.  Aiming to enhance availability in the case of a resolver failure, sensorless 

methods were presented.  A survey of sensorless algorithms was performed detailing advantages 

and disadvantages of each method and the concept of using sensorless control to increase 

availability was introduced.  The detailed analytical and test results of the sensorless methods used 

in this research are presented in chapters 5 and 6 of this thesis.  
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Chapter 3 Aircraft acoustics 

______________________________________________________________________________ 

3.1 Introduction   

Aircraft acoustics is a topic of active research and development gathering significant interest in 

the past decades.  It impacts a number of areas including the comfort of passengers, the noise 

emitted to residences near an airport and for military applications, the safety of the personnel 

onboard. 

This chapter first presents and analyses acoustic noise that is typically generated from an aircraft 

and then introduces two proposed algorithms aiming to reduce acoustic noise: 

¶ A variant of the Pseudo Random High Frequency Injection (PRHFI) algorithm suppressing 

the acoustic noise perception from High Frequency Injection (HFI).   

¶ The novel method of Active Noise Cancellation (ANC) by means of High Frequency Injection 

(HFI). 

While the details of proposed algorithms are presented in chapters 7 and 8 of this thesis, this 

chapter serves to provide the background setting and motivation for the development of these 

methods. 

 

3.2 The science of acoustics 

Acoustics is one of the oldest branches of Physics [43].  It is naturally divided into four areas listed 

below [43]: 

¶ The mechanism of sound generation i.e. the phenomenon initiated by the vibration of an object 

within an elastic medium.  

¶ The propagation of this vibratory energy through an elastic medium in the form of waves.  The 

molecules of a medium can be perceived in the context of acoustics as particles interconnected 

by springs (bonds between molecules).  The initially vibrating object initiates vibration of the 

molecules surrounding it, which in turn transfer this vibration into other surrounding 

molecules causing a wave of varying pressure/compression travelling through an elastic 

medium until the energy is dissipated.  The medium through which sound propagates can be 

a gas, a liquid, or a solid object.   

¶ The physical reception of this vibratory energy (variations of pressure) from a receiver using 

an ear or a microphone device. 

¶ The psychological perception of noise.  In other words whether a noise is usually perceived 

as pleasant or not by a receiver. 

Each of the above areas of acoustics is of interest in this research from how noise is generated 

onboard an aircraft, how it propagates and interacts with various subsystems and how it is 

perceived from the receiver. 
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One key aspect of acoustics analysis involves the sound velocity through an elastic medium [43].  

Travelling of sound relies on the elasticity of  the medium i.e. the strength of the bond between 

molecules that acts like a spring.  The speed of sound has been investigated by a number of 

scientists including Newton and Laplace.  It is expressed in the below equation provided by 

Newton [43]: 

                                                                ὧ                                                                          Eq 3.1 

where c is the speed of propagation of sound, ɞ is the mediumôs modulus elasticity and ” is the 

mediumôs density. 

Sound propagates faster in liquids than in gases and faster in solids than in liquids.  This is because 

the increase in medium elasticity is greater than the increase in medium density when comparing 

solids liquids and gases. 

For liquids and gases the speed of sound is also expressed by what is known as the Newton Laplace 

equation: 

                                                             ὧ
ᶻ
                                                                        Eq 3.2 

where ‎ is the Laplace correction having the value of 1.4, P is the pressure and ” the mediumôs 

density. 

Environmental parameters such as temperature and humidity affect the speed of sound (the former 

having a stronger effect that the latter) and they feed indirectly into equation 3.1 [43].  Temperature 

is inversely proportional to the medium density, so increase in temperature results into the decrease 

of density and therefore increase of the speed [43].  Another formula illustrating this relationship 

is shown below in equation 3.3 [43]: 

                         ὺὩὰέὧὭὸώ έὪ ίέόὲὨ ὺὩὶίόί ὝὩάὴὩὶὥὸόὶὩ σσρȢςρ                        Eq 3.3 

where T is temperature in degrees Centigrade and the coefficient of 331.2 is the speed of sound at 

0 degrees Centigrade and pressure of 1 atmosphere.  The above coefficient is calculated in 

Equation 3.4 below. 

High levels of humidity result into reduction of air density (water vapour is less dense than dry 

air) which that in turn results into higher speed of sound. 

An example sound speed calculation based on formula 3.2 for dry air, pressure of 1 atmosphere 

and at 00 C results into [43]: 

                     ὺὩὰέὧὭὸώ έὪ ίέόὲὨ πÄÅÇρ ὃὸά
Ȣz ȟ ȟ

Ȣ
σσρȢςάȾίὩὧ                       Eq 3.4 
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At temperature of 200 C and pressure of 1 Atmosphere of dry air, the formula results into the known 

value of 343 m/sec. 

Key points on acoustics theory: one general conclusion that can be reached from the theory on 

acoustics is that sound propagation is dependent on multiple parameters including pressure, 

temperature, humidity and the medium properties.  Specifically in the case of aircraft acoustics 

where sound is generated from multiple noise sources [44], [45], it propagates to the environment 

in a manner that depends on altitude, air pressure, temperature, humidity, wind, interaction with 

the airframe and propagation via the airframe. 

Although there are multiple noise sources onboard an aircraft [44], [45], one key source that affects 

many acoustic characteristics is the propulsion method used.  The following section lists available 

propulsion methods with a view towards their impact on acoustics. 

 

3.3 Propulsion types with a view towards acoustics 

The underlying concept behind any aircraft propulsion system involves propelling a stream of gas 

towards the rear of the engine [46] which due to the law of conservation of momentum will in turn 

produce thrust and movement of the aircraft on the opposite direction i.e. forward.  Note that the 

same method can also be applied in reverse with thrust reversers enabled to decelerate the aircraft 

after it has landed. 

Each propulsion method has a different acoustic noise signature that will be analysed in turn later 

on in this chapter.  The main propulsion types can be listed below [46]: 

¶ Piston propeller engine 

¶ Turbojet engine 

¶ Turbofan Engine 

¶ Turboprop Engine  

¶ Turboshaft Engine 

¶ Ramjet and Scramjet Engine 

¶ Electric propulsion (batteries / fuel cells / electricity from a generator) and hybrid engines 

Piston propeller engine: it is one of the first engine types widely used onboard an aircraft [46].  

This is similar to the combustion engine widely used in motor vehicles converting the chemical 

energy of fuel via combustion into kinetic energy of pistons and rotation of the propeller as shown 

in Figure 3.1. 

Turbo jet engine: this type of engine uses the air inlet in the front to maintain sufficient air flow 

[46] (see Figure 3.2).  It compresses this incoming air using a compressor and feeds it into the 

combustion chamber where the temperature of the gas mixture increases to about 10000 C.  The 

high temperature/pressure gas mixture is fed to a turbine maintaining rotation of the compressor 

and then expelled via the nozzle at the back producing thrust.  This key function of the engine 

sucking compressing and expelling gas justifies its nickname as an ñair breathing engineò. 
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Turbo fan engine: it is very similar to the turbo jet engine in structure and function (see Figure 

3.3) with the main difference that a fan is placed in the front to suck additional air aiming to 

increase the efficiency [46].  Once again it is the fast flow of high temperature/pressure gas 

expelled from the nozzle that produces thrust. 

Turbo propeller engine: it is similar in architecture to a conventional turbo jet engine (see Figure 

3.4) with the main difference that it is not the gases exiting from the nozzle that produce thrust 

[46].  Instead these high velocity gases are used to rotate the propeller shaft via a turbine.  A 

gearbox is needed to convert the high-speed low torque rotation of the turbine (typically 10,000 

to 25,000 rpm) to the optimal lower speed high torque of the propeller (less than 2400 rpm).  If 

the propeller was to spin supersonic it would cause excessive amount of noise and would be 

inefficient. 

Turbo shaft engine: it is exceptionally similar in architecture and function to the turbo propeller 

engine with the main difference that turbo propellers are designed to support the weight and load 

of the propeller whereas the turboshaft engine drives a transmission shaft which is structurally 

supported by the vehicle [46] (see Figure 3.5).  Most helicopters are using a turbo shaft engine to 

create lift. 

Ramjets and scramjets: this is a relatively new technology that begins to be applied by upcoming 

aircrafts (NASA X-43, Lockheed SR-72).   Ramjets and scramjets do not have a compressor to 

accelerate the air before combustion, instead they use the fast flow of air when the plane is already 

flying at high speed typically above Mach 1.0 [46] (see Figure 3.6).  For this reason aircrafts like 

SR-72 use a conventional turbo jet engine to accelerate the aircraft and then switch to a separate 

ramjet/scramjet engine with all the engines sharing the same nozzle for the propulsion.  Similarly 

when the aircraft decelerates the turbo jet engine takes over from the ramjet/scramjet engine. 

Electric propulsion and hybrid engines: in alignment with increased levels of electrification of 

other transports, electric propulsion is gaining momentum either as form primary thrust generator 

or in the form of hybrid electric propulsion aside a conventional engine.  Electric motors are 

therefore used to drive propellers using power from onboard batteries, fuel cells or generators. 

Aircraft e ngine trends: Most commercial passenger aircrafts nowadays are using turbo fan 

engines due to their efficiency and relatively low acoustic noise.  There is an upcoming trend (by 

Embraer, Bombardier and ATR) towards the increased use of turbo propeller engines as they can 

be more fuel efficient in short flights and lower speed [44].  One limitation of turbo props though 

is the high levels of acoustic noise.  Research and development is being performed attempting to 

address this acoustic issue of turbo propellers.  Piston propellers that are also considered noisy 

engines can still be found typically in smaller recreational and training planes such as Cessnas.  

However due to their relatively high number of moving parts, need for frequent service to remain 

reliable and their relatively lower power density versus jet engines they are not widely used for 

large commercial planes. 
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Figure 3.1 Piston propeller engine, credit [47], [48] 

                  

Figure 3.2 Turbo jet engine Junkers Jumo 004, credit [49], [50] 

                   

Figure 3.3 Turbo fan engine, credit [51], [52] 

                 

Figure 3.4 Turbo propeller aircraft engine, credit [53], [54]  
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Figure 3.5 Turbo shaft engine onboard a helicopter, credit [55], [56] 

                     

               Ramjet   

Figure 3.6 SR-72 under development combining turbojet, ram jet and scram jet, credit [57], [58], [59] 

 

Aiming to understand aircraft acoustics, the above section listed typical aircraft propulsion 

methods.  The next section details how the various components of each propulsion type contribute 

to the overall acoustic noise. 

 

3.4 Aircraft acoustic  noise sources 

The acoustic noise originating from an aircraft can be divided into engine noise and airframe noise 

[44] , [45].  The engine noise can then be decomposed further to noise from the various internal 

parts of the engine contributing to the overall acoustics.  All of the noise sources then propagate 

through the air and via the airframe. 
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Figure 3.7 Acoustic noise sources 

Figure 3.7 lists the various noise sources from an aircraft depending on the propulsion type used 

followed by a very brief characterisation of each noise type.  This characterisation is useful to 

show applicability of the proposed acoustic improvement algorithms proposed in this thesis. 

Compressor and turbine (turbo machinery) noise: two key components of the turbo-jet, turbo-

fan, turbo-prop and turbo-shaft engine is the compressor and the turbine.  These two components 

are also known as turbo machinery and are composed of rotor and stator (vanes) elements where 

the former rotate at close proximity to the latter [44].  The noise from these components is due to 

blade wakes and vortices that are generated during the rotation and the unbalanced pressure on the 

blades.  This unbalanced pressure is in turn caused by disturbance of air inflow and turbulence 

[44], [45].  The vortices result into vibrations that propagate via the air and the nearby engine 

structure.  The acoustic noise being generated has both tonal and broadband noise [50, [45].  The 

tonal noise is related to the rotational speed of the blades and broadband noise due to random 

conditions such as the turbulence resulting to unsteady airflow. 
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Combustion Noise: this noise originates from the combustion of fuel.  The controlled explosion 

of fuel initiates sudden expansion of gas that creates air vibrations known as direct combustion 

noise [44].  This expansion in turn creates sudden variations of gas flow through other parts of the 

engine specifically the turbine and nozzle known as indirect combustion noise [44].  The noise 

from combustion is broadband covering a wide range of frequencies.  This is due to the relative 

randomness for an external observer of this sudden air expansion. 

Landing Gear noise: this is a significant noise source at approach to landing and take off for an 

aircraft [60].  The noise from a landing gear is first due to the motor enabling the gear and then 

due to vortex shedding created as the air flows to various components of the landing gear.  The 

Landing Gear noise propagating through the air frame and air is mostly broadband due to relative 

randomness of the air flowing through various shaped components of the gear [60]. 

Jet Noise: this is one of the most dominant acoustic noise sources in aircrafts that do not have a 

propeller [44] , [45].  The noise at subsonic flight speed is due to the turbulent mixing of high-

speed gas from the jet engine and low speed ambient air creating fluctuations in air pressure and 

noise perceived by nearby observers.  At supersonic flight speed, shock noise is also observed 

where the high-speed air gas exiting from nozzles introduces powerful vibrations.  Turbulent 

mixing jet noise observed in sub and supersonic flight speed is broadband in nature due to the 

randomness of the air disturbances.  Shock noise at supersonic speeds contains both broadband 

and tonal components, tonal elements taking place due to resonant frequency and an acoustic 

feedback process taking place creating very loud high frequency noise. 

Noise from aerodynamic surfaces: aerodynamic surfaces (aileron, rudder, elevator, slats, flaps, 

fuselage and wings) introduce acoustic noise as the plane flies and the air travels around them.  

Vibrations on these surfaces due to unsteady flow of air and air vortices initiate acoustic waves 

that can be heard both by the passengers and residents near airports.  The mechanisms that control 

their position (motors or moving parts from hydraulics) can also introduce noise.  The noise from 

the unsteady airflow on the surfaces is broadband in nature considering the random nature of 

turbulence and vortices. The noise from motors controlling them have tonal elements. 

Propeller noise: this type of noise is of special interest as it covers a number of engine types 

(piston propellers, turbo-prop, electric/hybrid propulsion).  It has both tonal and broadband 

elements [44], [45].  The tonal acoustic noise from a propeller is due to thickness noise, steady and 

unsteady loading noise.  Thickness noise harmonic is due to the displacement of air molecules 

from the volume of propeller blades as they rotate.  This displacement vibrates the air molecules 

and initiates the acoustic noise.  Thickness noise is more evident at high rotation speed [44].  Other 

than general air displacement, the propeller blades are moving in an angle in the air creating thrust.  

This angular movement creates a moving pressure field of air travelling towards the rear of the 

aircraft.   Steady loading harmonic noise is more observable at low to medium rotational speed 

[61].  Unsteady harmonic loading noise is caused by unsteady air pressure fields that is caused by 

turbulence, currents and wind [44].  Broadband propeller noise is mostly caused by turbulence 

[44].  Tonal propeller acoustic noise is more dominant than broadband propeller noise. 
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Key points on aircraft acoustics and noise sources: acoustic noise from an aircraft does not have 

one single source but is a combination of multiple sources.  These sources are very dependent on 

the propulsion type and this is the reason why the noise from a commercial turbo-fan jet engine is 

so different from a recreational piston engine propeller aircraft.  Each of the aircraft reflects the 

technological advancements at the time of their introduction, efficiency demands, 

reliability/service needs, acoustic considerations etc.  The acoustic noise generated from an aircraft 

is of both tonal and broadband frequency spectrum. 

Addressing acoustic noise is a key problem in aerospace.  The following section of this chapter 

introduces two proposed acoustic improvement algorithms namely: 

- a variant of the Pseudo Random High Frequency Injection (PRHFI) algorithm and 

- Active Noise Cancellation (ANC) by means of High Frequency Injection (HFI). 

The former algorithm attempts to advance the current state of the art in the area while the second 

algorithm is a novel method conceived, named and investigated in this research effort. 

The details of these algorithms along with simulation and test results are provided in chapters 7 

and 8 of this thesis respectively. 

 

3.5 Improving acoustics I, the proposed PRHFI variant  

High Frequency Injection (HFI) is a sensorless method that utilises the saliency of a motor to 

identify the rotor angle.  The method involves superimposing a high frequency voltage component 

to the fundamental frequency of the motorôs phase voltages.  This injection can take place in the 

stationary (Figure 3.8) or synchronous frames (Figure 3.9).  The injection signals can also vary in 

shape specifically sinusoidal and square. 
 

Stationary frame sinusoidal injection formula: 

                                             ὠ‌ ὠ ᶻίὭὲ‫ὸ         Eq 3.5 

                                             ὠ‍ ὠ ᶻὧέί‫ὸ                    Eq 3.6 

 

Synchronous frame sinusoidal injection: 

                                             ὠὨ ὠ ᶻίὭὲ‫ὸ                    Eq 3.7 

 

Note: Refer to Appendix C of this thesis for the transform equations between stationary and 

synchronous frames.  
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Figure 3.8 High Frequency Injection stationary frame based, phase currents and torque 
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Figure 3.9 High Frequency Injection synchronous frame and motor phase currents 

Note that two Matlab models were written to illustrate the stationary and synchronous frame HFI shown 

in figures 3.8 and 3.9, please refer to Appendix B.1.3 and B.1.4 of this thesis to obtain the Matlab code. 
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Note1: Looking at figure 3.8 it can be noticed that the injection amplitude in the stationary frame 

results into constant injection amplitude to the three phases as the motor is spinning.  This type of 

injection also results into higher levels of torque pulsation. 

Note2: Looking at figure 3.9 the HF current injection amplitude in the synchronous frame results 

into varying injection amplitude to the three phases as the motor is spinning as the transfer function 

from synchronous to stationary frame (Appendix C) is a function of the rotor angle.  This type of 

injection also results into lower levels of torque a characteristic mentioned in section 2.2.2.2. 

Note3: Slightly different variants exist in in literature of the HFI formula in the synchronous frame 

(Eq 3.7).  For example [62] refers to injection term of ίὭὲ‫ὸ, [63] refers to injection of ίὭὲ‫ὸ 

and [64] refers to ὧέί‫ὸ, however the fundamental underlying principle holds in all three methods 

with some minor differences in the mathematical equations of the demodulation steps. 

Torque pulsation and acoustics: Both stationary and to a lesser extent synchronous frame HFI 

result into high f requency currents and high frequency torque pulsations:  

                            Ὕ σȾςᶻὖȾς z ‗ Ὅz  ὒ ὒ Ὥz Ὥz                               Eq 3.8 

where ὖ is the number of poles, ‗  is the permanent magnet flux, ὒ, ὒ is the d and q axis motor 

inductance and Ὥ, Ὥ is the d and q axis motor current. 

These additional torque pulsations in turn generate acoustic noise that is audible to the human ear.  

Research has shown that the human ear is more susceptible to pure tones of a specified audible 

frequency rather than random noise of equivalent amplitude [65].  An area of research in the past 

years has thus been to vary the injection frequency in a pseudo random manner and therefore 

injecting a spectrum of frequencies [62], [63] resulting into the torque pulsations and acoustic 

noise spreading into a wider audio spectrum.  A variant of the Pseudo Random High Frequency 

Injection (PRHFI) algorithm is therefore presented in chapter 7 of this thesis to reduce perception 

of HFI acoustic noise. 

 

3.6 Improving acoustics II, Active Noise Cancellation by means of HFI 

Acoustic noise has been an area of interest in a wide range of industries.  Active Noise Cancellation 

or Control (ANC) is a method of injecting acoustic noise that is in anti-phase relation and cancels 

the primary acoustic noise residing in a system. The method has been applied from low-cost Noise 

Cancellation earphones to state of the art ANC systems on board aircrafts.  Active Noise 

Cancellation typically involves installation of microphones to capture the noise that resides within 

a system and speakers to generate noise that is in antiphase relation.  A novel method is proposed 

in this thesis where the acoustic noise from HFI is used to cancel existing noise within a system.  

The proposed HFI ANC process can address both broadband and tonal noise but it was tested in 

this research for tonal audio signals only.  Tonal noise as explained in previous section is dominant 

in electric/hybrid propulsion so it considered an experiment of interest and broadband HFI ANC 
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was included in the Future Work section of this thesis.   The HFI ANC algorithm along with test 

results on the HEMAS platform are presented in chapter 8 of this thesis. 

 

3.7 Conclusions  

This chapter provided a background on aircraft acoustics which is one of the key areas investigated 

in this research effort.  An analysis of aircraft acoustics in the form of decomposition to its sources 

has been presented aiming to analyse typical acoustic noise that is generated from an aircraft.  

Aiming to suppress acoustic noise, two algorithms were introduced namely the Pseudo Random 

High Frequency Injection (PRHFI) and Active Noise Cancellation (ANC) by means of High 

Frequency Injection (HFI).  Each of these algorithms will be detailed and presented along with 

experimental results in chapters 7 and 8 of this thesis. 
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Chapter 4 Experimental Method 

______________________________________________________________________________ 

4.1 Introduction   

This chapter aims to provide an insight to the platform used for hardware testing as well as the test 

methodology that was followed.  The HEMAS system and test rig are therefore presented in the 

first sections.  The software design environment is then introduced with a particular focus on 

features that were used during testing.  The test set up and methodology are finally presented to 

the reader giving an insight into the test steps during experimentation. 

 

4.2 The experimental system   

4.2.1 Helicopter swash plate mechanism 

The rotor of a helicopter and specifically the rotation of the rotor blades is used to establish the 

necessary lift for the helicopter to fly.  In order to control the direction, altitude and speed of flying, 

the angle of the rotor blades needs to be adjustable.  The pilot is able to control the angle of the 

blades using a device known as swashplate.  The swashplate is situated below the rotor blades as 

per Figure 4.1 and can change the angle of the blades individually or collectively as they revolve. 

This allows the helicopter to move in any direction around a 360-degree circle, move forward, 

backward, left right or change of altitude.   

 

Figure 4.1 Helicopter swash plate (Credit spinningwing.com) 

The swashplate belongs to a group of devices known as primary controls as it is an essential system 

used to control the flight of the helicopter.  Primary control systems including the swashplate have 

been in the past decades controlled using hydraulics.  Aiming to reduce the weight, improve fuel 

consumption and in alignment with a general trend of More Electric Aircraft (MEA), the HEMAS 

actuator platform system was developed controlling the swashplate with the aid of electric motors.  

The HEMAS system described in the following section is the hardware that was used as a test 

platform to experiment with reliability and acoustic enhancement methods proposed in this 

research.  Note that the HEMAS hardware platform was not developed under this research project 

but the DSP code was extended and hardware experimentation on the platform took place aiming 

to investigate and evaluate the methods proposed in this research.  
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4.2.2 The HEMAS hardware system and test rig 

The Helicopter Electro-Mechanical Actuation System (HEMAS) is used to control the swash plate 

of a helicopter [18], [19], [20].  The HEMAS platform was not developed under this research and 

was not developed by the author of this thesis.  It was designed as part of the European Clean Sky 

JTI Research Programme and in collaboration between EADS-IW, Eurocopter, Liebherr-

Aerospace and AgustaWestland [66]. 

The complete HEMAS system is composed of three actuators placed circumferentially offset to 

each other by 1200 [67].  Each actuator is formed by two motors M1 and M2 (see Figure 4.1) and 

each motorôs shaft is connected to a gearbox and a ball screw converting rotary to linear movement 

[18].     

 

Figure 4.2 HEMAS actuator two motor system 

The HEMAS actuator was designed to accommodate demanding constraints including high power 

density, high performance, fault tolerance and high temperature of operation.  The systemôs target 

application is within the hottest region of the helicopter (Tambient from -300C to 1100C) [68].  With 

respect to the high power density constraint, the motor designed for the system is an SPMSM, 

whose structure can naturally support such high levels of power density [67], [18].  With respect 

to fault tolerance, the motor has a double three phase winding arrangement to allow safe operation 

in case of a short circuit to the windings [18].  With respect to high temperature, liquid cooling 

was not used so as not to compromise reliability and increase mass.  Instead, the motor is using 

natural air convention as the cooling method, suitable materials and appropriate design techniques 

aiming to accommodate the required temperature range [18]. 

For test purposes of the motor and control, a test rig was developed that incorporates only one 

motor rather than the full 3 actuator x 2 Motors.  It is this rig that was used for the testing in this 

research, see Figure 4.3.  Note that the HEMAS control electronics can be seen in Figure 4.4. 
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The parameters of the HEMAS SPMSM are described in Table 4.1.  The motor saturation saliency 

characteristics used in Chapter 6 were obtained by importing the motor design in the Motor-CAD 

software. 

The spinning of the HEMAS motor is controlled by analog and digital hardware cards shown in 
Figure 4.4.  The Power Electronics card holds mostly analog and high-power electronics such as 
the converter with the IGBTs.  The Control Circuit board holds mainly digital/mixed signal domain 

ICs such as ADCs, an FPGA, and a DSP.   
Note that the scaling for the ADCs and resolver demodulation designs above are: 
- 22mV per Least Significant Bit (LSB) for the 270V DC Link interface. 
- 7.8mA per LSB for the motor phase currents. 

- 0.08789 degrees mechanical and 0.43945 degrees electrical per LSB. 
- 0.85 degrees Centigrade per LSB. 
The sampling noise levels of the digitization process were found to be in the region of 2-3 Least 
Significant Bits for each interface. 

 
 

4.2.3 Software environment and outline of the controller 

The software motor controller is based on the Infineon TriCore 1797 Digital Signal Processor 

(DSP) and development board.  The DSP controller is a centralized part in the system in a similar 

way as is the brain for a human or animal.  Following the processing of data originating from 

external sensors, the digital controller enables the switching of IGBTs controlling motor phase 

currents, torque and rotation of the motor.   

The main functional steps of the software controller ensuring stable control of the HEMAS 

SPMSM are shown below and they align with conventional speed and current control loops of 

PMSM control: 

¶ capture the motorôs electrical angle from the resolver ADC and calculate speed feedback 

¶ receive speed demand from Comms interface.  Calculate speed error by subtracting speed 
demand ï speed feedback. Calculate Iq_demand by feeding the speed error to a PI controller 

¶ capture the motor phase currents from ADCs Ia, Ib, Ic.  Use Clarke and Park transform, to 
convert the motor phase currents to Iq_feedback, Id_feedback 

¶ feed the Id/Iq current error to a PI controller calculating Vd/q_demand 

¶ apply inverse Clarke/Park transform to convert Vq_demand/Vd_demand to Va_demand, 
Vb_demand, Vc_demand used to drive the 3 phase stator motor supply lines using Space 

Vector Modulation (SVM)  

¶ repeat the steps above.    

 
Note Appendix C provides information and equations for Clarke/Park transforms and Appendix 

D provides information for the Space Vector Modulation step 
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Parameter Value 

No. of pole pairs p 5 

Maximum speed 5200 [rpm] 

Rated Current 4.7 [A] 

Peak Current 34 [A] 

Peak Power 2.6 [kW] 

Efficiency 98.8 [%] 

Phase Resistance RS лΦно ώʍϐ 

Phase Inductance L 1.193 [mH] 

±ƻƭǘŀƎŜ Ŏƻƴǎǘŀƴǘ ˁE 0.092 [V/rads] 

¢ƻǊǉǳŜ Ŏƻƴǎǘŀƴǘ ˁT 0.142 [Nm/A] 
Table 4.1. HEMAS motor parameters 

  

Motor Gearbox Fan and load control

 
Figure 4.3 HEMAS test rig 
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Figure 4.4 HEMAS system diagram and circuits 
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The software environment that was used to implement and debug the digital design is the Eclipse 

for TriCore software tool.  The HEMAS controller design was developed in the C language with 

small number of machine level instructions to accommodate hardware constructs of the DSP. 

Note that the design does not contain a position control loop outside the speed and current control 

loop.  The function of the system is to control the motor to the demanded speed. 

The primary means of debugging the software design within the Eclipse platform, is watch 

windows where C variables can be monitored and edited at run/time by the user.  The variables 

added in watch windows during this research can be generally grouped into two types, Read/Write 

(RW) and Read Only (RO) variables as shown in Figure 4.6.  The former group intends to increase 

controllability during run-time, as it allows the user to enable/disable execution of statements using 

these variables.  The latter group aims to increase observability and allows the user to capture the 

state of various internal variables. 

   

4.3 Data acquisition 

4.3.1 Controller data acquisition 

To analyse the controller functionality and evaluate the proposed sensorless and audio algorithms, 

it is of great significance to be able to monitor the internal variables of the DSP controller.  The 
code was therefore extended with an array of RO registers reg N[ no_of_sample s]  that are 

used to capture samples of internal variables of interest such as phase currents, resolver 

angle/speed, sensorless observer angle/speed and HFI signals. 

This sampling/capturing is performed at 10kHz and is initiated when the user updates 

capture_data  variable from 0 to 1.  The array of RO variables regN[no_of_sample s] that 

stores the samples is then saved in a csv file that that is later processed in Excel and Matlab. 

Variables of interest for sensorless and HFI data that were captured during experiments include:  

¶ Resolver speed 

¶ Sensorless observer speed 

¶ Resolver angle 

¶ Sensorless observer angle 

¶ HFI signals 
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Figure 4.5 Block diagram of the HEMAS controller topology 
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Figure 4.6 Usage of watch windows for controllability and testability 
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Figure 4.7 Usage of watch windows for sensorless observer testing 

 

4.3.2 Acoustic audio capturing and acquisition 

A key area investigated in this research is algorithms that can reduce the acoustic noise or its 

perception within a motor drive.  To evaluate the effectiveness of the proposed algorithms, an 

audio capturing and data acquisition method is needed.   

To minimize cables that can be susceptible to EMI from gate drive switching and taking also into 

account the advancement in consumer electronics, audio is captured using a general purpose 

microphone within a mobile phone.  To evaluate the audio capturing method, Appendix E of this 

thesis provides details on the hardware used for audio capturing and a set of tests illustrating how 

the microphone responds to audio generated in Matlab.  The acoustic capturing method involves 

sampling audio at 48kHz. 

After testing, the digital audio is imported in Matab and processed. 
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Figure 4.8 Audio data capturing, data acquisition and processing 

 
 

4.4 Conclusions 

The chapter first introduced the HEMAS platform that was used for hardware testing in this 

research.  It then provided a summary of its key hardware and software elements. The test set up 

was then outlined regarding data acquisition from the controller and audio sampling using a 

microphone.  The DSP data and audio acquisition method along with its processing in Matlab are 

important steps towards evaluating the reliability and acoustic improvement methods proposed in 

this research. 
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Chapter 5 Model Based Observer 

______________________________________________________________________________ 

5.1 Introduction  

This chapter describes the first sensorless algorithm proposed in this thesis towards enhancing 

system availability.  The proposed method is a model based observer and therefore can function 

when the motor is spinning at medium to high speed.  The chapter first provides a theoretical 

background of the method detailing the PMSMôs equivalent circuit and related mathematical 

formulas.  It then continues by identifying where this method is situated within the overall 

proposed hybrid sensorless observer.  VHDL Modelsim simulation results of the algorithm are 

then presented targeting the HEMAS platform motor parameters.  The implementation steps of the 

observer in C are subsequently described illustrating how the algorithm was mapped on the 

targeted DSP platform.  Hardware testing results of the sensorless method on the HEMAS test rig 

are finally presented analysed and compared with simulation artefacts. 

 

5.2 Theoretical background on motional Back Electro Motive Force 

The controller of a PMSM is designed to switch on/off the inverter switching devices 

(IGBTs/Silicon Carbides) creating motor phase currents and synchronizing stator and rotor 

magnetic fields producing torque as per equation: 

                           Ὕ σȾςᶻὖȾς z ‗ Ὅz  ὒ ὒ Ὥz Ὥz                                 Eq 5.1 

where ὖ is the number of poles, ‗  is the permanent magnet flux, ὒ, ὒ is the d and q axis motor 

inductance and Ὥ, Ὥ is the d and q axis motor current. 

While the controller regulates the voltage application to each of the motorôs phases to control the 

currents and torque, this supplied voltage is dissipated in three voltage drops [8]: 

¶ Voltage drop related to Ohmôs law and due to statorôs resistance Rs. 

¶ Voltage drop due to the statorôs inductance response to Ls * dI / dt. 

¶ A voltage drop known as Back Electro Motive Force (EMF) Voltage. 

The electrical circuit associated with this series of voltage drops is also known as the motorôs 

equivalent circuit and can be expressed in either the stationary or synchronous frames.  The 

equivalent circuit and associated mathematical formulas can be expressed in the 3-phase stationary 

frame (a, b, c), in the 2-phase stationary (alpha, beta) and in the synchronous frame (d, q axis) as 

shown in Equations 5.2, 5.3, 5.4 respectively.  

                                      

ὠ
ὠ
ὠ

Ὑᶻ

Ὥ
Ὥ
Ὥ

ὒᶻ

Ὥ
Ὥ
Ὥ

Ὁ
Ὁ
Ὁ

                                                Eq 5.2 
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where Ὑ, is the stator resistance, ὒ is the stator inductance, Ὥ is the motorôs phase A current, Ὥ is 

the motorôs phase B current, Ὥ is the motorôs phase C current, Ὁ is the motorôs back EMF for 

phase A, Ὁ is the motorôs back EMF for phase B, Ὁ is the motorôs back EMF for phase C. 

                                      
ὠ
ὠ Ὑᶻ

Ὥ
Ὥ ὒᶻ

Ὥ
Ὥ

Ὁ
Ὁ                                                  Eq 5.3 

where Ὑ, is the stator resistance, ὒ is the stator inductance, Ὥ is the motorôs current in the alpha 

stationary frame, Ὥ is the motorôs current in the beta stationary frame, Ὁ  is the motorôs back EMF 

in the alpha stationary frame, Ὁ is the motorôs back EMF in the beta stationary frame. 
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         Eq 5.4 

where Ὑ, is stator resistance, ὒ is the d-axis inductance, ὒ is the q-axis inductance, Ὥ is the 

motorôs current in the d-axis synchronous frame, Ὥ is the motorôs current in the q-axis synchronous 

frame, ‗  is the permanent magnet flux and .is the electrical frequency of the motor ‫ 

Depending on the modelling needs and known system parameters, one of these equivalent circuits 

is often selected.  For example, if the rotor angle is unknown, the motor phase voltages and currents 

are known and ὒ ὒ, the stationary frame equivalent circuit provides an equation where most 

parameters are known values.  When ὒ ὒ or the focus of the modelling process is on Torque, 

the synchronous frame is chosen instead.   

It is possible to switch between the 2/3 phase stationary and synchronous frames converting the 

voltages and currents using the Forward/Inverse Clarke and Park Transforms listed in the 

Appendix C of this thesis. 

Rs Ls Eh  V  h

 ̟

d

q
ɓ

S

N

Ŭ

SPMSM equivalent 

circuit alpha beta 
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Rs Ls E̡V  ̡

 

HEMAS Parameter Value 

Phase Resistance RS лΦно ώʍϐ 

Phase Inductance Ls 1.193 [mH] 
 

Figure 5.1 SPMSM equivalent circuit in alpha/beta stationary frame 
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Note that the motor parameters and saturation-based saliency table as will be detailed in section 6.4.2 were 

identified by importing the motor design into Motor-Cad.  Also ὒ = ὒ = ὒ.  

The focus of this chapter is to present a sensorless method that estimates the rotor angle of a non-

salient SPMSM and is therefore focusing on the equivalent model of the motor in the stationary 

frame as shown in Figure 5.1.  The 2 phase (alpha, beta) frame is chosen versus the 3-phase as the 

relation of alpha versus beta is used to calculate the Back EMF and rotor angle using an atan 

function. 

For a motor with currents Ὥ, Ὥ, stator inductance ὒ, stator Resistance Ὑ, back EMF voltages 

Ὁ‌, Ὁ‍ supply voltages ὠ, ὠ, the voltage drop distribution is shown in equation 5.3.  The equation 

shows mathematically that the summation of a motorôs back EMF voltage, voltage drop from 

resistance and voltage drop due to stator inductance response results into the supply voltage at the 

frame. 

The amplitude of the BEMF voltage in a PMSM Ὁ‌ȟὉ‍  is proportional to its rotational speed and 

a function of the rotor angle as shown in equation below:   

 

                                                
Ὁ‌
Ὁ‍

Ὧ‫ᶻ
ÓÉÎ—
ÃÏÓ‮

                                                           Eq 5.5 

where Ὧ is the Back EMF constant, is the electrical frequency of the rotor and — is the electrical ‫ 

angle of the rotor. 

 

The BEMF voltage is a sinusoid (see Note1 below) whose amplitude is proportional to the motorôs 

speed and a function of the rotor angle.  Figure 5.2 illustrates this relation between the motorôs 

speed, angle and back EMF voltage for the HEMAS motor taking under consideration the motor 

parameters shown in table 5.1. 

 

Combining equations 5.3 and 5.5 results into Eq 5.6. 

                             
ὠ
ὠ Ὑᶻ

Ὥ
Ὥ ὒᶻ

Ὥ
Ὥ Ὧ‫ᶻ

ÓÉÎ—
ÃÏÓ‮

                                     Eq 5.6 

 

A matlab model was developed with the HEMAS motor parameters to illustrate how the electrical 

angle and mechanical speed relate to the back EMF voltage.  The Matlab simulation is located in 

the appendix section and the simulation result is shown in Figure 5.2. 
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Figure 5.2 Back EMF voltage versus angle and speed for the HEMAS motor 

 

Figure 5.3 Back EMF voltage versus angle and speed for the HEMAS motor (zoomed in) 

HEMAS parameter of interest used in simulation Value 

No. of pole pairs p 5 

Maximum speed 5200 [rpm] 

±ƻƭǘŀƎŜ Ŏƻƴǎǘŀƴǘ ˁE 0.092 [V/rads] 
Table 5.1. HEMAS motor parameters (short list) 

(rad) 

(rpm) 

(V) 

(V) 

(s) 

(s) 

(s) 

(s) 

(s) 

(s) 

(s) 

(s) 

(rad) 

(rpm) 

(V) 

(V) 
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Note that a Matlab model *.m file was written to illustrate the relationship between motor speed, rotor 

angle and back EMF voltage for the HEMAS motor in figures 5.2, 5.3.  Please refer to Appendix B1.2 of 

this thesis to obtain the Matlab source code. 

Note1: while motors are theoretically expected to have sinusoidal back EMF voltage, in practice 

they manifest back EMF harmonics that are superimposed to the fundamental sinusoidal BEMF 

and often distort its shape as observed from the controller. 

Note2: While the above equations and diagram assume a non salient motor where ὒ ὒ which 

is the case of the targeted PMSM, the figures and formulas can be extended to show the relation 

in voltage drop for a salient PMSM where ὒ ὒ. 

Looking at equation 5.5, the back EMF voltage is a function of the rotor angle.  It is this 

characteristic that the Back EMF observer uses and is able to establish and identify the rotor angle. 
 

5.3 The Back EMF observer algorithm 

Looking at equation 5.6 it is possible to note that most of the parameters and system properties 

shown are known values as shown in blue: 

                            
ὠ
ὠ Ὑᶻ

Ὥ
Ὥ ὒᶻ

Ὥ
Ὥ Ὧ‫ᶻ

ÓÉÎ—
ÃÏÓ‮

                                      Eq 5.7 

ὠȟὠ are known because these are calculated within the controller as an output of the current 

control loop, they are effectively the voltage demand in alpha and beta axis. 

Ὑ is a known value as the motor stator resistance is a key parameter for a motor that is used within 

a drive.  In the case of the HEMAS motor this is equal to 0.23 ɋ as per Table 5.1. 

ὭȟὭ is a known quantity, they are captured using Analog to Digital Converters (ADCs). 

ὒ is the stator inductance and is a known value within a motor drive.  In the case of the HEMAS 

motor this is equal to 1.193 mH as per Table 5.1. 

Ὧ is a motor parameters and is a known value within a motor drive.  In the case of the HEMAS 

motor this is equal to 0.092 V/rads as per Table 5.1. 

The values that are known but can be calculated by the controller using equation 5.6 are:  

                                                        ‫ ÓzÉÎ—                                                                        Eq 5.8 

and  

                                                          ‫ ÃzÏÓ—                                                                         Eq 5.9 

To obtain the rotor angle —, the controller keeps calculating the internal equivalent circuit of the 

motor as shown in equation 5.7 and uses the two calculated quantities 5.8, 5.9 feeding an atan 

block therefore calculating the rotor angle.  The block diagram of the observer can be seen in 

Figure 5.4. 
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Figure 5.4 Back EMF observer block diagram 

 

Functionality of the observer:  The observer attempts to emulate the function of the motor based 

on its equivalent circuit as shown in Figure 5.1.  If a given voltage is applied to the motorôs 

terminals its stator resistance and inductance will result into currents and voltages as per equation 

5.6.  One of the primary inputs to the observer is the controller calculated voltage demands in alpha 

and beta axis ὠȟὠ that will result into currents in the controllerôs equivalent circuit calculation 

model.  The Low Pass Filter in the block diagram of Figure 5.4 emulates the LPF that is created 

when placing a resistor in series with an inductor.  The ρȾὙ step relates to a scaling between 

supplied voltage and current due to Ohmôs law.  If there was no back EMF voltage the estimated 

currents Ὅ ȟὍ  would align with the currents from the sensors 

Ὅ ȟὍ .  In practice though these values would differ when the motor is spinning due 

to the back EMF.  The observer therefore calculates this error between estimated and actual 

currents that is proportional to the back EMF.  It is this error that is fed to the atan block that 

calculates the rotor angle. 

Note1: the observerôs atan is not fed with the ÓÉÎ—ȟÃÏÓ— but ‫ ÓzÉÎ—ȟ‫ ÃzÏÓ—.  So as 

the speed increases, the back EMF increases and atan calculation becomes more accurate.  This is 

why there is typically a minimum speed threshold over which the calculation accuracy of the 

observer is usable.   

Note2: Also because the atan is fed with ‫ ÓzÉÎ—ȟ‫ ÃzÏÓ— the atan results for positive 

speed into —ͅὥὸὥὲÁÔÁÎÓÉÎ—ȟÃÏÓ—  so to revert to — — ωπὨὩὫ.  When speed 

is negative —ͅὥὸὥὲÁÔÁÎÓÉÎ—ȟÃÏÓ—  so to revert to — — ωπὨὩὫ. 

Note3: The observer assumes constant motor parameters.  In practice motor parameters may vary 

as temperature or operating condition changes.  There is existing research [69] into online motor 
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parameter estimation aiming to calculate the motor resistance Ὑ and inductance ὒ.  However, 

one of the key strengths of the observer algorithm presented in this chapter is that parameter 

variations or inaccuracies affect equally both alpha and beta axes.  Additionally, as the estimated 

back EMF voltages in alpha and beta feed an atan calculation, what is of interest is the ratio of the 

two voltages and not their absolute values.  Motor parameter variations and inaccuracies have thus 

minimal effect in the calculation accuracy. 

Note4: the electrical time constant T of the motor is T= ὒ/Ὑ = 5.187 ms.   

 

5.4 The observer within the overall proposed hybrid method 

Model based observers and the method described in this chapter function only when the motor is 

spinning.  The observer is therefore only used above a defined speed threshold as shown in Figure 

5.5. 

To enable sensorless control at wide speed range, a hybrid model/saliency based observer is 

proposed.  As model based methods only function when the motor is spinning, at standstill and 

low speed, a saliency based method is used to accelerate the motor as illustrated in Figure 5.5.  

This saliency based method based on High Frequency Injection (HFI) is detailed in chapter 6 of 

this thesis.  When the motor has accelerated enough so that the back EMF voltage is of high enough 

amplitude for the model based observer to be accurate, the angle/speed estimation from the BEMF 

observer is used to control the motor.   

A hysteresis method is also proposed so as to prevent continuous transitions between model and 

saliency based methods when approaching the transition speed.  If a hysteresis region was not 

used, considering that some noise may exist in the estimated speed, the controller would switch 

between the saliency and model based method for a number of times unnecessarily until the motor 

speed picks up well above the transition point.   

One more issue to point out that is visible in Figure 5.5 is that if speed demand changes first from 

0 to +max_speed and then to -max_speed then the sensorless control mode will transition as per 

below 

- saliency based method accelerating motor to transition speed 

- model based method reaching from transition speed to +max_speed 

- saliency based method while decelerating motor and then accelerating to negative speed 

transition point 

- model based method reaching from transition negative speed to -max_speed 

 



CHAPTER 5 MODEL BASED OBSERVER 

46 

 

 

                  

Motor speed 
(rpm)

0

max_speed

Sensorless 
methodPseudo random 

High Frequency 
Injection

Model based 
method

h
ys

te
re

si
s

h
ys

te
re

si
s

Pseudo random 
High Frequency 

Injection

Model based 
method

- max_speed

 

Figure 5.5 Back EMF observer block diagram 

The location of the BEMF observer within the motor controller is shown in Figure 5.6. 
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Figure 5.6 Location of BEMF observer within the overall controller 
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5.5 VHDL simulation of the BEMF observer 

The Back EMF observer algorithm was simulated in a VHDL simulation environment at low level 

of implementation.  The simulation included capturing data from ADC sensors at clock level, a 

resolver model, processing data within the controller including speed and current control loops, 

forward/inverse Clarke/Park transforms, Space Vector Modulation (SVM), PWM switching, an 

inverter and motor model.  Note that the motor model parameters align with the HEMAS 

parameters.  Simulation involved accelerating the motor from standstill using High Frequency 

Injection and then switching to model based observer. 
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Figure 5.7 VHDL simulation structure 
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Figure 5.8 VHDL simulation zoomed out view 

 

Figure 5.9 VHDL simulation zoomed in Back EMF observer 

The purpose of this simulation is to evaluate the performance of the algorithm at low level.   

Figure 5.58 illustrates how the motor BEMF observer tracks the electrical angle after the motor 
has been accelerated (note the High to Low transition of flag sal_meth_not_model_met h).  The 

Motor speed command is indicated by signal speed_smd_rpm .  Note that while the motor is 

stationary or the speed is not high enough for the BEMF to function, a saliency-based method is 

used that will be detailed in Chapter 6 of this thesis.  The motor is commanded from positive to 

negative speed illustrating how the BEMF observer and saliency based methods are interchanged 

depending on the motor speed. 

Figure 5.59 is a zoomed in version of 5.58 illustrating the motor_electrical_angle , the BEMF 

angle (electrical_angle_sensorless_emf ), and the back EMF voltages (e_alpha , e_beta ). 
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5.6 Implementation of the algorithm on the HEMAS platform 

The BEMF observer algorithm analysed and simulated in previous sections was implemented in 

the C language targeting the Infineon DSP controller of the HEMAS platform that is used to control 

the swash plate of a helicopter.  The BEMF observer algorithm was found to be have a very 

compact implementation in C, and mapped onto the targeted DSP along with debugging registers.  

The implementation C code of the algorithm is provided in Appendix B.2.1 of this thesis. 

 

5.7 Hardware testing on the HEMAS platform  

The section below details hardware testing results of the BEMF model based observer on the 

HEMAS platform. 

The observer algorithm was evaluated by logging internal state of DSP registers: 

- motor phase currents (see Fig 5.10 indicated in blue) 

- DSP calculated resolver angle from resolver feedback signals (see Fig 5.10 indicated in blue) 

- DSP calculated resolver speed from resolver feedback signals (see Fig 5.10 indicated in blue) 

- BEMF observer angle  

- BEMF observer speed 

to a *.csv file.   

The logged csv files were then imported in Excel and displayed in the following sections. 
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Figure 5.10 HEMAS system diagram and interfaces of interest 
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Motor spinning with no load at 30Hz (188.5rad/sec) electrical, 360rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.11 Motor spinning at 30Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.12 Motor spinning at 30Hz electrical (no load), observer/resolver speed (rad/sec electrical), 

observer/resolver electrical angle (y axis range for angle signals is 0 to 2́ ) 
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Analysis of test results 30Hz electrical with no load: 

1. It can be noticed that the BEMF observer is able to track the motorôs electrical angle and speed 

at 30Hz electrical as per Figures 5.11 - 5.12.  Some harmonics are observed that are analysed in 

points 2 and 3 below. 

2. The observerôs angle suffers from harmonics at 6 times the fundamental electrical frequency as 

numbered in Figures 5.11, 5.12.  This harmonic content in the angle estimation of the observer is 

due to the harmonics that also exist in the motor phase currents at the same frequency.  As the 

BEMF observer calculates the rotor angle by means of processing the motor phase currents, the 

harmonics that exist in the motor phase currents propagate to the estimated angle and speed.  These 

harmonics are due to a phenomenon known as Dead Time Distortion (DTD).  The effect of DTD 

into the currents can be first confirmed visually by means of comparing the motor phase currents 

in Figure 5.11 with equivalent Figure 6a of [70] and Figure 11 of [71] also suffering from DTD.  

This visual observation can also be confirmed by performing an FFT to the motor phase currents 

of the HEMAS drive as shown in Figure 5.13.  The FFT showed in fact that there is a 5th and 7th 

harmonic content that results into harmonic at six times the electrical frequency.  This 5th/7th 

harmonic content aligns with the DTD harmonic contents presented in [70] and [71].  Note that 

the underlying cause of the non-sinusoidal shape of the currents that propagates to the observer 

calculation is a delay introduced between switching of the upper and lower IGBTs in an inverter 

leg aiming to prevent DC link shorts.  This delay has a visible impact on the motor phase currents 

when they transition through zero i.e. 6 times within an electrical period.  This distortion makes 

the currents of less sinusoidal shape as shown in Figure 5.11 points numbered 1 to 6.  The distortion 

in the motor phase currents due to DTD also results into increased torque ripple and acoustic noise 

as torque is a function of currents (see Equation 5.1).  As the sensorless observer is using the motor 

phase currents to calculate the rotor angle, the estimated electrical angle also experiences this 

harmonic at 6 times the electrical frequency. 

3. Figure 5.12 illustrates the comparison between motorôs speed as calculated by resolver interface 

versus the sensorless observer.  The harmonic in the observerôs electrical angle analysed in point 

2 above is amplified in the observer speed as the speed is the derivative of the angle and is therefore 

sensitive to sudden changes and oscillations.  Note that the observerôs speed ripple takes place 6 

times within each electrical period.  Similar results apply for remaining spinning frequencies. 

4. There is a number of ways to mitigate the issue of DTD and specifically the harmonic effect to 

the sensorless observer.  The effect of DTD in the motor phase currents can be reduced by what is 

known as Dead Time Compensation (DTC).  DTC involves applying additional voltage per phase 

to compensate for the effect of Dead Time.  While DTC reduces the effects of DTD it does not 

eliminate them completely.  To reduce the DTD further, a band stop filter can be introduced within 

the BEMF observer aiming to suppress these harmonics.  The bandstop filter would be centered at 

6 times the electrical frequency it would therefore be dynamic as the motor spins.  While these two 

types of compensations are not the primary topic of this research will be included in the future 

work section of this thesis. 
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Figure 5.13 FFT analysis of motor phase currents and BEMF angle 

Note that the tests following do not cover the full speed range of the motor (5200 rpm).  This is because the test rig is not designed to 

support the full range.  Instead, the range covered by the tests reaches up to 2520 rpm.  As the analysis of below test scenarios is similar 

to the 30Hz scenario to prevent duplication, there is an overall analysis in the end following all the tests artefacts.  
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Motor spinning under load at 30Hz (188.5rad/sec) electrical, 360rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm.   

 

Figure 5.14 Motor spinning at 30Hz electrical (under load), observer/resolver electrical angle, phase currents 

 

Figure 5.15 Motor spinning at 30Hz electrical (under load), observer/resolver speed (rad/sec), 

observer/resolver electrical angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 40Hz (251.3rad/sec) electrical, 480rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.16 Motor spinning at 40Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.17 Motor spinning at 40Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 40Hz (251.3rad/sec) electrical, 480rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.18 Motor spinning at 40Hz electrical (under load), observer/resolver electrical angle, phase currents 

 

Figure 5.19 Motor spinning at 40Hz electrical (under load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 60Hz (377rad/sec) electrical, 720rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

 

Figure 5.20 Motor spinning at 60Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.21 Motor spinning at 60Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 60Hz (377rad/sec) electrical, 720rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.22 Motor spinning at 60Hz electrical (under load), observer/resolver electrical angle, phase currents 

 

Figure 5.23 Motor spinning at 60Hz electrical (under load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 80Hz (502rad/sec) electrical, 960rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.24 Motor spinning at 80Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.25 Motor spinning at 80Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 80Hz (502rad/sec) electrical, 960rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.26 Motor spinning at 80Hz electrical (under load), observer/resolver electrical angle, phase currents 

 

Figure 5.27 Motor spinning at 80Hz electrical (under load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 100Hz (628rad/sec) electrical, 1200rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.28 Motor spinning at 100Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.29 Motor spinning at 100Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 100Hz (628rad/sec) electrical, 1200rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.30 Motor spinning at 100Hz electrical (no load), observer/resolver electrical angle, phase currents  

 

Figure 5.31 Motor spinning at 100Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 120Hz (754rad/sec) electrical, 1440rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.32 Motor spinning at 120Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.33 Motor spinning at 120Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 120Hz (754rad/sec) electrical, 1440rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm.

 

Figure 5.34 Motor spinning at 120Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.35 Motor spinning at 120Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 140Hz (879rad/sec) electrical, 1680rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.36 Motor spinning at 140Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.37 Motor spinning at 140Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 140Hz (879rad/sec) electrical, 1680rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.38 Motor spinning at 140Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.39 Motor spinning at 140Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 160Hz (1005rad/sec) electrical, 1920rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.40 Motor spinning at 160Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.41 Motor spinning at 160Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 160Hz (1005rad/sec) electrical, 1920rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.42 Motor spinning at 160Hz electrical (load), observer/resolver electrical angle, phase currents 

 

Figure 5.43 Motor spinning at 160Hz electrical (load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 180Hz (1130rad/sec) electrical, 2160rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.44 Motor spinning at 180Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.45 Motor spinning at 180Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 180Hz (1130rad/sec) electrical, 2160rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.46 Motor spinning at 180Hz electrical (load), observer/resolver electrical angle, phase currents 

 

Figure 5.47 Motor spinning at 180Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 200Hz (1256rad/sec) electrical, 2400rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.48 Motor spinning at 200Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.49 Motor spinning at 200Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 200Hz (1256rad/sec) electrical, 2400rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.50 Motor spinning at 200Hz electrical (load), observer/resolver electrical angle, phase currents 

 

Figure 5.51 Motor spinning at 200Hz electrical (load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning with no load at 210Hz (1319rad/sec) electrical, 2520rpm mechanical 

Note: Sampling of variables was performed at 100 microseconds period, total of 1000 samples per 

variable. 

 

Figure 5.52 Motor spinning at 210Hz electrical (no load), observer/resolver electrical angle, phase currents 

 

Figure 5.53 Motor spinning at 200Hz electrical (no load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Motor spinning under load at 210Hz (1319rad/sec) electrical, 2520rpm mechanical 

Note1: Sampling of variables was performed at 100 microseconds period, total of 1000 samples 

per variable. 

Note2:  A magnetic particle brake from Placid Industries (model PFB-400) was used to apply the 

load to the motor while spinning setting the voltage to 1V resulting to torque of å 4 Nm. 

 

Figure 5.54 Motor spinning at 210Hz electrical (load), observer/resolver electrical angle, phase currents 

 

Figure 5.55 Motor spinning at 200Hz electrical (load), observer/resolver speed (rad/sec) and electrical 

angle (y axis range for angle signals is 0 to 2)́ 
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Analysis of test results 30Hz to 210Hz electrical and accuracy metrics: 

1. Noticing test results throughout the speed range from 360 rpm to 2520 rpm, the back EMF 

observer was able to track the motorôs electrical angle and mechanical speed as per Figures 5.11 - 

5.55.  Some harmonics are observed that are analysed in points 2 and 3 below. 

2. The observerôs angle suffers from harmonics at 6 times the fundamental electrical frequency as 

due to the phenomenon described above as Dead Time Distortion (DTD).   

3. There is a number of ways to mitigate the effects of DTD and specifically the 5th/7th harmonic 

contamination to the sensorless observer.  Firstly using Dead Time Compensation (DTC) and 

secondly by introducing a band stop filter reducing the 5th/7th harmonics of DTD.  As these two 

types of compensations are not the primary topic of this research it in be included in the future 

work section of this thesis. 

Below data illustrate accuracy metrics with respect to the observerôs estimated angle / speed with 

no load at under load. Initial analysis shows angle accuracy of about 2.1% to 6.1%. At first 

inspection it might appear as low accuracy, however observing Figure 5.12 shows that the majority 

of this error is due to the DTD 5th/7th harmonic which can be addressed and is added to future work 

of this thesis. Similarly the speed error ranges from 0.04% to 0.97% and once again looking at 

Figure 5.12 the majority of this noise is due to the DTD 5th/7th harmonic. 

Motor spinning without load at 30Hz electrical (360 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 17.573 4.881 

speed error (rpm) 3.302 0.918 

peak motor phase currents (A) 5.511 N/A 

 

Motor spinning under load at 30Hz electrical (360 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 16.831 4.675 

speed error (rpm) 3.519 0.974 

peak motor phase currents (A) 7.681 N/A 

 

Motor spinning without load at 40Hz electrical (480 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 13.999 3.888 

speed error (rpm) 3.208 0.665 

peak motor phase currents (A) 5.925 N/A 

 



CHAPTER 5 MODEL BASED OBSERVER 

75 

 

 

Motor spinning under load at 40Hz electrical (480 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 17.046 4.735 

speed error (rpm) 2.845 0.591 

peak motor phase currents (A) 8.422 N/A 

 

Motor spinning without load at 60Hz electrical (720 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 12.986 3.607 

speed error (rpm) 2.836 0.392 

peak motor phase currents (A) 6.174 N/A 

 

Motor spinning under load at 60Hz electrical (720 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 20.574 5.715 

speed error (rpm) 2.872 0.398 

peak motor phase currents (A) 9.634 N/A 

 

Motor spinning without load at 80Hz electrical (960 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 13.535 3.759 

speed error (rpm) 2.511 0.261 

peak motor phase currents (A) 6.346 N/A 

 

Motor spinning under load at 80Hz electrical (960 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 22.155 6.154 

speed error (rpm) 2.610 0.271 

peak motor phase currents (A) 9.756 N/A 

 

Motor spinning without load at 100Hz electrical (1200 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 9.302 2.584 

speed error (rpm) 1.734 0.144 
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peak motor phase currents (A) 6.263 N/A 

Motor spinning under load at 100Hz electrical (1200 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 17.481 4.855 

speed error (rpm) 1.304 0.108 

peak motor phase currents (A) 9.578 N/A 

 

Motor spinning without load at 120Hz electrical (1440 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 9.486 2.635 

speed error (rpm) 1.419 0.098 

peak motor phase currents (A) 6.645 N/A 

 

Motor spinning under load at 120Hz electrical (1440 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 16.474 4.576 

speed error (rpm) 1.466 0.101 

peak motor phase currents (A) 9.726 N/A 

 

Motor spinning without load at 140Hz electrical (1680 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 9.098 2.527 

speed error (rpm) 1.441 0.085 

peak motor phase currents (A) 6.957 N/A 

 

Motor spinning under load at 140Hz electrical (1680 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 14.787 4.107 

speed error (rpm) 1.260 0.075 

peak motor phase currents (A) 9.664 N/A 

 

Motor spinning without load at 160Hz electrical (1920 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 8.063 2.239 
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speed error (rpm) 1.126 0.058 

peak motor phase currents (A) 7.090 N/A 

 

Motor spinning under load at 160Hz electrical (1920 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 12.375 3.437 

speed error (rpm) 1.356 0.070 

peak motor phase currents (A) 8.821 N/A 

 

Motor spinning without load at 180Hz electrical (2160 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 7.825 2.173 

speed error (rpm) 1.298 0.060 

peak motor phase currents (A) 7.199 N/A 

 

Motor spinning under load at 180Hz electrical (2160 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 12.620 3.505 

speed error (rpm) 1.184 0.054 

peak motor phase currents (A) 9.188 N/A 

 

Motor spinning without load at 200Hz electrical (2400 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 7.769 2.158 

speed error (rpm) 0.974 0.040 

peak motor phase currents (A) 7.503 N/A 

 

Motor spinning under load at 200Hz electrical (2400 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 13.886 3.857 

speed error (rpm) 1.107 0.046 

peak motor phase currents (A) 9.781 N/A 
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Motor spinning without load at 210Hz electrical (2520 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 7.704 2.140 

speed error (rpm) 1.222 0.048 

peak motor phase currents (A) 7.558 N/A 

 

Motor spinning under load at 210Hz electrical (2520 rpm) 

Sensorless performance value evaluated   % 

angle error (degrees electrical) 14.070 3.908 

speed error (rpm) 1.145 0.045 

peak motor phase currents (A) 10.202 N/A 

 

 

The sensorless angular and speed error data presented above in table format, are illustrated 

graphically in Figures 5.56 and 5.57 below. 

 

 

Figure 5.56 Observer angle error summary at 360-2520rpm speed range without and under load 
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Figure 5.57 Observer speed error summary at 360-2520rpm speed range without and under load 

 

The angle and speed accuracy tables and figures above illustrate: 

1. the angle error of the observer tends to be worse under load.  This is due to the controller driving 

harder, using higher current levels and torque, causing more sudden changes in the motor angle 

and the observer taking time to track these sudden changes therefore increasing the error in the 

estimated angle. 

2. The speed error improves as the speed increases.  This is because both the motor as well as the 

observer internal blocks behave as Low Pass Filters.  As the speed increases, the higher harmonics 

due to DTD are attenuated by these LPFs.  This is more clear in Figure 5.58 that compares the 

5th/7th harmonic levels at the motor phase currents and estimated angle at two different rotational 

speeds (30Hz and 210Hz electrical).  It can be seen that the levels of 5th/7th harmonics in the motor 

phase currents, in the estimated angle and as a result in the estimated speed are higher at 30Hz than 

at 210Hz electrical speed.  This harmonic level reduction, means that both the motor and the design 

components (Low Pass Filters) within the observer create an attenuation of these harmonics. 

3. At first sight angle error of 22 degrees may seem exceptionally high. However looking at Figures 

5.11 to 5.54 the dominant part of this error is an oscillation around the target angle at 5th/7th 

harmonic due to DTD and a Band Pass Filter suppressing this could improve this substantially. 
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HEMAS Motor phase current Ia, spinning 30Hz electrical (sec)
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Figure 5.58 FFT analysis of motor phase current, and BEMF angle 30Hz to 210Hz electrical speed 
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Dynamic testing during motor acceleration  

Note: Sampling of variables was performed at 1ms period, total of 1000 samples per variable. 

 

Figure 5.59 Motor accelerating, observer/resolver electrical speed (rad/sec) 

 

Figure 5.60 Motor accelerating, observer/resolver electrical speed (rad/sec) and angle zoomed in 

Analysis of test results while motor is accelerating: 

1. The observer is able to track the motorôs electrical angle and speed with the limitation of the 

5th/7th harmonic content that can be eliminated as described above. 

2. To enable the tracking of the motor values during acceleration the sampling period was lowered 

10 times versus above tests from 100 microseconds to 1ms, so as to capture a larger time window.  

This reduction in sampling has an impact on plotting detail, however the main observations from 

previous tests are still apparent. 

3. Note that in figure 5.60 the unit in y axis is rad/sec and intended for the speed, the units for the 

angle are not displayed in this graph but range is from 0 to 2ˊ. 
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5.8 Overall analysis of simulation and test results 

Matlab simulation presented in section 5.2 (Figures 5.2/5.3) enabled high level understanding of 

the back EMF voltage characteristics for the HEMAS motor.  Transitioning to more detailed clock 

accurate VHDL simulation in section 5.5, lowered the algorithm to implementation level HDL and 

evaluated various consideration incorporating motor and inverter models along with PWM 

switching.  The confidence obtained by means of simulation, was vital towards the implementation 

in C for the HEMAS platform.  The observer was tested from medium to maximum speed 

supported by the test rig and at various load conditions.  During hardware testing DTD introduced 

a 5th/7th harmonic to the observerôs angle and speed.  This effect was not modelled and therefore 

was not identified during simulation.  However, these harmonics can be removed either by DTC 

or with the introduction of a dynamic bandstop filter within the observer.  The observer worked 

well on hardware tracking the motor position and speed throughout the speed range and during 

acceleration. 

In terms of simulation/testing results comparison, while simulation was absolutely vital and 

essential towards preparing for the implementation, the DTD phenomenon did create differences 

between simulation and testing which were understood and analysed in section 5.7. 

 

5.9 Conclusions 

The chapter intended to evaluate a model based observer in terms of simulation and hardware 

testing on the HEMAS platform.  The observer is proposed to be used towards increasing system 

availability in case of a resolver failure.  The chapter first introduced the theoretical background 

of the observer including the PMSMôs equivalent circuit and mathematical formulas.  Matlab and 

VHDL Modelsim simulation results were then presented targeting the HEMAS motor.  The 

implementation steps of the observer were then illustrated, followed by hardware testing results 

on the HEMAS test rig covering different speed and load conditions.  Experimental testing showed 

that the sensorless observer can track the rotor velocity and angle over a wide speed range. 
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Chapter 6 Saliency Based Method 

______________________________________________________________________________ 

6.1 The concept of saliency 

Permanent Magnet Synchronous Motors (PMSMs) can be classified into two types, salient and 

non-salient [8].  This classification relates to the rotorôs magnetic field that is in turn dependent on 

the location of the permanent magnet within the rotor.  IPMSMs are therefore considered salient 

by design (geometric saliency) with projecting poles and ὒ ὒ where ὒ, ὒ is the motor 

inductance as observed in the direct and quadrature synchronous axis.  On the other hand SPMSMs 

tend to be mostly non salient where ὒ is almost equal to ὒ.  Although SPMSMs are non-salient 

by design they can exhibit mild saliency when sufficient current is placed on the d axis causing 

stator iron saturation [72], [73].  It is this saliency by design in IPMSMs [74], [75] and by stator 

iron saturation in SPMSMs [72], [73] that is used to establish saliency based sensorless methods 

investigated in this chapter. 

The HEMAS motor is a Surface Mounted Permanent Magnet Synchronous Motor (SPMSM) and 

therefore as ὒὨ ὒή (see table 6.1) stator iron saturation needs to be introduced to establish 

saliency.  This chapter provides the theory, simulation and test results for a saliency based 

sensorless method applied to the HEMAS system. 

 

6.2 The concept of saliency 

HFI methods are based on the concept that if  ὒὨ ὒή, the controller can assume an estimated 

rotor angle fI  .semarf suonorhcnys ro yranoitats eht ni tnenopmoc egatlov FH a tcejni neht dna ‮ 

there is an error in the estimated angle, this error is observable in the HF feedback currents.  

Specifically as ὒὨ ὒή, if the injected voltage is placed on the d axis that generally has lower 

inductance it produces HF currents of higher amplitude relative to the q axis adhering to the 

equation below derived by Faradayôs law: 

                                                                   ὠ ὒ                                                                     Eq 6.1 

Another way to visualise the basic principle of saliency in sensorless methods is shown in Figure 

6.1 and analysed below.  Consider that ὒ ὒ and the motor controller assumes an estimated 

rotor angle siht ,rotom eht fo sixa d detamitse eht ot decalp si egatlov ycneuqerF hgiH a fI  .‮ 

voltage will be naturally decomposed to the actual d and q axis of the motor as a function of the 

angle error ɝὠ) ‮ ὠ ÃzÏÓῳὠ dna ‮ ὠ ÓzÉÎῳ,elgna lacirtcele rotor eht si ‮ erehw ,‮ 

ɝ dna dohtem sselrosnes eht yb elgna detamitse eht si ‮‮ ‮ .(rorre ralugna eht si ‮  

Irrespective of the angle error ɝὒ sa ,gnirahs egatlov sixa q/d tneuqesbus eht dna ‮ ὒ the 

resultant vectorial summation of the d and q currents will  always add to the same vector as each 

axis responds equally to a given voltage (see Figure 6.1.a).  An external observer that would 

therefore place a HF voltage to the estimated d axis would always observe the resultant current on 

its estimated d axis current  (Figure 6.1.a).  However if  ὒ ὒ and a HF voltage is applied to 
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the estimated d axis with an angular error ɝrewol htiw sixa eht no detisoped egatlov eht ,‮ 

inductance will  create higher amplitude HF currents.  This imbalanced d/q current response to the 

HF voltage causes the vectorial addition of the d/q axis currents to be misaligned versus the 

estimated d axis (see Figure 6.1.b).  The external observer would therefore notice that although the 

HF voltage is deposited on the estimated d axis, HF current is seen on both the estimated d and q 

axis as a function of the angle error (Figure 6.1.b). 
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angle error

estimated 
d axis
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d axis

estimated 
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injected to 
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vector appears only 
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6.1.a  Ld = Lq

6.1.b  Ld Í Lq

= 0

 

Figure 6.1 HFI and effect of saliency in feedback currents 
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Note 1: signals in this thesis containing the hat accent  Ƕ for example seulav era ȟȟὠȟὠȟ‮ 

estimated by the controller, i.e. the estimated rotor angle and corresponding voltages/currents to 

the estimated synchronous frame. 

Note 2: the HFI injection frequency is chosen to be higher than the mechanical time constants of 

the motor drive typically >= 1kHz so as to minimize the effect on observed torque ripple and also 

avoid interaction with the current control loop. 

Note3: HFI can be applied in the form of sinusoidal or square wave and to either the stationary or 

synchronous frame.   

For sinusoidal High Frequency Injection applied to the stationary frame also known as rotating 

injection equations 6.2 and 6.3 apply: 

                                            ὠ‌ ὠ ᶻÓÉÎ ‫ὸ                                           Eq 6.2 

                                            ὠ‍ ὠ ᶻÃÏÓ ‫ὸ                     Eq 6.3 

Sinusoidal injection to the synchronous frame also known as pulsating injection involves 

superimposing a HF sinusoid to the d axis voltage demand.  Different flavours of this injection 

type exist in publications where either ίὭὲ‫ὸ, ίὭὲ‫ὸ or ὧέί.‫ὸ is injected to the d axis  

However these variations are effectively equivalent with respect to their function i.e. injecting a 

sinusoidal voltage to the d axis, and observing the high frequency feedback current components 

and primarily differ in the mathematical details of their equivalent formulas.  The injection 

convention that is to be used in this research is ίὭὲ:‫ὸ as per equation 6.4 

                                            ὠὨ ὠ ᶻ ίὭὲ‫ὸ                    Eq 6.4 

 

6.3 Theory of HFI and the proposed demodulation method 

While the pulsating injection signal waveform investigated in this chapter is a sinusoid of constant 

frequency, chapter 7 presents a method where the injection frequency and waveform shape vary 

for acoustic improvement purposes. 

A starting point towards understanding the effect of HFI is revisiting the equivalent mathematical 

model of a PMSM in the synchronous frame [63]: 

                                          
ὠ
ὠ

ὙὭ ɰ ‫ɰ

ὙὭ ɰ ‫ɰ
                                                        Eq 6.5 

                                          where: 

                                                     ɰ ὒὭ ɰ                                                                      Eq 6.6 

                                                        ɰ ὒὭ                                                                           Eq 6.7 
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ὠ ὠ are stator voltages in the synchronous frame, Ὑ is the stator resistance, Ὥ and Ὥare stator 

currents in d and q axis, ‫  is the rotor electrical angular speed, ὒ is the d axis inductance, ὒ is 

the q axis inductance, and ɰ  is the rotor flux. 

If  the motor is spinning at low frequency the back EMF voltage that is proportional to the motor 

speed ‫  can be neglected and the motor can be approximated by a simplified R,L circuit.  

Equation 6.5 therefore becomes: 

                                              
ὠ
ὠ

ὙὭ ɰ

ὙὭ ɰ
                                                                  Eq 6.8 

Furthermore when a HFI method is applied, the voltage drop due to the motorôs inductance tends 

to dominate over the voltage drop due to the motorôs resistance. The circuit can thus be simplified 

further and equation 6.8 becomes: 

                                                   
ὠ
ὠ

ɰ

ɰ
                                                                         Eq 6.9 

Considering equations 6.6, 6.7, and that ɰ = 0 equation 6.9 becomes: 

                                               
ὠ
ὠ

ὒ
ὒ ᶻ

Ὥ
Ὥ                                                                    Eq 6.10 

Assume that the estimated rotor angle by the controller contains an error ɝɝ erehw ‮‮ ‮ si ‮ 

the angular error, ,dohtem sselrosnes eht yb elgna detamitse eht si ‮ ,elgna lacirtcele rotor eht si ‮   

ɫὒ ὒ ὒ Ⱦς  and ɝὒ ὒ ὒ Ⱦς.  Substituting ὠ ὠ ίὭὲ‫ὸ  ὠ π    .    

and solving for ,  results into equation 6.11: 

                                 
ɫὒ ɝὒz ÃÏÓ ςɝ‮

ɝὒz ÓÉÎ ςɝ‮
ÃzÏÓ ‫ὸ                                 Eq 6.11 

Focusing on the estimated q axis current   of equation 6.11 results into equation 6.12: 

                            ɝzὒz ÓÉÎςɝ‮ ÃzÏÓ ‫ὸ                                              Eq 6.12 

 

Brief analysis of the feedback current equation 6.12: 

¶ equation 6.12 is in conceptual alignment with the visual description of the saliency methods 

shown in Figure 6.1.  If saliency exists within a motor i.e. ɝὒ π and a HF voltage is applied 

to the estimated d axis, the HF current that is observed on the estimated q axis  is a function 

of the angular error ɝ.‮ 
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¶ The HF carrier on  is proportional to the saliency of the motor, i.e. the higher the ɝὒ the higher 

the amplitude of the HF feedback and therefore the more accurate the tracking algorithm may 

be.  SPSMs with low levels of saliency are therefore a bit harder to apply saliency methods. 

¶ The HF carrier on  is proportional to the amplitude of the voltage carrier ὠ .  In other 

words, for a given motorôs saliency, the higher the HF voltage, the higher the amplitude of the 

HF feedback carrier seen in  and therefore the more accurate the tracking algorithm may be.  

A compromise-based analysis is therefore needed on selecting the amplitude of the HF voltage 

that provides the right balance between tracking accuracy and power invested on tracking.  This 

analysis is a bit more complex when the injected current also provides the motor saliency as is 

the case for SPMSMs and will be explained in section 6.4 of this thesis. 

¶ The HF feedback current is a function of  ÓÉÎςɝdetisiver eb lliw sihT  .‮ɝÎÉÓ ton dna ‮ 

below under ñinitial rotor position estimation algorithmsò. 

If it was somehow possible to calculate the value of ɝdeef dluoc siht ,21.6 noitauqe gnivlos yb ‮ 

to a rotor angle tracking algorithm.  To achieve this, a method known as direct demodulation is 

used that involves multiplying  with ÃÏÓ :‫ὸ as shown in equation 6.13 

                   zÃÏÓ ‫ὸ  
ᶻ

ɝzὒz ÓÉÎςɝ‮ ᶻρ ÃÏÓς‫ὸ                     Eq 6.13 

By passing the equation 6.13 through a Low Pass Filter, the ÃÏÓς‫ὸ can be eliminated resulting 

into: 

                     ὒὖὊ ÃzÏÓ‫ὸ  
╥╬╪►►░▄►

ⱷz╬ ╛ ╛
ɝzὒz ÓÉÎςɝ41.6 qE                                 ‮ 

Note that the use of a LPF introduces some latency in the calculation of the estimated angle, placing 

the Cut Off Frequency (COF) very low, would filter the HF voltage well but would introduce a 

latency in the calculation. 

As the elements of equation 6.14 in bold are constants or of known value for a specific motor and 

HFI algorithm, a rotor angle tracker can use the angle error ʀ, where ʀ: 

                  ʀ ὒὖὊ ÃzÏÓ‫ὸ ὬὪᾭάέὸέὶῂὥὶὥάίÓzÉÎςɝ51.6 qE                              ‮ 

where ὬὪᾭάέὸέὶῂὥὶὥάί
ὠὧὥὶὶὭὩὶ

ςz‫ὧɫὒ
ς ɝὒς

ɝzὒ 

Feeding ʀ of equation 6.15 to a tracker would achieve: 

¶ If ɝ‮ π ὭȢὩȢ  ‮ orez eb dluow  ʀ rorre eht ‮  

¶ If ɝevitisop eb dluow ʀ neht ‮ naht retaerg ylthgils ‮ .e.i evitisop gnimoceb snigeb ‮ 

¶ If ɝdna evitagen eb dluow ʀ neht ‮ naht ssel ylthgils ‮ .e.i evitagen gnimoceb snigeb ‮ 

therefore the tracker can continuously track the rotorôs electrical angle. 

Initial rotor position estimation algorithms: One key point to note is that as per equation 6.12 

and 6.15 the saliency algorithm calculates an error that is proportional to ÓÉÎςɝton dna ‮ 
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ÓÉÎɝnehw htob 0 raeppa lliw rorre eht taht snaem sihT  .‮ ‮ nehw sa llew sa ‮ ‮ ‮ ρψπ.  

In order to identify which of the two assumptions is true, initial position algorithms have been 

proposed in a number of publications.  [74] proposes a two-step initial rotor position estimation 

where a voltage pulse is applied to the estimated d axis for each of the two angle assumptions 

sequentially.  If the assumption is correct, it will introduce stator iron saturation, reduce ὒ and 

increase the amplitude of the feedback current pulse.  If the angle assumption is incorrect i.e. ‮

‮ ρψπ the stator iron will not saturate and there will be no decrease to ὒ observed by stator.  

The algorithm proposed in [74] therefore identifies the correct angle assumption based on which 

voltage pulse introduced the higher amplitude feedback current pulse.  An even better proposal 

than the one in [74] and covering both stationary and spinning motor is detailed in section 6.11 of 

this thesis proposing a novel saliency method.   

Note that saturation rotor polarity detection is only needed to be performed once and from then 

onwards the angle is tracked by the demodulation algorithm.  Another way of achieving initial 

position calculation in cases where up to one electrical rotation is acceptable is achieved by a 

method known as initial alignment [76].   Under this method, the voltage applied to the stator 

windings is such that it creates a magnetic field with poles at fixed electrical angle therefore 

initiating the rotor to rotate and align its N/S poles with the equivalent S/N poles of the statorôs 

magnetic field. 

 

Proposed demodulation steps on the HEMAS platform: below is the sequence of steps 

implementing the saliency method for the HEMAS platform: 

¶ Inject a high frequency carrier is to the estimated d axis ὠὨ ὠ ᶻ ίὭὲ.‫ὸ 

¶ The estimated d axis feedback current  is passed through a High Pass Filter (HPF) aiming 

to remove the fundamental frequency component and only preserve the effect of the HFI. 

¶ The high frequency component of  is multiplied with ÃÏÓ.‫ὸ 

¶ A LPF is applied to remove the ÃÏÓς.‫ὸ component 

¶ The calculation from the last step is used as an error to track the rotor angle using a PI tracking 

loop as shown in Figure 6.2. 

                     

cos(ʖct)

HPF LPF

Saliency angle 
error used for 

tracking

PI tracker
 

                                                       Figure 6.2 Block diagram of saliency tracking 
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6.4 Stator iron saturation for the HEMAS platform  

6.4.1 The mechanism of iron saturation 

As per equation 6.11 a motorôs saliency is a key characteristic for a successfully application of 

saliency methods.  What has not been explained though is what is the mechanism that introduces 

saliency for an SPMSM.  Establishing high levels of flux density B i.e. creating a very strong 

magnetic field is a desirable feature for a magnetic circuit as this can produce high levels of torque 

within a motor as per equation 1.1.  While theoretically it would be ideal if the statorôs iron flux 

density B increased indefinitely, in practice its value cannot increase over 2 Tesla [9].  Attempting 

to do so increases what is known as the ironôs magnetic reluctance and introduces a phenomenon 

known as iron saturation.  Due to this effect, the flux density is naturally limited below this 

threshold as shown in Figure 6.3.  Motor designs therefore tend to restrict the value of flux density 

between 1.6 and 1.8 Tesla [9]. 

Most SPMSM designs in order to obtain maximum power density are at borderline saturation point 

as shown in point A of Figure 6.4 where the flux density has its maximum linear point and ὒ

ὒ [77].  However if HFI is applied to the d axis, the d axis flux density can be pushed to the non-

linear region i.e. above point A of figure 6.4.  In the saturated region the flux linkage (Ɋ) will 

increase in a nonlinear manner resulting into the decrease of ὒ [77].  It is this method known as 

saliency by means of stator iron saturation that is implemented for the HEMAS platform and 

presented in this chapter. 

                            
Figure 6.3 stator iron saturation 

 
Figure 6.4 typical d axis flux linkage characteristic curve for SPMSM 
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6.4.2 HEMAS saturation point selection  

One key step towards establishing saliency to the HEMAS motor is identifying the motor current 

that needs to be placed on the d axis to introduce stator iron saturation.  In order to identify this 

point the HEMAS saliency table (Table 6.1) was used also depicted graphically in Figure 6.5.  

Note that this saliency table was obtained by importing the motor design in Motor-CAD.  

Analyzing Table 6.1 and Figure 6.5 one possible d axis current point is 5.21A providing maximum 

saliency of ρȢπψσ.  For  Ὥ currents greater than 5.21A the saliency in fact decreases so 

investing more power would not produce any useful rewards in terms of saliency.  The motor 

parameters presented in Table 4.1 are also listed in Table 6.1 below.  

Parameter Value 

                      No. of pole pairs p 5 

                      Phase Resistance RS лΦно ώʍϐ 

                      Phase Inductance L 1.193 [mH] 

                      ±ƻƭǘŀƎŜ Ŏƻƴǎǘŀƴǘ ˁE 0.092 [V/rads] 

                      ¢ƻǊǉǳŜ Ŏƻƴǎǘŀƴǘ ˁT 0.142 [Nm/A] 

Table 6.1. HEMAS motor parameters when not in saturation 

 

 

 

 

 

Table 6.2 HEMAS motor saliency table 

         
Id (A)

Saliency 
Lq/Ld

 

Figure 6.5 HEMAS motor saliency graph 

d axis current, positive d axis inductance Ld (mH) q axis inductance Lq (mH) Lq/Ld 

10.26 1.055 1.133 1.074 

7.76 1.064 1.145 1.076 

5.21 1.069 1.158 1.083 

2.61 1.136 1.185 1.043 

0 1.193 1.194 1.001 
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Note that skin effect and Eddy currents are not expected to have an effect on the introduced 

saliency as the resulting effect will impact both d and q axis and will not affect the induced saliency 

due to saturation [78]. 

One key point to note analyzing the above table and figure is that SPSMs and the HEMAS motor 

exhibit relatively low levels of saliency.   An example saliency ratio for an IPMSM is as per [79] 

ὒȾὒ ρȢως versus HEMASô ὒȾὒ ρȢπψσ.  This is of interest because based on equation 6.15 

the signal used to track the electrical angle for a given HFI method is proportional to the formula  

.  Substituting ɝὒ and ɫὒ with the equivalent values of the HEMASô and the IPMSMôs 

of [79], this tracking signal is calculated to be 2.6 times greater for the [79] versus the HEMAS 

motor.  Added to this, the maximum HEMAS inductance ratio ὒȾὒ ρȢπψσ is the saliency 

observed at 0 angular error ɝsôrotom eht no decalp si A12.5 fo tnerruc IFH latot eht fo lla nehw ‮ 

d axis.  As the angular error increases, less current is placed on the d axis resulting into the 

reduction of saliency and therefore an additional decrease in the amplitude of the saliency tracking 

signal.  This saliency reduction due to angular error as will be demonstrated in the simulation and 

test sections results into a further reduction of the tracking signal amplitude by a factor of 3.5 for 

the HEMAS motor.  So eventually the tracking saliency signal for the HEMAS motor is 2.6*3.5 = 

9.1 times smaller than the IPMSM of [79].  The above factors make saliency algorithms for 

SPMSMs harder to implement relative to IPMSMs.  Despite this application specific difficulty, 

the superior power density of SPMSMs and the advantages listed in Chapter 1 often make them 

the best possible choice in aerospace (see Tables 1.1 and 1.2), thus this investigation of saliency 

algorithms on the HEMAS motor. 

 

6.5 Simulation/Test plan for the HEMAS saliency method 

Aiming to demonstrate the proposed saliency method for the HEMAS motor, a sequence of 

simulation and test steps are proposed in the below plan.  Matlab modelling is intended to be the 

first stage of simulation.  The Matlab environment is expected to serve as an excellent tool to 

quickly analyse the anticipated current feedback signals from HFI as well as the demodulation 

algorithm based on theoretical formulas.  This simulation is proposed to take place at high level of 

abstraction without attempting to simulate implementation considerations such as data sampling, 

PWM switching, and motor models.   

VHDL modelling is proposed as the second stage of simulation including implementation level 

considerations such as data capturing from resolver/motor phase current ADCs, PWM switching, 

the motor and controller models. Following simulations, implementation and testing on the 

Infineon DSP HEMAS platform is to take place. In order to compare simulation and hardware test 

results the same system function is planned to be performed on each simulation and experimental 

step as per below two scenarios.  
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Simulation/Test scenario 1: this scenario aims to prove the key angle tracking equation 6.15.   

The scenario involves the motor spinning at low speed and a pulsating HFI to be applied based on 

a constant estimated angle 1esac ,‮ dexif a gnivah hcae sesac tset 6 rof detaeper si oiranecs sihT  .‮ 

eb ot si 1oiranecS  .3/ˊ5=‮ 6esac ,3/ˊ4=‮ 5esac ,ˊ=‮ 4esac ,3/ˊ2=‮ 3esac ,3/ˊ =‮ 2esac ,0=‮ 

applied in all simulation and test steps and will illustrate how the saliency angle error varies as a 

function of ɝ.‮ 

Simulation/Test scenario 2: this scenario intends to harvest the yields from scenario1.  The angle 

tracking error analysed in the former scenario is used here to track the rotor angle of a spinning 

motor.  This scenario is proposed to be applied in the VHDL simulation and hardware testing steps 

as the Matlab model is too abstract and does not contain detailed motor and controller models. 

The following sections of this chapter, illustrate results at decreasing level of abstraction, starting 

from high level Matlab modelling, to low level VHDL simulation and final hardware testing on 

the HEMAS platform. 

 

6.6 Matlab simulation  

6.6.1   Matlab Scenario 1 

Two Matlab models were developed aiming to simulate the saliency tracking method of scenario 

1.  The first model makes the idealistic assumption that the selected HEMAS selected saliency 

(ὒ ρȢπφωÍ( ὒ ρȢρυψmH) of section 6.4 is constant irrespective of the estimated angle .‮   

In practice however when sixa d sôrotom eht ot detisoped eb lliw tnerruc ssel ,‮ morf setaived ‮ 

which in turn will reduce the stator iron saturation and decrease the motorôs saliency.  A second 

model was thus developed with the more realistic condition that the saliency of the motor is a 

function of Ὥ as per saliency in Table 6.1.   

The Matlab source code for both the constant and varying saliency can be found in Appendix 

sections B.1.5 and B.1.6 of this thesis.  The results of the two Matlab simulations are displayed 

one below the other for ease of comparison. 
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Matlab saliency simulation ꜘ = 0 rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.6.1.a

Fig. 6.6.1.b

Fig. 6.6.1.c

Fig. 6.6.2.a

Fig. 6.6.2.b

Fig. 6.6.2.c

sec

sec

sec

sec

sec

sec

A

A

rad, A/7 (rescaled to fit)

A

A

rad, A/7

 

Figure 6.6 Matlab simulation of the saliency algorithm when rotor angle = 0 rad 

Analysis of the Matlab simulation: 

¶ The blue line of figures 6.6.1.a and 6.6.2.a illustrate the rotor electrical swohs erofereht dna ‮ 

that the motor is spinning.  The dotted orange line on the above-mentioned figures illustrate 

that the estimated angle .0=‮ htiw tnatsnoc si ‮ 
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¶ The red line in figures 6.6.1.a.and 6.6.2.a is the saliency angle error as depicted in equation 

6.15.  This angle error is indeed a sinusoidal function of ςɝ,doirep lacirtcele eno nihtiW  .‮ 

there are two sinusoidal iterations of this angle error.   

¶ The saliency error in Figure 6.6.2.a is about 3.5 times smaller in amplitude than in Figure 

6.6.1.a.  So the more representative simulation where Ὥ affects saliency shows that there is a 

rather large reduction in the angle tracking accuracy.  This is because when ɝ‮ π and 

saliency is maximum the saliency error is 0.  As ɝeht esaercni rorre elgna ycneilas dna ‮ 

saliency decreases, so when the error is at its relative highest point, the saliency is at its lowest. 

¶ Figures 6.6.1.b and 6.6.2.b illustrate the estimated q axis current . 

¶ Figures 6.6.1.c and 6.6.2.c illustrate the calculation of ÃzÏÓ‫ὸ.  The application of a 

LPF to this calculation results into the saliency angle error depicted in figures 6.6.1.a and 

6.6.2.a. 

¶ what is of particular interest is that in the more representative simulation of ὒȟὒ being a 

function of Ὥ (see Figure 6.7 bottom part showing a zoomed in version of Figure 6.6.1.b), 

there is a harmonic component in the  relative to the simplified simulation where ὒȟὒ are 

considered constant.  This is because as Ὥ increases so does the saliency creating this 

additional harmonic in the estimated currents. 

 

    

Assumption Ld, 

Lq constant 

irrespective of Id

Estimated feedback q current axis

Ld, Lq 

function of Id

Injection Voltage

Estimated feedback q current axisInjection Voltage  

Figure 6.7 Matlab simulation of the saliency algorithm when rotor angle = 0 rad 

 

Also note that as shown in Appendix section B.1.6, the Matlab model simulating varying saliency 

uses the existing saliency points from Table 6.1 and estimates the motorôs inductance for any 

value of Ὥ between these points using linear interpolation as per pseudo code snapshot below: 

Ld(x) = Ld(x - 1) + (Ld(x+1) -  Ld(x - 1) * (Id(x) -  Id(x - 1))/(Id(x+1) -  Id(x - 1));  

Lq(x) = Lq(x - 1) + (Lq(x+1) -  Lq(x - 1) * (Id(x) -  Id(x - 1))/(Id(x+1) -  Id(x - 1));  

 

Below are Matlab simulations for the additional cases of .3/ˊ5=‮ ,3/ˊ4=‮ ,ˊ=‮ ,3/ˊ2=‮ ,3/ˊ =‮ 
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Matlab saliency simulation ꜘ = ⱫȾ rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.8.1.a

Fig. 6.8.1.b

Fig. 6.8.1.c

Fig. 6.8.2.a

Fig. 6.8.2.b

Fig. 6.8.2.c
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sec
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sec

sec
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A

A

rad, A/7 (rescaled to fit)
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A
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Figure 6.8 Matlab simulation of the saliency algorithm when rotor angle = “Ⱦσ rad 

Analysis of Matlab simulation: 

¶ Simulation results and related analysis are identical to that when ecnereffid niam eht htiw ,0=‮ 

being that the HFI and demodulation is based on assumption ‮ “Ⱦσ rad. The sinusoidal 

angle tracking error in figure 6.8.1.a/6.8.2.a  is therefore 0 when ‮ ‮ “Ⱦσ and when ‮

‮ “. 
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Matlab saliency simulation ꜘ = ⱫȾ rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.9.1.a

Fig. 6.9.1.b

Fig. 6.9.1.c

Fig. 6.9.2.a

Fig. 6.9.2.b

Fig. 6.9.2.c
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Figure 6.9 Matlab simulation of the saliency algorithm when rotor angle = ςz “Ⱦσ rad 

Analysis of Matlab simulation: 

¶ Simulation results and related analysis are identical to that when ecnereffid niam eht htiw ,0=‮ 

being that the HFI and demodulation is based on assumption  ‮ ς“Ⱦσ rad. The sinusoidal 

angle tracking error in figure 6.9.1.a/6.9.2.a  is therefore 0 when ‮ ‮ ς“Ⱦσ and when 

‮ ‮ “. 
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Matlab saliency simulation ꜘ = ⱫȾ rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.10.1.a

Fig. 6.10.1.b

Fig. 6.10.1.c

Fig. 6.10.2.a

Fig. 6.10.2.b

Fig. 6.10.2.c

sec

sec

sec

sec

sec

sec

A

A

rad, A/7 (rescaled to fit)

A

A

rad, A/7

 

Figure 6.10 Matlab simulation of the saliency algorithm when rotor angle = σz “Ⱦσ rad 

Analysis of Matlab simulation: 

¶ Simulation results and related analysis are identical to that when ecnereffid niam eht htiw ,0=‮ 

being that the HFI and demodulation is based on assumption ‮ σ“Ⱦσ rad. The sinusoidal 

angle tracking error in figure 6.10.1.a/6.10.2.a  is therefore 0 when ‮ ‮ σ“Ⱦσ and when 

‮ ‮ “. 
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Matlab saliency simulation ꜘ = ⱫȾ rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.11.1.a

Fig. 6.11.1.b

Fig. 6.11.1.c

Fig. 6.11.2.a

Fig. 6.11.2.b

Fig. 6.11.2.c
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Figure 6.11 Matlab simulation of the saliency algorithm when rotor angle = τz “Ⱦσ rad 

Analysis of Matlab simulation: 

¶ Simulation results and related analysis are identical to that when ecnereffid niam eht htiw ,0=‮ 

being that the HFI and demodulation is based on assumption  ‮ τ“Ⱦσ rad. The sinusoidal 

angle tracking error in figure 6.11.1.a/6.11.2.a  is therefore 0 when ‮ ‮ τ“Ⱦσ and when 

‮ ‮ “. 
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Matlab saliency simulation ꜘ = ⱫȾ rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Rotor angle ̒ Tracking error ʁ   Estimated angle co-ordinates 

Estimated feedback current

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

Fig. 6.12.1.a

Fig. 6.12.1.b

Fig. 6.12.1.c

Fig. 6.12.2.a

Fig. 6.12.2.b

Fig. 6.12.2.c
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Figure 6.12 Matlab simulation of the saliency algorithm when rotor angle = υz “Ⱦσ rad 

Analysis of Matlab simulation: 

¶ Simulation results and related analysis are identical to that when ecnereffid niam eht htiw ,0=‮ 

being that the HFI and demodulation is based on assumption  ‮ υ“Ⱦσ rad.  The sinusoidal 

angle tracking error in figure 6.12.1.a/6.12.2.a  is therefore 0 when ‮ ‮ υ“Ⱦσ and when 

‮ ‮ “. 
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6.7 VHDL simulation  

The HFI demodulation algorithm was simulated in a VHDL simulation environment at low level 

of implementation.  The purpose of this simulation as stated in section 6.5 is to evaluate the 

algorithm at low level of implementation taking into account hardware considerations.  The 

simulation includes capturing data from ADC sensors, a resolver model, processing data within 

the controller including speed and current control loops, forward/inverse Clarke/Park transforms, 

Space Vector Modulation (SVM), PWM switching, an inverter and motor model.  All of these 

RTL functional blocks along with the HFI sensorless block as shown in Figure 6.13 are active 

during this simulation.  Note that the motor model parameters align with the HEMAS parameters. 

As per simulation plan, two simulation scenarios are presented one that illustrates the saliency 

angle error (scenario 1) and one where the HFI sensorless demodulation method is used to track 

the rotor angle while spinning (scenario 2).  In scenario1, both simulation results of considering 

ὒȟὒ constant or a function of Ὥ are presented similarly to Matlab. 
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Figure 6.13 VHDL simulation structure 
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6.7.1   VHDL Scenario1 

VHDL saliency simulation ꜘ =  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table
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Figure 6.14 VHDL simulation of the saliency algorithm when gninnips si rotom eht dna dar 0 =‮ 
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VHDL saliency simulation ꜘ = ⱫȾ  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table

+/-5.2A

+/-5.2A

1.069mH

1.158mH

285LSb

-285LSb

+/-5.2A

+/-5.2A

1.069mH

1.158mH

75LSb

-75LSb

1.194mH

1.193mH

 

Figure 6.15 VHDL simulation of the saliency algorithm when ‮ “Ⱦσ rad and the motor is spinning  
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VHDL saliency simulation ꜘ = ⱫȾ  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table
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Figure 6.16 VHDL simulation of the saliency algorithm when ‮ ς“Ⱦσ rad and the motor is spinning  
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VHDL saliency simulation ꜘ = ⱫȾ  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table
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Figure 6.17 VHDL simulation of the saliency algorithm when ‮ σ“Ⱦσ rad and the motor is spinning  
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VHDL saliency simulation ꜘ = ⱫȾ  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table
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Figure 6.18 VHDL simulation of the saliency algorithm when ‮ τ“Ⱦσ rad and the motor is spinning  
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VHDL saliency simulation ꜘ = ⱫȾ  rad  

Ld=1.069, Lq=1.158 irrespective of Id  

Motorôs Ld, Lq is a function of Id based on the HEMAS saliency table
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Figure 6.19 VHDL simulation of the saliency algorithm when ‮ υ“Ⱦσ rad and the motor is spinning  
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Analysis of VHDL simulation for :dar π =‮ 

¶ The angle tracking error signal ñangle_errorò is as expected of substantially lower amplitude 

when Lq/Ld varies as a function of Ὥ as shown in figure 6.14.bottom versus 6.14.top.  The 

angle tracking error signal as expected is 0 when ‮ ‮ π and when ‮ ‮ “. 

¶ ñangle_errorò has a transient when injection starts, this is because of HPF, LPF take some 

time to stabilize. 

¶ ñangle_errorò in both idealistic and realistic assumptions (6.14 top/bottom) is more spiky, 

noisy and of less of sinusoidal shape versus equivalent Matlab simulations (Figure 6.6).  This 

is because low level implementation such as PWM and ADC quantization have an impact on 

the overall accuracy.  Note that the sinusoid that is multiplied to the feedback current  

includes a configurable offset to accommodate for propagation delay of the HF voltage 

reaching the motor and received back as HFI current by the controller.  Matlab simulation 

does not model this propagation delay so there is not a need to have this offset compensation. 

Overall the VHDL simulation results align with Matlab simulations in terms of tracking error 

signal but VHDL simulations suffer with implementation level side effects such as propagation 

delay of signals to the motor and back to the controller via ADCs, LPF/HPF propagation delay,  

and quantization effects. 

The analysis for the subsequent VHDL simulation results shown in Figures 6.15-6.19 for estimated 

angle ג= ʌȾσ rad, ג= ςʌȾσ rad, ג= σʌȾσ rad, 4 =גʌȾσ rad, ג= υʌȾσ rad, is identical to the above 

with the main difference that the comments relate to the estimated angle of interest.  For example 

regarding Figure 6.15 where ג= ʌȾσ rad: 

¶ The angle tracking error signal as expected is 0 when ‮ ‮ ʌȾσ rad and when ‮ ‮

“ ʌȾσ “ rad.  Similarly to Matlab simulation, the ñangle_errorò in the representative 

simulation of Figure 6.15 bottom is of lower amplitude than idealistic constant saliency 

simulation as Lq/Ld varies as a function of the current deposited to the d axis Ὥ. 

¶ ñangle_errorò has a transient when injection starts, this is because of HPF, LPF take some 

time to stabilize. 

¶ ñangle_errorò in both idealistic and realistic assumptions (6.15 top/bottom) is more spiky, 

noisy and of less of sinusoidal shape versus equivalent Matlab simulations (Figure 6.8).   

 

6.7.2   VHDL Scenario2 

Scenario 1 of VHDL simulations aimed to validate the angle tracking error signal.  Having 

identified the shape and characteristics of this signal it is now possible to use this to track the rotor 

angle using a PI controller.  This is done in scenario 2 of VHDL simulations shown below.  The 

motor is therefore spinning and the saliency angle error is used to track the angle.  One thing to 

note is that in VHDL simulation it is this saliency angle that is also used to drive the motor and 

not the resolver. 
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Figure 6.20 VHDL simulation, motor is spinning and HFI saliency error used to track rotor angle 

 

Figure 6.21 Previous figure zoomed in illustrating ὒ, ὒ variation as Ὅ changes due to angular error 
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Analysis of VHDL simulation scenario 2: 

¶ ὒ, ὒ follow the realistic assumption that they are a function of Ὥ as per table 6.1 and using 

Linear interpolation as shown in Appendix B.3.1 of this thesis for any point in between the 

samples points of the table.  In other words, as the controllerôs estimated angle aligns with the 

actual angle, all the HFI current is deposited to the actual d axis of the motor, resulting into 

optimal saliency points as per Table6.2.  As the controllerôs estimated angle lags or advances 

versus the actual angle, the saliency is lower than its optimal point identified in Table 6.2. 

¶ The angle tracking PI controller is continuously tracking the rotor angle.  When the angle error 

increases, this results into some of the injected voltage to be deposited to the motorôs q axis 

resulting into reduction of saliency (change of ὒ, ὒ) as shown in Figures 6.20 and 6.21. 

 

6.8 Implementation of the algorithm on the HEMAS platform 

The saliency method has been simulated in previous sections at different levels of abstraction.  

Having obtained confidence from these simulations the saliency observer code was implemented 

in C for the target Infineon DSP.  The saliency method involves two key C functions, one to inject 

the HFI voltage to the estimated d axis (named PRHFI_gen) and a second to demodulate the HF 

feedback currents (named PRHFI_demod_angle).  The C source code for the saliency based 

method can be found in section B.2.2 of this thesis. 
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Figure 6.22 High Frequency Injection Block diagram  
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Note1: the C function ñPRHFI_gen(int low_freq, int high_freq, float amplitude_d)ò allows the 

user to modify the frequency and the shape (sinusoidal or square) of the injected voltage.  While 

the function contains this flexibility for tests presented in the following chapters, in this chapter it 

is used to inject sinusoidal voltage of constant frequency and specifically at 1kHz by setting the 

lower and upper frequency thresholds at the same value as shown in Figure 6.23. 

Note2: at first sight of Figure 6.22 the reader would observe that the HF injection is applied to the 

alpha/beta axis while it should have been applied to the d axis.  This was done intentionally as in 

this test the resolver is still used to drive the motor based on resolver angle sti sah IFH eht dna ‮ 

own independent estimated angle sniamod tnednepedni owt niatniam ot yaw drawrofthgiarts A  .‮ 

si revresbo ycneilas eht rof rettal eht dna rotom eht gnivird rof desu si remrof eht erehw ‮ dna ‮ 

to translate the estimated d axis injection to the stationary axis as shown below in blue: 

Valpha3_ref = Vd3_ref_dt*cosTheta3 -  Vq3_ref_dt * sinTheta3                  +  

PRHFI_injection_d * cosThetasens3 ;  

Vbeta3_ref = Vd3_ref_dt  *  sinTheta3  + Vq3_ref_dt  *  cosTheta3                   + 

PRHFI_injection_d  *  sinThetasens3 ;    

where Theta3 = rotor detamitse ycneilas eht si ‮ = 3snesatehT dna elgna rotor revloser eht .e.i ‮ 

angle. 

 

6.9 Hardware testing 

6.9.1   Test Scenario 1 

Similarly to the simulation, hardware testing scenario1 involves fixing the estimated angle to: 

case1 rotom eht elihw 3/ˊ5=‮ 6esac ,3/ˊ4=‮ 5esac ,ˊ=‮ 4esac ,3/ˊ2=‮ 3esac ,3/ˊ =‮ 2esac ,0=‮ 

is spinning.  The above estimated angle test points are repeated for two motor speeds: 15Hz (180 

rpm) and 20Hz (240 rpm) where the controller is using the resolver interface to spin the motor.  

The HFI is set to 1kHz and of sinusoidal shape.  The maximum injected current at the d axis is set 

to  5.2A to establish maximum saliency. 

Data capturing of the internal DSP registers listed below is performed for analysis of test results: 

¶ Resolver angle .3atehT sa edoc C SAMEH eht ni deman si siht ‮ 

¶ Motor phase currents ὍȟὍȟὍ. 

¶ The saliency angle error calculated in the Infineon DSP based on (ὒὖὊ ÃzÏÓ‫ὸ . 

¶ High Frequency injection demodulation signal. 

The above data was captured using the *.csv export facility of the Infineon DSP software saving 

1000 samples of each register at a sampling rate of 10kHz i.e. once every 100 µs.  The PWM 

switching frequency and the processing/control loops also function at 10kHz (once every 100 µs) 

so the sinusoidal HFI is composed of 10 sample points. 
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The *.csv data was not processed in Excel as in previous chapter but imported directly to Matlab 

in order to facilitate the more advanced processing and display capabilities of the tool.  This was 

useful for example illustrating how the HF voltage is deposited to the actual d/q axis as the motor 

spins.  The motor currents Ὥ and Ὥ are calculated within the Matlab processing script using the 

captured motor phase currents (ὍȟὍȟὍ), the resolver angle mrofsnart kraP/ekralC eht dna ‮ 

equations detailed in Appendix C of this thesis.  The matlab scripts used to process the DSP data 

can be found in the Appendix section B.1.7 of this thesis. 

Note that Figure 6.23 depicts the settings that the user can modify while the DSP code is running 

to modify the HFI injection frequency, shape, amplitude as well as the phase offset of the 

demodulation sinusoid that is used to multiply  to calculate the angular error. 

 

Figure 6.23 Infineon hardware test parameter set-up and results data 

Hardware testing scenario1  =ꜘ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.24 Hardware testing, saliency error when ‮ π rad and the motor is spinning at 15Hz 
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Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.25 Hardware testing, saliency error when ‮ “Ⱦσ rad and the motor is spinning at 15Hz 

Note that Figures 6.24 and 6.25 illustrate how the algorithm tracks the rotor angle at two different captured 

windows.  The test conditions are the same in both windows.  The two illustrations aim to provide a wider 

sample window towards evaluating the algorithm.   

Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.26 Hardware testing, saliency error when ‮ ς“Ⱦσ rad and the motor is spinning at 15Hz 
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Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.27 Hardware testing, saliency error when ‮ σ“Ⱦσ rad and the motor is spinning at 15Hz 

Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.28 Hardware testing, saliency error when ‮ τ“Ⱦσ rad and the motor is spinning at 15Hz 
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Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 15Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.29 Hardware testing, saliency error when ‮ υ“Ⱦσ rad and the motor is spinning at 15Hz 

Hardware testing scenario1 =ꜘ  rad and motor spinning at 20Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.30 Hardware testing, saliency error when ‮ π rad and the motor is spinning at 20Hz 
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Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 20Hz  

Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.31 Hardware testing, saliency error when ‮ “Ⱦσ rad and the motor is spinning at 20Hz 

Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 20Hz  
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Figure 6.32 Hardware testing, saliency error when ‮ ς“Ⱦσ rad and the motor is spinning at 20Hz 
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Iq sec

Amps Id sec

rotor angle ̒  Tracking error ʁ   Estimated angle co-ordinates Amps sec

rad, Units as per Eq6.15

 

Figure 6.33 Hardware testing, saliency error when ‮ σ“Ⱦσ rad and the motor is spinning at 20Hz 
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Figure 6.34 Hardware testing, saliency error when ‮ τ“Ⱦσ rad and the motor is spinning at 20Hz 
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Hardware testing scenario1 =ꜘ ⱫȾ  rad and motor spinning at 20Hz  
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Figure 6.35 Hardware testing, saliency error when ‮ υ“Ⱦσ rad and the motor is spinning at 20Hz 

Analysis of test results for scenario1: 

¶ A sinusoidal like saliency error is observed having the value of 0 when ɝ‮ π, positive when 

ɝladiosunis a gniwollof .e.i) evitagen gninrut si ‮ɝ nehw evitagen dna evitisop gninrut si ‮ 

like waveform. 

¶ When ɝ‮ π all of the HFI voltage is deposited on the d axis as observed in the d axis current 

Ὥ.  When ɝ‮ π portion of this HFI voltage and specifically the resulting current can be 

seen on the q axis. 

¶ The angle error signal still contains some HFI components.  This is because applying a 

stronger LPF would introduce greater delay that would compromise the response to fast 

angular changes. 

¶ The shape of the saliency error signal is not exactly sinusoidal.  Simulink simulation Fig. 6.6. 

bottom (where ὒ, ὒ change as a function of current in d axis) and VHDL simulation Fig 

6.14 have also shown similar distortions.  Analysing the simulations, it can be seen that as the 

actual angular error increases, the current deposited to the d axis and the motorôs saliency 

decrease causing the sensorless tracking error signal to follow a non-sinusoidal relation due 

to equation 6.15.  In other words, if saliency was constant, the tracking error would be 

sinusoidal, however as the saliency decreases, the amplitude of the tracking error also 

decreases.  Also, considering the very low levels of saliency, the ADC quantization and 

sampling noise also have an effect in these calculations.   

¶ The saliency error in hardware testing of scenario1 was less sinusoidal than VHDL simulation 

that was in turn less sinusoidal than the Matlab modelling.  The closer the algorithm is brought 

to the hardware in terms of simulation and testing (abstract to implementation level), the 

stronger the effect of system considerations such as sampling noise to the low saliency error. 
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6.9.2   Test Scenario 2 

In this testing, the motor is spinning using the resolver and the saliency HFI method is attempting 

to track the rotor angle.  The test results below are initially for motor speed of 15Hz (180 rpm).  

Note that the test conditions for Figures 6.36/6.37 are identical and simply illustrate the tracking 

over two captured windows.  At 20Hz It was found that the angle tracker is slow resulting to less 

voltage being placed to the d axis that in turn reduced the saliency and the tracker becoming out 

of sync and unstable.  The PI gains were therefore increased as shown in Table 6.3 and the results 

tracking at 20Hz are presented.   

Hardware testing scenario2 tracking motor angle spinning at 15Hz 

Iq sec

Amps Id sec

rotor angle ̒  Saliency angle Saliency angle errorAmps sec

rad, Units as per Eq6.15

 

Figure 6.36 Hardware testing, tracking motor angle when spinning at 15Hz 1 of 2 

Iq sec

Amps Id sec

rotor angle ̒  Saliency angle Saliency angle errorAmps sec

rad, Units as per Eq6.15

 

Figure 6.37 Hardware testing, tracking motor angle when spinning at 15Hz 2 of 2 
















































































































































































































