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Abstract: Decreasing the mass of a wheel hub motor by improving the design of a motor’s electro-
magnetic circuit is discussed in this paper. The authors propose to increase the number of magnetic
pole pairs. They present possibilities of mass reduction obtained by these means. They also analyze
the impact of design changes on losses and temperature distribution in motor elements. Lab tests
of a constructed prototype, as well as elaborated conjugate thermal-electromagnetic models of the
prototype motor and modified motor (i.e., motor with increased number of magnetic poles) were
used in the investigation. Simulation models were verified by tests on the prototype. Results of
calculations for two motors, differing by the number of pair poles, were compared over a wide
operational range specific to the motor application in the electric traction. A detailed analysis of the
operational range for these motors was also made.

Keywords: wheel hub motor; electric drive; permanent magnet synchronous motor

1. Introduction

Design of an electric motor dedicated for assembly in wheel hubs opens up a whole
new vista of opportunities for the automobile industry. The new possibilities of such a
solution include the elimination of elements of the drive mechanisms used to transfer the
torque between the electric motor and the wheel, increasing the efficiency of the entire
drive, as well as allowing for more dynamic driving and turning, and new designs of
hybrid drives. Placing electric motors into wheels increases the amount of space available
inside the vehicle where we may put additional batteries, so that vehicle range is signif-
icantly improved. Removing the power unit from the car’s body also allows for a more
aerodynamic car design.

The use of this type of drive creates many challenges for motor designers. It should
be remembered that electric motors mounted in wheels constitute an additional unsprung
mass of the vehicle, which may affect the driving comfort and the vehicle’s steerability [1–9].
Therefore, the mass of the electric motor in such a drive solution should be as small
as possible.

Additionally, if the driving characteristics of a car with wheel hub motors are to be
comparable to ICE (internal combustion engine), or electric cars (with centrally mounted
electric motors with gearboxes), the motor in the wheel hub must be characterized by a
high maximum torque necessary for adequate acceleration, high long-term torque overload,
enabling movement with the required speed on the slopes, and a sufficiently high rotation
speed at maximum speed (to overcome the motion resistance at this speed). The electric
motor should also be highly efficient in the entire operating range.

Designing an electric motor meeting all of these requirements is not easy due to the
fact that the dimensions and weight of the motor are limited due to its location in the car.
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The design of the motor for such application requires electromagnetic calculations
and estimation of power losses, which are the reason for heating of various elements of
the motor (especially the insulation of windings and permanent magnets), as well as the
calculation of their temperatures.

The technical development of such electric motors requires large financial resources
and multidisciplinary teamwork. The design guidelines set very high requirements for
the operating parameters of the electric motor, while maintaining a relatively low weight.
For this reason, the cooling efficiency must be extremely high. Appropriately selected
materials should be used, which should meet the requirements in many physical aspects.
The issue of optimization of the wheel hub motor structure and the selection of appropriate
materials has been discussed by many researchers [10]. There are publications in which
various types of electric motors of various designs are selected for use in vehicle drive
wheels [11–18]. In industry, technologically advanced structures are most often permanent
magnet synchronous motors with external rotors [19–25]. This is due to a number of ad-
vantages, including the ability to control such motors in which the field weakening method
can be used. Another advantage of this design is the relatively high torque due to the large
diameter of the air gap. Another factor is the shape of the motor (motor geometry); it is
best suited for multi-pole magnetic circuit system. Researchers also undertake research
on this subject; however, these are usually theoretical studies [26] or studies of electric
motors with relatively low power, in which many design issues (construction, thermal
problems) are not taken into account. It should be emphasized that, when developing
electromagnetic circuits for electric motors with compact construction and high power
densities, attention should be paid to many design features, such as dimensional limita-
tions, careful selection of materials (ensuring adequate structural strength and thermal
conductivity), and technological possibilities. In wheel hub motors, all of these aspects
influence the temperature distribution of the electric motor components to a much greater
degree than in standard electric motors, as they are motors with a relatively high power
density in relation to their weight.

The development of wheel hub motors requires testing on prototypes. These tests
allow you to solve many important questions related to, among others with unsprung
mass, the solution of effective seals, the operation of electric motor elements related to
different thermal expansion, taking into account the influence of additional power losses
affecting the temperatures of the motor elements.

The authors of the article, based on their own research to date, indicate the direction of
development of the construction of wheel hub motors. The goal is to reduce the mass of the
motor by reducing the mass of the electromagnetic circuit. The prototype wheel hub motor
SMzs200S32 produced in the Łukasiewicz Research Network—KOMEL Institute of Electric
Drives and Machines, was used for the simulation and laboratory work. This electric motor
weighs 36 kg. The assumed operating parameters were achieved, but the designers decided
to make changes to reduce weight. In the performed tests and simulations, the impact of
the proposed design changes on the temperature distribution in the electric motor was
assessed. The simulation models used in this study were verified with measurements.

In the article, the authors focus on reducing the mass of the electromagnetic circuit,
which is the heaviest part of the mass of the prototype wheel hub motor under consideration.
The article does not discuss possible changes to the mechanical structure of the electric
motor in order to reduce its weight.

Many scientific studies concern the problem of improving the design of permanent
magnet motors with concentrated windings, which are commonly used in wheel hub
motors, but only simulation models are regularly used in research. One of the possible
methods of improving the motor structure is the appropriate selection of the number
of slots depending on the number of pairs of magnetic poles [27,28]. This results in a
reduction of losses in permanent magnets [29–33], as well as a reduction in the dimensions
of electromagnetic circuits. Therefore, the total weight of the motor is also reduced. In their
research, the authors used the existing SMzs200S32 motor prototype. Laboratory tests
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of this motor were used to calibrate the electromagnetic/thermal model of the motor
generated in Ansys Motor-CAD software (Ansys Canonsburg, Canonsburg, PA, USA).
A new motor design was then developed, featuring an increased number of pole pairs.
The simulation results obtained for this model were compared with the results for the
prototype motor. In scientific publications and available technical studies, very little work
on the directions of further development of electric motors in wheel hubs is based on
laboratory measurements of prototype electric motors. Very high use of the electric motor’s
electromagnetic circuit, resulting from the need to obtain high power with significantly
limited dimensions, requires solving a number of issues related to the construction of seals,
ensuring sufficiently high strength of structural elements, the use of a new generation of
insulation materials with relatively high thermal conductivity, and the development of new
production technologies. The authors, developing the coupled electromagnetic-thermal
model for simulation studies, based on the prototype wheel hub motor built, in which
all the previously presented issues were solved, which had a significant impact on the
electromagnetic field, generated power losses and the temperature field. Then, the model
was validated using temperature measurements with sensors installed in many places,
both in the stator and in the rotor. Considerations regarding the improvement of the design
of the considered type of engines, which are very often found in the literature, based only
on mathematical models without prototypes and measurements, may only set certain
trends. The procedure proposed by the authors leads to the development of a proposal for
a new engine solution with a significantly reduced mass, supported by a verified thermal
model. This method allows for a more accurate approximation of design solutions to be
put into production.

2. Motor Construction

Multi-pole motors with external rotors are often used for assembly in EV wheels.
This is due to the character of space in the wheel, where the motor is placed. The elec-
tromagnetic circuit of such a motor is toroidal, so that additional space found inside this
toroid may be used. The cross-section of the three-dimensional (3D) model of the discussed
SMzs200S32 motor is shown in Figure 1.

Most of the hull is the rotating element. It contains a magnetic core with mounted per-
manent magnets. The stationary element is the anchor disc with the supporting structure,
in which there is a labyrinth cooling system. The stator’s magnetic core with winding is
mounted on the supporting structure (Figure 1).

The motor is dedicated for assembly in a 17” wheel rim.
A rotor position sensor is required to control the motor. Typically, an incremental

encoder is used.
The space in which the electric motor must fit is limited by the dimensions of the

wheel rim (outer diameter and motor length), while the inner diameter depends on how
the space inside the toroid is used. In the case of the presented structure, this space houses
the vehicle brake drum.

The space containing the electromagnetic circuit is limited by the dimensions of the
support structure, anchor shell, and rotor, which must be thick enough to ensure the
required mechanical strength (Figure 1).

Pictures of the prototype SMzs200S32 motor are shown in Figure 2. For research
purposes, this motor was equipped with a number of PT100 temperature sensors, placed
in various elements of the stator and rotor (permanent magnets). Additionally, a small
wireless temperature recorder was developed. It is installed on the rotor surface and the
sensor mounted on the magnet is connected to the recorder. Temperature can be registered
continuously and data are sent wirelessly [34]. The cross-section of the motor with the
positions of the temperature sensors is shown in Figure 3.
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Figure 1. Models The cross-section of disassembled three-dimensional (3D) model of SMzs200S32
motor, manufactured by Łukasiewicz Research Network–KOMEL Institute, and dedicated for as-
sembly in wheel hub of car: 1—rotor, 2—rotor’s magnetic core, 3—magnet, 4—stator’s magnetic
core, 5—stator winding coil ends, 6—resin, 7—permanent anchoring shield, 8—supporting structure,
9—casing with coolant ducts, 10—radiator of coil outhang, drive end, 11—radiator of coil outhang,
non-drive drive, 12—brake drum, 13—bearing assembly, 14—entry for supply wires, 15—cooling
system ports, 16—rotor assembly openings, 17—stator assembly openings.

Figure 2. Prototype of SMzs200S32 motor manufactured by Łukasiewicz Research Network—
Institute of Electrical Drives and Machines KOMEL (Ł-KOMEL): (a) angled view; (b) front view;
(c) rear view.
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Figure 3. Cross-section of SMzs200S32 manufactured by Ł-KOMEL; siting of PT-100 temperature
sensors in different elements of motor is shown, they are partly indicated as drive end (D) and
non-drive end (N) sensors: 1—winding in slot N, 2—winding in slot D, 3—neutral point of winding,
4—winding ends N, 5—winding ends D, 6—laminations D, 7—laminations N, 8—radiator disk D,
9—radiator disk N, 10—casing of cooling system D, 11—casing of cooling system N, 12—water at
inlet point, 13—water at outlet point, 14—permanent magnets. D—drive side; N—non-drive side.

Motor at the test stand was supplied from Sevcon Gen4 Size8 inverter dedicated to
EV supply. During tests, the inverter was supplied with nominal voltage V = 350 VDC
(about 235 V at motor terminals). Since the rotor position angle sensor had to be used,
a magnetic absolute encoder with analog Sin–Cos output was applied. Control of the motor
drive was conducted with the help of a computer-aided measurement and control device
with dedicated control.

The motor operates in two zones: constant torque zone and field weakening zone.
The rated operational parameters of this motor are presented in Table 1.

Table 1. Rating parameters of SMzs200S32 motor, Sevcon Gen4 Size8 inverter supply.

Parameter Value Unit

Inverter’s rated voltage UDC 350 V
Motor’s rated current IDC 173 A

Rated torque Tm 450 Nm
Rated rotational speed nn 1050 rpm

Maximum speed nmax 1500 rpm
Maximum torque Tmax (within rotational speed range n = 0–400 rpm) 750 Nm

Maximum efficiency ηmax 95 %
Motor mass m 36 kg

The operating parameters of the electric motor make it possible to use it in various car
drive systems, where two, four, or more electric motors can be used. Taking the example of
a Fiat Panda car with two motors, assuming a car weight of 1600 kg and driving at a speed
of 150 km/h, each motor must be able to produce a torque of 150 Nm. When going up a
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10% gradient at 105 km/h (950 rpm), each motor must generate a torque of approximately
300 Nm. The rated duty point allows the car to be driven continuously (i.e., until the supply
battery is fully discharged) at a speed of more than 115 km/h on a road with a slope of
15.5%. This is a very abstract operating point because continuous operation under these
conditions (road gradient, speed) is highly unlikely.

In the case of investigated drive, the maximum torque is limited by peak value of
inverter current (seen from motor terminals). This specific inverter was used in tests.
Further discussion will relate to simulation of motor operation within full operational
range, this limitation will be ignored.

The wheel hub motor SMzs200S32 meets the operating parameters assumed by the
constructors, but the authors planned to reduce its weight. For this purpose, an electro-
magnetic circuit with an increased number of pole pairs has been proposed. The further
part of the article presents the procedure for modifying the design of the electromagnetic
circuit using the calculation models generated in the Ansys Motor-CAD program.

3. Computational Models

If we aim to decrease the motor mass, then, apart from the use of lightweight and
resistant material for the supporting structure, housing, and anchoring shield, the mass
of the electromagnetic circuit should be decreased as much as possible (this mass usually
constitutes more than 50% of the total motor mass). In the design, we should try to
obtain a reasonably high number of poles, because this will decrease the volume of the
electromagnetic circuit on account of lower magnetic flux within a single pole. Thus,
the width of the stator yoke and the rotor of the electromagnetic circuit may be significantly
diminished. This will result in a better ratio of core volume (or mass) to rated torque. Use of
winding with concentrated coils is also useful, because winding ends may be reduced.

When we consider possibilities of lessening mass of the electromagnetic circuit by
increasing the number of pole pairs, different existing limitations must be examined.
Increasing the number of poles in SPM (Surface Permanent Magnet Motor) motors is
easy from a technological standpoint, but it may be restricted by minimum dimensions
of a single magnet (technological possibilities of mounting small magnets). The other
limitation is maximum output frequency of supply inverter. We must also keep in mind
that, when yoke thickness is reduced, the mechanical strength of the rotor also goes down.

An additional problem emerges when we try to increase the number of stator slots in
proportion to the increased number of poles. For instance, with the number of poles 2p = 32
and number of slots Qs = 48, the number of slots per pole per phase is q = 0.5. If we raise the
number of poles up to 2p = 56, then in order to maintain q = 0.5, the number of slots should
be increased to Qs = 84 (Figure 4). Since the outer diameter of the machine is constant,
such a large number of slots may not be feasible due to the technological limitations of
production machines, the strength of the thin stator teeth, or the workability of the winding.
In addition, the cost of producing a winding will also increase, as the number of coils
is much greater. The area of the active part of the slot winding also decreases, because,
with the increase in the number of slots, the share of slot insulation is greater.

In this situation, it is possible to reduce the number of sockets per pole per phase,
but it should be remembered that, for motors with q < 0.5, the spatial distribution of
magnetomotive force mmf is deformed, which causes increased eddy current losses in
permanent magnets [35].

The winding temperature limited by the permissible winding insulation temperature
is a standard torque limiting factor in electrical machines. In the case of multipole motors,
and in particular when the number of gaps per phase per q pole is equal to or less than
0.5, the increased power losses in permanent magnets may lead to a situation, where the
magnet temperature will limit the maximum load of the motor (especially when the motor
is running with field weakened to increase the speed range [36]). Under field weakening
conditions, magnets are exposed, not only to an increase in temperature caused by the
magnitude and frequency of the supply current, but also to an external magnetic field.
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Figure 4. Models of cross-sections of magnetic circuits: (a) Q = 48, 2p = 32, q = 0.5; (b) Q = 84, 2p = 56,
q = 0.5; (c) Q = 63, 2p = 56, q = 0.375.

By increasing the number of pole pairs, we obtain a toroidal motor with an increased
internal diameter. As a result, the weight is reduced and additional space is gained inside
the motor, which can be used, for example, for mounting a car brake drum (Figure 1).

The used Ansys Motor-CAD software (Ansys Canonsburg, Pensylwania, USA) greatly
supports the design of electrical machines, because work simulations can be carried out in
the entire working range of torque and speed.

At the same time, it is distinguished by very high computing speeds. It is possible to
solve conjugated electromagnetic and thermal fields. It uses a combination of advanced
analytical equations and calculations based on 2D FEM. The temperature can be determined
in steady and transient conditions; the program uses advanced models in the form of
thermal networks [37–42].

Model 1 of the motor with the number of pole pairs 2p = 32, where the number
of slots per pole per phase is q = 0.5, is a representation of the prototype SMzs200S32
motor. Then the model of Motor #2 was developed; with the number of poles increased to
2p = 56, the number of slots per pole per phase also changed: q = 0.375. Modification of the
electromagnetic circuits was carried out to maintain the outer diameter of the rotor and the
width of the air gap. The width of the magnet in Motor #2 also increased from 4 to 5 mm.
This was at the expense of the rotor yoke. As a result, the inside diameter of the stator and
the diameter of the air gap were increased. The calculated operating parameters of both the
motors and the masses of individual elements of the electromagnetic circuits are presented
in Table 2. The weight of the winding and the mass of the magnetic core were reduced as
assumed. The flux density in the rotor’s magnetic core increased with increasing width
of the permanent magnet (at the expense of the core width). The weight of the winding
was reduced by 0.9 kg, the mass of the stator magnetic core by 2.3 kg, the mass of the rotor
magnetic core by 2.1 kg, and the mass of permanent magnets increased by 0.66 kg.

The simulation models and the calculated flux density distribution from the permanent
magnets in the magnetic core are shown in Figure 5.
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Table 2. Calculated weight of different elements of discussed electromagnetic circuits.

Calculated Parameter Motor #1 Motor #2

Number of slots Q 48 63
Number of pole pairs 2p 32 56

Number of slots per pole and phase q 0.5 0.375
Calculated length of turn (mm) 204 190

Winding weight (kg) 4.5 3.6
Stator core weight (kg) 9.5 7.2
Rotor core weight (kg) 4.4 2.3

Permanent magnets weight (kg) 1.6 2.26
Supporting structure weight (kg) 4 4.3

Total weight of electromagnetic circuit (kg) 20 15.3

The calculations were made for the given power supply parameters, which are dictated
by the permissible operating parameters of the inverter UDCmax = 350 V, Imax = 350 A.
The control system performs work in two zones, the work zone with constant torque and
the work zone weakening the magnetic field from permanent magnets.

Thermal calculations were made using two models in the thermal of the Motor-
CAD module.

Figure 5. Cont.
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Figure 5. Two-dimensional (2D) FEM models constructed in Ansys Motor-CAD software: (a) Motor #1
(b) Motor #2.

As the stator inner diameter increases, the diameter of the stator support structure
increases. It was assumed that the thickness of the support structure must be kept so that
its internal and external diameter change with the increase of the internal diameter of
the stator.

The dimensions of the cooling channels remain unchanged. To facilitate further
analysis, both models have identical lengths of winding ends. Note that in Motor #2,
the calculated length of the turns is smaller and the teeth of the stator core are narrower.
In practice, this can lead to a reduction in the length of the winding ends and a reduction
in the length of the entire motor, which will also reduce the weight of the motor further.
Determining the length of winding ends requires carrying out technological tests on the
physical execution of the prototype winding, which is currently not the subject of research.

The simulation model uses the parameters of the actual materials used in the con-
struction of SMzs200S32: electrical sheets used for stator and rotor laminates, permanent
magnets, and aluminum alloy.

To sum up, the mass of the electromagnetic circuit of engine 2 is 4.7 kg less (by 23.5%),
while the mass of its supporting structure is 0.3 kg greater than that of motor no. 1. The total
mass of Motor #2 in relation to Motor #1 was significantly reduced—by 4.4 kg (by 12%).

The Bertotti method was used for calculating the magnetic core power losses in the
elaborated models [43–46]. This lets us account for hysteresis, eddy current, and excess losses:



Energies 2021, 14, 917 10 of 27

∆PFe(t) = khBm
2 f + σ

b2

12

(
dB
dt

(t)
)2

+ ke

(
dB
dt

(t)
) 3

2

where: kh—hysteresis factor, Bm—flux density, f —frequency, σ—conductivity, b—thickness
of single electrical sheet, ke—excess loss coefficient.

The first part of the formula relates to hysteresis losses (due to the hysteresis loop of
the ferromagnetic material of the magnetic core). The second part of the formula covers
eddy current losses (eddy currents are induced in the magnetic core). The third part relates
to excess losses, caused by interaction of the external magnetic field and local magnetic
fields generated by eddy currents.

In analysis, copper losses are split into constant losses and losses due to skin effect,
i.e., in the program named as AC winding losses. Copper losses are calculated on the basis
of a well-known relationship:

∆P = I2R(υ)

where: IRMS—value of supply root mean square current, R(υ)—winding resistance as a
function of temperature

AC Losses on AC windings can be determined by two methods—full FEA and hybrid
FEA method. The full FEA method uses an accurate model where the induced eddy
currents and then losses are calculated separately for each conductor. Obviously, this is the
most time consuming method. Hybrid FEA uses the flux density levels calculated by FEM
for each slot, and then the losses are calculated analytically. This method is quick, but much
less accurate at relatively high frequencies and relatively large conductor cross-sections.
In our case, the mixed method was adopted. For the operating point with maximum speed
and load, the losses were calculated using both methods, and then the correction factor
was calculated according to the formula:

k Full
Hybrid

=
∆PCu Full

∆PCu Hybrid

where: AC winding losses calculated by Full FEA method—AC winding losses calculated
by hybrid FEA method.

Since further analysis takes into account a wide load/speed range, AC winding losses are
calculated with hybrid FEA method and each result is then multiplied by correction factor.

One operating point, motor SMzs200S32, was selected to verify the calculations. The op-
erational parameters as well as losses and temperature distribution were tested. The work
point was analyzed with the current consumption root mean square IRMS = 109 A and the
rotational speed 950 rpm. With two motors mounted on the 17-inch wheels of the Fiat
Panda, this point corresponds to driving at 100 km/h on a steep road (10% gradient).
The values of coolant flow (10 L/min), coolant temperature (23.8 ◦C) and ambient temper-
ature (28.3 ◦C) used in the calculations are identical to those measured in the laboratory
tests. Table 3 summarizes the different operating parameters of the three motors: the real
SMzs200S32 prototype motor, the Motor #1 simulation model, which is a representation of
the prototype, and the Motor #2 simulation model, which is a version of the motor with an
increased number of magnetic poles. Motor #1 and Motor #2 are shown in Figures 6 and 7
with the calculated temperatures marked.

Table 3. Comparison of measured parameters of SMzs200S32 motor with values calculated with the
help of models (Motor #1 and Motor #2).

Parameter SMzs200S32 Motor #1 Motor #2

Number of magnetic poles 32 32 56
Number of slots 48 48 63

Conductors per slot 10 10 6
Phase resistance at 20 (°C) 0.026 0.025 0.016
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Table 3. Cont.

Parameter SMzs200S32 Motor #1 Motor #2

Supply current IRMS (A) 109 109 121
Drive supply voltage UDC (V) 350 350 350

Rotational torque Tm (Nm) 300 311 311
Rotational speed nn (rpm) 950 950 950

Mechanical power Pm (kW) 29.9 30.9 31.1
Supply frequency (Hz) 253.6 253.3 443.4

Power factor 0.72 0.73 0.67
Torque ripple (%) - 21 3.8

Cogging torque (Nm) 15 12.4 1.8
Efficiency (%) 93.2 93.4 92.5

Steady-state temperatures (°C)
In slot (bottom) R 76.5 76.5 54.9
In slot (bottom) L 75 76.5 54.9

Coil outhang (center) R 76.8 76.5 64.9
Coil outhang (center) L 72.3 76.6 64.6

Top of tooth R 65 67.7 64
Top of tooth L 65.8 67.7 64

Yoke laminations R 43.4 40 40.1
Yoke laminations L 51.6 40 40.1
Radiator shield R 41.4 53.3 47.5
Radiator shield L 49.5 34 33

Temperature of supporting structure R 33.2 42.7 39
Temperature of supporting structure L 39.6 33 32

Magnet temperature 67.1 64.9 57.5
Coolant (water) 23.8 23.8 23.8

Ambient temperature 28.3 28.3 28.3

Based on the data from Table 3 and Figure 6, it is possible to see the importance of
the position of the temperature sensor in a given element of the electric motor. In the
case of a physically manufactured motor with a “compact” design, it is rather difficult to
locate a large number of temperature sensors and their terminals. In addition, the stator
of the motor, which houses almost all sensors, is embedded in epoxy. This excludes
the possibility of replacing the sensor or changing the location. Since the gap-filling
factor is high (approximately 75% with insulation) and due to the winding technology,
the temperature sensors in the slots are placed on its bottom during the winding process.
On the other hand, the sensors at the winding ends are placed in the middle. When the
measured and calculated steady-state temperatures for the operating point in question are
compared, we can see that model Motor #1 provides sufficient accuracy. The temperature
differences between the prototype motor and Motor #1 result from the simplification of
the shapes, possible slight differences between the physical parameters of the materials
adopted in the model and the actual ones occurring in the motor (this may be due to
technological differences) and the inaccuracy of determining the contact resistance between
motor elements. The temperature comparison shows that an increase in the number of pole
pairs (motor 2) lowers the temperature of the winding and magnets.

Motor cross-sections in Ansys Motor-CAD software (Ansys Canonsburg, Pensylwania,
USA) (Figures 6 and 7) are simplified in comparison with real cross-sections. Test verifica-
tion of the model confirmed sufficient accuracy of temperature distribution representation
in motor.
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Figure 6. Results of calculations for Motor #1 model and Motor #2 model, speed n = 950 rpm, supply current Tm = 311 Nm:
(a) Model of longitudinal cross-section through stator tooth Model #1. (b) Model of longitudinal cross-section through stator
tooth Model #2. (c) Model of longitudinal cross-section through stator slot Model #1. (d) Model of longitudinal cross-section
through stator slot Model #2.
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Figure 7. Results of calculations for Motor #1 model and Motor #2 model—transverse cross-section,
speed n = 950 rpm, supply current Tm = 311 Nm. (a) Model #1 (b) Model #2.
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4. Discussion Calculation Results—Comparison of Operational Parameters of
Investigated Motors

During subsequent analysis, we calculated operational parameters over a wide range of
rotational speed and supply current IRMS. In order to take into account differences between
two designs (and these differences have impact on temperature), comparison of operational
parameters was conducted with temperatures calculated for current IRMS = 150 A and speed
n = 1000 rpm. In all bar graphs, results for Motor #1 and Motor #2 are marked in blue and
yellow, respectively. Rotational torque versus speed is shown in Figure 8.

Figure 8. Bar chart of calculated rotational torque characteristics for Motor #1 and Motor #2;
supply current is treated as input quantity and is identical for both motors.

In the first control zone, Motor #2 attains somewhat smaller rotational torques than
Motor #1 (for identical supply currents). When the current is increased, then torque
becomes comparable or higher. In the second control zone, when the field is weakened,
Motor #2 is characterized by rotational torque equal or slightly higher than that of Motor #1.

Keeping in mind the planned later analysis, which would compare the different
types of losses for the two motors (copper losses, losses in the magnetic core, and losses
on permanent magnets), and these losses depend on the value of the supply current,
we made calculations with the operating torque as the input quantity. The calculated torque
characteristics are shown in Figure 9, and the corresponding supply current characteristics
in Figure 10.

Basing on characteristics shown in Figure 9, we may say that, for higher rotational
torques, operational range of Motor #1 is slightly less than that of Motor #2. This is because
the supply voltage of the electric drive for both motors is the same UDC = 350 V. Motor #1
starts to work in the magnetic field weakening control zone in relation to Motor #2 slightly
earlier (as shown in Figure 10, Motor #1 currents increase a little earlier at higher rotational
speeds), while with increasing load torque, more current power is field weakening, and not
generating torque.
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Figure 9. Bar chart of calculated rotational torque for Motor #1 and Motor #2; rotational torque is
treated as input quantity and is identical for both motors.

Figure 10. Bar chart of calculated supply current for Motor #1 and Motor #2; rotational torque is
treated as input quantity and is identical for both motors.

Keeping in mind that these motors are dedicated to an electric car drive (modified
Fiat Panda car) with two motors, the less extensive range of rotational torque may be of
minimal importance in the first control zone, since it may affect car acceleration to some
extent. In the second control zone, especially at maximum speeds, rotational torques of
750 Nm range practically do not occur.

Characteristics of supply currents versus assumed rotational torques are shown in
Figure 10. The supply currents of two motors are not identical, and their disparity increases
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as rotational speed goes up and we enter the second control zone. As in the case of
calculation results shown in Figure 8, we may state that equalization of the rotational
torque in the first control zone has led to an increase in the supply current of Motor #2.
In the second control zone, and as the field becomes more weakened, Motor #1 must be
supplied with a higher current in order to maintain rotational torque at the required level.

Total winding losses are shown in Figure 11, while AC winding losses are shown in
Figure 12.

Figure 11. Bar chart of calculated total power losses in windings for Motor #1 and Motor #2; rotational
torque is treated as input quantity and is identical for both motors.

Figure 12. Bar chart of calculated AC winding power losses for Motor #1 and Motor #2; rotational
torque is treated as input quantity and is identical for both motors.
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Characteristics shown in Figure 11 confirm the fact that Motor #1 is characterized by
higher winding losses over the entire operational range. This is due to greater winding
resistance and higher winding operational temperatures. Power losses associated with
current displacement effects, i.e., AC winding losses, are shown separately in Figure 12.
In this case, higher losses are clearly generated in Motor #2 windings; this is supplied
at a much higher frequency since the number of pole pairs is increased from p = 16 to
p = 28, and speed range remains unchanged. Even though AC winding losses are higher,
their contribution to total losses (Figure 11) is insignificant.

Calculated total losses in the stator core are shown in Figure 13. Losses in Motor
#2 core are greater than those of Motor #1 on account of higher values of flux density
(produced by permanent magnets) in the electromagnetic circuit (see Figure 5) and higher
supply currents (Figure 11). We may observe in these curves that core losses increase as
rotational speed increases and then they stabilize at more or less constant levels; this is due
to field weakening and operation in the second control zone. The field weakening zone for
Motor #1 is commenced somewhat earlier.

Figure 13. Bar chart of calculated stator core losses for Motor #1 and Motor #2; rotational torque is
treated as input quantity and is identical for both motors.

Characteristics of calculated stator total losses are presented in Figure 14; this is the
sum of losses shown in Figures 11 and 13. It must be noted that these losses determine
temperature distribution in the stator core. The stator core is heated by its own losses
and winding losses, which are transferred through the core to the coolant. In the case of
lowest loads (rotational torque Tm = 50 Nm) losses of Motor #2 are higher over the entire
range of rotational speed. These are mostly losses generated in the stator’s magnetic core;
throughout the entire operational range, these losses are higher in Motor #2 (Figure 14).
As the load increases, winding losses increase in both motors, but winding losses in
Motor #1 increase at a much higher rate (see Figure 11), while stator core losses do not
vary much with changes in the current. When charts for different losses are compared,
we observe that while load increases, the area where Motor #2 losses are lower than
Motor #1 losses moves away from lower speeds towards maximum speed. In the case of
rotational torque equal to Tm = 450 Nm, total losses generated in the motor stator are higher
in Motor #1 over the entire rotational speed range. When load is increased, difference in
stator’s total losses also grows.
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Figure 14. Bar chart of calculated stator total losses for Motor #1 and Motor #2; rotational torque is
treated as input quantity and is identical for both motors.

Permanent magnet losses also have significant impact on the motor’s operational
range and these losses will be investigated next. PM losses are shown in Figure 15.

Figure 15. Bar chart of calculated permanent magnet losses for Motor #1 and Motor #2; rotational
torque is treated as input quantity and is identical for both motors.
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Examining the bar chart presented in Figure 15, we may observe that over (nearly)
the entire operational range, PM power losses are smaller in Motor #2; the difference is
increased as rotational speed rises (this is true with exception of operating points at speed
n = 1500 rpm and at loads up to Tm = 150 Nm). Publications on the subject make it evident
that decrease in number of slots per pole per phase results in increased PM losses [47]. Still,
it must be pointed out that Motor #2 differs from Motor #1 by the number of magnetic pole
pairs positioned upon diameter of similar size; this is related to significant decrease in PM
angular length, so, finally, PM losses are lessened.

Characteristics of calculated rotor core losses are presented in Figure 16.

Figure 16. Bar chart of calculated rotor magnetic core losses for Motor #1 and Motor #2; rotational
torque is treated as input quantity and is identical for both motors.

Rotor magnetic core losses are higher in Motor #2; still, value of these losses in relation
to remaining rotor power losses, including PM losses, is very small.

Temperature rise in motor elements is influenced by the ratio of existing power losses
to the area of heat removal. Design of Motor #2, with respect to Motor #1, is characterized
by greater stator diameter and diameter of structure containing a water-cooling system.
Thus, while lengths of both motors are identical, the area of heat removal is greater in
Motor #2.

Bar charts showing the ratio of stator total losses to area of structure, where stator is
positioned, are presented in Figure 17. If we compare losses shown in Figure 14 charts,
with charts showing the ratio of these losses to the heat removal area (Figure 17), then we
see that Motor #2 is much more promising; this is especially noticeable in the case of
maximum speed at load torque equal to Tm = 450 Nm and Tm = 350 Nm.

A similar comparison was performed for winding losses in Figure 18. Total slot area is
much greater in Motor #2 (SQ = 3389.4 cm2) than in Motor #1 (SQ = 235.6 cm2).
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Figure 17. Bar chart of the calculated ratio of stator total losses to the area of the supporting structure
containing the water cooling system for Motor #1 and Motor #2; rotational torque is treated as input
quantity and is identical for both motors.

Figure 18. Bar chart of calculated ratio of stator winding losses to slot area for Motor #1 and Motor
#2; rotational torque is treated as input quantity and is identical for both motors.

Ratio of power losses generated in permanent magnets to the rotor surface area where
magnets are mounted is shown in Figure 19. The ratio of PM loss to heat removal area
again underlines the advantages displayed by Motor #2, with respect to Motor #1.
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Figure 19. Bar chart of calculated ratio of PM losses to rotor’s inner surface area for Motor #1 and
Motor #2; rotational torque is treated as input quantity and is identical for both motors.

In order to compare properties of these two motors, and taking into account the fact
that cooling systems of the two motors differ since dimensions of structural elements are
not identical, calculations were conducted for the S1 duty cycle, assuming that steady-
state winding temperature cannot exceed TCu = 150 ◦C, while steady-state temperature of
permanent magnets cannot exceed Tmag. = 100 ◦C. Ansys Motor-CAD (Ansys Canonsburg,
Pensylwania, USA) analysis used here was based on the electromagnetic circuit model
as well as the thermal model. The conjugated thermo-electromagnetic model was solved
by the iterative method for speed, ranging from n = 0 rpm to n = 1500 rpm. Calculated
torque-speed curves of the motors are shown in Figure 20; these have been worked out
adopting the previously stated assumptions related to allowable steady-state temperatures
for winding and permanent magnets.

Figure 20. Calculated torque-speed curves with assumed steady-state temperatures of winding and
magnet equal to, respectively: TCu ≤ 150 ◦C, Tmag. ≤ 100 ◦C.
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The presented curves demonstrate clearly the advantage of Motor #2. Under the
assumed conditions (maximum allowable temperatures of winding and magnets), the con-
tinuous torque of this motor is greater over the entire speed range than torque generated
by Motor #1. In accordance with calculated power losses, difference in rotational torque
becomes smaller as speed increases. Curves of maximum steady-state temperatures in
winding, magnets, and magnetic core teeth of the stator are shown in Figure 21.

Figure 21. Maximum steady-state temperatures in winding, magnets, and magnetic core teeth of the
stator vs. rotational speed; allowable steady-state temperatures for winding and magnets have been
assumed as: TCu ≤ 150 ◦C, Tmag. ≤ 100 ◦C.

The calculated curves show that winding temperature determines the limits of the mo-
tor’s continuous operation. The exception is the operational point of Motor #2, at speed
n = 1500 rpm, where winding temperature does not attain allowable temperature TCu < 150 ◦C,
while permanent magnet temperature is equal to allowable temperature Tmag. = 100 ◦C.
When rotational speed rises above c. n = 1200 rpm, the temperatures of magnet and stator’s
core teeth stop increasing, and in case of Motor #1, they even start to decrease. Calculated
winding losses, stator core losses and permanent magnet losses for limit motor load are
shown in Figure 22. When we analyze the curves of calculated steady-state temperatures
and corresponding power losses, we may observe that Motor #2 may operate continuously
with much higher power losses in windings and core, generating higher rotational torque.
At the same time, winding temperature is maintained at TCu = 150 ◦C. When rotational
speeds are higher and motors operate with weakened magnetic field, this impact is more
perceptible in Motor #1, where magnetic core and permanent losses are noticeably de-
creased, which results in a decrease of magnet temperature. When speed is maximum,
winding losses are almost identical in both motors; the same is true for magnet losses.
Losses in the stator core are greater in Motor #2.

Supply current (RMS) curves for Motor #1 and Motor #2 are shown in Figure 23.
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Figure 22. Calculated power losses in winding, magnets, and magnetic core teeth of the stator vs.
rotational speed; allowable steady-state temperatures for winding and magnets have been assumed
as: TCu ≤ 150 ◦C, Tmag. ≤ 100 ◦C.

Figure 23. Supply current (IRMS value) vs. rotational speed; allowable steady-state temperatures for
winding and magnets have been assumed as: TCu ≤ 150 ◦C, Tmag. ≤ 100 ◦C.

5. Conclusions

The proposed electric motors intended for installation in a vehicle wheel must meet
a number of requirements. One requirement is to reduce the weight of the motor so that
the unsprung mass can be reduced. The research described was aimed at checking the
possibility of reducing the mass by increasing the number of magnetic poles and increasing
the width of the magnet at the expense of the rotor yoke. Model tests fully confirmed
our expectations. Increasing the number of poles from 32 to 56 reduced the mass of the
motor’s electromagnetic circuit: from 20.0 to 15.3 kg, i.e., by 23.5%. Models used for
electromagnetic and thermal calculations were generated in Ansys Motor-CAD software
(Ansys Canonsburg, Pensylwania, USA). The models are conjugated, so that interaction
of electromagnetic field and thermal field may be taken into account. Motor #1 model
is a representation of prototype SMzs200S32 motor designed and built in Łukasiewicz
Research Network—Institute of Electrical Drives and Machines KOMEL. Motor #2 model
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is a modification of Motor #1 model, number of magnetic poles is increased. Number of
slots per phase per pole was also modified, from q = 0.5 to q = 0.375.

The calculations show that, in spite of a significant decrease in mass of the electromag-
netic circuit, Motor #2 is characterized by improved thermal parameters.

By increasing the number of pairs of magnetic poles and the volume of the permanent
magnet, the allowable constant torque of Motor #2 increased. Despite the significant
increase in the power frequency and the consequent increase in the losses in the magnetic
core, the reduction of power losses in the winding and the geometric changes in the cooling
system were much more important. The presented characteristics show that the total losses
in the stator are largely lower in Motor #2. The higher losses in the stator are taken by
Motor #2 at high rotational speeds and low and medium torques, which is also visible in
the operating point parameters in Table 3, where Motor #2 has a slightly lower efficiency.
By illustrating this operating point on the stator accumulative loss graphs, you can see
that this is the area where Motor #2 has slightly higher accumulative losses. Observing
the changes in the stator total loss ratio in both motors, it can be seen that, at higher
rotational speeds, the effect of high frequency is significant at higher rotational speeds and
lower supply currents. The effect of the frequency losses decreases as the overall winding
losses increase. The total losses in the winding change with the current intensity and only
negligibly with the frequency (due to the relatively small AC losses in the winding).

The temperature of the stator core drops; this is due to a decrease in the winding
losses transferred to the core and an increase in the heat dissipation surface (caused by an
increase in the diameter of the stator support structure). The losses of permanent magnets
are smaller in Motor #2, regardless of the increase in frequency, due to the much smaller
angular dimension of the magnets. In addition to the calculated power losses converted
into heat, the temperature of the motor components is influenced by the dimensions of the
cooling system. Design modifications introduced in the motor increase the heat dissipation
area in the stator (increased internal diameter of the stator) and permanent magnets
(increased rotor diameter on which the magnets are mounted). In addition, it should be
noted that when we reduce the width of the stator and the rotor yoke, the thermal resistance
between the winding and the cooling system housing and between the permanent magnets
and the rotor outer surface is also reduced. The reduced stator yoke leads to a reduction
in the distance between the coil terminals and the cooling system, which in turn leads
to a reduction in the thermal resistance of the epoxy resin layer interposed between
these elements. As a consequence, the heat dissipation from the winding part, which is
characterized by the highest temperature in standard electric machines, improves [48,49].

Motor-CAD iterative calculations allowed the comparison of the torque vs. speed
curves (maximum continuous torque), assuming that the winding and magnet tempera-
tures did not exceed TCu = 150 ◦C and Tmag. = 100 ◦C, respectively. Motor #2, showing
greater total losses at high rotational speeds, is characterized by a higher torque (in the S1
duty cycle) in the entire rotational speed range.

An additional advantage resulting from the increased number of pole pairs and the
internal diameter of the stator is the distance of the motor structure from the brake drum
(it is an additional source of heat during braking).

It should be noted that the power losses generated in the permanent magnets of the
motor and the magnetic core can be further reduced by using permanent magnet segmen-
tation and electrical sheets with a lower loss (we took M300-35A sheets in our calculations).

Apart from reducing the mass of the electromagnetic circuit, it is also necessary to
analyze the possibilities of reducing the mass of the motor by reducing the mass of other
elements, for example, by using light and durable materials [50].

The authors are currently exploring further options for reducing engine weight by
improving cooling efficiency. The developed designs will allow better use of the electro-
magnetic circuit, which should result in a reduction of the engine weight while improving
operating parameters.
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