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Abstract: This paper suggests the reasonable switching frequency determination method for achieving
highest efficiency of the railway propulsion system consisting the silicon carbide (SiC) inverter and
permanent magnet synchronous motor (PMSM). The SiC power device allows increasing the switching
frequency of the inverter because it has the small switching power loss. The total efficiency is taken
into account for determining the switching frequency of SiC inverter in this paper. In the efficiency
analysis of SiC inverter and PMSM, the PMSM drive control is considered with the hybrid switching
method combined the synchronous PWM and asynchronous PWM. The result of the analysis shows
the efficiency curve of propulsion system depending on the switching frequency. The switching
frequency having the minimum power loss of propulsion system is selected based on the extracted
power loss curve.
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1. Introduction

Much research on the efficiency improvement of railway system has been performed for last
decade [1–3]. In the railway vehicle, it has been trying to apply new technologies such as the permanent
magnet synchronous motor (PMSM) and the silicon carbide (SiC) power device to the propulsion
system. The PMSMs have 5–8% efficiency higher than induction motors [1,4], and SiC power devices
reduce the switching loss to less than half loss of Silicon (Si) power device [5–7]. It is obvious that the
propulsion system consisting the SiC inverter and PMSM, which is shown in Figure 1, guarantees the
high efficiency.
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Figure 1. Railway propulsion system consisting the silicon carbide (SiC) inverter and permanent 

magnet synchronous motor (PMSM). 
Figure 1. Railway propulsion system consisting the silicon carbide (SiC) inverter and permanent
magnet synchronous motor (PMSM).
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In the railway industry, the induction motor has been selected as the traction motor for several
decades [1,2,8]. The main reason is that the induction motor has the high reliability and superior
maintainability beside it is inexpensive compared to PMSMs. However, since the totally enclosed
structure improves the reliability and maintainability of PMSM, the number of the cases where the
totally-enclosed PMSM is applied to the railway vehicle increases gradually [3,4,9–13]. In addition,
the PMSMs show the higher efficiency than that of induction motor. Nowadays, the PMSMs have
become attractive for railway operation company to save the operating cost. Along with the interest
in PMSMs, the research on the PMSM drive control has been introduced in many paper [11–18].
The research theme in the railway vehicle can be divided into several areas: torque control, sensorless
control, restarting control, and fault tolerant control. Nevertheless, these papers are based on the high
efficiency operation of inverter. The existing PWM method for induction motor is applied to drive
PMSM [13,14]. In the existing PWM method for induction motor, the six-step operation appears at
propulsion inverter. Although the six-step operation has the large torque ripple, it is attractive PWM
method to reduce the switching loss of power device.

Nowadays, the voltage class of SiC power module is announced to 3300 V [5,6,19]. Therefore,
the studies applying the high voltage SiC power module into various applications are introducing in
lots of papers [19–29]. The SiC power module with 1700 V class has been applied for the auxiliary
converter of railway vehicle [20,25]. The switching frequency of 50 kHz is used in the resonant
converter consisting 1700 V class SiC power module in [20]. In the catenary-free tram, the SiC power
module with 1700 V class and hybrid SiC power with 1700 V class for the DC–DC converter used in the
energy storage system are compared to Si module with 1700 V class [21]. Here, the switching frequency
of 6 kHz in hybrid SiC power module has the same power loss with the Si module with the switching
frequency of 2 kHz. The SiC power modules with various voltage classes have been considered in the
traction inverter of railway vehicle [19,22–24,26–28]. Initially, the hybrid SiC power modules where the
SiC freewheeling diode combines with silicon (Si)-IGBT were tested [19,22–24,26,27]. The mass and
volume comparison results between the inverters consisting Si-IGBT modules and SiC power modules
in the same switching frequency, which is respectively low switching frequency, 800 Hz, are shown
in [22,24,26]. The propulsion inverter consisting of the hybrid SiC power modules can decrease the
mass and volume until 60% of the conventional Si-IGBT inverter. Nonetheless, it can lead to the power
loss reduction of 35% compared to the conventional Si-IGBT inverter [24]. The full SiC power modules
enhance the efficiency improvement of propulsion inverter [28,29]. Since the SiC power module with
1200 V class is applied in [28], the switching frequency could be increased to 10 kHz. Although the SiC
power module with 3300 V class is used in [29], the number of switching pulse increases in only the
synchronous mode of PWM method. Generally, in the railway application, the SiC power module has
been used to reduce the mass and volume of inverter in keeping the switching frequency as low value.

In Figure 1, the efficiency of propulsion system is determined by each efficiency of the PMSM and
the SiC inverter. This paper focuses on the switching frequency because the switching frequency can
influence both efficiencies of PMSM and SiC inverter. The effect of switching frequency on both the
induction motor and Si-IGBT inverter is introduced in [24,29]. Ref. [29] used the triple pulse PWM
method instead of the six-step operation to increase the efficiency of induction motor. Ref. [24] has
proved that the six-step operation aggravates the efficiency of induction motor.

This paper proposes the reasonable switching frequency determination method for achieving
highest efficiency of the railway propulsion system consisting the PMSM and SiC inverter. The efficiency
analysis is implemented by considering the existing PWM strategies which are introduced in Section 2
briefly. In the efficiency analysis, the efficiencies of SiC inverter and PMSM are calculated through the
co-simulation of SiC inverter (PSIM software, Powersim Inc., Rockville, MD, USA) and PMSM (J-MAG
software, JSOL Corporation, Tokyo, Japan) to consider the interaction of them. Simulation results are
based on the determination of the switching frequency of SiC inverter [30–32]. Based on the power
loss curve of the propulsion system, the switching frequency with highest efficiency can be determined
for propulsion inverter.



Energies 2020, 13, 5035 3 of 14

2. PWM Strategy for SiC Inverter

This paper focusses on how to maximize the efficiency of propulsion system. Therefore, the PWM
strategy for the SiC inverter is also aimed to achieve the high efficiency of the SiC inverter. The existing
PWM strategy used in the propulsion inverter guarantees maximizing the efficiency of the SiC
inverter [14]. This strategy uses not only linear voltage modulation but also over-voltage modulation
and six-step modulation. These modulations can be classified by magnitude of Vo (|Vo|) and dc-link
voltage (Vdc) [15]. Figure 2 shows the output voltage (Vo) of existing Si-IGBT inverter depending on
speed of railway vehicle. By considering that the maximum speed is 80 km/h, the six-step modulation
relatively appears at low speed. Even though the six-step modulation leads to large torque ripple with
vibration, it is enough to be ignored in railway vehicle. The six-step modulation appears over half of
whole speed range in the existing PWM strategy. It means that the switching loss of the propulsion
inverter can be minimized. The conventional PWM methods [15,16] guarantee the ideal change
between modulations as |Vo| increases or |Vo| decreases. Generally, the reference voltage without any
change is used to generate the desired |Vo| in the linear voltage modulation where the Vo is lower than
Vdc/
√

3(=0.5774 Vdc). However, in the over-voltage and six step modulations, the changed reference
voltage is used to generate the desired |Vo|. This paper applies the existing PWM strategy for the
SiC inverter.

Energies 2020, 13, x FOR PEER REVIEW 3 of 14 

 

2. PWM Strategy for SiC Inverter 

This paper focusses on how to maximize the efficiency of propulsion system. Therefore, the 

PWM strategy for the SiC inverter is also aimed to achieve the high efficiency of the SiC inverter. The 

existing PWM strategy used in the propulsion inverter guarantees maximizing the efficiency of the 

SiC inverter [14]. This strategy uses not only linear voltage modulation but also over-voltage 

modulation and six-step modulation. These modulations can be classified by magnitude of Vo (|Vo|) 

and dc-link voltage (Vdc) [15]. Figure 2 shows the output voltage (Vo) of existing Si-IGBT inverter 

depending on speed of railway vehicle. By considering that the maximum speed is 80 km/h, the six-

step modulation relatively appears at low speed. Even though the six-step modulation leads to large 

torque ripple with vibration, it is enough to be ignored in railway vehicle. The six-step modulation 

appears over half of whole speed range in the existing PWM strategy. It means that the switching 

loss of the propulsion inverter can be minimized. The conventional PWM methods [15,16] guarantee 

the ideal change between modulations as |Vo| increases or |Vo| decreases. Generally, the reference 

voltage without any change is used to generate the desired |Vo| in the linear voltage modulation 

where the Vo is lower than Vdc/√3(= 0.5774 Vdc). However, in the over-voltage and six step modulations, 

the changed reference voltage is used to generate the desired |Vo|. This paper applies the existing 

PWM strategy for the SiC inverter.  

|Vo (V)|

Speed (km/h)
8035

Six-Step 

Modulation 

Over-

Voltage Modulation 

Linear-

Voltage Modulation 

Speed (r/m)2000 4571

~

21

1200

Asynchronous 

PWM
Synchronous PWM

0.6365Vdc 

0.5774Vdc 

Vo (V)

Vo (V)

Vo (V)

 

Figure 2. The output voltage (Vo) of SiC inverter depending on the speed of railway vehicle. 

The six-step modulation is not affected by the swishing frequency (fsw). The number of the 

switching is determined by only the fundamental frequency of Vo in the six-step modulation. 

Therefore, the inverter can show the same efficiency in six-step modulation regardless of fsw. In 

addition, the fsw is defined as K(integer) x the fundamental frequency of Vo in the synchronous PWM. 

It means that fsw is not changeable parameter and the efficiency is fixed as the same as that of six-step 

modulation if K is fixed. On the other hand, the variation of fsw influences the efficiency of inverter 

during the linear-voltage modulation in the asynchronous PWM. As fsw increases, the efficiency of 

inverter decreases. Consequently, it is needed to analyze the efficiency of propulsion system during 

the speed where the asynchronous PWM is applied.  

3. Permanent Magnet Synchronous Motor Control 

3.1. Permanent Magnet Synchronout Motor 

This paper considers the 332-kW interior permanent magnet synchronous motor (IPMSM) as the 

traction motor for railway vehicle. Its specifications and cross section are shown in Table 1 and Figure 

3. The B-H curves of materials (35PN230 and NdFeB) can be identified through the material 

Figure 2. The output voltage (Vo) of SiC inverter depending on the speed of railway vehicle.

The six-step modulation is not affected by the swishing frequency (fsw). The number of the
switching is determined by only the fundamental frequency of Vo in the six-step modulation.
Therefore, the inverter can show the same efficiency in six-step modulation regardless of fsw. In addition,
the fsw is defined as K(integer) x the fundamental frequency of Vo in the synchronous PWM. It means
that fsw is not changeable parameter and the efficiency is fixed as the same as that of six-step modulation
if K is fixed. On the other hand, the variation of fsw influences the efficiency of inverter during
the linear-voltage modulation in the asynchronous PWM. As fsw increases, the efficiency of inverter
decreases. Consequently, it is needed to analyze the efficiency of propulsion system during the speed
where the asynchronous PWM is applied.

3. Permanent Magnet Synchronous Motor Control

3.1. Permanent Magnet Synchronout Motor

This paper considers the 332-kW interior permanent magnet synchronous motor (IPMSM) as the
traction motor for railway vehicle. Its specifications and cross section are shown in Table 1 and Figure 3.
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The B-H curves of materials (35PN230 and NdFeB) can be identified through the material datasheets.
The lamination thickness of stator core and rotor core is 0.35 mm; the magnet is not laminated.

Table 1. PMSM specifications.

Specification Value Specification Value

Type IPMSM Pole/Slot 6/27
Rated Current (Iphase) 236 Arms Stator Core Material 35PN230

Rated Torque 1522 Nm Rotor Core Material 35PN230
Rated Speed 2080 r/m Magnet Material NdFeB

Stator an external diameter 500 mm Rotor an external diameter 280 mm
Stator an internal diameter 283 mm Rotor an internal diameter 80 mm

Air gap length 1.5 mm Laminated length (height) 235 mm
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3.2. Control Method

Maximum torque per ampere (MTPA) operation is required to control the IPMSM. Lots of
papers have suggested control methods for the MTPA operation [33–35]. This paper uses the current
table-based control method [35]. The control block diagram is shown in Figure 4.
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The d-axis current (Id,ref) and q-axis current (Iq,ref) are determined based on the MTPA tables
according to the reference flux (λref) and reference torque (Tref), respectively. To eliminate the flux
error, the compensation of the d-axis current (Id,comp) is used. To deal with the whole speed range with
six-step modulation, the additional considerations (flux-weakening method and maximum torque
per flux) should be reflected into the control method. However, this paper applies the simple control
method of Figure 4 for the MTPA operation because the effect on the variation of fsw exists in the low
speed range where the MTPA operation is needed.

4. Loss Analysis of Propulsion System

The loss analysis of the propulsion system can be divided into two parts: SiC inverter and IPMSM.
Two parts affect each other as shown in Figure 5. The non-sinusoidal electromotive force of IPMSM
affects the current control of IPMSM; therefore, it leads the low harmonics frequency components in
the inverter currents. Finally, the low harmonics frequency components can increase the loss of IPMSM.
In addition, the current ripple generated by fsw affects the power loss of IPMSM. Therefore, this paper
conducts the loss analysis through the co-simulation between the SiC inverter (Power SIM software)
and the IPMSM (J-MAG software) to consider the interaction of them. It is obvious that the simulation
results are reliable in the comparison and analysis [30–32].

The loss analysis of propulsion system is implemented in the valid speed range (below 1200 r/m)
where the effect of fsw variation exists.

1 
 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 5. Interaction between SiC inverter and IPMSM.

4.1. SiC Inverter

The SiC inverter consists of six SiC MOSFETs. The 3300 V/800 A 2in1 SiC module where two SiC
MOSFETs are connected to configure one leg, which is MSM800FS33ALT manufactured by HITACHI,
is selected in this paper. The gate on and off resistances which decide Eon (Turn-on Loss per Pulse),
Eoff (Turn-off Loss per Pulse), and Err (Reverse Recovery Loss per Pulse) are 1 Ω and 1.5 Ω, respectively.
The additional data for power loss analysis of SiC MOSFET is shown in datasheet of MSM800FS33ALT.
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It is assumed that the SiC MOSFETs are closely connected to the DC-link capacitor to mitigate the effect
of stray inductance enough [36,37].

The operation conditions of the propulsion inverter are as follows: Vdc is 1500 V, the control period
is 1/(2xfsw), and Tref is 1522 Nm.

Figure 6 shows the three-phase current waveforms depending on fsw at 400 r/m. The |Vo| at 400 r/m
is 188 V. The currents do not seem the completed sinusoidal waveform. There are several frequency
components in currents: fundamental frequency component, low harmonics frequency components,
and fsw components. Nevertheless, it is confident that as fsw increases, the current ripple caused by fsw

is reduced.
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Figure 7 shows the efficiency of one SiC MOSFET depending on the fsw and speed (r/m). Since the
SiC MOSFET consists of MOSFET and Diode in one device, the loss analysis is implemented in two
parts separately. As fsw increases, only the switching losses of MOSFET and Diode increase as shown
in Figure 7a. One the other hand, the speed variation does not give enough impact on the total loss as
shown in Figure 7b. The speed variation of IPMSM leads to the change of |Vo|. As the speed increase,
|Vo| increases. The much current flows through MOSFET in the high |Vo| compared to Diode. It is
identified that conduction loss of Diode is reduced as the speed increases.

Figure 8 shows the total loss of SiC inverter depending on fsw. The inverter loss at 3000 Hz is
more than twice inverter loss at 750 Hz. In terms of SiC inverter, the low fsw is required to reduce the
power loss.
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4.2. IPMSM

The finite elements method (FEM) model of IPMSM, which is Figure 9, is developed to analyze the
power loss of IPMSM. The currents with ripple components of Figure 6 are injected to IPMSM through
the co-simulation to reveal the effect of current ripple components on the power loss. The conditions
for loss analysis are the same as those of loss analysis of SiC inverter. In the loss analysis, the electrical
resistivity of NdFeB magnet is 1.80 × 10−5 Ω·m, which is used to analyze the eddy current loss of
magnet. The phase resistance (Rcoil) of stator coil for the copper loss analysis is 0.021882 Ω. The iron
loss of stator and rotor cores is estimated by applying the loss density curve of Figure 10.
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To verify the estimated power loss of IPMSM from co-simulation, it is compared to the result of
the power loss calculation equation. The loss components are divided into the coil copper loss (Pcopper),
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the core iron loss (Piron), and the magnet eddy current loss (Pm,eddy). In this paper, Pcopper and Piron
are calculated and compared to estimated power loss from J-MAG software. Although Pm,eddy is not
considered in the verification, the several researches have proved its accuracy [38–40].

To calculate Pcopper, the skin effect is ignored because the stator coil consists of many thin coils
with the small dimension [41]. Therefore, Pcopper can be calculated as

Pcopper = 3I2
phaseRcoil (1)

The loss curve for Piron is often supplied by the core material manufactures [42]. The Piron is
represented as

PIron = PLoss( fB) (2)

where fB is a frequency component of the magnet flux density and PLoss is loss density curve of
Figure 10.

Energies 2020, 13, x FOR PEER REVIEW 8 of 14 

 

calculated and compared to estimated power loss from J-MAG software. Although Pm,eddy is not 

considered in the verification, the several researches have proved its accuracy [38–40]. 

To calculate Pcopper, the skin effect is ignored because the stator coil consists of many thin coils 

with the small dimension [41]. Therefore, Pcopper can be calculated as  

23copper phase coilP I R  (1) 

The loss curve for Piron is often supplied by the core material manufactures [42]. The Piron is 

represented as  

( )Iron Loss BP P f  (2) 

where fB is a frequency component of the magnet flux density and PLoss is loss density curve of Figure 

10. 

 

Figure 10. The loss density of stator and rotor core material (0.35 mm) depending on the magnetic 

flux density. 

Figure 11 shows accuracy of the estimated power losses of IPMSM from J-MAG software and 

calculated power losses from (1) and (2). These values are expressed as per unit. Two copper losses 

are similar, and its error ratio is under 2%. In addition, the error ratio is about 5% in the iron loss 

comparison results. 

 

Figure 11. Comparison of estimated power losses and calculated power losses. 

Figures 12 and 13 show injected currents and the power loss analysis result of IPMSM at 1200 

r/m. The magnitude of current ripple is largest at fsw of 750 Hz and is smallest at fsw of 3000 Hz. The 

difference between current ripples at fsw of 2250 Hz and fsw of 3000 Hz is relatively small. The fsw over 

2000 Hz has less impact on the current ripple as shown in Figure 12. The IPMSM power loss can be 

divided into four losses as shown in Figure 13. The stator winding has the copper loss. The steel, 

which is the material of the stator and rotor, results in the stator and rotor iron losses containing the 

hysteresis and eddy current losses. Only the eddy current loss is considered in the magnet. High fsw 

reduces the magnitude of current ripple as shown in Figure 12, and it mainly influences on the three 

losses such as stator iron loss, rotor iron loss, and magnet eddy current loss. Three losses decrease as 

Figure 10. The loss density of stator and rotor core material (0.35 mm) depending on the magnetic
flux density.

Figure 11 shows accuracy of the estimated power losses of IPMSM from J-MAG software and
calculated power losses from (1) and (2). These values are expressed as per unit. Two copper losses
are similar, and its error ratio is under 2%. In addition, the error ratio is about 5% in the iron loss
comparison results.
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Figures 12 and 13 show injected currents and the power loss analysis result of IPMSM at 1200 r/m.
The magnitude of current ripple is largest at fsw of 750 Hz and is smallest at fsw of 3000 Hz. The difference
between current ripples at fsw of 2250 Hz and fsw of 3000 Hz is relatively small. The fsw over 2000 Hz
has less impact on the current ripple as shown in Figure 12. The IPMSM power loss can be divided
into four losses as shown in Figure 13. The stator winding has the copper loss. The steel, which is
the material of the stator and rotor, results in the stator and rotor iron losses containing the hysteresis
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and eddy current losses. Only the eddy current loss is considered in the magnet. High fsw reduces the
magnitude of current ripple as shown in Figure 12, and it mainly influences on the three losses such as
stator iron loss, rotor iron loss, and magnet eddy current loss. Three losses decrease as the magnitude
of the ripple current decreases. However, the effect of loss reduction is not large enough since fsw is
about 2000 Hz. It can be estimated from the similar ripple currents of 2250 Hz and 3000 Hz. On the
other hand, the copper loss does not have the enough impact by the variation of fsw.
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Figure 13. The power loss analysis result of IPMSM at 1200 r/m depending on fsw.

Figure 14 shows the hysteresis losses of stator and rotor in the frequency domain depending on fsw

at 1200 r/m. It is identified that the low harmonics frequency components are almost same regardless
of fsw and fsw components have the different value each other. fsw of 750 Hz leads to the current ripple
of 1500 Hz and its value is larger than that of 3000 Hz. Consequently, the high fsw reduces the power
loss of IPMSM and it is opposite to the condition for the low power loss of SiC inverter.
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Figure 14. The hysteresis losses of IPMSM in frequency domain at 1200 r/m: (a) fsw is 750 Hz;
(b) fsw is 3000 Hz.

4.3. fsw Determination for Propulstion System

The power loss of propulsion system depending on the speed (r/m) of IPMSM can be represented
by considering the results of Figures 8 and 13. Figure 14 show the total power loss of the propulsion
system. As mentioned in Sections 4.1 and 4.2, the power loss of SiC inverter increases and IPMSM
decreases as fsw increases. Figure 15 shows the individual power losses and the total loss. The total
power loss curve of propulsion system has the minimum loss point between 750 Hz and 3000 Hz.
This point is 2250 Hz and guarantees maximizing the efficiency of the propulsion system.
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Figure 16 shows the total power loss of propulsion system depending on speed (r/m). The fsw for
the minimum loss point at 400 r/m, 800 r/m, and 1200 r/m is 750 Hz, 1500 Hz, and 2250 Hz, respectively.
The power loss of IPMSM at the low speed is small relatively compared to the power loss of SiC
inverter. It means the power loss of SiC inverter is dominant at low speed. Therefore, as the speed
increases, fsw for the minimum loss point increases. In addition, it can be estimated that the switching
frequency upper than 3000 Hz aggravates the power efficiency of propulsions system under 1200 r/m.
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5. Conclusions

This paper determines the switching frequency (fsw) guaranteeing the minimum power loss of the
propulsion system consisting SiC inverter and 332 kW IPMSM. The co-simulation was implemented
and the effect of the low harmonic frequency and fsw components was reflected in the power loss
analysis. As fsw increases, the power loss of SiC inverter increases because the number of switching
increases, but the power loss of IPMSM decreases because the magnitude of current ripple caused
by fsw is reduced. In addition, it was identified that as the motor speed increases, fsw for maximum
efficiency operation of propulsion inverter, increases.

The implemented process suggests that both inverter and IPMSM should be considered in
determining fsw of inverter to maximize the efficiency of the propulsion system. If the switching device
or IPMSM specification is changed, the results of Figure 16 are not valid. However, it is important and
meaningful that fsw can be determined through the process implemented in this paper.
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