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ABSTRACT 

The battery electric vehicle (BEV) is considered to be one of the solutions for 

reducing greenhouse gasses and an alternative means of transportation. 

However, some current limitations such as higher powertrain costs, limited driving 

range and negative perceptions of that range, have reduced BEVs’ popularity.     

This thesis aims to improve the tank-to-wheel energy consumption of the BEV by 

presenting possible powertrain architectures and developing new tools for 

powertrain analysis. The study has two main objectives; the first is to evaluate 

different possible powertrain topologies. The selected topologies include the 

single-motor single-axle, the double-motor double-axle, the in-wheel-motor 

single-axle and the in-wheel-motor double-axle. Models of these powertrains 

have been modified from the Quasi-Static toolbox, using vehicle parameters from 

the Nissan Leaf and subject to state assumptions. The multi-objective 

optimisation method has been applied to establish the costs/benefits of energy 

consumption, acceleration performance and powertrain cost. The results show 

that each topology presents its own benefits as the in-wheel types are good at 

energy efficiency and drivability, while the cost of the powertrain is the major 

drawback. The non-in-wheel-motor vehicle provides sufficient energy efficiency 

and driveability with lower powertrain cost.   

The second objective is to evaluate a possible alternative tool for BEV powertrain 

modelling and optimisation. The tool consists of four methodologies: sensitivity 

analysis, differential flatness, the Chebfun computational tool and the multi-

disciplinary optimisation method. The study presents a possible alternative 

optimisation tool which may perhaps benefit the designer. This new tool may not 

be as convenient as the previous one; however, the new tool may give the 

designer greater understanding and insight into the BEV powertrain.  

Keywords: battery electric vehicle, multi-objective optimisation, powertrain 

topologies, sensitivity analysis, differential flatness, Chebfun, multi-disciplinary 

optimisation.  
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1 Introduction 

Environmental concerns and the fossil fuel shortage crisis have become global 

issues recently. In particular, the automobile is regarded as one of the major 

sources of air pollution and most of them still require fossil fuel as an energy 

source. One target that the UK needs to achieve is to cut greenhouse gas 

emissions by 80% by 2050 [1]. In the transport section, the electric vehicle (EV) 

will be a necessary key to this achievement. In addition, to reach the target more 

quickly, electricity, which will supply the EVs, should be generated from low-

carbon energy sources [2] and components may produce from bio-materials [3]. 

To encourage people, the UK Department of Transport has announced 

promotions for road users, some examples include: tax benefits for ultra-low 

emission vehicles [4], free parking spaces for EVs [5] and subsidised home 

charging units for EV users [6].    

However, pure EVs still suffer from some limitations such as[1]  

 High cost of the vehicle due to the battery cost, 

 Limited range between recharges, 

 Longer recharge time, and 

 Small number of recharging infrastructures. 

1.1 Background 

Early stages of EV 

Battery electric vehicles (BEVs) were first invented in the early 19th century which 

was around 50 years earlier than the first petrol-powered engine was built [7]. 

However, the BEV did not draw a large amount of attention due to its lower on-

board energy storage. At that time, the use of the lead-acid battery with its specific 

energy at around 0.03 kWh/kg, was hardly comparable with petrol and diesel fuel 

which provided their specific energy at around 46.4 and 48 MJ/kg (12.8 and 13 

kWh/kg) respectively. As a result, this led to the use of the EV being inconvenient 

as they only afforded a short driving range when compared to internal combustion 

vehicles and required a long time for recharging.  
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However, due to the oil crisis in the Middle East in the late 20th century, energy 

shortages and environmental issues became a global concern. The automotive 

industry then had to look for an alternative technology in order to use fossil fuel 

more efficiently and emit less pollution. These approaches challenged the 

automotive designers to develop sustainable powertrain technology. Thus, EVs 

were considered as possible solutions for the above concerns and will become 

one of the candidates for road vehicles in the 21st century [8], [9]. 

Transition from internal combustion vehicles to pure EV 

The hybrid electric vehicle (HEV) is a suitable option at the present time. The 

HEV combines the advantages of using two or more sources of energy. Two of 

those generally used are the internal combustion engine and the electric 

machine. The key advantage of this type of vehicle is its greater fuel efficiency 

compared with that of the conventional internal combustion vehicles, although the 

HEV still requires energy from fossil fuel and produces pollution while being 

driven on the roads. This has led to the need for a vehicle that uses pure electric 

energy, has its alternative on board energy storage [10] and produces zero 

tailpipe emissions such the BEV. Furthermore, it will be beneficial if this electricity 

is generated from low-carbon sources or renewable energy. 

Powertrain conversion    

The traditional BEV is converted from an internal combustion vehicles by 

replacing the internal combustion engine  with an electric machine and the fuel 

tank with an electric energy storage unit [11]. However, the transmission system, 

including clutch, shaft drive, multi ratio gearbox and differential, is still used. As a 

result, this affects overall transmission efficiency and vehicle weight. 

Consequently, the electric machine provides a maximum torque at low speed, 

unlike an internal combustion engine  that provides maximum torque when the 

engine reaches a certain speed. It is possible that an EV can be operated with a 

single or double ratio transmission rather than the five speed transmission of the 

internal combustion vehicles. A simplified and higher efficiency transmission, e.g. 

single-ratio transmission, is possible to use in the BEV as there are many 
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examples of production BEVs, such as well the Tesla Roadster and the Nissan 

Leaf. 

BEVs available in the market 

BEVs tend to be produced more now and are being sold in the marketplace. 

Several automobile companies have introduced a new BEV, such as the Nissan 

Leaf [12], the Mitsubishi MiEV [13], the Tesla Model S, X [14], the BMWi  [15], 

the Smart Fortwo electric drive [16], and the BYD e6 [17]. It is quite likely that the 

BEV will become an everyday-use car since the battery capacity is sufficient for 

use on a regular daily basis. As Loft (2014) [18] suggested, a range of 150 km is 

required to cover at least 95% of all daily distances by a car in both the UK and 

Germany. This is possible within the range per charge provided by most BEVs, 

such as the Nissan Leaf, Tesla Roadster. 

Alternative powertrain topologies 

The major advantage of the BEV over the internal combustion vehicles is their 

flexibility of powertrain arrangement. The possible BEV powertrain topologies 

are: a single electric machine as in the Nissan Leaf [12], front and rear 

independent motors as used in the Tesla Model X [14], rear-wheel-drive by twin 

traction motor with a single speed reduction gearbox as in the Lightning GT [19], 

[20] and in-wheel motors as presented in most of the concept vehicles. 

Benefits and limitations of the flexible powertrain 

By using electric machines as the traction power source, around 80% of energy 

is delivered to the wheels whereas only around 20% efficiency is obtained from 

internal combustion engines because of much energy being lost as heat [1]. In 

addition, mechanical parts such as the mechanical differential can be replaced 

by an electronic one. Eliminating mechanical parts and transferring energy by 

wire can reduce vehicle weight and mechanical losses. This results in less 

complexity in terms of mechanical layout, possible device arrangement and more 

space.  
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However, some BEV topologies, such as an independent wheel drive using an 

electronic differential, increases the complexity of the non-linear control which 

requires an attention to be paid to the design for stability and safety [21], [22]. In 

addition, the integrated motor to the wheel (hub motor) can add weight to an 

unsprung mass, which needs to be considered in vehicle handling dynamics and 

motor vibration [23]. 

1.2 Problem statement 

BEVs provide zero tailpipe-emissions and use energy more efficiently. However, 

it may not possible to switch immediately from internal combustion vehicles to 

BEV due to the many limitations of the BEV, such as energy storage capacity, 

charging facilities [24] and perception of range anxiety.  

Guzzella stated some approaches to improving the tank-to-wheel efficiency for 

EVs in [25] which may increase the attention being paid to the BEV and can be 

described briefly as: 

i. To improve the components’ peak efficiency 

ii. To improve components’ part-load efficiency 

iii. To improve a kinetic energy recuperative system 

iv. To optimise the structure and parameters of the propulsion system, and 

v. To take advantage of the appropriate supervisory control algorithms. 

Since the first three issues are beyond the scope of this study, the rest are of 

more concern; however, this thesis mainly focuses on the fourth issue, which is 

structure and parameter optimisation.     

1.3 Thesis aims, objectives and scope 

This thesis aims to improve the tank-to-wheel energy consumption by using the 

methodology of BEV powertrain components sizing and powertrain system 

optimisation. 

The objectives of this thesis consist of two main concerns; the first objective is to 

develop a methodology to evaluate different possible BEV powertrain topologies 

using multi-objective optimisation. 
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The second objective is to construct and evaluate alternative modelling/ 

optimisation methodologies for BEV powertrain design. The approaches to be 

explored include sensitivity analysis, consideration of differential flatness, 

Chebfun-based methods and multi-disciplinary optimisation. 

This thesis is scope to longitudinal vehicle dynamics, considers only BEV 

powertrain, and focuses on the C-segment passenger car. However, many of the 

methods could be applied more generally.     

1.4 Thesis structure 

In Chapter 2, the fundamentals of the BEV powertrain model simulation will be 

presented and their components will be mathematically described. The 

implementation of the BEV model for estimating the energy consumption by using 

the quasi-static backward simulation method will be explained. This chapter is 

aimed at introducing the general idea of the simulation technique which is 

generally used for powertrain sizing and optimisation.    

Chapter 3 presents the use of a modelling technique as presented in Chapter 2 

to optimise the single-motor single-axle (SM-SA) type BEV. The Nissan leaf, SM-

SA BEV, as it is equipped with a single traction motor and front-wheel drive, will 

be used as a benchmark for the optimisation. Results from this chapter will be 

used to construct the model of different BEV powertrain topologies.  

Chapter 4 presents the multi-objective optimisation between three objective 

functions for four different types of BEV powertrain architectures which are: the 

SM-SA, double-motor double-axle (DM-DA), in-wheel motor single-axle (IWM-

SA) and the in-wheel motor double-axle (IWM-DA). This chapter aims to present 

a comparative study of some possible BEV topologies. This study is based on a 

system level design and optimisation from which some assumptions will be 

included and introduced. Finally, the results will show the merits and limitations 

of energy efficiency, driveability performance and cost between selected 

powertrain architectures.    

Chapter 5 will present an insight into the BEV powertrain parameters by 

determining which of those parameters affect the energy consumption the most. 
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The sensitivity analysis technique will be implemented by starting with first order 

sensitivity analysis to determine the most sensitive parameter in the BEV 

powertrain. Then, the second order sensitivity analysis will also be implemented 

to explore the cross-coupling effect between a pair of powertrain parameters. In 

other words, the first order sensitivity analysis will present the most important 

parameter for the energy consumption and the second order sensitivity analysis 

will determine which pair of parameters have a significant effect on energy 

consumption. These techniques will be applied to the SM-SA BEV and again the 

Nissan Leaf is the case study vehicle.  

Chapter 6 investigates the differential flatness of the BEV powertrain model. 

Differential flatness is a property of the system dynamics which means that if an 

output is flat, the system dynamics can be inverted so that the system input can 

be calculated from the flat output and its derivatives without iteration. This chapter 

presents the background to the simulation techniques used for powertrain 

modelling then introduces the differential flatness and compares them. The 

results will show the advantages and limitations of the differential flatness for BEV 

powertrain modelling and optimisation. 

Chapter 7 presents an alternative technique for BEV powertrain optimisation. The 

technique is comprised of sensitivity analysis, presented in Chapter 5, the 

differential flatness, presented in Chapter 6, and the technique of multi-

disciplinary optimisation with a new computation tool, Chebfun [26]. Moreover, 

the sensitivity analysis technique will be implemented using Chebfun and a new 

result visualisation is presented.  

The final chapter summarises the thesis, indicates the findings, and presents the 

conclusion, contributions and suggestions for future work.     

1.5 Thesis contributions 

The main contribution points of this thesis are in Chapters 4, 5, 6 and 7 and are 

as follows: 

 To evaluate cost and benefit of different powertrain topologies of the BEV. 
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 To develop the second order sensitivity analysis technique to investigate 

the cross-coupling parameters in the BEV powertrain. 

 To determine that the differential flatness property is useful for modelling 

the BEV powertrain for the purpose of components sizing and 

optimisation, and indicate its merits and limitations. 

 To develop and encourage the use of the alternative methodology of BEV 

powertrain sizing and optimisation using the Chebfun computational tool 

and multi-disciplinary optimisation methods. 

1.6 Publications in due course 

Journal publications  

1. Othaganont, P.; Assadian, F.; Auger, D. Sensitivity Analyses for Cross-

Coupled Parameters in Automotive Powertrain Optimization. 
Energies 2014, 7, 3733-3747.  

2. Pongpun Othaganont, Francis Assadian and Daniel J. Auger Multi-

objective optimization for battery electric vehicle powertrain topologies, 

Proceedings of the Institution of Mechanical Engineers, Part D: Journal 

of Automobile Engineering 0954407016671275, published on October 6, 

2016 

Conference publications 

1. Othaganont, P., Assadian, Francis and Marco, James (2012) Battery 

electric vehicle powertrain simulation to optimise range and 

performance. In: Powertrain Modelling and Control conference, University 

of Bradford, UK, 4-6 Sep 2012 

2. Othaganont, P. Assadian., F.; Auger, D., Cycle-based optimisation of 

multi-speed transmission for battery electric vehicles, in Future Powertrain 

Conference: National Motorcycle Museum, Solihull, UK, 25–26 February 

2014 
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2 Battery electric vehicle powertrain components and 
simulation 

The model and its simulation are considered to be an indispensable process for 

concept evaluation, developing a prototype and analysis of a road vehicle. 

Especially for developing EV, where more electrical components, such as electric 

machine, power electronics and battery, are required to be developed 

simultaneously with the mechanical components. These integrations among 

various engineering disciplines increase the complexity of designing and 

analysing the powertrain system [27], [28].         

Consequently, computational modelling and simulation may be considered as a 

design tool to decrease development time and cost [27] and shorten the product 

life cycle. The complexity of the model is dependent on the level of expected 

results. For example, modelling a powertrain of the road vehicle can be steady-

state, quasi-steady or dynamic. Examples of modelling techniques can be further 

studied in [27].      

For developing a longitudinal dynamic of the BEV, generally, performance, cost 

and safety may be considered as key factors in designing the product. Customers 

expect the high performance of a vehicle while the automotive company aims to 

minimise costs while retaining satisfactory performance and safety. As a result, 

model and simulation is a tool used that predicts performance by requiring less 

investment.  

This chapter will describe a model for BEV. A brief introduction of the motor and 

its type will be included. BEV components that are used in this simulation and 

optimisation will be explained in this chapter.  

2.1 Vehicle modelling structure 
When the energy consumption of a passenger car is considered, in an early 

stage, the energy estimates of a road vehicle can be found using computer 

models; these can be used to calculate the amount of energy required to 

complete a given cycle without needing a physical prototype. This modelling 
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process can be carried out using computer software, as described in the literature 

[27]. There are various free vehicle simulation software packages available on 

the market, such as ADVISOR [29] and the quasi-static toolbox [30]. By using 

these tools, many properties such as energy consumption, vehicle performance, 

drivability and cost of the powertrain can be predicted, all before a prototype is 

created. If the energy consumption is considered, one of the most important 

things to identify before simulating the model is how the vehicle will be used. For 

example, a vehicle used in urban or highway traffic consumes energy differently. 

Therefore, the sequence of vehicle simulation for energy estimation is normally 

started by choosing the speed profiles for testing the vehicle – called the driving 

cycle.   

 Driving cycle  
The driving cycle is a standard profile of speed and elevation (and perhaps gear 

shift for a manual transmission vehicle) which are used as a reference to compare 

the emissions of the test vehicle. Driving cycles were originally introduced for the 

comparison of vehicle fuel consumption as measured in dynamometer tests [25], 

[31]. Several commonly used test cycles applied in Europe are NEDC and 

Artemis. 

 New European Driving Cycle (NEDC) 
The NEDC is the standard velocity reference for testing light-duty vehicles in 

Europe. It contains four-repeated cycles of ECE15 that represent urban driving 

and is followed by the EUDC which represents extra-urban driving under high 

speed conditions. Table 2-1 [32] and Figure 2-1 present information and plot the 

NEDC. The details of this driving cycle and legislative emission testing 

procedures can be found in [33]. 

Table 2-1 Details of NEDC driving cycle 

 ECE 15 x 4 EUDC NEDC 

Distance (km) 4.05 7 11.05 

Duration (s) 780 400 1180 

Average Speed (km/h) 18.7 62.6 33.6 

Max Speed (km/h) 50 120 129 
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Figure 2-1 NEDC driving cycle 

 The Artemis driving cycle 

The NEDC contains a smooth and gentle acceleration, while under real road 

conditions more frequent start, stop and rapid acceleration may be required. The 

Artemis driving cycle was developed under the European Artemis project to 

produce a more realistic real-world driving cycle. This driving cycle was created 

from actual driving data collected from Europe [34]. The Artemis speed profile 

includes urban and rural roads, and motorways, details of which are presented in 
Table 2-2 [35]. In this work, simulations have used a “combined” Artemis cycle 

made from two cycles of the “urban” segment followed by two cycles of the “rural” 

segment, then one cycle of the “motorway” segment as presented in Figure 2-2. 

 

Figure 2-2 Combined Artemis velocity reference 
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Table 2-2 Details of Artemis driving cycle 

 Urban Rural Motorway 
Duration (sec) 920 1081 1067 
Distance (km) 4.47 17.27 28.74 
Average speed (km/h) 17.5 57.5 97 
Maximum speed (km/h) 58 112 132 
Speed Distribution (%)    
Idle (0 km/h) 29 3 2 
Low Speed (0-50 km/h) 69 31 15 
Medium Speed (50-90 km/h) 2 59 13 
High Speed (90-132 km/h) 0 7 70 

 The simulation technique 

There are generally two types of technique for vehicle powertrain simulation: 

forward-facing simulation and quasi-static backward simulation. The literature in 

[29], [36] discusses the advantages and disadvantages of these two simulation 

methods, and a brief description is provided in the following sections.   

 Forward-facing simulation 

forward-facing simulation  presents a realistic approach to vehicle simulation as 

it uses a driver model to control the vehicle speed, similarly to a driver controlling 

a car. Figure 2-3 illustrates the structure of a generic forward-facing simulation. 

Starting from the driver model, the reference speed and actual vehicle speed are 

compared giving an “error” signal, and this is used to generate a control signal to 

control the torque to power the vehicle. (Driver models normally use proportional-

integral (PI) controllers). In practice, the source of power of the BEV is an electric 

machine, so a model of this is used to translate throttle and brake commands 

from the driver into torque and mechanical braking signals. Torque will transmit 

from the motor through the transmission and applied as a force at the wheels. 

For this application, to estimate energy consumption, the vehicle is usually 

assumed to simulate the effect of the longitudinal vehicle dynamic only. As a 

result, the effects of the two-dimensional vehicle dynamics are ignored. 
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Figure 2-3 Vehicle forward-facing model 

The advantage of the forward-facing simulation is that it is highly realistic, 

contains many details (dynamics) and normally uses small simulation time-steps. 

This method is used for designing vehicle hardware and detailed control 

development. However, this has to be a trade-off against the computational time-

consuming. 

 Quasi-static backward simulation 

A quasi-static backward simulation, uses an opposite simulation approach 

compared to forward-facing simulation by using speed references (driving cycle) 

as an input rather than controlling the vehicle to follow the desired velocity, as in 

forward-facing simulation. One assumption made with the quasi-static backward 

simulation is that the vehicle will perfectly follow the driving cycle, a diagram of 

quasi-static backward simulation is presented in Figure 2-4. The traction forces 

of the vehicle are calculated from the environmental resistant forces which are 

dependent on the vehicle parameters and the driving cycle. The principle of 

conservation of power is applied from one component to the others; for example 

resultant forces and speeds between tyre and road contact are converted to 

torque and angular velocity to the gearbox. Then power required from the 

gearbox, including gearbox losses, is transferred to the electric machine and 

battery model. As a result, a driver model is not required for this simulation.  

The electric machine in the quasi-static backward simulation as presented in [30] 

is typically modelled using a motor efficiency map. This map is a look-up table of 

the efficiencies, which are a function of the required torque and speed of the 

motor. These data are collected from the testing of a real electric machine at 

steady-state. This simulation type may not represent the real dynamical 

behaviour of the component, as in the forward-facing simulation. However, for the 

Vehicle 
Driver 

(Controller) 

Desired 
Vehicle 
Speed 
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energy consumption estimation and optimisation, the quasi-static backward 

simulation requires less time and less computational resources compared to 

those of forward-facing simulation. 

 

Figure 2-4 Backward-facing simulation 

2.2 Component descriptions 

Two types of common vehicle simulation technique were described briefly in the 

previous section. This section will present mathematical equations to describe 

the fundamental system of BEV, including power flow in the powertrain and 

components of the BEV.     

 Vehicle body and environmental resistance 

Environmental resistant forces for the road vehicle typically include aerodynamic 

drag force, rolling resistant force and force due to the vehicle climbing a slope, 

as presented in Figure 2-5. In order to estimate the energy consumption, these 

forces will be converted to the force required for the vehicle traction. 

The linear traction force, ܨ௧,௜ will be converted to torque at wheels,	 ௪ܶ, by 

௪ܶ,௜ ൌ ௧,௜ܨ ∙  ௗ (2-1)ݎ

and the angular velocity at the wheels,	߱௪, can be calculated by 

߱௪,௜ ൌ
௜ݒ
ௗݎ

 (2-2) 

 

Vehicle Driving Cycle Consumption 
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Figure 2-5 Vehicle body and resistant forces 

Losses from the environmental force result from aerodynamic, tyre rolling 

resistance and the vehicle climbing the slope as described by  

௧,௜ܨ ൌ
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ ௜ݒ

ଶ ൅ ௥ܥ ∙ ݉௩ ∙ ݃ ∙ cosሺߙሻ ൅ ݉௩ ∙ ݃ ∙ sinሺߙሻ ൅ ݉
௜ݒ݀
ݐ݀
	 (2-3) 

where ݒ  is vehicle velocity, ݎௗ	the effective tyre radius, ߩ the air density, ܥௗ the 

drag coefficient, ܣ the vehicle frontal area, ܥ௥ the rolling resistant coefficient, ݃ 

the gravitational acceleration, ܯ௩ the body mass, ݒ the vehicle velocity and ߙ the 

road angle. Figure 2-6 summarises the vehicle model.  

 

Figure 2-6 Quasi-static backward simulation model of the vehicle model 
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 Transmission 

The purpose of transmission is to transform a mechanical power quantity at 

certain speeds with certain torques to different speeds and torques. Transmission 

in a BEV powertrain usually includes the gearbox and final drive. However, this 

model has assumed that the gear ratios associated with the transmission and 

final drive are included in a single unit, as shown in Figure 2-7. This simulation is 

applied to both single speed transmission and two-speed transmission. 

In general, electric machine provides a constant torque from zero speed to base 

speed and supplies constant power after the base speed, as seen in Figure 3-2. 

Because of the benefits of this torque-speed characteristic, it is possible that an 

EV can be used in a constant ratio transmission as can be seen from most of the 

pure EVs, such as the Nissan Leaf, Mitsubishi i-MiEv and Tesla roadster 

[37],[13],[14]. Moreover, single transmission can also benefit the minimisation of 

the drivetrain weight, volume, efficiency losses cost and complexity of the control 

system [38], [39]. The single transmission used in this simulation is described 

below.   

 Single speed transmission 

For a single motor BEV, in order to achieve high efficiency and reduce weight, it 

is possible for the BEV to use a high speed motor and high reduction single speed 

gearbox to reduce motor speed and increase torque. The equations for 

transmission are expressed by 

߱௠,௜ ൌ ߱௪,௜ ∙ ݅௚ (2-4) 

௠ܶ,௜ ൌ
௪ܶ,௜

݅௚ ∙ ௚ߟ
 (2-5) 

where ߱௠	and ߱௪ are angular velocity at motor and wheel, ௠ܶ and ௪ܶ are torque 

at motor and wheel, ߟ௚ is efficiency of the transmission.    

However, several researches have introduced a multiple speed gearbox and 

automatic transmission to increase the efficiency of a pure EV. Xi et al. [40] 
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present the use of automatic manual transmission (AMT) for a pure electric bus 

that was used in China. A three-speed AMT with transmission ratios of 4.03, 

2.446 and 1.507 for the first to third gears respectively was used. Gear changes 

can be performed while the vehicle is in drive without using a clutch. In addition, 

the shift schedule can be determined by vehicle speed and throttle position. The 

results show that when using an AMT system, energy consumption decreases by 

9% and acceleration time is shortened by 18%. 

 Two-speed transmission 

While a motor has the capability to drive an EV by using only a single transmission 

ratio, a two-speed gearbox probably increases the vehicle’s performance in other 

aspects. The motor peak torque drops after the base speed as a result, therefore 

it is possible that a 2nd gear may help to increase wheel torque after the 1st gear 

reaches the base speed, which may result in increased acceleration performance 

and improve slope climbing ability. While the vehicle is running at low speed, a 

1st gear will keep the motor running at high speed to maintain higher efficiency. 

In contrast, when the vehicle is running at high speed, a 2nd gear ratio can also 

reduce the motor speed to keep the motor operating at its most efficient and keep 

the motor within a motor speed limit [39],[41]. 

The mathematical expression used in the two-speed transmission is similar to the 

previous one for single speed, as stated in equations (2-4) and (2-5). However, 

the additional switching routine, which is a function of vehicle speed, is used to 

select a gear ratio and can be described by  

݅௚,௜ ൌ ݂ሺݒ௜ሻ (2-6) 

A specific velocity that makes a decision to change between the lower and upper 

gears is called the shift point. Gear ratio and shift point are selected to find the 

optimum point between acceleration performance and energy consumption over 

the driving cycle. A lower gear (higher number gear ratio e.g. 8:1) is used for 

increased available traction force. This results in improved acceleration 

performance. Moreover, for the gradient test, this gear ratio will also improve hill 
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climbing. For the higher gear (lower number gear ratio e.g. 5:1), this gear will 

reduce the speed of the motor when the vehicle speed is high. As a result, more 

torque is available at the higher vehicle speed and provides better overtaking 

performance at high speed.  

 

Figure 2-7 Backward-facing simulation of transmission model 

 Electric machine 

The electric machine is the sole source of traction torque in a BEV. There are 

various possible choices of selecting an electric machine. Factors which are used 

in the consideration include performance, packaging and maintenance [42].     

  

 Electric machine type for BEV applications 

 Brush motor 

One of the motor types that can be used as an EV traction motor is a simple 

brushed DC motor [43]. Because of its simple structure, the motor is equipped 

with permanent magnets as a stator and a rotating wire coil inside as an armature. 

This motor is named a brush type because of the current flow to the rotor by 

brushes that connect to the commutator. As a result, this type of motor is simple 

and less expensive because of the uncomplicated electronics controls. However, 

there are some disadvantages that make this motor not applicable in an EV [43]. 

Since the motor is a brush type, there is friction between brushes and the 

commutator that generates heat and energy loss. Brush wearing is the main 

problem that affects the maintenance. More importantly, the coil is located in the 

middle of the motor which also generates heat and is difficult to remove.  

 

௪ܶ,௜ 

߱௪,௜

௠ܶ,௜

߱௠,௜
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 Brushless motor 

By using an electronic commutator to replace a mechanical one, the problem of 

brush wearing can be eliminated. Moreover, using a magnetic field that is 

generated by the coil at the outer stator, heat is removed more easily and the size 

of the motor is also reduced. Because of these advantages, the brushless motor 

is preferred to the EV traction motor. Three possible brushless motors for traction 

motors include the induction motor, permanent magnet synchronous motor and 

switched reluctance motor [43]. 

 Induction motor 

Induction motor is widely used for industry and capable for EV application. This 

is because of their mature technology, low cost, light weight and high reliability. 

However, there are some losses due to the current induced in the rotor. This 

results in 1-2% less efficiency than other brushless types [43]. This induction 

motor is used in production BEVs, such as the Tesla Roadster [44].  

 Permanent magnet motor 

Permanent magnet synchronous motor has torque-speed characteristics similar 

to the brush DC motor; however, using an electronic commutator makes 

permanent magnet synchronous motor preferable in EV application. Due to the 

lower inertia, higher power density, higher efficiency and smaller size, permanent 

magnet synchronous motor becomes more attractive for EVs when compared to 

the induction motor. When the speed of the motor increases, back electromotive 

force (EMF) is also increased, which reduces the motor current. As a result, this 

motor is more efficient at higher speed; however, the torque reduces due to the 

reduction of magnetic field strength. The maximum speed is limited to the supply 

voltage because back EMF cannot be greater than the supply voltage. In terms 

of motor cost, permanent magnet synchronous motor needs strong magnets that 

are more expensive than other brushless motors [43]. 

 Switched reluctance motor 

The switched reluctance motor is considered to be one of the attractive 

candidates for the EV traction motor because of its better efficiency over a wider 
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torque-speed range compared to the permanent magnet synchronous motor. 

Thus, its rotor is made from soft iron. This results in low cost and higher speed 

operation. Additionally, no back EMF leads to higher power density. Nonetheless, 

critical disadvantages are difficulty in control and noisy torque ripples [43].  

 Electric machine modelling 

The role of an electric machine is to provide the traction torque during 

acceleration as a motor and to capture the kinetic energy losses during 

deceleration as a generator. The motor power can be calculated from motor 

torque and speed as described by  

௠ܲ,௜ ൌ ௠ܶ,௜ ∙ ߱௠,௜ ⁄௠,௜ߟ 	 (2-7) 

where ௠ܲ and ߟ௠ are power and efficiency of motor 

Power in the mechanical domain (torque and speed) transfers to electrical power 

by a fraction of motor efficiency, which is the function of motor torque, speed and 

size, as shown in 

௠,௜ߟ ൌ ݂ሺ ௠ܶ,௜, ߱௠,௜, ߶ெሻ (2-8) 

where ߶ெis motor size in kW. 

 

Figure 2-8 Quasi-static backward simulation of an electric machine model 

 Electric motor modelling using a motor efficiency map 

Significant factors which affect the efficiency of electric machines include size, 

mass and motor cooling. Different powertrain architectures use different numbers 

of motors and motor sizes. For the same power requirement, the SM-SA type 

needs a single high powered electric machine. On the other hand, the 

independent drive considers two or four small motors, the total power of which is 

௠ܶ,௜ 

߱௠,௜ 
௠ܲ,௜
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equal to that of requirement. As a result, size, mass and method of motor cooling 

may influence the powertrain design. In general, increases in motor power also 

increase motor efficiency [43]. A high speed motor is more likely to have a better 

efficiency than a lower one [43]. This is because the losses in the motor are 

directly proportional to the motor current which is related to torque rather than 

power. Hence motor at which same power rating, a low speed, high torque motor 

is more likely to dissipate higher losses. Similarly, in terms of motor size, a high 

speed motor is likely to be smaller than a low speed, high torque motor [43].    

Guzzella et al. [30] developed a quasi-static toolbox that provided a scalable 

motor efficiency map for the generic motor. This toolbox contains a look-up table 

of the electric machine efficiency in both motor and generator mode. A scaled 

motor map depends on the size of the motor results in modified motor efficiency, 

peak torque and maximum power. The quasi-static motor efficiency map modified 

the torque axis to match the peak power of the permanent magnet synchronous 

motor, as shown in Figure 2-9.  

Figure 2-9 Scalable Motor MAP for Permanent Magnet Synchronous Motor 

 Battery  

The battery is the only source of energy for the BEV. It is an electrochemical 

device that stores electrical energy in the form of chemicals. In this chapter, a 

simple battery model is utilised. A static model of battery consists of an open 
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circuit voltage source and internal resistance is utilised. The battery model for 

quasi-static backward simulation is presented in Figure 2-11. 

 Battery state of charge 

Battery state of charge (SOC), a quantity describing the amount energy available 

in the battery, is calculated from the charge	ܳ௜ remaining related to the maximum 

capacity of the battery ܳ଴ as described by  

ܥܱܵ ൌ ܳ௜
ܳ଴
ൗ 	 (2-9) 

ܳ௜ ൌ ܳ଴ െ න ஻்ܫ ݐ݀
௧

௧బ

	 (2-10) 

where ܳ௜ is an charge available of the battery, ܫ஻்	is the terminal current of the 

battery. Positive current is the discharge and negative current is the charge of the 

battery. Current at the terminal of the battery can be calculated as a function of 

power that is required from the battery and the terminal voltage of the battery, as 

described by. 

஻்,௜ܫ ൌ
௠ܲ,௜

஻்ܸ
ൗ 	 (2-11) 

where ஻்ܸ is a terminal voltage calculated from the open circuit voltage ௢ܸ௖௩	and 

internal cell resistance  ܴ஻,௜ as described by 

஻்ܸ ൌ ௢ܸ௖௩ െ ஻்ܫ ∙ ܴ஻,௜ (2-12) 

By substituting current ܫ஻்,௜	from equations (2-11) to (2-12), the terminal voltage 

can be calculated as the function of power, open circuit voltage and internal 

resistance as in    

஻்ܸ
ଶ െ ௢ܸ௖௩ ∙ ஻்ܸ ൅ ௠ܲ,௜ ∙ ܴ஻,௜ ൌ 0	 (2-13) 

஻்ܸ ൌ
௢ܸ௖௩ േ ඥ ௢ܸ௖௩

ଶ െ 4 ∙ ௠ܲ,௜ ∙ ܴ஻,௜
2

	 (2-14) 
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 Battery pack calculation 

Battery terminal voltage and battery capacity are calculated from the series 

stacks of a battery cell, as shown in Figure 2-10 [45].  

 

Figure 2-10 Battery cell and battery pack for EV 

The open circuit voltage of a battery pack is calculated from the open circuit 

voltage cell and the number of cells in series, as shown by     

஻்ܸ ൌ ௢ܸ௖௩ ∙ ஼ܰ 	 (2-15) 

where ஼ܰ is a battery series stack and the model of the battery can be illustrated 

by Figure 2-11. 

 

Figure 2-11 Quasi-static backward simulation of battery model  

2.3 Battery electric vehicle integrated descriptions  

As mentioned earlier, concerning the quasi-static backward simulation for BEV, 

Figure 2-12 shows the power flow from the driving cycle to the energy 

௠ܲ,௜ ܧ௜ 
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consumption of the battery. This section will describe the integration of BEV 

powertrain components, the method of energy calculation, how weight and cost 

of the powertrain are estimated, the regenerative braking control algorithm and 

vehicle acceleration time calculation.   

Figure 2-12 Power flow of vehicle backward-facing model 

 Energy consumption 

Energy consumption is one of the key objective factors for this study.  The energy 

consumption,	ܧ, calculates the amount of required energy to traction the vehicle 

over a speed profile. Energy consumption can be calculated by the integral of 

power required at the battery terminal over a specific time period as described by 

ܧ ൌ 	න ஻்ܸሺݐሻ ∙ ሻݐ஻்ሺܫ ݐ݀
௧

௧బ

	 (2-16) 

However, in a discrete time simulation, the integration is replaced by  

ܧ ൌ ෍ ஻்ܸ,௜ ∙ ஻்,௜ܫ

௡

௜

	 (2-17) 
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where the positive power ( ஻்ܸ,௜ ∙  .஻்,௜) indicates power is required from the batteryܫ

On the other hand, negative power means power is captured from regenerative 

braking and it is being charged to the battery.  

 Powertrain weight estimation 

Estimation of powertrain weight is described in this section. These equations are 

based on the information using a long-term assumption from [46].  

 Electric Motor weight estimation 

Weight of the motor,	 Mܹotor , can be calculated by 

Mܹotor ൌ 0.532 ൈPMotor,kW ൅ 21.6 (2-18) 

 Transmission weight assumption  

Weight of transmission for an SM-SA is assumed to be constant for all sets of 

gear ratio. However, for the other type of BEV, the assumptions made will be 

described in a later chapter.   

 Battery weight estimation 

Battery weight is simply calculated from the number,	ܰ, of battery cells and 

battery cells’ weight, including battery accessories such as cables and battery 

cooling devices. The equation to estimate battery weight can be described as 

Bܹattery ൌ cܰells,seies,Battery ൈ cܰells,parellel,Battery ൈ cܹell,Battery	 (2-19) 

where cܹell,Battery is weight of a battery cell. 

 Weight of powertrain integration 

The weight of the powertrain is the combined weight of the motor and battery in 

the powertrain, as presented by 

Pܹowertrain ൌ Mܹotor ൅ Bܹattery (2-20) 
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 Powertrain cost estimation 

The cost of the powertrain is estimated by the cost of the motor and the cost of 

the battery. The cost of the motor can be estimated by [46]  

CostMotor,$ ൌ 16 ∙ Mܲotor,kW ൅ 385	 (2-21) 

The cost of the battery can be estimated as presented in  

Costcell,Battery,$/kWh ൌ 11.1ൈ൫ܲ ൗܧ ൯ ൅ 221.1	 (2-22) 

For the battery cell, the cost of the battery in $US per energy capacity in kWh is 

presented as follows: where ൫ܲ ൗܧ ൯ is the power to energy ratio of each battery 

cell.  In this simulation, a value of 4 is assumed for the model of a lithium battery 

[47].  The cost of the battery pack is calculated by 

CostPack,Battery,$ ൌ ൫Costcell,Battery,$/kWh ൅ 13൯ൈCapacitycell,Battery,kWh ൅ 680	 (2-23) 

and is based on information using a long-term assumption from [46]. 

Total powertrain cost can be calculated by the cost of both the motor and battery, 

as presented by  

CostPowertrain,$ൌCostMotor,$൅CostPack,Battery,$	 (2-24) 

 Regenerative braking control rules for BEV 

Without the braking system, a 1500kg vehicle with a speed of 70 km/h requires 

approximately 2 km to bring itself to rest, while with a braking system only a few 

tens of meters are required [48]. The main concern of the braking system is to 

stop the vehicle in the shortest possible distance with safety and comfort [48]. In 

the BEV, the braking system can be either solely regenerative or friction brake, 

or both. The main objective of regenerative braking is to maximise the 

recoverability of kinetic energy associated with vehicle inertia at a given speed. 

The control algorithm is required to switch between friction and regenerative 

braking to make the most of energy efficiency and maintain vehicle safety and 

comfort [49]. 
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This section explains the model of a regenerative braking system and its control 

strategy. The regenerative braking model includes a control strategy to switch 

between the use of a regenerative brake and a friction brake. The main concern 

of this regenerative braking model is to calculate the amount of recoverable 

kinetic energy of the vehicle while the vehicle is in the deceleration period.  

Energy consumption is the priority factor for this simulation, while the vehicle 

dynamics and effects of vehicle stability are beyond the scope of this study. The 

friction brake system normally consists of a hydraulic system. The process of 

switching between regenerative braking and friction braking is estimated by 

reducing the friction brake force (similarly to reducing the hydraulic brake 

pressure in a physical brake system) and compensating the braking torque by the 

use of the electric machine. In this study the detailed process of pressure 

reduction is negligible. Only the recoverable kinetic energy from the regenerative 

braking is being considered.         

 Regenerative braking control strategy 

Control rules are presented to estimate the energy recovered of vehicle braking 

situations. These rules are implemented for vehicle stability and safety purposes.   

1) Maximum regenerative braking torque was limited at the available 

negative torque of the motor at that particular motor speed as 

Rܶegen ൌ max	ሺ Rܶegen,Require, Mܶotor,Regen,maxሻ	 (2-25)	

If the required negative torque is greater than the available motor torque, 

a mechanical friction brake will be operated with the regenerative braking 

to maintain the amount of sufficient brake demanded [50]. 

2) If the vehicle speed is lower than 10 km/h, the regenerative braking will be 

disabled [51]. This is because the amount of energy recovered below this 

speed is very small and the disabled regenerative braking below this 

speed also keeps passengers comfortable [52]. 
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3) For emergency braking (acceleration > 0.7g [48]) all brake forces are 

provided by the friction brake to maintain vehicle safety [53]. It was 

presented in [48] that at a deceleration greater than 0.7g, with a vehicle 

mass of 1500 kg and vehicle speed faster than 70 km/h, a braking power 

of more than 250 kW will be created, which is greater than the maximum 

available power of the motor.         

4) The regenerative braking will be disabled if a battery’s SOC is greater than 

90%. If a charging current is greater than 2C (two times the battery 

capacity in amp-hour) of the battery capacity, then the regenerative 

braking is also limited. This control aims to protect the battery from over-

charging. 

2.4 Powertrain performance and drivability (acceleration time)  

Vehicle acceleration time is considered as a powertrain drivability and 

performance. This factor affects the BEV in terms of ‘how the vehicle is fun to 

drive’ [54] and it will also affect the marketing aspect. The equation to estimate 

this performance is to calculate time to accelerate BEV from 0 m/s to 27.78 m/s 

(0-100 km/h) presented by  

TimeAcceleration	0‐100	km/h ൌ න
݉
௪ܨ

ଶ଻.଻଼

଴
	ሻݐሺݒ݀ (2-26) 

2.5 Chapter conclusion 

This chapter described general idea methods of the estimation of energy 

consumption, weight and cost of the BEV powertrain. The quasi-static backward 

simulation is a main methodology used in this simulation where this technique 

was modified from the quasi-static toolbox. Examples of control algorithms were 

presented, such as the regenerative braking control rules. Finally, these 

techniques will be used for optimising the SM-SA BEV powertrain in the next 

chapter. 
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3 Battery electric vehicle optimisation with single motor 

3.1 Introduction 

This chapter implements the BEV powertrain model from the Chapter 2 to optimise their 

components sizing. The quasi-static backward simulation technique which modified from the 

quasi-static toolbox were used for this simulation. This chapter will limit the powertrain 

topology to the SM-SA type and used the Nissan Leaf (2011/2012 model) as a vehicle case 

study. Two driving cycle, the NEDC and Artemis, will be considered and the optimisation 

technique will be applied to indicate the optimum powertrain sizing. Finally, the results from 

this chapter will be used as a benchmark to optimise different BEV powertrain topologies.   

3.2  Vehicle case study, the Nissan Leaf 

The Nissan Leaf, one of the pure production BEV, has been introduced since 2010. The 

name of the vehicle, LEAF, stands for Leading Environmentally-friendly, Affordable, Family 

car [55] and this indicates that the Nissan Leaf is designed as an everyday use, family car, 

rather than a very high performance sports car. For this reason, the Nissan Leaf will be the 

vehicle case study used for our study as we will be looking to optimise a compact pure EV 

that can be used on a daily basis. At the time that this thesis is being written, the Nissan 

Leaf model 2016 is now available; however, this simulation uses the vehicle information of 

the previous version (the 2011/2012 model) as theses information are used at this study 

started.  

3.3 System model 

The model of the vehicle case study is based on the Nissan Leaf. The front wheel drive with 

a single motor and fixed ratio gearbox is developed as presented in Figure 3-1. This type of 

vehicle topology is called a “Single Motor Single Axle”. The main components of this vehicle 

type include;  

1) The vehicle body, this vehicle information is used to calculate all resistances from the 

external environment.   

2) The transmission, which is the connection between the wheels and motor. It also performs 

as the torque/speed transformer between them.   
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3) The electric machine, which is the sole source of the traction power for the BEV. 

4) Lastly, the battery, which performs as a fuel tank for the BEV as it stores all the energy 

for traction of the vehicle. 

 

Figure 3-1 SM-SA Vehicle layout 

 Vehicle body specification 

The aim of the quasi-static backward simulation is to calculate the transformation of power 

between components. Each of the components provide losses that make the total energy 

increase. For the vehicle body, the power required of the vehicle body will be calculated in 

order to move the vehicle along the driving cycle. Power required by the vehicle body is 

calculated from the product of total torque and speed of the vehicle. Forces that act on the 

vehicle body include aerodynamics drag forces, rolling resistance and vehicle inertial forces. 

The assumption made for this simulation is that the vehicle is travelling on a flat road only 

and any force due to the hill climbing of the vehicle is ignored.  Vehicle speed is calculated 

from the speed that vehicle body perfectly follows the driving cycle and the speed is 

transferred to the rotational speed of the shaft gearbox and motor. The Nissan Leaf details 

of vehicle body specification are presented in Appendix 1.     
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 Transmission and speed ratio 

The Nissan Leaf is equipped with a fixed ratio transmission of 7.94:1. A standard tyre of 

P205/55R16 is provided that has an effective diameter of 0.632 m. As a result, this 

configuration makes the motor spin almost eight time faster than the wheels and this makes 

the motor operate in the high speed and high efficiency areas. 

The fixed ratio transmission provides a higher efficiency compared to those with multi-ratio 

or continuously variable transmission (CVT) transmission [25]. The assumption made in this 

simulation is that the average efficiency of this fixed ratio gearbox is 97%. As the objective 

of this study is to estimate the vehicle energy consumption, then the dimension, package 

size and its volume of transmission is safely ignored. For this optimisation purposes, it is 

assumed that changing the transmission ratio will not affect the weight change of the whole 

vehicle. All transmission properties and their coupling devices, except the gear ratio, will 

remain unchanged.      

In this chapter, a two-speed transmission is provided in order to investigate the amount of 

energy saved compared with the original Nissan Leaf with single transmission. The 

assumption will be made that transmission efficiency will be decreased by 2% due to losses 

in the multi-ratio gearbox and clutch. The weight of the additional gear set will be added to 

the original powertrain weight and the details are presented in the next section.       

 Torque map used in this simulation 

For a quasi-static backward simulation, it is possible to calculate the energy consumption of 

the electric machine by using a static map as presented in [56]. The use of a motor map for 

this energy estimation has been described in section 2.2.3.  In this section motor simulation 

using a static motor map will be explained in more detail.   

A motor map is a 2D lookup table that contains the motor efficiency information. The motor 

efficiency is a function of motor torque and speed as described in equation (2-8). Figure 3-2 

[57] shows the motor efficiency map of the Nissan Leaf. The vertical axis presents the torque 

of the motor and the horizontal axis is the motor speed. The different contour colours show 

the different efficiencies of the motor at a particular torque and speed. The motor map 

presents only a steady stage of the motor efficiency and this information is usually collected 
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by measuring the power when motors are tested with a dynamometer [25]. It can be seen 

from the efficiency map in Figure 3-2 [57] that a range of 85% to 95% energy efficiency is 

produced by the motor which shows that the electric motor is a better efficiency power 

source for the traction of a vehicle compared to those with the average 30% energy 

efficiency of a conventional internal combustion engine vehicle [25]. 

For the simulation this Nissan Leaf motor map has been converted into a lookup table in 

Simulink, as presented in Figure 3-3. A motor map image data was converted into a lookup 

table into a MATLAB’s file with a data interpolation. Once this map has been converted into 

a lookup table, for using with the optimisation process, this modification assumes that the 

speed of the motor is limited at 10,500 rpm in every size of the motor. A peak torque and 

efficiency map was developed according to the standard size of the motor of the Nissan 

Leaf. A unit scale factor for motor power is 80 kW and unit peak torque is 280 Nm. The motor 

can be scaled up or down by multiplying factors to the unit scale of the motor, as presented 

in Figure 2-9. Due to a limit of motor information on the original motor from the Nissan Leaf, 

the assumption was made that an ability to operate in the regenerative braking has an 

identical efficiency to the operation in the traction mode. 

 

Figure 3-2 Motor efficiency map of the Nissan Leaf 

In Figure 3-3, it can be seen that this lookup table provides motor efficiency data in both the 

traction (positive torque) and regenerative braking side (negative torque). The value in the 

z-axis is the efficiency of the electric machine. In the lookup table, it can be seen that these 



 

33 

 

values are greater than 1 and for regenerative braking, are less than 1.  The meaning of 

these numbers in this backward facing simulation is that in the traction mode, power is 

required from the battery for traction and motor losses. On the other hand, when the vehicle 

is in the regenerative braking mode, the motor provides a power (negative power in this 

case) that is conserved from the vehicle inertia and can be stored to the battery. A number 

less than one means less power from kinetic energy can be conserved to charge the battery. 

For example, the power required from the motor for traction at 100 Nm and 200 rad/s can 

be calculated by	100	Nm	ൈ200 rad

s
ൈ1.05 ൌ 21kW. The extra 1 kW is due to the motor losses. 

Moreover, for regenerative braking at -100 Nm (generator mode) and 200 rad/s, the power 

which stored to the battery can be calculated by െ100	Nm	ൈ200 rad

s
ൈ0.95ൌ	19.04	kW.  

  Battery pack 

Battery terminal voltage and battery capacity are calculated from the series-parallel 

combination of battery cells, as shown in Figure 2-10. The open circuit voltage of the battery 

is calculated from the open circuit voltage cell and the number of cells in series, as shown 

in equation (2-15). The Nissan Leaf uses laminate type Li-ion cells with a rated capacity of 

33.1 Ah, detail described in [45]. However, due to the limited information on the battery of 

the Nissan Leaf, the cell open circuit voltage and internal cell resistance are approximated 

from the model of the 20 Ah Li-ion cell, as presented in Figure 3-4 and Figure 3-5. This 

simulation assumes that the temperature of battery remains constant at 25°C. Equations 

(2-9) to (2-15) describe the cell open circuit voltage and cell internal resistance while the 

battery is charging and discharging.      
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Figure 3-3 Motor Efficiency Map in the Lookup Table 

 Vehicle weight 

Equations to calculate the powertrain weight are described in section 2.3.2. the details of 

how the vehicle mass can be estimated is presented in this chapter. It can be seen that the 

weight of the vehicle is importantly effect energy consumption as this issue will be described 

mathematically by sensitivity analysis method in the Chapter 5.  The following section 

separates the calculation of vehicle mass into three main components: electric machine with 

transmission, battery, and vehicle body with chassis.  
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Figure 3-4 Battery discharge and charge open circuit voltage at 25ºC 

 

 

Figure 3-5 Battery internal resistance at 25ºC 
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 Transmission and electric machine weight 

The weight of the electric motor and transmission in the SM-SA simulation are assumed to 

be integrated into a single unit. Fixed ratio transmission is selected in this optimisation, and 

it is also assumed that the gear ratio will not affect the weight of the motor and transmission. 

In other words, during the optimisation process, only the weight of the motor is changing 

and the weight of transmission remains constant.    

The precise weight of the Nissan Leaf motor and transmission are not publicly available; 

however, the weight of the motor is estimated by using equations in the Section 2.3.2. 

 Battery weight  

The weight of the battery pack is calculated by the integration of battery cells, as presented 

in Figure 2-10. The precise weight of each battery cell for the Nissan Leaf was published by 

the battery manufacturer in [45]. The cell weight is 787 g and there are four cells in one 

module and 48 modules in a battery pack. There are 0.787	x	4	x	48	ൌ	151.1 kg for the Nissan 

Leaf 24 kWh battery pack. The assumption of 0.06 kg/kW for mass of thermal management 

system and 0.14 kg/kW for mass of harness and bus bar [46] were made. The total estimated 

cell weight will be 0.975 kg per battery cell; the total estimated weight of the battery pack 

will be 187.4 kg.  

 Calculate the vehicle curb weight 

Vehicle kerb weight based on the original Nissan Leaf is 1521 kg (i.e. based on the 

2011/2012 model). The weight of the powertrain as mentioned previously is estimated. In 

case of a powertrain size change, the difference in powertrain weight is calculated and 

multiplied by a mass compounding factor of 1.6 to compensate for the weight of the vehicle 

chassis. For example, the standard powertrain and battery of the original Nissan Leaf is 

calculated based on equations (2-18) and (2-19). Table 3-1 shows a comparison of vehicle 

weight between the case study vehicle and an example vehicle equipped with 100 kW motor.  
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Table 3-1 Comparison of vehicle weight. 

 Case Study Vehicle Vehicle with 100kW motor 

Motor ሺPower,	Weightሻ 80 kW, 64.16 kg 100 kW, 74.8 

Battery ሺCapacity,	Weightሻ 24 kWh, 187.4 24 kWh, 187.4 

Total Vehicle Weight 1521 kg 1689 kg 

The motor weight will be 0.532	ൈ80൅21.6ൌ64.16	kg and the weight of the battery will be 

96	ൈ2ൈ0.975ൌ187.4	kg.  The total powertrain weight of the 80 kW motor and 24 kWh battery 

will be 64.16൅187.4ൌ251.5	kg. However, if the motor size is increased to be, for example, 

100 kW, the calculation will be 0.532	ൈ100൅21.6ൌ74.8	kg and the overall vehicle weight will 

be ሺ1521‐64.16‐187.4ሻ൅ሺ74.8൅187.4ሻൈ1.6ൌ	1689	kg. 

3.4 BEV powertrain control strategies 

The model used in this study was created by a quasi-static backward simulation technique, 

thus, driver model and powertrain control were not required. However, there are some local 

control rules that have been applied in this SM-SA vehicle simulation. 

 Regenerative braking control  

The detail of the regenerative braking control algorithm was described in section 2.3.4. This 

control strategy will help the simulation to obtain results as close to reality as possible and 

also prevent the effect of vehicle dynamics while using this regenerative braking. 

 Two-speed transmission ratio control   

The vehicle with two-speed transmission and using the gear change algorithm has been 

simulated, as presented in section 2.2.2.  

3.5 Optimisation 

 Optimisation methodologies 

The purpose of this work is to design an energy efficient powertrain for the BEV. It can be 

seen that the main components of a BEV include an electric motor, transmission and battery, 
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as described earlier. By combining these components and changing their size, the energy 

consumption will change. The question then is ‘What is the optimum configuration and size 

of the BEV that will result in using minimum energy consumption while providing sufficiently 

good vehicle drivability?’   

This section aims to introduce an optimisation technique to search for the best possible 

parameters of the BEV that provides a minimum energy consumption and satisfies the 

constraints. Figure 3-6 shows the interconnection diagram of the BEV powertrain 

components. This vehicle simulation divides the BEV powertrain into four individual groups: 

vehicle, transmission, motor and battery. Each group has a function to solve specific 

equations before sending the results to the other relevant groups, e.g. the vehicle energy 

consumption is the result of the operating points of the motor that are affected by motor size 

and transmission ratio. 

The Genetic Algorithm is an optimisation method selected for this study because of its 

robustness and it does not require gradient information. Other gradient based and non-

gradient based optimisation technique may possible to use in this application but this chapter 

is scoped to the Genetic Algorithm  optimisation only.  

 Genetic algorithm 

The Genetic Algorithm  is a computational method to search for the best solution from within 

a search space. This method was inspired by the natural selection of biological evolution 

and was introduced by Holland in the 1970s. The algorithms of this optimisation tool are 

simple, robust and use a derivative-free method that provides a power to search on both 

continuous and discontinuous functions.  

The beginning of the optimisation process is to create a population of optimisation variables 

randomly throughout the search space. Then the variables are coding into a binary string. 

The selection, crossover and mutation methods are mimicked by natural selection. The 

selection process tries to select a fitter individual which is better than the average population 

to be promoted into the next generation. Crossover is a process to exchange information 

between selected individuals. This process is similar to sexual reproduction in nature. In 

terms of the Genetic Algorithm method, crossover is a random process to create two new 



 

39 

 

strings by exchanging an equivalent length of selected strings. Finally, the mutation is a 

process to randomly flip binary bits in an individual chromosome. After these processes 

have been applied to the initial population, the next generation will be created and this 

process is repeated until it exceeds a limited number of generations or meets the 

convergence criteria. Details of Genetic Algorithm can be found in [35].  

 Objective function 

This optimisation uses the single objective as the optimisation technique. The objective 

function in this optimisation is the energy consumption that is calculated for the battery 

model, as described in (2-16). Optimisation equations and the objective function are 

expressed as the optimisation problem:  

minimise ሺܺ஽ሻܬ (3-1) 

where 

ሺܺ஽ሻܬ ൌ ሺܺ஽ሻܧ ൌ න ்ܸ ,஻௔௧௧ሺݐሻ ∙ ሻݐ஻௔௧௧ሺ,்ܫ ݐ݀
௧

௧బ

 (3-2) 

and where the optimisation parameters (XD) are motor size, transmission ratio and battery 

size of the vehicle.   

 Constraints 

Constraints make the optimiser to search within a feasible solution space. Limitation of the 

powertrain will be applied to the constraints as they will be described in this following section. 

 Limitation of motor torque and motor speed 

While the size of the motor was selected by the optimiser, the motor torque has to be large 

enough to complete the driving cycle. The size of the motor can be increased or decreased 

for the motor peak torque, as described in section 2.2.3. The maximum motor speed was 

limited, as described before. While motor size and gear ratio were selected, this constraint 

was applied to reject infeasible solutions when the motor torque and speed exceeded the 

motor limitations.  
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 Limitation on battery current 

The size of battery was also selected by the optimiser. The selection is based on varying 

the number of battery cells in both parallel and series, as described in section 2.2.4. This 

constraint aims to limit the battery charge and discharge current to prevent battery damage. 

Battery discharge and charge currents were limited at 5C and 2C of the total capacities of 

the battery, respectively, where C is the battery capacity in Ah. This limitation prevents the 

optimiser from choosing too few numbers of batteries in parallel.          

 Vehicle range on NEDC  

The range of a BEV defined in this simulation is the minimum distance that can be completed 

within a single charge.  It is dependent on many factors such as driver behaviour, speed of 

vehicle, traffic or weather. However, one of the important factors is driving style.  The US 

Environmental Protection Agency (EPA) has rated the Nissan Leaf model 2011/2012 based 

on a five cycle testing at 34 kWh per 100 miles (21.25 kWh per 100 km). The range of the 

Nissan Leaf for the 2012/2013 model on the NEDC was published as in the 175 km 

range[44]. Due to the limited information on this test regulation, the decision was made to 

start the initial SOC at 100% and repeat the NEDC driving cycle until the SOC dropped 

below 5%. Then the simulation was terminated and the range of the vehicle on the NEDC 

read out. This vehicle range constraint will be beneficial in selecting a battery pack size. 

Without this constraint, a possible result after the optimisation will give a small sized battery 

with a limited range. This is because the smaller battery size will give a minimum vehicle 

energy consumption.   

 Acceleration time 

One aspect of vehicle performance that might affect the vehicle demand and its life-cycle is 

how the vehicle responds to a rapid acceleration. This constraint aims to limit the lower 

boundary of an electric motor size which affects a vehicle’s acceleration time, as described 

later in Section 2.4. Acceleration time was defined in this simulation as the time required for 

the vehicle to accelerate from rest to reach a speed of 100 km/h as presented in equation 

(2-26).  
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Figure 3-6 BEV powertrain components and model signals flow

Powertrain components and signals flow 
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3.6 Optimisation results 
Table 3-2 Optimisation results 

Result   Motor  Battery  Gear1  Gear2 
Shift 
point 

0‐97 
km/h 

Range 
NEDC  Artemis consumption [kWh] 

No.   [kW]  [kWh]  [km/h]  [s]  [km]  combine  urban  rural  motor 

1  Nissan Leaf  80  24  7.9  ‐  ‐  9.5  >175 11.3 0.56 2.2  5.7 

2  Optimise Artemis 1 gear  78.5  23  7.9  ‐  ‐  9.5  >175 11.18 0.55 2.17  5.6 

3  Optimise Artemis 2 gears  71.2  22.3  13.2  4.7  68.1  9.42  >175 11.16 0.53 2.19  5.6 

4  2 gears w/o weight added    71.2  21.8  13.2  4.7  68.1  9.38  >175 10.91 0.52 2.14  5.48 

5  Optimise Urban 2 gear  72.8  23  11.2  9.5  102.2  9.5  >175 N/A 0.54 2.22  N/A 

6  Optimise Urban 1 gear  74  22.5  10  ‐  ‐  9.5  >175 N/A 0.53 2.16  N/A 

7  Optimise Rural 2 gear  73  22.5  12.29  6.64  55.7  9.45  >175 11.28 0.54 2.21  5.66 

8  Optimise Rural 1 gear  78.5  22.3  8  ‐  ‐  9.47  >175 11.18 0.54 2.17  5.63 

9  Optimise Motorway 2 gear  71.2  22.5  12  4.6  74.3  9.5  >175 11.17 0.53 2.19  5.6 

10  Optimise Motorway 1 gear  84  22.5  6.7  ‐  ‐  9.4  >175 11.2 0.56 2.19  5.6 
 

Table 3-3 Optimisation results in percentage change 

Result     Motor  Battery  Gear1  Gear2 
Shift 
point 

0‐97 
km/h 

Range 
NEDC  Artemis consumption [% in kWh] 

No.   [% kW]  [% kWh ]  [‐]  [‐]  [‐]  [% sec]  [‐]  combine  urban  rural  motor 

1  Nissan Leaf  0  0           0     0.00 0.00 0.00  0.00 

2  Optimise Artemis 1 gear  ‐1.88  ‐4.17           0.00     1.06 1.79 1.36  1.75 

3  Optimise Artemis 2 gear  ‐11.00  ‐7.08           0.84     1.24 5.36 0.45  1.75 

4  2 gear w/o weight added  ‐11.00  ‐9.17           1.26     3.45 7.14 2.73  3.86 

5  Optimise Urban 2 gear  ‐9.00  ‐4.17           0.00     N/A 3.57 ‐0.91  N/A 

6  Optimise Urban 1 gear  ‐7.50  ‐6.25           0.00     N/A 5.36 1.82  N/A 

7  Optimise Rural 2 gear  ‐8.75  ‐6.25           0.53     0.18 3.57 ‐0.45  0.70 

8  Optimise Rural 1 gear  ‐1.88  ‐7.08           0.32     1.06 3.57 1.36  1.23 

9  Optimise Motorway 2 gear  ‐11.00  ‐6.25           0.00     1.15 5.36 0.45  1.75 

10  Optimise Motorway 1 gear  5.00  ‐6.25           1.05     0.88 0.00 0.45  1.75 
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Table 3-2 presents the simulation and optimisation results of the Nissan Leaf 

against various types of the Artemis driving cycle. The optimisation results are 

presented in two groups, the first group was optimised against the combined 

Artemis cycle (results numbers two to four) and another group was optimised 

against individual driving cycles such as urban, rural and motorway (results 

numbers five to ten). In each of these driving cycles the optimisation results are 

presented both with a single gear ratio and two-speed gear ratio. Result number 

one presents the simulation of the original Nissan Leaf that is used as a reference 

for other results. Table 3-3 shows the same results as Table 3-2 but in terms of 

percentage difference to the original Nissan Leaf.  

Parameters of the Nissan Leaf that were optimised include motor size in kW, 

battery size in kWh, gear ratio and shift point (when using a two-speed gear). The 

objective function is the total energy consumption when the vehicle completes 

one driving cycle in kWh. Constraints were constructed on the range of the 

vehicle against the NEDC, which had to be greater than 175 km and the 

acceleration time had to be less than 9.5 s.          

In the optimisation against the urban Artemis driving cycle (results numbers five 

and six), it can be seen that the size of the motor can be reduced by 9% and 7% 

when using a two-speed gear and increased gear ratio of around 10:1 

respectively, while the acceleration time stays the same as the original Nissan 

Leaf. The consumption of the Artemis urban reduces by up to 5% when using the 

fixed gear ratio. However, these optimised parameters cannot be used when the 

vehicle is driven on the motorway due to the too high gear ratio that causes the 

motor to operate over the speed limit.        

On the rural driving cycle, this cycle contains the speed profiles that are in the 

middle, between urban and motorway. It can be seen that if a vehicle is designed 

to use a single gear ratio, this driving cycle will give a possible solution for every 

range of speed. The optimisation results show that the best possible gear ratio 

for a fixed gear is 8:1 which is close to the original one of the Nissan Leaf and the 

gear ratio from the optimisation of the combined Artemis cycle with a single gear. 
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For a two-speed gearbox, the consumption on the Artemis rural was similar to the 

original gear ratio of the Nissan Leaf. However, the two-speed gearbox was able 

to reduce the size of the motor by 8% while the acceleration time was improved.  

The optimisation against the motorway driving cycle shows close results between 

the two-speed and single gears. For the two-speed gear, the traction motor can 

be reduced in size by 11% while the acceleration time stays the same and 

consumption improves. For a single gear, the motor has to increase in size by 

5% to keep the acceleration less than 9.5 s.      

For the combined Artemis driving cycle, it is clear to see that the vehicle 

consumption reduces in both a single gear and a two-speed gear. Moreover, the 

acceleration performance also increases when using a two-speed gear. It can be 

seen from the results of the optimised gear ratio that if a single gear were to be 

selected, the ratio of 7.9 gives the best result and this parameter is the same as 

the original result for the Nissan Leaf. However, if a two-speed gear is selected, 

the higher gear ratio will benefit the acceleration time and vehicle driving in urban 

areas because the motor will operate at higher speeds and in more efficient 

areas. Alternatively, a lower gear ratio will be an advantage while the vehicle is 

travelling at high speeds by reducing the motor speed to the most efficient area. 

One additional to be noted that, if the weight of a two-speed gear box is 

decreased and the efficiency is increased by the new technology. It is clear to 

see in result number four that a two-speed gear will improve consumption in the 

combined Artemis driving cycle by more than 3% and also improve consumption 

while the vehicle is operated in individual urban, rural and motorways conditions. 
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3.7 Chapter conclusion 

In this chapter, a Genetic Algorithm optimisation solver was implemented with a 

cost function of minimum energy consumption. These optimisation results 

present the possible powertrain parameters that have minimum energy 

consumption and satisfy vehicle constraints. Constraints used in this optimisation 

include vehicle range, acceleration time, limit of battery current and limit of motor 

torque and speed. Simulation results of regenerative braking control rules were 

presented and implemented within the optimisation. Some findings are 

discovered in this optimisation result include:  

 The battery size should be balanced between required range and required 

vehicle performances. A larger size of battery gave a better result in 

vehicle range but provided some negative effects of acceleration time and 

energy consumption. 

 There are some range of gear ratio which is suitable for each of road 

condition. For example, lower gear ratio of 6.5:1 gave the most efficient 

energy consumption in the motorway condition while a higher gear ratio of 

12.6:1 presents the best consumption efficiency of urban traffic. However, 

to design a powertrain which is capable for every road condition, gear ratio 

range between 8:1 may suitable for this single ration transmission BEV.    

 For the two-speed gearbox, almost 2% of the energy consumption and 1% 

of the acceleration time were improved. These results based on 

assumption of 20 kg weight was added and the transmission efficiency 

was reduced by 2%. 

 In the case of the two-speed gearbox, if the additional weight and 

inefficiency is negligible due to the advanced transmission technology; the 

improvement will be almost 4% of energy consumption and 1.3% of 

acceleration time. 

 Two-speed transmission might be a possible option for the BEV 

manufacturers to increase the powertrain efficiency and vehicle 

performance for BEVs used in a wide range of speed profiles 
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4 A Multi-objective comparison of four BEV topologies 

4.1 Introduction 

In the previous chapter the properties of a conventional SM-SA type of the BEV 

were considered. In this chapter, the investigation is extended to the three 

different types of BEV powertrain.  A comparison study will be performed in this 

chapter to find the benefits and costs of each topology. This chapter will begin by 

describing the BEV topologies considered. The changes and extensions to 

previous modelling methods, equation used and assumptions will be described. 

The results will show a trade-off between three objective functions to the selected 

powertrain topologies. Results and discussions will be described in the later 

section in this chapter. 

 Possibility of using multiple electric machines for BEV 

Due to simplicity of electric powertrain and the advantage of a precise control of 

the electric motor, it is possible to add more traction motors to wheels or to 

another axle of the BEV. These are some possible BEV topologies of the 

research and prototype vehicles.  

 Double electric machine with double axles drive 

Instead of using only a traction motor at either front or rear axle, both axle can be 

driven by their separate motor and gearbox. When two traction sources are 

combined in a single vehicle, with an appropriate controlling method, there are 

more degree of freedom to operate these power sources in the efficiency and 

effective ways. This powertrain topology is already developed in the production 

BEV. The Tesla Model X [14] is equipped with motors and single ratio gearboxes 

in both front and rear axle. This vehicle become a four-wheel-drive BEV which is 

currently available in the market. The manufacturer claimed the acceleration 

performance of 0 to 100 km/s in less than 3 sec.  
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  Multiple machine with independent wheel driven 

To further reduce the mechanical devices, wheel can be individually driven by an 

electric machine. Two traction motors can be used to drive each side of the wheel. 

The speed and torque of left and right wheels can be equalised electronically. 

The mechanical differential is eliminated which results in an improvement in 

efficiency and a reduction in weight [23]. In addition, low speed, high torque 

motors are needed. Fixed gearing, belt drive or planetary gearbox can be 

connected between motor and wheel to reduce the speed of the motor and 

increase torque. Thus, more space becomes available. One of the key 

advantages of this powertrain architecture is that small (power) motors, which are 

working together, increase the chance of optimising the efficiency operating 

points of motors which leads to a reduction in energy consumption [22]. 

Electronics stability control can be performed by applying vehicle dynamics 

control directly to the motor [58].  

This type of machine is widely used in the electric wheelchair. Using two motors 

with a gearbox at each of their wheels. By control these motors, the wheelchair 

can be driven and turned easily. For using with a wheelchair which operated in 

low speed, this concept is possible however, to use with a BEV there are some 

challenges in terms of vehicle dynamics to be considered. It is required to control 

the torque balance between left and right wheels by using an electronic 

differential. This method may increase the complexity of the non-linear control. 

Fail to operate will causing problems in vehicle stability and safety [58].     

Furthermore, by increasing the number of traction motors, two small motors are 

working together instead of one large motor. Therefore, the cost of motor per 

kilowatt is more expensive than a single motor [43]. The number of motor control 

units and power electronic devices also increase. These affect the overall cost of 

the system [58].  

 In-wheel motor drive 

In-wheel motors are one of the current research topics to improve driving 

methods for BEVs [59], [22]. However, the numbers using in-wheel motors in 
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passenger cars are limited number and most of them are still at the research and 

development stage. The use of in-wheel motor drives are also available in 

different areas of research, such as in robotics, as presented in [22]. As in-wheel 

motor wheels are independent from the drive shaft, this motor is also used in 

research on an Omni-direction Kart (OK-1) vehicle which is equipped with a four-

wheel, in-wheel motor which has its ability to turn at 0 radius [60]. These 

researches indicate the possibility of using in-wheel motors in a different type of 

vehicle and discuss the advantages of their high mobility. However, these are 

applied only at low speeds and mainly focus on the motion of the vehicle rather 

than the energy consumption.     

In terms of energy efficiency, the in-wheel motor is integrated into the vehicle 

wheel which then eliminates all the mechanical gears and results in no losses in 

transmission [43]. The in-wheel motor makes a vehicle lighter, more compact, 

and reduces losses by friction losses and heat losses in transmission. All the 

power is transferred by wire which benefits space saving and the flexibility of 

components arrangement and also lowers the centre of gravity [21],[61],[62]. 

Literature in [63] shows the use of a wheel motor on a motor cycle; the results 

show that with a wheel motor and using regenerative braking, it can be increased 

their range by 20%. 

However, there are several negative aspects that might affect vehicle 

performance. The in-wheel motor requires an electronic differential. This is 

important while the vehicle is driving into the curve path. Consequently, this 

results in complex torque and speed control between motors. Moreover, an 

integrated motor in the wheel increases the wheel mass and inertia which causes 

the effect of un-sprung mass, thus affecting stability, safety and comfort [64],[58], 

[61],[65]. 

There are some positive aspects of using in-wheel and independent motors in 

terms of vehicle dynamics and control. The paper in [66] presents the advantages 

of using an electric motor as a direct drive in terms of vehicle stability and control. 

Because the electric motor has some benefits in quick torque generation, possibly 
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torque estimation. The results in most vehicle stability controls, such as anti-lock 

braking system (ABS), direct yaw moment control and integrated vehicle dynamic 

control systems, can be performed more easily than with conventional engine 

vehicles by using the benefits of electric motors. More details on vehicle dynamics 

are also available in [58],[66],[67],[68]. The paper in [69] discusses an assisted 

steering system and global torque control for a four-wheel-independent-drive EV. 

And the paper in [70] implemented torque-vectoring to control vehicle yaw rate 

by controlling left and right motors individually.   

In-wheel motors require high torque/low speed and this may result in more losses 

due to higher current required than with a traditional electric motor. The 

development of an axial flux permanent magnetic machine is considered in [58], 

[61] and this will help to design and select a suitable in-wheel motor to be used 

in the BEV [58],[21].  

 Comparison between different powertrain topologies 

Qian et al. [22] present a comparison of energy consumption between a four-

wheel independent drive and a centre drive EV. This research uses the reference 

vehicle model from the Smartcar EV and rescales the motor efficiency map by 

decreasing motor speed and increasing motor torque by a factor of 0.1 and 2.5 

respectively. By using this scale factor, the motor power remains equivalent to 

the original Smartcar EV. For the four-wheel independent drive, the gearbox was 

eliminated. It was assumed that torque distributed between the left and right 

wheels, wheels are in non-slippery condition and regenerative braking is 

neglected. The results show a more than 13% energy saving compared to the 

traditional centre drive. Research in [71] also presents the concept design of pure 

EV by comparing between a centre drive and a gearless drive. This research 

used the Volkswagen Golf as a reference vehicle.  The results show that due to 

the losses from the gearbox, the centre drive consumed 1-2% more energy than 

the gearless drive.          
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4.2 Selected powertrain topologies 

In this section, three additional topologies are selected to be simulated and 

optimised in this chapter. These topologies are the DM-DA, IWM-SA and IWM-

DA. The details of each of these topologies will be explained in the following 

sections. 

 Double motor, double axles (DM-DA) 

This type of powertrain is extended from the SM-SA type of powertrain. A second 

motor is added at the rear axle and a fixed gearbox was still used for both axles. 

The vehicle then becomes a 4WD vehicle as presented in Figure 4-1. The two 

front and rear vehicle axles become independent because of their own electric 

machine and both are equipped with and independent a single transmission ratio. 

One reason behind this selection is that it was found that the transmission 

efficiency has the most sensitive parameters in the BEV powertrain, more details 

will be discussed in the Chapter 5.  

 

Figure 4-1 Double motor double axles (DM-DA) 

It can be seen from the SM-SA type that, unlike a conventional vehicle, the 

electric machine has enough torque to start traction a BEV and a single ratio 

transmission is sufficient for the BEV application. However, motor efficiency is not 

uniform over the torque and speed range. The most efficient operating points are 
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in a small range of torque and speed as presented as a red area in Figure 3-2. 

Moreover, if the BEV is to be used in every traffic condition (different driving 

cycle), two electric machines at different operating points could give a designer 

greater to match components to requirements. Any given torque demand will be 

met from either axle, so this topology will be equipped with a torque-split algorithm 

that will allocate torque between the two axles. 

 In-wheel motor, single axle (IWM-SA) 

In-wheel motors have been considered for use with EV for many years and they 

can be found as a traction motor for vehicles in many conceptual vehicles. In 

addition, in the academic and research areas, there are literatures contain 

number of sources describing these motors’ use in vehicle traction as presented 

earlier section in this chapter. However, only a small number of in-wheel motor 

production BEVs are available in the market today, probably due to difficulties 

with some of the problems of vehicle handling and complex control algorithm on 

vehicle dynamics. 

If the limitations can be overcome, in-wheel motors have potential for next-

generation BEVs as they offer many benefits. Because of their compact package, 

lighter weight and direct drive, less space is required, and they provide greater 

efficiency because they experience no transmission losses. With a more efficient 

powertrain and lighter vehicle, we might expect better performance and lower 

energy consumption. In this study, it can see if this is true and will seek to 

understand the trade-offs between energy efficiency, acceleration performance 

in relation to other topologies.  

This IWM-SA BEV is similar to the SM-SA, apart from the use of in-wheel motors 

as presented in Figure 4-2. By comparing this vehicle to SM-SA BEV in Figure 

3-1, it can be seen that most of the mechanical linkages (black line) have been 

replaced by electrical linkages (red line). In effect, the gearbox and shaft are 

replaced by electric cables. All traction forces are produced at the wheels and 

use direct drive. 
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Figure 4-2 In-wheel motor single axle (IWM-SA) 

In this topology, the two front in-wheel motors have to be the same size, since 

differing sizes would present challenges for vehicle stability. 

 In-wheel motor, double axle (IWM-DA) 

This topology is similar to the IWM-SA type, but provides four-wheel drive by 

adding another two in-wheel motors at each wheel in the rear axle.  This is 

illustrated in Figure 4-3. The advantage is that each wheel can share the load 

which means that smaller sized motors can be attached in each wheel for the 

same total amount of power compared to others topologies. As in the DM-DA 

type, a torque-split algorithm can be applied to maximise the motor efficiency for 

any given torque demand.  An added benefit of this topology is that the vehicle 

becomes a 4WD, which tends to result in favourable vehicle dynamics.    
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Figure 4-3 In-wheel motor double axles (IWM-DA) 

4.3 System model 

 Modified motor efficiency map for In-wheel motors 

In the first two cases (SM-SA, DM-DA), a scalable version of the permanent 

magnet synchronous machine motor from the Nissan Leaf is used, as mentioned 

in section 3.3.3. However, for the in-wheel motor, the torque and speed 

characteristics are different, as mentioned in section 4.1.1 For a reasonable 

comparison between a conventional and an in-wheel motor, the motor efficiency 

map is based on the original Nissan Leaf map with torque and speed axis 

modification. The torque and speed scale were modified to match the normal in-

wheel motor available in the market. The original motor map provides a peak 

torque at 280 Nm, based on a speed of 280 rad/s and a max speed of around 

1100 rad/s. This motor delivers up to 80 kW of power. For the in-wheel motor, the 

torque scale is extended by a factor of 2.5 at the torque axis to get the max torque 

to 700 Nm and based on a speed of 53 rad/s and a max speed of around 210 

rad/s. The peak power becomes 38.5 kW as presented in Figure 4-4. 
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(a) (b) 

Figure 4-4 Modified motor map for in-wheel vehicle 

(a) Original motor map with 80 kW peak power. 

(b) Modified motor map with 38.5 kW peak power 

 Weight of vehicle 

The equations to calculate the powertrain weight are described in section 2.3.2. 

In this chapter, a method of vehicle mass estimation will be presented in details. 

As can be seen, the weight of the vehicle affects both acceleration performance 

and energy consumption. As it can be seen from the result in the Chapter 5 that 

vehicle mass is a parameter that sensitive to energy consumption. The following 

section separates the calculation of vehicle mass into three components: electric 

machine and transmission, battery and vehicle body. 

 Weight of transmission and electric machine 

This section aims to integrate the weight of the electric machine and its 

transmission into a single unit. It is assumed in this study that the SM-SA and 

DM-DA, each motor is equipped with a single ratio transmission only. And it is 

also assumed that all transmission ratios are uniform in weight calculation.  

The exact weight of the Nissan Leaf motor is not published by Nissan; however, 

the weight of the motor is estimated by using the average weight of the permanent 

magnet motor at the same peak power as the Nissan Leaf. The estimation of 
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motor weight is based on the data available. This table shows assumptions of 

transmission weights in different powertrain topologies. 

Table 4-1 Weight of transmission in different topologies 

Type Transmission weight 

SM-SA Unchanged for every powertrain size 

DM-DA Unchanged for the front axle and 30 kg added for rear axle 

IWM-SA The reduction of 25% applied for overall powertrain weight 

IWM-DA The reduction of 25% applied for overall powertrain weight 

Table 4-1 and Table 4-2 show details of assumptions and the equations on the 

weight of motors and transmission. In this DM-DA type, 30 kg of additional 

transmission is added to the total vehicle weight. And 25% of weight reduction 

will be applied to in-wheel vehicles as they do not require transmission.  

Table 4-2 Weight of motors and transmission in different topologies 

 Front motor Rear motor Transmission 

SM-SA 0.532	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6 No motor Unchanged 

DM-DA 0.532	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6 0.532 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6 30 kg added 

IWM-SA ൫0.532	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6൯ൈ2 No motor 25% removed 

IWM-DA ൫0.532	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6൯ൈ2 ൫0.532 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 21.6൯ൈ2 25% removed 

From these tables, it can be found that if the vehicle is subjected to the equal 

combination of total electric machine power (80 kW SM-SA and 40 + 40 kW DM-

DA) the DM-DA type is always heavier than the SM-SA. These results will be 

shown in the Table 4-4 

 Weight of battery 

The weight of the battery pack is calculated by the integration of battery cells. 

The weight of the battery cell for the Nissan Leaf was published in [45]. The cell 
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weight is 787 g and there are four cells in one module and 48 modules in a battery 

pack. There are 0.787 x 4 x 48 = 151.1 kg. Therefore an assumption can be made 

of 0.06 kg/kW for the mass of thermal management system and 0.14 kg/kW for 

the mass of harness and bus bar [46]. The total weight of cell weight will be 0.975 

kg of battery cell as described by 

஻ܹ௔௧௧௘௥௬ ൌ cܰells,seies,Battery ൈ cܰells,parellel,Batteryൈ0.975	 (4-1) 

The total estimated weight of the 24 kWh battery will be 187.2 kg. The mass of 

the battery estimation in every topology remains the same as the SM-SA type 

because they use a similar type of battery pack. 

 weight of vehicle body and chassis  

Vehicle body and chassis weight are estimated from the original Nissan Leaf total 

kerb weight which is 1521 kg (the 2011/2012 model) and the weight of the 

powertrain which is described previously. In case the powertrain size changes, 

the difference in powertrain weight is calculated and multiplied by a mass 

compounding factor of 1.6 to compensate for the weight increase of the vehicle 

chassis. 

 Cost of powertrain 

Table 4-3 shows details of equations and the assumptions made for calculating 

the powertrain cost. 

Table 4-3 Cost of Motors and Transmission in different topologies 

 Front Rear Transmission 

SM-SA 16 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385 No motor As SM-SA 

DM-DA 16 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385 16 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385 2nd	gearbox ൅ 5%  

IWM-SA ൫16	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385൯ൈ2 No motor As SM-SA 

IWM-DA ൫16	ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385൯ൈ2 ൫16 ൈ ௠ܲ௢௧௢௥,௞ௐ ൅ 385൯ൈ2 As SM-SA 
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Battery cost for every powertrain topology is calculated by the same method as 

presented in this section.  

Costcell,Battery,$/kWh ൌ 11.1ൈ൫ܲ ൗܧ ൯ ൅ 221.1	 (4-2) 

CostPack,Battery,$ ൌ ൫Costcell,Battery,$/kWh ൅ 13൯ൈCapacitypack,Batt,kWh ൅ 680	 (4-3) 

Total powertrain weight and cost are calculated based on the weight and cost of 

the motor, transmission and battery as presented by 

CostPowertrain,$ൌCostMotor,$൅CostPack,Battery,$	 (4-4) 

 Drivability (acceleration time) 

The equation to calculate the acceleration test time is a simple integration of 

traction force, vehicle total mass and velocity. The integration takes a limit 

between 0 m/s to 27.78 m/s (0 – 100 km/h) as presented by 

TimeAcceleration	0‐100	km/h ൌ න
݉

ሻݒ௪ሺܨ

ଶ଻.଻଼

଴
	ݒ݀ (4-5) 

4.4 Multi-objective optimisation on different BEV topologies 

The multi-objective optimisation for the BEV topologies are considered to 

minimise three objectives. The first objective is energy consumption on the 

combined Artemis driving cycle, the second objective is accelerative time from 0-

100 km/h and the last objective is the powertrain cost. The constraint of this 

optimisation is the range of NEDC that require to be greater than 175 km. This 

multi-objective optimisation using Genetic Algorithm solvers from the MATLAB 

Global Optimisation Toolbox, the detail of this software is available from [72]. 

Equation of the cost functions and constraints of this multi-objective optimisation 

are presented by  

 Minimise	 ,ଵሺܺ஽ሻܬ ,ଶሺܺ஽ሻܬ 	ଷሺܺ஽ሻܬ (4-6) 

ଵሺܺ஽ሻܬ ൌ ሺܺ஽ሻܧ ൌ cycle	energy	consumption (4-7) 
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ଶሺܺ஽ሻܬ ൌ ሺacceleration	timeሻ଴ିଵ଴଴ ௞௠/௛ (4-8) 

ଷܬ ൌ CostPowertrain,$ (4-9) 

subject to                 RangeሺNEDCሻ	൒	175	km  (4-10)

4.5 Results 

 Vehicle simulations without optimisation 

Table 4-4 shows the vehicle weight estimation on the different BEV topologies 

when a total 80 kW motor such as the Nissan Leaf was applied to every topology 

and some assumptions are applied to the transmission weight. The first topology, 

SM-SA, a single 80 kW motor at a front axle is applied. In this type the parameters 

are set as a benchmark for the comparison. For the DM-DA, it is applied two 40 

kW motors at the front and rear axle, for the IWM-SA a two 40 kW in-wheel motor 

at each left and right wheel on the front axle and for the IWM-DA is applied a four 

20 kW in-wheel motor at each of their wheels. This comparison presents a vehicle 

weight assumption for different powertrain topologies if the same motor size (80 

kw) and battery size (24 kWh) as the Nissan Leaf is applied.  

The results show that the DM-DA will gain the most extra weight because of using 

an additional motor and gearbox on the rear axle. For in-wheel topologies, a 

smaller sized with four motors are applied; however, due to the beneficial 

gearless drive, an assumption of 25% of powertrain weight reduction was made 

and this made the whole powertrain just a little different from the original case 

study vehicle.    
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Table 4-4 Vehicle weight estimation equivalent to 80kW motor  

 Front motor               

(power, weight, number) 

Rear motor               

(power, weight, number) 

Transmission 

weight 

Different from 

Nissan Leaf (kg) 

SM-SA 80 kW, 64.16 kg, 1 No motor Front only 0 

DM-DA 40 kW, 42.88 kg,1 40 kW, 42.88 kg, 1 
Front and Rear, 

30kg added 
+51.6  

IWM-SA 40kW, 42.88 kg, 2  No motor 25% reduce +0.16  

IWM-DA 20kW, 32.24 kg, 2 20kW, 32.24, 2 25% reduce +32.56 

Table 4-5 shows the simulation results for all objective functions (energy 

consumption, acceleration time and powertrain cost) from the vehicle parameters 

of the Table 4-4 on the combined Artemis cycle. The simulation results show that 

the in-wheel topologies consume less energy consumption than the original 

vehicle case study. The interesting results show that the DM-DA type had around 

50 kg extra added due to the rear axle motor and transmission; however, the 

vehicle consumed around 1% extra energy than the original vehicle. This is 

because of the effect of the motor torque split that divides the vehicle torque into 

front and rear motors efficiently. The next section will show a consumption result 

improved if all motors and transmission ratios are optimised.   

Table 4-5 Estimation of objective functions  

 Total Weight (kg) Acceleration Time (s) Cost (US$) Energy (kWh/100km) 

SM-SA 1521 9.9 8,920.3 16.47 

DM-DA 1572.6 10.5 9,305.3 16.64 

IWM-SA 1521 11.18 9,325.7 15.99 

IWM-DA 1553.6 11.47 10,108 16.05 
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 Results of multi-objective optimization for different topologies 

Figure 4-5 shows the results of the multi-objective optimisation between the 

energy consumption and acceleration time of different BEV topologies. A solid 

line shows the benchmark of the acceleration of the Nissan Leaf. It is clear to see 

that all optimised results in every topology give a better result than the original 

Nissan Leaf. Energy consumption and acceleration performance are traded off 

against each other. Better acceleration requires a large motor with more weight 

that consumes more energy. The Pareto-front in this Figure shows the best 

optimisation results and trade-off between these objectives. 

Table 4-6 shows the detailed results of each topology at the Nissan Leaf 

benchmark (9.9 sec acceleration time). To get this acceleration performance, it 

is required at least an 80 kW motor for every topology. The results show that 

IWM-DA gives the best energy consumption among other topologies with an 

improvement of more than 3% energy from the case study vehicle. The optimum 

result of SM-SA which is similar to the Nissan Leaf shows a small improvement 

from the case study vehicle. To obtain this improvement, the gear ratio of the SM-

SA will be selected a little higher than the case study and requires a smaller sized 

battery. This make the vehicle consume a little better on the combined Artemis 

driving cycle with the same acceleration performance and range. 

Figure 4-6 shows the powertrain cost for each of the BEV topologies. As can be 

seen from Figure 4-5, the IWM-DA gives the best results in both energy efficiency 

and acceleration. However, the disadvantage of this powertrain is the most 

expensive powertrain cost. To compare the energy consumption results with the 

benchmark result from the vehicle case study, a solid line in Figure 4-6 and 

information in Table 4-7 show the benchmark optimisation results between 

powertrain cost and energy consumption. The results show that for the optimised 

SM-SA, a slightly larger motor and gear ratio (84kW, 8.9:1) was selected and the 

battery size was reduced by 1 kWh. This optimisation result was around 2.3% 

cheaper. For other topologies, they are more expensive than the original vehicle. 

There are some interesting points to note, i.e. by using an in-wheel motor, the 
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IWM-SA is about 1% more on cost while the IWM-DA is about 26% more 

expensive. However, an expensive powertrain cost of the IWM-DA type is trade-

off with a better energy consumption and drivability. 

Figure 4-5 Pareto front of acceleration time and energy consumption 

 

Table 4-6 Energy Consumption for Acceleration benchmark (9.9s) 

 Motor Size in kW              
(Front, Rear) 

Transmission 
Ratio

Battery Size 
(kWh)

Energy Consumption 
(kWh/100km), (%)

Case Study 80 kW, not present 7.9, - 24 16.47, (0%) 

SM-SA 80 kW, not present 8.1, - 23 16.4, (-0.5%) 

DM-DA 42 kW, 46 kW 6.56, 6.29 24 16.4, (-0.3%)  

IWM-SA 43kW + 43kW, not present Direct Drive 21.1 16.2, (-1.8%) 

IWM-DA 29kW + 29kW, 17kW + 17kW Direct Drive 22.3 16.0, (-3.3%) 
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Figure 4-6 Pareto front of energy consumption and powertrain cost 

 

Table 4-7 Powertrain cost for energy consumption benchmark (16.47kWh/100km) 

 Motor Size in kW              
(Front, Rear) 

Transmission 
Ratio

Battery Size 
(kWh)

Powertrain Cost        
(US$), (% change)

Case Study 80 kW, not present 7.9,- 24 8,920.3, (0%) 

SM-SA 84 kW, not present 8.99, - 23.07 8710.75, (-2.35%) 

DM-DA 60 kW, 40 kW 7.96, 8.01 24 9631, (+7.96%)  

IWM-SA 61.7kW + 61.7kW , not present Direct Drive 20.57 9002, (+0.91%) 

IWM-DA 65kW + 65kW , 20kW + 20kW Direct Drive 23.3 11258, (+25.98%) 
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4.6 Discussion of results by topology 

 SM-SA 

The SM-SA is the simplest BEV powertrain that uses the most mechanical 

connection between components, thus, the powertrain cost is low and require 

less complex electronics control system. The result shows that 60 kW is the 

smallest motor size to complete the driving cycle. This solution provides the most 

minimum energy consumption but it has a poor acceleration performance.     

This topology provides a greatest benefit in low-cost powertrain but it does not 

give a good trade-off between energy consumption and driveability performance. 

 DM-DA 

This BEV topology has two separate motors in the front and rear axles. Providing 

two motors options and two set of single ratio gearbox, this topology has a benefit 

in improving consumption and performance to the SM-SA as there are more 

options to optimise the powertrain components.  

This topology provided a better power for acceleration with minimum 

consumption than SM-SA. However, the disadvantages are that the powertrain 

cost is still higher than an SM-SA type and it may need a powertrain controller 

with torque split algorithm between front and rear axle. This topology is possibly 

suitable for an off-road BEV that requires power and 4WD ability.    

 IWM-SA 

IWM-SA required a small additional powertrain cost compared to the SM-SA but 

it provided a better energy consumption and acceleration performance. However, 

the IWM-SA is not as good as the IWM-DA in term of energy efficiency and 

drivability performance but for the budget issue. The use of in-wheel motors may 

require a consideration of electronic differential algorithm and the un-sprung 

mass issues.  
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In the author’s point of views, this topology will be suitable for the future small city 

BEV which is not require a high-performance powertrain but sufficient energy 

efficiency and lower price than the IWM-DA. 

 IWM-DA 

IWM-DA is the topology that provided a very good acceleration time with 

minimum energy consumption. The drawback of this topology is their number of 

motors that make it become more expensive. Moreover, without using 

mechanical links between motors, it will be a complex task for the motor control 

algorithm. Vehicle dynamics are still a large issue for this topology. More limitation 

on the motor size will be considered if the vehicle’s dynamic performance is 

investigated. This issue will be interesting to investigate in the future work.  

4.7 Chapter conclusions 

In this chapter the model, assumptions and optimisation results of the selected 

BEV powertrain topologies have been presented. The first two BEV powertrain 

topology, SM-SA and DM-DA, are already available as a production vehicle. 

However, the last two BEV topologies, the in-wheel types, are mostly available 

as a conceptual vehicle and research prototype. The findings in this chapter will 

give comparative details for those selected BEV topologies as far as the 

limitations of powertrain data is available.  

 The first topology, SM-SA, benefit from its simple powertrain. This results 

in a lower powertrain cost compared to the other topologies.  

 The DM-DA topology’s additional motor at the rear wheels gives an extra 

degree of freedom to operate motors in an efficient way. Compared to the 

SM-SA, it is more expensive but it provides a good acceleration with 

minimum consumption.  

 The in-wheel BEV topology has high drivability performance and low 

energy consumption because of the elimination of weight and efficiency 
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losses in mechanical transmission components. It is, however, the most 

expensive.  

Each topology is trade-off between energy saving, driving performance and cost. 

Table 4-8 and Figure 4-7 summarise the keys strengths and weaknesses for each 

topology which may be a guideline for vehicle manufacturers to produce more 

available and a variety of styles of future BEVs.   

Table 4-8 Trade-off between different topologies and objective functions 

 Energy efficiency Driving performance Powertrain cost 

Energy efficiency IWM-DA IWM-DA SM-SA 

Driving performance  DM-DA IWM-SA 

Powertrain cost   SM-SA 

 

 

Figure 4-7 Trade- off between different topologies and objective functions 
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5 Sensitivity analysis for battery electric vehicle  

5.1 Introduction 

Key important components of a BEV powertrain are the electric machine, 

transmission and battery which are required to be designed simultaneously 

because parameters of these components also affect the interaction between 

them. For example, BEV range will be directly affected by the size of battery while 

the vehicle acceleration performance is strongly link to the size of motor. To be 

precise, battery size is not the only parameter that affects the vehicle range but 

motor size and gear ratio are parameter that used for estimating the vehicle 

range.      

In general, BEV powertrain components and their sizing are usually designed 

simultaneously using optimisation technique as described earlier in the previous 

chapters. There is much literature that presents optimisation technique for vehicle 

powertrain in both single objective (e.g. [27],[73],[74]) and multi-objective (e.g. 

[75], [76]). Usually these optimisation techniques just to find the cost function and 

constraints without exploring insight the interaction between components and the 

energy consumption.  

To investigate the effect of parameters on the objective function, a sensitivity 

analysis can be performed on the parameters of the BEV powertrain. Sensitivity 

analysis is a technique to answer the question of which input parameters and 

assumption parameters are the most important to determine the objective 

function. Sensitivity analysis is also used to study the accuracy and robustness 

of mathematical models [77]. It is used in a wide area of research such as 

financials, ecology, nuclear physics and environmental science [78]. In 

engineering, sensitivity analysis has been used in aerospace vehicle design [79], 

in combustion modelling [80] and automotive [81],[82],[83],[84].  

This chapter aims to obtain an insight into the BEV powertrain parameters by 

determining which of those parameters affect the energy consumption the most. 

The sensitivity analysis technique is implemented by starting with first order 
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sensitivity analysis, in Section 5.2.1, to determine the most sensitive parameter 

in the BEV powertrain. Then, the second order sensitivity analysis, in Section 

5.2.2, is implemented to explore the cross-coupling effect between a pair of 

powertrain parameters. Finally, these techniques are applied to the SM-SA BEV 

and use the Nissan Leaf as a vehicle case study as presented in Section 5.3. 

5.2 Mathematical techniques for sensitivity analysis 

The BEV powertrain model can be generalised as an algebraic equation for a fixed 

driving cycle as presented by Guzzella and Sciarretta in [25]. Energy consumption 

can be expressed as an algebraic function of several parameters; 

തܧ ൌ ݂ሺ݌ଵ, ,ଶ݌ … , ୬ሻ (5-1)݌

This technique in the literature [25] shows methods of calculating first order 

sensitivity analysis for a limited number parameters of road vehicle. In this thesis, 

a formal technique is developed that explores the effect of the energy 

consumption sensitivity on the BEV by extending EV powertrain parameters from 

the normal road vehicle such as motor efficiency, gear efficiency and regenerative 

breaking efficiency. Moreover, the effect of cross-coupling between different 

powertrain parameters using the second order sensitivity analysis is also 

introduced in this study. The mathematical technique for sensitivity analysis and 

their application with a case study of the C-segment BEV is explained in the 

Sections 5.3.      

 First order sensitivity analyses from the literature 

In [25], for a fixed-driving cycle, energy consumption can be formulated as a 

quasi-static model of the vehicle parameters:   

തܧ ൌ ݂ሺΦሻ (5-2)

where ܧത 	ൌ 	݂ሺ݌ଵ, ,ଶ݌	 … ,  represents the vehicle key’s parameters. In	୬ሻ݌	

optimization terms, ܧത is the objective function. Sensitivity to parameter ݌୧ can be 

defined in terms of the partial derivatives: 
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ܵ୮౟ 	≝ 	 lim
ஔ୮౟ି୬୭୫→଴

ሾܧതሺ݌୧ି୬୭୫ ൅ δ݌୧ି୬୭୫ሻ െ ୧ି୬୭୫ሻሿ݌തሺܧ ⁄୧ି୬୭୫ሻ݌തሺܧ

δ݌୧ି୬୭୫ ⁄୧ି୬୭୫݌
 (5-3)

Thus 

ܵ୮౟ 	ൌ
തܧ∂

୧݌∂
ሺ݌୧ି୬୭୫ሻ ∙

୧ି୬୭୫݌
୧ି୬୭୫ሻ݌തሺܧ

 (5-4)

This formula describes the change in energy consumed in response to small 

changes in vehicle parameters. 

Equation (5-4) defines the first-order sensitivity analysis common in the literature. 

This analysis shows which parameters most affect the energy consumption at the 

nominal parameter values. For the designer, the result will shows which 

parameters should be considered to improve as a priority and to value them 

accurately. 

In the literature [25], three vehicle parameters, aerodynamics drag area, vehicle 

mass and rolling resistance coefficient are compared. The standard NEDC has 

been used in this literature to investigate the sensitivity of the energy 

consumption. The results show that the mass of the vehicle is the most sensitive 

parameter for the energy consumption.  

The literature [25] presents a very good method and results from the sensitivity 

analysis however, the results themselves were limited to the parameters of the 

vehicle body (drag mass and rolling resistant) only and not investigate into the 

vehicle powertrain such as transmission and electric machine efficiency. 

Moreover, the interaction between parameters has not been investigated. In 

practice, if the gearbox efficiency is improved it is likely that the efficiency of 

electric machine that connected to the gearbox will become more significant. In 

this thesis, the second order sensitivity analysis will present the coupling between 

parameters and help designers to focus on the improvement of the most sensitive 

parameters on the optimisation process. 
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 Expression of second-order sensitivities  

The second order sensitivity analysis is described by 

஍ࡿ
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 (5-5)

This second-order sensitivity analysis indicates the cross-coupling parameters in 

the powertrain equations. The equations (5-6) to (5-11) will present the examples 

of using first and second order sensitivity analysis to examine the sensitivity and 

cross-coupling of parameters. 

To understand the equation (5-5) this following example will give a fundamental 

idea of cross-coupling effect between parameters. Consider a problem: 

E෡  = 0.5pො1+ 0.5pො2 (5-6)

where E෡ is our objective function and pො1and pො2are the considered parameters.  

The sensitivity of parameters is presented by the first-order partial derivative as 

presented by 

SΦ = ሾ0.5 0.5ሿ (5-7)

It can see that E෡ is equally sensitive to each parameter pො1and pො2. Furthermore, it 

can see the second-order sensitivity are  

SΦ
' 	= ቂ0 0

0 0
ቃ (5-8)

which shows that the sensitivities are not cross-coupled: if a small change is 

made in p1, then the sensitivity to p2 will not change.  

Consider another problem 
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E෡ 	=
pො1

pො2

 (5-9)

The first-order sensitivity analysis is: 

SΦ	= ቈ
1

pො2

െ
pො1

pො2
2቉

Φ෡nom

= ሾ1 െ1ሿ (5-10)

and it can see from the equation (5-10) that Eഥ will increase in response to a small 

relative change in p1 but p2 will decrease in a similar quantity. And the second-

order sensitivity analysis is  

SΦ	
' 	=	

ۏ
ێ
ێ
ێ
ۍ    0 െ

1

pො2
2     

െ
1

pො2
2

2pො1

pො2
3

ے
ۑ
ۑ
ۑ
ې

Φ෡nom

=	 ቂ   0 െ1    
െ1 2

ቃ 
(5-11)

 

From the equation (5-11) shows that p1 is sensitive to p2 and vice versa. But if p2 

is increased, the problem becomes more sensitive to p2 itself; however, there is 

not a corresponding relationship for p1. It can see that if p1 is a vehicle’s 

powertrain efficiency and p2 is vehicle mass. It would say that if a vehicle mass is 

reduced, a powertrain efficiency will become an important factor to consider in 

this design.  

In the next section, the techniques of applying formal second-order sensitivity 

analyses are developed and this technique is used for the quasi-static vehicle 

models. The following section shows the parameters of the BEV and the use of 

this sensitivity analysis to help the designer determine the interdependencies of 

the vehicle parameters.  

5.3 Case study in powertrain optimization 

In the previous section, the mathematics for the sensitivity analysis technique 

was introduced; in this section the technique is applied to a case study based on 

a popular real-world vehicle. BEVs have now entered the mass consumer market. 
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The Nissan LEAF a production C-segment vehicle is perhaps the best known. 

This section aims to present a simplified analytical BEV model and perform the 

first and second order sensitivity analysis. Vehicle parameters and powertrain 

components are based on publically available data [44] and are otherwise based 

on the authors’ assumptions: which are based on the range performance data 

provided by the vehicle manufacturer [12]. In particular, this study has aimed to 

reproduce the stated “combined” range of 175 km on the NEDC with a 24 kWh 

battery. 

Figure 5-1 shows a schematic diagram of the BEV powertrain of the Nissan 

LEAF. The vehicle is driven by a single 80 kW motor with a 7.9:1 constant ratio 

transmission at the front wheels. It is similar to the quasi-static backward 

simulation as in the previous chapter, to compute energy consumption, the 

calculations are started at the wheels. Driving cycle gives information of vehicle 

speed and losses due to environment are computed as functions of speed and 

acceleration then the required power at transmission, electric machine and 

battery is determined. Finally, all losses are combined and the energy 

consumption of the vehicle is calculated. 

 

Figure 5-1 Schematic diagram of case study vehicle powertrain. 

The assumption for this chapter are  

i) The nominal average fixed ratio transmission efficiency is 97%. 

ii) The nominal average combine motor and inverter efficiency is 85%. 



 

73 

 

iii) The battery average voltage (modelled as constant) is assumed to be 

345V.   

iv) The charge and discharge battery resistances are taken to be 216 × 10−3 

ohm and 192 × 10−3 ohm. 

The vehicle is also assumed to be driving on a level surface, so gradient effects 

are ignored. Two driving cycles are considered: the NEDC as specified in 

international testing standards [33], and a combined “real-world” cycle made from 

combinations of the well-known ARTEMIS cycles [34]. The “combined” ARTEMIS 

cycle which is used in this chapter consists of two cycles of the “urban” segment 

followed by two cycles of the “road” segment and then one cycle of the “motorway” 

segment as presented in the Section 2.1.1. In the following subsections, algebraic 

equations will be presented for describing the vehicle’s energy consumption. The 

sensitivity analysis is then applied to them. 

 Vehicle model and energy calculation 

In this chapter, the energy balance is considered to be associated with the 

following elements: aerodynamic drag force, rolling friction force, inertial forces, 

transmission losses, losses in the motor, and losses in the battery.  

Energy balance can be classified from the integral of summing force acting onto 

the vehicle and average speed on each of the driving cycle: 

	ܧ ൌ න ෍Fሺݐሻ ∙ ݒ ሺݐሻdt
୘

଴
 (5-12)

Note that for practical reasons, energy,	ܧ, will be scaled so that it is expressed 

per unit distance rather than per unit time (this is consistent with the way 

standards are presented and enables a better understanding of the results). In 

the following equations, xtotal is the driving distance (m). The consumption due to 

aerodynamic losses, EAero, is given by: 

୅ୣ୰୭ܧ ൌ 	
1

୲ܺ୭୲ୟ୪
∙
1
2
ሺ1.25ሻ ∙ ୤ܣ ∙ ୢܥ ∙෍ݒଷ ∙ ݐ ∙ 100

୘

଴

 

ൌ	
62.5
୲୭୲ୟ୪ݔ

∙ ୤ܣ ∙ ୢܥ ∙ ݒ
ଷ ∙ ܶ 

(5-13)
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The energy consumption from rolling resistance is given by: 

୭୪୪୧୬୥ୖܧ 	ൌ 	
1

୲ܺ୭୲ୟ୪
∙ ሺ9.81ሻ ∙ ݉୴ ∙ ୰ܥ ∙෍ݒ ∙ ݐ ∙ 100

୘

଴

 

ൌ
981
୲୭୲ୟ୪ݔ

∙ ݉୤ ∙ ୰ܥ ∙ ݒ ∙ ܶ 

(5-14)

The energy consumption from inertia is given by: 

୬ୣ୰୲୧ୟ୍ܧ 	ൌ 	
1

୲ܺ୭୲ୟ୪
∙ ݉୴ ∙෍ሺܽ୲୰ୟୡ୲୧୭୬

୘

଴

∙ ݒ ∙ ሻݐ ∙ 100 ൌ
100
୲୭୲ୟ୪ݔ

∙ ሺܽ୲୰ୟୡ୲୧୭୬ ∙ ሻݒ ∙ ܶ
 

(5-15)

The energy recovered through regenerative braking is a function of inertia energy 

and percentage of regenerative braking: 

ReGen Inertia ReGenηE E  (5-16)

where EReGen is the energy recovery by regenerative braking and ηReGen is 

regenerative braking efficiency. Gear losses include losses due to the energy 

transfer between environmental losses and electric machine:
 
 

GearLoss Aero Rolling Inertia ReGen Gear( ) (1 η )E E E E E      (5-17)

where EGearLoss is the energy loss in transmission in both traction and regenerative 

braking, and ηGear is the transmission efficiency. 

Motor losses are computed as:
 
 

MotorLoss Aero Rolling Inertia ReGen GearLoss Motor( ) (1 η )E E E E E E       (5-18)

where EMotoLoss is the energy loss in motor in both traction and regenerative 

braking and ηMoto is the motor efficiency. 

Battery energy dissipation is calculated on both discharge and charge current: 

୆ୟ୲୲ୈ୧ୱୡ୦ୟ୰୥ୣܧ 	ൌ ܲ୘୰ୟୡ୲୧୭୬ ∙ ܶ	 ൌ ܫୖ ୑ୗ,୆ୟ୲୲
ଶ ∙ ܴୢ ∙ ܶ ൌ ቆ

ܧ
ܶ ∙ ୆ܸୟ୲୲

ቇ

ଶ

∙ ܴୢ ∙ ܶ
 

(5-19)
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2ReGen
BattCharge c

Batt

[ ]
E

E R T
TV

    (5-20)

where EBattDisCharge and EBattCharge are losses in the battery due to discharge and 

charge the battery. The terms IRMS,Batt, VBatt, Rd, Rc and T are average battery 

current, battery voltage, battery discharge/charge resistant and simulation time, 

respectively. This leads us to the result we have been working towards: the total 

energy equation for the vehicle is: 

Total Aero Rolling Inertia ReGen GearLoss MotorLoss BattDischarge BattcahrgeE E E E E E E E E        (5-21) 

where the terms are given by the expressions above. 

 Energy consumption 

Before a sensitivity analysis is performed, the predictions of energy consumption 

are firstly considered for the models and checked to make sure that they are 

reasonable. Table 5-1 shows the energy consumption on each of the vehicle and 

powertrain components on both NEDC and combined Artemis driving cycles. 

Energy consumption presented in this table is in kWh per 100 km range based 

on Equation (5-21) and with component sizes for the Nissan Leaf powertrain. The 

nominal regenerative braking efficiency is assumed to be 40%, but in this table 

the percentage of regenerative braking efficiency is selected differently to see the 

variation in energy consumption on each powertrain component. It is clear to see 

that the highest consumed energy in both NEDC and combined Artemis are 

associated with the vehicle inertia. The other biggest losses are due to 

aerodynamic drag force, followed by rolling resistant losses. The regenerative 

energy recovery is simply calculated from the percentage of the energy from 

vehicle inertia. Battery losses are also included in this calculation as presented in 

the Equations (5-19) and (5-20). However, battery energy losses are very small 

and it is therefore safe to ignore these losses. 
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 First-order sensitivity analysis 

The techniques of Section 5.2 have been applied to the model and the results are 

shown in Figure 5-2. It can be seen that for both the NEDC and ARTEMIS cycles, 

the most sensitive parameter sensitivities is weight. As the regenerative braking 

efficiency improves, gear and motor efficiency become even more sensitive (note 

that changing the regenerative braking fraction from 40% to 100% results in a 

large relative change). Vehicle inertia sensitivity is reduced when the 

regenerative braking efficiency is improved; however, the relative change is much 

smaller compared with the sensitivity changes of gear and motor efficiencies. The 

aerodynamic and rolling resistance sensitivities are also increased as the 

regenerative braking energy efficiency is improved, but with a smaller relative 

change 

When comparing these two driving cycles, it can be seen that there is a large 

difference in energy consumption, as illustrated in Table 5-1, but the relative 

change in sensitivities are comparable. Some trends have been observed in the 

sensitivities for a single parameter, and they will be presented by several plots. 

In the following section, it will be seen that a second-order analysis could have 

predicted this as well, and also that it can achieve similar results far more quickly 

and easily. 

 

(a) (b)

Figure 5-2 First-order sensitivity analysis of the nominal vehicle parameters. 

(a) NEDC and (b) Artemis Cycle 
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Table 5-1 Energy consumption on the Nissan Leaf in different percentage of 

regenerative braking. 

Energy (kWh·100 km−1) 
NEDC  

0% regen 

NEDC 
40% 

regen 

NEDC 
50% 

regen 

NEDC 
80% 

regen 

NEDC 
100% 
regen 

Aerodynamics 4.03 4.03 4.03 4.03 4.03 

Rolling Resistance 3.05 3.05 3.05 3.05 3.05 

Vehicle Mass 4.95 4.95 4.95 4.95 4.95 

Regenerative Recovery 0.00 −1.98 −2.47 −3.96 −4.95 

Transmission Loss 0.36 0.42 0.44 0.48 0.51 

Motor Loss 1.86 2.16 2.24 2.47 2.62 

Battery Discharge Loss Negligible 

Battery Charge Loss Negligible 

Total Energy (kWh·100 
km−1) 

14.25 12.63 12.23 11.02 10.21 

Energy (kWh·100 km−1) 
Artemis 

0% regen 

Artemis 
40% 

regen 

Artemis 
50% 

regen 

Artemis 
80% 

regen 

Artemis 
100% 
regen 

Aerodynamics 6.42 6.42 6.42 6.42 6.42 

Rolling Resistance 3.05 3.05 3.05 3.05 3.05 

Vehicle Mass 7.91 7.91 7.91 7.91 7.91 

Regenerative Recovery 0.00 −2.37 −3.95 −6.33 −7.91 

Transmission Loss 0.52 0.59 0.64 0.71 0.76 

Motor Loss 2.68 3.05 3.30 3.66 3.91 

Battery Discharge Loss Negligible 

Battery Charge Loss Negligible 

Total Energy (kWh·100 
km−1) 

20.58 18.64 17.35 15.42 14.13 
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 Second-order sensitivity analysis 

Figure 5-3 illustrates the results of second-order sensitivity analysis at the vehicle 

nominal points for NEDC and Artemis. Figure 5-3a shows the results for the 

NEDC in number values and text explanations and the same for Artemis cycle, 

as shown in Figure 5-3b. 

It can be seen that the cross-coupling between the gear efficiency and the motor 

efficiency is very strong, as is the cross-coupling between gear efficiency and 

vehicle mass: the numerical values are close in magnitude to one. There is also 

strong cross-coupling between vehicle mass and motor efficiency. In fact, the 

gear and motor efficiency are also cross-coupled to every parameter. 

Cross-coupling between other parameters is smaller, and there are some cases 

where the cross-coupling is so small that it could be ignored. The same results 

are broadly true for both driving cycles. This relates well to the results shown in 

Figure 5-2: where it can be seen that there is significant coupling between the 

sensitivities to regenerative braking efficiency, vehicle mass, gear efficiency and 

motor efficiency, but not much with the aerodynamic drag area and the rolling 

resistance. 

Figure 5-4 shows second order sensitivity results from selected parameters. In 

Figure 5-4a, energy consumption on NEDC of two parameters between 

aerodynamics and vehicle mass are presented. The black solid line illustrates 

change in vehicle mass only; the blue dash-dot line shows change in 

aerodynamic area only. The red dash line shows changes in energy consumption 

while both parameters are changed simultaneously. It can be seen that there is 

no coupling between aerodynamic drag area and vehicle mass. As a result, when 

varying both parameters simultaneously, the impact on the energy consumption 

is linear due to the parameters being decoupled. 
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Figure 5-4b shows the coupling sensitivities for mass and rolling resistance and 

Figure 5-4c illustrates these sensitivities for mass and gear efficiency. The 

coupling between mass rolling resistance and mass gear efficiency are 

respectively medium and very strong as presented in Figure 5-3. When two 

parameters are varying simultaneously, the impact on the energy consumption 

changes non-linearly as shown in red-dash line. This is due to the coupling effect 

between the aforementioned parameters as presented in Section 5.3.4. 

 

(a) 

 

(b) 

Figure 5-3 Second-order sensitivity analysis for the nominal vehicle parameters.  

(a) NEDC and (b) Artemis. 
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(a) (b)

(c) 

Figure 5-4 Second-order sensitivity analysis results.  

(a) Coupling between mass and aerodynamic drag area (no coupling); 

(b) Coupling between mass and rolling resistance (medium coupling);  

(c) Coupling between mass and gear efficiency (very strong coupling). 
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5.4 Chapter discussion 

The case study above has presented both first- and second-order sensitivity 

analyses. Compared to the literature, this study has considered a large parameter 

set including “traditional parameters” such as drag area and mass, but also 

adding detailed characteristics of the powertrain such as the gearbox efficiency 

and the motor efficiency. For the legally-mandated NEDC and the more realistic 

ARTEMIS driving cycle, it is shown that the greatest sensitivity is to the efficiency 

of the gearbox. This is particularly interesting because there are examples in the 

literature of attempts to reduce BEV energy consumption through the use of 

multiple transmission ratios to improve motor efficiency [85],[86]. Typically, the 

use of multiple transmission ratios makes the gearbox efficiency worse. The 

sensitivity results of this chapter suggest that in this particular case energy 

consumption is actually more sensitive to gearbox efficiency than motor 

efficiency, so it may sound reasonable to keep the more-efficient single-speed 

transmission for the selected vehicle. 

The first-order analysis has shown which parameters have the greatest 

sensitivities, but the second-order analysis has shown how the parameters 

interact with each other. For example, it can be seen that there is very strong 

cross-coupling between the gearbox efficiency and the motor efficiency: this 

result shows that if the motor is made to be more efficient, the gearbox becomes 

(relatively) even more of a problem. If the optimal designs are considered, these 

results show that it need to be mindful of changes that will affect these 

parameters. Small changes of these parameters together is the optimum solution.  

Conversely, some other parameters show that they are not strongly-coupled 

together. For those parameters, it does not need to take cross-coupling into 

account. As well as informing the design process, these sensitivities present 

about the accuracy of the results: if the model is very sensitive to a certain 

parameter, it need to be sure that the models are accurate, because a small 

change would result in significantly misleading results. 
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For the vehicle manufacturer, insight into cross-coupling is useful since it can act 

as a guide as to which aspects of a vehicle configuration are particularly 

interconnected. A vehicle manufacturer will often use multi-objective optimization 

to address the trade-offs between design parameters. A second-order sensitivity 

analysis would aid in selecting the correct set of parameters for this type of 

optimization. A first-order analysis tells the manufacturer which components to 

improve first, but a second-order analysis gives an idea which components will 

be of significance next. In the case study, for example, results show that drag 

area was only lightly coupled to drag gearbox efficiency, so it can work on one or 

the other in confidence, knowing that any gains will not be swamped by a new 

limiting factor. Conversely, it is certainly true that as it makes the gearbox more 

efficient, the efficiency of the motor will become more of a relative problem. It 

would be interesting though probably not tractable to weight sensitivities with 

development costs as a tool to directing research investment. 

The model used in this example is illustrative and some assumptions were made: 

the assumption is that the electric machine efficiency is a constant 85% efficiency 

both when motoring and generating; in practice, it varies. The model of 

regenerative braking is also simplified: some sources in the literature estimate an 

efficiency of around 50% [25], though this can depend greatly on the driving cycle 

and limitations imposed in the interest of good vehicle dynamics. Another 

assumption considers a nominal transmission efficiency of 97%, which author 

feels is reasonable, but may not be perfect. Despite these limitations, author feels 

that the model is adequate for the purposes of this paper: sensitivity analysis 

shows which parameters will have the greatest effect on the results, if 

inaccuracies in the model are significant, sensitivity analysis will highlight this. 

5.5 Chapter conclusions 

This chapter has presented an extended technique for analysing parameter 

sensitivities in modern road vehicles. The new techniques consider first-order and 

second-order effects, showing both the effects on individual parameters and also 

the cross-coupling between different parameter sensitivities. This method is quick 
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and intuitive, and will help a vehicle designer quickly gain extra insights and 

identify cross-coupled parameters. The techniques have been demonstrated on 

an energy-minimisation problem for a C-segment BEV. The parameter set 

considered was larger than that typically encountered in the literature, and 

highlighted the sensitivity of the result to the powertrain efficiency. 

The work to date has considered only a single topology in a theoretical context, 

and it would be interesting to conduct further work determining how useful 

second-order analyses are in practice. Second-order analysis could potentially 

inform research and development work, aiding engineers to understand how 

“limiting factors” interact and giving insight into the technical challenges that will 

arise once today’s problems have been addressed. However, to be certain of 

benefits, it would be worth evaluating the techniques in the context of a 

development project and determining whether the theory translates into useful 

practice.
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6 Modelling EV powertrain as a differentially flat system  

6.1 Introduction 

This chapter presents some possibilities of exploiting the differential flatness 

property of the model to simulate an EV powertrain. The powertrain model in this 

study is limited to a longitudinal vehicle dynamic and electrical energy 

consumption is a main attribute to consider. The well-known methods of 

modelling the longitudinal dynamics of a road vehicle, i.e. the forward-facing 

simulation and quasi-static backward simulation, will be presented and compared 

to the differentially flat property. Differential flatness is a property of the system 

dynamics which mean that if an output is flat, the system dynamics can be 

inverted so that the system input can be calculated from the flat output and its 

derivatives without iteration. Thus if a system output is flat, it becomes very easy 

to simulate the system for a known flat output and unknown inputs. This study 

will link the similar properties of the flatness technique to the well-known 

simulation methods and combine the merit issues from these two.        

Longitudinal vehicle dynamics have been modelled and simulated in earlier 

times, before the electric powertrain became as commonly used as it has 

recently. The purpose of the simulation is to study the gas emissions as it used 

in the conventional internal combustion engine. Since the BEV has zero emission 

at the tail pipe, the energy consumption of the electric powertrain will be a main 

consideration for this simulation. To design HEV, longitudinal vehicle simulation 

is an important tool for designing a powertrain configuration. It is very clear to see 

that, to achieve the optimum energy consumption, a number of literatures show 

that the electric powertrain allows designers to arrange the powertrain 

components in a number of different ways. For example, the recent HEV can 

have its powertrain arranged in at least three ways, i.e. series, parallel and series-

parallel. In addition, as a purely EV, the complexities of the internal combustion 

engine are detached, and there are a considerable numbers of possible 

powertrain topologies, as presented previously in Chapter 4. 
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The chapter starts by introducing the differentially flat property of the BEV 

powertrain model. This property is exploited for estimating energy consumption 

by inverting the dynamics. The merit and limitation of this technique on the BEV 

application is then discussed. The details explanation of forward-facing and 

quasi-static backward methods which are commonly used in powertrain 

simulation will also be addressed in the Section 6.4 to introduce a better 

understanding of these techniques.   

6.2 Modelling and simulation of the EV powertrain 

Computational modelling and simulation are methods of testing the system, e.g. 

the vehicle powertrain, in the preliminary stage without involving physical 

instruments or powertrain test rigs, by using computer programming and 

mathematical equations. These computational tools can save the designer both 

time and cost when designing and evaluating the prototype of the powertrain. 

There are two well-known simulation methods that are used in powertrain design: 

forward-facing simulation and quasi-static backward simulation as will be 

described in detail in Section 6.4. The name ‘forward’ and ‘backward’ indicate the 

energy and power flow in the simulation (engine to wheels as forward, or wheels 

to engine as backward); details of these two will be addressed and explained in 

the following section. 

There are two methods to obtain the results from models of a dynamic system as 

stated by Bosgra in [87] and mentioned again by Hofman in [88].  

 Experimental modelling: this technique aims to find the systematic 

relationship of the real system variables by measuring them during 

experiments  

 Theoretical or physical modelling: this technique uses mathematical model 

and scientific theory to describe the system behaviour.   

This study will focus on the theoretical and physical modelling only. In order to 

obtain the most benefits from the model there are some valuable suggestions 

made by Gao et al. in [27], that the model is representative of the system in all or 
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some aspects depending on the intention of the study. In addition, to create a 

model, there is some trade-off between the amount of assumptions 

(uncertainties), amount of simulation time, and the effort required to set up the 

model to obtain a sufficient level of model accuracy.  

  Dynamical modelling and simulation 

The behaviour of a system is usually described by the dynamical model in a 

format of mathematical equations. One of the classical examples of a dynamical 

model in a mechanical engineering study can be represented by a mass-spring 

and damper system; the resistance and capacitors circuit is also a fundamental 

system for the electrical engineer. Other complex systems such as cruise control 

of the road vehicle, radar tracker and the space-shutter control can be initially 

described by this fundamental dynamical equation. The models of these systems 

can be found in many excellent text books, for example [89],[90]      

Fundamentally, the dynamical system is usually described by this state equation 

format as presented by 

࢞݀
ݐ݀

ൌ ,ሻݐሺ࢞ሺࢌ ,ሻሻݐሺ࢛ ,ሻܴ߳௡ݐሺ࢞  ሻܴ߳௠ݐሺ࢛

ሻݐሺ࢟ ൌ ,ሻݐሺ࢞ሺࢎ  ሻሻݐሺ࢛

(6-1) 

where ࢞ሺݐሻ is a vector of state variables, ࢛ሺݐሻ is a vector of input signals and ࢟ሺݐሻ 

is a vector of output variables. The term 
ௗ௫

ௗ௧
 represents the change of ࢞ሺݐሻ with 

respect to time. Then ݂ and ݄ are the mapping of their arguments to the vectors 

of the appropriate dimension. In other words, this state of the system is a 

collection of variables that summarise the past of the system and are used for 

predicting the future [91]. 

The dynamical modelling and simulation is used for longitudinal vehicle study by 

simulating the vehicle to follow the causality of the powertrain system. For 

example, the vehicle dynamic simulation starts at the desired velocity and the 

vehicle is controlled by the driver model to follow that velocity which is what 
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normally happens in a real-life situation. The driver model controls the vehicle 

speed by either controlling the traction force (engine of motor torque), as is 

usually implemented in a road vehicle, or controlling the traction speed as 

presented in Figure 6-13. Thus the power plant (engine or motor) powers the 

vehicle through the transmission and wheels which causes the vehicle to 

accelerate. This simulation technique is also called forward facing simulation and 

details are described in the Section 6.4.1. 

 Quasi-static backward simulation 

On the other hand, the backward model means inverting the physical causality of 

the powertrain system by using the predefined velocity references as a starting 
simulation process. The velocity reference is also called a driving cycle and is 
usually similar to the term desired velocity in the forward-facing simulation. 

However, the difference between these two simulation techniques is that the 

driving cycle used in the forward-facing simulation requires a driver model (control 

methods) to differentiate between the desired velocity and actual velocity before 

controlling vehicle. In contrast, the quasi-static backward simulation does not 

require the driving model to control the vehicle but makes the assumption that 

the vehicle is perfectly following the velocity references vector,	࢜. The velocity 

reference, ݒ௜, indicates vehicle in each time step, ݐ௜, in every interval, ݄, as 

described by     

௜ሻݐሺݒ ൌ  ௜ݒ

௜ݐ ൌ ݅ ∙ ݄, ݅ ൌ 0,… , ݊ 

(6-2) 

Details of this quasi-static backward simulation is described in the Section 6.4.2 

of this chapter. 

There are two techniques for estimating energy consumption, the forward-facing 

simulation which requires the driver model to control vehicle speed tracking and 

quasi-static backward simulation which is assumed the perfect tracking 

performance. In fact, the issue of tracking performance may cause a different 

result between these simulations. The study in [92] indicates that in the emission 
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legislation, the driving cycle has to be tracked within a certain limit by the human. 

Thus, it was found that two different velocity trajectories (within prescribed limits) 

may result in different fuel consumptions. This leads to the fact that velocity 

tracking performance will affect fuel consumption. 

 Inversion of the dynamical model simulation 

The forward-facing simulation and quasi-static backward simulation are two 

common longitudinal analysis tools for powertrain design the details of these two 

method will be discussed in the Section 6.4. There are some advantageous 

features between both of them which are described in Figure 6-1 by [92]. The 

quasi-static backward simulation was recommended as a tool for the optimisation 

of powertrain design space, powertrain configuration and some system-level 

powertrain control strategies as these applications require a great number of 

simulations during their process. The quasi-static backward simulation provides 

the key advantage of a fast simulation time within an acceptable range of 

accuracy. The forward-facing simulation, on the other hand, provides a greater 

detail of simulation accuracy and the system dynamic behaviour but with some 

drawbacks of a longer time simulation.            

 

Figure 6-1 The combined merits of inverse dynamic simulation 

Froberg et al. presented a simulation method which is fast simulation without 

losing transient dynamical performance in their inversion of the dynamical model 

simulation in 2008. This simulation approach was adapted from the theory of the 
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stable inversion of nonlinear systems. Their development extended the quasi-

static method by including dynamical properties of powertrain, such as transient 

behaviour.  

The difference between quasi-static backward simulation and inversion of the 

dynamical model simulation was stated in [92] as; the quasi-static method uses 

only one state variable i.e., vehicle speed ݒሺݐሻ         

ሻݐሺݑ ൌ ݂ሺݒሺݐሻ, ሶݒ ሺݐሻሻ (6-3) 

While the inversion of the dynamical model simulation may include more states ݖ 

in their simulation. As a result, higher derivatives, such as  

ሻݐሺݑ ൌ ,ሻݐሺݒ൫ܨ ሶݒ ሺݐሻ, ,ሻݐሺݖ ሻ൯ݐሶሺݖ ൌ ࣠൫ݒሺݐሻ, ሶݒ ሺݐሻ, ሷݒ ሺݐሻ൯ (6-4) 

of the speed profile or driving cycle are required. Froberg et al. also extended 

their applications of inverse dynamic powertrain simulation to control the gas flow 

dynamic in a diesel engine presented in [92] 

Petit and Sciarretta presented a solution to the energy management problems of 

an EV by using an inversion-based approach simulation in [93]. They presented 

the EV model as a two-states single-input dynamical system. An electric machine 

modelling was simplified by a DC-type motor. The objective of their study was to 

introduce a simulation tool for an optimum control of EV application. Finally, they 

also claimed that the inversion of the dynamical system provides an effective and 

accurate means of powertrain simulation [93]. 

6.3 Differentially flat system 

The inverse simulation of a dynamical system is claimed to be a technique that 

provides better accuracy than the quasi-static backward simulation method and 

requires less computation time than the forward-facing simulation one [92]. In an 

application of the EV powertrain modelling, some literature was presented in the 

earlier section to confirm these advantages. However, number of research papers 

using this technique in EV powertrain simulation applications are still small in 

number. 
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This section aims to introduce a differentially flat system model of the EV 

powertrain. The model is focused on the application of powertrain sizing and 

optimisation. The rest of this section includes an introduction to the background 

and concept of differential flatness; then the application of an EV powertrain 

energy estimation will be demonstrated and implemented by a case study of 

modelling an electric powertrain. 

 Background 

Differential flatness, also referred to as flatness, is a property of the system 

dynamics in which the control and state vectors of the dynamical system can be 

expressed as a function of the output and its derivatives [94]. Flatness was firstly 

introduced by Flies in 1992 and has been applied in a variety of different 

applications where a predefined trajectory is provided [95]. These applications 

include multi-rotor aerial vehicle [96], [97], [98] wheeled mobile robot [99], control 

strategies of the nonlinear system [94] and also automotive applications.    

A differentially flat system can be expressed by these following equations. Firstly, 

starting with a general nonlinear dynamic system similar to that presented earlier 

in equation (6-1) and presented again in more detail as    

ሶ࢞ ൌ ,ሻݐሺ࢞ሺࢌ  ሻሻݐሺ࢛

࢞ ൌ ሾݔଵ, ,ଶݔ … , ,ࢀ௡ሿݔ  ௡ܴ߳࢞

࢛ ൌ ሾݑଵ, ,ଶݑ … , ,ࢀ௠ሿݑ  ௠ܴ࢛߳

ሻݐሺ࢟ ൌ ,ሻݐሺ࢞ሺࢎ  ሻሻݐሺ࢛

࢟ ൌ ሾݕଵ, ,ଶݕ … , ,ࢀ௣ሿݕ  ௣ܴ߳࢟

(6-5) 

where ࢞ is a vector of the state variables which is represented as an ݊ -dimension, 

 ,dimension-݌ is an output vector of ࢟	,is the input vector of ݉-dimension ࢛

ሼ݊,݉, ,݉,݊} ,ሽ are numbers݌ ሽ݌ 	∈ ܰ and ݉ ൑ ݊ .   

The system (equations) can be called a differentially flat system if, and only if, 

there exists a 
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࢟ ൌ ሾݕଵ, ,ଶݕ … , ,ࢀ௡ሿݕ ݌  ,௣ܴ߳࢟ ൌ ݉ (6-6) 

such that  

࢟ ൌ 	∅ሺ ,࢞ ,ݑ ሶݑ , … , ఈሻݑ (6-7) 

then ࢟ and its derivatives ࢟ሶ , ሷ࢟ , … ., are independent. 

Conversely ࢛ ,࢞ can be expressed as:  

࢞ ൌ ,ݕ൫࣐ ሶݕ , … ,  ఉ൯ݕ

࢛ ൌ ,ݕሺ࣒	 ሶݕ , … ,  ሺఉାଵሻሻݕ

(6-8)

with  

ሶ߮ ൌ ,ሺ߮ࢌ ߰ሻ (6-9) 

Vector ࢟ is called a flat output, and ∅,࣒,࣐ are smooth functions. 

This flat system can be also explained in a simple description, such that: 

1) The nonlinear dynamical equations in (6-5) are those in which ࢞ and ࢛ are 

state variables and input variables respectively. Then if it is possible to 

invert this causality by finding a vector of ࢟ which is an output vector and 

its size is equal to the input vector ࢛, then this vector ݕ is called a flat 

output.    

2) There is a one-to-one relationship between the vector ࢟ and [94],[100] ࢛. 

3) The output ࢟ is differentiable and its successive derivatives ࢟ሶ , ሷ࢟ , … ., are 

independent. 

4) The state vector ࢞ of this differentially flat system and its control input ࢛  

can be expressed as a function of flat output ࢟ and their derivatives as 

presented in (6-8) [100],[101].  

5) This differentially flat system represents its dynamical system without 

dynamics. In other words, time in the dynamical system is removed and 

replaced by a one-to-one mapping between outputs and inputs [102]. As 
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a result, the state variable and control input can be estimated by the 

trajectory of output ࢟ without performing integration [103],[102]. 

The system dynamics as presented in Figure 6-2 can be modelled in the form of 

equation (6-5) as  

Figure 6-2 Mechanical mass-spring-damper system  

The position,	ݔ, of the mass, ܯ, can be defined by  

1ሶݔ ൌ  2ݔ
(6-10)

2ሶݔ ൌ
1
ܯ
ሺെ݇1ݔ െ 2ݔ݂ ൅  ሻݑ

where 1ݔ ൌ 2ݔ ,ݕ	 ൌ ሶݕ	  and ݑ ൌ  is the position ݕ ,is the external force ܨ and where ܨ

of the mass ܯ, ݂ is the friction coefficient and ݇ is the spring coefficient constant. 

Equation (6-10) can be rearranged into the form of equation (6-8) as 

ݑ ൌ ݕ݇ ൅ ሶݕ݂ ൅ ሷݕܯ  

1ݔ(6-11) ൌ  ݕ

2ݔ ൌ ሶݕ  

Thus the mass-spring-damper system is a flat system. 

 Flatness in automotive applications 

There are some examples in which the flatness system was also implemented 

and applied to automotive and electric powertrain applications. For example, the 

study in [104] presented the use of a flatness based control for anti-slip regulation 
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of a hybrid vehicle by controlling the torque from the electric motor to eliminate 

rear wheels slip. Three control laws were compared: PI control, a linearising 

feedback control and flatness based control. The flatness control in this study 

was presented as a feedforward controller which required a flat output to 

command system dynamics. As a result, an open loop control law can be 

implemented using flatness in this system. 

The study in [105] presented the design of a feedforward controller of an HEV 

drivetrain by using a differential flatness approach. The two-degree of freedom of 

the electric drivetrain structure was presented. The electric machine torque and 

speed controller were implemented with a feedforward control design using the 

differential flatness. The study illustrates the simplicity and efficiency of the 

flatness based feedforward controller design of the HEV powertrain.   

The study in [106] presented the control algorithm of multi-sources of energy for 

the electric traction of a road vehicle. The lithium-ion battery was considered to 

be the primary energy source and the supercapacitors provided an additional 

power source. The flatness principle was implemented to control the nonlinear 

energy flow between energy sources within the DC voltage bus (DC power lines). 

This control strategy generates reference trajectories of electrostatic energy 

contained in the capacitors to control the bus voltage without solving any 

differential equations. 

The study in [102] presented the control approach of the hybrid power sources, 

which are fuel cell and supercapacitor, using a differential flatness-based 

controller. A control method for power source supplied distribution was 

implemented using a flatness approach. This study states that using a differential 

flatness property results in proposing simple solutions to manage and stabilise 

the hybrid energy sources. 
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 BEV powertrain model as a differentially flat system 

 Powertrain equations 

It can be seen from the dynamics equation that the velocity can be calculated 

from equation (6-40). Recalling the fundamental equation of longitudinal dynamic 

of road vehicle as 

ሻݐሺݒ݀

ݐ݀
ൌ

1
௩ܯ

ሺܨ௧ሺݐሻ െ ሻሻ (6-12)ݐ௥ሺܨ

If the traction force is mainly considered, the equation can be arranged as  

ሻݐ௧ሺܨ ൌ ሻݐ௥ሺܨ ൅ ௩ܯ ∙
ሻݐሺݒ݀
ݐ݀

 

௧ܨ ൌ ௥ܨ ൅ ௩ܯ ∙ ሶ࢜

(6-13)

where ܨ௧ is the traction force, ܯ௩ the total vehicle mass and inertia, ࢜ሶ  the vehicle 

acceleration, and the acceleration 
ௗ௩ሺ௧ሻ

ௗ௧
 can be rewritten as ࢜ሶ  in this equation. 

The ܨ௥ which are environmental forces and can be described as    

௥ܨ ൌ Aerodynamicܨ	 ൅ resistant	Rollingܨ ൅  Slopeܨ

௥ࡲ ൌ 	
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ |࢜|࢜ ൅ ௥ܥ௕݃ܯ ൅ ௕݃ܯ sin  ߙ

(6-14)

where ߩ is the air density, ܥௗ the drag coefficient, ܣ the vehicle frontal area, ܥ௥ 

the rolling resistant coefficient, ߙ the slope angle,	݃ the gravitational acceleration, 

 which is represented in bold, represents a vector of the ,࢜ ௕ the body mass andܯ

vehicle velocity. 

It can be described that  

࢜ ൌ ሾݒଵ, ,ଶݒ … ,  ௣ሿݒ

ሶ࢜ ൌ ሾݒሶଵ, ,ሶଶݒ … ,  ሶ௣ሿݒ

(6-15)

where ࢜ and its derivative, ࢜ሶ , are vectors with dimension ݌. 

Equation (6-13) can be rewritten as  
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௥ࡲ ൌ
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ |࢜|࢜ ൅ ௥ܥ௕݃ܯ cos ߙ ൅ܯ௕݃ sin (6-16) ߙ

where ࡲ௧ is a vector with dimension	݌ similar to vectors ࢜ and ࢜ሶ  . 

This force ࡲ௧ is the traction force of the vehicle body. If the torque in the 

powertrain which is used to propel the vehicle is considered, the equation can be 

described as 

௪ࢀ ൌ ௧ࡲ ∙ ௗ (6-17)ݎ

where ࢀ௪ is a vector of the traction torque at the wheels and ݎௗ is an effective 

tyre radius   

Torque is transferred from wheels to motor via transmission. If the BEV is 

considered as a single gear ratio, torque between wheels and motor can be 

described as  

௠ࢀ ൌ
௪ࢀ

݅௚ ∙ ௚ߟ
൅ ܾ࣓௠ ൌ ௅ࢀ ൅ ܾ࣓௠ (6-18)

where ࢀ௠ is a vector of torque at the motor, ࢀ௅ is a motor load torque (not 

including motor friction), ݅௚ is a single speed gear ratio, ߟ௚ is a gearbox efficiency 

and ܾ is a mechanical friction coefficient in the motor. 

Similarly, the speed of the motor is modified from the speed of the vehicle and 

can be calculated through the gearbox and wheel radius by 

࣓௠ ൌ ࣓௪ ∙ ݅௚ ൌ
࢜
ௗݎ
∙ ݅௚ (6-19)

where ࣓௠ is a vector of motor speed, ࣓௪ is a vector of speed at wheels. 

Mass of the vehicle can be defined as the mass of the body ܯ௕ and total mass of 

the vehicle including rotational inertia ܯ௩ as presented by 

௩ܯ ൌ ܾܯ ൅ ቀ݉ܬ ൅ ቁ݁ݒ݅ݎܦ݃ܬ ∙
݅݃
2

݀ݎ
2 ൅ ݊݁ݒ݅ݎܦ݃ܬ ∙

1

݀ݎ
2 

(6-20)

where ܬ௠, ,௚஽௥௜௩௘ܬ  ௚஽௥௜௩௘௡ are moments of inertia of the motor, drive and drivenܬ

gear respectively. 
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If a DC motor is considered, motor current ࡵ௠, can be described as function of 

torque at the motor and the motor constant, ܭ௠ 

௠ࡵ ൌ
௠ࢀ
௠ܭ

 (6-21)

where ࡵ௠ and ࢀ௠ are vectors of dimension ݌. 

To combine equations (6-17) to (6-21), the motor current ࡵ௠ can be described as 

the speed input ࢜ and its derivatives, as in 

௠ࡵ ൌ
௠ࢀ
௠ܭ

ൌ
௪ࢀ

݅௚ ∙ ௚ߟ ∙ ௠ܭ
൅
ܾ࣓௠

௠ܭ
ൌ

1
௠ܭ

ሺ
௧ࡲ ∙ ௗݎ
݅௚ ∙ ௚ߟ

൅ ܾ
࢜
ௗݎ
∙ ݅௚ሻ 

௠ࡵ ൌ
ௗݎ

݅௚ ∙ ௚ߟ ∙ ௠ܭ
∙ ሺ
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ |࢜|࢜ ൅ ௥ܥ௩݃ܯ ൅ ௩݃ܯ sin ߙ ൅ ሶ࢜௩ܯ ሻ ൅

ܾ ∙ ݅௚
ௗݎ

∙  ࢜

(6-22)

 

The motor current ࡵ௠ can be differentiated and presented as; 

ሶ௠ࡵ ൌ
ௗݎ

݅௚ ∙ ௚ߟ ∙ ௠ܭ
∙ ሺߩ ∙ ௗܥ ∙ ܣ ∙ ࢜ ൅ ሷ࢜௩ܯ ሻ ൅

ܾ ∙ ݅௚
ௗݎ

∙ ሶ࢜   (6-23)

If the voltage supply to the DC motor is considered, the following equation 

presents a simple DC motor the voltage supply ࢂ of which can be described as a 

function of the vehicle velocity, ࢜ 

࢓ࢂ ൌ ሶ݉ࡵܮ ൅ ݉ࡵܴ ൅ ݉ܭ ∙ ࣓݉ 

࢓ࢂ ൌ ܮ ቊ
ௗݎ

݅௚ ∙ ௚ߟ ∙ ௠ܭ
∙ ሺߩ ∙ ௗܥ ∙ ܣ ∙ ࢜ ൅ܯ௩࢜ሷ ሻቋ ൅ ܴሼ

ௗݎ
݅௚ ∙ ௚ߟ ∙ ௠ܭ

∙ ൬
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ |࢜|࢜ ൅ ௥ܥ௩݃ܯ ൅ ௩݃ܯ sin ߙ ൅ܯ௩࢜ሶ ൰ ൅

ܾ ∙ ݅௚
ௗݎ

∙ ሽ࢜ ൅ ௠ܭ ∙
࢜
ௗݎ
∙ ݅௚ 

(6-24)

where ࢂ and ࢜ are vectors of similar dimension ݌. 

 Driving cycle modification 

The NEDC, which is used for the emission test, originally provided the data 

resolution in every one second (1Hz) [33]. In this section the driving cycle 

modification has two main objectives. Firstly, the driving cycle has to be 

differentiable in order to be used with the differential flatness simulation. 
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Secondly, a better data resolution will be beneficial in providing more information 

on transient behaviour. 

The one hertz driving cycle is interpolated to the required frequency by using the 

Hermite piecewise cubic function [107] as presented in Figure 6-3. Piecewise 

cubic is a function defined for all time ݐ (in Figure 6-3) which is a cubic polynomial 

will be interpolated between the original one hertz data. A piecewise cubic 

interpolant ݒ௖ሺݐሻ, is a piecewise cubic which interpolates the data.                 

As the interpolated data are required to be differentiable, the Hermite cubic 

interpolant, using a cubic spline which is provided with two continuous 

derivatives, is implemented. Basically, in each interval of original data ሾݐ௜,  ,௜ାଵሿݐ

the interpolated velocity ݒ௖ሺݐሻ is represented by four coefficients of the cubic 

function. This cubic function represents interpolated data between intervals. The 

detail of this piecewise interpolation can be further consulted in [107]. 

MATLAB provides standard functions of piecewise interpolation with the 

commands of ′spline′ and ′pchip′ [108]. In this study, these two commands were 

implemented to interpolate the velocity data. In Figure 6-3, it is clear that both 

functions are passed through the data but they interpolate differently. The spline 

function gives a better smoothness and is closer to the original data but has more 

overshooting, while the pchip give a better tracking without overshooting the 

original data.                  
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Figure 6-3 Pchip and spline piecewise interpolations   

  Electric machine parameterisation 

The differences between the modelling of electric machine in quasi-static 

backward simulation and the flatness simulation are that the quasi-static 

backward simulation presented by [30] models the motor efficiency map as a 

looking-up table, as presented in Figure 6-14, while the flatness simulation model 

electric machine from dynamical equations uses motor physical parameters. This 

section describes a method of parameterising the electric machine equations by 

using available data from the published motor specifications. This electric 

machine parameterisation starts from the dynamical equation as presented by    

ܸ݉ ൌ ሶ݉ܫܮ ൅ ݉ܫܴ ൅ ݉ܭ ∙ ߱݉ 

௠ܶ െ ௅ܶ െ ௠߱ܤ ൌ ܬ ሶ߱௠ 

௠ܫܭ െ ௅ܶ െ ௠߱ܤ ൌ ܬ ሶ߱௠ 

(6-25)

If the steady state is considered, all transient parameters can be eliminated. Then 

equation (6-25) is replaced by  

ܸ݉ ൌ ݉ܫܴ ൅ ݉ܭ ∙ ߱݉

௠ܶ ൌ ௠ܫܭ ൌ ௅ܶ ൅  ௠߱ܤ
(6-26)
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Motor power can be obtained by a product of motor current and voltage and is 

represented by 

ܲ ൌ ݉ܫܸ݉ ൌ ݉ܫܴ
2 ൅ (27-6) ݉ܫ݉߱݉ܭ

The efficiency of the motor can be defined by a fraction between outputs and 

inputs, as the output is the mechanical torque and the input is electric power. The 

motor efficiency can be presented by starting with the fundamental output/input 

equation as 

௅,࣓௠ሻࢀ௠ሺߝ ൌ
௠ܶ߱௠
௠ܸܫ௠

ൌ
ሺ ௅ܶ ൅ ௠ሻ߱௠߱ܤ
௠ଶܫܴ ൅ ௠ܫ௠߱௠ܭ

ൌ ௅ܶ ൅ ௠ଶ߱ܤ

ሺ ௅ܶ ൅ ௠ሻ߱ܤ
௠ܭ

∙ ሺܴ
ሺ ௅ܶ ൅ ௠ሻ߱ܤ

௠ܭ
൅ ௠ܭ ∙ ߱௠ሻ

 (6-28)

Finally, the efficiency can be determined with a function of the torque load ௅ܶ and 

motor speed ߱௠. 

The steady-state efficiency data of the electric motor can be obtained by motor 

testing and is usually published as the motor technical datasheet. The motor’s 

unknown parameters ܭ௠, ܴ and ܤ can be estimated by comparing the motor 

efficiency in equation (6-28) with the published motor efficiency information. To 

compare these parameters, a minimisation technique could be implemented by 

using the cost function as 

minܨሺܭ௠, ܴ, ,ܤ ௅ܶ, ߱௠ሻ ൌ min ෍ ሾߝ଴ሺ ௅ܶ, ߱௠ሻ െ ,௠ܴܭ௠ሺߝ ,ܤ ௅ܶ, ߱௠ሻሿଶ
ಽୀࢀ ೘்ೌೣ, ࣓೘ୀ࣓೘ೌೣ

ಽୀ଴,࣓೘ୀ଴ࢀ

 (6-29)

to estimate the unknown parameters by comparing motor efficiency in equation 

(6-28) with available published motor efficiency, where ߝ଴ is efficiency from the 

motor’s published data and ߝ௠ is the motor efficiency model in equation (6-28).  

 Energy consumption estimation 

Total energy consumption (excluding losses in the battery) can calculated from 

data after the motor, as presented in Figure 6-14, as the fundamental equation of 

energy consumption is to integrate power with respect to time, as presented in 

equation (3-2). However, for discrete time data, the energy ܧത, can be calculated 

by a summation of power, as presented by       
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തܧ ൌ෍ ௠ܲ,௜ ∙ ݄

௡

௜ୀ଴

 (6-30)

where ܲ ௠,௜ is the element of each motor power, which is a function of each velocity 

 .௜, and ݄ is a time interval between velocitiesݒ

The motor is powered by the DC electrical energy supplied by the battery; then 

the motor power consumption can be calculated by a product of motor voltage 

ܸ݉,݅ and motor current ܫ௠,௜ as indicated by 

௠ܲ,௜ሺݒ, ሶݒ , ሷݒ ሻ ൌ ௠ܸ,௜ሺݒ, ሶݒ , ሷݒ ሻ ∙ ,ݒ௠,௜ሺܫ ሶݒ ሻ (6-31)

Power losses in power electronic switching devices, such as an inverter, may not 

be included directly in this equation; however, their losses may already be 

included in an overall motor efficiency, as presented in Figure 6-4.    

A positive power in equation (6-31) represents a traction power, while the 

negative power is the result of power captured by regenerative braking. In theory, 

all kinetic energy should be captured by the regenerative braking and the ideal 

motor power can be represented by  

ܲ݉,100% Regen ൌ ܲ݉,݅ (6-32)

However, not all kinetic energy can be captured and converted back into electrical 

energy. As a result, the electric powertrain can be modelled by estimating factors 

of regeneration (from 0% to 100%) to represent the ability of power conversion 

due to regenerative braking. If 0% regenerative braking is considered, the motor 

power can be presented by 

ܲ݉,0%	Regen ൌ ܲ݉ ∙ ܲ݉, ܽ݅൐0 (6-33)

where all the negative power (power at acceleration < 0) is being eliminated, and 

the factor of estimating regenerative braking ݎ, can be presented as    

Regen	%ݎ			,݉ܲ ൌ ܲ݉ െ ܲ݉ ∙ ܲ݉, ܽ݅൏0 ∙ (34-6) 100/ݎ
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 Limitation of modelling batteries as a differentially flat system 

The differentially flat system was broadly applied to many systems from linear 

time-invariant single-input-single-output systems to multivariable nonlinear 

systems and optimal control applications, examples of which are presented 

clearly in [109]. However, not every system can be modelled as a differentially 

flat system. This section will present some limitations of the flat system when 

applied to the electric powertrain. 

In the previous section, the model of a BEV powertrain was described and 

presented as a differentially flat system. The energy consumption was estimated 

by the power used from the motor. The battery is an important component in the 

BEV powertrain. In most cases, the battery affects the vehicle energy 

consumption by its mass, as different battery chemistries have their own specific 

energy density (in Wh/kg). Firstly, increased battery capacity means increasing 

the vehicle load. Secondly, losses in the battery due to its internal resistance can 

also be included as losses in the BEV powertrain; however, battery losses are 

considered to be a very small compared to the overall losses in the entire 

powertrain. This assumption is already presented in detail in the sensitivity 

analysis of the BEV powertrain, in Chapter 5. Thirdly, the concept of battery 

efficiency has already been mentioned in [25]. At least two definitions can be 

defined for battery efficiency, such as efficiency due to full charge/discharge cycle 

and power ratio between charge and discharge current. However, the battery 

efficiency topic is beyond the scope of this thesis. The assumption that battery 

losses are relatively small, compared to the overall powertrain losses, will be 

applied and battery losses will be safely ignored in this study. 

The battery model which is used for a system level powertrain analysis usually 

provides information on how much electrical charge is stored in the battery and 

this is indicated by the battery SOC. Battery SOC is defined as how much the 

electric charge ܳ௜, is available in the battery related to the nominal battery 

capacity ܳ଴ as indicated by  
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ܥܱܵ ൌ
ܳ௜
ܳ଴

 
(6-35)

Battery capacity is expressed in coulomb but in the BEV application, it is usually 

indicated in Ah (ampere-hours). A simplified battery model is usually created as 

an equivalent circuit of voltage source and battery internal resistance, as 

presented in Figure 2-10. The power required from the motor, as in equation 

(6-30), is converted to battery current ܫ஻்,௜ and is a function of motor power ௠ܲ,௜ 

and battery terminal voltage ஻்ܸ as presented by 

ሶܳ
݅ ൌ ݅,ܶܤܫ ൌ

ܲ݉,݅
,ܿ݋ሺܵܶܤܸ െ1ሻ݅ܫ

 (6-36)

The current ܫ஻்,௜ represents current drawn from a battery and is equal to the rate 

of electrical charge ሶܳ ௜. The positive power is an energy removed from the battery 

and vice versa. Battery charge at a particular time ݐ௜, is indicated by charge ܳ௜, in 

the battery and can be calculated by the charge removed from the initial, fully 

charged battery capacity ܳ଴.    

ܳ௜ ൌ ܳ଴ െ෍ ሶܳ௜

௜

௜ୀ଴

∙ ݄ (6-37)

As a result, the battery terminal voltage, ܸܶܤ, can be calculated, as presented by 

,ܥሺܱܵܶܤܸ െ1ሻ݅ܫ ൌ ሻܥሺܱܵݒܿ݋ܸ ∙ ݏ݈݈݁ܿܰ െ ݅,ܤܫ ∙ ሻ (6-38)ܿ݋ሺܵ݅,ܤܴ

and is a function of battery open-circuit voltage and battery resistance both of 

which are functions of battery SOC. The diagram in Figure 6-6 summarises the 

equations and signals flow in the battery model.  

Sections 6.3.3 aim to verify that the differentially flat system is possible to be 

applied to BEV powertrain modelling. By starting from the vehicle referent 

speed	࢜, and its further derivatives	࢜ሶ , ሷ࢜ , the motor power consumption in equation 

(6-31) can be described by voltage ܸ݉,݅ and current ܫ௠,௜ both of which are 
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functions of ݒ, ሶݒ , ሷݒ . Thus, if the battery is considered to be a flat system, the SOC 

has to be a function of ݒ, ሶݒ , ሷݒ  only. 

Figure 6-6 shows that the SOC is calculated by the charge ܳ௜ which is a result of 

the rate of charge ሶܳ ௜, (current ܫ஻்,௜), and the current ܫ஻்,௜ is a result of battery 

terminal voltage ஻்ܸ, which is a function of the battery open-circuit voltage and 

internal resistance which are functions of the SOC. At this stage, it can be 

concluded that the battery model, which is using an equivalent circuit of voltage 

source and internal resistance, both of which are functions of battery SOC, is not 
possible to be modelled as a differentially flat system. 

  Implementation of flatness in BEV model and simulation 

The earlier sections in this chapter present some related methods for modelling 

and simulation of a BEV powertrain for the purpose of energy estimation and 

powertrain sizing. The differential flatness is the method emphasised in this 

chapter and it was verified that the BEV powertrain can be modelled as a flat 

system except for the battery losses and its SOC. However, the main objective 

of this chapter is to present the energy consumption estimation technique for the 

BEV powertrain, for which the energy consumption is calculated by motor power 

required, as presented in section 6.3.3; this modelling technique will then be used 

for powertrain sizing and optimisation in Chapter 7. This section aims to 

implement the idea of modelling the BEV powertrain as a flat system. The outline 

of this section is: results of motor parameterisation, modified driving cycle results 

and energy estimation of the BEV powertrain. 

 Motor parameters estimation from the motor map 

In many applications, where the electric machine is required as a power 

converter, manufacturers usually provide technical information for their products. 

In most cases, manufacturers usually publish the motor information (freely 

available on their website) as a motor efficiency map, similar to the one presented 

in Figure 6-4 [110], rather than the actual resistance or conductance values of 

their motor. This information can be useful to guide designers by giving an 
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overview of the motor efficiency but it is sometimes inadequate for a detailed 

design and precise model tuning. 

The motor efficiency information is a function of the operating torque and speed, 

as presented in their vertical and horizontal axes. By using this parameterisation 

method, the motor parameters were estimated, and compared to the original 

motor map published by the motor manufacturer, Yasa [110], by the methods 

described in section 6.3.3. MATLAB’s function ‘fminsearch’ was implemented to 

find the optimum solution of the motor parameter, as described in equation (6-29). 

The optimum solution is presented Table 6-1.  

By comparing the original motor efficiency map in Figure 6-4 and using the 

parameterisation method, Table 6-1 shows the optimum values of the model 

motor parameters, and Figure 6-5 shows the efficiency difference of the optimum 

solution for DC motor parameters.   

 

 

Figure 6-4 Motor efficiency map 
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Figure 6-5 Difference in motor efficiency map 

Table 6-1 Optimum results of DC motor parameterisation 

 Resistance, ܴ Friction coefficient, ܤ Motor constant, ܭ௠ 

Optimum solution 5 x 10-4 Ω 2 x 10-4  0.1 

Efficiency Difference of optimised motor parameters 
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Figure 6-6 Model to estimate the battery SOC  
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 Driving cycle modification results 

The original driving cycle is modified in this study for two main reasons: to make 

them differentiable and to increase their resolution, as described in detail in 

section 6.3.3. Figure 6-7 presents the derivative of acceleration, called ‘jerk’. As 

the resolution is 100Hz, the details of this signal can be seen in every 0.01-time 

step. 

It can also be seen from Figure 6-8 that Figure 6-7 is a zoom window of the jerk 

information at around 136 sec. It is clear to see that the driving cycle achieves 

the objectives by make the driving cycle a smooth function (differentiable) and 

provides more detail information for a transient behaviour estimation. 

 

 

Figure 6-7 Derivative of acceleration (jerk) of the driving cycle  

The rest of this section presents simulation results by starting at the results of the 

force and power required to drive a vehicle over the NEDC cycle, as presented 

in Figure 6-9(a) and (b). Figure 6-10 shows the required motor current and rate 

of motor current, then Figure 6-11 presents the energy consumption in both per 

time and per distance in a different regenerative braking scenario.   
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Figure 6-8 Modified NEDC 

zoom-in
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(a) (b)

Figure 6-9 Force and power by the powertrain 

 

 
(a) (b)

Figure 6-10 Current and change in current of the motor 

 

(a) (b)

Figure 6-11 Energy consumption versus time and distance  

zoom-in 
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6.4 Simulation tools for BEV powertrain energy estimation 

 Forward-facing simulation using dynamical models 

Mathematical models to describe the behaviour of a vehicle powertrain can be 

defined in as much in detail as the level of accuracy expected from them. In this 

study, the energy consumption is the key concern therefore all other vehicle 

dynamic aspects may be safely neglected. The conventional and EV model can 

be fundamentally described by Newton’s 2nd law of motion as presented by 

ሻݐ௧ሺܨ െ ሻݐ௥ሺܨ ൌ ௩ܯ ∙ ሶݒ ሺݐሻ (6-39)

The vehicle can be modelled as a lump of mass (modelled as a particle with 

mass), ܯ௩, and the traction force, ܨ௧, which is a function of time, and pushing the 

vehicle forward. The environmental forces, ܨ௥, will pull the vehicle in an opposite 

direction to the traction force. As a result, the resultant force between ܨ௧ and ܨ௥ 

causes the vehicle of mass ܯ௩ to move with acceleration ݒሶ . 

Equation (6-39) can be rearranged to a state space format as in equation (6-1) 

and replaced by  

ሻݐሶሺݒ ൌ
1
௩ܯ

ሺܨ௧ሺݐሻ െ ሻሻ (6-40)ݐ௥ሺܨ

The environmental forces, ܨ௥ሺݐሻ, can be described in detail as  

௥ܨ ൌ Aerodynamicܨ	 ൅ resistant	Rollingܨ ൅  Slopeܨ

ሻݐ௥ሺܨ ൌ
1
2
ߩ ∙ ௗܥ ∙ ܣ ∙ |ሻݐሺݒ|ሻݐሺݒ ൅ ௥ܥ௕݃ܯ ൅ ௕݃ܯ sin  ߙ

(6-41)

where ߩ is the air density, ܥௗ the drag coefficient, ܣ the vehicle frontal area, ܥ௥ 

the rolling resistant coefficient, ߙ the slope angle,	݃ the gravitational acceleration, 

 the vehicle velocity. The velocity in the aerodynamic ݒ ௕ the body mass andܯ

part is presented as |ݒሺݐሻ| to make sure that the aerodynamic drag will only be 

opposite to the vehicle’s moving direction. 
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In this study, traction force, ܨ௧, is solely propelled by the electric motor which is 

described as the torque, ௠ܶ, and the relationship between traction force and 

motor torque is described by 

ሻݐ௧ሺܨ ൌ
௪ܶሺݐሻ
ௗݎ

ൌ ௠ܶሺݐሻ ∙ ݅௚ ∙ ௚ߟ
ௗݎ

ൌ
݅௚ ∙ ௚ߟ
ௗݎ

∙ ௠ܶሺݐሻ െ ௕ܶሺݐሻ 
(6-42)

where ௪ܶ and ௠ܶ are torque at the wheels and motor respectively. The ݎௗ,	݅௚ and 

 ;௚ are the effective tyre radius, gear ratio and average efficiency of the gearboxߟ

௕ܶ is the mechanical losses in the motor which are a function of the motor speed.  

If a simple DC motor is considered, motor current, ܫ௠, can be described as a 

function of motor torque and the motor constant, ܭ௠ 

௠ܶሺݐሻ ൌ ௠ܭ ∙ ሻ (6-43)ݐ௠ሺܫ

Motor supply voltage ܸ ௠ can be described as the Kirchhoff’s law of voltage around 

the loop as presented by 

௠ܸሺݐሻ ൌ ሻݐሶ௠ሺܫܮ ൅ ሻݐ௠ሺܫܴ ൅ ሻ (6-44)ݐ௠߱௠ሺܭ

where ௠ܸ is a DC supply voltage to the motor, ܮ is the motor inductance, ܴ is the 

motor resistance, ܫሶ௠ is a derivative of motor current ܫ௠ and ߱௠ is the motor 

rotational speed. 

The wheel speed, ߱௪, vehicle speed ݒ and the motor speed ߱௠ are related to 

each other as described by 

ሻݐሺݒ
ௗݎ

ൌ ߱௪ሺݐሻ ൌ
߱௠ሺݐሻ
݅௚

 
(6-45)

Equation (6-44) can also be described as a state equation and can be rewritten 

by 

ሻݐሶ௠ሺܫ ൌ
1
ܮ
ሺ ௠ܸሺݐሻ െ ሻݐ௠ሺܫܴ െ ሻሻ (6-46)ݐ௠߱௠ሺܭ
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These equations represent the simplified model of an electric road vehicle which 

is using a DC motor as the only source of traction force. There are two states in 

these equations; the first is the vehicle acceleration ݒሶሺݐሻ and the second is the 

rate of motor current ܫሶ௠ሺݐሻ as presented in equations (6-40) and (6-46). These 

differential equations can be solved by integration to obtain the output ݒ and  ܫ௠ 

by these following equations. 

ሻݐሺݒ ൌ 	න ݐ݀	ሻݐሶሺݒ
௧

଴
ൌ න

1
௩ܯ

ሺܨ௧ሺݐሻ െ ሻሻݐ௥ሺܨ ݐ݀
௧

଴
 (6-47)

ሻݐ௠ሺܫ ൌ න ݐሻ݀ݐሶሺܫ
ݐ

0
ൌ න

1
ܮ
ሺ ௠ܸሺݐሻ െ ሻݐ௠ሺܫܴ െ ሻሻݐ௠߱௠ሺܭ ݐ݀

ݐ

0
 (6-48)

Figure 6-13 shows the diagram that represents all these dynamical equations in 

a graphical signal flow diagram. This is somewhat similar to graphical 

programming tools, such as Simulink from MathWorks which is widely used in 

solving nonlinear differential equations [111]. 

 Driver model 

The driver of a physical road vehicle is referred to as a person who controls the 

speed and direction of that car. However, the driver model in this vehicle 

simulation is represented as a controller to control speed of the vehicle model 

and is usually demonstrated as a PI or PID controller [112],[113]. The driver 

model which is described in [36] consists of two PI controllers to control both the 

vehicle accelerator and brake pedal. This driver model represents a similar 

situation to the internal combustion engine vehicle which is that the internal 

combustion engine is generally used for accelerating the vehicle and the brake 

torque is supplied from the mechanical friction brake. However, for the simplified 

EV model, as presented in Figure 6-13, the driver model can be represented by 

just a single PI controller to control the voltage of the motor. In the case of vehicle 

deceleration, the brake torque is solely supplied from the motor and this negative 

motor torque is produced from regenerative braking.   
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The forward-facing simulation is represented by multiple state equations and 

required numerical integration to obtain a vehicle speed trajectory. The driver 

model is an important part of vehicle tracking and to control vehicle speed as 

close as possible to the given speed references. Moreover, this situation is similar 

to other control applications in which the tracking behaviour is dependent on the 

quality of the controller. The tuning of the driver model is certainly required and 

one method of driver model tuning is represented by assigning controller 

parameters (P and I control gain) as optimisation design variables as presented 

in [36] and [92]. 

 Use of a forward-facing model 

forward-facing simulation represents a precise view of vehicle model drivability 

because it was created by the dynamical equations and it is also present both in 

the transient and steady-state of the system. Moreover, the limitation of the 

physical system is possibly captured using this technique [36]. The development 

of a control algorithm and the implementation of hardware-in-the-loop (HIL) are 

usually required for this forward model technique. There is some literature that 

uses the forward model in controller design and HIL, as presented in [112]. 

There is a question about whether or not the forward-facing simulation is a useful 

technique, as mentioned earlier, and if it is possible to use this technique for 

powertrain component sizing. Mohan et al. (2013) presented a comparative study 

between the use of forward-facing and backward-facing in powertrain sizing. 

They concluded that the forward-facing simulation technique is possible to be 

used in this application as long as the driver model is co-optimised, along with 

the powertrain components. However, this technique may suffer from slower 

simulation time because the computation has to run at the smaller time step 

compared to the quasi-static backward simulation one. 

 Quasi-static backward facing simulation 

In this quasi-static backward simulation, a driving cycle which is an ݊-dimension 

vector is defined as the reference velocity, as in 
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௜ሻݐሺݒ ൌ  ௜ݒ

௜ݐ ൌ ݅ ∙ ݄, ݅ ൌ 0,… , ݊ 

(6-49)

where	ݒ is a velocity vector which is a function of time ݐ௜, constant interval ݄ and 

dimension ݊. The elevation profile and gear ratio profile are sometime indicated 

together with this velocity profile. These data will be presented versus time.  

Elements of the velocity profile in the velocity vector are usually indicated by a 

different of speed at a constant time interval which is normally in one second. 

However, different time intervals and varying time intervals are possible to 

implement depending on the objective of the simulation. The representative 

velocity, ̅ݒ௜, which is used to calculate the traction force in the quasi-static 

backward simulation is an average velocity presented in 

ሻݐሺݒ ൌ ௜ݒ̅ ൌ
௜ݒ ൅ ௜ିଵݒ

2
, ∀ ሾሺ݅߳ݐ െ 1ሻ ∙ ݄, ݅ ∙ ݄ሿ (6-50)

and average acceleration can be described as 

ܽሺݐሻ ൌ തܽ௜ ൌ
௜ݒ െ ௜ିଵݒ

݄
, ∀ ሾሺ݅߳ݐ െ 1ሻ ∙ ݄, ݅ ∙ ݄ሿ (6-51)

then vehicle travelling distance, ̅ݔ௜, can be defined as a summation of velocity 

over the driving cycle, as described in  

௜ݔ̅ ൌ ෍݄ ∙

݊

ൌ1࢏

௜ (6-52)ݒ

These reference data used for calculating the traction force of the quasi-static 

backward simulation are summarised and presented in Figure 6-12.  

The energy estimation equations for quasi-static backward simulation were 

previously presented in Chapter 2. However, in this section, these equations will 

be summarised and briefly re-presented for a comparative view between various 

types of vehicle simulation. The traction force ࢏,࢚ࡲ consists of forces of 

environmental and vehicle inertia, as presented in 

 ௜ݒ
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௧,௜ܨ ൌ ௔,௜ܨ ൅ ௥,௜ܨ ൅ ௚,௜ܨ ൅ ݉௩ ∙ ܽ௜ 

(6-53)
௧,௜ܨ ൌ

1
2
∙ ߩ ∙ ܣ ∙ ௗܥ ∙ ௜ݒ̅

ଶ ൅ ௥ܥ ∙ ݉௩ ∙ ݃ ∙ ௜ሻߙሺݏ݋ܿ ൅ ݉௩ ∙ ݃ ∙ ௜ሻߙሺ݊݅ݏ ൅ ݉௩ ∙ തܽ௜ 

where  ܨ௔,௜, ܨ௥,௜ and ܨ௚,௜ are the forces of aerodynamic, rolling resistance and 

grading respectively. Then the traction force ܨ௧,௜ is converted to torque at the 

wheels, ܶ ௪,௜, and similarly, vehicle velocity is converted to the wheels’ speed, ߱ ௪,௜, 

as 

௪ܶ,௜ ൌ ௧,௜ܨ ∙  ௗݎ
(6-54)

߱௪,௜ ൌ
ത݅ݒ
݀ݎ

 

where ݎௗ is an effective tyre radius. 

Torque at motor, ௠ܶ,௜, and motor speed,	߱௠,௜, can be converted from torque and 

speed at wheels as 

௠ܶ,௜ ൌ
݅,ݓܶ
݅௚ ∙ ௚ߟ

 
(6-55)

߱௠,௜ ൌ ߱௪,௜ ∙ ݅௚ 

where ݅௚ is the gear ratio and ߟ௚ the average gear efficiency. Then, the motor 

power is calculated from the product of motor torque, speed and efficiency as 

௠ܲ,௜ ൌ ௠ܶ,௜ ∙ ߱௠,௜ ⁄௠,௜ߟ  
(6-56)

௠,௜ߟ ൌ ݂ሺ ௠ܶ,௜, ߱௠,௜, ߶ெሻ 

where ߟ௠,௜ is the motor efficiency which is a function of motor torque, motor speed 

and motor size, ߶ெ. This motor efficiency is usually represented as a motor map 

which is a looking-up table. The motor efficiency at a particular point is dependent 

on the torque and speed of the motor at that operating point. The details of this 

motor efficiency map have already been presented in Section 3.3.3.  

Figure 6-14 presents a summarised version of equations (6-49) to (6-56) in a 

graphical format. It is interesting to see that the signal flow of this quasi-static 
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backward simulation is one-directional from the driving cycle to the power and 

energy required from the motor. This simulation technique can be computed as 

a series of algebraic equations, which allow a large computational time interval 

and do not require any feedback or controlling techniques as in the forward-facing 

simulation presented in Figure 6-13. As a result, this quasi-static backward 

simulation is presented as a method that offers a substantial benefit when used 

to optimise a long trip simulation [30].         

 

Figure 6-12 Velocity profiles for quasi-static backward simulation 

 

 ௜ݒ̅
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Figure 6-13 Model of a simplified electric vehicle presented in a graphical programming view 
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Figure 6-14 Model of the quasi-static backward simulation 

௠ܶ,௜ 

߱௠,௜

Driving Cycle

࢜ ൌ ,଴ݒ〉 ,ଶݒ … , ,௡ିଵݒ  〈௡ݒ

࢚ ൌ ,଴ݐ〉 ,ଶݐ … , ,௡ିଵݐ ௡〉 ߱௪,௜ݐ ൌ
௜ݒ̅ ௗൗݎ  

߱௠,௜ ൌ ߱௪,௜ ∙ ݅௚

௠ܶ,௜ ൌ
௪ܶ,௜

݅௚ ∙ ௚ߟ
 

௧,௜ܨ ൌ
1
2
௜ݒௗ̅ܥܣߩ

ଶ ൅ ௥݉௩݃ܥ ∙ ௜ሻߙሺݏ݋ܿ ൅ ݉௩݃݊݅ݏሺߙ௜ሻ

൅ ݉௩ തܽ௜ 
  ௜ݒ̅

ഥܽ௜
௪ܶ,௜ ൌ ௧,௜ܨ ∙ ௗതܽ௜ݎ ൌ

ሺݒ௜ െ ௜ିଵሻݒ
݄

 

࢞ ൌ෍݄ ∙

௡

ୀଵ࢏

 ݅ݒ

௜ݒ̅ ൌ
ሺݒ௜ ൅ ௜ିଵሻݒ

2
 

௠ܲ,௜ ൌ ௠ܶ,௜ ∙ ߱௠,௜ ⁄௠,௜ߟ
௠,௜ߟ ൌ ݂ሺ ௠ܶ,௜, ߱௠,௜, ߶ெሻ 

തܧ ൌ෍ ௠ܲ,௜ ∙ ݄

௡

௜ୀ଴
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6.5 Chapter discussions 

Computational modelling and simulation is a tool to examine and design a system 

using mathematical equations to describe their behaviour. This technique is also 

applied and used in designing the powertrain for a road vehicle and especially in 

electric powertrain design where more possible topologies are available. There 

are many computational tools available in both freeware and commercial 

software; however, most of them can be classified broadly into two categories: 

forward and backward simulations. The terms forward and backward do not mean 

any particular technique but the author aims to justify them by the signal flow 

during the simulation. With the forward simulation, the current and past 

trajectories are known but the future trajectory is unknown. The forward 

simulation will seek the nearest future trajectory (for which time step ∆ݐ, is usually 

defined by a small increment either fixed or variable) as close as possible to the 

desired trajectories. As a result, a control method is required in this operation. 

The backward simulation, on the other hand, is when the current, past and future 

trajectories are already defined beforehand. This issue makes the backward 

simulation follow defined trajectories. As a result, this technique allows a less 

complex simulation and the controlling process is also negligible. In fact, the 

legislative requirement for a road vehicle also uses a predefined speed profile for 

the vehicle test [33] which is somehow similar to the backward simulation. The 

backward simulation in the powertrain study was presented using two techniques; 

the first is the quasi-static backward simulation and the other is the inverse 

simulation, details of which were presented in the earlier section of this chapter. 

The differential flatness, which is a property of the system dynamics is 

emphasised and applied to the BEV powertrain simulation.      

To justify, if the system is a differentially flat, the system should follow a 

differentially flat property, as presented in section 6.3.1; then the electric 

powertrain was modelled as a differentially flat system, as presented in section 

6.3.3. To be precise, the electric powertrain can be modelled as a flat system 
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because all the powertrain components can be modelled as a function of the 

velocity profiles and their derivatives except battery SOC. 

The battery SOC, presented in the Section 6.3.3, is a component that cannot be 

included in the system. This is because the SOC is a function of the SOC itself 

and it is not possible to model only as a function of velocity and its derivatives. 

However, the objective of this model aims to study the components sizing and 

use for optimisation. As a result, size of the battery affects powertrain by its mass, 

losses in the battery is considered to be a small number in this study as discuss 

in the Section 5.3 and then energy consumption can be estimated by the energy 

used at the motor. 

One assumption which is defined in this study is to use a DC motor to represent 

the electric machine for the electric powertrain. In general, the BEV is usually 

equipped with two types of electric motor. The induction motor, such the Tesla 

EV [14] and the permanent magnet motor which is mostly used in the Japanese 

EV, such as the Nissan Leaf [12] and the Mitsubishi I-MIEV [13]. The DC motor 

which uses a permanent magnet to create magnetic flux is, in some ways, similar 

to the permanent magnet motor. The differences are in the power electronics and 

method to drive this machine, where the invertor efficiency is already included in 

the motor efficiency map, while the induction motor is modelled differently to the 

permanent magnet motor because it requires additional power to create the 

magnetic flux [25],[114]. A model of the induction motor as a component of the 

differentially flat system is not included in this study but it may be useful for further 

investigation.      

The method of motor parameterisation was introduced in this chapter to make an 

adjustment to the motor model in order to be as accurate as possible compared 

to a real-world motor. The motor information obtained for this study is available 

only from the manufacturer’s website; however, a better level of accuracy of 

motor parameterisation can be performed later in the laboratory by using a 

physical machine and measurement apparatus. The raw data can be analysed 
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and estimated using a similar technique to that presented in this chapter to obtain 

accurate motor parameters. 

Finally, I was proved that the differential flatness is possible to apply to electric 

powertrain modelling. This technique uses the same idea of signal flow as the 

quasi-static backward simulation and inversion of the dynamical model 

simulation, which from the family of backward simulation. This study emphasises 

the idea the inverse dynamical system in the powertrain design of the road 

vehicle, which was presented earlier in [92] and introduces the connection 

between designing the EV powertrain and differential flatness property, which is 

already used in the area of automatic guided vehicles.      

6.6 Chapter conclusion 

This chapter shows that the EV powertrain can be modelled as a differentially flat 

system. This allows the dynamics to be inverted and simulation to be performed 

without iteration. The comparison between existing methods to model the EV 

powertrain, such as the forward-facing simulation, quasi-static backward 

simulation and inversion of the dynamical model simulation were presented. 

Then, the details of the differentially flat system method and the implementation 

of this method to the EV powertrain modelling and the limitations of battery SOC 

modelling were explained. The implementation and results were included, which 

are similar to the quasi-static backward simulation solution but include transient 

behaviour, which is missing from the quasi-static backward simulation.  

Even though differential flatness and BEV modelling have already existed for 

many decades, the link between them is small in number. This study claims that 

differential flatness is possible to be used for the purpose of modelling BEV to 

design their powertrain size and to optimisation them. The technique of applying 

this flatness design for BEV powertrain optimisation as the energy consumption 

is the goal objective will be presented in the next chapter. Finally, for those 

researchers who are familiar with the differential flatness technique, this study 

presents a connection to extend their knowledge of flatness properties and then 

apply them to BEV powertrain applications.
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7 Multi-disciplinary design in BEV powertrain 
optimisation  

7.1 Introduction 

This chapter presents an alternative method of constrained optimisation for the 

BEV powertrain. The new optimisation processes developed in this study use a 

new computational tool, Chebfun, and apply it to BEV powertrain sizing and 

optimisation. Chebfun is an open-source, MATLAB based software for computing 

functions of real and complex variables. The idea of Chebfun is to approximating 

functions with Chebyshev polynomials interpolation [115]. This computational tool 

provides a feeling of symbolic calculation, such as some well-known Maple and 

Mathematica symbolic computational software, but with the speed of floating-

point numerics. In other words, Chebfun is not a symbolic calculator but it does 

provide sufficiently enough accuracy for engineering application such as 

simulating the BEV powertrain energy estimation. The key that make Chebfun 

different from ordinary MATLAB is that Chebfun store data points as Chebyshev 

polynomial rather than data points, as a result, Chebfun computes function faster 

and require less memory. However, there are some limitations for being used 

Chebfun solely for BEV powertrain design and optimisation, details will be 

discussed later in the chapter. 

The method of SA and differential flatness for BEV application, which are 

described in the previous chapters, are integrated with Chebfun and the multi-

disciplinary optimisation (MDO) process to develop this alternative way of BEV 

powertrain optimisation as presented in Figure 7-1.  

 

Figure 7-1 MDO is a bridge connection between the Chebfun mathematical tool 

and the application of BEV powertrain constraints optimisation.  
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This chapter begins with the introduction of Chebfun, multi-disciplinary 

optimisation and sensitivity analysis which are the key fundamental components 

of this system. Then the implementation of Chebfun with sensitivity analysis and 

integrated Chebfun with multi-disciplinary optimisation for optimisation will be 

presented. Finally, a case study of BEV powertrain constraints optimisation using 

Chebfun and multi-disciplinary optimisation will be examined and discussed.      

7.2 Fundamentals 

Chebfun, multi-disciplinary optimisation and sensitivity analysis are key 

fundamentals in this study. This section presents the background of these 

techniques, explains their merits and limitations, finally demonstrates points at 

which to apply these fundamentals for optimisation.  

 Chebfun 

Chebfun is a software system that extends MATLAB object-oriented functions 

and operators to work with continuous and piecewise continuous functions on a 

real or complex variable. The command ‘chebfun’ in MATLAB provides an 

approximation of a smooth function  ݂: ሾെ1,1ሿ → ԧ by interpolating Chebyshev 

polynomial of degree ܰ, where ܰ is selected adaptively by the Chebfun system 

to be accurate close to the machine precision (close to 10-13 digits accuracy). 

Chebfun was initially created from the Oxford University during 2002-2004 [26]. 

The very first idea was to overload MATLAB vectors to functions. This first 

Chebfun version was implemented only with smooth functions on [-1,1] intervals. 

The second version of Chebfun was started in 2006 and extended the Chebfun 

to piecewise continuous functions and arbitrary intervals. Some other 

applications were added, such as solving differential and integral equations, 

finding eigenvalues of matrices etc. Chebfun version 2 was released in June 

2008. The third and fourth versions were released in 2009 and 2010. At this time, 

the developers decided to create Chebfun as open-source software as they 

aimed to make this tool available and up-to-date, to help people to solve other 

scientific problems. The current version was started in 2012 and released in 2014, 
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this fifth version includes Chebfun2 which breaks the restriction of the one-

dimensional function and enables Chebfun to compute with a 2D smooth function. 

Chebfun2 provides important functions which are used in this study, including 

global optimisation and root finding. The 3D extension in Chebfun3 is being 

developed (at the time this thesis is being written) and they expect to release this 

version in 2016 [26]. 

 Chebyshev points 

Any interval ሾܽ, ܾሿ can be scaled to [-1,1]. And this scaled interval can be divided 

into a positive integer ܰ of equally spaced angles ߠ௝from 0 to ߨ. Then there are 

ܰ ൅ 1 Chebyshev points between interval [-1,1]. The Chebyshev points are the 

real values of these points. 

௝ݔ ൌ ܴ݁൫ݖ௝൯ ൌ 	
1
2
൫ݖ௝ ൅ ,௝ିଵ൯ݖ 0 ൑ ݆ ൑ ܰ (7-1) 

These Chebyshev points can also be defined by their original angle as: 

௝ݔ ൌ cos ൬
ߨ݆
ܰ
൰ , 0 ൑ ݆ ൑ ܰ (7-2) 

For example, if N = 16, there are 16 intervals and 17 points between [-1,1] as 

presented in Figure 7-2.  

Figure 7-2 Example of 17 Chebyshev points on the [-1,1] interval.  
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 Chebyshev polynomials 

Chebyshev points are defined as the real parts of equally spaced points on the 

unit circle, as shown in Figure 7-2. Similarly, the kth Chebyshev polynomial can 

be defined as the real part of function zk on the unit circle. 

௞ܶሺݔሻ ൌ ܴ݁ሺݖ௞ሻ ൌ 	 ଵ
ଶ
ሺݖ௞ ൅ ௞ሻିݖ ൌ cosሺ݇ߠሻ , ݄݊݁ݓ ݔ ൌ    ߠݏ݋ܿ

(7-3) 

ݔ ∈ ሾെ1,1ሿ, ߠ ∈ ሾ0,  ሿߨ

When the range of the variable ݔ is in the interval ሾെ1,1ሿ, then the range of the 

corresponding variable ߠ can be represented as ሾ0,  ሿ. But the range is in anߨ

opposite direction, as presented in Figure 7-2, when ݔ ൌ െ1, then ߠ ൌ ݔ and  ߨ ൌ

1 which corresponds to ߠ ൌ 0  

The Chebyshev polynomials are presented in Table 7-1. 

Table 7-1 Chebyshev polynomial 

cos ߠ0 ൌ 1	 ଴ܶሺݔሻ ൌ 1 

cos ߠ1 ൌ cosߠ	 ଵܶሺݔሻ ൌ  ݔ

cos ߠ2 ൌ 2cosଶߠ െ 1	 ଶܶሺݔሻ ൌ ଶݔ2 െ 1 

cos ߠ3 ൌ 4cosଷߠ െ 3cosߠ ଷܶሺݔሻ ൌ ଷݔ4 െ  ݔ3

cos ߠ4 ൌ 8cosସߠ െ 8cosଶߠ ൅ 1 ସܶሺݔሻ ൌ ସݔ8 െ ଶݔ8 ൅ 1 

cos ߠ5 ൌ 16cosହߠ െ 20cosଷߠ ൅ 5cosߠ ହܶሺݔሻ ൌ ହݔ16 െ ଷݔ20 ൅  ݔ5
 ⋮ 		⋮ 

	 ௞ܶାଵሺݔሻ ൌ ݔ2 ௞ܶሺݔሻ െ ௞ܶିଵሺݔሻ, ݊ ൒ 1

Similarly, Figure 7-3 plots the Chebyshev polynomial from ݇ ൌ ሾ0: 5ሿ.  
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Figure 7-3 Chebyshev polynomial from ࢑ ൌ ሾ૙: ૞ሿ. 

 Chebyshev series expansion 

If ݂ሺݔሻ is continuous on ሾെ1,1ሿ , this function can be represented as a Chebyshev 

series 

݂ሺݔሻ ൌ ෍ܽ௞ ௞ܶሺݔሻ

ஶ

௞ୀ଴

 (7-4) 

where ௞ܶሺݔሻ is the Chebyshev polynomial defined as:  

଴ܶሺݔሻ ൌ 1, ଵܶሺݔሻ ൌ ݔ  

௞ܶሺݔሻ ൌ ݔ2 ௞ܶିଵሺݔሻ െ ௡ܶିଶሺݔሻ 

(7-5) 

and ܽ௞ is a Chebyshev coefficient 

ܽ௞ ൌ
2
ߨ
න

݂ሺݔሻ ௞ܶሺݔሻ

√1 െ ଶݔ

ଵ

ିଵ
,ݔ݀ ݇ ൒ 1 (7-6) 

If 	݇ ൌ 0, the factor of 
ଶ

గ
 is changed to 

ଵ

గ
 [116] 

In Chebfun, the infinite series in (7-4) can be approximated by truncating its 

Chebyshev expansion into a finite ܰ series expansion. The exact Chebyshev 

coefficients ܽ௞ in (7-6) are not computed by Chebfun. However, the 

approximation of Chebyshev coefficients ܿ௞ in (7-7) are computed back and forth 

in between Chebyshev point grid by using the Clenshaw-Curtis quadrature 

݇ ൌ 1 

݇ ൌ 2 

݇ ൌ 3 ݇ ൌ 4 ݇ ൌ 5 
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implemented with the fast Fourier transform (FFT) [117]. The polynomial ݌௡ is an 

approximation to ݂ሺݔሻ without evaluating the integral of (7-6) [116].    

ሻݔ௡ሺ݌ ൌ ෍ܿ௞ ௞ܶሺݔሻ

ே

௞ୀ଴

 (7-7) 

For a numerical method, a finite number ܰ has to be defined; however, each 

coefficient ܿ௞ and polynomial ݌௡ will converge to ܽ௞ and ݂ respectively as ܰ → ∞.  

Chebfun works within the MATLAB structure by overloading original MATLAB 

variables and commands. Continuous functions will be created as Chebfun 

objects and computed slightly differently from the original MATLAB functions. For 

example, the sum command in MATLAB adds up elements of vectors; however, 

if ݂ ሺݔሻ is a Chebfun object and the specific range of ݔ is ሾܽ, ܾሿ, then ݂ ሺݔሻ evaluates 

the value of ݂ at point ݔ and sumሺ݂ሻ evaluates the finite integral of ݂ሺݔሻ over the 

range ሾܽ, ܾሿ. There are about 200 Chebfun operators which are overloaded from 

original MATLAB commands and functions. More details of Chebfun functions 

can be obtained from the Chebfun guide [118]. 

Chebfun works based on storing Chebyshev coefficients of function rather than 

storing discrete points of data, as has been done in normal MATLAB. Then if ݂ 

and ݃ are Chebfun, the operation such as ൅,െ,ൈ,/ can be performed over these 

functions rather than its points in the function. Consequently, Chebfun can reduce 

the use of computational memory and time by operating numerical computing 

with functions. As a result, numerical operation can be computed to an accuracy 

close to machine precisions (10-13 accuracy). Hence, it can be said that symbolic 

calculating in Chebfun can be performed numerically [119].         

The freeware Chebfun toolbox and instruction manual are available from the 

Chebfun website [26]. In this section some examples will be presented to 

introduce the basic idea behind this MATLAB toolbox. Firstly, Chebfun can be run 

from the MATLAB command windows as;   
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xൌchebfunሺ'x'ሻ; 

f	ൌx.^5; 

plotሺfሻ;			hold	on; 

plotሺf,	'.r','markersize',20ሻ;			 

grid	on;  

Figure 7-4 Chebfun command example. 

The ‘chebfun’ command constructs a Chebfun object from a specification such as 

string 'x'. By default, the interval is specific at ሾെ1,1ሿ, but the user can select other 

ranges ሾܽ, ܾሿ by giving a range input with the chebfun command such as: 

xൌchebfunሺ'ݔ'ሻ,ሾ‐5,5ሿ .Figure 7-4 shows a plot of ݕ ൌ  ହ over a ሾെ1,1ሿ .This resultݔ

shows that ݂ሺݔሻ is represented by a polynomial interpolant through 6 Chebyshev 

points as presented by the red dots.  

The Chebfun command "chebpoly" returns Chebyshev polynomial ௞ܶሺݔሻ as;  

p = chebpoly(f) p = 

0.0625         0    0.3125         0    0.6250         0 

 The example below shows the summing of the Chebyshev polynomial as in 

equation (7-7). 

ൌ 0.0625 ହܶሺݔሻ ൅ 0 ସܶሺݔሻ ൅ 0.3125 ଷܶሺݔሻ ൅ 0 ଶܶሺݔሻ ൅ 0.625 ଵܶሺݔሻ ൅ 0 ଴ܶሺݔሻ 

ൌ 0.0625ሺ16ݔହ െ ଷݔ20 ൅ ሻݔ5 ൅ 0.3125ሺ4ݔଷ െ ሻݔ3 ൅ 0.625ሺݔሻ 

ൌ ሺݔହ െ ଷݔ1.25 ൅ ሻݔ0.3125 ൅ ሺ1.25ݔଷ െ ሻݔ0.9375 ൅  ݔ0.625

ൌ  ହݔ

The result is similar to using the MATLAB command "poly"  

r	ൌ	polyሺfሻ r	ൌ 

1     0     0     0     0     0 
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The accuracy of the Chebfun approximation is dependent on the number of 

Chebyshev points (degree of Chebyshev interpolation). By default, Chebfun 

determines these numbers by their adaptive process to obtain results of the 

required accuracy. Figure 7-5 shows the results if this number of Chebyshev 

points is adjusted manually.     

Figure 7-5 The manual selection of Chebyshev points. 

 Chebfun2  

Chebfun2 is an extension of Chebfun that is able to work with smooth functions 

of two variables on a rectangular ሾܽ, ܾሿ	ൈ	ሾܿ, ݀	ሿ matrix. The method for two 

variables is similar to a single variable by extending Chebyshev polynomials into 

2D. In a similar manner to equation (7-7), the Chebfun2 algorithm computes the 

expansion coefficients as:  
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݂ሺݔ, ሻݕ ൌ ෍ ෍ܽ௜௝ ௜ܶሺݕሻ ௝ܶሺݔ

௡ିଵ

௝ୀ଴

ሻ

௠ିଵ

௜ୀ଴

 (7-8) 

and the ݉ൈ݊ matrix returned represents these coefficients.  The command of 

‘chebpoly2 (f)’ in this Chebfun2 is represented by  

Chebpoly2ሺfሻ ൌ෍ ௝݀chebpolyሺ ௝ܿሻ்chebpolyሺݎ௝ሻ

௞

௝ୀଵ

 (7-9) 

The low rank function approximation will be used to fit the data with a given matrix. 

Details of this algorithm are presented by Townsend [120].   

Two-dimensional global optimisation 

Chebfun2 provides functionality for global optimisation. The command of 

‘minandmax2’	gives results of minimisation and maximisation (red dots in Figure 

7-6 [118]) of two variables over a specific parameter boundary.    

Figure 7-6 Global minimisation and maximisation of function 

,࢞ሺࢌ  ሻ࢟ ൌ ሺ૜૙ܖܑܛ ∙ ࢞ ∙ ሻ࢟ ൅ ൫૚૙ܖܑܛ ∙ ૛࢞ ∙ ൯࢟ ൅ ࢞ሺିࢋ
૛ିሺି࢟ૡሻ૛ሻ 

Chebfun uses different optimisation algorithms to locate minimum and maximum 

points depending on the rank of the Chebfun2 object. 
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Roots finding 

The capability of finding zeros is provided by the "roots" command in Chebfun2. 

This command computes the zero contours of that function. The roots finding is 

an important tool for finding boundary constraints between variables. More 

examples will be presented in the implementation section. Details of this 

command can be further consulted in the Chebfun guide [118].    	

 Multi-disciplinary optimisation 

The objective of this chapter is to propose an alternative method of BEV 

powertrain constraints optimisation using the Chebfun computational tool and to 

critically analyse its strengths weakness. The multi-disciplinary optimisation 

technique has to be applied as a bridge connection between these two fields. 

This section aims to introduce the multi-disciplinary optimisation as a tool to 

overcome the limitations of Chebfun2 which can optimise a system with limited 

design parameters. The background of multi-disciplinary optimisation will be 

briefly described to introduce the roots and application of multi-disciplinary 

optimisation both in the aerospace and automotive industries. Two non-

hierarchical multi-disciplinary optimisation methods will be introduced, with 

explanations, then the comparison will be presented at the end of this section. 

This study does not intend to describe details of multi-disciplinary optimisation 

methods in the automotive application but the authors’ intention is to elaborate 

on the technique of optimisation and to maximise the use of Chebfun in BEV 

powertrain application using the multi-disciplinary optimisation technique. 

Readers who are interested in the possibility of using multi-disciplinary 

optimisation in the former application are referred to the technical report that 

presents a critical review of multi-disciplinary optimisation in automotive 

application at [121].  

 Background  

multi-disciplinary optimisation is a well-known method in the aerospace industry; 

in fact, the concept of multi-disciplinary optimisation was originally developed for 
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structural optimisations [122]. The reason behind this is that structure is a 

subsystem that is attached to other engineering fields. The weight of the structure 

is usually an objective function to minimise and satisfy constraints (e.g. maximum 

stress, safety factor). Design variables usually include a cross section and 

thickness of the structure of beams. Eventually, multi-disciplinary optimisation 

was introduced into the aerospace industry where structure and aerodynamics 

interact and optimise together.  

One of the most common multi-disciplinary optimisation applications in the 

aerospace industry is the simultaneous optimisation between aerodynamics, 

structure of aircraft wings and aircraft configurations [123]. A design conflict 

between slender and stubby shaped aircraft exists. A slender shape benefits from 

its lower drag force and results in better fuel consumption, while the stubby shape 

is lighter and has a lower manufacturing cost. A trade-off between drag and 

structure weight involves the solving of problems between different disciplines. 

The weight of a structure affects the power required for both a lifting force and 

drag force, whilst structure deformation causes the aerodynamic shape to be 

changed. The optimal design results in the design of a structure that deforms to 

the desired aerodynamic shape and the structural deformation is approximately 

constant during the flight time [123]. This is an example where the multi-

disciplinary design is used for designing a system that requires parameter 

coupling between different disciplines. 

The development of multi-disciplinary optimisation was described by Kroo and 

Manning KrMa00 [124]. There are three generations of multi-disciplinary 

optimisation system: integrated, distributed analysis and distributed design as 

presented in Figure 7-7. The first generation was to integrate all systems in a 

single optimisation loop. Then, a second generation was developed as the 

problem size increased. In this generation, subsystems were distributed by 

system analyser and coordinated by a single optimiser. These two generations 

are classified as a single-lever MOD. The third generation is called a multi-level 

multi-disciplinary optimisation and this method is used with large scale problems 

where subsystems are distributed and require their own optimiser.  
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Single-level methods, for example, Multidisciplinary Feasible (MDF) and 

Individual Disciplinary Feasible (IDF), have a non-hierarchical structure and a 

single optimiser. These methods work effectively with a strong interaction system 

but do not perform well in large dimension problems. On the other hand, multilevel 

methods include a hierarchical structure and each level has an optimiser. 

Concurrent subspace optimisation (CSSO), bi-level integrated system synthesis 

(BLISS) and collaborative optimisation (CO) are examples of multilevel methods 

[125]. 

(a) (b) (c) 

Figure 7-7 Three generations of multi-disciplinary optimisation system (a) 

integrated, (b) distributed analysis and (c) distributed design 

 Multi-disciplinary optimisation method in automotive applications 

Multi-disciplinary optimisation techniques were analysed and evaluated for the 

automotive industry, as described in a technical report presented by Ryberg et 

al. [121]. This report presents a comprehensive summary of multi-disciplinary 

optimisation with a focus on structural optimisation for automotive application. 

One interesting topic presented in this report is to compare the method of multi-

disciplinary optimisation between aerospace and automotive applications. There 

are some interesting key points that make the multi-disciplinary optimisation in 

automotive different from aerospace: 
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o Product cycle 

The aerospace industry has fewer in number but more expensive products than 

the automotive one. It takes a longer time for a design cycle and this is usually 

funded by a government organisation such as the military. Through both the 

available time and resources, the development of new processes and methods 

are likely to be possible. However, there are many more large automotive 

manufacturers than aerospace ones and this is leading to a competition in 

producing better, shorter and less expensive products rather than focusing on 

process development.     

o Rules and regulations 

The methods and processes in aerospace development are ruled by standards 

and regulations; they have to be approved by governmental safety agencies such 

as the FAA (Federal Aviation Administration) and EASA (European Aviation 

Safety Agency). However, the design of passenger cars is controlled by 

legislative requirements such as CO2 emissions and safety. The competitiveness 

in automotive design is focused on market requirements, such as vehicle 

performance, and price.      

o Coupling between disciplines 

Structure is a good example of comparing the multi-disciplinary optimisation 

method for automotive and aerospace applications. The wings and fuselage of 

the aeroplane are compared to the body of the car. In a normal operation, 

deformation of the aeroplane wings affects their aerodynamic properties while the 

body of the car is likely to be more rigid or have only a small deformation 

compared to the aeroplane body. This indicates that multi-disciplinary 

optimisation in the automotive design process is therefore simpler than for 

aerospace application because of its loose coupling between disciplines. And it 

can be said that multi-disciplinary optimisation in automotive applications, such 

as in crashworthiness, are created in a multi-attribute environment (shared 

system variables) rather than in a truly multi-disciplinary design.   
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This study concludes that the multi-disciplinary optimisation which is developed 

in the aerospace industry is unsuitable for the automotive industry because of the 

disciplines in the automotive application being loosely coupled. Also, the 

computational cost of multi-level multi-disciplinary optimisation methods is 

greater than the benefits. The authors in this study, Ryberg et al. [121], suggest 

using a single-level method in most automotive applications. In addition, they also 

recommended using a metamodel, which is a detailed model simplification with 

a smooth gradient function to increase optimisation efficiency.    

 Multi-disciplinary optimisation methods for Chebfun optimisation 

This study is not intended to classify the multi-disciplinary optimisation design for 

automotive application but it aims to use the properties of the multi-disciplinary 

optimisation design and apply them to connect Chebfun with the BEV powertrain 

optimisation. The author shares the view of Agte et al. [122] that multi-disciplinary 

optimisation for the BEV powertrain is more likely to be a multi-attribute 

environment rather than a multi-disciplinary design; however, there are some 

properties of multi-disciplinary optimisation that are useful to use. A single-level 

multi-disciplinary optimisation method is used in this study because of its simple 

processes and because it is sufficient for this BEV powertrain application. The 

following section will present the single-level multi-disciplinary optimisation, MDF 

and IDF methods.           

 Multidisciplinary Feasible Method 

The MDF method is the most common formulation and is demonstrated more 

frequently than other non-hierarchical multidisciplinary methods; it is also called 

“nested analysis and design” or “All-in-one” [126],[127]. The MDF method 

consists of an optimiser and a multidisciplinary design analyser, as shown in 

Figure 7-8. The vector of design variables ܺ஽, is supplied from the optimiser to 

the multidisciplinary design analyser, where the analyser has a role to manage 

the data flow between optimiser and subsystems. Variables between subsystems 

are shared between those subsystems in order to compute the objective function  

݂ሺܺ஽, ܷሺܺ஽ሻሻ and the constraints	ܥ஽ሺܺ஽, ܷሺܺ஽ሻሻ.  These cost functions and 
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constraints are returned from the analyser as vector ܷሺܺ஽ሻ. This optimisation 

process will be repeatedly calculated in every iteration, keeping all constraints 

within the feasibility space until they reach the optimum [128].   

Minimise ݂ሺܺ஽, ܷሺܺ஽ሻሻ  

(7-10) 

 

with respect to ܺ஽ 

and subject to ܥ஽ሺܺ஽, ܷሺܺ஽ሻሻ ൒ 0

 

Figure 7-8 Multidisciplinary Feasible (MDF) Method 

 Individual disciplinary feasible (IDF) method  

The IDF method is in some ways similar to the MDF method as both of them are 

non-hierarchical multi-disciplinary optimisations, using a single optimiser and 

required multidisciplinary design analyser. However, there is a main difference 

that makes IDF more flexible than MDF. A drawback of the MDF method is that 

a complete multidisciplinary analysis at every optimisation iteration is required, 

which results in computational expense. In contrast, the IDF method maintains 

an individual disciplinary feasibility and the multidisciplinary design analyser is 

included in the subsystem. An optimiser drives the individual discipline to obtain 

multidisciplinary feasibility by controlling the interdisciplinary variables. Coupling 

variables between disciplines are promoted to become optimisation variables and 

are replaced by surrogate variables. Auxiliary equality constraints are created in 
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an optimiser to ensure that surrogate variables are equal to the interdisciplinary 

coupling variables [127], [129]. The IDF method equations can be written by       

Minimise ݂ሺܺ஽, ܷሺܺሻሻ 

(7-11) 
with respect to ܺ ൌ ሺܺ஽, ఓܺሻ 

subject to 
݃ሺܺ஽, ܷሺܺሻሻ ൑ 0 

ሺܺሻܥ ൌ ఓܺ െ ߤ ൌ 0	

 

Figure 7-9 Individual disciplinary feasible (IDF) method 

Figure 7-9 shows the data flow in the IDF method, where ܺ, ܺ஽ are the vector of 

design variable, ఓܺ are the interdisciplinary coupling variables that are promoted 

to become optimisation variables, ݂ሺܺ஽, ܷሺܺሻሻ and ݃ሺܺ஽, ܷሺܺሻሻ ൑ 0 represent the 

objective function and system constraints, respectively. The interdisciplinary 

coupling variables are converted to auxiliary equality constraints, as presented 

in	ܥሺܺሻ ൌ ఓܺ െ ߤ	 ൌ 0. Auxiliary constraints are required to enforce subsystem 

consistency at convergence [130]. 

 Comparison between MDF and IDF Methods 

In terms of disciplinary feasibility methods, the IDF requires only individual 

feasibility at each optimisation iteration, while the MDF requires complete 

multidisciplinary feasibility. In other words, every constraint has to satisfy the MDF 
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optimisation before moving to a new optimum point while IDF requires only a 

feasibility of each subsystem but does not require system feasibility. As a result, 

the overall cost of simulation and number of functions that are called for the IDF 

method are less than those for the MDF method. Figure 7-10 (a) shows that the 

shared variables in the MDF are linked between subsystem to make whole 

system feasibility, while the variables of IDF in Figure 7-10 (b) are independent 

and only require subsystem feasibility. 

 

(a) (b) 

Figure 7-10 Optimisation variable for the MDF (a) and IDF (b) methods [131] 

It can be seen from Figure 7-11 [127] (a) that the MDF method may take longer 

to find the optimum point because it always stays in the feasible design space (or 

keeps returning to the feasible space) before driving the analysis to the optimum 

point. On the other hand, Figure 7-11 (b) shows the method of IDF that requires 

only individual subsystem feasibility and runs directly towards the optimum point 

at the first feasible space [129]. In addition, as the IDF subsystems are 

independent, optimisation task of different subsystem can be spit and computed 

separately. This IDF method is suitable for a parallel computing system.   

 

(a) MDF (b) IDF 

Figure 7-11 Comparison of MDF and IDF methods 
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The MDF is slower to find the optimum but it can make sure that the solution is 

feasible; on the other hand, the IDF, which is faster than MDF, may be trapped 

outside a feasible space and fail to find the optimum feasible solution.      

 Sensitivity analysis 

Sensitivity analysis  is defined as a mathematical technique (numerical or 

otherwise) to study how uncertainty in the output of a system (model) can be 

apportioned by the different sources of uncertainty in the model input [78]. Two 

approach techniques can be performed for calculating sensitivity analysis: local 

and global. Sensitivity analysis initially started with the local sensitivity method 

using the derivative-based technique [132]. This technique finds the partial 

derivative at a point of the design parameter and cost function to obtain the 

sensitivity solution. If there are many input design parameters, this local 

technique changes one variable at a time while keeping other parameters fixed; 

this technique is also called one-at-a-time.  Another approach method is global 

sensitivity analysis; instead of using a single data point, as in local sensitivity 

analysis, global sensitivity analysis uses a set of input factors to explore the 

output space. Some examples are Variance-based methods and Screening 

technique.   

There are some benefits of the global technique that provide an opportunity to 

explore the sensitivity of the model in a wider range of inputs and are also 

possible to be used with a discontinuities function. However, the local method 

has an advantage in its efficient calculation time. This study has limited the scope 

by using the local method and extended it for BEV powertrain application. 

However, the use of the global technique can be explored more in [133] and a 

comparison between these methods is presented in [134].            

In the optimisation context, sensitivity analysis can be used either before, after or 

both, such as[135]: 

 Using sensitivity analysis before optimisation – When a large number of 

model parameters influences the optimisation problems. sensitivity 
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analysis can be used for determining the most significant parameter to the 

objective function or prioritize a set of input parameters. This technique 

helps to obtain the initial guesses of parameters in order to estimate the 

cost function before running the optimisation and also to reduce 

computational costs for optimisation.  

 Using sensitivity analysis after optimisation – sensitivity analysis can be 

used after optimisation to test the robustness of the cost function to both 

design and fixed parameters.  

o Derivative-based sensitivity analysis for vehicle energy estimation 

The literature [25] demonstrates examples of using local sensitivity analysis for a 

road vehicle. The energy equation, which is an initial stage of finding sensitivity 

analysis, can be expressed as the algebraic equations presented by      

തܧ ൌ Aeroܧ ൅ Rollingܧ ൅  Inertiaܧ
(7-12) 

തோ஽஼ܧ ൌ 1.9 ∙ 10ସ ∙ ௙஼ௗܣ ൅ 8.4 ∙ 10ଶ ∙ ௩ܯ ∙ ௥ܥ ൅ 10 ∙  ௩ܯ

This equation contains three design parameters to estimate energy over a 

predefined driving cycle where, ܣ௙஼ௗ is an aerodynamic drag area, ܥ௥ is a rolling 

resistant coefficient and ܯ௩ is a vehicle mass. Average energy consumption over 

a specific distance, ܧത, can be calculated based on these product of vehicle 

parameters and coefficients which vary for each driving cycle. For this example, 

the coefficients	ሼ1.9 ∙ 10ସ, 8.4 ∙ 10ଶ, 10ሽ	 are used to calculate energy estimation 

for NEDC in kJ/100km. 

 First order sensitivity analysis 

Sensitivity analysis of parameters to energy consumption can be expressed as: 

ܵ௣೔ ൌ lim
ఋ௣i‐nom→଴

ሾܧതሺ݌i‐nom ൅ i‐nomሻ݌ߜ െ i‐nomሻ݌തሺܧ/i‐nomሻሿ݌തሺܧ

i‐nom݌/i‐nom݌ߜ
 

(7-13) 

݌ ൌ ሾܣ௙஼ௗ,  ௩ሿܯ,௥ܥ

This derivative-based method compares the rate of change of energy 

consumption with a change of a specific parameter at a particular point. In other 
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words, the sensitivity analysis value gives information on how much energy 

changes (as a percentage) if a parameter value is changed by a percentage. 

When there is more than one parameter in the equation, one parameter can be 

analysed at a time while other parameters are kept constant at their nominal 

points. Deriving three partial derivatives, the sensitivity analysis of each 

parameter can be expressed as  

dܥfܣܵ ൌ
തܧ߲

	dܥfܣ	߲
ሺܣfܥdሻ‐nom ∙

ሺܣfܥdሻ‐nom
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ 1.9 ∙ 10ସ ∙
ሺܣfܥdሻ‐nom

,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ
 

(7-14) 

ܵ஼௥ ൌ
തܧ߲

	௥ܥ	߲
ሺܥ௥ሻ‐nom ∙

ሺܥ௥ሻ‐nom		
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ 840 ∙ ሺܯ௩ሻ‐nom ∙
ሺܥ௥ሻ‐nom

,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ
 

ܵெೡ ൌ
߲ሺܧതሻ

	௩ܯ	߲
	ሺܯ௩ሻ‐nom ∙

	ሺܯ௩ሻ‐nom
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ ሺ840 ∙ ሺܥ௥ሻ‐nom ൅ 10ሻ ∙
ሺܯ௩ሻ‐nom

,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ
 

If a compact class vehicle is considered, parameters of ሼܣ௙஼ௗ,  ௩ሽ can beܯ,௥ܥ

easily substituted by ሼ0.6,0.012,1000ሽ and give the sensitivity value of 

ሼ0.36, 0.32,0.64ሽ respectively. This first order sensitivity analysis technique shows 

the different impacts when each parameter changes over an energy 

consumption; however, they do not provide any insight information of cross-

coupling between parameters. 

 Second order sensitivity analysis 

Analysis of cross-coupling parameters in the BEV powertrain is presented in the 

Chapter 5 . This technique was extended from first order sensitivity analysis and 

by performing a further partial derivative between two design parameters. This 

second order sensitivity analysis of a simplified road vehicle powertrain is 

presented by   

஺ܵ೑಴೏,	஼ೝ
ᇱ ൌ

߲ଶሺܧതሻ

௙஼ௗܣ	߲ ∙ ௥ܥ	߲
∙
ሺܣfܥdሻ‐nom ∙ ሺܥ௥ሻ‐nom
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ 0 

(7-15) 
஺ܵ೑಴೏,	ெೡ
ᇱ ൌ

߲ଶሺܧതሻ

௙஼ௗܣ	߲ ∙ ௩ܯ	߲
∙
ሺܣfܥdሻ‐nom ∙ ሺܯ௩ሻ‐nom
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ 0  

ܵ஼ೝ,	ெೡ
ᇱ ൌ

߲ଶሺܧതሻ

௥ܥ	߲ ∙ ௩ܯ	߲
∙
ሺܥ௥ሻ‐nom ∙ ሺܯ௩ሻ‐nom
,dܥfܣതሺܧ ௩ሻ‐nomܯ,௥ܥ

ൌ 840 
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Sensitivity analysis has been used for analysing the uncertainty of mathematical 

models and is also used in the optimisation process. This section gives a general 

idea of how to apply derivative-based sensitivity analysis in road vehicle 

powertrain analysis. Examples of energy equations using three general design 

parameters have been presented. The first order sensitivity analysis gives us the 

information on the most important parameters at the particular point of interest, 

and the second order sensitivity analysis tells us about the interaction between 

them.  

From the above example, in the design parameters of a compact road vehicle, 

the mass of the vehicle is the most sensitive parameter for energy consumption. 

This can be easily observed from the value of the first order sensitivity analysis 

as presented earlier. Then if the cross-coupling parameters are considered, the 

second order sensitivity analysis will give the information that which parameters 

are cross-coupling to the mass. The above example shows that the aerodynamic 

drag area is not cross-coupled to other parameters. In other words, the 

aerodynamic part can be improved alone without affecting other parameters, but 

improving the mass and rolling resistance may significantly improve energy 

consumption.   

7.3 Implementations 

 Sensitivity analysis of BEV using Chebfun 

The previous sections have given some general ideas of using sensitivity analysis 

in BEV powertrain application and Chebfun was introduced in a very early 

section. Partial derivation can be calculated by using analytical techniques, as 

presented in the previous example; however, for a complex equation when many 

design parameters are involved, an analytical solution may not be a flexible 

technique for this computation. This section aims to present a numerical 

technique for first and second order sensitivity analysis using Chebfun and then 

apply this method to the existing energy equation of the BEV powertrain from the 

Chapter 5. The energy equation of full parameters for the BEV powertrain is    
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തܧ ൌ dሻܥfܣAeroሺܧ ൅ ௥ሻܥRollingሺܧ ൅ ௩ሻܯInertiaሺܧ െ ReGenሻߟReGenሺܧ

൅ GearሻߟGearLossሺܧ ൅ MotorሻߟMotorLossሺܧ ൅ BatteryDischargeLossܧ

൅  BatteryChargeLossܧ

(7-16) 

This equation provides most of the influential sources of energy dissipated by the 

BEV powertrain. The details and fundamentals have been clearly explained in the 

literature. This section will treat the equation as a function with six design 

parameters and seven fixed parameters 

തܧ ൌ ݂ሺܣfܥd, ,௩ܯ,௥ܥ ,ReGenߟ ,Gearߟ  Motorሻ (7-17)ߟ

Details of this equation are presented in the Chapter 5. 

Figure 7-12 shows plots of the energy consumption of vehicle mass and 

aerodynamic drag area on their possible operated ranges. As the plot is linear, 

Chebfun approximate three Chebyshev points and approximately two intervals 

between them.    

Figure 7-12 Energy consumption (kWh per 100 km) on the selected range of 

vehicle mass and aerodynamic drag area. Both of these plots are simulated 

using the NEDC.  

Figure 7-13 shows the Chebfun2 capability to operate two variables of a smooth 

function simultaneously. A surface and contour of energy consumption has been 

plotted against two selected parameters: vehicle mass and aerodynamic drag 
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area. Since these parameters are not cross-coupling to each other, then a linear 

surface and contour can be observed in these figures.     

(a) (b)

Figure 7-13 Linear surface plot (a) and contour (b) of energy consumption 

between variables. 

 First-order sensitivity analysis using Chebfun 

Chebfun (one variable) is capable of operating both smooth and piecewise 

smooth functions [118]. In this case, the energy equation in equation (7-16) is a 

smooth function and differentiable at every point. Using the Chebfun provided 

function 'diffሺ	ሻ' for a numerical differentiation. Figure 7-14 shows plots of 

sensitivity values of vehicle mass and average gear efficiency over a selected 

operating range. The nominal value of vehicle mass at 1590 kg (2012 model 

weight plus rotational inertia and loads) and average gearbox efficiency at 97% 

are presented. Positive sensitivity analysis shows a direct proportionality of 

energy consumption and vice versa.      

 Second-order sensitivity analysis of cross-coupling variables 

Cross-coupling effect between two BEV variables can be visualised as a smooth 

surface or contour by using Chebfun2. This section presents a sample using 

Chebfun to plot the second order sensitivity analysis on the BEV powertrain 

variables.     
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Figure 7-14 First order sensitivity analysis of mass and average gear efficiency 

on the selected range.  

 Cross coupling between variables 

Figure 7-15 shows the cross-coupling between two parameters of the BEV 

powertrain. Figure 7-15 (a) shows the coupling between vehicle mass and the 

aerodynamic drag area. The points in these figures illustrate the nominal 

variables of the vehicle which are 1590 kg vehicle mass, 0.64 m2 drag area and 

97% (0.97) average gearbox efficiency. Based on the results from the Chapter 5, 

the cross-coupling effect between aerodynamic and vehicle mass is almost 

negligible (~0, no coupling) while the cross-coupling effect between average gear 

efficiency and vehicle mass is indicated as a very strong coupling (value of -8.8 

as presented in the Section 5.3.4). These figures present similar results to those 

presented in the Chapter 5; however, the use of Chebfun helps to present a better 

visualisation of how the cross-coupling values between two variables change 

over the variables domain instead of only a snapshot of cross-coupling values at 

those particular powertrain parameters, as in the Chapter 5.     
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(a) (b) 

Figure 7-15 Plots of 2nd order cross-coupling effect between BEV powertrain 

variables.  

Results from these figures conclude that there are very small (almost negligible) 

cross-coupling effects between the aerodynamic drag area and vehicle mass, as 

presented in Figure 7-15 (a), and the cross-coupling effect between average gear 

efficiency and vehicle mass is very strong and they will be a stronger coupling 

when the value of mass and gear efficiency increases, as presented in Figure 

7-15 (b). 

Figure 7-16 shows the confirmation results of the cross-coupling effect between 

variables presented in Figure 7-15. The contours in Figure 7-16 visualise the 

energy consumption increase between powertrain variables. In Figure 7-16 (a) 

the straight line contour indicates a linear slope between these variables, as they 

are not cross-coupled to each other, while the curved contour in Figure 7-16 (b) 

presents a clear result of the non-linear increase of energy consumption due to 

the strong cross-coupling effect between variables.   

mass = 1590 kg, Gear efficiency = 0.97 (97%)  

Cross-coupling value = -0.879 

mass = 1590 kg, Drag Area = 0.6412 m2  

Cross-coupling value = 7x10-7 
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(a) (b)

Figure 7-16 Energy consumption contours between selected BEV powertrain 

variables.   

 Multi-disciplinary design procedure for BEV optimisation using 
Chebfun 

In the previous section, the energy balance equation is associated with the 

following elements: aerodynamic drag force, rolling friction force, inertial force, 

transmission losses, losses in the motor and losses in the battery. These 

elements can be considered as fundamental elements of the energy estimation 

for the BEV powertrain; however, for optimisation purposes, a different set of 

design parameters, which affect the fundamental elements, is required. This 

section aims to introduce the BEV model for an optimisation purpose. The cost 

function and constraints will be indicated, and this section will explain how the 

multi-disciplinary optimisation process integrated with Chebfun and the BEV 

model.   

 Model of BEV powertrain optimisation 

This study selects three system-level design variables for this BEV powertrain 

optimisation: motor size, gear ratio and battery size. The objective function of this 

model is the energy consumption over a unit distant (in kWh/km). Constraints in 

this optimisation are range, motor maximum speed and vehicle acceleration.      

Energy consumption of a road vehicle starts from a fundamental balance 

equation of vehicle traction and environmental losses. Vehicle traction force ܨ௧ in 
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ForceTractionൌForceAerodynamic൅ForceRolling	resistance ൅ Inertia 
(7-18) 

ሻሻݐሺݒ௧ሺܨ ൌ |ሻݐሺݒ|ሻݐሺݒ௙ܣௗܥ௔௜௥ߩ0.5 ൅ ୰ܥ ∙ ௩ܯ ∙ ݃ ൅ ௩ܯ ∙ ሶݒ ሺݐሻ 

results from the force needed to overcome aerodynamic resistances, tyre rolling 

resistance, vehicle climbing a slope and inertia. However, the vehicle is simulated 

on a flat road; consequently losses from hill climbing are ignored. In equation 

 ,௙ is the vehicle frontal areaܣ ,ௗ is the drag coefficientܥ	,௔௜௥ is air densityߩ ,(7-18)

 ௩ is the vehicle mass and ݃ is theܯ	,୰ is the rolling resistant coefficientܥ

gravitational acceleration. Vehicle traction force is a function of a vehicle speed 

profile. The speed profile, also called a driving cycle, is an input to the equation 

as parameter ݒ (m/s) and its derivative, ݒሶ  (m/s2). These parameters are a function 

of time along the driving cycle. 

Vehicle mass 	ܯ௩ is a parameter that affects overall energy consumption of the 

vehicle and is composed of mass from gliding body	ܯ஻, motor ܯ௠, battery ܯ௕ 

and loads ܯ௅, as described by 

MassVehicle	kg ൌ ௩ܯ ൌ ஻ܯ ൅ܯ௠ ൅ܯ௕ ൅ܯ௅ (7-19) 

Since motor size and battery size are the design parameters, these variables will 

affect the energy consumption by increasing vehicle mass as their size increases. 

The relationship between motor, battery size and mass of the BEV powertrain are 

presented in  

MassMotor	kg ൌ ௠ܯ ൌ 0.532 ሺMotor	sizekWሻ ൅ 21.6 (7-20) 

MassBattery	kg ൌ ௕ܯ ൌ 7.8 ሺBattery	sizekWhሻ  (7-21) 

These powertrain mass equations are based on a long-term scenario of motor 

mass and battery mass estimation, as in [46]. Changes in gear ratio may affect a 

small change in powertrain weight but they will be assumed to be a uniform 

weight over their different ratio which will be included in the weight of a gliding 

body.  
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The electric machine is an energy converter which acts as a motor/generator. In 

motor mode, it provides torque for acceleration and keeps the vehicle moving at 

a constant cruising speed, while it captures kinetic energy that would otherwise 

be lost during braking. The motor current  ܫ௠ is proportional to the motor torque, 

as presented in 

ሻݒ௠ሺܫ ൌ
௠ܶሺݒሻ

௠ܭ
ൌ

௪ݎ
௠ܭ ∙ ݅௚ ∙ ݊௚

 ሻሻ (7-22)ݐሺݒ௧ሺܨ

and is also related to the vehicle traction force described previously. The motor’s 

stator current, the rate of motor current ܫሶ௠ሺݒ, ሷݒ ሻ and motor rotational 

speed	߱௠ሺݒሻ, which are a function of the driving cycle ݒሺݐሻ, are described by  

,ݒሶ௠ሺܫ ሷݒ ሻ ൌ 	
௥ೢ

௄೘௜೒௡೒
ሺߩ௔௜௥ܥௗܣ௙ ∙ ሻݐሺݒ ൅ ܯ  (ሻݐሷሺݒ (7-23) 

߱௠ሺݒሻ ൌ
݅௚
௪ݎ
 ሻݐሺݒ (7-24) 

where ܫ௠ሺݒሻ is the motor’s internal current, ܫሶ௠ሺݒ, ሷݒ ሻ is a change of motor current, 

௠ܶሺݒሻ is motor torque, ܭ௠ is motor constant, ݎ௪	is wheels’ radius, ݅௚ is gear ratio 

and ݊௚ is gear efficiency. The ߱௠ሺݒሻ is a rotational speed of the motor. 

Energy consumption is calculated by the total energy that drives the electric 

machine. These electric machine equations are based on the fundamentals of a 

DC motor. Power consumption of the motor is a product of motor current ܫ௠ሺݒሻ	 

and motor voltage ܸሺݒ, ሷݒ ሻ. Energy consumption can be calculated from summing 

of the powertrain during a driving cycle of the motor. Battery losses, which are 

small in number, have been safely assumed to be negligible as was verified in 

the Chapter 5. The cost function will be the energy over a unit distance as 

presented by  

ܸሺݒ, ሷݒ ሻ ൌ ,ݒሶ௠ሺܫܮ ሷݒ ሻ ൅ ܴ ∙ ሻݒ௠ሺܫ ൅ ௠ܭ ∙ ߱௠ሺݒሻ (7-25) 

ܲ ൌ ሻݒ௠ሺܫ ∙ ܸሺݒ, ሷݒ ሻ  (7-26) 
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cycle	perܧ ൌ ෍ܲ ∙ ݐ∆

௧೙

௧బ

 

(7-27) 

km	perܧ ൌ
cycle	perܧ

∑ ሻݐሺݒ ∙ ௧೙ݐ∆
௧బ

 

where ܸሺݒ, ሷݒ ሻ is a motor voltage,	ܲ is motor power and ܧ is an energy 

consumption of a vehicle.   

 Constraints for BEV powertrain optimisation 

Constraints help designers force the optimiser to select optimal results within a 

desired feasible area. For example, the minimum energy consumption of the 

powertrain is the objective function in this study. However, the designers want a 

powertrain that provides the greatest energy efficiency but still provides enough 

driving range, satisfactory acceleration time and is within the limits of the motor’s 

capability. This section describes three constraints which are used in this study.   

 Range constraints  

One of the major issues of concern of a BEV is that the vehicle may have an 

insufficient range to reach the destination. The range of the BEV can be defined 

as the distance that the vehicle can travel electrically without having to be 

recharged. The range estimation in this study is based on two factors, energy 

consumption per a unit distance and size of the battery, as described in 

RangeEstimation ൌ Battery sizekWhൈ1000/Eper	kilometre (7-28) 

Increased battery capacity results in increases in travel range but requires more 

energy per unit distance. Range constraint is a factor to balance the minimum 

sufficient amount of battery capacity and keeping as low an energy consumption 

as possible. 
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 Max speed constraints 

Equations (7-22) and (7-25) show that losses in the motor are due to electrical 

losses (coil resistance) and mechanical friction losses. However, electrical losses 

are the only ones of concern for this study. Losses in the motor are due to the 

amount of electric current in the motor coil and proportional to the amount of 

motor torque. It can be concluded that operating the motor at high speeds to 

maintain sufficient necessary power results in lower torque being required and a 

saving of energy, since the power is a product of torque and speed. This is 

possible if a high ratio gearbox is available. However, the losses due to operating 

the gearbox at high speeds are assumed to be negligible since the gearbox 

efficiency is modelled on an average value. The simple rule applied to this 

simulation as described in the following condition    

motor	constraint ൌ 1 ൌ feasible if ߱௠௢௧௢௥ ൑ ߱௠ ௠௔௫ሺݒሻ 
(7-29) 

motor	operation ൌ 0 ൌ infeasible if ߱௠௢௧௢௥ ൒ ߱௠௠௔௫ሺݒሻ 

This constraint prevents the optimiser from selecting too high a gear ratio, since 

the higher gear ratio results in lower torque and energy saving. This factor is 

dependent on the maximum vehicle speed which is also dependent on different 

driving cycles.  

 Acceleration constraint 

This constraint affects the BEV in terms of the marketing aspect, rather than 

engineering practices and energy efficiency, since higher acceleration reflects 

how much fun driving the vehicle is and how enjoyable. This restriction keeps the 

motor size sufficiently large enough for driving to be a pleasure and avoids the 

optimiser selecting too small a motor. The acceleration time from rest to 100 km/h 

can be computed by       

TimeAcceleration ൌ T100 ൌ෍
௩ܯ

ሻݒ௧ሺܨ
ݒ∆

௩ୀଶ଻.଻଼

௩ୀ଴
 (7-30) 

where ݒ is vehicle velocity in m/s and T100 is in second. 
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 BEV powertrain optimisation as multi-disciplinary optimisation 
technique 

Components of the multi-disciplinary optimisation method, as presented in [123], 

include a mathematical model, approximation concept, system sensitivity 

analysis, optimisation procedures with decomposition, and human interface. 

These components were deduced from various literature surveys in multi-

disciplinary optimisation developments. For a particular multi-disciplinary 

optimisation application, all these components may not be used but most of them 

may be included. This study requires most of their properties except for the 

approximation concept. The following section will give some explanations and 

examples of how these concepts will be integrated in this Chebfun - multi-

disciplinary optimisation  method for BEV powertrain constraints optimisation.    

 Optimisation procedures with decomposition 

System decomposition and associated optimisation is one key component of the 

multi-disciplinary optimisation technique [123]. This may somehow make the 

multi-disciplinary optimisation different to the conventional optimisation 

technique. A conventional optimisation algorithm usually considers the model to 

be a black box. The optimiser responds to the cost function and constraints which 

are the results of the optimiser selecting the model input and calculating the 

results of the model. The optimiser, such as Genetic Algorithm, will select a new 

set of variables and then continue searching until an optimum is found [35].  It 

can be seen from the optimisation toolbox [136] that the optimisation algorithm 

can be developed separately to the model and can perform correctly, as long as 

the interface between them is correct. 

Multi-disciplinary optimisation tries to break the system synthesis into smaller 

tasks and it is possible to execute these concurrently. In most cases, it can reduce 

the computational effort. Multi-disciplinary optimisation divides a large system 

into many disciplines and lets disciplines communicate (exchange parameters 

and results). In this study the discipline in the multi-disciplinary optimisation 
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method is called a subsystem and these subsystems can be coordinated by the 

system analyser.  

In this particular case, the BEV powertrain model is divided into smaller 

subsystems, as presented in Figure 7-17. Variables and solutions are exchanged 

between subsystems. The multidisciplinary design analyser is a coordinator for 

the system. The powertrain system is separated into five subsystems, each of 

which has its own communication routine. Most subsystems require results from 

the others; for example, the result of energy consumption ாܻሺܺଶ, ௠ܻሻ requires the 

result of vehicle mass ௠ܻሺ ଵܺ, ܺଷሻ. It can be seen that to calculate energy 

consumption, the motor and battery variables ሺ ଵܺ, ܺଷሻ may not be directly required; 

however, these variables are required to compute the vehicle mass 

solution,	ܻ݉ሺܺ1, ܺ3ሻ, beforehand. This is an example of cross-coupling design 

variables in the powertrain simulation. Moreover, the motor speed constraint 

subsystem does not require any results from the previous subsystem. Only the 

gear ratio ܺଶ affects this maximum motor speed ௌܻ. Furthermore variable ܺଶ in the 

motor speed constraint subsystem has no cross-coupling effect on other design 

variable 

 

 

Figure 7-17 Variables and solutions are exchanged between subsystems.     

The multidisciplinary design analyser is a coordinator of the system.   

where ଵܺ,ܺଶ,ܺଷ in the Figure 7-17 are design variable (motor size [kW], gear ratio 

[-] and battery size [kWh]) and ௠ܻ, ாܻ, ோܻ, ஺ܻ, ௌܻ , in the same figure, are results from 

each subsystem.  
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 Parameter sensitivity in the BEV model 

This section presents the sensitivity values of design variables (motor, gear and 

battery) for the cost function and constraints. In other words, this sensitivity values 

present the importance of each variable to the cost function and constraints. 

o First order sensitivity analysis 

Table 7-2 presents the 1st order sensitivity analysis values of each parameter to 

the cost function and constraints. These sensitivity analysis values were 

calculated using a similar method to that presented in the previous section, 

except that these results were calculated from the BEV model used for powertrain 

optimisation as presented in the previous section.     

Table 7-2 First order sensitivity analysis between variables and 

optimisation function. 

(parameters: motor, gear, battery) 

First Order Sensitivity Analysis 

Motor Gear Battery 

Energy cost function @ (80,8,24) 0.0202 0.0510 0.0887 

Range constraint @ (80,8,24) 0.0202 0.0510 0.9113 

Motor speed constraint @ (80,8,24) 0.0 1.0 0.0 

Acceleration constraint @ (80,8,24) 0.9 0.6 0.5 

It can be seen that for a particular powertrain size (80 kw motor, 8:1 gear ratio 

and 24 kWh battery), battery size is the most sensitive parameter in both energy 

consumption and range, while motor size is very sensitive to acceleration 

performance. The gear ratio is the only parameter that affects the maximum 

motor speed. These results provide an insight into the complex equation of how 

the parameters are effected by the cost function and constraints of the model. 
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o Second order sensitivity analysis 

Table 7-3 shows the cross-coupling value between each pair of variables for cost 

function and constraints. These results were obtained by using 2nd order 

sensitivity analysis with the BEV model for optimisation. The sensitivity values 

show how much each pair of variables are cross-coupling with each other. This 

table demonstrates only a particular design variable, such as at this particular 

point of the powertrain’s selected variables (80,8,24). Chebfun can calculate 

sensitivity analysis for a range of variables (instead of a single set of variables) 

as the results presented in the previous section. 

Table 7-3 Cross-coupling effect between design parameters. 

Energy @ (80,8,24)  Gear Battery 

Motor 0.0025 0.0001 

Gear - 0.0111 

 

Range @ (80,8,24)  Gear Battery 

Motor 0.0005 0.0167 

Gear - 0.0531 

 

Motor Max Speed @ (80,8,24)  Gear Battery 

Motor 0 0 

Gear - 0 

 

Acceleration @ (80,8,24)  Gear Battery 

Motor 0.0025 0.0001 

Gear - 0.0111 
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Results from 2nd order sensitivity analysis presented in Table 7-3 indicate that 

motor-gear is the strongest coupling parameter pair at this design variables 

(80,8,24), then gear-battery is the strongest coupling in range constraint. In the 

maximum motor speed constraint, there are no coupling effects between 

variables and gear-battery is the strongest coupling variable pair for the 

acceleration constraint. 

 Multi-disciplinary feasible for BEV optimisation using Chebfun 

MDF is a single layer multidisciplinary method consisting of system analyser and 

optimiser. The optimiser is responsible for finding the optimal design parameters 

by requesting cost and constraints functions from the subsystem (model), while 

the system analyser has a role to enforce multidisciplinary consistency. In this 

example, both optimisation and system analyses have been undertaken using 

Chebfun. Figure 7-18 shows a diagram of the MDF technique in this example. 

The optimiser, as presented at the top level in this diagram, manages the role of 

finding the minimum cost function and adjusting the parameters to satisfy the 

constraints, while the system analyser manages the interaction between the 

optimiser and models (subsystem). A hierarchical structure can be seen in this 

system; however, in the multi-disciplinary optimisation system, this MDF method 

is a non-hierarchical (single layer) system because there is a single optimiser. In 

addition, this MDF method requires a feasible solution in every iteration, which is 

different from the IDF method that only requires feasibility at the optimum. In the 

next section, the optimiser and system analyser will be explained in more detail 

with examples.  
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Figure 7-18 Using MDF method with the BEV powertrain optimisation 

 Multi-disciplinary system analyser 

The system analyser has an important role in this multi-disciplinary optimisation 

system. And this is one of the important features of the multi-disciplinary 

optimisation system that provides an additional capability beyond ordinary 

optimisation techniques. Normally, optimisers are directly connected to the 

model. This routine often starts with initial parameters then the optimisation 

algorithm will select a design variable that improves the cost function and satisfies 

the constraints until the termination criteria are met. However, the system 

analyser can make the ordinary optimiser deal with more complex tasks, such as 

using Genetic Algorithm with the multi-disciplinary optimisation system, or 

overcome the optimiser limitation such as using Chebfun optimisation in this 

study. 

 Selecting optimisation parameters using sensitivity analysis 

The limitation of Chebfun2 is that it can manipulate only two parameters at a time, 

while the BEV optimisation in this study required three parameters to optimise. 

This system analyser has a role to select a pair of design variables to optimise. 
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This procedure can be done by using the sensitivity analysis to rank the sensitivity 

parameters for the cost function and constraints, then choosing two variables to 

optimise at a time. 

Figure 7-19 presents a flow chart of this optimisation procedure, starting from 

selecting the initial design variables, after which the constraints are checked to 

make sure that the solution is within the feasible space. If any of constraints 

criteria are unsatisfied, the constraint adjustment process will be performed by 

using the 1st order sensitivity analysis to select the most sensitive parameter to 

that constraint and using 2nd order sensitivity analysis to rank and find the cross-

coupling variable. After that the design variables will be adjusted.  

After making sure that all design variables are in the feasible space, the 

optimisation process will be performed by using the 1st order sensitivity analysis 

to rank the sensitive parameters, and repeating the steps until the termination 

criteria are satisfied.        
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Figure 7-19 The procedure of BEV optimisation using Chebfun and multi-
disciplinary optimisation methods. 
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Figure 7-20 Search area of the Chebfun is located by a range of difference cost 

function (calculated from sensitivity analysis) at each side of the two variables. 

 Optimisation of two parameters at a time using Chebfun 

Chebfun2 is possible to use as a global optimisation tool for a system with two 

parameters. However, if the number of design parameters is greater than two 

then the methods of multi-disciplinary optimisation and gradient based 

optimisation will be implemented. Recalling the Steepest Descent method, a 

procedure for finding the minimum point is described briefly by [137]: 

 Start with ࢞௞ as current design variable vector at ݇th iteration. A downhill 

direction ࢊ  and a step size ߙ ൐ 0 will be selected. A new point will be  ࢞௞ ൅

௞࢞And it is expected that the new point will improve cost function  ݂ሺ .ࢊߙ ൅

 is a ࢊ ௞ሻ. In the gradient optimisation method, it is required that࢞ሺ݂ > (ࢊߙ

descent search direction as ݂׏ሺ࢞௞ሻTࢊ ൏ 0. For a descent direction, it can 

be seen that ࢊ௞ ൌ െ݂׏ሺ࢞௞ሻ. After the descent direction is chosen, a step 

size ߙ will be selected for the next better cost function. It can be seen that 

when the search direction is fixed as ࢊ, the objective function depends only 

on ߙ as ࢞௞ ൅ ௞ࢊߙ ≡ ௞࢞ሻ and ݂ሺߙሺ࢞ ൅ ௞ሻࢊߙ ≡ ݂ሺߙሻ. The optimisation can 

be presented by  

ఈஹ଴݁ݖ݅݉݅݊݅݉ ݂ሺߙሻ ≡ ݂ሺ࢞௞ ൅  ௞ሻ (7-31)ࢊߙ

And the design variable vector will update for a new minimum point as 
௞ାଵ࢞ ൌ ௞࢞ ൅   .௞ࢊ௞ߙ
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Chebfun2 provides a ′min′ function to find a minimum point over a search area, 

as presented in Figure 7-21 (a). These procedures are compared with the search 

direction in the Steepest Descent optimisation method, as presented in Figure 

7-21 (b).  

(a) (b) 

Figure 7-21 Comparison between Chebfun minimisation global search method 

and the Steepest Descent minimisation method.  

Instead of finding the gradient vector ݂׏, direction ࢊ and step size ߙ as in the 

Steepest Descent method, Chebfun2 finds a new lowest objective function 

instantly. This makes Chebfun2 fast and accurate for optimisation with two 

parameters in a specific search area. The algorithm behind Chebfun2 is a grid 

search and some optimisation procedures, the details are addressed in [120].  

 Constraint optimisation using Chebfun 

For the MDF method, all optimised parameters have to be selected in the feasible 

area before continuing to the next iteration. The method of keeping parameters 

in the feasible region in Chebfun is by using the rootsfinding function in the 

Chebfun tools. For example, the range calculated at (80,8,24) is 172 km, if the 

minimum range constraint is greater than 170 km, battery size selection can be 

varied by either motor size or gear ratio. Figure 7-22 (a) shows that if the range 

constraint is greater than or equal to 170 km, gear ratio and motor size are 8:1 

and 80kW respectively, and battery size selection should be at least, or above, 

the line and position in the feasible area.     

 ௞࢞

௞ାଶ࢞

௞ାସ࢞
௞ା଻࢞

 ௞࢞

 ௞ାଵ࢞
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                                          (a)              (b) 

Figure 7-22 Constraints adjustment process using ‘rootsfinding’ function in 

Chebfun 

System analysers also have a role in selecting parameters for adjusting these 

constraints. The previous example of constraint adjusting is looking at the 

parameters close to (80,8,24) and the most sensitive parameter to the range 

constraint is the battery size, as presented in Table 7-2; this shows that the 

battery size can be adjusted to a minimum to obtain the maximum effort for range 

constraint. The cross-coupling effect also helps to select the second pair of 

parameters to adjust together with battery size. The results from Table 7-3 that 

show that gear ratio is the most sensitive coupling parameter for the battery and 

it is clear that adjusting the battery with the gear ratio will satisfy the range 

constraint.     

Figure 7-23 shows a 3-D plot between battery size and motor size against energy 

consumption. The selected search area will be chosen from the initial variable. 

Range and acceleration constraints which are functions of motor and battery, are 

also plotted.   

Feasible Range Constraint 

Parameter is moved from infeasible to feasible area 

 Feasible Range Constraint 
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Figure 7-23 A 3-D plot of Chebfun optimisation 

It can be seen that BEV powertrain model is a smooth function. This smooth 

function is compatible to be used with Chebfun2. This shows that over the design 

parameters domain the minimum battery size and motor size will give the 

minimum objective function. However, this optimum point is bounded by 

constraints. The selected search area is created as a square region as presented 

in Figure 7-20 and Figure 7-23 to search for a global minimum in that area and 

move along with the new optimum parameter until the optimum point is reached. 

However, this methodology works based on the gradient based optimisation 

method which is limited to finding the solution in a convex set only [137]. In this 

study, the BEV powertrain model is a convex set that is appropriate to this method 

and the initial point has to be in the feasible area only.             
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7.4 Case study in powertrain optimisation with Chebfun 

In the previous section, the optimisation method using Chebfun and multi-

disciplinary optimisation has been introduced. In this section, the optimisation 

technique will be applied to a BEV case study and compared to the traditional 

optimisation methods. The Nissan Leaf (2012 model), a well-known production 

C-segment BEV, is used as the case study and benchmark. This vehicle is a SM-

SA BEV and the powertrain layout is presented in Figure 7-24. 

 

Figure 7-24 The SM-SA BEV powertrain. 

The original Nissan Leaf vehicle is driven by a single front wheel drive 80 kW 

motor with a 7.9:1 fixed ratio transmission and 24 kWh lithium battery. In this 

study, the selected design parameters are motor size, gear ratio and battery size 

while all other constant and dependent parameters are based on publically 

available data [37] and are otherwise based on the author’s assumptions. Table 

7-4 shows the selected design parameters and their boundary constraints.         

Table 7-4 Design variables for BEV optimisation 

Parameters Range of parameters optimisation 

Motor Size (kW) 40 – 120 

Gear Ratio 1:1 – 11:1 

Battery Size (kWh) 20 – 30 
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Table 7-5 Constant and dependent parameters 

Vehicle Body  

Aerodynamic Area ሺܣfܥdሻ, ሺ݉ଶ) 0.6412  

Rolling resistant coefficiency ሺܥ௥ሻ, ሺെሻ 0.007 

Vehicle mass ሺܯ௩ሻ, ሺ݇݃ሻ Dependent on motor and battery size as 

equation (7-19) 

Wheel radius ሺݎ௪ሻ, ሺ݉ሻ 0.15 

Transmission  

Transmission efficiency	ሺ݊௚ሻ, ሺെሻ 97% 

Electric Machine  

Motor efficiency	ሺ݊௠ሻ, ሺെሻ  Dependent on motor torque and speed 

Motor constant ሺܭ௠ሻ 0.4 

Motor resistance ሺܴሻ, ሺohmሻ 0.02 

Objective function and constraints 

Minimize: ܧሺ࢞ሻ 

(7-32) 

	࢞  ∈ ሼ݉ݎ݋ݐ݋ ,݁ݖ݅ݏ ݎܽ݁݃ ,݋݅ݐܽݎ ݕݎ݁ݐݐܾܽ  ሽ݁ݖ݅ݏ

Subject to: 170 െ ݃ோ௔௡௚௘ሺ࢞ሻ ൑ 0 

 	݃ெ௢௧௢௥ ௌ௣௘௘ௗሺ࢞ሻ െ 1000 ൑ 0 

 	݃஺௖௖௘௟௘௥௔௧௜௢௡ ௧௜௠௘ሺ࢞ሻ െ 10 ൑ 0 

௜௅ݔ  ൑ ௜ݔ ൑ ݅ ,௜௎ݔ ൌ 1,3 

where ܧሺ࢞ሻ represents the objective function which is the energy consumption of 

the BEV powertrain (Wh/km) over the NEDC. This objective function is restricted 
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by inequality constraints	݃௡ which are limited to the vehicle travelling at least 170 

km, motor max speed less than 1000 rad/s and acceleration time from 0 to 100 

km per hour, for less than 10 sec. The ࢞ vector represents the three design 

variables: motor size, gear ratio and battery size. These variables are modified 

during the optimisation process to obtain the optimum. The design space is 

defined by the lower and upper bounds (side constraints), ݔ௜௅ and ݔ௜௎, of the 

design variables.           

7.5 Chapter discussion 

Chebfun provides a set of powerful computational tools that give high digits of 

accuracy while also providing fast calculation. This system has been developed 

for more than a decade from a single dimension with restricted to continuous 

functions and it is currently developed for piecewise smooth 1D and then smooth 

multi-dimension functions (Chebfun2 and Chebfun3). As the Chebfun developed 

to a 2D function, some useful tools such as global optimisation and rootsfinding 

are possible to apply to many branches of science and engineering applications. 

Chebfun has the ability to find the global minimum of a complicated function [138] 

in just less than 0.2 sec with 12 correct digits [120]. However, there are some 

limitations to applying this tool to some engineering applications, such as the EV. 

Firstly, a BEV powertrain simulation usually requires a study of multi-variable 

optimisation with more than two variables. This study tries to apply a very 

simplified BEV powertrain but it still consists of at least three variables to 

compute. This limitation is possible to be solved by the future Chebfun3 but 

currently Chebfun2 cannot solve it on its own. Secondly, smooth function 

restriction is another constraint when using Chebfun2. 

Multi-disciplinary optimisation was introduced in this study to unlock this 

restriction and, as described earlier, multi-disciplinary optimisation is used as a 

bridge to connect between Chebfun and BEV powertrain constraints optimisation. 

The composition of multi-disciplinary optimisation was defined broadly as it was 

applied in a number of different applications. However, the components of the 

multi-disciplinary optimisation method were concluded by Sobieski in 1997 as 
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presented in [123]. Some of the multi-disciplinary optimisation components which 

it is possible to use to overcome the Chebfun restriction, are the optimisation 

procedures with decomposition. By breaking down the cost function and 

constraints of this BEV optimisation into different subsystems (disciplines), it is 

possible to optimise the BEV variables (two variables at a time) by using Chebfun.  

Sensitivity analysis  which is another multi-disciplinary optimisation component 
that is broadly used in many multi-disciplinary optimisation applications [123]. The 

sensitivity analysis in this study was used as a decision making tool to decide 

which variables are suitable to optimise. The local method sensitivity analysis 

was calculated in both 1st order and 2nd order by using Chebfun. Sensitivity 

analysis in this study is located in the multidisciplinary design analyser to 

coordinate the information flow between the optimiser and the model subsystem.  

Mathematical modelling of a system and the approximation concept are other 

multi-disciplinary optimisation components [123]. Since Chebfun2 was restricted 

to smooth functions, in this study, a concept of differential flatness was introduced 

and evaluated for the BEV powertrain application. Research in [121] encouraged 

the use of a metamodel to increase optimisation efficiency. However, by using 

the differentially flat system, a detailed model of the BEV powertrain components 

exists and also performed fast enough for optimisation. For example, the model 

of the electric machine in this study was created by inverting the simulation of a 

DC electric motor. The differential flatness model contains information at transient 

response while other backward simulation techniques used looked-up table and 

eliminated this system transient behaviour, such as the model presented in the 

following literatures: [9],[30],[139].         

 Interesting points of the limitations 

With Chebfun2 it is possible to locate the global minimum and maximum of two 

variables over a selected search area, but for use in this study, at least three 

variables are required for the powertrain optimisation. By using the process of 

multi-disciplinary optimisation, global optimisation cannot be guaranteed because 

only two variables can be optimised at a time. The idea of the Steepest Descent 
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optimisation method, which is adapted with the Chebfun optimisation, is used and 

then this optimisation may somehow be limited to the convex set of solution space 

only. 

The historical background of multi-disciplinary optimisation indicated that the first 

generation of multi-disciplinary optimisation in aerospace was to integrate all 

systems in a single optimisation loop as presented in the Figure 7-7 (a) [124], and 

as the problems become more complex, the 2nd and 3rd multi-disciplinary 

optimisation generation were applied to decompose the systems as in Figure 7-7 

(b) and the system decomposition using a multi-optimiser as in Figure 7-7 (c). 

Compared to road vehicle powertrain optimisations recently, most of them 

optimise the powertrain in a single loop with different types of optimisation 

algorithms. Then, the report in [121] predicted the trend of multi-disciplinary 

optimisation in the automotive industry as using a global optimisation method with 

single-lever multi-disciplinary optimisation. This may somehow point out that the 

model for road vehicles will become more complex in the near future and multi-

disciplinary optimisation will extend the ability of the optimisation tools to deal with 

a complex automotive system. 

This study does not aim to upgrade mature optimisation algorithms, such as the 

Genetic Algorithm, to deal with a problem of electric road vehicle design. Instead, 

the aim of this study is to investigate the potential of Chebfun to deal with an 

ordinary BEV powertrain constraints optimisation. As a result, it is difficult to 

compare this Chebfun - multi-disciplinary optimisation with the well-known global 

optimisation tools such as Genetic Algorithm or NSGA2 in terms of robustness 

and flexibility. Chebfun - multi-disciplinary optimisation requires a custom-made 

algorithm to suit each application. The push-button design procedure may not be 

applicable when applied to this multi-disciplinary optimisation system. This 

circumstance is already explained as one of the multi-disciplinary optimisation 

components presented in [123]. 

This Chebfun - multi-disciplinary optimisation technique presents a modification 

method of Chebfun2 which is restricted by two variables, and extends its ability 
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to solve three variables optimisation. It is possible to extend Chebfun2 to work 

with more than three variables optimisation; however, this algorithm may not be 

very efficient, since the computational cost of sensitivity analysis may be too high 

to compare with traditional optimisation algorithms.  

Chebfun3 which is aimed at computing functions in a 3D cube ሾܽ, ܾሿൈሾܿ, ݀ሿൈሾ݁, ݃ሿ 

is being developed [26], so the global optimisation function in Chebfun3 is not 

currently available. In the author’s opinion, if the Chebfun3 optimisation function 

is available, the three variables optimisation as presented in this study will be 

easily solved. However, the four variables optimisation can be extended by using 

Chebfun3 and the method presented in this study. 

7.6 Chapter conclusion 

The work presented in this study constructs a new idea and method for BEV 

powertrain optimisation. A combination of existing knowledge, the Chebfun and 

multi-disciplinary optimisation, are combined for solving problems in a new 

application, the BEV powertrain constraint optimisation. Multi-disciplinary 

optimisation properties which were used in other applications are introduced, 

analysed for their cost/merit and adapted in this study. The method of 

optimisation procedures with system decomposition is a key process to overcome 

the restrictions of the Chebfun with more than two variables in BEV powertrain 

optimisation. The system sensitivity analysis for the BEV powertrain in both first 

and second order, as introduced in the previous chapter, is judiciously applied to 

make a decision and it is presented as the system analyser for this new 

optimisation technique. Finally, this method has already been tested and the 

results verified against the conventional optimisation technique. In conclusion, 

the author does not claim that the Chebfun - multi-disciplinary optimisation  

technique is a universal optimisation tool; however, the contribution of this work 

is to introduce two existing processes, the Chebfun and multi-disciplinary 

optimisation, break the restriction between them and then introduce this idea to 

researchers in the author’s field which is EV Powertrain Optimisation.  
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8 Thesis conclusions 

This final chapter concludes the thesis by summarising thesis chapters in the 

Section 8.1, states the thesis keys finding in the Section 8.2, emphasises the 

contribution in the Section 8.3 and introduces the future works in the Section 8.4.   

8.1 Chapter summarise 

Two main objectives of this thesis are presented in two groups of chapters. The 

Chapter 2 to the Chapter 4 response to the first objective to evaluate possible 

BEV powertrain topologies using existing computational tool. Then, the Chapter 

5 to the Chapter 7 are elaborated from the second objective to develop new 

computation techniques for the BEV powertrain components sizing and 

optimisation.      

 Traditional tools for BEV powertrain optimisation  

 Chapter 2  

This chapter gives an introduction to the modelling and simulation the powertrain 

of a road vehicle for the purpose of powertrain sizing and optimisation. 

Fundamentals of the powertrain were described by mathematical equations. 

Then, the computational tool, the quasi-static toolbox, was modified and used in 

this simulation and focus for modelling powertrain of a battery electric vehicle 

(BEV). A model of powertrain weight and cost are also included in this study. In 

summary, this chapter uses the simulation technique from the quasi-static toolbox 

to construct a powertrain model for a single motor front-wheel drive BEV. 

Consequently, this model is used for the optimisation purpose in the later 

chapters. 

 Chapter 3 

The Chapter 3 demonstrates the application of the quasi-static backward 

simulation technique on the case study BEV. The Nissan Leaf was selected 

because of its position as an affordable family car which is similar to vehicle 

segment considered in this study. In the author’s opinion, the vehicle’s properties 
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suggest that the Nissan Leaf was initially designed and optimised as a BEV rather 

than modified from an internal combustion engine platform. As it can be seen that 

the high speed motor as presented in Figure 3-2 and single gear ratio were 

originally designed for the vehicle. The optimisation results of the BEV powertrain 

using the Leaf as a case study were presented. In addition, two-speed gearbox 

was also introduced to investigate the beneficial of multi-ratio gearbox in the BEV. 

Finally, these results of the single-motor single-axle (SM-SA) BEV were used as 

a benchmark for developing different powertrain topologies as they were 

presented in the Chapter 4   

 Chapter 4  

This chapter presents a motivation to examine a system level BEV powertrain in 

some selected topologies and analyse the trade-off between them. The study 

assumed some possible vehicle topologies based on the benchmark vehicle used 

scenario and evaluates their performances. The selected BEV topologies include 

the SM-SA, which is similar to the benchmark vehicle; DM-DA which extends the 

first topology by adding a motor at the rear axle to perform a 4WD BEV vehicle; 

IWM-SA which uses two in-wheel motors at the front wheels; and IWM-DA where 

all four wheels are equipped with in-wheel motor.  

Then, the global optimisation technique which was initially applied to the SM-SA, 

was extended to include multi-objective optimisation and compare results using 

Pareto-front plots. Three objectives: energy consumption, acceleration time and 

powertrain cost were applied. Finally, this chapter evaluated costs and benefits 

of the three objective functions for four BEV powertrain topologies. This study 

provides guide line assumptions for researchers and manufacturers to design the 

BEV powertrains for different applications.    

 Alternative possible tools for BEV powertrain optimisation 

 Chapter 5 

The method of sensitivity analysis for a powertrain of a road vehicle has already 

been presented in the literatures [25]. However, this study aimed to extend the 
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method by elaborating the technique for a BEV powertrain application. More 

parameters, which are specific to the BEV, were added including motor efficiency, 

gearbox efficiency and regenerative braking parameters. Compare to the 

literature, the new results were more application specific. 

Moreover, the cross-coupling effect between different parameter sensitivities of 

a BEV powertrain was first introduced in this study. The second order sensitivity 

analysis is a key method of this application. The results presented some new 

outcomes that provide insight into powertrain design.  

 Chapter 6 

In the Chapter 6, the result shows that most of the BEV powertrain can be 

modelled as a differentially flat system. Even though the differential flatness and 

inverse of dynamic system are somehow a similar approach and the literature 

[92] presented the model of powertrain using a stable inverse of dynamic system, 

however, nothing in the literature has considered modelling of a BEV powertrain 

for the purpose of component sizing and optimisation as a differentially flat 

system.    

This chapter explains existing modelling techniques of BEV powertrains such as 

forward-facing simulation, quasi-static backward simulation and inversion of the 

dynamical model simulation. Then, the BEV powertrain modelled as a 

differentially flat system was introduced and were evaluated its possibilities and 

limitations.  

The results indicate that the differential flatness can be exploited for modelling 

this application. However, there are some limitation on battery state of charge 

(SOC) modelling through flatness, as presented in Section 6.3.3. Despite its 

limitation, flatness can be exploited for estimating energy consumption for the 

optimisation purpose.       

 Chapter 7 

This chapter introduces an alternative methodology for a BEV powertrain 

components sizing and optimisation by applying the multi-disciplinary 
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optimisation procedures and the Chebfun computational tool. The methodologies 

in this chapter overcome some limitations of the Chebfun and make it possible to 

apply for this application. Another key achievement is the formulation of an multi-

disciplinary optimisation by decomposing optimisation tasks and optimise them 

within the Chebfun capability. Finally, the use of Chebfun and multi-disciplinary 

optimisation is firstly applied to a BEV powertrain optimisation and illustrating the 

potential of this technique. This methodology gives another computational tool for 

the application of BEV powertrain modelling and optimisation.    

8.2 Findings 

 In Chapter 3, a single-objective (for energy consumption) optimisation of 

the SM-SA vehicle was performed. The optimisation results show that the 

vehicle parameter set that provides the minimum energy consumption 

while satisfying all constraints is very close to the benchmark Nissan Leaf 

(the 2012 model). This result gives confidence in modelling and 

assumptions on the powertrain parameters. The results also show that the 

model was likely to be a valid representation of the case study vehicle, and 

also providing experience and insight for further BEV modelling work. 

 The use of a multi-ratio transmission with the SM-SA configuration was 

considered in Chapters 2 and 3. This study introduces an additional gear 

ratio with a speed-dependent shift-point and used optimisation to find 

values for these. The results show that additional gear ratio makes only a 

very small improvement in energy consumption; although the machines 

are running in more favourable conditions, this is largely offset by 

decreased transmission efficiency and increased weight.  It also makes 

the powertrain more complex. This observation was supported by the 

sensitivity analyses of Chapter 5, which showed that energy consumption 

is very sensitive to transmission efficiency and additional transmission 

ratio is less beneficial compared to a better efficiency gearbox. This finding 

supports the current trends in production BEVs, where most vehicles are 

equipped with a single-ratio transmission. 
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 The result from the Chapter 3 shows that the production SM-SA BEV is 

already near-optimal. This study considered another three BEV 

topologies: double-motor double-axle (DM-DA), in-wheel motor single-axle 

(IWM-SA) and in-wheel motor double-axle (IWM-DA).  Simulation to 

represent these were developed and used to optimise the parameters and 

then compare the topologies to the baseline SM-SA topology. 

 The selected topologies were compared in terms of energy efficiency, 

acceleration performance and powertrain cost. Multi-objective optimisation 

was performed to compare the design spaces for the selected topologies. 

The results show that in-wheel drive vehicles with two axles are the winner 

in energy performance and also acceleration time but due to the numbers 

of motors, this topology’s drawback is higher cost.  

 In the final conclusion, the SM-SA, the current production BEV, has a 

positive aspect in simplified powertrain by using a large electric motor with 

mechanical transmission. This results in lower powertrain cost and 

maintenance compared to other topologies. However, due to the limitation 

of this powertrain’s degree of freedom, further improvements should be 

focussed on the vehicle body such as vehicle weight and improve 

aerodynamics. This topology is the early generation of production BEVs 

and this topology will introduce more attentions of using BEV as an 

everyday vehicle.      

 DM-DA BEV is a good candidate as a near future BEV configuration and 

is already produced by some BEV manufacturers. The results indicate that 

two motors give an extra degree of freedom to operate motors in an 

efficient way. Moreover, two traction motors provide a powerful traction 

force with better vehicle stability on 4WD. The result has shown that the 

topology added almost 100 kg weight of additional motor but consumed 

only around 1% extra energy. The only drawback compare to the SM-SA 

is the additional cost of the extra motor and gearbox. This BEV topology 
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is suitable for a high performance BEV or off-road EV that need extra 

power with similar consumption to SM-SA. 

 For the in-wheel BEV, one of the most critical issues is the vehicle dynamic 

performance and torque-speed control between motors; this was not 

included in this study. However, for the energy consumption aspect the in-

wheel motor has several benefits: the transmission efficiency is 100% 

(because it has no gearbox, etc.) and the powertrain weight is reduced. 

This matches with the results from the sensitivity analysis, which showed 

that the results are sensitive to transmission efficiency and powertrain 

weight. The disadvantage will be the higher cost of the powertrain, so this 

topology is less-suited to low-cost mass-consumer vehicles, and more 

suited to the premium performance sector.    

 The results show costs and benefits of each BEV powertrain topologies on 

the selected objective functions which are energy efficiency, vehicle 

performance and powertrain cost. It is clear to see that each topology has 

its own positive aspect and cost. The trade–off are discussed and this 

informs choices for the manufacturer to select possible BEV powertrain 

topologies for production EVs.    

 In chapter 5, the author has performed a sensitivity analysis of the SM-SA 

configuration using analytical methods, using the case study vehicle as an 

example. The author considered powertrain parameters, and it was found 

that the greatest parameter sensitivity was to the transmission efficiency, 

then motor efficiency. In addition, The author investigated cross-coupling 

effects by changing two parameters at the same time.  A second order 

sensitivity analysis  showed that transmission efficiency-vehicle mass and 

transmission efficiency-motor efficiency are the most sensitive cross-

coupled parameter pairs for the SM-SA BEV.    

 Chapter 6 introduced a model of BEV powertrain as a differentially flat 

system which combine advantages of the forward-facing simulation and 

quasi-static backward simulation technique. Differential flatness is a 
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property of the system dynamics and when adapted to the BEV 

application, powertrain simulation is fast as the quasi-static backward 

simulation and provide system transient behaviour as the forward-facing 

simulation. The work by Froberg et al. presented similar idea of this study 

by adapting a technique of stable inversion of nonlinear systems however, 

the main difference between their work and this thesis is that the work in 

the Chapter 6 explicitly considered differential flatness. Moreover, this 

work also confirms the ideas of using inverse dynamic system for the road 

vehicle’s powertrain.     

 Chebfun, a useful freeware numerical computational tool, was applied to 

recalculate the analytical solution of sensitivity analysis in the Chapter 5. 

The results show that Chebfun calculates sufficiently accurate solutions as 

the solution from analytical technique but requiring less setup time. In 

addition, Chebfun2 visualises clear 3D smooth plots functions of two 

parameters which were used to present the energy consumption and 

sensitivity values of parameters in the Chapter7. 

 The use of Chebfun2 for the optimisation purpose was demonstrated in 

Chapter 7. There are two main limitations on the Chebfun2: it requires 

smooth function and only two parameters can be performed 

simultaneously. The first requirement is resolved by exploiting differential 

flatness and the associated continually differentiable functions. Differential 

flatness provided the smooth function within selected boundaries. 

Secondly, Chebfun2’s limitation to two parameters was overcame by using 

an multi-disciplinary optimisation technique. The technique was originally 

designed for solving complex tasks such as the optimisation of aircraft 

systems. Similar ideas were applied in this thesis by breaking a complex 

task into many small simplified objects. The technique of sensitivity 

analysis presented in the Chapter 6 is one of the methodologies of these 

simplification processes. Finally, the Chapter 7 elaborates an alternative 

optimisation method for designing the BEV powertrain.  
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8.3 Overall objectives 

Finally, this thesis delivers solutions of the objectives mentioned in the Section 

1.3 as: 

 to develop a methodology to evaluate different powertrain topologies of 

the BEV and 

 to construct and evaluate alternative modelling and optimisation 

methodologies for BEV powertrain design 

through these chapters of the thesis. Lastly, author would like to re-mention the 

thesis novelty as: 

Main thesis contributions  

 The thesis evaluated the costs and benefits of different powertrain 

topologies of the BEVs. 

 The thesis developed the 2nd order sensitivity analysis technique to 

investigate the cross-coupling parameters in the BEV powertrain. 

 The thesis determined that the differential flatness property is useful for 

modelling a BEV powertrain for the purpose of components sizing and 

optimisation, and indicate its merits and limitations. 

 The thesis developed an alternative methodology of BEV powertrain sizing 

and optimisation using the Chebfun computational tool and the multi-

disciplinary optimisation methods.  

8.4 Further Works 

This section presents the purpose of future works which are extending the study 

from this thesis and cover some limitations presented earlier. The further works 

can be described in two stages, near-term studies which can be extended 

promptly from this thesis and a long-term one which is likely to be another 

research project.     
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 Near-term study 

 Hybrid optimisation technique using Chebfun 

A global optimisation for more than two variables cannot be performed in 

Chebfun2; however, using the multi-disciplinary optimisation technique as 

presented in this study is to extend the ability of Chebfun2 for optimisation of 

more than bivariable problems. BEV powertrain optimisation for three variables 

is possible using this technique but it cannot guarantee a global solution. The 

expected release of Chebfun3 provides the possibility of dealing with three 

parameters simultaneously but the optimisation tool for Chebfun3 has not yet 

been released at the time of writing this thesis. The work is not aimed at 

developing the Chebfun computational tool but at applying the Chebfun for this 

BEV simulation. It is likely to be possible to apply the future Chebfun3 

optimisation tool to globally optimise these three variable BEV powertrains; 

however, as with Chebfun2, there might be some solutions to the problems. 

To achieve the global optimisation using Chebfun2 and the multi-disciplinary 

optimisation for BEV powertrain optimisation, the technique of hybrid optimisation 

may be introduced. Combining some global optimisation techniques, such as 

evolutionary algorithms and the Chebfun. Evolutionary algorithms can be used 

for locating possible areas of global optimum and the Chebfun local search can 

be performed to detect a local optimum inside a selected area. From this idea, 

the powerful global searching of evolutionary algorithms will be combined with 

the speed of the local Chebfun optimisation technique. In addition, a key strength 

of the multi-disciplinary optimisation technique is to give greater insight of the 

powertrain, so the evolutionary optimisation technique will be more powerful if it 

is integrated and adapted with the multi-disciplinary optimisation.  

 Multi-objective optimisation using Chebfun-MDO-IDF technique 

The Chebfun- multi-disciplinary optimisation technique presented in Chapter 7 

used the MDF technique (these multi-disciplinary optimisation techniques were 

explained in Section 7.2.2). However, there are numbers of multi-disciplinary 

optimisation techniques available for a specific application. The IDF technique, 
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which is a single level multi-disciplinary optimisation, has its benefits and 

limitations. The IDF does not depend on the feasibility of the objective function 

but it will continue to search for optimal feasibility in each discipline, then combine 

optimal solutions in each discipline to gain an optimum solution of the system. 

For this short-term future work, it will be possible to modify the algorithm in Figure 

7-19 to be capable of being used with the IDF method. Then it is likely that this 

IDF may improve the efficiency of the single-objective optimisation and extend 

the multi-objective optimisation in this BEV powertrain application.       

 Long-term study 

 Optimisation of multi-dimensional dynamics for BEV topologies  

One of the scopes of this study was to consider the powertrain for the longitudinal 

dynamics only. As a result, performances of BEV powertrain topologies 

presented in Chapter 4 are representing only the energy consumption aspect.  

This has led to a limitation that some topologies are providing excellent energy 

consumption but may give a poor result for the vehicle dynamics. For example, 

the in-wheel motor gives a good energy consumption because of its weight 

reduction and gearbox elimination, and all energy can be transferred by wire 

instead of mechanical devices. However, a drawback of this in-wheel motor which 

is not considered in this study is its un-sprung mass. This un-sprung mass may 

cause vehicle instability, especially when the vehicle is used at high speeds.       

Long-term future work could optimise the BEV powertrain topologies together 

with the effects of a two-dimensional vehicle dynamics. These results will indicate 

a more realistic solution for designing BEVs. The multi-objective cost functions 

will include the effect of energy consumption, the 2-D vehicle dynamic behaviour 

and the powertrain cost. This work can initially be started with the global 

evolutionary algorithms, quasi-static backward simulation and/or forward-facing 

simulation as presented in Chapter 4 of this thesis. Then the technique of multi-

disciplinary optimisation, Chebfun and sensitivity analysis as presented in 

Chapters 5 to 7 can be performed to evaluate insight of the powertrain and to 

understand their constraints and behaviours clearly. 
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APPENDICES  

Appendix A 

Vehicle specification of Nissan Leaf 

Motors 80 kw rate
type synchronous motor

Max torque 280 Nm
Max torque at 0-2730 rpm
Max Power at 2730 - 9800 rpm

Max speed 10390 rpm
Body

Wheelbase 2690 mm
Curb weight 1,521 kg

coefficient of drag 0.29
Frontal area 2.27 m^2

Transmition
type Single speed direct drive

Final drvie ratio 7.94:1
tire P205/55R16

Tire diameter 0.632 m
Performance

Top speed 145 km/h
0-60 mph acceleration time 9.9 s

range 117 (EPA) km
175 (NEDC) km

Battery
Type lithium ion battery

48 modules, 192 cells
Capacity 24 kW·h

Specific energy 140 W·h/kg  

Table A-1 Published vehicle specification of Nissan Leaf 

 





 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 


