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BEARINGLESS PM SYNCHRONOUS MACHINE  
WITH ZERO-SEQUENCE CURRENT DRIVEN STAR  
POINT-CONNECTED ACTIVE MAGNETIC THRUST 

BEARING

Abstract: Common cylindrical bearingless drives require a separate thrust bearing, 
which is fed by a DC supply. Here, a technique is presented, which enables the feeding of 
the thrust bearing by an artificially generated zero-sequence current between the two star 
points of the two parallel windings in the bearingless PM synchronous machine. This way, 
no additional DC supply for an axial active magnetic bearing is needed. It is replaced by two 
three-phase inverters as stator winding supply, which are needed in any case to generate torque 
and lateral rotor force in the motor. This examination explains the technique of adapting the 
electric potential of the star points in two three-phase windings of the motor. The focus is on 
the determination of the operating area (maximum zero-sequence current and band width). It is 
constrained by the bearingless motor due to torque and lateral force ripple as well as additional 
eddy current losses. On the other hand, the DC link voltage and the modulation degree of the 
inverter for simultaneous motor operation as well as the bearing inductance limit the system 
dynamic. It is shown that the proposed technique is applicable for a modulation degree < 0.866, 
taking into account that other constraints by the bearingless machine and the inverter are mainly 
noncritical.

Keywords: Bearingless drive, combined winding, zero-sequence current, star point-
connected thrust bearing, active magnetic bearing

INTRODUCTION

Active magnetic self-bearing motors, often referred to as bearingless motors 
(BM), combine two functions in a single device: the torque generation by an electric 
machine and the suspension force generation by an active magnetic bearing (AMB) 
[1, 2, 3]. BMs can be categorized mainly into two groups: First and most prominent, 
into motors, which generate lateral rotor forces but require a separate axial AMB 
[4–7]. Second, into motors which do not require an additional axial AMB. Among 
these, there are BMs which do not need an axial position control due to a disk-like 
and thereby self-stabilizing rotor [8–12]. Other topologies can actively generate 
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axial rotor force by a conical rotor [13, 14] or a chessboard structure on the rotor 
surface [15]. However, the complexity in terms of manufacturing effort and control 
disable these interesting solutions from industrial use. For lower power classes 
(< 500 W) also topologies are available, which passively stabilize the axial rotor 
position by means of several permanent magnet (PM) layers [16].

The predominant field of application for AMB-suspended drives is the use as 
high-speed drive because AMBs inherently mitigate the friction losses and enable 
the rotor rotation around its inertia axis to suppress vibration forces [1, 2, 17]. As 
such, small rotor diameters are necessary to keep the mechanical stress in the rotor 
at a suitable level. However, for these rotors, commonly cylindrical, a separate 
AMB for axial position control, a so-called thrust AMB, is required. Often the thrust 
bearing is realized parallel to a radial AMB as combined AMB [5] on the non-drive 
end (NDE) of the shaft, whereas the BM is mounted on the drive end (DE) in order 
to achieve a short axial length. But even if two BMs as two half-motors are used 
[18], an additional axial AMB is required. In any case, this axial AMB is usually 
fed by a DC chopper, which is costly.

Here, a technique is presented to avoid the additional DC supply. Therefore, 
it is made use of the fact that BMs typically are equipped with two star-connected 
winding systems. That means all the six motor terminals are used to generate 
torque, radial and axial force at the same time. In [19] it is shown that the electric 
scalar potential between the two star points ZA and ZB can be artificially adapted 
in order to generate a controllable current between ZA and ZB. Altogether, the 
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Fig. 1. Drive components (schematic) (1) Position and rotor angle sensors, (2) Axial part of 
combined AMB, (3) Radial part of combined AMB, (4) PM with magnetization direction, 
(5) Turbo-compressor wheel, (6) Safety bearings at drive and non-drive end (DE / NDE) a; 

simplified electric circuit of the bearingless machine and the axial AMB b

a) b)
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proposed technique is beneficial for high-speed bearingless motors with cylindrical 
rotors. A schematic overview of the drive system is given in Fig. 1a.

In the section “The bearingless PM synchronous machine” the bearingless 
machine is presented which the novel technique will be applied to. This is followed 
by the explanation of generating artificially a zero-sequence current system. The 
focus of the article is on the last two sections where the constraints inherently given 
by the motor and by the inverter are explained.

THE BEARINGLESS PM SYNCHRONOUS MACHINE

A prototype machine with a double three-phase winding was built which is 
similar to that in Fig. 1. In this prototype the thrust bearing is conventionally fed 
by a DC supply. It is not possible to apply the presented technique since the star 
points are insulated and not accessible. The function of this machine is, however, 
introduced shortly because the demonstrated principle refers to this machine 
topology. In [4, 20, 21] the winding topology as well as measuring results are 
presented in detail. Its main parameters are listed in Table 1. It is important to note 
that the technique is applicable for every bearingless machine which exhibits two 
three-phase windings fed by the same inverter.

Table 1. Motor specifications

Rated speed /  min–1 nN 60 000
Rated torque / mNm MN 105
Rated lateral force / N FN 8.2
Rated phase voltage / V Us,N 42
Rated phase current for torque / A Icw,N 3.18
Rated phase current for lateral force / A Iccw,N 2.26
Rated total phase current / A Is,N 3.90
Rated current for axial force / A I0,N 0.9
Stator bore outer/inner diameter / mm ds,o/ds,i 70/35
Stator stack length / mm lFe 40
Bandage thickness / mm hb 1.5
Magnet height / mm hPM 2.75
Mechanical air gap (ds,i – dr,o)/2 / mm δ 1.0
Rotor mass / g mr 800
Number of turns per phase (6 phases) Ns,6 22
Number of pole pairs (torque/suspension winding) p/psus 1/2
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In this machine a combined two-layer winding replaces the common drive 
and suspension windings. When accordingly fed it is possible to generate a field 
wave of pole count 2p = 2, equal to the rotor field pole count, and a field wave of 
pole count 2psus = 2p + 2 = 4 simultaneously. In interaction with the rotor field, the 
2p-pole field wave generates tangential force, whereas the 2psus-pole field wave 
generates lateral force for rotor suspension. Starting from a conventional four-pole 
three-phase winding, this is possible if the winding per phase (e.g. phase U) is 
separated into two spatially opposed coil groups (e.g. UA and UB). Each of these coil 
groups is now fed by a separate phase yielding six phases consisting of the phase 
belt sequence +UA, +WB, +VA, +UB, +WA, +VB. The phase belts indexed by A (B) are 
referred to as three-phase system A (B). They are both star-connected, yielding the 
two star-points ZA and ZB. If the two systems are fed in phase a counter-clockwise 
rotating 2psus-pole field wave occurs so that the phase sequence is reversed (iccw) 
for clockwise field wave rotation. If they are fed in phase opposition a clockwise 
rotating 2p-pole field wave occurs by icw. In practice, both field waves are needed 
with clockwise rotation. So a superposition yields an elliptical current space vector 
orbit per three-phase system A and B consisting theoretically of two symmetrical 
three-phase current space vectors with reversed rotation [4, 20, 21]. This principle 
is used to realize the supply of the separate thrust bearing (inductance LAMB) by an 
artificially generated current i0 between the star points ZA and ZB. This is shown in 
Fig. 1b where UDC is the DC link voltage of the inverter.

GENERATION OF THE REQUIRED ZERO-SEQUENCE  
VOLTAGE

The proposed technique relies on a conventional space vector pulse width 
modulation (SVPWM) [3]. That means, that for each of the elliptical three-phase 
current systems IA and IB a current controller determines a certain voltage space 
vector in the stator-fixed coordinate systems (αA–βA and αB-βB). This voltage 
requirement depends solely on the torque and radial suspension force requirement, 
whereas the axial force requirement is introduced at a later state. The amplitude of 
the applied phase voltages A,sû  and B,sû  which in the case of a symmetrical voltage 
system is equal to the length of the voltage space vectors uA and uB is limited by 
the hexagon in Fig. 2a. In this case, due to the superposition of the clockwise and 
counter-clockwise voltage system, the main axes of the ellipses determine the 
inverter voltage rating. These main axes are determined by the algebraic sum of 
the required clockwise and counter-clockwise rotating voltage space vectors for 
torque and lateral force generation. However, since the 2p-pole rotor field does not 
induce into the imaginary 2psus-pole suspension winding, the voltage trajectory is 
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only slightly elliptical, so that mainly the back-EMF of the 2p-pole rotor field 
determines the voltage requirement as in common rotating field machines.

According to Fig. 2a the inverter states 0, …, 7 are related to the phase 
terminal electric potentials φU, φV and φW. They can take the discrete values UDC/2 
(–UDC/2) when the related high-side switches are turned on (off). As the voltage 
space vector moves through the sectors I, …, VI (Fig. 2a) the adjoining inverter 
states are realized for a calculated time t0, … t7. For the traditional symmetrical 
SVPWM the calculation of t0, … t7 is well explained in literature [3, 22]. This 
technique is commonly used for three-phase inverters when operated in field-
oriented control. It is important to note that only the time spans t1, t2 and tpassive are 
mandatory for the torque and lateral force generation. The position of the time 
spans as well as the composition of tpassive within one switching period, however, 
can be arbitrarily chosen. This is made use of for the here presented technique. 
The independent control of the zero-sequence voltage and the phase voltages by 
means of extended Park and Clarke transformations is discussed in in detail in 
[19]. The equivalent circuit of the current loop including the motor windings A 
and B and the axial AMB and defining the orientation of i0 and u0 is depicted in 
Fig. 2b. According to that the Ohmic-inductive voltage drop u0 over the thrust AMB 
is dependent on the difference in electric potential between phase terminals φU,A, 
φV,A, φW,A and φU,B, φV,B, φW,B. That is, every time a difference in potential between 
the star points occurs, a current is flowing if the star points are connected. This 
is inherently the case if the active voltage vectors in the two systems A and B are 
different (t1,A ≠ t1,B and t2,A ≠ t2,B).
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Fig. 2. Switching states (circled) and voltage space vector trajectories in the stator-fixed  
α-β-reference frame related to the voltage limit a; and equivalent circuit for the zero-sequence 

current component i0 b
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However, the overlapping time spans where a difference in potential is present 
can be influenced by variation of the time spans t0,A, t7,A, t0,B and t7,B. Aside from the 
dependency of the difference in the star point potential also the relation between 
motor and AMB impedance as voltage divider keq (1) affects the maximum voltage 
over the terminals of the thrust AMB. Obviously the AMB impedance should be 
high in relation to the motor zero-sequence impedance for a dynamic current 
response. On the other hand, the overall impedance should be small for the same 
reason. The voltage at the AMB can be calculated according to (2) and can be 
written as (3), where 

sw0 Tu  is the average voltage over one switching period Tsw.

 AMB,h AMB, AMB
0 eq

AMB,h AMB, AMB BM, ,0 BM,s

3 ( )
3 ( ) 2 ( )

L L R
u k

L L R L R
σ

σ σ

⋅ ω + ω +
∼ =

⋅ ω + ω + + ⋅ ω +
  (1)

sw

sw

eq U,A V,A W,A U,B V,B W,B
0

sw 0

( ) ( ) ( ) ( ) ( ) ( )
d

3 3

T

T

k t t t t t t
u t

T
ϕ + ϕ + ϕ ϕ + ϕ + ϕ 

= − 
 

∫   (2)

 
sw

DC eq 2,A 1,A 1,B 2,B
0 7,A 0,A 0,B 7,B

sw Controllable time spans for artificialFixed time spans by different active zero-seqeunce voltage gvoltage vectors in system A and B

2 3 3T

U k t t t t
u t t t t

T
⋅ − −

= ⋅ + + − + −
⋅



z,AMB

eneration

t

 
 
 
 
 
 
  
 





  (3)

 passive,A 0,A 7,A sw active,A passive,B 0,B 7,B sw active,B;     t t t T t t t t T t= + = − = + = −   (4)

The time spans t1,A, t2,A, t1,B and t2,B are known since they are previously 
calculated. Therefore, up to now the parameters {tz,AMB, tpassive,A, tpassive,B}  are 
known (3, 4) whereas the unknown parameters are {t0,A, t7,A, t0,B, t7,B}. To solve this 
under-determined system another condition has to be introduced. It is selected in a 
way that the overlapping time span t7 – t0 is proportional (t0 → t0,lin, t7 → t7,lin) to the 
relation between the time span for the passive voltage vectors of one system and 
the total time span for passive voltage vectors. From that system (5) results, which 
can be solved by applying Cramer’s rule. However, (5) yields solutions which can 
be both positive and negative. Therefore, the solution space must be limited to (6), 
resulting in a nonlinear switching behavior.
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7,A,lin passive,B

0,B,lin z,AMB

passive,B passive,B passive,A passive,A 7,B,lin

1 1 0 0
0 0 1 1
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0

t t
t t
t t

t t t t t

     
     
     ⋅ =
   − −  
       − −    

  (5)
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Altogether, the active inverter switching instants can be calculated according 
to [3], whereas the passive inverter states are given by (6). However, the time spans 
of the two systems are coupled by (6) so that a common module for a three-phase 
inverter must be replaced by a novel six-phase module.

CONSTRAINTS BY THE BEARINGLESS MOTOR

If the two windings A and B are fed by a DC current as described above 
the M.M.F. distribution V(γ,t) normal to the stator surface for the considered PM 
synchronous machine results as to see in Fig. 3. It is important to note that the 
current through the axial AMB is only one third in each phase, following Kirchhoff’s 
law (see Fig. 2 b)). From that it can be concluded that, aside from the symmetrical 
three-phase systems icw and iccw, the zero-sequence component i0(t) introduces field 
harmonics of order ν = 3, 9, 15, … according to (9). This field distribution does 
not move but is constant if i0 is constant and pulsates with fax if i0 is sinusoidal and 
fax-frequent.

 0
c c3,9,15,...

4 1 ( )( , ) cos( );    : number of coil turns
3

i tV t m N N∞
ν ν=γ = ⋅ ⋅ ⋅ ⋅ ⋅ ν ⋅ γ

π ν
∑   

(9)
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Especially the third harmonic (ν = 3) is harmful since higher harmonics only 
account for 2 % of the total field normal to the stator surface. The resulting field 
has to be taken care of for two reasons. First, like in a transformer, it induces a 
voltage in the phase winding due to a certain zero-sequence inductance LBM,σ,0. This 
inductance together with the phase resistance forms a voltage divider according to 
(Fig. 2b). Therefore, it is desirable to keep the motor zero-sequence impedance low. 
However, for the given system the zero-sequence motor inductance LBM,σ,0 = 57 μH 
is negligible compared to the AMB inductance LAMB = 15 mH (both from 2D 
finite element (FE) simulation by means of the software JMAG, winding overhang 
inductance analytically calculated). The second harmful influence of the six-pole 
field distribution is on the motor operation and treated hereafter. It yields torque 
ripple, force ripple and eddy current losses in the PM.

For all these fields of interest the worst case is active for a pure DC current 
feeding as shown in Fig. 4, 5. That means, the field distribution in Fig. 3 does not 
pulsate but is constant. The influence of the zero-sequence current on the Ohmic 
losses in the conductors is negligible and, thus, not considered here. 

Torque ripple

The impact of the zero-sequence current on the torque ripple wM is estimated 
analytically and via 2D FE simulation (Fig. 4). First, the analytical calculation 
process is shown in order to explain the origin of the torque ripple. It relies on the 
2D Maxwell stress tensor (fr, ft)

T (r: radial, t: tangential) in cylindrical coordinates 
and uses the assumptions of infinite iron permeability as well as neglection of the 
slotting, curvature and end effect. 

The field wave of the νth stator and the μth rotor harmonic with respect to the 
circumferential angle γ of the stator field Bs,ν(γ,t) as well as of the rotor Br,μ(γ,t) are 
superimposed at each time and are integrated over a closed surface in the air gap 

Fig. 3. M.M.F.-distribution V(γ,t) normal to the stator surface at the stator inner bore 
(circumferential angle γ) for a pure zero-sequence current feeding i0(t), where coil current 

ic(t) = i0(t)/3 and coil turn count is Nc
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(stack length lFe). This yields the time depending torque M(t) (10, 11); Ns: Number 
of turns per phase, kw,ν: winding factor of νth harmonic, m: phase count, rs,i: bore 
radius, i: torque harmonic order.

 

Fe 2

t s,i
0 0

1 r,1 s,1 i s r,i s,i3,9,15,...

( ) ( ( , ) )d d

ˆ sin( ) sin( )     

l

i

M t f t r z

M M i t i

π

∞
=

= γ ⋅ γ =

= ⋅ ϕ − ϕ + ⋅ ⋅ω + ⋅ϕ − ϕ

∫ ∫

∑
 (10)

From that, it can be concluded that apart from the well-known constant term 
an additional time-depending component is present. This component is of sinusoidal 
character, oscillating with frequencies i·ωs (i = ν = μ) according to the product of 
synchronous frequency ωs and order of magnetic field space harmonics of equal 
pole count ν = μ = 3, 9, 15, … excited by the zero-sequence current i0. Here, most 
crucially the harmonic ν = μ = 3 produces a non-constant torque, oscillating with 
frequency 3·fs. One option to get rid of any torque ripple of this nature is to improve 
the magnetization pattern so that the PM excites a field distribution which is purely 
sinusoidal ( r,

ˆ 0  B iµ = ∀ ≠ µ ).
From (10) the torque coefficients Mi can be calculated according to (11). 

From that, the low influence of a zero-sequence feeding can be seen. Equation (11) 
is valid for m = 3 phases. The analytical result (Analyt. DC-current) for the third 
harmonic current ripple is proved at rated operation by the FE simulation (FE DC-
current) results from Fig. 4b.

 

1 cw w,1 s r,1 Fe s,i 1,N

0
w,i s r, Fe s,i 3,N 0

max min
M M

max min

ˆˆ 2  ;  124.956 mNm
mNmˆ ˆ ˆ2    ;  0.096 

3 A
%0.077 ;    
A

i i

M i k m N B l r M
iM k m N B l r M i

M Mw w
M M

µ=

= ⋅ ⋅ ⋅ ⋅ ⋅ ⋅ ⋅ =

= ⋅ ⋅ ⋅ ⋅ ⋅ ⋅ ⋅ = ⋅

−
⇒ = =

+

  (11)

So far the zero-sequence current was assumed to be constant. However, 
sometimes due to mechanical imbalance and external force disturbances the axial 
force requirement as well as the linked current i0(t) is not constant. The calculation 
is not shown here, but it can be concluded that a time variant zero-sequence current 
introduces new frequencies in the torque harmonic spectrum. This can be harmful if 
certain resonances are excited by these frequencies. However, the force ripple (FE 
AC-current, Fig. 4b) is smaller in any case compared to the DC feeding. Fig. 4b 
shows the torque ripple amplitude for different zero-sequence current feedings 
(î0 = 0 … 10.5 A) at rated operation. For usual operation no more than i0 =°1 A 
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(i0/3 <°0.33 A) is needed. From Fig. 4b it can be concluded that a zero-sequence 
feeding to this extent has no crucial influence on the torque ripple, staying below 
0.2 %. 

Force ripple

The origin of the ripple wF in the lateral force is explained equivalent to 
the torque ripple calculation. To do so the Maxwell stress tensor (fr, ft)

T has to be 
evaluated, taking into account that the force in the x-y coordinate system is needed 
for control purpose. In the calculation, stator and rotor field harmonics of order 
ν,μ > 3 are neglected for clarity since their influence is very small. The composition 
of the active lateral force is depicted in (12).

 

x op r,1 s,2 dis s,1 s,2

var,1 s s,2 s,3 var,2 s s,2 r,3

y op r,1 s,2 dis s,1 s,2

var,1 s s,2 s,3 var,2 s s,2

( ) cos( ) cos( )
ˆ ˆcos( ) cos(2 3 )

( ) sin( ) sin( )
ˆ ˆsin( ) sin(2 3

F t F F

F t F t
F t F F

F t F t

= ⋅ ϕ − ϕ + ⋅ ϕ − ϕ +

+ ⋅ ω + ϕ − ϕ + ⋅ ⋅ω − ϕ + ⋅ϕ
= ⋅ ϕ − ϕ + ⋅ ϕ − ϕ −

− ⋅ ω + ϕ − ϕ + ⋅ ⋅ω − ϕ + r,3)⋅ ϕ

  (12)

From (12) it can be seen that the lateral force in one distinct direction 
consists of four components whereof two are constant. The force coefficients can 
be calculated according to (13). Equation (13) is valid for m = 3 phases. The result 
is proved by FE simulations (see Fig. 4a). The two constant components cover the 
force component Fop, necessary for operation, and the component Fdis, representing 
the disturbing influence of the stator drive field by icw on the stator suspension field 
by iccw. The latter is not further discussed here. 

  

s,i
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Of importance are the two time variant components Fvar,1 and Fvar,2. Fvar,1 
is excited by the interaction between the constant six-pole field wave by i0 and 
the rotating four-pole field wave by iccw(t). The force generation results from the 
difference in pole count by ± 2. However, one field wave is caused by a fs-frequent 
current iccw(t), whereas the other results from a DC current i0. From this difference 
the force ripple frequency is fF,var,1 = fs – 0 = fs. The amplitude is proportional to the 
zero-sequence current i0 (13). For rated operation this force ripple is wF,1,N < 0.1 % 
(13) and not crucial compared to other disturbing influences. The second time 
variant component Fvar,2 results from the third rotor field harmonic, rotating with 
synchronous velocity vsyn = fr,μ/μ and, therefore, fr,3 = 3·fs in case of a not purely 
sinusoidal magnetization in interaction with the four pole stator field wave, excited 
by the fs-frequent current iccw(t). From this difference the force ripple frequency is 
fF,var,2 = 3·fs – fs = 2·fs. This force ripple is in effect even if no zero-sequence current 
is fed. It dominates the ripple of Fvar,1 for values of i0 < 3 A (13). The calculation 
with a time variant zero-sequence current is not shown here. It can introduce new 
frequencies in the lateral force spectrum that may be harmful. However, for the 
often considered case (n ∝ fs ∝ ωax) it can be seen that no force ripple harmonic is 
introduced.

From Fig. 4a it can be concluded that a zero-sequence feeding to this extent 
has no crucial influence on the force ripple, staying below 0.5 %. That means, the 
force ripple is mostly dominated by the 2·ωs-frequent part Fvar,2, which is caused 
by the 3rd rotor field harmonic (μ = 3).

Fig. 4. Calculated force ripple wF a; calculated torque ripple wM b for different zero-sequence 
current feedings at nN = 60000 min–1, MN = 105 mNm, FE: results from FE simulation 

(JMAG), AC feeding at ωax = ωs; Other operating points behave similarly

a)                                                                            b)
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Eddy current losses in the PM

Generally, every stator-excited magnetic field wave differing from the 
operating wave induces voltages in eddy current loops formed by the conductive 
permanent magnet material due to the difference in rotational speed. Keeping 
the losses caused by these eddy currents low yields low rotor losses. This is a 
well-known design goal for many reasons [26]. Therefore, the following section 
shows the criticality of the zero-sequence current with respect to its induced eddy 
current losses in the PM. To understand the process a 2D analytical eddy current 
calculation in the form of a multilayer travelling-wave problem was carried out 
first. For simplicity it was made for a planar geometry. The analytical calculation 
of eddy current losses in the form of multilayer travelling-wave problems has been 
extensively discussed in literature [26–28]. The calculation process is elaborate 
and not shown here. The results from this calculation are shown in Table 2 and 
compared with the 2D FE simulation results under the same assumptions.

Table 2. Calculated eddy current losses in the rotor for the simplified 2D planar geometry 
(κPM = 1.25 Ms·m–1, κshaft = 1.92 Ms·m–1, μr,PM = 1, μr,shaft= 100)

Harmonic ν Machine part Analytical FE

2 (îccw = 3,2 A)
PM 2.61 W 2.55 W

shaft 0.79 W 0.58 W

3 (i0/3 = 1 A)
PM 0.52 W 0.51 W
shaft 0.08 W 0.11 W

3 (i0/3 = 3,5 A)
PM 6.33 W 6.32 W

shaft 1.04 W 1.08 W

The results from the simplified 2D Cartesian geometry show the same 
tendency as the results from the 2D cylindrical geometry (Fig. 5). If less than 1 A 
zero-sequence current per phase (i0 < 3 A) is injected, there are no relevant additional 
losses in the rotor of the machine. However, from 1 A the losses increase quickly 
according to I ²·R. Consequently a bearing current of i0 < 3 A is not crucial and is 
seen to be the upper limit for the operating current, i.e. i0,max = 3 A (see Fig. 15).

CONSTRAINTS BY THE INVERTER

This section focuses on the dependency between the bearing performance 
and the operation point of the PWM-operated MOSFET inverter. Generally, one 
important design goal of the magnetic suspension control to ensure stability is 
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the sufficiently fast change rate of the bearing current which is influenced by the 
required current amplitude, the frequency and voltage rating of the inverter as well 
as of the bearing inductance. In this case the amplitude of the current is limited by 
the motor tolerance for a zero-sequence current (i0,max = 3 A). The frequency range 
and voltage amplitude of the current is limited by the inverter (UDC,max = 150 V, 
fsw,max = 60 kHz). Apart from these given parameters, the system design-related 
time constant of the plant (τplant = 10.64 ms, see Fig. 2b) plays an important role. 
The choice of the desired parameters for a stiff control is limited in reality. Given 
the time constant of the plant and staying within the tolerance range of the zero-
sequence current for the motor it is mainly dependent of the inverter. 

In addition to this general statement, the difficulty has to be treated that the 
inverter capacity is constrained by the generation of the torque and suspension field 
in the bearingless motor. As can be seen from the switching instant calculation 
(section “Generation of the required zero-sequence voltage”), the generation of 
the two voltage systems is treated with priority. In accordance with that, it can be 
shown by simulation that neither in steady state nor in transient condition the zero-
sequence voltage changes its time harmonic spectrum of the torque and lateral force 
generating motor currents. On the other hand, the operation point of the motor, 
determining the inverter operation point, influences the zero-sequence current slope 
and the axial bearing performance. Different points of operation that show this 
crucial impact are investigated by means of the software Simulink assuming ideal 
switching behavior in the following order: variable bearing current step response 
at rated motor operation, fixed bearing current step response at variable motor 
speed, inherent zero-sequence current with and without control, operating area for 
variable sinusoidal bearing current.

Fig. 5. Calculated eddy current losses Pd,Ft,PM in the permanent magnets for different zero-
sequence current feedings at rated operation (nN = 60000 min–1, MN = 105 mNm) from 2D FE 

simulations (JMAG); other operating points show similar characteristics
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Variable bearing current step response at rated motor operation

Fig. 6 gives insight into the transient behavior of the bearing current for rated 
motor operation. In this and the following time plots i0,ideal gives the theoretical 
current in case of a pure DC voltage feeding u0,ideal (ideal inverter behavior, no 
PWM). i0 and u0 are the real current and real voltage, resulting from the pulse 
width modulated inverter. 

In Fig. 6a it can be seen that current follows within 0.3 ms in comparison 
with the ideal case where the current follows within 0.1 ms. In this scenario the 
inverter shows the well-known lack element behavior. For a reference step of 
i0,ref = 3 A (Fig. 6b) the current follows within 0.9 ms which is again three times 
the time span of the pure DC voltage feeding. Further, the non-linear behavior 
which results from the zero-voltage time span calculation can be seen. However, 
it is already can be shown that the disturbing effect of the inverter on the controller 
circuit is acceptable for current requirements i0 < 1 A.

Fig. 6. Simulated step response response for a reference current step of i0,ref =1 A a;  
and i0,ref =3 A b; 0.5 ms at rated motor operation (fs,N = 1000 Hz, Ûcw = 60 V, Ûccw = 3.2 V, 

fsw = 60 kHz)

0 0.2 0.4 0.6 0.8 1 1.2 1.4 1.6 1.8 2
Time / ms

-0.2

0

0.2

0.4

0.6

0.8

1

1.2

C
ur

re
nt

 i 0 / 
A

-50

0

50

100

150

V
ol

ta
ge

 u
0 / 

Vi
0,ideal
i0
i
0,ref
u

0
u0,ref

0 0.2 0.4 0.6 0.8 1 1.2 1.4 1.6 1.8 2
Time / ms

0

1

2

3

4

C
ur

re
nt

 i 0 / 
A

-50

0

50

100

150

V
ol

ta
ge

 u
0 / 

V

i
0,ideal
i
0
i
0,ref
u

0
u

0,ref

a)

b)

Fixed bearing current step response at variable motor speed

The influence of the inverter utilization by the motor operation, i.e. the 
modulation degree given by the back-EMF related motor speed, on the bearing 



19 ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ
TRANSPORTATION SYSTEMS AND TECHNOLOGY 

ОБЗОРЫ
REVIEWS

Received: 30.06.2018. Revised: 28.07.2018. Accepted: 01.10.2018 This article is available under license    
Transportation Systems and Technology. 2018;4(3):5-25 doi: 10.17816/transsyst2018435-25

current slope has to be considered. This question is directly linked to the provided 
zero-voltage time spans which can be used in order to generate the zero-sequence 
current artificially. Therefore, Fig. 7 compares the zero-voltage duty states d0,A, 
d7,A, d0,B, d7,B for Fig. 6a n/nN = 2/3 and Fig. 6b n/nN = 4/3. 

Fig. 7. Simulated zero-voltage duty states d0,A, d7,A, d0,B, d7,B, for a reference current step of 
i0,ref =1 A at 0.5 ms at rated suspension operation (ûccw = 3.2 V, îccw = 3.2 A) and different 

modulation degrees: a – ûcw = 40 V (ma = 0.5, n ≈ 40 000 min–1); b – ûcw = 80 V (ma = 0.96, 
n ≈ 80 000 min–1)
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A step-like zero-sequence current requirement occurs at 0.5 ms requiring the 
maximum zero-sequence voltage (positive). Therefore, d7,A and d0,B (all high-side 
switches of system A on and all low-side switches of system B on) are as big as 
possible whereas d0,A and d7,B are kept zero. This clearly shows that the remaining 
zero-voltage time span declines from approximately Tsw/2 to Tsw/8. Reciprocally 
to that, these time spans are kept constantly at their maximum level four times 
longer at n/nN = 4/3 than at n/nN = 2/3. Consequently, the current rise time is 
longer for higher modulation degrees. It can be shown approximately that twice 
the modulation degree leads to a four times longer rise time.

Inherent zero-sequence current with and without control

At high modulation degrees another problem occurs: The zero-sequence 
current exhibits a 3rd harmonic with regards to the synchronous frequency 
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disturbing the bearing operation which cannot be counteracted by the current 
controller since the DC link voltage is too small to realize fast current changes 
within the short passive voltage instant (compare Fig. 9). Therefore, a third 
harmonic occurs for modulation degrees ma > √3/2 which is equal to a voltage 
space vector of length UDC/2. For comparison the zero-sequence current  
i0,non-control for the case of a symmetrical SVM without zero-sequence current control 
is given. In order to explain the existence of the third harmonic, Fig. 8 can be 
consulted. It shows the electric potential of the two star points ZA, i.e. uγ,A and ZB, 
i.e. uγ,B, for the discrete switching states. For the case of block commutation, i.e. 
tactive = Tsw and tpassive = 0, the potential of one star point pulsates between UDC/6 and 
–UDC/6 three times per electrical period. The magnitude of the u0 between the two 
star points depends on both electric potentials uγ,A and uγ,B. This means, if the two 
voltage systems are fed in common-mode, no voltage is active between ZA and 
ZB. Therefore, the lateral force generating common-mode voltage system does not 
lead to a ripple in u0.
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 Fig. 8. Switching instants 0, 1, , …, 7 and related electric potentials at the star points ZA 
(uγ,A) and ZB (uγ,B) in a 3D (α-β-γ) diagram; red: electric potential uγ,A and uγ,B at ε = 0° for 

differential-mode feeding

However, the differential-mode feeding of ucw leads to a difference in 
potential, since the two clockwise systems ucw,A and ucw,B are geometrically opposed 
in the α-β-plane. That is, while system A is e.g. in state 1 (uγ,A = UDC/6), system B 
is in instant 4 (uγ,B = –UDC/6), leading to an amplitude of u0 = UDC/3. A sixth of an 
electric period later system A is in instant 2 (uγ,A = –UDC/6), system B is in instant 
5 (uγ,B = UDC/6), leading to an amplitude of u0 = –UDC/3. This pattern continues, so 
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that for block commutation the voltage drop of the AMB can be given by (14), 
neglecting the common-mode feeding. Hence, the zero-crossings of this function 
are at the switching states when the voltage space vector is between two discrete 
switching states at odd multiples of ε = π/6. The maxima of (14) are located at even 
multiples of ε = π/6 (Fig. 8). In order to explain, from which modulation degree 
this third harmonic occurs, a condition must be found, so that the amplitude of (14) 
is zero. As explained, only the instants, when the active voltage vector is composed 
of only one active switching state, must be considered, e.g. tactive,A = t1,A and 
tactive,B = t4,B. Since tactive,A = tactive,B due to symmetrical differential-mode feeding, it 
is obvious that the condition for u0 = 0 must be fulfilled over one switching period 
by 

sw
,A 0

T
uγ =  and 

sw
,B 0

T
uγ =  yielding (15). 

 DC
0 s

4( ) cos(3 ( ))
3

Uu t t= ⋅ ⋅ ⋅ ω ⋅ − ε
π

  (14)

By applying (3) and (15), it can be shown that the maximum space 
vector amplitude is Ûs = UDC /2, i.e. ma = √3/2, which is in accordance with (15). 
Consequently, it can be said that the system is applicable for n < 1.25 nN which 
is related to a maximum axial force frequency fax,max. This gives an accurate 
estimation of the maximum applicable modulation degree regardless the exact 
system parameters. Moreover, the given system meets the shown behavior despite 
its slightly elliptical voltage space vector orbit, since ûccw ≈ 0.05·ûcw.
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Operating area for variable sinusoidal bearing current

In order to describe the operating area of the axial AMB system it is 
necessary to point out which requirements the position controller sets for the current 
controller. The controller design of the thrust magnetic bearing is not in the focus 
here. However, from the system it is known that an average current of i0 = 0.9 A 
is needed in order to levitate the rotor if it is operated vertically so that the thrust 
bearing carries the rotor. From that it is estimated that the maximum zero-sequence 
current of i0 = 3 A is sufficient even for vertical operation.

In the previous section, it was shown that the slew rate of the current is 
limited by the inverter voltage rating. This results in a limited operating frequency 
range for the system: At low frequency, e.g. i0 = const., the tolerance of the zero-
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sequence current in the bearingless motor limits the operation in terms of maximum 
axial force generation (solid lines in Fig. 9). At high frequency, however, the 
inverter voltage rating (together with the given time constant of the plant) limits 
the operation (dashed line in Fig. 9). That is, the current cannot follow the reference 
signal anymore. If the voltage drop over the plant resistance Rplant is neglected the 
relation between bearing current and required voltage is given by (16) according 
to [1]. Here, fax is the bearing current frequency and Lplant is the bearing and motor 
inductance of the circuit.

 
0 inv,max

0 ax plant 0 0 ˆ   const.
ax

1ˆ ˆˆ 2       
u U

u f L i i
f= =

= π ⋅ ⋅ ⋅ ⇒ ∼   (16)

This shows that the maximum possible bearing current amplitude is inversely 
proportional to its applied frequency, since the inverter voltage is limited. Usually it is 
limited by the inverter voltage rating. In this case additionally the modulation degree 
ma for the required voltage space vectors of the torque and force generating voltage 
systems in the bearingless motor has to be considered. Taking into account that the 
fundamental amplitude of the applied voltage of a square-wave form is 4/π·UDC the 
envelope of the peak current î0,max can be estimated according to (17) (see Fig. 9).

 DC cw ccw
0,max a a2

plant ax DC

ˆ ˆ2 1ˆ (1 ) ;     where = 3U U Ui m m
L f U

+
= − ⋅ ⋅ ⋅ ⋅

π
  (17)

 
The black line in Fig. 9 shows the envelope of the operating area at the given 

conditions (UDC = 150 V, Lplant = 15 mH, ma = 0.73). i0,N = 0,9 A and refers to the 
current necessary for rotor levitation at vertical operation. fs,N refers to the rated speed 
of 60 000 min–1. It can be seen that for vertical as well as for horizontal operation 
the system can be operated without any problems as long as any imbalance force 
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Fig. 9. Simulated operating area of the axial magnetic bearing system
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excitation requires less than half the rated bearing current. However, this is not to 
expect since imbalance forces mainly act radially. Apart from that, there are several 
options to enlarge the operating area by adapting the system boundary conditions. 
The most effective is to increase the DC link voltage to increase the current slope 
and to decrease the modulation degree (blue line in Fig. 9). Another is to operate the 
drive at lower speeds which requires less modulation degree (green line in Fig. 9) 
Moreover a decrease in plant inductance yields higher current slopes. However, 
since L ~ N² but F ~ N·I a reduction in inductance by means of coil turn reduction is 
on the costs of moderately higher currents in order to achieve the same bearing force.

CONCLUSIONS

A new method of operating the axial AMB for a cylindrical bearingless 
machine was introduced which relies on the feeding by the zero-sequence current 
between the two star points of the machine. Exemplary a 1 kW / 60 000 min–1 PM 
synchronous machine is considered. It was shown that it is possible to manipulate 
artificially the electric potential of the star point of a three phase winding system 
by the adaption of the time spans for the passive voltage instants in a SVPWM. 
However, the voltage drop between the two star points depends on both potentials 
of the star points, leading to a coupling between the two current systems. It is 
explained, how this problem of five unknown phase currents can be separated into 
smaller problems of two and three dimensions. The operation of the system is 
dependent on the constraints, given by the BM as well as by the inverter capacity. 

Firstly, it is shown that a zero-sequence current leads to torque and force 
ripple and to an increase in eddy current losses in the PM of the rotor. However, 
all these fields of interest are not crucial for currents i0 < 3 A. For the given AMB 
the rated current to compensate for the rotor weight is i0,N = 0.9 A. So it can 
be concluded that the constraints by the motor do not determine significantly 
the applicability of the method. Finally, it is demonstrated that the more crucial 
constraints are given by the inverter. For pure DC current requirements at steady 
state and in transient conditions it is shown that the motor currents are not 
influenced by the zero-sequence current, since the active time spans are calculated 
independently. For modulation degrees ma > 0.866 a third harmonic occurs in the 
zero-sequence current, prohibiting operations at speeds n > 1.25·nN which is caused 
by the influence of the active voltage time spans on the star point potential. Finally, 
the step response and the sinusoidal current requirements yield suitable results for 
currents i0 < 1 A. Certainly the operating area can be enlarged by a higher DC link 
voltage, a smaller AMB inductance or if the modulation degree at rated operation 
is reduced.
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Altogether it can be stated that the presented technique is applicable for 
active magnetic suspensions of high-speed drives, taking into account the mainly 
non-critical constraints by the bearingless machine and the inverter. It is topic of 
future investigations to realize the presented technique by a prototype.
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МАГНИТНАЯ ЛЕВИТАЦИЯ – ФУНДАМЕНТАЛЬНАЯ ОСНОВА 

ДЛЯ СВЕРХСКОРОСТНЫХ ВАКУУМНО-ЛЕВИТАЦИОННЫХ 

ТРАНСПОРТНЫХ ТЕХНОЛОГИЙ 
 

Аннотация. В статье проанализированы стратегические тренды развития 

транспорта, отвечающие современным требованиям экономики и общества. Выявлено, 

что ключевой тренд – повышение скорости движения. Для достижения прорывных 

результатов в этом направлении весьма перспективно применение магнитной 

левитации в сочетании с использованием вакуумной среды – создание вакуумно-

левитационных транспортных систем. Отмечено, что Объединенным ученым советом 

ОАО «РЖД» сформированы требования к созданию таких систем, сфокусировано 

внимание на проблеме социально-экономической эффективности их создания. Сделано 

заключение, что железнодорожный транспорт в интересах своей стратегической 

конкурентоспособности должен быть инициатором и активным участником создания 

вакуумно-левитационных транспортных систем, что, в свою очередь, может стать 

важным стимулом для интеграции усилий мирового научного сообщества.  

 

Ключевые слова: социально-экономические тенденции, стратегические тренды 

развития транспорта, конвергенция транспортных систем, магнитная левитация, 

вакуумно-левитационные транспортные системы, научные приоритеты повышения 

скорости движения, интермодальные перевозки, бизнес-кооперация транспортных 

систем. 

 

 

 

© B. M. Lapidus 

Joint Scientific Council of JSC Russian Railways, 

UIC (International Union of Railways) 

(Moscow, Russia) 

 

 
MAGNETIC LEVITATION AS THE FUNDAMENTAL BASIS FOR 

SUPERFAST VACUUM LEVITATION TRANSPORT TECHNOLOGIES 

 

Abstract. The article reviews the strategic trends of transport development that meet 

the modern requirements of the economy and society. It was revealed that the key trend is to 

increase the speed of traffic. To achieve breakthrough results in this direction, it is proposed 
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to use magnetic levitation in combination with the use of a vacuum environment - the creation 

of vacuum-levitation transport systems. It is noted that the Joint Scientific Council of JSC 

Russian Railways formed the requirements for the creation of such systems and focused 

attention on the problem of the socio-economic efficiency of its creation. It is concluded that 

rail transport, in the interests of its strategic competitiveness, should be the initiator and active 

participant in the creation of vacuum-levitation transport systems, which, in turn, can become 

an important incentive for integrating the efforts of the world scientific community. 

 

Keywords: socio-economic trends, strategic trends in transport development, 

convergence of transport systems, magnetic levitation, vacuum-levitation transport systems, 

scientific priorities of speed increase, intermodal transports, business cooperation of transport 

systems. 

 

 

Глобальные социально-экономические тенденции, сформировав-

шиеся в конце XX – начале XXI века, требуют кардинального ускорения 

транспортных сообщений. Создание новых транспортных систем – 

актуальная задача, успешность решения которой во многом будет 

определять улучшение качества жизни и торгово-экономическую 

эффективность регионов, городов, государств. При выборе направлений 

исследований необходима оценка возникающих в связи с этим рисков и 

возможностей, а также выработка соответствующих действий научно-

технического сообщества.  

 

СТРАТЕГИЧЕСКИЕ ТРЕНДЫ РАЗВИТИЯ ТРАНСПОРТА 

 

Макро- и мегаэкономические требования к транспортной системе 

характеризуют факторы, оказывающие решающее влияние на эволюцию 

транспорта [1]. Выделяют пять таких факторов:  

 повышение уровня жизни населения; 

 повышение стоимости человеческого капитала; 

 углубление межрегиональных демографических диспропорций; 

 увеличение демографической и производственной нагрузки на 

природную среду; 

 снижение ресурсоемкости экономики, совершенствование 

переработки сырья, рост доли готовой продукции в структуре 

перевозок. 

С учетом указанных факторов глобальными требованиями к 

перспективным транспортным системам становятся повышение скорости, 

безопасность, в частности экологическая, энергоэффективность, 

способность к гибкому обслуживанию пользователей и интеграция в 

мультимодальные транспортные системы. 
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Рис. 1. Стратегические тренды развития транспортной системы  

 

На Рис. 1 показаны современные виды транспорта, которые сегодня  

лидируют или стремятся к лидерству на транспортном рынке. В плане 

безопасности, в частности экологической, и энергоэффективности первым 

выступает железнодорожный транспорт, по другим позициям лидируют 

автомобильный, трубопроводный, авиационный, морской транспорт. 

Стратегическим «ориентиром» железных дорог служат увеличение 

гибкости обслуживания, обеспечение мультимодальности и ускорение 

перевозок. Вместе с тем эти стратегические тренды самым активным 

образом развиваются на автомобильном транспорте, который стремится к 

лидерству в растущем сегменте требований общества к транспортным 

услугам. 

Вследствие роста численности населения, повышения стоимости 

человеческого капитала [2] и ценности времени увеличиваются спрос и 

требования к развитию высокоскоростных пассажирских перевозок. Эти 

тенденции подтверждает взрывной рост строительства высокоскоростных 

железнодорожных магистралей (ВСМ) в последнее десятилетие [3]. Только 

в Китае построено более 22 тыс. км ВСМ – больше, чем их 

эксплуатируется в других странах. По прогнозам Международного союза 

http://creativecommons.org/licenses/by-nc-nd/4.0/
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железных дорог бурное развитие мировой сети ВСМ сохранится в 

будущем. 

Как современный тренд рассматривается «заимствование» 

преимуществ одного вида транспорта в развитии технологий и 

технических решений на других. К примеру, скорость поездов стремится к 

скорости авиатранспорта, а грузо- и пассажировместимость последнего 

стремится к железнодорожным аналогам. Не случайно введен термин 

«конвергенция транспортных систем» [4]. При этом технологическое 

заимствование элементов транспортных систем названо «естественной 

синергетической эволюцией транспортных систем» [5]. Разработаны и 

имеют некоторый опыт внедрения в мировую практику проекты, где 

технологические решения поезда, автомобильного транспорта и даже 

самолета объединяются. Весьма перспективным представляется 

железнодорожный канал, где объединены морской и железнодорожный 

транспорт (железнодорожный способ перемещения судна), что позволяет 

преодолевать сотни километров, не сооружая морские каналы. Интересны 

аэрожелезнодорожные проекты, впервые предложенные томским ученым-

инженером Борисом Вейнбергом [6]. Сегодня идеи «парящих поездов» 

воплощаются в таких проектах, как магнитолевитационные и вакуумные 

поезда. В этом плане надо выделить работу над проектами ET3 [7] и 

активно реализуемый проект Hyperloop, а также концептуальную идею 

создания «поезда-самолета» [4]. 

При этом тренд XXI века – достижение высокой скорости в 

сочетании с использованием в транспортных системах нетрадиционных 

источников энергии, видов передачи тяги и искусственной среды 

движения транспортных средств. 

 

ПЕРСПЕКТИВНОСТЬ МАГНИТНОЙ ЛЕВИТАЦИИ  

В СОЧЕТАНИИ С ВАКУУМНОЙ СРЕДОЙ 

 

Применение магнитной левитации в сочетании с вакуумной средой 

представляется перспективным для транспортных систем [8, 9]. Эти 

решения способствуют преодолению самых энергоемких ограничений 

движения транспортных средств: контакта колесо – рельс [10, 11] и 

сопротивления воздушной среды [12, 13]. Применение в транспортной 

системе искусственно созданной воздушной среды с пониженным в 100 и 

более раз давлением дает возможность удвоить скоростные возможности 

магнитолевитационной системы «поезд – инфраструктура». При этом 

использование более глубокой форвакуумной среды позволит достичь 

подвижному составу скорости, в пять-шесть раз превышающей 

максимальную [14]. 
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Научная база для решения технико-технологических и 

экономических вопросов создания таких систем в нашей стране сейчас 

активно прорабатывается. На основании результатов проведенных 

Объединенным ученым советом ОАО «РЖД» исследований подготовлены  

технические требования к разработке проекта вакуумно-левитационной 

транспортной системы (ВЛТС), обобщенные в монографии [5]. Доказаны 

перспективность ВЛТС, в частности в российских условиях, и ее 

потенциальная конкурентоспособность при перевозках на средние           

(500–1000 км) и дальние (более 1000 км) расстояния при условии 

логистической и цифровой кооперации новой транспортной системы с 

сетью классических железных дорог. 

В рамках деятельности Объединенного ученого совета ОАО «РЖД» 

[15–17] удалось выйти на содержание будущих технических требований к 

созданию вакуумно-левитационного транспорта. Они должны касаться 

определения основных параметров инфраструктуры ВЛТС и подвижного 

состава, методов снижения сопротивления движению в вакуумной среде, 

обеспечения движения на принципах магнитной левитации и создания 

систем безопасности и оценок риска.  

 

НАУЧНЫЕ ПРИОРИТЕТЫ ДЛЯ СОЗДАНИЯ ВАКУУМНО-

ЛЕВИТАЦИОННОГО ТРАНСПОРТА 

 

В процессе работы над концепцией определены следующие научные 

приоритеты для достижения скорости движения 1000–1200 км/ч при 100-

кратном снижении сопротивления движению. 

1. Определение основных параметров инфраструктуры: 

 соотношение габаритов, 

 терраэффективность, 

 станции и разъезды, 

 минимальный радиус кривых; 

2. Обеспечение движения на основе магнитной левитации: 

конструктивные решения для движения, разгона и торможения; 

3. Создание систем безопасности: 

 физиологические ограничения, 

 нештатные ситуации, 

 технологические и техногенные риски; 

4. Определение основных параметров подвижного состава: 

 геометрические параметры, 

 аэродинамическая форма, 

 компоновка, 

 материалы; 

5. Обеспечение снижения сопротивления движению: 

http://creativecommons.org/licenses/by-nc-nd/4.0/
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 форвакуум, 

 разреженная среда, 

 альтернативные физические принципы движения; 

6. Создание систем жизнеобеспечения: 

 жизнеобеспечение пассажиров, 

 тепловой профиль, 

 источники и накопители энергии; 

7. Выбор принципов, методов и оборудования для создания 

форвакуумной инфраструктуры или снижения сопротивления 

движению; 

8. Оценка возможности и целесообразности замены форвакуумной 

среды в инфраструктуре транспортной системы на среду легких 

газов со свойствами, соответствующими целям снижения 

сопротивления; 

9. Оценка возможности применения альтернативных физических 

принципов и конструкционных решений для дополнительного 

снижения сопротивления движению капсулы магнитно-

левитационной транспортной системы; 

10. Оценка энергооптимальности систем энергоснабжения на основе 

существующих источников энергии и возможности накопления 

тепловой и кинетической энергии при движении подвижного 

состава; 

11. Прогнозирование на основе оценочных расчетов теплового 

профиля поверхностей подвижного состава и инфраструктуры  для 

различных режимов движения в диапазоне значений скорости  0–

1200 км/ч; 

12. Конструкционные решения систем жизнеобеспечения пассажиров  

на борту транспортного средства. 

 

ОПРЕДЕЛЕНИЕ РЫНОЧНОЙ НИШИ ДЛЯ ИННОВАЦИОННЫХ 

ТРАНСПОРТНЫХ СИСТЕМ 
 

Один из главных экономических вопросов – определение 

коммерческой ниши на рынке транспортных услуг, чтобы сделать проекты 

рентабельными и перспективными. Главное технологическое условие 

массового использования ВЛТС состоит в скорейшем решении 

фундаментальной задачи достижения сверхпроводимости. 

Однако в наше время эффективность любых транспортных систем, 

например ВСМ [18], обеспечивается не только их коммерческой 

эксплуатацией. Более весомый вклад вносит создание социально-

экономических эффектов и сопутствующих видов бизнеса для инвесторов 

[19]. 
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Рис. 2. Схема перспективного развития пассажирских перевозок  

 

Рассмотрим систематизированные требования для развития 

источников энергии, маршрутов, увеличения дальности перевозок, 

скорости в каждом из рыночных сегментов (Рис. 2). В сегментах от 150 до 

500 км перспективно развитие конкуренции перевозок по железным 

дорогам и с помощью магнито-левитационных транспортных систем, а в 

сегментах более 500 км – с использованием ВЛТС. После доработки 

физических принципов создания эффекта левитации и снижения 

стоимости элементов магнитно-левитационной транспортной системы 

масштабы конкурентоспособности последних будут расширяться. Эти 

риски существенны для масштабов бизнеса железнодорожных компаний, 

поэтому железнодорожная наука и железнодорожный менеджмент должны 

быть заинтересованы во внедрении магнито-левитационных систем и 

ВЛТС. Становление указанных систем должно восприниматься как 

очередной этап развития железнодорожного транспорта, иные варианты 

приведут к кардинальному перераспределению бизнеса не в пользу 

последнего.  

Таким образом, ключевой тренд развития транспорта, отвечающий 

на социально-экономические вызовы современности, – повышение 

скорости перевозок. Прорывное ускорение перевозок может быть 

достигнуто на основе применения магнитной левитации в сочетании с 

использованием вакуумной среды, т. е. создания ВЛТС. Принципиальные 

http://creativecommons.org/licenses/by-nc-nd/4.0/
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требования к их созданию определены Объединенным ученым советом 

ОАО «РЖД». 

Необходимо обеспечить конвергенцию ВЛТС с традиционными 

железными дорогами, что сделает внедрение магнитной левитации 

эффективным и послужит развитию железнодорожного бизнеса. Во-

первых, сооружение линий ВЛТС возможно над существующими 

железнодорожными путями, т. е. возможна инфраструктурная кооперация. 

Во-вторых, реализация интермодальных перевозок с использованием 

линий ВЛТС и железных дорог может обеспечить широкую 

логистическую сеть обслуживания и огромный ареал транспортного 

сервиса. В-третьих, бизнес-кооперация, создание ВЛТС может быть 

хорошим видом бизнеса и стратегических вложений в развитие 

транспортной системы. 

Работа над перспективным проектом развития магнито-

левитационного транспортных систем должна стать стимулом для 

интеграции мирового научного сообщества с целью ускорения выбора 

лучших конструкционных и технологических решений для транспорта 

XXI века. 
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APPLICATION AND FURTHER DEVELOPMENT  
OF MAGLEV TRANSPORTATION IN CHINA

Abstract. Since the high-speed maglev line in Shanghai was put into operation in 2003, 
it has been running safely for 15 years, maintaining the highest speed of public ground traffic 
430 km/h and 99.8~99.9 % punctuality. Since 2001, China ministry of science and technology 
(MOST) has been supporting the research and development of high speed maglev transportation 
technology. In 2016, under the support of the MOST, China Railway Rolling stock Corporation 
(CRRC) started to lead the program of engineering research of Maglev. The aim of the program 
is to develop 600 km/h high speed Maglev system and 200 km/h medium speed maglev system. 
The newly developed high speed Maglev system could be tested, verified and applied on 
the planned Shanghai - Hangzhou high speed Maglev line. Since the operation opening of 
Changsha Maglev Airport Express Line in May 2016, Hunan province has planned to build 
more maglev line with top speed 100–160 km/h. Following the operation of urban maglev in 
Changsha and Beijing, the Qingyuan Maglev line in Guangdong province began to build at the 
end of 2017. The new maglev line will connect hot spring tourist attractions and Changlong 
theme park (animal park) in 2019. This paper introduces the application and construction of 
maglev transportation in China, recent R&D status, further plans and trend of development. 

Keywords: High Speed Maglev, Urban Maglev, Transportation, Application.

1. OPERATION STATUS OF SHANGHAI MAGLEV  
DEMONSTRATION LINE

Shanghai Maglev Demonstration Line (SMDL) started its trial operation on 
a single track at the beginning of 2003, was began shuttle running on the double 
track in September of 2003 and completed the test and acceptance at the end of 
2003. The year of 2004 witnessed its beginning of commercial operation according 
to the operation schedule. Currently the train runs at the highest speed of 430 km/h 
in the day and 300km/h in the morning and evening. Up to 21st June 2018, the 
maglev train on SMDL has covered a mileage of about 17.9 million kilometer and 
carried passengers of about 53.3 million person-times (Fig. 1). 

In the past years, the maglev system has undergone bad weather such as 
hurricane, dense fog, heave rain and heavy snow, no operation has been interrupted 
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Fig. 1. Carried passengers on SMDL in the past years (×10Thousand)

Fig. 2. Rate of punctuality on SMDL

Fig. 3. Rate of schedule fulfillment 

by extreme bad weather, nor accidents that injured people have happened. Statistical 
results of the past years since 2005 show that average operation punctuality rate 
reaches 99.85 % and 99.93 % of the operation schedule is fulfilled, as shown 
in Fig. 2 and Fig. 3. The system has reached to top availabilities as a passenger 
transportation system. 
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The over 15-year operation of SMDL proves that Transrapid Maglev 
technology is mature and applicable as a high speed transportation tool.

2. FURTHER RESEARCH ON HIGH SPEED MAGLEV

Till the end of 2017 a total mileage of 26,000 kilometers of high-speed 
railway network has been built and put into operation. According to the railway 
network development plan, till 2025 the high-speed railway mileage in operation 
in China will reach 38,000 kilometers, and the maximum operation speed for the 
main line should be 350 km/h. It seems that there is no need and no appropriate 
space to apply high speed maglev system in the short term future. The planning 
work of maglev application project in Shanghai and near Shanghai were braked 
because of opinion division in the decision – making level in 2011.

Also many experts still think, he high-speed railway with maximum speed 
350 km/hand travel speed less than 300 km/h attracts passengers from the 500–
800 km distance aircraft to track traffic. Between the capital Beijing economic 
circle and the Yangtze River Delta, between the Yangtze River Delta and the Pearl 
River Delta economic circle, the distance is above 1000 km, the three-hour fast 
comfortable travel, a day trip demand for business travelers will increase along 
with economic development. If the further lifting traffic speed to the 500 km/h 
through the maglev technology, travel speed can reach more than 430 km/h, which 
is between the wheel/rail high-speed railway and aviation, will help attract middle 
and long distance air travelers, thereby reduces traffic dependence on fossil energy, 
and reduces carbon emissions. It means that even with the high-speed railway 
network, still exist in the transportation development space and demand for high-
speed maglev. 

In order to keep operation of Shanghai Maglev Demonstration Line for a 
long term and promote the further application of maglev technology in China, 
the MOST has arranged maglev further development program in the “13th Five 
Year Plan” (2016–2020), and entrusted CRRC to organize implementation of the 
Maglev R&D task. 

The new aim of the Maglev program are the development of 600 km/h high 
speed maglev train and 200 km/h medium speed maglev train. CRRC Qingdao 
Sifang Co., ltd. leads the research on high-speed maglev vehicle and the CRRC 
Zhuzhou Electric Locomotive Co., ltd leads the research on medium speed maglev 
vehicle. The exchange and cooperation between China and Germany are playing 
an important role in the promotion of the project.

The feasibility study of Shanghai-Hangzhou Maglev line (ca. 170 km long) 
was completed in March 2008, but it was suspended by the formal Ministry of 
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Railway (MOR) who preferred the high speed railway system at that time and was 
afraid of that the Maglev extending project would disturb the construction plan of 
high speed railway. Now the large network of high speed railway is completed or 
planned, the 10 year's suspended Shanghai - Hangzhou Maglev feasibility study was 
started again in May 2018 by China Railways Corporation. Because the reserved 
corridor is much higher urbanized than ten years before and the noise impact 
problem along the elevated track will be difficult to resolve, underground track with 
low pressure vacuum pipe concept will be studied in the feasibility study review. 
It should be possible to provide the running test condition for the newly developed 
600 km/h high speed maglev operation systems in the first section of the application 
project. The newly developed high speed Maglev systems could be tested, verified 
and applied on the planned Shanghai - Hangzhou high speed Maglev line.

3. DEVELOPMENT AND APPLICATION OF URBAN  
MAGLEV TECHNOLOGY

3.1 Background of Urban Maglev Development

China is in the rapid urbanization period. The urbanization reached 58.52 % 
in 2017. In 2030 the Chinese urbanization rate will reach 70 %, which means 
that each year there will be about 13 million population into the cities. Currently 
there are 13 cities with population of more than 10 million people, 88 cities with 
population of more than 5 million people. In Beijing, Shanghai and other large cities, 
there have been more and more serious traffic and environmental problems. The 
high-speed urbanization has brought serious challenges to the traffic development 
of large cities. Since 2000, Chinese auto market has developed rapidly and the 
auto possession increased to 217 million vehicles till end 2017, It has increased 
by 11.85 % than 2016. China has become the world’s largest car market. Road 
congestion, air pollution, energy shortages makes the rapid growth of the auto 
being questioned.

In the past ten years, large cities gave priority to the development of rail 
transportation as the main measure to solve city traffic problems. Compared with 
the Subway and elevated light rail, The maglev transportation system has lower 
noise, smaller curve radius and higher slope, and suitable for elevated, and has 
about 50~60 % less cost than metro system.

Since 2010 some application urban maglev lines have been planned and 
from those Changsha airport Maglev line and Beijing S1 Maglev line and were 
built finally.
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3.2 Urban Maglev Application Line 

Changsha maglev project connects the airport and south station of high 
speed railway, has line length of 18.5 kilometers, all elevated, with three stations. 
5 trains with 3-section configuration are put into operation in the early phase. The 
project was officially put into public operation in May 6th 2016.

Up to May 2018, the maglev train on Changsha line had covered a mileage 
of 2 million kilometer and carried passengers of about 6.2 million person times. 
Statistical results of the past 2 years show that average operation punctuality rate 
reaches 99.85 % and 99.95 % of the operation schedule is fulfilled.

Beijing maglev application line is called S1 line. The line whole length is 
10.2 km with 8 stations. 10 trains with 6-section configuration are put into operation 
in the early phase of the project. This project has been started in October 2013 and 
put into public operation in at end of 2017 (Fig. 6).

Fig. 4. Changsha Maglev Line (source: China Railway Eryuan Engineering Group Co., Ltd)

Fig. 5. Changsha Maglev vehicle running on the bridge 
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Fig. 6. Beijing S1 Maglev vehicle in trial running 

3.3 Further Urban Maglev Applications

Since public operation of Changsha maglev, the Hunan Maglev Transportation 
Development Co. has received visit guests related to urban planning from more than 
70 cities in the world. Some urban maglev application line are planned in different 
cities especially in Qingyuan, Guangdong Province, Chengdu, Sichuan province 
and Zhangjiajie, Hunan povince and so on. The construction of Qingyuan line in 
Guangdong province was started at the end of 2017 and was expected to operate at 
the end of 2019. The whole length of first phase of Qingyuan Maglev line is 8.03 km 
with 3 stations. This Maglev project is designed as tourism special line which 
connects hot spring tourist attractions and Changlong theme park (animal park). 
The extension line to connect other tourist attractions and railway station is planned. 

Fig. 7. Qingyuan Maglev tourism special line (source: Qingyuan Maglev Co.)
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3.4 Further urban Maglev research and development

In order to meet the needs of Urban Maglev, the following research and 
development work is being carried out in the field of Maglev transportation research 
and development in China.

1) Increase the top speed 
The new vehicle types with the highest running speed of 160–200 km/h are 

developed by 4 different groups. 
2) Introduction of LSM propulsion and hybrid magnet levitation system 
The long stator synchronous motor is applied by urban maglev vehicle. The 

permanent and electromagnetic hybrid magnet is introduced and studied for the 
new type of levitation system. 

3) Reduce noise impact through improving the power rail and current  
pick-up. 

4) Enhance the propulsion and braking system, increase the power of linear 
motor and propulsion inverter.

5) Reduction of weight of vehicle 
 Using composite material, new electronic devices and cooling methods to 

reduce the weight of vehicle; 
6) Improve contact current collection system to adapt to higher speed, reduce 

noise and wear, prevent icing.

4. CONCLUSION 

High speed maglev transportation system provides a technical and economical 
choice of land transportation mode within the speed range between high speed 
wheel-on-rail railway and aviation. In terms of the internationally accepted concept 

Fig. 8. Qingyuan Maglev track construction site (June 2018) 
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of 3-hour comfort travelling, it is suitable for medium and long distance passenger 
transport. The high speed maglev will provide a new planning alternative for the 
comprehensive transportation system and improve its service quality and efficiency 
if it is introduced between the high speed wheel-on-rail and aviation systems. After 
10 years’ suspension, Shanghai – Hangzhou Maglev project feasibility study was 
restarted and it should be possible to provide the running test condition for the 
newly developed 600 km/h high speed maglev systems in the first section of the 
170 km long line.

Under the background of vigorous development of rail transport in China’s 
large and medium cities, there is a certain developing room for the urban Maglev 
system. The successful implementation and operation of Changsha Maglev project 
is promoting wide application of urban maglev in China and further research and 
development.
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ЭВОЛЮЦИЯ, ПРОГНОЗ И ПРЕОБЛАДАЮЩИЕ ТРЕНДЫ 

РАЗВИТИЯ ТРАНСПОРТА ЮГРЫ 

 

 
Введение: Транспортная отрасль является ведущей в общей структуре 

экономики страны. В части регионов эта отрасль может быть отраслью специализации. 

Цель: Дать прогноз дальнейшего развития отрасли на территории Югры. 

Метод: Анализ на основании анкетного опроса организаций, имеющих 

отношение к транспортной отрасли в Югре.  

Для анализа дальнейшего развития транспортной отрасли Югры были 

использованы методы SWOT-анализа и рейтингового ранжирования. 

Результаты: Проведенное исследование выявило основные и второстепенные 

факторы развития транспортной отрасли Югры. Анализ позволил определить  сильные 

и слабые стороны транспорта, возможности и угрозы его развития. На основании 

проведенного анализа даны три ряда прогноза развития транспорта: пессимистический, 

умеренный и оптимистический. 

Выводы: Самой сильной стороной транспортного комплекса Югры является 

высокий транзитный потенциал территории округа. Самыми слабыми сторонами 

являются дороговизна прокладки дорог в условиях болотистой местности и холодного 

климата и большая зависимость транспорта от нефтегазодобывающей отрасли. 

Наиболее соответствующими сильным и слабым сторонам транспортной 

системы округа являются такие возможности, как: становление национальных сетей в 

сфере логистики, появление альтернативных видов транспорта, появление новых 

технологий строительства дорог. 

Наиболее опасными угрозами, которые накладываются на слабые стороны 

транспортного комплекса, являются: стагнация добычи полезных ископаемых и 

возрастание дефицита бюджета Югры. 

 

Ключевые слова: транспорт, прогноз, факторы, тенденции, SWOT-анализ. 
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FORECAST OF UGRA TRANSPORT DEVELOPMENT 
 

 

Background: The transport industry is leading in the overall structure of the country's 

economy. In parts of the regions, this industry can be a branch of specialization. 

Aim: To forecast further development of the industry in the territory of Ugra. 

Method: Analysis based on a questionnaire survey of organizations related to the 

transport industry in Ugra.  

To analyze the further development of the transport industry of Ugra, the methods of 

SWOT analysis and rating ranking were used. 

Results: The study revealed the main and secondary factors of the transport industry 

of Ugra. The analysis allowed to determine the strengths and weaknesses of transport, 

opportunities and threats to its development. On the basis of the analysis three rows of the 

forecast of transport development are given: pessimistic, moderate and optimistic. 

Conclusion: Thus, based on the analysis of the data presented, the following 

conclusions can be drawn: 

First, regional or inter-municipal highways, as well as the federal highway, perform a 

clearly expressed system-forming, supporting role in the common network of Ugra roads - on 

8 km of these roads 8.8 km of private and local roads (for example, in Russia this ratio is 2.8 

km); 

These roads, in comparison with the average indicators for regional or intermunicipal 

motorways of Russia, have higher loads, both from single types of motor transport, and the 

total load from all types of motor transport. 

 Secondly, measurements of traffic on the bridge over the Ob River in Surgut showed 

that 44 % of passenger cars and 69 % of trucks, as well as 54 % of buses in the transport 

stream, consisted of transport from 32 other regions of the country. 

Taking into account that Rosstat cites the volumes of cargo transportation by 

organizations in the place of their registration, it is possible to assume with full justification 

that the actual volume of transported goods along the roads of Yugra is much larger. Above 

and the dynamics of growth in the volumes of goods transported by road. 

 Thirdly, the industrial orientation of economic development predetermines the 

vastness of economic ties between Ugra and other regions of the country, which places 

regional inter-regional importance for the main regional roads, and therefore the construction 

and maintenance of such highways should be carried out not only at the expense of the budget 

of the Autonomous Okrug, but also of the federal budget. 

 

Keywords: transport, forecast, factors, trends, SWOT-analysis. 
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ВВЕДЕНИЕ 

 

Транспортная отрасль является ведущей в общей структуре 

экономики страны. В части регионов эта отрасль является отраслью 

специализации. Поэтому актуально рассмотреть вопросы относительно 

роли и значения транспорта в экономике Югры и сделать прогноз о ее 

дальнейшем развитии.  

 

СОВРЕМЕННОЕ СОСТОЯНИЕ ТРАНСПОРТА ЮГРЫ 
 

Существенное влияние на динамику развития транспортной системы 

региона оказывают географические факторы, во многом определяющие 

нынешнее состояние транспортного комплекса Югры, такие, как: 

 значительная площадь территории автономного округа; 

 территориальная неравномерность размещения объектов 

транспортной инфраструктуры и различия в плотности транспортной сети; 

 высокая концентрация природных сырьевых запасов 

(углеводородного сырья); 

 наличие судоходных водных путей, проходящих по территории 

автономного округа (крупнейшие речные магистрали - Обь, Иртыш; более 

мелкие реки - Конда, Казым, Северная Сосьва, Аган, Тромъяган, Вах, 

Назым и др.); 

 специфика природных условий (климат, сезонный характер 

транспортного обслуживания и др.); 

 близость транспортных путей федерального значения и т.д. [1]. 

Особенностью автомобильных дорог Ханты-Мансийского 

автономного округа - Югры является преобладание дорог необщего 

пользования (Табл. 1). 

Федеральная дорога Тюмень - Ханты-Мансийск, региональные или 

межмуниципальные автомобильные дороги автономного округа 

обеспечивают вхождение автотранспорта с частных и местных 

автомобильных дорог в транспортную систему страны, а также 

транспортную доступность секторов экономики и населения к 

железнодорожным станциям, речпортам и аэропортам. Это определяет их 

системообразующую, опорную роль в сети автомобильных дорог Югры.  

В протяженности автомобильных дорог с твердым покрытием 

регионального или межмуниципального значения общего пользования 

Ханты-Мансийского автономного округа - Югры преобладают дороги III 

категории, в то время как по Российской Федерации – IV (Табл. 1) [2]. 
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Таблица 1.Протяженность автомобильных дорог на начало 2015 г., км 

Субъ

ект 

Протяженность дорог Из общей протяженности – дороги с твердым 

покрытием всего в том числе 

общего 

пользо-

вания 

необще

го 

пользов

ания 

всего общего пользования необ

щего

польз

овани

я 

всего феде-

раль-

ные 

регио-

нальные 

или 

межму-

ниципал

ьные
3
 

местн

ые 

Рос-

сия 

1612139 1451249 160890 1133687 1023849 51523 473896 498429 10983 

УФО 128728 95451 33277 89907 70616 3291 35918,6 31406,6 19291 

Югра 27074 6692 20382 17138 5520 345 2708 2467 11618 

 
На 1 января 2016 года густота автомобильных дорог регионального 

или межмуниципального и федерального значения в автономном округе 

была в 5,8 и 4,2 раза меньше соответствующих показателей по России и 

Уральскому федеральному округу. В то же время густота зимних 

автомобильных дорог и ледовых переправ межмуниципального значения в 

Югре соответственно в 4,8 и 2,3 выше (Табл. 2). Существенно различие в 

протяженности автомобильных дорог по районам автономного округа. 

Федеральная, региональные или межмуниципальные автомобильные 

дороги выполняют структурообразующую роль в сети автомобильных 

дорог автономного округа. Именно к ним примыкают местные и частные 

автомобильные дороги. В связи с чем, безусловно, с определенной 

условностью, в качестве оценки сопоставимости на формирование 

транспортного потока и воздействия автотранспорта на региональные или 

межмуниципальные автомобильные дороги, рассмотрен ряд показателей, 

приходящихся на километр дорог в России, УФО и автономном округе 

(табл. 2). Отметим, что соотношения между федеральными и 

региональными (включая и межмуниципальные) автомобильными 

дорогами различаются несущественно и составляют: для России 1 к 9; для 

УФО – 1 к 12; для автономного округа – 1 к 8 [3]. То есть, приведенные в 

таблице  показатели между собой сопоставимы и относительно корректны. 
 

Таблица 2. Густота автомобильных дорог на 1.01.2015г., км/тыс.км
2
 

Субъект Федеральные, региональные 

или межмуниципальные 

автомобильные дороги 

Региональные или 

межмуниципальные 

автомобильные дороги 

Автозимники 

и ледовые 

переправы 

Россия  32,76 29,75 1,34 

УФО  24,16 22,35 2,19 

Югра 5,76 5,11 4,81 
Примечание: Использованы данные: - Росстата по объемам перевезенных грузов и грузообороту 

автомобильного транспорта организаций всех видов деятельности; РАДОР по протяженности 

автомобильных дорог общего пользования по субъектам Российской Федерации. 
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ОБЪЕМЫ ПЕРЕВОЗОК ГРУЗОВ  

ПО АВТОМОБИЛЬНЫМ ДОРОГАМ 

 

Лидирующее в России положение автономного округа в развитии 

промышленности и ресурсно-сырьевая направленность его экономики 

предопределяют самые большие, относительно других субъектов РФ, 

объемы перевозок грузов по автомобильным дорогам. Эти объемы 

сопоставимы с аналогичными показателями по федеральным округам, а по 

некоторым значительно их превосходят [4]. 

Если объемы перевезенных грузов в 2014 году относительно 2005 

года по УФО практически сохранились, а по России даже уменьшились, то 

по автономному округу они значительно возросли, что характеризует рост 

интенсивности движения автотранспорта и нагрузок на автомобильные 

дороги (рис.1). 
 

 
 

Рис. 1. Объемы грузов, перевезенных автомобильным транспортом организаций всех 

видов деятельности относительно 2005 года (данные 2005 года приняты за 100 %) [4] 

 

Итак, по количеству автотранспорта, грузообороту и объемам 

грузооборота дороги Югры значительно опережают среднероссийские и 

среднерегиональные показатели, что говорит о сильной нагрузке на 

существующую дорожную сеть [5, 6, 7, 8]. 

 

ФАКТОРЫ, ВЛИЯЮЩИЕ НА РАЗВИТИЕ ТРАНСПОРТА ЮГРЫ 
 

Влияние социальных факторов сильнее всего проявляется в работе 

водного транспорта. Он обеспечивает сообщение с теми населенными 
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пунктами, которые не имеют другую транспортную связь. В 

навигационный период водный транспорт на территории Югры является 

одним из основных видов транспортной деятельности, обеспечивающих 

пассажирские перевозки и доставку грузов различного характера. 

Важнейшей задачей поддержки функционирования водного 

транспорта является финансирование за счет окружного бюджета работ по 

поддержанию в судоходном состоянии фарватеров малых и боковых рек. 

Фактор научно-технического прогресса проявляется прежде всего в 

состоянии основных фондов всех видов транспорта. Наблюдается сильный 

износ подвижного состава. Преодолеть износ подвижного состава на 

транспорте можно не только закупкой импортной техники, но и за счет 

новых технологий в модернизации эксплуатируемой. Так, модернизация и 

новые технологии в ремонте электровозов привели к снижению их отказов 

на 14,2 %, поэтому запас прочности электровозного парка обеспечивает 

возможность уверенной его эксплуатации в ближайшие 10-15 лет.  

Фактор географического положения проявляется прежде всего в 

конфигурации опорной транспортной сети, которая не соответствует 

существующим и перспективным грузо- и пассажиропотокам. Большие 

трудности испытывает округ с развитием автомобильного транспорта, так 

как основная дорога Сургут - Пыть-Ях - Демьянское - Тобольск, 

связывающая округ с южными районами Тюменской области, 

перегружена, не обладает высокой пропускной способностью и находится 

в неудовлетворительном техническом состоянии. При разрушения полотна 

дороги вследствие природных процессов, округ  ранее оказывался 

изолирован от «большой земли». Отчасти выполняет функцию связи с 

другими регионами России автомобильная магистраль Пермь  – Советский 

– Ханты-Мансийск – Нижневартовск, но пока не построен участок 

автодороги по территории Томской области. В перспективе усилится 

грузо- и пассажиропоток по магистральным направлениям в связи с 

бурным развитием экономики ЯНАО и вводом в строй порта Сабетта. В 

настоящее время роль меридионального транспортного коридора 

выполняет автодорога Уренгой – Сургут – Тобольск – Тюмень. Это 

безальтернативная трасса, поэтому необходимо строительство второго и 

третьего меридиональных коридоров: автодороги Тюмень – Урай – 

Советский – Нягань – Белоярский – Надым и железной дороги Агириш – 

Обская – Салехард. 

Климатические условия, заболоченная местность, множество рек, 

обусловили определенные особенности использования автотранспорта. 

При согласовании и составлении маршрута проезда нужно учесть такие 

повреждения, как разрушение и выбоины части покрытия, просадка 

полотна и повреждения ограждений барьеров и др. Также при 

определенных вариантах возможно выстраивание целых логистических 
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схем с привлечением водного транспорта, нескольких грузовых 

автомобилей и осуществление погрузки-разгрузки товара в складских 

комплексах. 

Лидирующая роль Югры в стране по развитию промышленного 

производства определила по ряду региональных и межмуниципальных 

автомобильных дорог возрастание интенсивности движения, в 2 и более 

раза превышающую предельную расчетную интенсивность, допускаемую 

нормами для эксплуатируемых категорий дорог, что требует проведения 

неотложных мер по реконструкции этих дорог. Особенно серьезное 

положение здесь с мостовым переходом через реку Обь, где фактическая 

интенсивность движения в 2014 году в 2,4 раза, а пиковая интенсивность 

движения в августе 2014 года более чем в 3 раза превысила расчетную 

интенсивность движения на 2015 год, определенную в проектной 

документации на строительство моста. В целях обеспечения пропуска 

возрастающего транспортного потока через реку Обь необходимо 

строительство второго мостового перехода [9]. 

По объемам перевозки грузов автомобильным транспортом по 

автомобильным дорогам автономного округа, Югра с большим «отрывом» 

лидирует среди других субъектов РФ. На округ приходится почти 

половина грузов, перевезенных в УФО и по этому показателю регион 

опережает Дальневосточный и Северокавказский федеральные округа. При 

этом автономный округ, относительно УФО и России, характеризуется 

положительной динамикой роста объемов перевезенных грузов по 

автомобильных дорогам. Исходя из того, что федеральные, региональные 

и межмуниципальные дороги являются структурообразующими, то на 

один километр этих дорог в 2014 году в автономном округе пришлось в 6,4 

раза и 7,1 раза больше перевезенных грузов, чем по УФО и России [10, 11]. 

 

МЕТОДИКА ИССЛЕДОВАНИЯ 

 

Для выявления преобладающих трендов в транспорте, нами был 

проведен анкетный опрос организаций, имеющих отношение к данной 

отрасли в Югре. Данная методика была опробована в предыдущей работе 

автора исследования [12]. Всего в опросе приняло участие 15 организаций, 

которые непосредственно осуществляют деятельность в транспортной 

отрасли. В анкетировании принимали участие респонденты, работающие в 

большинстве видов транспорта региона, за исключением трубопроводного 

и железнодорожного, но преимущественно в самом распространенном – 

автомобильном (86,7 %). Анкетный опрос охватил респондентов из 

различных городов региона: Нижневартовск, Ханты-Мансийск, Советский, 

Югорск, Нягань, Урай, Лангепас, Урай, Мегион, с преобладанием ответов 

из столичного города. В основном среди респондентов преобладают 
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представители среднего бизнеса – 54 %, затем мелкого – 31 % и крупного – 

по 15 %, были опрошены и представители как очень крупного, так и очень 

мелкого бизнеса. Среди опрошенных были и респонденты, имеющие 

косвенное отношение к транспортной отрасли. Среди них на долю 

заказчиков транспортных услуг приходится 50 % опрошенных, на 

поставщиков – 17 % респондентов, остальные  оказывают различные 

услуги транспортной отрасли. Преобладающий возраст ведения бизнеса 

респондентов составляет: промежуток от 3 до 10 лет – 34 %, от 1 до 3 лет и 

на стадии становления –  по 25 %, от 10 до 20 лет и более 20 лет – по 8 %. 

На непосредственных исполнителей приходится 31 % опрошенных, на 

менеджеров среднего звена – 46 % респондентов, остальные – владельцы 

собственного бизнеса. Большинство опрошенных (60 %) считают, что в 

последние годы в Югре сложились устойчивые тренды в развитии 

различных подотраслей транспортной отрасли. Часть респондентов (13,3 

%) считает, что такие тренды не сложились, и часть считает, что выявить 

такие тренды затруднительно (26,7 %).   

По оценке респондентов, в подотраслях транспорта действуют 

следующие тренды (табл. 3): 
 

Таблица 3. Оценка наличия, направления и степени влияния 

 внутриотраслевых факторов, % 

 

Преобладающие тренды 

Подотрасли транспорта 

Автомо-

бильный 

Водный Воздушный Железнодо-

рожный 

резкий экспоненциальный рост 6,6 - 6,6 - 

постоянный быстрый рост 33,4 - 6,7 6,7 

постепенное расширение объемов 

и структура производства 

40 - 6,7 20 

стабильность (сохранение 

показателей на одном уровне) 

13,4 20 53,4 60 

стагнация (медленное сокращение 

производства) 

- 40 20 6,7 

кризис (резкое падение объемов) - 33,4 - - 

резкие хаотические колебания 6,6 6,6 6,6 6,6 

Источник: рассчитано автором на основе результатов анкетного опроса 

 

В целом, в развитии транспортной отрасли Югры, по мнению 

респондентов, преобладает положительный тренд (46,7 %) (Рис. 2). 
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Рис. 2. Представления респондентов о наличии преобладающего тренда 

Источник: рассчитано автором на основе результатов анкетного опроса 

 

Указанные тренды, по мнению респондентов, являются 

относительно устойчивыми (53,3 %) и достаточно устойчивыми (40 %). 

Наиболее сильно разошлись мнения респондентов в прогнозной части 

опроса. По мнению респондентов, если тренд сменится в ближайшие 

10 лет, то скорее всего он станет:  

 стабильным – 40 %; 

 положительным – 33,3 %; 

 колеблющимся – 20 %; 

 отрицательным – 6,7 %.  

Самым важным фактором респонденты посчитали: 

 зависимость от главной отрасли экономики Югры.  

Важными факторами, с равной степенью влияния опрошенные 

посчитали:  

 общее состояние экономики РФ; 

 состояние законодательной базы.  

Как менее значимые, отмечены факторы:  

 уровень конкуренции; 

 научно-технический фактор.  

Действие фактора: 

 санкции и контрсанкции  

на состояние транспортной отрасли оценивается как незначительное        

(Рис. 3). 
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Рис. 3. Факторы, определяющие преобладающий тренд в транспортной отрасли 

Источник: рассчитано автором на основе результатов анкетного опроса 
 

Оценка факторов, в наибольшей степени определяющих 

преобладающий тренд в развитии транспортной отрасли, дает следующие 

результаты: преобладающее влияние оказывают внутрирегиональные 

факторы – 57,9 %, всероссийские факторы – 26,3 %, внутриотраслевые –

15,8 %. Никто из респондентов не считает, что общемировые факторы 

действуют на тренды развития транспортной отрасли. 

Интересные результаты получились в результате опроса о причинах, 

которые могут повлиять на смену преобладающего фактора в развитии 

транспортной отрасли (Табл. 4).   

 
Таблица 4. Оценка влияния факторов на вероятность смены тренда  

в развитии транспортной отрасли, % 

№ Факторы Доля 

1 Изменение экономической политики 40,7 

2 Изменение цен на сырье 26,0 

3 Изменение цен на готовую продукцию 11,1 

4 Введение новых санкций и контрсанкций 11,1 

5 Изменение законодательства 7,4 

6 Отмена санкций и контрсанкций 3,7 

Источник: рассчитано автором на основе результатов анкетного опроса 

 

Для анализа дальнейшего развития транспортной отрасли Югры 

были использованы методы SWOT-анализа и рейтингового ранжирования. 

Список сильных и слабых сторон, возможностей и угроз развития 

транспортной системы Югры представлен в Табл. 5. 
 

 

http://creativecommons.org/licenses/by-nc-nd/4.0/


54 
  

 

ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ 

TRANSPORTATION SYSTEMS AND TECHNOLOGY 

     ОБЗОРЫ 

REVIEWS 

 

 

 

Received: 13.06.2018. Revised: 08.07.2018. Accepted: 01.10.2018.                        This article is available under license  
Transportation Systems and Technology. 2018;4(3):44-64                                                                    doi: 10.17816/transsyst20184344-64 

Таблица 5. Сильные и слабые стороны, возможности и угрозы  

развития транспортной системы Югры 

Сильные стороны Слабые стороны 

S1. Развитая речная сеть  

S2. Близость транспортных путей 

федерального значения  

S3. Инвестиционная 

привлекательность экономики Югры 

S4. Высокий транзитный потенциал 

территории округа 

W1. Большие расстояния между населенными пунктами, 

низкая плотность населения 

W2. Отсутствие связности транспортной системы  

W3. Дороговизна прокладки дорог в условиях 

болотистой местности и холодного климата  

W4. Большие удельные затраты на содержание 

транспортной инфраструктуры 

W5. Большая зависимость транспорта от 

нефтегазодобывающей отрасли 

Возможности Угрозы 

O1. Реализация крупных инфраструктурных инвестиционных 

проектов  

O2. Становление национальных сетей в сфере логистики, 

укрепление межрегиональных связей  

O3. Открытие и разработка новых месторождений  

O4. Появление альтернативных видов транспорта 

O5. Снижение потребления энергоресурсов на транспорте 

вследствие развития бережливого производства и «зеленой» 

энергетики 

O6. Появление новых технологий строительства дорог 

T1. Вероятность сокращения 

федеральных инвестиционных 

программ в транспортном 

комплексе  

T2. Усиление конкуренции с 

соседними регионами  

T3. Стагнация добычи нефти 

T4. Возрастание дефицита 

бюджета Югры 

T5. Расширение санкций 

 

Самой сильной стороной транспортного комплекса Югры является 

высокий транзитный потенциал территории округа. Самыми слабыми 

сторонами являются дороговизна прокладки дорог в условиях болотистой 

местности и холодного климата и большая зависимость транспорта от 

нефтегазодобывающей отрасли. 

Наиболее соответствующими сильным и слабым сторонам 

транспортной системы округа являются такие возможности, как: 

становление национальных сетей в сфере логистики, появление 

альтернативных видов транспорта, появление новых технологий 

строительства дорог. SWOT-анализ развития транспортной системы Югры 

представлен в Табл. 6. 
 

Таблица 6. SWOT-анализ развития транспортной системы Югры 

Показатели 
Возможности Угрозы 

Итого 
O1 O2 O3 O4 O5 О6 T1 T2 T3 T4 T5 

Сильные 

стороны 

S1 +1 +2 +1 0 +1 0 0/0 0/0 0/0 0/0 0/0 +5 

S2 +2 +2 0 0 0 0 0/0 +1/0 0/0 0/0 0/0 +5 

S3 +3 +3 +2 +3 0 0 +2/0 +1/-1 0/-3 +1/-1 0/-3 +7 

S4 +3 +3 0 +3 0 +3 +2/0 +1/0 0/0 +1/0 0/0 +16 

Слабые 

стороны 

W1 -3/+1 -2/+1 0/+1 0/+3 0/+2 0/0 0 -1 -2 -1 0 -1 

W2 -2/+3 -1/+2 -1/+1 0/+3 0/0 0/0 -2 -2 -1 -1 0 -1 

W3 -3/0 -3/0 -3/0 0/0 0/0 0/+3 -3 0 0 -3 0 -12 

W4 0/0 -2/0 -2/0 0/+2 0/0 0/+3 -3 0 -2 -3 0 -7 

W5 -2/+2 0/+3 0/-1 -3/+1 -3/0 0/+1 0 -1 -3 -3 -1 -10 

Итого +5 +11 -2 +13 0 +10 -4 -2 -11 -10 -4 Х 
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Наиболее опасными угрозами, которые накладываются на слабые 

стороны транспортного комплекса, являются: стагнация добычи полезных 

ископаемых и возрастание дефицита бюджета Югры [1]. 

Долгосрочные приоритеты по итогам SWOT-анализа: 

SO– приоритетные действия, которые необходимо осуществить, 

чтобы использовать сильные стороны для увеличения и максимального 

использования возможностей: 

S3O1, S3O2 – повышение инвестиционной привлекательности 

транспортного комплекса Югры за счет реализации крупных 

инфраструктурных проектов и включения в национальные логистические 

сети; 

S4O1, S4O2 – осуществление крупных инфраструктурных проектов, 

в том числе предусматривающих включение в национальные логистические 

сети для использования высокого транзитного потенциала территории 

округа; 

S3O4, S4O4 – развитие альтернативных видов транспорта для 

повышения инвестиционной привлекательности транспортного комплекса 

Югры и для использования высокого транзитного потенциала территории 

округа; 

S4O6 – развитие новых технологий строительства дорог для 

использования высокого транзитного потенциала территории округа. 

WO– приоритетные действия, которые необходимо осуществить, 

преодолевая слабые стороны и используя представившиеся возможности:  

W1O1,W1O4 – реализация крупных инфраструктурных проектов, в 

том числе развитие альтернативных видов транспорта для преодоления 

такой слабости, как большие расстояния между населенными пунктами, 

низкая плотность населения; 

W2O4 – развитие альтернативных видов транспорта для преодоления 

отсутствия связности транспортной системы; 

W3O1, W3O2, W3O4 – изыскание способов снижения стоимости 

прокладки дорог для избегания упущенных вследствие экономической 

нецелесообразности возможностей в виде новых инфраструктурных 

проектов, включения в национальные логистические сети, открытия и 

разработки новых месторождений; 

W3O6, W4O6 – развитие новых технологий строительства дорог для 

снижения стоимости их прокладки и затрат на содержание транспортной 

инфраструктуры; 

W5O2, W5O4, W5O5 – снижение зависимости от 

нефтегазодобывающей отрасли за счет включения в национальные сети в 

сфере логистики, развития альтернативных видов транспорта и развития 

альтернативной энергетики; 
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ST– приоритетные действия, которые используют сильные 

стороны для избегания угроз, а также приоритетные действия по 

недопущению утраты сильных сторон под влиянием угроз: 

S3T3 – диверсификация экономики округа, в том числе его 

транспортной инфраструктуры для противодействия стагнации добычи 

нефти и избегания дополнительных санкций, которые могут привести к 

снижению инвестиционной привлекательности Югры. 

WT– приоритетные действия, которые преодолевают слабые 

стороны для недопущения катастрофических последствий выявленных 

угроз: 

W3T1, W4T1 – изыскание резервов для сокращение затрат на 

строительство дорог, содержание транспортной инфраструктуры для 

преодоления последствий возможного сокращения федеральных 

инвестиционных программ в транспортном комплексе; 

W5T3 – изыскание возможностей для снижения зависимости 

транспортного комплекса от нефтегазодобывающей отрасли для 

преодоления последствий стагнации добычи нефти; 

W3T4, W4T4 , W5T4 – изыскание резервов для сокращения затрат на 

строительство дорог, содержание транспортной инфраструктуры и 

снижения зависимости от нефтегазодобывающей отрасли для преодоления 

возможного дефицита бюджетного финансирования. 

Оценка приоритетности развития наиболее перспективных видов 

глобального транспорта приведена в Табл. 7. 
 

Таблица 7. Оценка приоритетности развития наиболее  

перспективных видов транспорта 

Вид 

транспорта 

Возмож-

ность 

получения 

наиболь-

шего 

социально-

экономичес-

кого и 

бюджетного 

эффекта 

Соответствие 

основным 

технологичес-

ким и 

организацион-

ным 

приоритетам 

Соответствие 

приоритетным 

территориаль

ным зонам 

(осям) 

развития 

транспортного 

комплекса 

Степень 

влияния 

развития 

транспорт-

ного 

комплекса 

на развитие 

других 

направлений 

социально-

экономическ

ого развития 

округа 

Итоговый 

рейтинг 

приоритет-

ности 

Водный 3 1 3 5 12 

Воздушный 5 3 1 5 14 

Автомобильны

й 

10 5 10 10 35 

Трубопроводн

ый 

3 3 1 3 10 

Жел/дорожный 8 10 8 8 34 
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Наиболее приоритетными видами глобального транспорта для Югры 

остаются автомобильный и железнодорожный. Автомобильный транспорт 

позволяет получить максимальный социально-экономический и 

бюджетный эффекты, соответствует приоритетным территориальным 

зонам (осям) развития и оказывает наибольшую степень влияния на 

развитие других направлений социально-экономического развития округа. 

Железнодорожный транспорт немного уступает автомобильному в 

вышеперечисленных показателях, зато лучше всего соответствует 

основным технологическим и организационным приоритетам, поскольку 

обеспечивает надежную связность территории округа с «большой землей» 

[13]. 
 

ПРОГНОЗ РАЗВИТИЯ ТРАНСПОРТНОЙ ОТРАСЛИ ЮГРЫ 
 

Долгосрочный прогноз грузопотока основан на прогнозе объемов 

грузов по их видам с учетом тенденций, сложившихся в основных 

отраслях экономики Югры. Прогноз сделан в трех вариантах: 

пессимистическом, при сохранении существующих негативных тенденций 

в развитии нефтегазодобывающей отрасли и отсутствии крупных 

инфраструктурных проектов по развитию других отраслей экономики; 

умеренном, при условии частичной реализации инфраструктурных 

проектов и оптимистическом, при условии преодоления негативной 

тенденции развития нефтегазодобывающей отрасли и с учетом реализации 

масштабных инвестиционных проектов регионального и федерального 

значения, в том числе строительства автомобильной дороги «Тюмень - 

Урай - Советский - Нягань - Белоярский - Надым»; строительства мостов 

через Обь в Сургутском и Октябрьском районах; строительства 

автомобильных дорог «Приобье - Игрим - Берёзово и Игрим - 

Саранпауль», «Агириш - Обская - Салехард»; строительства железной 

дороги «Полуночное - Обская - Салехард»; строительства Северного 

широтного хода «Обская - Салехард - Надым - Пангоды - Новый Уренгой - 

Коротчаево»; строительства порта Сабетта и развития Северного морского 

пути; реализации комплексного инвестиционного проекта по 

промышленному освоению Приполярного Урала (Табл. 8) [14].  
 

Таблица 8. Долгосрочный прогноз объемов грузов по видам, млн.т. 

Вид груза 

Базовое 

значение (2014 

г.) 

Прогноз 2030 

пессимист

ический 

умере

нный 

оптимист

ический 

Грузы Югры 

Нефть 248 195 211 228 

Газ попутный 45 35 38 41 

Нефтепродукты 1,55 2 2 2 

Строительные материалы для строительства зданий, 

жилья 13,24 18 29 18 
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Вид груза 

Базовое 

значение (2014 

г.) 

Прогноз 2030 

пессимист

ический 

умере

нный 

оптимист

ический 

Строительные материалы для обустройства 

месторождений (в том числе промысловых дорог) 73,04 48 54 60 

Строительные материалы для ремонта и 

строительства региональных и муниципальных дорог 2,33 3,5 4,4 5,8 

Древесина 1,6 1,6 3,2 7 

Продукты питания и потребительские товары 3,22 3,58 3,58 3,58 

Промышленные товары 6,45 7 7 7 

Нефтегазовое оборудование 3,65 2,4 2,7 3 

Прочие грузы 47,84 71,76 71,76 71,76 

Транзитные грузы (без учета транзита газа из ЯНАО) 

Завоз на обустройство месторождений ЯНАО 3,69 1,49 1,49 1,49 

Транзит (перевалка) грузов для ЯНАО 27,98 34,98 35,38 34,98 

Транзит сжиженного газа и нефтепродуктов в порт 

Сабетта 0,00 0,00 3,00 10,00 

Завоз на обустройство месторождений севера 

Томской области 1,49 7,47 7,47 7,47 

Транзитные грузы по северному «широтному 

коридору» 0,00 0,00 3,79 37,95 

Новые виды грузов в связи с освоением Приполярного Урала 

Стройматериалы  0,00 0,00 3,00 14,00 

Горнорудное сырье  0,00 0,00 2,00 18,40 

Бурый уголь  0,00 0,00 6,00 10,00 

Горнопромышленное оборудование 0,00 0,00 0,10 0,50 

Всего 479,32 434 491 584 
 

В пессимистическом варианте предполагается сокращение объемов 

транспортируемых грузов, в первую очередь, вызванное сокращением 

добычи нефти, и связанное с этим сокращение объемов попутного 

нефтяного газа, стройматериалов и оборудования для обустройства 

месторождений. В оптимистическом варианте предусмотрено 

незначительное сокращение добычи нефти, частично скомпенсированное 

разработкой новых месторождений и применением новых технологий. 

Кроме того, в оптимистическом варианте предусмотрен рост объемов 

грузов за счет освоения Приполярного Урала и налаживания транзитных 

перевозок в направлениях Запад-Восток и Север-Юг. В умеренном 

варианте оценки объемов более осторожные. Структура перевозки грузов 

по направлениям представлена в Табл. 9. 
 

Таблица 9. Структура перевозки грузов по направлениям, млн.т. 

Направления перевозки 

Базовое 

значение 

(2014 г.) 

Прогноз 2030 

пессимист

ический 
умеренный 

оптимист

ический 

Внутриокружные перевозки 17,91 26–27 29–30 37–38 

В Югру 118,26 108–109 126–127 122–123 

Из Югры 309,99 255–256 283–284 325–326 

Транзит Юг-Север/Север--Юг 31,66 36–37 39–40 46–47 

Транзит Запад-Восток/Восток-Запад 1,49 7–8 12–13 52–53 

Всего 479,32 434–435 491–492 584–585 
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В пессимистическом варианте структура перевозок по направлениям 

меняется незначительно, уменьшается доля перевозок за пределы Югры и 

возрастают внутриокружные перевозки. В оптимистическом варианте 

объем транзитных перевозок возрастает в 3 раза по сравнению с 

пессимистическим. Также при этом резко возрастает объем 

внутриокружных перевозок (более чем в 2 раза) и практически не 

увеличивается ввоз на территорию Югры. В умеренном варианте оценки 

объемов транзитных перевозок также более осторожные. Структура 

перевозки грузов по видам транспорта представлена в табл. 10. 
 

Таблица 10. Структура перевозки грузов по видам транспорта, млн.т. 

Виды транспорта 

Базовое 

значение 

(2014 г.) 

Прогноз 2030 

Пессимис-

тический 

Умерен-

ный 

Оптимис-

тический 

Отправлено грузов ж/д транспортом 13,80 16–17 25–26 63–64 

Прибытие грузов ж/д транспортом 15,00 17–18 23–24 61-62 

Автомобильный транспорт 223,9 209–210 234-235 235–236 

Внутренний водный транспорт 3,36 4–5 4–5 4–5 

Трубопроводный транспорт 236,26 185–186 201–202 218–219 

Прочие виды транспорта 0,1 0,2 0,3 0,5 

Всего 479,32 434–435 491–492 584–585 

 

В пессимистическом варианте структура перевозок по видам 

транспорта практически не меняется. В оптимистическом варианте резко, 

практически в 4 раза возрастают объемы перевозок железнодорожным 

транспортом, так как именно железнодорожный транспорт будет 

обеспечивать вывоз твердых полезных ископаемых, добытых на 

Приполярном Урале, а также участвовать в транзитных перевозках как в 

широтном, так и в меридиональном направлении. В умеренном варианте 

роль железнодорожного транспорта ограничена, т.к. объемы грузов могут 

оказаться недостаточными.  

Долгосрочный прогноз пассажиропотока 

Прогноз объема пассажирских перевозок в большей степени зависит 

от роста населения Югры, чем от реализации инфраструктурных проектов. 

С учетом того, что к 2030 году прогнозируется рост населения Югры до 

1791 тыс. чел., пропорционально возрастут объемы перевозок. Структура 

пассажирских перевозок по направлениям представлена в табл. 11. 
 

Таблица 11. Структура пассажирских перевозок по направлениям, млн. чел. 

Направления перевозки 
Базовое значение 

(2014 г.) 
Прогноз 2030 

Внутри населенных пунктов 92,80 93–94 

Внутриокружные межмуниципальные перевозки 1,57 1,6–1,65 

В Югру 2,55 3,5–4,0 
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Направления перевозки 
Базовое значение 

(2014 г.) 
Прогноз 2030 

Из Югры 2,48 3,5–4,0 

Транзит Юг-Север/Север-Юг 1,10 1,5–1,8 

Транзит Запад-Восток/Восток-Запад 0 0,6–0,8 

Перевезено (отправлено) пассажиров – всего  100,5 104–105 

 

В связи с ростом населения увеличатся все направления перевозки, 

но в связи с ростом автомобилизации населения не такими же темпами, как 

рост населения округа [15]. В связи с развитием широтного транспортного 

коридора появится новое направление пассажирских перевозок – 

транзитное с Запада на Восток и обратно. Структура пассажирских 

перевозок по видам транспорта представлена в табл. 12 [1]. 
 

Таблица 12. Структура пассажирских перевозок по видам транспорта, млн. чел. 

Виды транспорта 
Базовое значение 

(2014 г.) 
Прогноз 2030 

Железнодорожный 2,4 4,0–5,0 

Автомобильный (автобусы, маршрутные такси) 89,1 93–94 

Внутренний водный 0,4 0,3 

Прочие (воздушный, ведомственный и т.д.) 8,6 6–6,5 

Перевезено (отправлено) пассажиров – всего  100,5 104–105 

 

Преобладающее значение в структуре пассажирских перевозок 

сохранит автомобильный транспорт, за счет достижения связности 

железных дорог Югры немного возрастет доля перевозок 

железнодорожным транспортом. Доля других видов транспорта в 

пассажирских перевозках будет сокращаться благодаря развитию сети 

автомобильных дорог.  

К основным направлениям и мероприятиям по развитию и 

техническому перевооружению хозяйствующих субъектов транспортного 

комплекса следует отнести:  

 перевод транспортных средств на газомоторное топливо;  

 перевод транспортных средств на электрическую тягу; 

 внедрение спутниковых навигационных систем и систем 

мониторинга; 

 внедрение систем автопилота на автомобильном транспорте; 

 расширение сети покрытия станций сотовой связи и WI-FI. 

При этом все мероприятия должны осуществляться при 

максимальном использовании научно-технического потенциала.  
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ВЫВОДЫ 

 

Таким образом, на основе анализа приведенных данных можно 

сделать следующие выводы. 

Во-первых, региональные или межмуниципальные автомобильные 

дороги, а также федеральная автомобильная дорога выполняют явно 

выраженную системообразующую, опорную роль в общей сети дорог 

Югры – на 1 км этих дорог приходится 8,8 км частных и местных 

автомобильных дорог (к примеру, по России это соотношение составляет 

2,8 км). 

Эти автомобильные дороги, по сравнению со средними показателями 

по региональным или межмуниципальным автомобильным дорогам 

России, имеют более высокие нагрузки, как от единичных видов 

автотранспорта, так и общую нагрузку от всех видов автотранспорта. 

Во-вторых, в автомобильном потоке преобладает транспорт из 

других регионов страны.  

Учитывая, что Росстат приводит объемы перевозок грузов по 

организациям по месту их регистрации, то фактический объем 

перевезенных грузов по автомобильным дорогам Югры значительно 

больше. Выше и динамика роста объемов перевезенных грузов по 

автомобильным дорогам. 

В-третьих, промышленная направленность развития экономики 

предопределяет обширность хозяйственных связей Югры с другими 

регионами страны, что отводит основным региональным автомобильным 

дорогам межрегиональное значение, а, следовательно, строительство и 

содержание таких автомобильных дорог должно осуществляться не только 

за счет средств бюджета автономного округа, но и федерального бюджета. 

В четвертых, преобладающими факторами развития транспортного 

комплекса Югры являются природно-климатические условия, 

географические положение и размещение градообразующих предприятий 

по территории округа. 

Ключевыми агентами развития транспортного комплекса Югры 

являются:  

1) правительство Югры, интересы которого состоят в обеспечении 

транспортной доступности всех населенных пунктов округа, развитии 

отраслей промышленности, малого и среднего предпринимательства;  

2) администрации городов и муниципальных образований, 

заинтересованные в решении местных транспортных проблем;  

3) представители бизнеса, которых можно поделить на три группы:  

 ВИНКи, заинтересованные в снижении инвестиционных и 

эксплуатационных затрат на дорожную сеть и транспортную 

инфраструктуру;  
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 крупные инвесторы, в том числе логистические компании 

национального масштаба, заинтересованные в извлечении прибыли за счет 

транзитных перевозок; 

 малый и средний бизнес в сфере транспорта и смежных отраслях, 

заинтересованный в бесперебойном транспортном обслуживании.  
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SERVICE EXPERIENCES  
MAGLEV VEHICLES SHANGHAI

Abstract: In the late 1990s thyssenkrupp Transrapid GmbH successfully qualified the 
Maglev Vehicle TR08 and obtained the type approval certificate. Based on that design, in 2001–
2003 three five-car vehicles for the first commercial high speed Maglev Line in Shanghai have 
been manufactured and set into operation. The VIP-Run took place over 15 years ago and the 
commercial operation has been running for almost 15 years at great availability.

The Transrapid system concept of small autonomous redundant electronics based modules 
facilitates significantly smooth maintenance - diagnosis, testing and system inspection.

Thanks to intelligent diagnostics, the use of easily interchangeable plug-in units, the 
dimensioning of the spare parts inventory according to the expected failure rates and the 
replenishment lead time, the maintenance efforts are still within the forecast range at the 
beginning of the project. Furthermore, the maintenance concept is essentially unchanged since 
the beginning.

There are no special materials that are subject to a potential shortage or price leap, but 
all according to normal industrial base. 

Thanks to the low level of stress to components on board, most electrical and electronic 
units are still on-board as original equipment, which are 15 years old and at no end of life is 
visible. 

But in case of repair or replacement, the challenge is the adaptation to the volatile market 
of electronic components. This includes the necessary lead-time for adaptive development and 
qualification, which has to be considered.

On the side of the vehicle supplier, a small smart team of electronics experts is managing 
obsolescence and compensates discontinuation. 

The paper tells how it works and appreciates trustful cooperation of the supplier in 
Europe with the operator in China.

Keywords: Maglev vehicle, Service, Spare parts strategy, Maintenance, Obsolescence, 
Electronic components.

INTRODUCTION

The article first provides the key data of the Shanghai Maglev Transportation 
Project, then highlights some main features of the Transrapid system and especially 
the vehicle to end with a detailed description of the maintenance procedures and 
experiences for the vehicles up to now.
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SHANGHAI MAGLEV TRANSPORTATION PROJECT

The Shanghai project is in all, a real story of success. In only three years, the 
total project, from the signing of contracts to the start of commercial operation, was 
finished. Fig. 1 shows the timeline for the realization of the Shanghai Project.

Fig. 1. Timeline of the Shanghai Maglev Project

Fig. 2 shows the track scheme and the main data. The technical layout like 
platform length and maintenance tracks is made for eight car trains. The operation 
control system and the propulsion system allow a frequency of one train every ten 
minutes. So the system is ready for further increase in passenger demand. For the 
time being five car trains and fifteen minute headway are used for operation. 

Fig. 2. Track scheme of the Shanghai Maglev Project
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TRANSRAPID SYSTEM CONCEPT

Fourteen years of operation after acceptance in April 2004 and sixteen years 
of system operation after start of commissioning in September 2002 represent a 
time period already nearing half of the 35 years life span Maglev vehicles are 
designed for. This is now a good time to have a technical review and outlook.

There is one basic principle of the system design which is still absolutely 
valid: the redundancy in such a way that any failure in any active component 
(vehicle, propulsion, or operations control) allows to continue service for a tolerable 
predefined time and that there is no need to stop the system running.

Also the key functions of levitation, guidance, and eddy-current safety brake 
are based on active safe-life strategy. So it never occurred that a vehicle stopped 
and could not become levitating due to failure. 

Now, the actual experience with Transrapid vehicles and many other 
electronic applications have clearly proven the benefit and availability of systems 
mainly based on electronics. In fact, today many experts state electronics being a 
precondition to achieve extreme reliability and availability.

Another important design feature is the diagnosis system for the precise 
detection of failures to reduce maintenance time by clearly indicating the type and 
location of a failure

Dominant use of quickly replaceable slide-in units with short replacement 
time reduces maintenance measures and time at system level to a minimum, 
defective components are tested and repaired off-line without influencing system 
availability.

Fig. 3 shows the exchange of a slide-in unit that can be handled by two 
persons and is accomplished very quickly.

Fig. 3. Exchange of Slide-in Unit
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Independence of subsystems, no relevance of combinations of failures of 
components of different subsystems, clear definition of structure and components 
allows assignment of failures to the responsible subsystem

MAINTENANCE STRATEGY  
AND MEASURES FOR THE VEHICLES

The maintenance program defines the scheduled and unscheduled maintenance 
measures required to ensure safety, availability and performance of the system. The 
maintenance measures are based on fault tree/failure effect/maintenance analysis 
(including defined mitigation measures), inspection/test results, and manufacturer’s 
specifications for components. 

Vehicle maintenance measures executed in the maintenance area are:
• short term maintenance: daily executed measures
• long term maintenance: measures executed in longer time intervals and 

needing longer time
The technical prerequisites for the status-based maintenance strategy are 

subsystem diagnosis, failure tolerant, redundant design and inspection procedures. 
The long term experience from the Shanghai project has shown that the 

inspection work that was done in the beginning did not reveal failures before the 
diagnosis systems disclosed them.

Typical intervals for electronic vehicle components maintenance derived 
from safety analyses and required to ensure safety of redundant active vehicle 
functions are daily and annual maintenance. 

Scheduled daily vehicle maintenance measures and replacement of defective 
components can be completed in most cases within a time of maximum 1 hour.

Replacement of a defective electronic unit is expected to occur on the average 
every two weeks in a 5-car-vehicle with a MTBF target figure of 100 000 h and 
a total of about 1 250 electronic units. The dominant use of slide-in units enables 
short replacement time of typically below 15 minutes.

NECESSARY SPARE PARTS AND EQUIPMENT  
FOR VEHICLE MAINTENANCE

• Set of spare parts to be located in the warehouse of the Maintenance 
Centre, including a defined amount of complete units, subcomponents 
and single parts, types and numbers is based on experience with life time, 
reliability, recovery time and lead time for spare part supply
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• A set of special tools in the Maintenance Centre for assembly on site and 
execution of required maintenance measures

• Set of maintenance equipment including testing devices to check electronic 
units and to do inspection items

• Diagnosis database system to receive, transmit and store diagnostic 
messages, which are sent on-line from cruising vehicles in case of a 
component failure

THE MAINTENANCE DATA SYSTEMS  
(MAINTENANCE MANAGEMENT SYSTEM) 

• control data for train movements and safeguarding in the maintenance 
area

• maintenance program data and maintenance handbook
• diagnostic data display and recording
• line operation display information
• maintenance measures data recording
• configuration data and life cycle of subsystems and components
• spare parts and materials data

DAILY MAINTENANCE

After arrival of a vehicle in the maintenance center the following steps are 
carried out:

• complete deactivation of vehicle and shut-down of external power supply, 
e.g. power rails;

• general visual check, taking about 30 min;
• replacement of defective components;
• daily preventive measures as e.g. exchange or replenishment of operation 

resources;
• vehicle activation and execution of defined safety-related daily function 

tests (especially brake test) before restart to station platform to resume 
scheduled operation.

ANNUAL MAINTENANCE ELECTRONIC COMPONENTS

Annual scheduled maintenance includes component function tests to detect 
specific failures. Examples are 

• in-circuit measurements;
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• tests of safety-related control functions to check the component’s reactions 
on failure conditions which don’t occur and thus can’t be detected in regular 
operation;

• servicing of batteries to restore nominal battery conditions and extend 
battery lifetime (performed quarterly).

These scheduled annual component tests are carried out at dedicated test 
benches. The availability of the vehicle for planned operation is only influenced 
by the necessity to replace the components to be tested by spare parts. This can be 
done depending on spare part policy and maintenance strategy by

• replacing all vehicle components to be tested (this may need more time on 
the long term maintenance track, more spare parts and using a long term 
spare train) or;

• replacement zone by zone or for a defined number of vehicle sections 
in consecutive night breaks, which also can be done on the short term 
maintenance track with regular fade-out and fade-in.

ANNUAL MAINTENANCE MECHANICAL COMPONENTS

Maintenance measures derived for mechanical components are mainly 
preventive measures carried out in regular intervals. These measures, included in 
the maintenance program are mainly

• daily visual check as part of daily measures (see above); 
• regular inspection, a comprehensive inspections is carried out at the long 

term maintenance track of the maintenance hall;
• exchange of operating resources like air filters for air-conditioning systems 

and, if required after five to ten years service life, exchange of minor 
wearing parts like rubber bearings;

• measurement of geometrical dimensions with respect to defined 
tolerances.

Long term measures requiring several days are performed after exchange of 
a vehicle against the long term reserve.

MAINTENANCE PROGRAM AND INSTRUCTIONS

The maintenance program developed for the vehicles of the Shanghai 
Maglev Transportation Project consists of maintenance instructions for a total 
number of about 400 different scheduled and 60 unscheduled measures, including 
visual checks mostly for longer intervals up to 10 years, function tests, unscheduled 
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measures in case of diagnostic message after replacement of the component and 
replacement of operating resources.

In case of unexpected failures or malfunctions that are not covered by the 
maintenance routines there is an ongoing cooperation between the operator in 
Shanghai and the vehicle supplier in Germany. This long term product support is 
ensured by yearly inspections that are performed together and a steady contact in 
case of extraordinary events.

CONCLUSION 

The long term experience with maintenance of the Transrapid Maglev in 
Shanghai shows that the maintenance programs and measures that were defined at 
the beginning of the project are still valid and sufficient for the safe and reliable 
function of the system.

The high reliability of the individual components of the vehicle keeps 
the overall effort low. For the supply of spare parts, the challenge is the design 
adaptation to the volatile market of electronic components. The necessary lead-time 
for that adaptation and required qualification has to be considered.

On the side of the vehicle supplier, a small smart team of electronics experts 
is managing obsolescence and compensates discontinuation.
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THE MAGLEV-SYSTEMS ON THE BASIS  
OF TRESTLE OF ARCH TYPE

Aim: To show that the trestle of arch type allows to realize various limiters of movements 
of the levitating vehicles.

Methods: Patent search, comparison with analogs, system approach.
Results: Options of designs of trestles for freight and passenger traffic are offered.
Conclusion: In all cases it is necessary to look for a compromise between achievement 

of the goal of functioning of maglev-system and costs of its construction and service.

Keywords: Maglev-systems, Trestle of arch type, Driving on a ceiling, Driving along a 
beam, Safe distance
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МАГЛЕВ-СИСТЕМЫ  
НА ОСНОВЕ ЭСТАКАДЫ АРОЧНОГО ТИПА

Цель: Показать, что при помощи арочной эстакады можно реализовать применение 
различных типов ограничителей перемещений магнитнолевитирующих транспортных 
средств. 

Методы: Патентный поиск, сравнение с аналогами, системный подход.
Результаты: Предложены варианты конструкций эстакад для пассажирских и 

грузовых перевозок.
Выводы: Во всех случаях конструирования маглев-систем арочного типа 

необходимо искать компромисс между затратами на строительство и достижением цели 
функционирования системы.

Ключевые слова: Маглев-системы, Эстакада арочного типа, «езда по потолку», 
«езда вдоль балки», безопасное расстояние.
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INTRODUCTION

We will call the guideway having an arch in cross section by trestle of an 
arch type. The arch trestle can be both by “opened”, and by “closed”. The monorail 
road in the city of Vappertel can be an example of the transport system with an 
opened trestle of arch type. The closed arch trestle (fig. 1) will allow to provide 
protection of vehicles against a rain, snow, strong wind gusts and other atmospheric 
phenomena. In Fig. 1: 1 – directly a trestle, 2 – the magnetic (electromagnetic) 
devices for propulsion of vehicles, 3 – the magnetic (electromagnetic) devices for 
levitation of vehicles are designated. Devices 3 can be replaced with aluminum 
rails.

Fig. 1. The closed trestle of arch type

THE TRESTLE OF ARCH TYPE FOR CARGO  
TRANSPORT

In the cargo transport systems various decisions which are directed to 
reduction of cost of construction and operation of maglev-system can be applied.

The arch trestle allows to realize limiters of movements (LMV) of two types 
[2]. Partially envelope LMV can be formed in the top part of an arch trestle (“the 
driving on a ceiling”). Partially enveloped LMV can be formed on surface of an 
arch trestle («the driving on a roof»).

Implementation of these assumptions for transit of containers is shown in 
Fig. 2. Conditionally we will call suspended container 7 (upper) “by empty”, hung 
container 4 (lower) – “by loaded”. It is desirable that containers 4 and 7 had a 
streamline shape.

3
3

3

1

2

2

2



74 ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ
TRANSPORTATION SYSTEMS AND TECHNOLOGY 

ОРИГИНАЛЬНЫЕ СТАТЬИ
ORIGINAL STUDIES

Received: 15.06.2018. Revised: 20.07.2018. Accepted: 01.10.2018. This article is available under license    
Transportation Systems and Technology. 2018;4(3):72-79 doi: 10.17816/transsyst20184372-79

Fig. 2. The arch trestle for transportation of containers: 1 – the arch trestle; 2 – the round 
(coil) of a step’s electromagnetic engine; 3 – the round (coil) of limiters of movements; 4 – 

the loaded container; 5, 8 – the magnetic sources for move of containers; 6, 9 – the magnetic 
sources for levitation of containers; 7 – the empty container; 10 – a supporting surface

Loaded container 4 levitates in the top part of an internal surface of trestle 
1 as a result of interaction of coils 3 stator windings of the guideway and the 
magnetic sources 6 established on a container. Movement of container 4 will be 
carried out when passing electric current to coil 2 and his interaction with source 
of the magnetic field 5 which is also established on a container. 

Empty container 7 can be moved into the opposite direction of movement 
of container 4 on external surface of trestle 1. His magnetic sources 8 and 9 in 
this case have to have different polarity to magnetic sources 5 and 6 of the loaded 
container 4. 

Thus, it is possible to use both poles of a stator winding of the electromagnetic 
engine.

It is better to show the directions of movements of containers 4 and 7 
concerning the trestle 1 in a longitudinal section (Fig. 3). When electric current 
feeds certain rounds 2, there are electromagnetic lines 11 under the influence of 
which the loaded container moves in direction 12 and the empty container in 
direction 13. container in direction 13.

Together with an arch trestle other designs can be used. For example, a 
beam can be used together with an arch trestle for transportation of ballons or 
minitanks.
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In Fig. 4 it is shown that arch trestle 1 is combined with beam 12 which is 
established under trestle. Beam 12 has coil 2 for propulsion and coils 3 for levitation 
of ballons, for example, if oil or liquefied natural gas are transported.

Fig. 3. The movement of containers concerning a trestle

Fig. 4. An arch trestle, established on piles, with a beam 
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Filled ballon 4 has magnetic sources 5 and 6. Cylinder 4 levitates concerning 
beam 12 (sideways from it) thanks to magnetic interaction of coils 3 with 
sources 6.

Empty ballon 7 has magnetic sources 8 and 9. It levitates on the other side 
of beam of 12 thanks to magnetic interaction of coils 3 with sources 9.

Ballons 4 and 7 can move in identical or opposite directions depending of 
polarity of sources 5 and 6, when an electric current feeds coil 2.

Arch trestle 1 may is established on piles 13.

THE ARCH TRESTLE FOR PASSENGER TRAFFIC

For passengers the main thing to ensure safety and comfort. Protection against 
electromagnetic radiations can be reached by an arrangement of a passenger cabin 
at a «safe distance» B from a stator winding of the guideway (Fig. 5). However, it 
will lead to increase of trestle height and cost of her construction. 

Fig. 5. The passenger maglev-system of arch type: 1 – the arch trestle; 2 – the coil of a step’s 
electromagnetic engine; 3 – the coils for levitation of cabin; 4 – the passenger cabin; 5 – the 

magnetic source for levitation and propulsion of cabin; 10 – a supporting surface; 12 – a beam 
for coils of stator winding and magnetic source; B – «safe distance»
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Some actions, for example, installation of protective screen, allow to reduce 
a «safe distance». As the result the cost of construction of a trestle falls, but the 
cost of a vehicle increases.

In Fig. 6 the protective screen is designated by position 15, other designations 
same, as in Fig. 5.

Fig. 6. The passenger maglev-system of arch type: 1 – the arch trestle; 2 – coil of a step’s 
electromagnetic engine; 3 – the coils for levitation of cabin; 4 – the passenger cabin; 5 – the 

magnetic source for levitation and propulsion of cabin; 10 – a supporting surface; 12 - a beam 
for movement of a magnetic source; 14 – a frame; 15 – a protective screen

Movement of source 5 in beam 12 under influence of magnetic fields from 
rounds 2 and 3 can be described by means of the models presented in literature [3].

For the purpose of reduction of cost of a trestle not many-placed vehicles [4], 
but individual passenger cabins, calculated on three-four passengers, are offered.

This system has similarity to other maglev-systems [5, 6], they differ in 
engine type. 

We suggest using for movement of vehicles the step’s electromagnetic engine 
with the inclined rounds of a stator winding [6] that will allow to set various speeds 
of the movement of vehicles. At the same time there is no problem of increase in 
a gap of a levitation at an inclination of rounds. For secure wheel support can be 
used.
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CONCLUSION

The Maglev-systems on the basis of trestle of arch type can find application 
for transportation of goods and passengers.

In all cases it is necessary to look for a compromise between achievement 
of the goal of functioning of maglev-system and costs of its construction and 
service.
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MULTI®-ROPE-LESS ELEVATOR DEMONSTRATOR  
AT TEST TOWER ROTTWEIL

Background: The world’s first linear motor driven passenger elevator system MULTI® 
started test operation at test tower Rottweil, Germany. A full scale showcase has been installed, 
the commissioning is finished and extensive testing activities are performed. The new test tower 
in Rottweil provides the perfect test and certification environment to get this ground-breaking 
product onto the market.

The propulsion of the cars is based on an ironless long-stator linear motor with distributed 
active drive, motor and sensor elements. This technology allows cars to move individually in 
the same elevator shaft without any ropes. The same type of linear motor will also be used to 
exchange cars horizontally from one shaft to another. Herewith a movement of the cars in a loop 
or any vertical and horizontal travel path can be realized. The testing procedures to characterize the 
operation of the MULTI® include measurements of electrical, mechanical and thermal quantities.

Smart energy management feeds power of descending cars for rising cars. To overcome 
the high power demand for acceleration cars, an energy buffering system is installed. 

Aim: This paper focuses on the power and energy management of the MULTI® 
demonstrator. The benefit of intelligent buffering strategy is depicted. 

Methods: Full scale prototype, numerical simulation, testing and measurement. 
Results: This paper presents first measurement results of the MULTI® demonstrator 

mainly focusing on the power and energy characteristics of the propulsion system.
Conclusion: Using an energy buffering system, the peak input power of the MULTI® can 

be reduced to 50 % of the peak power level without energy buffer. The power from downward 
moving cars is recuperated and used for upward driving cars, balanced by the energy buffer 
without stressing the grid. 

Keywords: Ropeless elevator system, ironless linear motor, linear drive, multiple car 
operation, energy buffer.

INTRODUCTION

MULTI® represents a completely new and innovative transportation system 
of thyssenkrupp Elevator [1] – a ropeless elevator that can move through a building 
not only vertically but also horizontally – a system to revolutionize high building 
construction. MULTI® in comparison to conventional and modern elevator systems 
provides to following main benefits (compare Fig. 1).
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Fig. 1. Comparison of elevator technologies 

Significantly increased transport capacity with shorter waiting times
In one year alone, New York City office workers spent a total of 16.6 years 

waiting for elevators, compared to only 5.9 years spent travelling in them [2]. The 
best way to save people’s valuable time is to find solutions that cut waiting times 
rather than only speed up elevators. With MULTI®’s multiple cars in a single shaft 
passengers never wait more than 15 to 30 seconds for a lift.

 Substantially reduced mass
Advances in lightweight design, including new lightweight carbon composites, 

to reduce MULTI®’s cabin and door weight by up to 50 % are integrated. Eliminating 
the ropes and counterweights of conventional elevators also decreases the mass to 
be moved during an elevator trip. 

Much smaller footprint
With one car per shaft, traditional elevators take up more and more space as 

buildings increase in height [3, 4]. MULTI® consolidates multiple carriages into fewer 
shafts. It reduces the elevators’ footprint by up to 50 % while increasing passenger 
throughput by at least as much. MULTI® may also help reduce the building’s overall 
size, external surface area and total energy consumption.

No more constraints in building height and shape design 
With MULTI®’s rope-free system, architects and developers are no longer 

restricted in their designs by concerns about elevator shaft height and vertical 
alignment. MULTI® opens the door to design possibilities in all directions.
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SHOWCASE AT TEST TOWER ROTTWEIL

The new 246-metre-high elevator test tower in Rottweil, southern Germany 
is specially configured for the elevator technology of tomorrow: in the twelve 
shafts within the tower, which have a diameter of 21 meters, the engineers can 
test elevators at speeds of up to 18 m/s. Three shafts with a height of 80 meters are 
used for the testing of the innovative MULTI® system. 

Two of these shafts form a loop for upward and downward movement of 
elevator cars. In the third shaft garages are located for parking and maintenance 
of cars. Fig. 2 gives an overview of the testing scope.

Fig. 2. MULTI® Showcase scope definition and foto of test tower Rottweil

Guiding system
A cantilever concept is chosen as guide rail concept. This concept is shown in 

Fig. 3, where the linear drive is mounted centrally behind the car (hence cantilever 
solution). The chassis consists of a sledge (rotational part) and a car frame (static 
part). The car frame carries the cabin containing the payload (passengers) via a 
suspension system to isolate the payload from vibrations resulting from drive and 
roller guiding. The sledge contains the magnet yoke (movable part of the linear 
motor) which can be rotated by 90 degrees at a swivel platform.

Exchanger
Four exchangers are located at intersections of vertical and horizontal shafts. 

An exchanger is a direct driven swivel device, which rotates the sledge including the 
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Fig. 3. MULTI® Showcase (Rottweil, Germany)

linear motor, while the cabin remains vertical by an interlock. In horizontal position 
the linear motor now drives the car horizontally to the next exchanger, where the 
sledge is turned back in vertical direction. Herewith a transition from a vertical to a 
horizontal shaft and vice versa is realized. The principle is shown in Fig. 4.

Fig. 4. Horizontal transition between shafts

PROPULSION SYSTEM

The MULTI® elevator system operates multiple cars along several shafts 
distributed in a building. Linear drive technology [5] is applied for the movement 
of the cars. The propulsion system with its subcomponents is described in this 
section.

Linear motor
An ironless long-stator linear synchronous motor concept is applied. The 

primary part consists of multiple coil units in double array configuration placed 
along the shaft. The secondary part is a permanent magnet yoke fixed at the car. Fig. 
5 shows the configuration. Compact, IGBT-based inverter units (motor controllers) 
are distributed along the shafts. Each motor controller drives a 3-phase current to 
a dedicated coil unit. In double array configuration, eight motor controllers and 
coil units act on a single car.
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Position sensor
For the MULTI® system, position sensors are required to measure the relative 

position of the magnet yoke on the car with respect to the coil units. The position 
information is required to perform position control (motion control) of the cars 
and for the commutation of the motor currents.

A customized sensor based on inductive influence of the scale (mounted on 
the car) on the sensor heads (distributed along the shaft) is utilized. The relative 
position accuracy is in the range of several μm, to match the requirements of the 
position control.

Braking system
The cars are equipped with two mechanical braking systems, the operation 

brake and the safety gear. The operation brake is only active at the stopping 
positions at the different floors. The safety gear is for emergency situations. 

Power distribution
At Testtower Rottweil the MULTI® demonstrator has four independent 

power supplies. Herewith a fourfold redundancy is achieved. The power supplies 
consists of bidirectional rectifiers (active front ends), which feed DC-power to 
busbars, distributed along each elevator shaft. The DC-based system offers a higher 
efficiency and requires less space inside the shaft when compared to an AC-system. 
Motor controllers controlling coil units are supplied from these busbars. The coil 
units are generating the mechanical force through a yoke which is equipped with 
permanent magnets. The yoke is mechanically connected to an elevator car.

To reduce the installed power required for operation and to increase overall 
efficiency, an energy buffering system is applied. According to the redundancy 
concept of the MULTI®, each busbar should be equipped with a single energy 
buffer (compare Fig. 6). This means each energy buffer is connected in parallel to 
each power supply. An energy buffering strategy is applied to control the power 
flow of the system.

mobile magnet unit 

sta�onary ironless coil unitsocket

permanent magnet

coil

Fig. 5. Linear motor topology
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Fig. 6. Power distribution system

Energy buffer
In elevator operation, high input power is required for rising cars if no other 

car is lowering at the same time. To reduce these power peaks an energy buffer 
is applied. The energy buffer consists of a DC/DC-converter and supercapacitor 
arrays. The DC/DC-converter steps the DC-Link voltage down to the operating 
range of the supercapacitors. An active cell balancing strategy is applied to 
harmonize the voltages of the supercapacitor cells.

The energy buffer is connected in parallel to the DC-link, physically realized 
by power transmission cables. The power flow from DC-link to the energy buffer is 
controlled by a power management strategy. A real-time Ethernet communication is 
utilized. A current control is applied, since the DC-link voltage is already controlled 
by the active front end. Fig. 7 gives a schematic overview of the connection of the 
energy buffer.

Energy buffering strategy
The operation strategy of the energy buffer is defined as follows. Depending 

on the measured current demand of the MULTI® and the actual energy level of the 
buffer, the system either feeds power to the DC-link or is loaded by power from the 
DC-link. The target of the strategy is to reduce the peak input power of the system 
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and maintain a long term energy buffer target level of 50 %. Several thresholds can 
be defined to specify the behavior of the buffering system. Following the different 
decision paths, set values for the current control are generated. The operation 
strategy is implemented in the MULTI® power management.

MEASUREMENT RESULTS

Various test runs are currently performed to analyze the power characteristics 
of the MULTI® and the influence of the energy buffering system. Speed, acceleration, 
weight and number of cars moving vertically or horizontally have been varied to 
cover relevant driving situations. Exemplary two test scenarios are presented in 
the following sections.

Example scenario 1: Shuttle operation up and down, no exchange
The test run is done with two cars (m1 = mn, m2 = 0.75 mn) in two shafts with a 

speed of 5 m/s and an acceleration of 1.2 m/s2. The cars are moved as shuttle upwards 
and downwards (yo-yo). The movement consists of three full shuttle moves. 

The measured input power of one power supply system is shown. The input 
power with and without energy buffer is depicted on the left chart in Fig. 8. The 
peak power without buffer is defined as 100 %. 40 % of this peak power are fed 
back during the downwards movements. A stand-by load of 8 % is measured. The 
input power with energy buffer differs significantly from the case without energy 
buffer. The peak input power is reduced to 50 %. 

=~
Ac�ve Front End

Energy Buffer

Grid

DC-Link
~

=

Power Management

Coil Unit
~

=

~
=

Coil Unit

Coil Unit

Motor Controller

Motor Controller

Motor Controller

Fig. 7. Connection of energy buffer
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From the measured input current at the output of the active front end and the 
energy buffer current, the current demand of the MULTI® is calculated. Hereof a 
current offset is subtracted to take the standby losses into account. Based on this 
current demand, the current control of the energy buffer is carried out. The current 
demand is covered by the grid and also by the energy buffer.

The amount of energy stored in the buffer and the power of the buffer are 
depicted on the right chart in Fig. 8. The buffer is initially charged to 50 % of 
the maximum energy level. After the upwards movement the buffer is reduced to 
32 %. After the following downward movement it is recharged completely. During 
every charge/discharge operation 95 % and 100 % of buffer power are transferred, 
respectively. The power circulates with the dynamic of the car movements.

The shuttle test operation is an extreme load condition for the MULTI®, 
which does not occur in real life operation. In addition to the characterization of 
the power demand, this test case is done to determine the thermal behavior of the 
linear drive. 

Example scenario 2: Showcase operation, circulation with exchange
A circulation test run with three cars (m1 = mn, m2 = 0.75 mn, m3 = 0.6 mn) 

in both vertical and horizontal shafts (loop) with a vertical speed of 5 m/s and a 
horizontal speed of 0.2 m/s is done. The maximum acceleration is 1.2 m/s2 and 0.4 
m/s2, respectively. 

The measured input power of one power supply system is shown. The input 
power with and without energy buffer during the showcase scenario is depicted on 
the left chart in Fig. 9. Depending on the respective movements of the three cars, a 
different input power can be observed. The measured peak power without energy 
buffer is indicated as 100 %. In maximum 21 % of this peak power is fed back to 
the grid. The input power with energy buffer differs significantly from the case 
without energy buffer. The peak input power is reduced to 40 %.  

 
 Fig. 8. Normalized measured power / energy of shuttle operation



88 ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ
TRANSPORTATION SYSTEMS AND TECHNOLOGY 

ОРИГИНАЛЬНЫЕ СТАТЬИ
ORIGINAL STUDIES

Received: 22.06.2018. Revised: 13.07.2018. Accepted: 01.10.2018. This article is available under license    
Transportation Systems and Technology. 2018;4(3):80-89 doi: 10.17816/transsyst20184380-89

The amount of energy stored in the buffer and the power of the buffer are 
depicted on the right chart in Fig. 9. The buffer is initially charged to 50 % of the 
maximum energy level. After the first downwards movement the buffer is charged 
above 54 %. After the following upward movement it is discharged to 45 %. During 
the following downwards and upwards movements the cycle is repeated. Since 
there are long standstill periods and horizontal movements in this scenario, the 
energy buffer is recharged completely every time. The maximum charge/discharge 
power is 80 % and 30 % of nominal buffer power, respectively.

 
 Fig. 9. Normalized measured power / energy of showcase operation

The power demand of the MULTI® during the showcase scenario is very low 
compared to the shuttle scenario. At maximum one car is moving upwards, while 
the other cars are at standstill, moving horizontally or downwards.

CONCLUSIONS

A full scale demonstrator, the MULTI® Showcase has been commissioned 
at Testtower Rottweil and extensive testing has been performed. The propulsion 
system including multi-redundant power supply, power distribution and energy 
buffering is proofed fully operational. Using an energy buffering system, the peak 
input power of the MULTI® can be reduced to 50 % of the peak power level without 
energy buffer. The power from downward moving cars is recuperated and used 
for upward driving cars, balanced by the energy buffer without stressing the grid.

The applied linear drive technology with its multiple coil units and motor 
controllers provides both vertical and horizontal movement of three cars in one 
loop at a high ride comfort. Mechanical vibrations and the thermal characteristics of 
the linear motor are within the specified range. A highly redundant control system 



89 ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ
TRANSPORTATION SYSTEMS AND TECHNOLOGY 

ОРИГИНАЛЬНЫЕ СТАТЬИ
ORIGINAL STUDIES

Received: 22.06.2018. Revised: 13.07.2018. Accepted: 01.10.2018. This article is available under license    
Transportation Systems and Technology. 2018;4(3):80-89 doi: 10.17816/transsyst20184380-89

guarantees in combination with an overall safety system a safe ride. In the ongoing 
project phase the MULTI® is subject to safety assessment for passenger transportation.
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CONTROL OF THREE-DEGREE-OF-FREEDOM  
RESONANT ACTUATOR DRIVEN BY NOVEL  

VECTOR CONTROL
Abstract. This paper presents a novel vector control method for three-degree-of-freedom 

resonant actuator in order to improve its controllability. The effectiveness of the presented 
method is verified through electromagnetic field analysis using 3-D finite element method:

Issue: A three-degree-of-freedom resonant actuator has a great potential to broaden 
the application range of linear oscillatory actuators because it has a lot of advantages: high 
efficiency, simple structure, etc. However, this actuator has low controllability because the 
magnetic structure of each axis is not independent.

Aim: To establish a novel vector control technique suitable for our actuator.
Methods: Electromagnetic analysis employing 3-D finite element method.
Results: In this study, the novel vector control theory was constructed on the basis of four-

phase system. The new dq model was achieved by considering 3-D coordinate transformation. 
The proposed method is able to decrease the influence of thrust interference from other axis and 
achieved higher controllability.

Conclusion: The results of the study will contribute to a practical use of the three-DOF 
resonant actuator.

Keywords: linear actuators, linear oscillaory actuators, vector control, multi degree-of-
freedom actuators, finite element analysis, four-phase system, dq tranformation.

INTRODUCTION

Linear resonant actuators (LRAs) [1–5] have been used in a wide range 
of applications because they can reciprocate in a comparatively short stroke in 
spite of their compact size and lightweight. In order to broaden the application 
range of LRAs, various kinds of multi-degree of freedom (DOF) resonant actuators 
have been developed [6, 7]. Authors have also proposed a two degree-of-freedom 
resonant actuator that was able to be independently driven in x- and z-axes by 
vector control [8–10]. Additionally, authors have designed a three-DOF resonant 
actuator driven by conventional vector control [11]. However, the previous control 
method did not completely control the thrusts in three directions (x, y, and z) 
because the magnetic circuit for each axis was not independent. 
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In order to improve controllability of the thrust, this paper proposes a novel 
vector control method using a four-phase system. Four fundamental voltage 
vectors (Vx, Wx, Vy, and Wy phases) are defined in a stationary three-dimensional 
(3-D) coordinate systems. 3-D rotation using Euler angles achieved a spatial 
dq transformation. Electromagnetic field analysis by 3-D finite element method 
suggested that x- and y-axes thrust did not affect each other strongly when the 
proposed vector control was applied. Finally, the effectiveness of the proposed 
method was validated by comparing with the conventional method.

THREE-DOF RESONANT ACTUATOR  
AND OPERATING PRINCIPLE

The basic structure of the three-DOF resonant actuator is shown in Fig. 1. 
This actuator mainly consists of a mover, a stator, and resonance springs in the 
x-, y-, and z-directions that support the mover. The mover is composed of a cross-
shaped laminated yoke with five excitation coils (45 turns). This actuator is 
assumed to move with a range of ±1.2mm in the x-and y-directions and ±0.5mm 
in the z-direction, respectively. Resonance frequencies in x-, y-, and z-axes drive 
are set to be 41, 42, and 175 Hz, respectively. The specification of this actuator is 
shown in Table 1.

When a sectional view of the actuator in x-z plane is focused, the magnetic 
structure is similar to those of four-pole three-phase permanent magnet synchronous 
motors. Therefore, this actuator is operated by vector control. The mover is driven 
in x and z axes independently when the field current element Idx and the torque 
current element Iqx are assigned as the z- and x-axes thrust elements, respectively. 

 

 

Resonance spring

Back yoke

Permanent magnet

x

z
y

Magnetization

U phase coil

Stator yoke

Vx phase coil

Wx phase coil

Wy phase coil

Vy phase coil

Fig. 1. Basic structure of three-DOF resonant actuator 
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Because of the symmetry of magnetic circuits in x- and y-direction, the mover is 
also independently driven in y and z axes when the Idy and Iqy are assigned as the 
z- and y-axes thrust elements, respectively. This actuator is a non-salient pole type 
and the thrust equation under the vector control is given as follow:

 
T T

z x y dx dy qx qyF F F I I I I   = ϕ +      (1)

where Fx, Fy, and Fz are the thrust of the x-, y-, and z-axes, respectively, and φ is 
the armature interlinkage flux from the permanent magnet. A phase angle of each 
axis between the stator and the mover is given as follow:

 j
j
l

θ = π   (2)

where l is the distance between north and south poles, and j is the axis of the mover. 
From the equations (1) and (2), the current of each phase is determined by the 
inverse d-q transformation, as follow:

 
cos sin

2 cos( 2 3 ) sin( 2 3 )
3

cos( 2 3 ) sin( 2 3 )
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j
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dj
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j jW

I
I

I
I

I

   θ − θ      = θ − π − θ − π       θ + π − θ + π    

  (3)

where IU is the current of U phase coil, and IVj and IWj are the current of Vj and Wj 
(j = x, y) phase coils, respectively.

Table 1. Specification of three-DOF resonant actuator

Parameter
Value

x-axis y-axis z-axis

Mass of mover [g] 214.89 55.38 21.22

Spring constant [N/mm] 14.89 3.22 29.15

Viscous damping coefficient [Ns/m] 0.997 0.44 0.528

Dimensions [mm] 31 x 31 x 18.8

Remanence of magnet [T] 1.4

Coil resistance [Ω] 0.24
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EVALUATION OF THRUST INTERFERENCE

In this chapter, thrust interference is evaluated by electromagnetic field 
analysis using 3-D finite element method (FEM). Fig. 2 shows the FEM model 
except air region. The number of tetrahedron elements and edges are approximately 
1,554 000 and 1,799 000, respectively. CPU time per one step was about 10 
minutes. Fig. 3 shows the analyzed current thrust characteristics in x-direction 
when magnetomotive force of 45 A is applied to each excitation coil (U, Vx, Wx, 
Vy, and Wy phase). Out of five thrust waveforms, the waveforms in the U, Vx, and 
Wx phase coils are sinusoidal and the phase differences of these waveforms are 
approximately 120 degrees in electrical angle. This result means that the actuator 
is able to operate in the x-axis if the three coils are excited on the basis of normal 
vector control theory. Fig. 4 shows the analyzed current thrust characteristics in 
z-direction. Thrust waveforms of U, Vx, and Wx phase coils are also sinusoidal as 
thrust waveforms in x-direction mentioned above.

Next, the mutual thrust interference is evaluated when the vector control 
which is described at the previous section is employed. Fig. 5, 6 show the static 
thrust characteristics when only one target current is set. In Fig. 5, the x-axis thrust 
is almost constant with respect to the displacement in the x- and y-directions. 
However, the undesirable thrust in the z-axis is generated though d-axis targets 
dx and dy are zero, respectively. This is because the thrust characteristics of U, Vx, 
and Wx phase coils are not complete sine wave due to the end effect. Similarly in 
Fig. 6, the z-axis thrust is almost constant with respect to the displacement in x- 
and y-directions and the undesirable x-axis thrust is slightly generated. From these 

Fig. 2. FEM model
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results, the mutual thrust interference is tiny when the target direction of thrust is 
single.

Fig. 7 shows the static thrust characteristics when two target currents are 
simultaneously set. The x- and z-axes thrusts severely vary with respect to the 
displacement in the x- and y-directions. This is because Vy and Wy phase coils, 
which are originally used for y-axis operation, generate the thrust in the x-direction, 
as shown in Fig. 5. Moreover, the y-axis target current affects the z-axis thrust. 
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Fig. 4. Current thrust characteristic (z-axis) 

Fig. 3. Current thrust characteristic (x-axis)
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Fig. 5. Thrust characteristics under only one target current (qx= 1) 

Fig. 6. Thrust characteristics under only one target current (dx=1)

Fig. 7. Thrust characteristics under two target currents (qx = qy = 1) 
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Therefore, when the actuator is operated to oscillate in two or three directions, the 
thrust equation (3) is not suitable for obtaining a target thrust precisely.

NOVEL VECTOR CONTROL THEORY

 As described in the previous chapter, the conventional vector control is 
not completely able to control the thrust of the actuator because U phase coil is 
shared. When a sectional view of the actuator in x-z plane is focused, three-phase 
system under the vector control corresponds to “three” actions. Two of the three 
are torque current (x- or y-axis drive) and field current (z-axis drive). The rest one 
is a condition that the sum of three-phase currents is constrained to zero. This 
suggests that the numbers of phases and actions are identical. On the basis of 
this concept, four-phase system is theoretically desirable for three-DOF resonant 
actuator because four-phase system corresponds to three operational actions (x-, y-, 
and z-axes drive) and one constraints that the sum of four-phase currents is zero.

Fig. 8 shows the schematic diagram of space vectors in the novel vector 
control using four-phase system. Ux, Vx and Wx phase vectors are defined in αβ 
plane and Uy, Vy and Wy phase vectors are defined in αγ plane. These six vectors 
are integrated in the αβγ space. However, Ux and Uy phase vectors are arranged in 
order to cancel each other. As a result, four phase vectors are defined in the αβγ 
space. Since αβ plane are orthogonal to αγ plane, the four phase vectors work as 
basis vectors of the proposed control. 

Next, we form a novel dq transformation matrix. The transformation matrix 
from a four-phase stationary reference frame to a three-axis orthogonal stationary 
reference frame is represented by the following equation which contains three 
unknowns:
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where, Iα, Iβ, and Iγ are the αβγ orthogonal reference frame quantities, I0 is the zero 
sequence current, Ivx, Iwx, Ivy, and Iwy are the four-phase stationary reference frame 
quantities. θun is the unknown angle between the α-axis and Wx phase vector. The 
unknown coefficients a and k are required to satisfy power invariance before and 
after the transformation. In order to satisfy it, the product of the matrix [αβγCVWVW] 
and its transpose matrix [VWVWCαβγ] needs to be identity matrix. Therefore, the 
following equation is obtained and three unknown values are identified:
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Fig. 8. Schematic diagram of novel vector control theory
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This result suggests that the four-phase system has a slightly different 
angle (125 deg.) from that of the normal three-phase system (120 deg.). Next, dq 
transformation for three-DOF resonant actuator is introduced. The proposed vector 
control employs Euler angles representaion in order to express the two electrical 
angles θx and θy. Fig. 9 shows the schematic diagram of dq transformation by Euler 
angles. The αβγ reference frame is converted to α’β’γ reference frame by rotating 
around β-axis by θy, as shown in Fig. 9b. After that, The α’β’γ reference frame is 
converted to d-qx-qy rotational reference frame by rotating around γ’-axis by θx, as 
shown in Fig. 9c. The transformation matrix from a three-axis stationary reference 
frame to a three-axis rotational reference frame is expressed by the following 
equation.
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From equations (5) and (6), The dq transformation matrix is obtained:
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where, s and c are the abbreviations for sine and cosine, respectively.

(7)
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Fig. 9. 3-D dq transformation by Euler angles representation

 
 

PERFORMANCE COMPARISON

The proposed vector control theory is applied to the three-DOF resonant 
actuator in order to confirm its effectiveness. Fig. 10 shows the static thrust 
characteristics when only one target current is set under the proposed control. 
In this case, the x-axis thrust is almost constant with respect to x- and y-axes 
displacements and this result is the same as that shown in Fig. 5. Similarly, the 
z-axis thrust is almost zero because the target current Id equals zero. Fig. 11 shows 
the static thrust characteristics when two target currents are set simultaneously 
under the proposed control. It can be seen from the comparison between Fig. 11, 
7 that the proposed vector control is able to decrease the thrust interferences from 
the other target current.

Fig. 10. Thrust characteristics under the proposed vector control (qx= 1) 
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CONCLUSION 

In this paper, we propose a novel vector control theory to improve a 
controllability of our three-DOF resonant actuator. The proposed control have an 
originality in that a four-phase system was used, not a combination of two sets of 
three-phase system. A dq transformation matrix for this actuator was successfully 
derived on the basis of a new phase angle (125 deg.) and 3-D rotation by Euler 
angles representation. As a result, the proposed control decreased the thrust 
interference from the other target current and its effectiveness was validated.

There are already several studies dealing with d-q transformation theory of 
multiphase induction motors [12, 13]. However, we were not able to confirm any 
studies for multi-DOF electromagnetic actuators. Moreover, the proposed method 
have a great potential to apply to a two-DOF spherical actuator [14] because its 
magnet arrangement is similar to that of the three-DOF resonant actuator.
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SPEED INCREASING SCHEME BY USING 3000V DC  
POWER SUPPLY FOR LOW-SPEED MAGLEV

Background: Low-speed maglev is usually designed to run at a maximum speed of 
about 100~110 km/h, the system does not have any advantage to the traditional urban railway 
transportation system at the aspect of running speed. 

Aim: Increase the speed of low-speed Maglev is an urgent task for future promotion. 
Methods: This paper presents a speed increasing scheme by using 3000 V DC power 

supply instead of original 1500 V DC. 
Results: Under this condition, the max output voltage of propulsion inverter could be 

doubled. For reason that the insulation of linear induction motor has enough margin, only small 
adjustment of motor is needed to adapt the doubled voltage. 

Conclusion: To calculate the performance of low-speed maglev while using 3000 V 
DC, a T-model circuit of single-sided linear induction motor is built, and the result shows that 
the maximum running speed could be increased to over 160 km/h. This scheme provides a 
promising way for speed increasing, and it’s a simple and economical approach to enhance the 
competitiveness of low-speed maglev.

Keywords: Low-speed maglev, Speed increasing, Maximum speed, Over voltage, SLIM, 
T-model circuit, 160 km/h, End-effect

INTRODUCTION

Low-speed maglev has made great progress in engineering application. 
Changsha maglev express, as the longest low-speed maglev line in the world, 
came into commercial operation in 2016 [1], and Beijing subway line S1 came into 
commercial operation at the end of 2017. These projects have verified that low-
speed maglev has some merits when compared with the traditional urban railway, 
such as low noise, low vibration, excellent adaptability for smaller radius curves and 
larger slopes. As a result, several cities in China now plan to use low-speed maglev 
in urban transportation. But there still has a troublesome problem hard to overcome 
in the promotion of this technology. The suspending force of electromagnet has a 
limitation and couldn’t be improved considerably, as a consequence, the passenger 
capacity of low-speed maglev is significantly lower than that of the metro and the 
light railway, which means this technology perhaps is more suitable for suburb 
transportation, which needs a higher running speed due to the longer distance 
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between stations. Therefore, if low-speed maglev couldn’t significantly increase 
the running speed, its future would be pessimistic. 

For decades, low-speed maglev in different countries is usually designed to 
run at a maximum speed of 100~110 km/h, which is similar to that of the metro. 
The Low-speed maglev line located at AICHI, Japan as the first commercial running 
maglev line in the world, based on the HSST 100L system has a maximum speed 
of 100 km/h [1]. The UTM-02 system of Korea put into service in 2016 at Incheon 
International Airport, has a maximum speed of 110 km/h [3]. Changsha maglev 
express’s highest speed is 100 km/h [2]. However, there is still no proper rail 
transportation form to fill the blank of 140~200 km/h, neither do maglev, nor metro.

As mentioned above, to speed up the low-speed maglev to the so called 
‘medium-speed maglev’, performance studies of single-sided linear induction motor 
(SLIM) of low-speed maglev is necessary. Reference [3] provided one useful function 
expression f(q) according to the SLIM secondary eddy current average value. This 
paper supposed that the air-gap flux linkage increased in the exponential function 
form from the entrance end to the exit end, it is affected by the SLIM running speed, 
secondary resistance and some other structure parameters. The per-phase simplified 
model can be used to calculate the output thrust force, efficiency conveniently. 
Reference [4] deduced a two-axis models to predict the SLIM dynamic performance, 
which can be applied in vector control of direct torque control. Reference [5] 
derived an equivalent circuit model from the pole-by-pole method, based on the 
winding functions of the SLIM primary winds. Reference [6] based on the results 
of reference [5], divided the SLIM air-gap flux density into three components. Then 
these three components were derived and get the inductance, secondary resistance 
and other parameters. A field theory analysis is performed to build a combined-
parameter SLIM model in Reference [7]. The paper estimated the end-effect, the 
skin effect, and the back-iron saturation. Several different models were built from 
the electromagnetic relation in the air gap through a Fourier-series approach [8, 9, 
10]. However, there are very few researches focused on speed increasing scheme 
for the SLIM of low-speed maglev. CRRC Zhuzhou Institute LTD. China is now 
developing on ‘low-speed maglev 2.0’ whose maximum speed is designed at 160 
km/h. The primary approach used in the project is to redesign the linear induction 
motor by extending the length and width of iron cores so as to improve the thrust 
force [13]. Consequently, the motor is getting much heavier, and this kind of design 
challenges the electromagnetic suspending system, weakens the adaptability of line 
curve. Furthermore, the vehicle structure has to be redesigned totally. Obviously, 
there are tremendous works need to be done before finally achieving the goal speed.

This article presents a different way for speed increasing. As 3000 V DC is 
another electric tracking voltage in IEC standard, 3000 V DC power supply was 
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adopted instead of original 1500 V DC. Then the output voltage of the vehicular 
propulsion inverter was doubled. A preliminary analysis was performed to confirm 
the motor insulation has enough margin to endure the doubled voltage. Therefore, 
little modification is needed for the linear motor and vehicle structures. The key 
benefits of this approach is that motor voltage can keep rising with speed for longer 
time, and appearance of the constant power area is delayed. A mathematical model 
of SLIM based on T-model considering the end-effect was built to calculate the 
performance of the propulsion system, and the result showed that the maximum 
running speed exceeded 165 km/h when 3 sections formation adopted. The result 
can contribute to the exploration of a new feasible scheme for the application of 
‘medium-speed maglev’.

MODELING OF THE SLIM

The SLIM used in Low-speed maglev is shown in Fig. 1. The SLIM 
primary can be simply regarded as rotary cut-open stator and then rolled flat. The 
Secondary, similar with rotary induction motor (RIM) rotor, often consists of a 
sheet conductor, such as copper or aluminum, with a solid back iron acting as return 
path for the magnetic flux. The thrust force corresponding to the RIM torque can 
be produced by the reaction between the air-gap flux density and the eddy current 
in the secondary sheet [15].

Primary

Secondary sheet

Air gap

Velocity V2

x=0 x=pτ 

Entrance endExit end

Back iron

j2j1

Fig. 1. Longitudinal structure view of SLIM

The SLIM special structure means that its performance is a little different 
from that of an RIM. As we know, in the RIM, an accurate equivalent circuit model 
can be derived easily by simplifying the geometry per pole. Unfortunately, it is not 
as straightforward as for RIM to gain the equivalent circuit for a SLIM.

In Fig. 1 v2 is the primary moving speed, j1 is the primary equivalent current, 
and j2 is the secondary equivalent current. In terms of 1-D analysis, we can calculate 
the phase currents and excitation voltages. The air gap flux linkage can be obtained 
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using Maxwell’s field equations and solved using the complex power method with 
a conformal transformation which considers the effects of the half-filled slots, 
magnetic saturation, and back-iron resistance. By using the equal complex power 
relationship between the magnetic field and the electrical circuit, we can obtain 
several circuit parameters, such as mutual inductance Lm, secondary resistance Rr, 
primary leakage inductance L1s, secondary leakage inductance L1r, longitudinal end 
effect coefficients Cr and Cx. The comprehensive derivations of the four coefficients 
can be referred to [15]. The T-model equivalent circuit is shown in Fig. 2, where 
the secondary equivalent resistance Rr consists of the secondary conducting sheet 
resistance R2sheet and the secondary back iron R2back. Some brief conclusions are 
summarized in the following paragraphs.

The longitudinal end effect coefficients Kr and Kx are denoted by

  (1)

  (2)

where τ is the primary pole pitch, and pe is the number of pole pairs. C1 and C2 are 
functions of the slip and machine structure parameters, described as follows,

  (3)

  (4)

Fig. 2. The T-model circuit for SLIM
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Parameters in (1) and (2) are calculated as below,

  (5)

For the existence of half-filled slots in the primary ends, the expression of the 
primary equivalent sheet current J1 can be divided into three regions, i.e., entrance 
half-filled, full-filled, and exit half-filled slots. Then, the expressions of the air-gap 
flux density can be gained. According to the electric machinery theory and complex 
power conversion algorithm, the air-gap effective electromotive force Em, air-gap 
reactive power Q3, secondary active power P2, mutual inductance and secondary 
resistance can be deduced by taking the half-filled slots into consideration. By the 
comparison of these expressions without half-filled slots, the number of equivalent 
pole pairs pe is expressed by

  (6)

where p is the actual number of the pole pairs, m1 is the number of primary phases, 
q is the number of coil sides per phase per pole, and ε is the length of the short 
pitch.

The transversal-edge-effect coefficients are calculated by

  (7)

  (8)

where T is the function of the slip, goodness factor, and motor structure parameters, 
Re and Im are the real and imaginary parts of complex T respectively. Here, T is 
expressed by

  (9)

where α is the ratio of c to τ, γ and λ can be obtained by

  (10)
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  (11)

where K is the function of the slip and motor structure parameters and c2 is the 
width of the secondary sheet.

The five parameters in T-model circuit, respectively named as the primary 
resistance Rs, primary leakage inductance L1s, secondary resistance Rr, secondary 
leakage inductance L1r, and exciting inductance Lm, can be calculated as follows.

The primary resistance Rs is
  (12)

where ρ is the resistivity of copper, lav is half the average length of the primary 
winding coil, W1 is the number of turns in series of the primary per phase, and SCu 
is the effective cross-sectional area of the primary winding conductor.

The primary leakage inductance L1s is 

  (13)

where λs is the primary slot leakage magnetic conductance, λe is the primary 
winding end leakage magnetic conductance, and λd is the primary harmonic leakage 
magnetic conductance.

The secondary resistance is composed of two parts, which is sheet and back 
resistance, because the flux can penetrate through the aluminum or copper sheet 
and enter the back iron. The depth of the flux density into the back iron dFe is 

  (14)

where ρe is the back iron resistivity, µFe is the permeability of the back iron, and 
ωe is the primary synchronous angular frequency. The resistance of the secondary 
conducting sheet R2sheet is 

  (15)

where ρsheet is the resistivity of the secondary conductance sheet and KW1 is the 
primary winding coefficient.

The resistance of the secondary back iron R2back is 

  (16)

Therefore, the secondary equivalent resistance Rr is

  (17)
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The secondary leakage reactance is
  (18)

where fs is the primary frequency and B1 is the function of the slip, primary 
frequency, and machine structure parameters.

The exciting inductance is
  (19)

where Vs is the synchronous velocity of the primary side and ge is the equivalent 
air-gap width.

The iron loss in the SLIM is composed of the primary yoke, primary tooth, 
and secondary back iron losses. These three parts can be calculated as follows.

The primary yoke iron loss PFe is
  (20)

The primary tooth iron loss PFe is
  (21)

Hence, the total iron loss PFe is 
  (22)

In (20)–(21), P10/50 is the iron loss value under 1.0 T and 50 Hz; By, Bt and 
Bb are the primary yoke, primary tooth and secondary back iron flux densities 
respectively; Wy, Wt and Wb are the primary yoke, primary tooth and secondary back 
iron weights respectively; and sf is the slip frequency in the secondary. According to 
the electromagnetic design methods in [11], By, Bt and Bb can be calculated as follows,

  (23)
  (24)
  (25)
where φg is the flux root-mean-square value per pole pair, Klam is the silicon steel 
stacking factor, hy is the primary height, Bg is the leakage air-gap flux density, t1 
is the pitch of the primary teeth, t2 is the width of the primary teeth, and hy is the 
height of the secondary back iron.

The iron loss resistance RFe in series with the excitation branch can be 
calculated by

  (26)

where Ie is the field current.
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Besides the edge-effect, the skin-effect, big air-gap and thick secondary 
conductor are also very influential to SLIM’s performance when running at a 
relative high speed. In order to get more accurate circuits, a skin-effect coefficient is 
calculated to adjust the secondary leakage inductance by using 2-D electromagnetic 
field theory in [15]. The skin-effect coefficient is 

  (27)

where d is the thickness of secondary conductor sheet. Coefficients A and B are 
calculated as follows

  (28)

  (29)

where s is the slip of SLIM, µ0 is the air relative permeability, δʻ is the equivalent 
air-gap. 

PERFORMANCE CALCULATION

After approximate analysis of the four coefficients and parameter calculations, 
the SLIM T-model equivalent circuit indicated in Fig. 2 is got. The model is similar 
to that of RIM. The influence of longitudinal and transversal end-effect and half-
filled slots can be estimated by corresponding coefficients. Therefore, it is very 
convenient to analyze the performance of the SLIM in a similar way to RIM. Main 
performance index calculation is showed as follows.

The secondary current is 

  (30)

The output mechanical power is

  (31)

The power factor is 

  (32)

The input voltage of the SLIM is 

  (33)
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The efficiency of the SLIM is
  (34)

The output thrust force of single SLIM is
  (35) 

INSULATION ANALYSIS

When 3000 V DC is adopted as input voltage from the power rail, the 
maximum output voltage of the vehicular propulsion inverter doubles to 2200 V 
AC, each SLIM’s maximum input voltage rises to 440 V AC, and the maximum 
phase voltage is 254 V. Through the control of the inverter, the maximum input 
current is still limited to 300 A, therefore main size of SLIM wouldn’t change a 
lot, the mechanical interface could keep unchanged. 

From the design experience, we know that usually the weakest part of 
machine insulation system is the turn-to-turn insulation. At this point, the test line 
in Shanghai and the commercial line in Changsha all use polyimide film (PI) as the 
main turn-to-turn insulation. 2 layers of PI using 1/2 lapping method wrapped up 
around the primary aluminum winding coil, each layer’s thickness is 0.06mm and 
the total turn-to-turn insulation thickness is 0.12 mm. The insulation strength of the 
common industrial PI reaches 200 kV/mm [16], the corona-resistance reaches about 
2 kV/mm. On condition of using PI thickness of 0.12 mm, the insulation strength 
of the primary coil is no less than 20 kV and corona-resistance is no less than 2 kV. 
The insulation capability is significantly higher than the doubled input voltage of 
SLIM. Even when the voltage of the first turn of motor could reach nearly 80 % 
of terminal voltage in a PWM control system [17], there is still enough voltage 
margin to the insulation limitation.

SLIP FREQUENCY AND MOTOR PARAMETERS

Because the SLIM of low-speed maglev has quite different structure with 
that of RIM [12],the control strategy is also quite different. Considering the unique 
phenomenon of normal force, constant slip frequency control strategy is chosen to 
minimize the influence on suspending control [17]. But the reference slip frequency 
must be confirmed before using constant slip frequency control. 

Set slip frequency as the independent variable and normal force as the 
dependent variable, the relation curve is show in Fig. 3. The figure shows that the 
normal force is very close to zero when slip frequency equals to 12 Hz. Hence, 
12 Hz is selected as the reference slip frequency in performance calculation.
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After confirming the slip frequency, all parameter could finally be substituted 
into T-model equations. The main parameters of the SLIM in this paper are listed 
in Table 1, and the vehicle configurations are listed in Table 2.

Table 1. Main parameter of the SLIM  
Items Unit Value

Width of primary iron core mm 190
Pole pairs 9/2
Silicon steel sheet length mm 1783
Gap flux T 0.1467
Rated frequency Hz 42.5
Pole pitch mm 202.5
Secondary sheet thickness mm 4
Width of secondary sheet mm 200
Mechanical air gap mm 10
Primary slots number 79
Slot width mm 16.1
Tooth width mm 6.4
Series turns per phase 96

Table 2. Vehicle configuration  

Motor number per section 10
Section number 3
Full loaded mass per section (kg) 30 000
Motors in series 5
Paralleling motor branches 2
Maximum inverter current(A) 300

Fig. 3. Normal force curve at different slip frequency
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RESULTS AND DISCUSSION

This paper focus on speed increasing of low-speed maglev, so the most 
important performance index is maximum running speed. T-model circuit is used 
to calculate the propulsion thrust force at each v2 of primary side, which is the 
running speed of maglev vehicle too. It’s easy to find that the cross point of thrust 
force curve and resistance force curve is the ultimate running speed. 

In order to indicate the variation trend of running performance when adopting 
different over voltage mode, we set the highest voltage 2 times to the current rated 
voltage, that’s 2.0 pu. Then set another 5 uniform distributed voltage grades with 
0.2 pu step, from 1.0 to 2.0 pu. Calculation results are illustrated in Fig. 4. 

From the results we can draw some preliminary findings,
• Maximum running speed at 1.0 pu condition is about 108 km/h, the turning 

point of thrust force curve is around 40 km/h and the start acceleration 
is about 1.15 m/s2, all these results accord with the design index and the 
actual testing results. The fact proved that the calculation model built 
in this article is accuracy and could be used to verify the over voltage 
performance.

• Voltage has great influence on the maximum speed, when the highest input 
voltage of the SLIM doubled, maximum speed increased over 50 %. Taken 
3 sections formation as example, the maximum speed increased from 108 
km/h to 166 km/h.

Fig. 4. Thrust force versus resistance force 
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• The appearance of constant power area of the SLIM is significantly delayed 
with voltage increased, the higher voltage increased, the later SLIM comes 
into constant power area;

• With voltage doubled, the curve of propulsion force drops slightly, and 
there is almost no turning point on the curve. From this we can see that 
the end-effect, especially longitudinal end-effect significantly affects the 
performance of the SLIM when high speed running. 

Acceleration ability is also an important performance index. To indicate 
the acceleration ability, we assumed that vehicle running at a straight line without 
any turning curves and slopes, then record the distances and times when vehicle 
get the maximum speed, the results are listed in Table 3. When taking the look 
at 2.0 pu condition column, although the goal speed of 160 km/h is achieved, the 
acceleration distance is about 2.5 km, it’s too long if the station spacing is less than 
5 km. Furthermore, there must be some speed limitations when applied to actual 
running line with smaller radius curves and slopes, the acceleration distance would 
surely be much longer than figures in Table 3.

Table 3. Performance of the 3 sections formation vehicle

Index 2.0/pu 1.8/pu 1.6/pu 1.4/pu 1.2/pu 1.0/pu
Maximum speed (km/h) 166 157 146 135 122 108
Acceleration time (s) 298 288 272 265 252 245
Acceleration distance (m) 2520 2337 2058 1879 1623 1404
Average acceleration (m/s2) 0.56 0.54 0.54 0.51 0.48 0.44

In Fig. 5, the power factor and motor efficiency curve on condition of 2.0 
pu are drew. Efficiency rises from 0.4 to near 0.8 with speed increasing, and power 

Fig. 5. Efficiency and PF of the SLIM at 2.0 pu
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factor drops slightly from about 0.6 to under 0.4. Both index is relatively a bit lower 
than that of RIM, mainly because of characteristic of induction motor. Besides, big 
air-gap and more field excitation loss at over voltage mode deteriorate the power 
factor.

CONCLUSION

This paper presented a speed increasing scheme for low-speed maglev by 
adopting 3000 V DC power supply. After building a T-model circuit in consideration 
of end-effect, analysis of the SLIM performance is made. Results show that 
increasing the input voltage of the SLIM is an efficient way to increase the 
maximum speed of low-speed maglev. Calculation of thrust force curve indicates 
a 3 sections formation vehicle can get the highest speed over 165 km/h on condition 
of 2.0 pu voltage. 

This voltage increasing way rarely needs adjustment or redesign to the SLIM, 
the mechanical interface of the SLIM could remain unchanged, so do the structure 
of vehicle. It’s an economical way to increase running speed largely. However, the 
SLIM of low-speed maglev is originally designed to run at the maximum speed of 
100~110 km/h, the performance is far from perfect when running at over voltage 
mode, for example, the acceleration ability is fairly weak when speed exceeds 100 
km/h, and acceleration distance is too long to meet the demands of actual line. 
Therefore, further research is necessary to optimize the performance of the SLIM 
and take full advantage of the potentiality of increased terminal voltage.
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MAGLEV FREIGHT – ONE POSSIBLE PATH  
FORWARD IN THE U.S.A.

Background: As high-speed rail and other transportation technologies are moving 
forward and gaining funding in the United States, the push for MagLev is not receiving the 
necessary support that would make it a viable alternative in the near future. Major changes in 
the approach to implementing MagLev could make a better case for it, specifically for carrying 
freight. One alternative that has been considered in the past is the modification of existing freight 
railways to support MagLev. For this to be economically feasible and practical, such a solution 
has to be able to support both conventional freight trains and MagLev freight. 

Aim: The successful application of Partially Magnetically-Levitated Freight (PMLF) 
technology achieved by integrating superconducting MagLev technology with current railroad 
design and operations. 

Methods: A MagLev freight system that is envisioned to use existing rail routes must 
be designed to be compatible with the existing railway infrastructure. To accomplish this, every 
component utilized by the railroads must be examined in detail to determine if and how it could 
be affected by the proposed PMLF. In addition, components that will need to be modified for 
PMLF operation must undergo a retrofit design and testing process. The design scope must 
also include an examination of all existing tasks and activities that are being performed by the 
railroads such as track maintenance and repair. Any procedures that affect or are affected by the 
addition of PMLF will need to be modified. Finally, superconducting MagLev technology must 
be optimized and advanced for application to PMLF. 

Opinions and Discussions: The dual use of railway lines has substantial cost advantages 
when compared to building new dedicated MagLev freight corridors. In fact it could make the 
entire proposition very appealing if proven to be technically feasible. However, there are certain 
limitations and concerns that would cause policy makers to reject such a proposal unless such 
obstacles can be shown to be temporary and non-critical. Essential rail installations such as 
switches are presently difficult to modify in a way that would ensure reliable functionality 
for both MagLev and conventional freight trains, and grade crossings pose safety risks. It is 
difficult to envision the tremendous leap forward of merging MagLev with existing freight 
rail lines when much more basic technologies such as positive train control are not even fully 
implemented. Consequently, it is a challenge to advance MagLev in the United States where new 
dedicated freight corridors are considered to be cost-prohibitive and dual use railway lines pose 
uncertainties that railroad companies simply do not want to solve. However, there is one more 
solution has not been considered that would allow a MagLev freight train to navigate on existing 
railway infrastructure without disrupting traditional rail utilization. This solution is a partially 
magnetically-levitated freight train. 

Results: After reviewing the fundamental components, systems and operations of the 
railways in the United States, it will be feasible and practical to introduce magnetic levitation 
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technology to assist in moving freight on existing rail routes. PMLF trains will be able to take 
advantage of magnetic levitation on sections where the track has been upgraded to allow its use 
and much higher speed while still being able to travel on unmodified sections with the same 
speed as traditional trains.

Conclusion: Modifying existing freight rail with magnetic “quasi-lift” technology is a 
much lower cost alternative to building an entirely new MagLev infrastructure. This alternative 
will provide very important benefits including enhancing safety in the rail industry. In its first 
phase of implementation, the proposed PMLF system will levitate a significant portion of the 
weight of the train but still utilize the existing steel rails for traction and guidance. The most 
evident advantages of this approach include reduced wear on rail and other supporting elements, 
and a significant reduction in friction and energy use. Locomotives, freight cars and all other 
components could be made lighter and travel speeds will increase dramatically due to less 
impact and other effects. Later phases of implementation will focus on magnetic traction and 
guidance. The acceptance and success of this partially levitated system will eventually lead to 
fully levitated freight transport technology. Sometimes it is necessary to take smaller steps to 
achieve the desired future. 

Keywords: MagLev Freight, MagLev Cargo, Partially Magnetically-Levitated Freight, 
Positive Train Control

INTRODUCTION

This is the first of what is hoped will be a series of papers that focuses 
on partial magnetic levitation as the most viable way forward to the transport 
of goods using MagLev freight in the United States. The basic concept of the 
system is presented in this paper. The key design parameter that will be maintained 
throughout the development of this system is compatibility with existing track 
infrastructure. This is a crucial aspect that this introductory paper focuses on. 
Using existing rail lines will allow the advancement of MagLev technology for the 
purpose of carrying cargo more efficiently and in greater quantities than would be 
possible with the current generation of freight trains. This advancement will also 
have a relatively low cost. Furthermore, partial magnetic levitation will help to 
optimize and to maximize the system safety components. Safety features already 
in place for existing rail infrastructure will be utilized and married to additional 
safety mechanisms that magnetic levitation can provide, enhancing the overall 
redundancy in safety. This is critical since freight trains using partial magnetic 
levitation will need to eventually travel many times faster than their traditional 
steel-on-steel counterparts in order to justify the investment. Accidents in emerging 
technologies are scrutinized to a greater extent than in established technologies 
which will ultimately affect funding and progress. 

This is not the first attempt at proposing to modify existing rail lines for the 
purpose of MagLev freight but it may be the first that bases this approach on partial 
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magnetic levitation. In fact there have been several different proposed solutions 
presented by various research organizations and private institutions in numerous 
countries that sought to utilize existing rail lines for MagLev. In the United States, 
the proposed MAGLEV 2000 system was based on superconducting magnetic 
quadrupoles that would allow the MagLev vehicle to travel on a planar surface 
such as existing railroad tracks with added aluminum loop panels. This solution 
and others represented almost a quantum leap from existing railway technology. 
A quantum leap can be very expensive and also easy to derail if problems abound 
during development and implementation. 

Partial magnetic levitation provides a more gradual and practical approach 
rather than a revolutionary paradigm shift. Positive aspects of partial magnetic 
levitation in freight transport such as lower track maintenance and repair costs 
will help reduce the overall operating cost of freight trains assisted with magnetic 
levitation. Energy costs will be much lower as well. The major negative aspect of 
this gradual approach is that the greatest advantages of using MagLev such as high 
speeds will take longer to realize. A very important positive aspect of this gradual 
approach is that the three main components of MagLev technology – levitation, 
guidance, and propulsion – can be safely tested independently of each other and 
without the need for any expensive test tracks. Everything can be evaluated using 
existing railroad tracks with small and inexpensive modifications. Although the 
initial phase of the research and testing will focus on magnetic levitation, later 
phases will integrate magnetic guidance and magnetic propulsion into this proposed 
system and all three components will be continuously tested and improved until 
one day the technology will demonstrate that it can safely and effectively be used 
in full MagLev mode to transport cargo on existing rail corridors at tremendous 
speeds and efficiencies. 

PARTIALLY MAGNETICALLY-LEVITATED  
FREIGHT TRAIN CONCEPT

The success of using a partially magnetically-levitated freight (PMLF) 
system on existing rail corridors in the United States will depend on the ability of 
this system to be integrated into the existing rail infrastructure without impeding 
on the operation of this infrastructure. 

In determining the most effective and practical adaptation of magnetic 
levitation technologies for implementation of PLMF on existing rail corridors, it 
is important to consider not only the components of the existing rail infrastructure 
but also the operational maintenance and repair activities that are constantly 
being performed on this infrastructure. Geometric constraints also need to be 
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considered. A brief synopsis of componentry and activities that are essential to 
the existing rail infrastructure is presented in below in the EXISTING RAILWAY 
INFRASTRUCTURE section of this paper. Major North American freight railroads 
are shown in Fig. 1. 

The first question that must be considered is which MagLev technology is 
the most capable of fulfilling its function in the PLMF system while satisfying 
the constraints established by the existing railway infrastructure or if this is even 
reasonably possible. 

The “parts bin” for MagLev currently includes four different systems [2]. 
The first system uses electromagnets on the MagLev vehicle that are attracted to 
metal rails on the guideway. The second system consists of permanent magnets 
on the MagLev vehicle and on the guideway and uses repelling forces between 
these permanent magnets for levitation. The third system uses permanent magnets 
on the MagLev vehicle and aluminum loops on the guideway and generates 
repelling forces by inducing currents in the aluminum loops. The fourth system 

Fig. 1. Ownership of Major North American Rail Lines, 2017 [1]
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uses superconducting magnets on the MagLev vehicle that induce currents in the 
aluminum loops that are embedded in the guideway to generate repelling forces. 

Clearly PMLF must utilize repelling magnetic forces for partial levitation 
since the rail track is a horizontal surface. The first system uses attractive magnetism 
and is not applicable. The second system that places magnets on the track is not 
very promising because it would be prohibitively expensive to implement. The 
intent is to have many thousands of miles of rail corridors available for PMLF so 
that placing metal loops on the track will be orders of magnitude less expensive 
than placing magnets on the track if such a quantity of permanent magnets can be 
even produced. In addition, track maintenance and repair operations will be much 
more complex if the magnets will have to be removed and replaced before and after 
such operations. The third system will not be practical because the gap between the 
permanent magnets on PMLF vehicles and the metal loops installed on the track 
will need to be on the order of about 0.13 m (½ inch.) The same limitation applies 
to the first and second system. In addition, the lifting power of permanent magnets 
is limited and could not generate the 80 % to 99 % levitation that is required to 
make PMLF advantageous. Superconducting magnets have this capability of lifting 
very heavy loads and with larger separation distances between magnets and coils. 
Thus, the fourth system is the only existing MagLev technology that is suitable 
for this application.

In addition to being very powerful with low energy requirements, 
superconducting magnets will allow system operation with gaps between magnets 
and coils as large as 0.1 m (4 inches) or more. Bare aluminum coils or coils with thin 
protective cover would not last very long after being attached to the railroad tracks 
and will likely be stolen due to the cost of aluminum. Aluminum coils that will have 
currents induced by superconducting magnets may be embedded in concrete panels 
with an inch or more of protective cover, leaving 0.76 m (3 inches) for the gap 
between the superconducting magnets under the PMLF vehicles and the concrete 
panels that are attached to the track ties. This should provide sufficient tolerance 
for the variability in the track’s vertical alignment. It is also important to note 
that the track ties are not rigidly supported and could deflect 0.03 m (1/8 inch) or 
more vertically due to actions of concentrated wheel loads from traditional freight 
trains. The concrete panels must be able to accommodate differential motion and 
settlement between adjacent ties. The concrete panels with embedded aluminum 
coils must also be durable and capable of withstanding various track maintenance 
activities such as rail grinding. It is recommended that the concrete panels use 
steel pre-stressing strands in both horizontal directions to enhance durability and 
flexibility. Certain maintenance activities such as ballast tamping may require the 
panels to be temporarily removed. The ample construction tolerance due to the 
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large 0.1 m (4 inch) gap that is allowed means that track maintenance and repair 
crews can remove and re-attach the concrete panels containing the coils without the 
need for expensive surveys and vertical adjustments. The next question becomes 
where should the panels with aluminum loops be positioned on the track – inside 
the rails or outside the rails or both?

The least expensive solution for positioning concrete panels with aluminum 
loops would be to place a single strip of panels between the rails. However, this 
configuration will not be as stable as placing the panels on the outside of the rails 
when the PMLF train is in a state of nearly full levitation. The most effective and 
robust solution would be to position the panels both on the inside and outside of the 
rails but this would be a very expensive solution. It seems that the optimal solution 
in terms of cost and function is to place the concrete panels with aluminum coils 
on the outside of the rails. Placing the coil panels used for magnetic levitation on 
the outside of the rails will also allow plenty of space between the rails for testing 
future equipment such as traction and guidance panels if it is determined that the 
coil panels outside the rails will not be adequate for fulfilling these functions. It 
is also important to note that failure of the coil panels on the track or failure of 
the superconducting magnets on the PMLF train will not result in damage to the 
PMLF train or track since the PLMF train will be able to carry its weight on wheels. 

This fact that the PMLF system uses flanged wheels in addition to magnetic 
levitation is a tremendous advantage in terms of adapting the PMLF system to the 
various railway track devices and components such as turnouts, crossovers and 
crossings. Guidance of the PMLF train at these locations will be identical to the 
mechanical guidance used by traditional freight trains. It may also be very difficult 
to install loop panels at these locations, making mechanical guidance essential. 
As a result, the PMLF train will need to rely on its wheels to carry its full load at 
these locations. Rather than trying to solve the problem of installing loop panels 
at these challenging and discrete locations, relying on flanged wheels will allow 
the focus of PMLF development to be placed on preparing the remaining 99 % of 
the rail route for effective PMLF operation.

Eliminating 90 % or more of the normal contact force between the PMLF 
trains wheels and the supporting steel track will result in a very significant drop if 
friction. Moreover, PMLF cars will be significantly lighter than traditional freight 
rolling stock because magnetic levitation will support over 90 % of the PMLF 
cars’ weight during 99 % of the travel time, allowing the various mechanical 
and structural components to be designed and manufactured to a much lighter 
duty service than traditional freight rolling stock, including wheels and bearings. 
In addition, PMLF trains are intended to transport cargo at high speeds so it is 
unlikely that PMLF will be initially used for transporting heavy bulk items such as 
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coal, stone, cement, wood and other materials that do not require rapid transport. 
Energy efficiency for transporting items that require refrigeration and insulation 
will benefit significantly from PMLF, especially cryogenic liquids and liquefied 
natural gas (LNG). 

The PMLF project will implement partial magnetic levitation first before 
integrating magnetic guidance and magnetic propulsion into the system. As a result, 
the first phase of the PMLF project will require locomotives that can generate 
considerable traction forces. These locomotives may also take advantage of partial 
magnetic levitation on tangents and on descending grades. Reducing concentrated 
contact forces between the steel wheels and rails means that there will be less 
impact and wear on the tracks, allowing longer maintenance intervals which will 
result in less disruption of rail routes and much lower maintenance costs. Electricity 
for the superconducting magnets mounted to PMLF cars will be supplied by fuel 
cells and from any excess electricity generated by the locomotives. Solar panels on 
top of PMLF rail cars may also be used to supplement the electricity supplied by 
the fuel cells. LNG has a greater energy density than rocket fuels such as kerosene 
and may be used to power both the fuel cells and the internal combustion engines 
(ICEs) on the locomotives if ICEs continue to be used on locomotives. Later 
phases of the project will transition completely to fuel cells (80 % + efficiency) 
and other energy sources. Emergency braking will be facilitated by diminishing 
the magnetic repulsive forces in order to increase friction between the wheels 
and rail. It may also be possible to have some magnets generate attractive forces 
to increase wheel to rail contact forces and enhance braking. Stopping distances 
will be much shorter than for traditional freight trains once magnetic propulsion is 
introduced into the system and wheel contact with rail will no longer be required 
for stopping. Finally, PMLF can transition to being fully magnetically levitated 
once both magnetic propulsion and magnetic guidance are fully implemented in 
later phases of this project, greatly increasing the maximum speed that the train can 
travel at in rural and unpopulated areas. As noted before, wheels will continue to 
be required unless the mechanisms for rail crossings, turnouts and crossovers are 
completely redesigned to include MagLev hardware to run continuously through 
these locations. 

SAFETY SYSTEMS

Positive Train Control – Railroad safety has improved dramatically over 
the past few decades thanks to enforcement and development of safety regulations 
as well as due to the implementation of advanced safety technologies. In the United 
States, railway accident rates have reduced by over 80 percent within the last 
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four decades. Many of the more recent accidents have been caused by human 
error. Positive Train Control is designed to prevent train accidents attributable to 
human error and to improve the operational safety of both freight and passenger 
railroads. PTC has the ability to slow or stop the train automatically and to 
safeguard against train-to-train collisions, derailments, unauthorized travel in work 
zones and movements of trains through faulty railroad switches [3]. The complete 
implementation of PTC in the United States would include about 113,000 route 
km (70 000 route miles) of the nearly 234,000 route km (145,000 route miles) that 
exist in the country. It is important to note that the United States has about 25 % 
of the world’s rail routes which is the main reason why implementation of PTC 
has been slow and expensive in the United States. The original implementation 
deadline was December 31, 2015. The revised deadline is December 31, 2018 but 
the Federal Railroad Administration may approve an individual railroad’s extension 
to an alternative deadline of December 31, 2020. What this means is that any 
proposed MagLev freight trains designed to share railways with other trains must 
be fully integrated within the PTC systems and networks if MagLev freight is not to 
have any restrictions on the type of cargo it carries or if it wants to use the primary 
rail routes. The basic system architecture for PTC is shown in Fig. 2.

Fig. 2. Positive Train Control System Architecture [4]
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Partially levitated MagLev freight is readily adaptable to the various types of 
PTC that have been developed for traditional trains. Although magnetically assisted 
freight trains are envisioned to operate at much higher speeds than other freight 
trains, the PTC system is already set up for high-speed operations including high-
speed rail. Operating speeds for PMLF will not exceed maximum HSR speeds. 
The fact that PMLF physically uses the steel tracks, switches and signals means 
that it will be able to take full advantage of the safety mechanisms provided by 
PTC. Thus, from the onset, PMLF will be able to achieve at a minimum the level 
of safety offered by traditional train operations. It must be emphasized that because 
PMLF also uses magnetic systems in addition to existing rail hardware, its safety 
capabilities will exceed those of its conventional counterparts. A simple example 
of this is a misaligned or broken rail that could be catastrophic for a traditional 
train but not so for PMLF that relies to a great extent on repelling magnetic for 
stability. 

Scout Rail Vehicle – As reliable as PTC may become, there will always be 
some risk of error or malfunction. One of the greatest safety concerns for railroads 
in the United States are railroad grade crossings. This is especially true for higher 
speed operations. PTC is intended to eliminate human error in controlling the 
movement of trains but PTC has little control over human error when it comes to 
cars, trucks and other roadway vehicles that use railroad grade crossings. Although 
PTC does interface with signals and gates that are used to control vehicle entry 
at railroad crossings, these measures may not always prevent roadway vehicles 
from attempting to cross or being stopped directly over a crossing when a train 
is approaching. There are over 200,000 railroad grade crossings in the United 
States. 

Suppose a small un-manned rail vehicle travels a short distance ahead of the 
PMLF train to scout the tracks ahead and forewarn the train of any approaching 
hazards. Not only could it detect damage or obstacles on the tracks and signal this 
information to the PTC system (this could be very useful for traditional trains in 
seismic zones such as California) but it could also be used as an additional safety 
measure at railroad grade crossings. This scout rail vehicle could physically stop 
at a rail crossing as the PMLF train approaches, assuring that nothing else gets on 
the tracks. Its light weight and small size will allow it to accelerate rapidly ahead 
of the PMLF train once the train is nearly at the grade crossing. Its performance 
could also be enhanced through partial magnetic levitation, magnetic guidance and 
magnetic propulsion. 

Magnetic Forces – Magnetic technology can be used to enhance traction, 
reduce stopping distance and to supplement guidance. As a result, PMLF has the 
inherent safety attributes of a freight train guided by steel rails complemented by 
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the additional performance benefits that can be obtained using magnetic fields. 
In addition, PMLF will exert much smaller concentrated forces on the tracks and 
other supporting elements, reducing fatigue and prolonging the service life of rail 
infrastructure.

EXISTING RAILWAY INFRASTRUCTURE

Unlike previously proposed MagLev concepts that were intended to partially 
share railway routes with traditional trains, the PMLF train concept is envisioned 
to be completely compatible with existing railway infrastructure and requires no 
additional routes or track. Furthermore, changes to the existing track components 
necessary to accommodate the PLMF will be initially limited to modifications 
or additions and will not require complete replacement. Any such alterations or 
additions will not affect the operation of traditional trains that PLMF trains will 
share the rail routes with. It is important to identify and consider the function of 
each prime component used in a railway track in order to determine how it will 
affect or be affected by the addition of PMLF.

Track Components [5].
The majority of railway infrastructure consists of track. PMLF can become 

a reality because the track itself is relatively simple to modify for use by PMLF 
trains. There is ample space to the outside of the rails to install panels housing metal 
loops and the loads from PMLF trains will be lighter and more evenly distributed 
to the ties, ballast and underlying layers. 

Rail: The most expensive material in the track is the steel rail. The rail’s 
primary function is to transfer the train’s weight to the cross ties and to guide the 
train’s wheel flanges. It also provides a smooth riding surface. Rail may vary in 
shape and weight. Heavy rail uses a 0.1525 m (6 inch) wide base and the preferred 
section weighs 70 kg/m (141 pounds per yard) of length. Light rail uses a 0.14 m 
(5 ½ inch) wide base and typically weighs 50 kg/m (100 pounds per yard).

Ties: Ties are typically made of timber, concrete, steel or alternative materials. 
Ties cushion the load of the train and distribute it from the steel rail to the ballast. 
Ties also maintain the gage (spacing) of the rail. Ties made from concrete require 
impact absorbing pads between the rail and the tie in order to achieve the desired 
level of cushioning. Wood ties provide impact absorption through the depth of 
the tie itself. Steel ties are very expensive and are used in areas not favorable to 
the use of timber or concrete ties including track sections with extreme curvature 
where the gage is prone to widening. Alternative material ties are typically made 
from recycled materials and are currently being tested for light rail applications. 
The two main types of ties are Track Ties and Switch Ties. Track Ties are typically 
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2.6 m (8 feet 6 inches) long but may be 2.75 m (9 feet) long on curved sections. 
Switch Ties vary in length from 2.75 m to 7 m (9 feet to 23 feet.) Heavy rail timber 
ties are 0.178 m by 0.229 m (7 inches by 9 inches) nominal in section. Typical 
tie spacing is 0.495 m (19 ½ inches) for heavy rail and 0.54 m (21 ¼ inches) for 
medium tonnage. 

Ballast Section: The ballast section anchors the ties and stabilizes the track 
in lateral, longitudinal and vertical directions. It also serves to rapidly and properly 
drain any water from the track, to facilitate track maintenance and to distribute 
the load from the ties to the underlying subgrade. The preferred materials used for 
ballast are granite, hard limestone, open hearth and blast furnace slags. Important 
characteristics of the ballast particles include size and shape, degree of sharpness, 
angularity and roughness. Typical depth of the ballast section is 0.46 m to 0.61 m 
(18 to 24 inches) and extends 0.254 m to 0.305 m (10 to 12 inches) past tie ends.

Rail Joints: Rail joints are used at rail discontinuity points to hold in place 
and align two ends of rail. They consist of two joint bars that prevent lateral and 
vertical movement of the rail ends while allowing longitudinal movement of the 
rails due to thermal expansion or contraction. Standard rail joint bars connect 
two identical sections of rail. Compromise rail joint bars connect two rails that 
have different sections (weights). Insulated rail joints are used when track circuits 
are present in order to prevent the track circuit’s electrical current from flowing 
between the ends of the joined rail.

Tie Plates: Tie plates provide a uniform bearing surface between the rail and 
the tie so that the rail does not damage the tie.

Rail Anchors: Rail anchors attach to the base of the rail and control 
longitudinal and transverse movement of the rail due to thermal effects, braking, 
grades and train traffic patterns.

Fasteners: Fasteners can be spikes, bolts and screws that are used to connect 
rail or track components together including fastening rails to ties. 

Derails: Derails prevent unauthorized or unsecured rolling stock from 
entering specific tracks by guiding its wheels off the track.

Wheel Stops and Bumping Posts: Wheel stops prevent rail cars from rolling off 
the ends of tracks or into structures. Bumping posts are rail car stops that consist of 
braced blocks that are at the elevation of rail car couplers. These are heavy duty stops that 
are placed on track to prevent rail cars and other equipment from running off the track.

Gage Rods: Gage rods supplement ties in maintaining the gage of the track. 
They are also used to temporarily retrofit a defective tie until it can be replaced. 
Gage rods are either insulated where track circuits are used or non-insulated.

Sliding Joints: Also called Conley joints, these are used instead of rail 
anchors to allow longitudinal expansion and contraction of the rail on open decked 
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bridges. Sliding joints have beveled rail ends that move but still provide continuity 
and support.

Mitre Rail: Mitre rails allow track to be opened and closed at frequent 
intervals. These are most often used on draw bridges and swing span bridges.

Guard Rails: These are derailment rails typically used on bridges, in tunnels 
and for overpasses. These prevent derailed equipment from falling off a bridge or 
an overpass or from impacting the sides of a tunnel or structure. Inner guard rails 
are placed between the running rails and typically use a T-rail section. Outside 
guard rails may use timber members. 

Turnouts.
Turnouts allow trains to pass from one track to another track. They consist 

of a switch, a frog, rails connecting the switch and the frog, guard rails, and a 
switch stand for operating the switch. The three basic types of turnouts are Lateral, 
Equilateral and Lap. Lateral right hand turnouts have the diverging track running 
to the right. Lateral left hand turnouts have the diverging track running to the left. 
Equilateral turnouts have both tracks diverging and are often used in regions of 
higher operating speeds since the curvatures of the Equilateral turnouts are half 
of those required for Lateral turnouts. Lap turnouts are typically used in rail yards 
where maximum track lengths are required and contain two sets of switch points 
and three different frogs.

Designing turnouts to accommodate metal loops used by PMLF will 
require significant research and testing due to all the existing components that are 
present at these locations. Again, PMLF trains will initially cross these locations 
without relying on magnetic forces. Turnouts have a limited service life and a 
good opportunity to upgrade these to provide full PMLF functionality is during 
replacement. 

Switch: A switch deflects the wheels of a train from the track upon which the 
train is running. The most common switch is the split switch in which two point 
rails are connected by switch rods and are supported on metal plates fastened to 
ties. The switch (point) rails taper to 64 mm (1/4 inch) or 32 mm (1/8 inch) point 
at the end which is appropriately called the point of the switch. The other ends 
of the switch rails are called the heel where the switch rails connect to the lead 
rails using joint bars about which the switch pivots. The switch stand controls 
the movement of the switch rails which is about 0.127 m (5 inches.) Switch 
rails are typically from 3.4 m to 11.9 m (11 feet to 39 feet) in length, but can be 
longer for high turnout numbers. Switches may be hand operated, power operated  
or both.

Turnout Rails: Turnouts are made from several special rails. Stock rails are 
the outside rails in a switch that the point rails bear against. Closure rails connect 
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the heel of the switch points and the toe of the frog. Knuckle rails are the rails that 
the movable point in a frog bears against.

Frog: A frog is used at an intersection of two running rails and it allows 
the flange of a wheel moving on one rail to cross onto the other rail. Frogs are 
classified as either rigid, spring rail or movable point frogs. Spring frogs provide 
continuous support for the wheel as it rolls over the frog flangeway. These frogs 
have a movable wing rail that is held closed by springs and a guardrail that pulls 
the wheel over, forcing the wing rail to open on the diverging side. Rigid frogs may 
use one piece castings as inserts or may be bolted together using machined rails. 
Movable point frogs are used where the angle between the two sets of crossing 
tracks is very acute and would result in an excessively long throat if conventional 
crossing diamond frogs were used. Movable point frogs use two movable center 
point rails to maintain the flangeway.

Switch Ties: Special standardized switch tie layouts are used for turnouts. 
Two head block ties are used under the switch mechanism. Heel block ties are used 
under the heel block assembly. Frog ties are used to support the frog.

Stock Rails: Stock rails have the same section shape as the switch point rails. 
The stock rail on the diverging side of the switch point is bent to assure a proper 
fit so that there is no wheel impact on the point.

Switch Points: Switch points are moveable rails that allow a change of route 
direction to occur within the turnout. Switch points typically consist of a tip, heel, 
planed (machined) portion, reinforcing bar, switch clips and stop blocks. Switch points 
are comprised of machined rails that are snug fit against the stock rail. The change of 
direction is achieved when the point is moved away from the stock rail. Stop blocks 
are used for lateral support due to the wheel pushing outward on the planed rail.

Turnout Plates: Different types of turnouts use a specific set of supporting 
and bracing plates, including gage, switch, heel, hook and frog turnout plates. 

Guard Rails: Turnout guard rails are used to prevent misrouting or derailing 
at the frog. They also prevent the wheels from striking the frog point. 

Switch Stands: Switch stands are used for operating the switch. High stand 
switch stands are used on main line applications and ground throw stands are 
used in yards or at industrial locations. Main line switch stands have a target that 
is colored green when the switch line is set for the normal route and red if the 
switches are reversed. A power switch is operated by an electric machine that lines 
the switch and can be operated remotely or manually. A spring switch is a hand 
thrown switch that uses a spring mechanism instead of a rigid connecting rod. 

Railway Crossings and Crossovers. 
A railway crossing is used at an intersection of two tracks. A crossing requires 

four frogs and connecting rails. Crossings may be straight, single curve or double 
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curve. When crossing angles are greater than 25 degrees, rails and manganese 
castings are cut to fit against each other and are secured using filling blocks and 
well-bolted straps. For crossing angles smaller than 25 degrees, regular frog point 
devices are used and these crossings are designated as frog crossings. The end 
frogs of a frog crossing are similar to a rigid frog. The middle frogs have two 
running points and are often described as double pointed frogs. Crossovers are 
simply two turnouts except that the track between the frogs follows the frog angle. 
Crossovers pose the same challenges as turnouts in terms of installing PMLF  
components. 

Road Crossings.
Road crossings occur where roads, streets or highways intersect the track 

at grade and are thus often called grade crossings. These locations have increased 
maintenance requirements and present a very important safety concern. Different 
types of materials are used for road crossings including timber, asphalt, concrete 
and pre-manufactured rubber. Some crossings may be unsurfaced. The type of 
material used at a crossing is dependent on the amount of vehicular traffic that uses 
the crossing. Road crossings will be easy to modify to include embedded metal 
loop panels for PMLF use.

Crossing Warning Devices: Warning signs, signals and pavement markings 
are important means of warning motor vehicles approaching the crossing. Automatic 
warning flashers and gates are used at road crossings with higher vehicular volume 
or where higher speed trains use the track. It is important to note that a large 
number of road crossings in the United States do not use gates.

Utility Crossings.
Various utilities such as pipes, cables, conduits and wires cross the railways 

at many locations. Utilities often also run along the track right of way. Utilities may 
be overhead or underground. There are numerous general and safety standards for 
utility crossings. These are not expected to be impacted by converting the track to 
PMLF use. 

Maintenance and Restoration Activities. 
Railways must be maintained and rehabilitated at regular cycles with 

minimal disturbance to the track. Maintenance and rehabilitation programs include 
spot replacement of ties, correction of gage deficiencies, smoothing, elimination of 
joints, adjustment of continuous welded rail (CWR), turnout maintenance, repair 
of battered rail ends, and grinding of rail. 

Major restoration and track renewal activities are performed using specialized 
production gangs. These activities include rail replacement, tie replacement, 
undercutting/ballast replacement, surfacing, road crossing renewal and turnout 
renewal. 
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Each activity will need to be evaluated in terms of how it affects the addition 
of PMLF service and how it needs to be modified in the future to better optimize 
PMLF utilization. A good example is tamping which is an activity that vibrates 
the ballast surrounding the ties. Initially, the concrete panels with embedded metal 
loops used by PMLF to generate repelling forces will need to be removed from 
the rail ties so that the ballast tamper can perform its function. However, it will 
not be difficult to modify the tamping machine to tamp the ballast without having 
to remove these panels. 

Affects on Passenger and Commuter Trains.
It should be noted that one specific area of concern regarding MagLev 

vehicles is the stray magnetic fields produced by the magnets and electrical 
components and how these could affect passengers [6]. This will not need to be 
considered for PMLF since all the superconducting magnets will be mounted to 
a freight train that will not carry passengers. The metal loops embedded in the 
concrete panels that will be attached to the track will not have any magnetic effects 
on passengers in trains that will pass over these regardless if the track is electrified 
either by overhead catenary or third rail systems. 

FUTURE RESEARCH DEVELOPMENT

There are three principal areas of research and development that are critical 
to the effective future implementation of PMLF on existing rail corridors: 

• Superconducting MagLev Technology;
• PMLF Impacts on Railway Operations;
• Integration with Communication and Safety Systems.
First, superconducting magnetic levitation technology utilizing dipole and 

quadrupole magnets must be evaluated in detail and adapted to the design of a 
new fleet of freight rail cars and locomotives. This also includes research on the 
modification of existing rail infrastructure to accommodate PMLF, such as the 
installation of inductive loops and other components. Later phases of the project 
will require comprehensive R&D of magnetic propulsion and guidance. 

Second, the effects of PMLF on all existing railroad activities must be 
considered in detail to assure that there is no disruption of service, maintenance, 
repair and other operations. This research will also allow future improvements 
and modifications to be made to the railroad infrastructure and to the equipment 
used. This will benefit both traditional freight and PMLF operation. The successful 
development of high speed PMLF will also provide more funding to maintain the 
rail infrastructure due to additional revenue from cargo shipments that require 
rapid transport. 
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Third, PMLF must be fully integrated with all railway communication, 
signaling and safety systems. This complete integration must be in place when 
PMLF trains are first entered into service. Much research, development and 
testing needs to be performed to meet this requirement, including incorporation of 
PMLF into the Positive Train Control network. However, the general approach for 
integrating PMLF with these systems will be based on the approach that is being 
used for traditional trains, making the process more efficient. 

 Finally, many MagLev researchers and contributors do not feel that it is 
feasible for any form of MagLev to share existing railway infrastructure and that 
MagLev systems must be designed as completely independent transportation 
systems [7]. However, the United States has such an extensive rail network that 
the possibility of sharing it with MagLev should be considered. In fact, other 
researchers have already considered this as being feasible but with a different 
approach than PMLF. The MAGLEV 2000 system proposed vehicles that could 
function on planar surfaces and modified railroad tracks by using quadrupole 
superconducting magnets. 

CONCLUSION 

The United States has the largest rail network in the world. The successful 
application of Partially Magnetically-Levitated Freight (PMLF) technology in the 
United States would allow MagLev technology to be tested and used on nearly a 
quarter of the world’s rail routes that exist in the United States without having to 
build a single kilometer of a test track. It is essential that any MagLev freight system 
that is designed to utilize existing rail routes be fully compatible with the existing 
railway infrastructure. PMLF makes this possible by combining superconducting 
MagLev technology with traditional wheels-on-steel-rail locomotion. PMLF 
will be able to take advantage of near full magnetic levitation and high speed on 
long stretches of rail routes while being able to rely on mechanical means used 
by traditional trains to navigate congested urban and industrialized areas with 
numerous turnouts and rail crossings. This backward-compatibility will assure that 
PMLF can be integrated into the Positive Train Control network and other safety 
systems used and required by railroads. 

PMLF will allow goods to be transported by rail more efficiently than ever 
before and it will also allow freight operation on rail routes to achieve speeds many 
times higher than were ever achieved before in the USA. Similar systems could be 
adopted in other countries. Continued research and development of PMLF, including 
magnetic propulsion and guidance, will eventually allow fully magnetic operation 
of freight trains on rail routes that have been updated with MagLev equipment. 
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EMPIRICAL INVESTIGATION OF POSSIBLE CONCERNS 
REGARDING THE USE OF MAGNETIC LEVITATION ELEVATORS

Aim: This study focused on an issue regarding an innovation of magnetic levitation 
elevators which was by different media coverage indicated as being unresolved: Are potential 
users of magnetic levitation elevators concerned about the safe use of these elevators and, if so, 
what kind of concerns exist? 

Methods: To contribute a first scientifically sound assessment to this, a three-day face-
to-face survey at the elevator test tower in Rottweil (Baden-Wuerttemberg), where aforesaid 
elevator technology is tested, has been conducted. (Touristic) visitors of the tower and the 
observation platform on it have been surveyed a standardized questionnaire.

Results: The results have shown that the average tendency of prospective conceivable 
users tends to be free of concerns. In addition, a share of about one-sixth has both expressed and 
concretized concerns. Those relate mainly to new characteristics of this elevator technology – 
absence of ropes, magnetic levitation, magnetic field presence – partially associated with known 
aspects such as power loss.

Conclusion: The study provides an explorative contribution to the topic described. 
Thusly it seems to be particularly interesting for both researchers willing to look further at 
this or similar areas and manufacturers or future clients of the technology in the context of, for 
instance, communicating its prospective implementations.

Keywords: Maglev Elevators, Concerns of Use, Multi, Prospective Use, Safety

INTRODUCTION

A levitation system based on magnetic levitation technology, which is 
intended to enable vertical as well as horizontal movement of cable-free elevator 
cars, has lately been attracting attention in industry, mobility sector and public. 
Based on the principle of the paternoster, the elevator system should allow several 
cabins to circulate independently of each other in a shaft circuit. According to its 
German developer the innovation can be an important factor influencing future 
mobility in cities in the context of advancing urbanization and rising skyscraper 
construction [1].

At the time of this study (November/December 2017) tests were carried out 
in a company-owned elevator test tower in Rottweil (Baden-Wuerttemberg) [2]. Yet, 
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no persons were allowed to ride in tested prototypes, since qualifying certifications 
were still outstanding [3, 4].

Safety aspects are generally considered to be one of the main challenges in 
the realization of the technology as new systems and interaction “beyond known 
concepts [5]” are necessary. Accordingly, when promoting the magnetic levitation 
elevator phrases like „Fokus auf Sicherheit“ [6] („focus on safety”) or safety as 
„Schlüsselbegriff [7]“ („key term”) are used. 

While the general public was dominated by enthusiasm for the progress 
made possible through this elevator innovation, aspects of safety regarding the 
potential use occasionally sparked concerns in editorial reports. Accordingly, the 
following question appeared to be in need of an answer:

Are potential users of magnetic levitation elevators concerned about the 
safe use of these elevators and, if so, what kind of concerns exist?

In a scarcely considered scientific field this work – hereafter presented in 
highly compressed shape – should enable to formulate a first objective assessment 
regarding the existence of concerns and their possible manifestations. 

METHODOLOGY & THEORETICAL APPROACH

In order to handle the topic adequately, the survey was chosen as the central 
methodology. More specifically, a three-day quantitative empirical investigation – 
realized by a standardized face-to-face questionnaire – was carried out to visitors 
of above-mentioned elevator tower in Rottweil.

Basically – not excluding own researching resources as a cause – no 
scientifically founded state of research on explicitly considered subject matter seemed 
to exist. Hence, it was necessary to both gain orientation on the basis of helpful 
theoretical topics and, in particular, develop guidelines as well as circumstances for 
the survey itself. In Figure 1 presented key content for the questionnaire arose based 
on findings from known concerns regarding elevator use, of the value of safety in 
the exercise of mobility, of technology acceptance tendencies and of individual risk 
assessment for the use of (new) mobility technologies – combined with an analytical 
consideration of the central issue. 

Results of the subconscious and intuitive assessment of the use by a semantic 
polarity profile as well as of the open and concrete questioning of possible concerns 
should enable an answering of the central issue.



136 ТРАНСПОРТНЫЕ СИСТЕМЫ И ТЕХНОЛОГИИ
TRANSPORTATION SYSTEMS AND TECHNOLOGY 

ОРИГИНАЛЬНЫЕ СТАТЬИ
ORIGINAL STUDIES

Received: 20.06.2018. Revised: 20.06.2018. Accepted: 01.10.2018. This article is available under license    
Transportation Systems and Technology. 2018;4(3):134-142 doi: 10.17816/transsyst201843134-142

Fig. 1. Substantial-chronological structure of the questionnaire

CONDENSED RESULTS

In total, 197 persons were questioned the complete questionnaire – almost 
two-thirds had already heard of the magnetic levitation elevator.

Central aspects of the survey revealed the following compressed discussion 
approaches and results, thematically depicted according to predefined guiding 
questions.

• How important is the personal value of safety regarding the use of 
elevators?

Among five predefined values, safety was rated as the most important value 
in elevator driving by 50.2 % of the sample size. Furthermore, for 24.4 % of the 
respondents it was the second most important value while another 25.4 % put at 
least two other values   above safety.

Thusly, in the overall trend safety appeared to be the dominant feature by 
some margin followed by speed, availability, ride comfort and cabin design. The 
findings suggested that a large proportion of potential users of maglev elevators 
would prefer safety against effectiveness and/or efficiency. Above all, ‘being safe’ 
or ‘feeling safe’ combined with ‘moving quickly and ideally immediately’ seems 
to be important to many people in terms of elevator usage.
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• How does the average potential user subconsciously assess a possible 
ride with the maglev elevator regarding personal concerns?

• Are there any differences regarding concerns among potential users 
and, if so, how do they share proportionally?

• Are there any connections between a subconscious assessment of 
concerns and their concrete questioning and, if so, which ones?

As Fig. 2 shows, respondents rated a potential ride with the magnetic 
levitation elevator as rather harmless with a slight tendency towards the middle. 
Furthermore, a possible trip was averagely considered fairly safe. Beyond that, 
interviewees estimated a potential usage between undecided and rather unfamiliar 
with a slight bias towards the former. Irresolution was dominating in terms of the 
‘controllability’ while the sample average, slightly tending towards the middle, 
estimated a conceivable ride as rather risk-free.

Fig. 2. Semantic profile of the total sample (N = 197) 
Question: „Please assess from your perspective a possible ride with the magnetic levitation 

elevator by using the following contrastive pairs“

Further analysis showed that the personal assessment of the ‘harmlessness’, 
‘safety’ and ‘freedom of risk’ are positively linked in terms of judging a potential 
trip with a magnetic levitation elevator. Therefore – with a moderately correlated 
interrelation (r = 0.586, significance level 0.01) – respondents appear to be more 
likely to assess a possible use as rather safe if they also consider it to be rather 
harmless (and contrariwise). Similar statements can be made regarding the other 
connections of this triumvirate of dimensions.
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In addition to the consideration of these overall trends, possible categorical 
differences should be taken into account via an individual calculation methodology.

Relating to the polarity profile as in Table 1, the results of each questionnaire 
were determined using the following formula:

yn = (xn1 + xn2) * 1.0 + (xn3 + xn4 + xn5) * 0.5

Table 1. Logic for the individual calculation methodology 

xn =  2.0  1.0     0   –1.0 –2.0 Weighting
xn1 harmless   ☐    ☐    ☐    ☐    ☐ worrying *1.0

xn2 safe   ☐    ☐    ☐    ☐    ☐ unsafe *1.0

xn3 familiar   ☐    ☐    ☐    ☐    ☐ unfamiliar *0.5

xn4 controllable   ☐    ☐    ☐    ☐    ☐ uncontrollable *0.5

xn5 riskless   ☐    ☐    ☐    ☐    ☐ risky *0.5

Scores ranging from yn = 7.0 to yn = –7.0 were possible and every respondent 
could be assigned according to predefined categories of concerns. The outcome 
can be seen in Fig. 3.

Fig. 3. Individual consideration of the total sample (N=197)

In total, 25.4 % could be classified as persons who seemed fundamentally 
free of concerns on the basis of their subconscious assessment. 50.2 % appeared 
to be rather free of concerns while nine persons fell into the category ‘undecided’. 
Above that, 19.8 % of the sample appeared to have subconsciously expressed rather 
existing concerns by answering the polarity profile. Whereas apparently nobody 
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showed strong concerns the following needs to be noted: an application of the 
calculation to the total sample resulted in a categorization as ‘rather free of concerns’.

Deeper analyzes have shown that among people with quite pronounced 
concerns in about four out of five were able to express these in concrete, thus to 
substantiate them.

• Which quantitative and qualitative characteristics can be determined 
by an open questioning of concerns? Are concerns expressed and, if 
so, which ones?

The open questioning resulted in approximately one-third really concretizing 
aspects with more than half of them already being categorized as not free of 
misgivings. Below both causes for as well as manifestations of concerns are 
described. 

Most frequently articulated were misgivings regarding suspected effects of 
power failure on the magnetic field stability (eleven times), followed by the absence 
of ropes (nine times) and doubts over the influence of magnetic fields on health 
(six times) of especially regular users and particularly on people with pacemakers 
(eight times). Furthermore, on a shared fourth place (six times each) felt uncertainty 
due to the innovation of the technology and therefore general risks associated 
with it as well as unspecified concerns relating to power loss would be expressed.

Followed by general doubt over the stability of such magnetic levitation 
(four times), concerns thanks to the pending cabins as well as felt uncertainty due 
to lacking knowledge about the technology itself and concerns relating to aspects 
of driving comfort came up as the divided eight place (three times each) of the 
most frequently mentioned aspects. 

Eventually, with either two or less nominations followed: doubts about the 
technical/electronical functionality of the system; concerns over possible collisions 
or crashes of cabins; misgivings towards assumed possibilities of technical influence 
by “cyber-attacks”; reservations due to assumed negative leverage of magnetic field 
presence on electronic devices owned by users of the elevator.

• How are concrete and new aspects of magnetic levitation elevator 
technology assessed with regard to possible concerns?

Tangible aspects which seem to be novel to the user were – as Fig. 4 
shows – all on average considered to be largely unobjectionable, especially the 
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locomotion of elevator cars in the horizontal. Nevertheless, there were proportionate 
differentiations. The presence of magnetic fields, a large number of circulating 
cabins in the elevator shaft and the absence of cables appeared to be of concern 
by averagely about one-sixth, while the levitation of the cabins by magnets was 
considered to be the comparatively most alarming aspect.

Specially‚ Magnetic levitation of cabins‘ as well as “Absence of Ropes” 
could be ranked and defined as significant and correlative content-related (r = 
= 0.592; level of significance 0.01) reasons for concerns. This relationship appears 
logical since both aspects are often highlighted in public reporting and appear 
to be related to one another: the lack of ropes results in a certain way from their 
replacement by the linear motor technology – ergo by ‚magnetic levitation’. 

CONCLUSION

At the time of this study potential users in the overall trend appeared to 
be rather free of concerns about the safe use of magnetic levitation elevators. 
However, by an individual differentiation of this general bias, people with more 
pronounced concerns could be identified.

On closer inspection about a half of potential users could be categorized in 
said average trend, in about a quarter as completely free of misgivings and a small 
proportion as undetermined. As a result of subconsciously expressed reservations 
and clarification of concerns through naming, just under a sixth of potential users 
seem to have specific, significant concerns. After final compression of the data, 
those consist mainly of the following contentual nature:

Fig. 4. Evaluation of predefined characteristics (N=197) 
Question: How do you assess the following aspects of the magnetic levitation elevator?
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• Health-related concerns due to suspected magnetic field presence
• Feelings of uncertainty due to mental perception of absence of ropes
• Concerns raised due to the magnetic levitation of the cabins, in particular 

with regard to doubted stability of the magnetic fields
• Uncertainty about possible effects of power outages in general and with 

regard to the stability of magnetic fields and cabin-maintenance
Using elevators has become part of everyday life for many people. Although 

there may be misgivings about conventional elevator systems, people have become 
accustomed to the use of elevators as a means of transportation – including potential 
disadvantages or perceived risks. This might be caused by the fact that characteristics 
and general conditions of the technology have changed little for a long time.

However, the magnetic levitation elevator technology will bring some new 
framework conditions whose actual perceptibility during the use itself remains to be 
seen but which are mentally both perceivable and conceivable for potential users.

While a large share of people in this respect seem to be free of thought, for 
some especially new characteristics and associated perceptions with it appear to 
lead to thoughts and assessments which primarily differ from traditional feelings 
related to elevators and partly eventuate in actual concerns.
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MAGNETICALLY LEVITATED TRAIN’S 
LONGITUDINAL MOTION 
(SIMULATION RESULTS)

Background: The no-stationary regimes of the magnetically levitated train’s (MLT) 
motion were the object of research.

Aim: The purpose of the study is to evaluate its dynamic qualities and loading in such 
regimes.

Methods: The work was carried out by conducting a series of experiments with a 
computer model of train’s dynamics.

Results: The simulation results reflect its motion in the modes of acceleration, passage 
of the tunnel, as well as service and emergency braking.

Conclusion: An analysis of these results made it possible to evaluate the dynamic 
properties of a train in various non-stationary motion modes and its loading in their process.

Keywords: magnetically levitated train, non-stationary regimes of motion, dynamic 
qualities, dynamic loading, computer experiment.
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ПРОДОЛЬНОЕ ДВИЖЕНИЕ 
МАГНИТОЛЕВИТИРУЮЩЕГО ПОЕЗДА 

(РЕЗУЛЬТАТЫ МОДЕЛИРОВАНИЯ)

Обоснование: Объектом исследования были нестационарные режимы движения 
магнитолевитирующего поезда (MLT).

Цель: Целью исследования явилась оценка его динамические качества 
и нагруженности в таких режимах.

Методы: Работа была выполнена путем проведения серии экспериментов 
с компьютерной моделью динамики поезда.

Результаты: Результаты моделирования отражают его движение в режимах 
ускорения, прохождения туннеля, а также сервисного и экстренного торможения.
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Выводы: Анализ этих результатов позволил оценить динамические свойства поезда 
в различных нестационарных режимах движения и его загруженность в их про цессе.

Ключевые слова: магнитолевитирующий поезд, нестационарные режимы движения, 
динамические качества, динамическая нагруженность, компьютерный эксперимент.

INTRODUCTION

The magnetically levitated train (MLP) is a large, complex system, the 
elements of which are very diverse. It’s main purpose is to transport passengers 
and cargo. Quality of transportation is the key criterion for assessing the consumer 
properties of a train.

The dynamics of the electromechanical subsystem determines the specified 
quality. Particularly critical are the non-stationary modes of its motion. They are 
restrictive and subject to priority research. Carrying out such research is the main 
task of the work.

THE MATERIAL AND RESULTS OF THE STUDY

The one-dimensional longitudinal motion of MLT is considered. The 
calculated scheme of its mechanical subsystem (MS) is adopted in the form of a 
solid body of mass m. It’s motion is considered with respect to an inertial fixed 
Cartesian reference frame OXYZ. The Cartesian triadron Cxyz, axes of which 
are it’s main central ones, is connected with this body. The change of body’s 
position in time t is determined by Cartesian coordinate x(t) of it’s center of mass. 
The analytical connections on the body are not imposed. The MS’s of MLT’s 
configuration is described by one generalized coordinate:

 1 xη = .  (1) 

The motion is considered in an electrodynamics’ levitation state – after 
separation from the direction-controlling structures. In the process of motion, the 
body’s mass m center’s deviations from a stationary trajectory parallel to the curve 
of the axis of the path and symmetrically disposed concerning it’s structures are 
considered to be absent. The following forces acts on the body [1–3]:

FTx – from the side of the linear synchronous motor (LSM) – the longitudinal 
component of the traction force; FADx – from the ambient air – longitudinal 
component of the aerodynamic force; FEDx – on the side of the track suspension 
loops – component of electrodynamics’ force; FWx – due to the presence of a 
longitudinal slope of the track – longitudinal component of train’s weight.
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The longitudinal translational motion of a MLT’s MS is described by the 
equation of Newton’s second law:

 Tx ADx EDx Wxm x F F F F⋅ = + + + ,  (2) 

where x  – is the longitudinal component of the C point’s acceleration.
The values of the quantities FTx, in the case under consideration, are 

determined [4–6] by the relations:

; 1;Tx xF f e e e eλ χ λ χ
λχ= ⋅ ⋅ = =  

 f l iλλχ λχ λχ= ⋅ ⋅Β [1, ], [1,2]N∀λ∈ χ∈ ,  (3) 

where fλχ– force of interaction of fields of currents of the χ-it rectilinear element 
of the λ-mp loop of inductor of the motor and its armature; lλχ , iλ , λχΒ  – the length 
of such an element, the current in it, and also the induction (conditionally 
homogeneous – within the element) of the magnetic field in which the element is 
located.

The values of the quantities ADxF  are estimated [7–9] in the following 
way:

 ADx xF C q S=− ⋅ ⋅ ; (2)0.5q x= ⋅ρ ⋅  ,  (4) 

where xC – is the dimensionless aerodynamic coefficient in the direction of Cx ; 
S  – characteristic cross-sectional area of the train in the same direction; ρ  – 
ambient air density.

The values of the quantities EDxF  are approximated [10–12] by a polynomial 
of the form:

 ; 1 [1, ]EDx rF k x e e nρ ρ ρ
ρ= ⋅ ⋅ = ∀ ρ∈ ,  (5) 

in which [1, ]rk nρ ∀ρ∈  – are obtained by regressing the experimental dependences 
( )EDxF t  with the selected degree of the approximation polynomial rn .

Finally, the change of the force values WxF  is described by the expression:

 sinWxF m g κ= ⋅ ⋅ ϕ ,  (6) 

where g – is the gravitational constant; κϕ  – the angle of the gradient of the profile 
of the way section, along which the train moves.

The mathematical model (2) describes the longitudinal one-dimensional 
motion of the MLT’s MS under the influence of external disturbances, as well 
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as control from its LSM. This model was adopted as an algorithmic basis 
for constructing a relevant computer model of the same process of motion, 
which is an instrument for its study. The elements of the computer model are 
programmatically fixed within the input language of the Mathematica computer 
mathematics system and are divided into the calculation and graphical parts. 
The first of these parts, functionally, solves the direct problem of the dynamics 
of the system under study, and the second of the parts – converts the results of 
calculations into a graphic form. The study was carried out by conducting a series 
of experiments with this computer model. Their results, in each of the considered 
modes of motion, were the graphs of the functional dependencies on time of various 
quantities characterizing and generating this motion. The motion was studied in 
the following non-stationary regimes: increasing the speed (from the moment of 
transition to the state of electrodynamics’ levitation to the steady speed of motion); 
passage through the tunnel; service and emergency braking. Some of the results of 
this study are presented and analyzed further.

The frequency of the voltage, that feeds the LSM’s armature winding, is 
always automatically maintained [1] by the proportional of the MLT’s speed. In 
addition to frequency, system’s control can have an additional component that 
provides an increase in the smoothness of electromagnetic processes in the LSM 
and a mechanical component in the MS. As such a component, amplitude or phase 
control can be used. In the first of these cases, in the process of increasing the 
MLT’s speed, the smoothness of the LSM’s power supply is provided by increasing 
the voltage amplitude, which is applied to its armature winding, for example, 
according to the law 

 *( ) ( )a a vdU t U th t k= ⋅ ⋅ ,  (7) 

where *
aU  – is the limiting value of this amplitude; kvd – coefficient, which 

determines the intensity of the voltage amplitude increasing.
In the case of the phase variant of controlling the train speed increase, 

the initial phase of the armature voltage can vary, for example, according to law 

 ( ) [ ( ) 1]u u fdt th t kθ = α ⋅ ⋅ − ,  (8) 

where αu – is it’s current phase; kfd – coefficient, that determines the rate of initial 
phase changing.

Illustrative examples of the results of the investigation of the MLT’s motion in 
the regime of increasing the speed are shown in Fig. 1–6. Fig. 1, 2 correspond to 
the control of only the frequency of the voltage; Fig. 3, 4 – amplitude-frequency 
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control; Fig. 5 and 6 – phase-frequency control; Fig. 1, 3, 5 show the train speed 
graphs; Fig. 2, 4, 6 – graphs of the LSD’s traction force acting on it.

Analysis of the results of modeling the increase in train speed shows that it is 
unacceptable as an option to adjust only the frequency of the motor supply voltage – 
because of the high value of train acceleration, as well as the phase-frequency 
regulation of this voltage – because of the high-frequency oscillation of the 
MLT’s speed. In addition, in the latter case, the LSM’s armature’s currents of are 
unacceptably high. The most suitable is the amplitude-frequency version of the 
armature’s voltage control.

Train’s entrance into the tunnel and the exit from it lead to differences in 
the aerodynamic resistance to motion by about 30 % [13–15], which can lead to 

Fig. 1. The train’s speed graph Fig. 2. The LSM’s traction force graph

Fig. 3. The train’s speed graph Fig. 4. The LSM’s traction force graph

Fig. 5. The train’s speed graph Fig. 6. The LSM’s traction force graph
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sudden fluctuations in acceleration and speed of this motion. This is unacceptable 
and makes it expedient to automate the control by it. At the entrance and exit from 
the tunnel, additional resistance to motion changes almost linearly. Therefore, when 
modeling this mode of motion, it was considered that the aerodynamic resistance is 
described by the relations:

* [1 (1 / 0.7 1) ];ADx ADxF F= ⋅ + − ⋅ κ  

 
( 1)

( 1)

0 0.5 0.5 ;

( 0.5 ) 0.5 0.5 ;
1 0.5 0.5 ;

( 0.5 ) 0.5 0.5 ,

ts t tf t

t ts t ts t ts t

ts t tf t

tf t t tf t tf t

x l x l

x l l l x l
l x l

x l l l x l

−

−

∀ < ξ − ⋅ ∨ > ξ + ⋅


+ ⋅ − ξ ⋅ ∀ ξ − ⋅ ≤ ≤ ξ + ⋅
κ =  ∀ ξ + ⋅ < < ξ − ⋅

 ξ − + ⋅ ⋅ ∀ ξ − ⋅ ≤ ≤ ξ + ⋅

  (9) 

where tl  – the length of the train; ,ts tfξ ξ  – the distances from the starting point of 
the way to the beginning and end of the tunnel. The aim of motion control in the 
tunnel:

 ( ) ,tsx t x const= =    (10) 

where tsx  – acceleration of the train at the tunnel’s entrance. Compliance with this 
condition is achieved by frequency, amplitude-frequency, or phase-frequency voltage 

aU  control. The required for this purpose laws of its change were found using the 
model (2) (in which ADxF  was replaced by a quantity *

ADxF , that was calculated 
according to relations (9), and x was replaced by a quantity tsx , that was calculated 
according to (10)), as well as the LSM’s dynamics model [2].

Illustrative examples of the results of the investigation of the MLT’s 
motion in a tunnel are shown in Fig. 7–12. Fig. 7 and 8 correspond to controlling 
only the frequency of the armature voltage, Fig. 9 and 10 – amplitude-frequency 
control of this voltage, and Fig. 11 and 12 – phase-frequency control. Fig. 7, 9 and 
11 show the train speed graphs, and in Fig. 8, 10 and 12 – graphs of the LSD’s 
traction force acting on it.

Analysis of the simulation results of these three options of controlling the 
motion of the train through the tunnel leads to the following conclusions. In the case 
of only frequency control by supply voltage, the jump of the MLT’s speed is about 
10 %, which is definitely unacceptable. Other two methods of automatic voltage 
control are approximately equivalent, since in both of these cases there are no 
significant fluctuations of the MLT’s speed and acceleration when passing the 
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Fig. 7. The train’s speed graph Fig. 8. The LSM’s traction force graph

Fig. 9. The train’s speed graph Fig. 10. The LSM’s traction force graph

Fig. 11. The train’s speed graph Fig. 12. The LSM’s traction force graph 

tunnel. At the same time, the phase-frequency control method is simpler (since 
there is no need to regulate high voltages). However, with amplitude-frequency 
control, the peak values of the phase currents are approximately one and a half 
times lower, which reduces the current load on the electrical equipment of the 
motor.

During the MLT’s motion, the LSM’s armature and inductor windings are 
reciprocally moved. In these windings, electromotive forces of mutual induction 
are induced, leading to the appearance of mechanical forces, which counteract the 
mutual displacement of the windings. The voltage feeding the armature winding of 
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the motor usually compensates of these electromotive forces and LSM operates in 
traction mode. But if the current value of the armature voltage decreases, the 
motor automatically goes into braking mode. As well as MLT’s acceleration, its 
electrodynamics’ breaking should be smooth. Therefore, the two most appropriate 
ways to implement service braking of the train are the amplitude-frequency and 
phase-frequency control of the LSM’s armature voltage. To implement these 
smooth control modes, the amplitude and the initial phase of the armature voltage 
can vary, for example, according to the laws.

 *( ) [1 ( )]a a viU t U th t k= ⋅ − ⋅ ;  (11) 

 ( ) ( )u u fmt th t kθ = −α ⋅ ⋅ ,  (12) 

where ,vi fmk k – the coefficients determining the rate of amplitude and the initial 
phase of the armature voltage changing. These laws can be used for implementation 
of the train’s service braking. For emergency braking, instantaneous removal of 
the supply voltage from the motor’s armature winding is possible, but with the 
preservation of its circuits retained – by means of the double-breasted three-phase 
short circuit of this winding.

Fig. 13 The train’s speed graph Fig. 14 The LSM’s braking force graph 

Fig. 15 The train’s speed graph Fig. 16 The LSM’s braking force graph 
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Illustrative examples of the investigation results of the MLT’s motion in 
various braking regimes are shown in Fig. 13–18. Fig. 13, 14 correspond to the 
implementation of service braking with amplitude-frequency voltage control; Fig. 
15, 16 – with phase-frequency control. Finally, Fig. 17, 18 correspond to emergency 
braking – by means of a double-breasted three-phase short circuit of the LSM’s 
armature winding. Fig. 13, 15, 17 show graphs of train’s speed; Fig. 14, 16, 18 – 
graphs of the LSM’s braking force acting on it.

Analysis of the simulation results of the indicated MLT’s motion brake 
regimes allows drawing the following conclusions. The considered modes of 
service braking (with amplitude-frequency and phase-frequency regulation of the 
motor’s armature voltage) are approximately equivalent on the brake characteristics 
being realized. Both of them provide sufficient smoothness of the change in 
acceleration and speed of the train. The peak values of acceleration do not exceed 
0.15 g⋅ , which is quite acceptable. The implementation of emergency braking leads 
to significant peak acceleration – about 0.22 g⋅ , which can’t be eliminated. 
However, such a short-term increase in acceleration in extreme situations is 
justified.

CONCLUSIONS

By way of computer simulation, the dynamics of a magnetically levitated 
train, subjected to natural disturbances, and controlled by a linear synchronous 
motor, in the modes of acceleration, passage of the tunnel, as well as service and 
emergency braking are studied. The analysis of the obtained results made it possible 
to evaluate the dynamic qualities of the train in the considered non-stationary 
modes of motion, as well as its loading in their process. This solves the problem 
of this part of the study.

Fig. 17 The train’s speed graph Fig. 18 The LSM’s braking force graph
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RESEARCH ON SPEED SENSORLESS CONTROL OF MAGLEV 
TRAIN WITH DOUBLE-END POWER SUPPLY

Background: The core technology of the stable operation of the maglev train is how to 
accurately obtain the train speed, position and motor angle information. 

Aim: Using speed sensorless control method to estimate the speed and position of the 
maglev train.

Methods: In the double-end power supply mode of the maglev train, the principle of the 
extended back electromotive force (EEMF) of the AC motor is extended to the control of the 
long stator permanent magnet synchronous linear motor. 

Results: The mathematical model for the power supply system of long-stator permanent 
magnet linear synchronous motor is established; based on the principle of EEMF of rotating 
motor, the EEMF observer is designed. The speed of the maglev train and the rotor angle are 
obtained by the method of phase locked loop (PLL). 

Conclusion: Through the semi-physical simulation experiment, the speed sensorless 
control method is verified to be effective.

Keywords: Maglev train, long stator permanent magnet synchronous linear motor, speed 
sensorless control, extended electromotive force, double-end power supply

INTRODUCTION

The maglev train overcomes the friction of the vehicle with the rail, resulting 
in a significant increase in the speed of the rail train. The Germany TR system uses 
electromagnetic suspension technology (EMS). The Japanese MLX system uses 
electrodynamic suspension technology (EDS). The maglev of people transfer system 
in Shanghai is driven by the long-stator linear synchronous motor. The research 
content is also based on PMLSM mathematic model.

The core technology of the stable operation of the maglev train is how to 
accurately obtain the train speed, position and motor angle information. Usually 
at low speed, the speed and angle information can be determined by the sensor 
detecting the stator tooth and the positioning mark plate on the track and sent to 
the control system via the wireless transmission system. However, when the train 
is running at high speed, the long position information acquisition period cannot 
guarantee the control system to obtain accurate rotor field orientation angle and 
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train speed, resulting in poor control performance. Therefore, the effective solution 
is to use speed sensorless control algorithm. Real-time calculation of train speed 
and motor angle could ensure the stability control of the maglev train. 

The speed sensorless technology of AC motor mainly includes direct calculation 
method, estimation method based on inductance change, back electromotive force 
integral method, extended back electromotive force method, extended Kalman filter 
method [1], model reference adaptive method [2], adaptive control, sliding mode 
observer [3], high frequency injection method [4, 5] and so on. These methods are 
for situations which single converter drives AC motor. The speed sensorless control 
method for long-stator linear synchronous motors in double-end power supply mode 
has not been reported in the works of literature. 

The motor structure of the long-stator linear synchronous motor is quite 
different from the conventional rotary synchronous motor. The stator segments of 
the maglev train are laid along the track and the track parameters of the different 
stator are different. The inductance of the motor stator windings consists of multiple 
parts. The stator parameters of the stator windings in the area covered by the train 
differ from the uncovered portion. EEMF method is the use of motor armature 
current and voltage to calculate the flux and angle information. Compared with 
other methods, the method is simple and easy to implement, and has the strong 
robustness to the change of line parameters. Therefore, it is suitable for the control 
of the long-stator linear synchronous motor. 

Compared with the single-end power supply, the mathematical model of 
maglev train with double-end power supply is more complicated. The input and 
output variables increase. If you want to directly calculate the EEMF, you need 
to design two observers. In this paper, the mathematic model of the converter and 
the long-stator linear synchronous motor is established. Then, combined with the 
EEMF theory proposed in [6], the EEMF principle of the AC motor is extended to 
the control of the long-stator linear synchronous motor. The observer of EEMF is 
designed. Finally, the semi-physical simulation experiments verify the effectiveness 
of the algorithm.

MATHEMATICAL MODEL OF LONG-STATOR LINEAR 
SYNCHRONOUS MOTOR WITH PARALLEL POWER SUPPLY

Maglev train in the high-speed operation uses double-end parallel power 
supply. Parallel power supply can provide greater drive current to meet the needs 
of high-speed operation; at the same time, it can reduce the output capacity of a 
single converter and ensure the reliability of power supply. The equivalent circuit 
of PMLSM with double-end power supply is shown in Fig. 1.
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where ua1, ub1, uc1, ua2, ub2, uc2 represent the output voltage of two converters; ia1, 
ib1, ic1, ia2, ib2, ic2 represent the output current of two converters; ua, ub, uc represent 
the voltage of stator windings; ia, ib, ic represent the current of stator windings; M 
represent the long-stator linear synchronous motor.

Select the output current of each inverter as the state variables, the inverter 
output voltage as the input variables. The voltage equation of two converters and 
long-stator linear synchronous motor in the coordinate system is expressed as

 1 1
1 1

1 1
( )k k

i u u
L p R

i u u
α α α

β β β

     
+ = −     

     
  (1)

 1 1
1 1

1 1
( )k k

i u u
L p R

i u u
α α α

β β β

     
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     
,  (2)

where Lk1, Lk2 are the inductances of the feed cable; Rk1, Rk2 are the resistances of the 
feed cable; uα1, uβ1 are the output voltage of the first converter; iα1, iβ1 are the output 
current of the first converter; uα2, uβ2 are the output voltage of the second converter; 
iα2, iβ2 are the output current of the second converter; uα, uβ are the voltage of the 
linear motor; p is the differential operator. The equation of the long stator linear 
synchronous motor is shown in (3).
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+
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u i ipL L L
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Fig. 1. Equivalent circuit of Long-Stator Linear Synchronous Motor  
with Double-End Power Supply
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where Ld, Lq are the inductances of the direct-axis and quadrature-axis; R is the 
resistance of stator per-phase winding; ωre is the electrical angular velocity; KE is 
the coefficient of the EMF; θre is the rotor angle. The last term of (3) is the EEMF.

Substituting (3) into (1) and (2), the voltage equation as shown in (4) can be 
obtained. The equation describes the mathematical relationship between the first 
converter and the long-stator linear synchronous motor.
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DESIGN THE OBSERVER OF EEMF

The current of the long-stator linear synchronous motor with double-
end power supply is equal to the sum of the current of the two converters. The 
relationship between them is shown as follows

 1 2

1 2

i i i
i i i
α α α

β β β

     
= +     

     
,  (5)

where iα, iβ are the current of the motor.
The first two equations in (4) are symmetrical with the latter two equations, 

and both include the EEMF terms. Substituting (5) into (4) could obtain a new 
voltage equation.

(4)
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  (6)

In (6), both the current differential terms of the first and second converter are 
included. The complex formula adds difficulty to designing the observer. Therefore, 
it is necessary to eliminate the current differential term of one converter.

According to the voltage equations (1) and (2), the relationship between the 
voltage and current of the two converters can be obtained as shown in (7).
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  (7)

According to (6) and (7), the estimated value of the EEMF can be obtained 
by the action of the PI regulator by the difference between the current calculated 
value and the current measured value. The mathematical expression of the extended 
back EMF observer can be obtained.
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 (9)

where 1iα , 1iβ  are the measured values of the first converter current.

According to the mathematical expression of the EEMF observer, the EEMF 
observer shown in Fig. 2 can be designed.

Among them,

1 2 2 1

1 2 1 2

k k k d k d

d k k k k

A L L L L L L
B L R L R L R
= + +

= + +
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PHASE LOCKED LOOP TECHNOLOGY

The two quadrature components of the EEMF have been obtained in the 
previous section. According to the second section, it can be seen that the EEMF 
contains the rotor position information. In this paper, the principle of the phase 
locked loop is used to extract the rotor angle information of the long-stator linear 
synchronous motor. The principle of PLL is expressed as 

 ˆ ˆ ˆÄ ( sin )cos cos sin sin( )Ex Ex Exθ = − θ θ + θ∗ θ = θ − θ   (10)

Among them, ∆θ is the angle difference; θ̂  is the estimated angle of linear 
motor; θ is the actual angle of the linear motor.

Equation (10) is defined as the tracking error function. When the tracking 
error is equal to zero, the actual angle θ and the estimated angle are approximately 
equal.

The angle difference after the PI regulator processing can be treated as the 
rotor electrical angular velocity; the rotor is obtained by the integration of the 
angular velocity. The principle of PLL is shown in Fig. 3.
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Fig. 2. Diagram of EEMF Observer
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SEMI-PHYSICAL SIMULATION RESULTS

In order to verify the feasibility and effectiveness of the speed sensorless 
control algorithm proposed in this paper, the experimental study was carried out on 
the high-speed maglev semi-physical simulation platform. The simulation platform 
is shown in Fig. 4.

+

sinEx 

cosEx 



ˆ re

̂

cos

sin

PI 
+

Fig. 3. Diagram of Phase-lock Loop

Fig. 4. Experimental platform of maglev train semi-physical simulation

The goal of the experiment is to make the train with five groups achieve the 
maximum speed of 430 km/h acceleration and deceleration process. 

Fig. 5 is the experimental comparison of the estimated speed and actual speed. 
The whole running process lasted 380 seconds, the maximum speed of maglev train 
reached 430km/h. It can be seen from the velocity curve that the estimated speed of 
the speed sensorless algorithm is basically consistent with the actual speed.

Fig. 6 is the experimental curve of the EEMF. When the train is running at 
low speed, the EEMF is affected by the current, so it has some chattering. When 
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Fig. 5. Comparison of actual speed and estimated speed

Fig. 6. Experimental results of EEMF

the train is running at high speed, the EEMF is stabilized. It can be seen from the 
figure that the EEMF is consistent with the train speed variation.

According to the comparison between the actual angle and the estimated 
angle in Fig. 7 and the partial magnification, it can be seen that the angle calculated 
by the speed sensorless is substantially coincident with the true angle.

The switching of the stator segments in the train operation is achieved 
by a two-step method. When the stator segment is switching, the stator voltage 
and current on one side are reduced, resulting in a decrease of the EEMF, so the 
calculated angle is not accurate. As shown in the first picture in Fig. 8. But the stator 
current and voltage on the other side do not change. The result of the calculation 
using the converter parameters of the other side is still accurate. As shown in the 
second picture in Fig. 8.

In order to obtain an accurate angle in the operation of the train, the angle 
calculated from the B-side converter data will be used when the A-side stator 
changing segment, and other times still using the A-side of the converter data to 
calculate the angle.

Through the use of the above method, the maglev train can be stably controlled 
in the two-step mode.
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Fig. 7. Comparison of actual angle and estimated angle

Fig. 8. The angle differences between both sides of the track when stator changing step

CONCLUSION

In this paper, a mathematical model of the long-stator linear synchronous 
motor in double-end power supply mode is established. Based on the basic principle 
of extended back EMF, an observer of EEMF is established. In this paper, the 
design of the observer, involving only α-β coordinate system transformation, does 
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not involve the d-q coordinate system transformation, reduction the use of the 
estimated angle of the link, so that the entire control system is more stable. From the 
results of the semi-physical simulation, the design of the speed sensorless algorithm 
can realize the effective control of the high-speed operation of the maglev train, 
which is of great value to the practical application of the high-speed maglev train.
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