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A B S T R A C T

Conventional coaxial magnetic gears are structures with permanent magnets, which working principle is
equivalent to that of epicyclic gearing. The motion is transferred between different axles, without contact
in the rotating elements, by modulating the magnetic field generated by permanent magnets on inner and
outer rotors of the machine, exploiting ferromagnetic poles in the middle rotor. The challenge of replacing
standard mechanical gears in an automotive powertrain has led to the development of a new technology of
paramount importance for the automotive industry which could solve several problems related to classical
gears like, e.g. need of lubricant, wearing, vibration, noise, and need of friction material. In this paper a novel
topology of magnetic gearbox is proposed. The presented solution is expected to have a higher reliability and
efficiency compared to equivalent mechanical gearboxes, allowing the torque transmission from the power
source (electrical or thermal) to the wheels, with a certain number of fixed gear ratios. Several topological
solutions of magnetic gearbox are proposed, with possible application in different industrial fields. The gearshift
phase has been dynamically analysed with an analytical approach and then a magnetic powertrain has been
developed in Matlab/Simulink to validate the proposed technology, as alternative to the mechanical one.
1. Introduction

The adoption of magnetic gears (MGs) is propitious since they can
transmit motion between rotors without friction [1] or other mechan-
ical contacts. In recent years, the developments and advances in this
technology are increasingly leading to the commercial application of
MGs and to their implementation in more complicated systems, in
substitution of mechanical gears. In the last two decades, different
topologies [2] have been proposed to improve performance in terms
of torque density. Nowadays, the most common mechanical topologies
(external/internal spur gears, worm gears, rack and pinion, etc.) have
their magnetic counterparts [3–5]. Recently, also more complex struc-
tures have been investigated, as cycloidal MGs [6], combining axial and
radial topologies, or conical coaxial magnetic gears [7]. A collection of
MGs technologies is proposed in [8], pointing out advantages of this so-
lution with respect to mechanical power transmission in transportation
and in wind energy conversion systems.

The coaxial magnetic gear (CMG) is one of the most promising
topology [9,10], and basically consist of inner and outer rotors with
arrays of permanent magnets (PMs), and of an intermediate rotor made
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of a number of ferromagnetic pieces, respectively called sun, ring, and
carrier. As in mechanical epicyclic gear trains where the number of
mechanical teeth define the gear ratio, in the magnetic counterpart the
teeth are replaced by the magnetic poles. Different solutions of MGs
have been analysed in the literature for hybrid [11] and electric vehicle
(EV) [12] applications, to overcome the drawbacks of mechanical gears.
By properly varying the speed of the rotors, a magnetic Continuous
Variable Transmission (mCVT) can be achieved [13–15], integrating
the CMG with a brushless permanent-magnet machine. Consequently,
a more compact solution can be realised for EV, in substitution of the
mechanical CVT [16]. A bearingless CMG with three-phase windings
is proposed in [17] to provide, besides torque transmission, addi-
tional magnetic levitation capabilities, also investigated in [18]. In
recent years, several researchers faced the topic of MGs optimisation
as proposed in [19], where a genetic algorithm (GA) is combined with
Taguchi method to evaluate the influence of each parameter in MGs,
or as done by others which proposed a structure with a double-layer
of PMs [20], or a novel dual-flux modulator [21], aiming at increasing
vailable online 17 August 2023
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Fig. 1. Rotors of a coaxial magnetic gear (a) and elements of a mechanical planetary gear train (b).
the torque density, meanwhile reducing the cogging torque [22] and
the iron losses [23].

The possible implementation of magnetic gearbox technology to
automotive applications can lead to higher transmission efficiencies
if compared to the mechanical counterpart [24]. The authors have
already worked on the topic of MGs, regarding their optimisation [25]
and the analysis of magnetic losses [26], and are now developing
the magnetic gearbox technology [27] with funded research projects,
achieving interesting preliminary results [28,29]. By controlling the
motion of the three rotors of a CMG a speed differential can be
implemented in the transmission driveline as it is patented in [30].

The paper is organised as follows: Section 2 proposes an analysis
of similarities and differences between CMG and mechanical planetary
gears, Section 3 introduces the concept of magnetic gearbox and its role
in the automotive drivetrain. In Section 4, all the patented solutions of
the magnetic gearbox technology are proposed as different topological
arrangements. Then, in Section 5, the gearshift procedure is firstly anal-
ysed from an analytical point of view and then studied using a Simulink
model of the transmission driveline. Finally, in Section 6, some details
and comments concerning the manufacturing of the magnetic gearbox
prototype are provided.

2. Similarities and differences between coaxial magnetic gears
and mechanical planetary gears

Since the CMG presents an analogy with the equivalent mechanical
device, its main three rotors, illustrated in Fig. 1(a), are named in the
same way: the sun is the inner magnetic rotor, the ring is the outer one,
while the modulating element, holding the ferromagnetic iron poles, is
called carrier. Several possible kinematic combinations are available, by
properly fixing some elements. Two possible arrangement are available
for both CMG and mechanical planetary gears: in the first one, the
device works as an ordinary gear train, hence the positions of the rotor
axes in the space during their rotation are always the same, while in
the second one, under certain working conditions, the device acts as a
planetary gearbox and planet axes assume a different spatial position.
Planetary gear trains are often adopted in case of certain limitations
in terms of space and weight, since with these devices larger speed
reduction and higher power density can be achieved in a small volume,
with respect to ordinary gear trains or external spur gears.

The angular rotational speeds 𝜔𝑠, 𝜔𝑐 and 𝜔𝑟 of sun, carrier, and
ring, respectively, are related by means of kinematic relationship which
can be evaluated using the carrier as the centre of a global reference
system. When the CMG is considered as an ordinary magnetic gearing,
the carrier is kept fixed, i.e. 𝜔𝑐 = 0, and the transmission ratio between
sun and ring can be evaluated using the Willis equation [31], which is
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written for both magnetic and mechanical solutions:

⎧

⎪

⎨

⎪

⎩

𝜏𝑠,𝑟𝑚𝑎𝑔𝑛 = 𝜔𝑠−�𝜔𝑐
𝜔𝑟−�𝜔𝑐

= 𝜔𝑠
𝜔𝑟

= −𝑁𝑟
𝑁𝑠

< 0

𝜏𝑠,𝑟𝑚𝑒𝑐ℎ = 𝜔𝑠−�𝜔𝑐
𝜔𝑟−�𝜔𝑐
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𝜔𝑟
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𝑍𝑠

⋅ 𝑍𝑟
𝑍𝑝

= −𝑍𝑟
𝑍𝑠

< 0
(1)

where 𝑁𝑠 and 𝑁𝑟 are the number of PM pole pairs at sun (internal) and
ring (external) rotors in the magnetic solution, while 𝑍𝑠, 𝑍𝑝, and 𝑍𝑟 are
the number of teeth of sun, planets, and ring gears, respectively, in a
mechanical planetary gear train. If the ring rotor is kept fixed instead,
i.e. 𝜔𝑟 = 0, the transmission ratio between sun and carrier is given by
Eq. (2):
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⎩
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(2)

Therefore, in the first case an inversion or motion between input (sun)
and output (ring) is realised, while in the second one the rotational
speeds of sun and carrier rotors have the same sign. Assuming 𝑄 as the
number of carrier ferromagnetic poles, for a given CMG geometry, only
particular triplets (𝑁𝑠, 𝑁𝑟, 𝑄) lead to steady state torque transmission
between input and output, where the combination 𝑄 = 𝑁𝑠 +𝑁𝑟 gives
the highest transmissible torque. Instead, in the equivalent mechanical
device the relationship 𝑍𝑟 = 𝑍𝑠 + 2𝑍𝑝 must be respected, since the
number of teeth is correlated to the radius of gears 𝑟 by the module
parameter 𝑚 = 2𝑟

𝑍 . Both the relationships correlate the geometrical
and constructive parameters of gears and rotors, but with a strong
difference, if the carrier is kept fixed:

• the CMG can operate both as a speed reducer and as a speed
multiplier when the input power is connected to the sun and the
output to the ring. This assumption depends on the number of PM
on inner and outer rotors, hence the two operating conditions are
ensured when 𝑁𝑠 < 𝑁𝑟 and with 𝑁𝑠 > 𝑁𝑟, respectively;

• in a mechanical planetary gear train the rotational speed of ring
will be always lower than the sun speed, since the geometrical
and constructive relationship 𝑍𝑟 = 𝑍𝑠 + 2𝑍𝑝 > 𝑍𝑠 must be
respected [31], hence to have a speed multiplier it is necessary
to switch input/output.

Moreover, in mechanical planetary gear train, for the same torque
𝑇 to be transmitted, the higher the number of planets 𝑁𝑝, the lower the
force 𝐹 acting on the teeth of the planetary gears, since relation 𝐹 =
𝑇

𝑟𝑝𝑁𝑝
must be respected; this allows to use planets with a much smaller

radius 𝑟𝑝, to have a more compact speed reducer. A further benefit is
the possibility of withstanding high radial loads on the shaft, since the
forces transmitted between the gears are mutually balanced [24]: their
resultant is zero, hence only the torque transmitted by the gearbox must
be balanced by gearbox bearings. On the other side, for the magnetic
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solutions, planets are virtual, hence the magnetic field generated by
PMs of the two rotors is modulated by the array of ferromagnetic poles.

Another important difference between the two solutions relies on
the meshing stiffness. Mechanical gear wheels have a meshing stiffness
much higher than transmission torsional stiffness, while a magnetic
transmission, due to the absence of a direct contact, is inherently
elastic, hence its coupling stiffness is comparable with transmission
stiffness. Thereby, it is necessary to act on the controller to avoid
speed/torque oscillations [32] and to avoid losing of synchronism
between rotors.

According to Eq. (1), a mechanical planetary gear train has 2
Degrees of Freedom (DoFs), hence to evaluate the angular velocity of
one rotor, e.g. the ring, it is necessary to know the rotational speeds
of the other two elements (sun and carrier). Similarly, in CMG, which
are synchronous machines, the ring speed 𝜔𝑟 in steady-state conditions
is defined once 𝜔𝑠 and 𝜔𝑐 are fixed; this means that in steady state
operation slip cannot occur, even if the transmission is contactless. The
ring rotational speed 𝜔𝑟 can be computed using Eq. (3) for magnetic
and mechanical solutions:
⎧

⎪

⎨

⎪

⎩

𝜔𝑟 = −𝑁𝑠
𝑁𝑟

𝜔𝑠 +
(

1 + 𝑁𝑠
𝑁𝑟

)

𝜔𝑐 = − 𝑁𝑠
𝑄−𝑁𝑠

𝜔𝑠 +
𝑄

𝑄−𝑁𝑠
𝜔𝑐

𝜔𝑟 = −𝑍𝑠
𝑍𝑟

𝜔𝑠 +
(

1 + 𝑍𝑠
𝑍𝑟

)

𝜔𝑐 = − 𝑍𝑠
2𝑍𝑝+𝑍𝑠

𝜔𝑠 +
2
(

𝑍𝑝+𝑍𝑠
)

(

2𝑍𝑝+𝑍𝑠
)𝜔𝑐

(3)

Planetary gear trains are largely used in applications where high
transmission ratio must be realised, with a consequently high torque
increment, or when the power, coming from three different axes, must
be connected, as it happens for an automotive differential or in a
parallel–series hybrid transmission [33,34] where a mechanical Power
Split Device (PSD) is used to optimal manage the power flow, generated
by the different power sources. The power system indeed comprises
two electric motors, i.e. MG1 (which during regenerative braking acts
as generator), MG2 and the Internal Combustion Engine (ICE). In
full-electric mode, only motor MG2 generates power up to a certain
medium level, while the ICE and MG2 are used in a hybrid mode
when the maximum power is needed at wheel axes, as dynamically
analysed in [35] using an electrically variable transmission (EVT) for
HEVs. Appropriate control strategies may be developed to improve
the transmission efficiency [36] and the transition between the energy
sources [37].

3. Magnetic gearbox description

Starting from the concept and working principle of a CMG, the
magnetic gearbox technology [27] can be achieved, just collecting
several magnetic gears, as potential solution to substitute a multi-
stage mechanical gearbox [38]. Thus, an assembled structure with a
common translating element, i.e. the carrier, is realised. According to
the desired transmission ratio, the carrier axially moves to modulate
the magnetic field between inner and outer rotors of the gearbox
through its ferromagnetic poles. Due to the high performance required
by operative conditions, it is mandatory to design new components
by means of the most accurate and robust possible techniques based
on a multi-physical approach. Simulation methods and procedures
are still available but the innovative nature of the recently patented
device requires an appropriate tuning and validation. The authors have
designed and manufactured a magnetic gearbox prototype, which in
their knowledge has not been discussed in literature yet, to validate
the patented idea, assessing meanwhile its possible implementation in
an automotive driveline. Hence, a test bench for power transmission
application has been realised, with limited torque values at low-speed
side, as usually done for laboratory applications, and a transmitted
torque density of ∼ 50 kNm∕m3 for the two gear. Moreover, the test
rig is used for the experimental validation of the performance of MG
technology, as previously done in [10,39–43].

In automotive applications, the gearbox is an essential component
for the power transmission and typically consists of mechanical gears
3

Fig. 2. Driveline complexity reduction using a magnetic gearbox.

requiring the use of a clutch to decouple the rotating elements during
gearshifts. Similarly, the differential is fundamental when the vehicle
turns, allowing, e.g., the outer drive wheel to spin faster than the inner
drive wheel, to accommodate the different radii of turns travelled by
the different wheels. In this context, the magnetic transmission (and
more generally the MGs) represent a potential alternative to mechanical
transmissions, that may overcome several well-known issues, related to
Noise Vibration Harshness (NVH) performance [44,45], such as noise
and vibration phenomena, which can be linked to mechanical contacts
inside transmission driveline [46,47], or addressed to the clutch [48]
or to engine torque fluctuations [49], or to the wheels [50,51]. On
the other side, some researches faced the topic of vibration in MGs
due to electromagnetic force [52,53], performing a signature for the
evaluation of acoustic noise and vibrations due to cogging torque and
unbalanced radial magnetic forces [54] or proposing bamper bars to
reduce torque oscillations [55]. Besides these advantages, the magnetic
differential technology [56] makes it also possible to easily introduce
advanced safety and driving pleasure enhancement strategies, including
torque vectoring [57,58].

The proposed magnetic gearbox technology enables the integration
of clutch and torque limiter functions inside the gearbox itself, as
conceptually illustrated in Fig. 2, while avoiding the implementation
of other mechanical components, typically used in the automotive
driveline and which are affected by wear. Operation as clutch occurs
thanks to the possibility of varying the transmission ratio without
physically disengaging the engine from the gearbox, while the torque
limiter function comes into play when a torque, higher than the max-
imum transmissible torque, is applied to the gearbox, leading to slip
between the rotors and avoiding damages as it can be happen in
mechanical gears. Moreover, the adoption of MGs in the transmission
solves the problem of gear engagement noise, since the torque transfer
between input and output takes place without contact between the
components, ensuring an automatic overload protection. Finally, the
lack of contact between the components avoids the need for lubricants,
ensuring a longer life to the system and an environmental benefit with
the reduction of polluting materials and dusts.

4. Patented solutions and their application

The magnetic gearbox invention can potentially be used in several
industrial sectors. The automotive field is certainly the closest for
the development and marketing of the proposed technology, with its
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Fig. 3. Magnetic gearbox solution with a moving carrier.

possible implementation in traditional vehicles with internal combus-
tion engines, in hybrid vehicles, and in innovative fully EVs. The
aforementioned technology may strongly affect other industrial sectors
as automation and robotics, aerospace, military, and wind energy.
In the automotive field, gearbox systems are used to properly vary
the torque transferred from the engine to the vehicle wheels through
a transmission driveline. Similarly, gearbox systems are notoriously
used in other different industrial fields as, e.g., in electrical tools,
in surgical instruments, and in energy converters by means of wind
turbines, or other devices, where high speed values can be reached with
this innovative technology. Multiple topological variations of magnetic
gearboxes have been proposed by the authors in the patent [27], to
replace, with several advantages, a conventional mechanical gearbox in
all the application fields where it is necessary to vary the transmission
ratio between the output of a mechanical power source and the input
of a generic user device, hence modulating the transmitted power as a
product of torque and rotation speed. Only the arrangements of the
magnetic part composing the magnetic gearbox are here presented.
Also the mechanical structure, including bearings and plates, should
be designed, to guarantee the coaxiality of the rotating parts of the
gearbox and the possibility of properly fix some elements, depending
on the desired input/output power connections.

4.1. Magnetic gearbox with translating carrier

In the first topological solution, the carrier is subjected to an axial
displacement in order to engage with the appropriate gear to transmit
torque between input and output at a specific transmission ratio. This
solution is reported in Fig. 3, where a possible configuration with six
transmission ratios is chosen, adapting the magnetic gearbox to an
automotive use. The presence of the moving carrier implies that the
number of ferromagnetic poles is constant, and thus the number of PMs
pole pairs on inner and outer rotors should properly change for each
gear to respect one of the fundamental equations of magnetic gears,
namely that the number of ferromagnetic poles 𝑄 must be equal to
the sum of inner 𝑁𝑠 and outer rotors 𝑁𝑟 PM pole pairs. For sake of
clarity 𝑄 = 𝑁𝐼𝐷

𝑠 + 𝑁𝐼𝐷
𝑟 , where the 𝐼𝐷 corresponds to the number

which identify the transmission ratio. In the proposed arrangement, the
neutral position has not been considered, yet. In the same figure it is
possible to notice how the carrier moves axially inside the magnetic
gearbox, engaging with the third gear, with the assumption that the
first gear is on the left and the sixth on the right part of the figure.

The transition phase between the disengagement of the off-going
gear and the engagement of the on-coming gear requires to understand
what are the effects on speed and torque transmitted between inner and
4

Fig. 4. Magnetic gearbox solution with moving ring.

outer rotors and the required time to synchronise the two rotors accord-
ing to the new transmission ratio of the magnetic gearbox, depending
on the number of PM pole pairs of the magnetic gear the is going to be
used. As already mentioned, the use of the clutch can be avoided with
the proposed invention of magnetic gearbox, although it is an essential
component in a mechanical gearbox. In fact, by means of an adequate
control of the input motor speed, during the new gear engagement, the
carrier is moved without any interruption of the motion transmission
between the involved rotors, i.e. the sun connected to the input and the
ring connected to the output. Moreover, unlike what happens in the
mechanical counterpart, the translation of the carrier is not hindered
by the presence of constraints deriving from the axial and rotational
mechanical contact between the rotating elements of the synchroniser,
that is the key component of a mechanical gearbox.

4.2. Magnetic gearbox with translating ring

A further possible solution for the magnetic gearbox technology
consists in having the outer rotor, namely the ring, as the common
element of the gearbox, instead of the intermediate rotor, namely
the carrier. This solution is represented in Fig. 4. According to this
second configuration, the number of PM pole pairs for the common
outer rotor remains constant while, unlike the previous configuration,
the number of ferromagnetic poles of the carrier varies, to fulfil the
equation on the proper number of PMs and ferromagnetic poles. On
the other side, the number of PM pole pairs on the inner rotor is
instead different for each of the single magnetic gears that make up
the magnetic gearbox, according to the relationship 𝑄𝐼𝐷 = 𝑁𝐼𝐷

𝑠 +𝑁𝑟,
where the 𝐼𝐷 corresponds to the number which identify the chosen
transmission ratio. This configuration is particularly advantageous from
an economic point of view, since the costs related to the construction
of the permanent magnets on the outer rotor is significantly reduced.
According to this solution, a possible arrangement could be with the
power source connected to the inner rotor, while the output shaft can
be connected either to the external ring or to the intermediate rotor.
In the first case, the outer rotor will be subjected to a roto-translation,
especially during the gear engagement, rotating in opposite direction
with respect to the inner rotor, while the ferromagnetic rotor has only
the function of concatenating the magnetic flux between PMs of inner
and outer rotors. Instead, as regards the second case, the outer rotor
will be devoted only to the axial translation, while the intermediate
rotor will be connected to the output, rotating in the same direction of
the input shaft.
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Fig. 5. Magnetic gearbox solution with moving sun.

Fig. 6. Multi-stage magnetic gearbox solution with two moving carriers.

4.3. Magnetic gearbox with translating sun

Another innovative solution for a magnetic gearbox, in contrast with
the previous one, consists in having the inner rotor, namely the sun, as
the common element of the magnetic gearbox. The proposed solution
is reported in Fig. 5. According to this third possible configuration, the
number of PM pole pairs for the common inner rotor remains constant
while the number of ferromagnetic poles of the carrier and of the PMs
on the outer rotor varies to fulfil the equation 𝑄𝐼𝐷 = 𝑁𝑠 + 𝑁𝐼𝐷

𝑟 .
For this solution, as for the previous one, two possible arrangements
could be proposed: in the former the inner rotor will be subjected to
a roto-translation, especially during the gear engagement, while in the
latter it is devoted only to the axial translation. To be clear, different
combinations of input/output can be arranged with the three rotors, to
ensure the desired transmission ratio and the desired rotation direction
for the shafts of the magnetic gearbox.

4.4. Two-stage magnetic gearbox with two translating carriers

A more compact innovative solution can be achieved with a multi-
stage magnetic gearbox, based on the concept of a triple-speed CMG,
proposed in [59] for wind turbine application. The axial length of this
solution is lower with respect to the previously presented architectures,
although an higher complexity of the structure, in radial direction is
5

necessary. In the meantime, however, the complementary mechanical
structure, to allow the coaxiality of rotors and the translation of the
two carriers, increases the final product dimensions. In Fig. 6, a two-
stage magnetic gearbox is reported. It is made of three rotors, namely
inner, middle, and outer rotors and two moving carriers, which are
necessary for the magnetic interaction between other rotating elements.
In this new arrangement, the relation 𝑄 = 𝑁𝑠 + 𝑁𝑟 holds for both
coupling between inner and middle rotor through the inner carrier and
interaction between middle and outer rotor by means of the external
carrier. This proposed solution can be used in two different ways. In
the former, the two stages are used to amplify the transmission gear
ratio of the single stage, so it is possible to combine the axial positions
of the two carriers to achieve several different transmission ratios,
which number depends on the stage number and on the number of
magnetic gears for the single stage. Hence, assuming for this case a
stage number of 𝑁𝑠𝑡𝑎𝑔𝑒 = 2 and setting the number of magnetic gears
equals to 𝑁𝑀𝐺 = 3, the total number of transmission gear ratios is
𝑁𝑡𝑎𝑢 = 𝑁𝑀𝐺

𝑁𝑠𝑡𝑎𝑔𝑒 . Instead, in the latter operating condition, and in
similarity with the Dual Clutch Transmission (DCT) proposed in [46],
the power input can be connected to the middle rotor, while the inner
and outer rotors can be considered as the two secondary shafts of a
DCT transmission. Therefore, for a six-gears gearbox, the outer rotor
can be used for the first three gears, namely from 1st to 3rd, which
require a higher torque than the input shaft, since the torque capability
of a magnetic gear depends on some geometrical parameters and in
particular it is proportional to 𝐿 and 𝐷2, where 𝐿 is the axial length
and 𝐷 is the diameter. On the other side, the inner rotor is used for
the gears from 4th to 6th, which require a lower torque and higher
rotational speeds than the input shaft.

5. Analysis of gearshift procedure

The dynamic analysis of the transition phase during the gear en-
gagement in a magnetic gearbox is an essential step for the appropriate
control of the associated test-bench, used for power transmission appli-
cation. Several control strategies have been proposed in the literature
for automated manual transmission (AMT) in EVs through the devel-
opment of a model in Matlab/Simulink and in Adams [60], which
considers stiffness, damping and possible nonlinear contacts, due to
backlash, in the gear mesh and inside the synchroniser, or to improve
the shift quality of a DCT [61], in terms of speed gradient of the input
shaft.

5.1. Analytical approach for gearshift

First, a simple dynamic model, representing a motor connected
to the vehicle load through a magnetic gearbox is considered. Then,
five different manoeuvres are considered to switch from the first gear
ratio to the second one, including two acceleration phases to achieve
the stationary condition at a certain gear ratio and three phases to
manage the upshift phase. In a transmission driveline the study and
analysis of the dynamic behaviour of its inner components is necessary
to understand the system response during upshifts or downshifts. In this
section, an analytical approach is used to study the transition phase,
integrating the differential equations, or solving them with the Matlab
function ode45.

The transmission driveline analysed is illustrated in Fig. 7(a), where
at one side an electric motor is connected to the sun rotor of the
magnetic gearbox, while on the other side a load, modelled as a rotating
inertia, represents the vehicle resistance and it is connected to the
carrier of the magnetic gearbox. The ring of gearbox is kept fixed.
Moreover, the inertias of sun and carrier are included in the inertias of
motor and load, hence the 2 DoFs of the transmission are the rotation
of motor and the rotation of the load. The differential equation of the
transition phase can be written starting from the Free Body Diagrams
(FBDs) of the driveline components, as done in Fig. 7(b). According
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Fig. 7. Schematic diagram of simplified transmission driveline (a) and FBDs of its components: motor, gearbox, and vehicle load.
to Fig. 7, the subscripts 𝑀 , 𝑉 , 1 and 2 are related to the motor, to the
vehicle, and to the inner dynamics between motor and CMG or between
CMG and vehicle, respectively. Finally, the differential equations of
transmission model with 2 DoFs are reduced to the equation of an
equivalent system with only one DoF, represented by the rotation of
motor.

The CMG engaged in the magnetic gearbox is characterised by a
given gear ratio 𝜏 and by an efficiency 𝜂. For the first subsystem, i.e.,
the motor, its dynamic equation is written as:

𝑇𝑀 − 𝑇1 − 𝐽𝑀
𝑑�̇�𝑀
𝑑𝑡

= 0 (4)

where 𝑇𝑀 and 𝑇1 are the motor torque and the load torque given by
CMG, respectively, while 𝐽𝑀 in the motor moment of inertia. Instead,
for the second subsystem, i.e., the CMG, Eq. (5) can be written:

𝜂 =
𝑃𝑜𝑢𝑡
𝑃𝑖𝑛

=
𝑇2
𝑇1

�̇�𝑉
�̇�𝑀

=
𝑇2
𝑇1

1
𝜏

(5)

where 𝜏 = �̇�𝑀
�̇�𝑉

is the gear ratio between input and output rotational
speeds. The torque 𝑇𝐺 = 𝑇2 − 𝑇1 corresponds to the torque supported
by gearbox constraints. The power source is assumed to be connected
to the sun of the CMG, while the output is connected to the carrier. The
ring rotation is blocked, hence it can only translate for the gear engage-
ment, as shown in Fig. 9. For the third subsystem, which represents the
vehicle load, Eq. (6) is written:

𝑇2 − 𝑇𝑉 − 𝐽𝑉
𝑑�̇�𝑉
𝑑𝑡

= 0 (6)

where 𝑇𝑅 and 𝑇2 are the resistant torque and the internal torque
between load and CMG, respectively, while 𝐽𝑉 in the moment of inertia
that represents the vehicle. It is now possible to write the dynamic
equation of an equivalent system, where rotational acceleration and
speeds are evaluated at the input motor as well as resistant torque
and moments of inertia. The characteristic equation of the equivalent
system is here reported:

𝑇𝑀 − �̃�𝑉 − 𝐽𝑒𝑞
𝑑�̇�𝑀
𝑑𝑡

= 0 (7)

where �̃�𝑉 is the resistant torque evaluated at the input motor and
𝐽𝑒𝑞 = 𝐽𝑀 + 𝐽𝑉

𝜂𝜏2
is the equivalent moment of inertia of the global system.

Differential is not considered in this simplified driveline, hence the
vehicle load reduced to the motor results much higher than it really is,
causing a slowly dynamics of the driveline. As previously mentioned,
the analysed magnetic gearbox consists of two different CMG with a
different gear ratio. The torque profile for the input motor, that depends
on its rotational speed, and two different resistant torques, one for each
6

Fig. 8. Operative torque characteristic of a magnetic gearbox driveline.

gear ratio 𝜏, are reported in Fig. 8. The motor torque law is given by
Eq. (8):

𝑇𝑀 = 𝑇𝑀0
− 𝑘𝑀 �̇�𝑀 − 𝑇𝐵𝑀

(8)

where 𝑘𝑀 is a constant related to the slope of the dash-dotted blue
line in Fig. 8, which represents a simplified linear torque characteristic
for an electric motor, 𝑇𝑀0

is the maximum torque at null engine speed,
while 𝑇𝐵𝑀

are the dissipative torques related to the vehicle utilities and
to the bearings on the first part of the driveline [62]. A simplified direct
current (DC) motor characteristic is chosen, to easily manage with the
differential equations, instead of using the well-known characteristic
of a internal permanent magnet (IPM) motor. The two vehicle resistant
torques (red and black lines) are instead related to the vehicle rolling
resistance and it could be written as Eq. (9):

𝑇𝑉 = 𝑓0 + 𝑓2�̇�
2
𝑉 + 𝑇𝐵𝑉

(9)

where 𝑓0 and 𝑓2 = 0.5𝜌𝐶𝑑𝐴𝑓𝑅3 are two constant terms depending
on wheel radius 𝑅, tyre parameters, and vehicle dimensions, e.g. air
density 𝜌, drag coefficient 𝐶𝑑 , vehicle frontal area 𝐴𝑓 [63], while 𝑇𝐵𝑉
represents the dissipative torque related to the bearings on the second
part of the transmission driveline.

The vehicle resistant torques are evaluated using the input motor
rotational speed. In Fig. 8, the intersection of the blue line with the
two resistant torques returns the stationary condition for both the
transmission gear ratios. In Table 1, reasonable values for the system
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Table 1
Adopted parameters for the magnetic transmission.

Type Parameter Value

Inertia 𝐽𝑀 0.025 kg m2

𝐽𝑉 130 kg m2

Bearing torque 𝑇𝐵𝑀
3 Nm

𝑇𝐵𝑉
4 Nm

Rolling resistance 𝑓0 10 Nm
𝑓2 0.0123 Nm s2∕ rad2

Transmission gear ratio 𝜏1 18∕5 = 3.6
𝜏2 18∕7 = 2.57

Motor 𝑘𝑀 0.398 Nm∕rad

Gearshift time 𝑡𝐺𝑆 1 s
𝑡𝑁 0.193 s

parameters are listed: 𝑡𝐺𝑆 corresponds to the total time for disengage-
ment and engagement, while 𝑡𝑁 is the time in neutral position. The
equivalent vehicle inertia 𝐽𝑉 is computed as 𝐽𝑉 = 𝑀𝑅2, where 𝑅 is the
wheel radius and 𝑀 is the mass of vehicle. The simulated manoeuvre,
including the gearshift, counts five different phases:

• vehicle acceleration with the first gear ratio 𝜏1;
• disengaging;
• neutral condition (input/output shafts are decoupled);
• engaging;
• vehicle acceleration with the second gear ratio 𝜏2.

The first acceleration phase is governed by Eq. (10):

𝑑�̇�𝑀
𝑑𝑡

=
𝑇𝑀 − �̃�𝑉

𝐽𝑒𝑞
=

(

𝑇𝑀0
− 𝑘𝑀 �̇�𝑀 − 𝑇𝐵𝑀

)

−
(

𝑓0
𝜏1𝜂

+ 𝑓2
𝜏13𝜂

�̇�2𝑀 +
𝑇𝐵𝑉
𝜏1𝜂

)

𝐽𝑒𝑞

(10)

where �̃�𝑉 = 𝑇𝑉
𝜏𝜂 is the equivalent torque of the load reduced to the

motor, with 𝜏 depending on the gear ratio of the gear considered.
This phase allows the system to get the first stationary condition. After
that, the disengaging phase occurs. The input motor torque is linearly
reduced, according to Eq. (11), and the system is in a configuration like
the one reported in Fig. 9(a).

𝑇𝑀,2 = 𝑇𝑀
(

1 − 𝑥𝐺𝑆
)

= 𝑇𝑀

[

1 −
2
(

𝑡 − 𝑡1
)

𝑡𝐺𝑆

]

(11)

where 𝑇𝑀,2 is the input torque in the second phase, 0 ≤ 𝑥𝐺𝑆 ≤ 1 is
the axial displacement of the ring inside the magnetic gearbox from
the engaged position (𝑥𝐺𝑆 = 0) to the neutral one (𝑥𝐺𝑆 = 1). Then,
𝑡𝐺𝑆 is the total time for disengaging and engaging, and 𝑡1 is the time at
the end of the first acceleration phase. A linear partialization of the
input torque is assumed when the external ring is translating, since
only a part of the magnetic field generated by outer rotor is modulated
by the ferromagnetic poles. For sake of clarity, the length of neutral
condition is assumed equal to the lengths of the two magnetic gears.
The disengaging phase is governed by the differential equation reported
in Eq. (12), which is valid up to the complete disengagement happening
at 𝑡2:

𝑑�̇�𝑀
𝑑𝑡

=

[(

𝑇𝑀0
− 𝑘𝑀 �̇�𝑀

)(

1 − 2(𝑡−𝑡1)
𝑡𝐺𝑆

)

− 𝑇𝐵𝑀

]

−
(

𝑓0
𝜏1𝜂

+ 𝑓2
𝜏13𝜂

�̇�2𝑀 +
𝑇𝐵𝑉
𝜏1𝜂

)

𝐽𝑒𝑞

(12)

In the third phase, the input motor and the vehicle load are un-
coupled, as in Fig. 9(b), in order to suddenly reduce motor speed
to correctly complete the engaging phase. The governing equations
7

Fig. 9. Magnetic gearbox during disengaging (a), in neutral position (b), and engaging
(c).

(Eq. (13)) are:

⎧

⎪

⎨

⎪

⎩

𝑑�̇�𝑀
𝑑𝑡 = −

𝑇𝐵𝑀
𝐽𝑀

𝑑�̇�𝑅
𝑑𝑡 = −

𝑓0+𝑓2 �̇�2𝑅+𝑇𝐵𝑉
𝐽𝑅

(13)

This phase continues until time 𝑡3 when �̇�𝑀 = 𝜏2�̇�𝑅, then the engaging
phase begins, as illustrated in Fig. 9(c), followed by another accelera-
tion phase. During the engaging phase the system governing equation
is reported in Eq. (14)

𝑑�̇�𝑀
𝑑𝑡

=

[(

𝑇𝑀0
− 𝑘𝑀 �̇�𝑀

)(

2(𝑡−𝑡3)
𝑡𝐺𝑆

)

− 𝑇𝐵𝑀

]

−
(

𝑓0
𝜏2𝜂

+ 𝑓2
𝜏23𝜂

�̇�2𝑀 +
𝑇𝐵𝑉
𝜏2𝜂

)

𝐽𝑒𝑞

(14)

Finally, in the last acceleration phase the system equation is the same
of Eq. (10), but using 𝜏2 instead of 𝜏1. Hence, Eq. (15) can be written:

𝑑�̇�𝑀
𝑑𝑡

=
𝑇𝑀 − �̃�𝑉

𝐽𝑒𝑞
=

(

𝑇𝑀0
− 𝑘𝑀 �̇�𝑀 − 𝑇𝐵𝑀

)

−
(

𝑓0
𝜏2𝜂

+ 𝑓2
𝜏23𝜂

�̇�2𝑀 +
𝑇𝐵𝑉
𝜏2𝜂

)

𝐽𝑒𝑞

(15)

The rotational speeds of the input motor and of the output shaft are
reported in Fig. 10. The four dashed vertical black lines separate the
five different phases of the upshift manoeuvre.

The time in neutral position 𝑡𝑁 , at 𝑡2 ≤ 𝑡 ≤ 𝑡3, is necessary to
decrease the engine speed up to the new rotational speed, determined
by the new transmission gear ratio 𝜏2. To conclude, the trend of the
input motor torque is reported during the analysed upshift phases.
During the disengaging and the new engaging phase, a linear decrement
of the transmitted torque is assumed by the authors. Hence, in these
conditions the CMG transmit only a portion of its maximum trans-
missible torque, depending on the axial translation law of the axially
translating element, as represented by the 𝑇𝑀,2 and 𝑇𝑀,4 in Fig. 11(b).

5.2. Dynamic design of a CMG

Before analysing the Simulink dynamic model of a magnetic gear-
box, it is necessary to describe the dynamic equations of a coaxial
magnetic gear, which are in analogy with the equations of a mechanical
planetary gear train, as previously described for the kinematic relation-
ships. In the magnetic solution, the torque transmission is realised by
means of a magnetic contactless stiffness, instead of a contact stiffness,
ensuring a contactless torque transmission between the rotating parts.
The free body diagram (FBD) of a CMG, composed of sun, ring, and
carrier rotors, is reported in Fig. 12. The angular velocities of sun,
ring, and carrier and corresponding torques are assumed with same
direction. Concordance in their signs corresponds to the input power
of the system, while discordance corresponds to output power. The
equations of motion of the 3 DOFs of the PMG are defined starting from
the free body diagrams of sun, carrier, and ring, which are analysed in
Fig. 13.
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Fig. 10. Input and output speeds (a), with a zoom during gearshift (b).
Fig. 11. Motor torque in the five phases (a), with a zoom during gearshift (b).
Fig. 12. Free body diagram of a coaxial magnetic gear.

Magnetic torques and inertial effects of the three rotating elements
are taken into account for writing the free body equilibrium. The
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dynamic equations of the three rotors are reported in Eq. (16):

⎧

⎪

⎨

⎪

⎩

𝐽𝑟�̈�𝑟 = 𝑇𝑟 − 𝑇𝑀𝐺𝑐𝑟

𝐽𝑐 �̈�𝑐 = 𝑇𝑐 + 𝑇𝑀𝐺𝑠𝑐
+ 𝑇𝑀𝐺𝑐𝑟

𝐽𝑠�̈�𝑠 = 𝑇𝑠 − 𝑇𝑀𝐺𝑠𝑐

(16)

where each rotor moment of inertia is represented by 𝐽 , the external
mechanical torques acting on the three rotors are indicated by 𝑇 , while
𝑇𝑀𝐺𝑠𝑐 and 𝑇𝑀𝐺𝑐𝑟 are the internal magnetic torques, addressed to the
magnetic flux in the airgaps between sun and carrier and between
carrier and ring, respectively. Therefore, keeping the carrier fixed, 𝑇𝑠 is
the torque provided by the motor, if the sun is the power input, while 𝑇𝑟
is the resistant torque on the output rotor, i.e. on the ring one. For the
sake of clarity, dissipative terms such as bearing and seals torques, are
not considered for the three rotors, since in the Simulink model bearing
components are used inside the transmission, while magnetic losses
inside the CMG are assumed negligible since an efficiency higher then
98.5% [26,56] is expected during steady state operation at fixed gear
ratio, while losses may occur in the gearshift phase. The performance
of a magnetic gear, in terms of transmissible torque, can be evaluated
through the 2D FEM software FEMM [64] which, through a sequence
of magneto-static solutions in a planar domain, is used to draw, mesh
and compute the CMG magnetic properties. Dynamic effects related to
induced eddy currents in conductive parts and losses in ferromagnetic
materials are neglected [65]. On the other side, the nonlinear behaviour
of the ferromagnetic materials is correctly considered due to the pri-
mary importance of this effect. In fact, flux magnetic saturation [66,67]
is a critical aspect in thin yokes and in the flux modulator. Both these
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Fig. 13. FBDs of ring (left), carrier (centre) and sun (right) rotors of the CMG.
Fig. 14. Greyscale map of the CMG torque to highlight the periodicity along 𝜏𝑠 and 𝜏𝑟 (a), and same torque fixing the position of rotors one by one (b).
elements influence with their magnetic reluctance the magnetic flux
generated by the PMs and thus reduce torque capability and efficiency
of the device. The torque transmitted between the rotating elements
of the CMG is computed using Maxwell’s stress tensor, in the post-
processing phase. The torque capability is evaluated in the two air-gaps
between rotors, along different shell-paths with a final averaging of
results [68]. For each different angular position, a FEM analysis is
performed with the evaluation of the transmitted torque. The torque
value depends on the angular relative position of rotors and hence its
characteristic must be calculated for a sufficient number of angular
positions, which well describe the torque trend. If the ferromagnetic
poles are fixed, the torque is transmitted from the inner rotor to the
outer rotor according to the torque map reported in Fig. 14(a). Each
configuration, used to define the torque map, is identified by the two
angles 𝜃𝑠, and 𝜃𝑟 of sun and ring, respectively. The step discretisation of
the two angles should be tiny enough to guarantee a good replicability
of the map. The trend of torque map available at inner and outer rotor
in simply scaled using the gear ratio value between sun and ring. These
torque maps are characterised by sloped iso-torque lines. The slope of
each curve at constant torque depends on the gear ratio of the magnetic
gear between outer and inner rotor, and thus it depends on the number
of permanent magnet poles on the two rotors according to Eq. (17). In
9

the considered CMG a gear ratio 𝜏𝑠∕𝑟 = −2.6 is considered.

𝜏𝑠∕𝑟 = −
𝑁𝑟
𝑁𝑠

(17)

As it is possible to notice from Fig. 14(a), the CMG periodicity can
be analysed to reduce the number of FEM simulations necessary to
evaluate the torque in any of the possible angular positions. Hence,
it is possible to detect how each point at the same torque is repeated
with a periodicity 𝜏𝑠 = 360◦∕𝑁𝑆 = 72◦ along the 𝑦 axis of the figure,
and a periodicity 𝜏𝑟 = 360◦∕𝑁𝑅 = 27.69◦ in the 𝑥 axis. The torque is
the same in the three points 𝑃1, 𝑃 ′ and 𝑃 ∗, which are highlighted in
the figure, hence it is possible to replicate the entire map starting from
one point and rotating the rotor with the highest number of PM poles
in order to have the smaller interval for the periodicity. The torque
trend along the periodicity, keeping fixed the ring or the sun rotors,
is shown in Fig. 14(b). Moreover, when torque ripple is negligible, i.e.
when a fractional gear ratio is chosen [10], only one FEM simulation, at
the relative positions of the two rotors returning the maximum torque
value 𝑇𝑀𝐺𝑚𝑎𝑥

, is necessary to replicate the torque map of Fig. 14(a), by
using the sine function here reported:

𝑇𝑀𝐺
(

𝜃𝑟, 𝜃𝑠
)

= −𝑇𝑀𝐺𝑚𝑎𝑥
sin

(

𝑁𝑟

(

𝜃𝑟 −
𝜃𝑠

)

+ 𝜙
)

(18)

𝜏𝑠∕𝑟
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Fig. 15. Block-oriented vehicle driveline model.
where 𝑇𝑀𝐺 is the magnetic torque due to magnetic flux between two
adjacent rotors, 𝑇𝑀𝐺𝑚𝑎𝑥

is the maximum transmissible torque, 𝜃𝑠 =
[0 ∶ 360]◦ and 𝜃𝑟 = [0 ∶ 360]◦ are the angular positions of sun and ring
rotors, 𝜏𝑠∕𝑟 is defined in Eq. (17), 𝑁𝑅 is the number of PM poles on ring
rotor and 𝜙 is the sine phase computed using:

𝜙 = arcsin

(

−
�̃�𝑀𝐺

𝑇𝑀𝐺𝑚𝑎𝑥

)

−𝑁𝑟

(

𝜃𝑟0 −
𝜃𝑠0
𝜏𝑠∕𝑟

)

(19)

where �̃�𝑀𝐺 is the torque evaluated at reference condition, correspond-
ing to 𝜃𝑠0 = 𝜃𝑟0 = 0◦.

5.3. Simulink model for gearshift

A model of the driveline, with a magnetic gearbox, based on the
CMG transmission technology, is realised using the software Simulink,
integrated in Matlab. The developed driveline model, shown in Fig. 15,
is modelled with the block-oriented methodology [24,69,70]. Using this
approach, the drivetrain is subdivided in its main components, from
the driver to the wheels, and considers both dynamic and kinematic
10
relationships. Moreover, this approach allows to highlight the correla-
tion between each physical system and the corresponding model block,
putting in evidence input/output component relations and interactions
with global system behaviour and respect to other components.

A multi-sharing library of components is adopted to ensure a high
feasibility level and to guarantee a user-friendly graphical interface.
For each model component it is necessary to define the dynamic laws
using the principle of mechanical equilibrium. The initial condition
must be imposed, while constraints and possible dynamic constants
must be defined. For each component, the input/output parameters are
dependent from its own topology.

The above mentioned block-oriented approach is used to develop
the Simulink model, shown in Fig. 15(a), which can be grouped in four
main macro-blocks, i.e. driver, powertrain, differential, four wheels (2
driver and 2 driven) longitudinal vehicle model and road profile. The
powertrain can include a magnetic transmission or a traditional one, as
reported in the two possible layouts of Fig. 16(a) and (b), respectively.
In the magnetic layout, an electric motor, modelled through an inertia
block, which includes motor and input shaft inertia, is connected to
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Fig. 16. Automotive driveline with magnetic transmission (a) or traditional powertrain (b) solutions.
Fig. 17. Speed (a) and torques with TVO (b) during simulated gearshift.
Table 2
Time parameters during gearshift.

Description Parameter Value

Starting time of gearshift 𝑡𝑠 5 s
Time in neutral position 𝑡𝑁 0.6 s
Time in control phase 𝑡𝐶 0.6 s
Time for TVO modulation 𝑡𝑇𝑉 𝑂 0.2 s
Time to complete gearshift 𝑡𝐺𝑆 1 s

Starting time for disengaging 𝑡1 = 𝑡𝑠 5 s
Starting time of neutral position 𝑡2 = 𝑡1 + 𝑡𝑇𝑉 𝑂 5.2 s
Starting time of engaging 𝑡3 = 𝑡2 + 𝑡𝑁 5.8 s
Gearshift completed at 𝑡4 = 𝑡3 + 𝑡𝑇𝑉 𝑂 6 s

the inner rotor (with inertia) of the magnetic gearbox, the outer rotor
(ring) is rotationally kept fixed, since it can translate to ensure the
gearshift, while the carrier of the magnetic gearbox (with inertia) is
then connected to the differential crown, hence to vehicle and wheels.
A magnetic gearbox with only two gear ratios has been considered in
11
the proposed model. This is a possible solution for EVs, while in case of
ICE propulsion the number of gears should be increased. Alternatively,
an internal combustion engine (ICE) could be used instead of the
electric motor as input power source. In this case, the layout includes
the clutch and the mechanical gearbox. A further possible layout could
be a thermal power source directly connected to the magnetic gearbox,
although it has not been considered for this research. Concerning the
vehicle driver, he acts on the throttle valve opening (TVO), i.e. on
the gas pedal, causing an acceleration or deceleration to the driveline,
namely a transition phase, as function of the electric motor/ICE torque
characteristic and the vehicle resistance load.

Inside the block magnetic gearbox the maps of maximum transmissi-
ble torque, as in Fig. 14(a), computed using FEMM at inner and carrier
rotors for the different position of the two rotors, are used as a lookup
table, after that the optimisation process was performed integrating
FEMM into LUPOS software [71]. Four different maps are used, two
for each transmission gear ratio. For sake of clarity, in each CMG the
two torque maps are simply scaled by the transmission ratio, since the
ripple is negligible. In the analysed simulation of the gearshift, the
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magnetic gearbox is in neutral condition for a certain time. All the time
parameters for gearshift are summarised in Table 2.

Additional details, in the complexity of the vehicle model, regards
inertial terms, road-tyre interaction by means of the Pacejka ’89 Magic
formula [72,73], and aerodynamic and resistant effects.

A Proportional Integral Derivative (PID) controller is used to con-
trol the gearshift phase, in case of magnetic powertrain. Using this
model, different gearshift conditions can be analysed, both in upshift
and downshift, with a gearshift time comparable to that of high-
performance mechanical gearboxes. According to values reported in
Table 2, the controller is overlapped to the neutral condition of the
magnetic gearbox. The axial movement of the external ring in the gear-
box has been already depicted in Fig. 9 for the disengaging, neutral, and
engaging conditions. The simulation results are presented in Fig. 17:
during the gearshift, the rotational speeds of sun, i.e., 𝜔𝑆 , and of carrier
reported to the sun, according to the transmission gear ratios, i.e., 𝜔𝐶1

𝜏1
and 𝜔𝐶2

𝜏2 are depicted in Fig. 17(a), while in Fig. 17(b) the motor
torque 𝑇𝑀 and the TVO are analysed. To avoid speed oscillations in
the transmission driveline during the engaging phase, the TVO modu-
lation between two different values must be properly managed, using
a hyperbolic tangent trend instead of a linear increment/decrement,
although a small oscillation is perceivable in Fig. 17(a).

The control logic acts on the TVO modulation during the gearshift,
while the TVO during the operating conditions corresponds to the value
imposed by the driver through the gas pedal, which in the time frame
4.5 ÷ 6.5 s, reported in Fig. 17(b), has a constant increment from
50% to 70%. During the transition phase, TVO is modulated using a
hyperbolic tangent from 55% to 0%, when the disengaging occurs, and
then modulated from a certain value, equal to the transmission losses,
up to 65% during the engaging phase. A PI controller is used, with a
proportional gain 𝐾𝑃 that is computed using:

𝐾𝑃 =
𝑇𝑀 |

|(𝑛𝑟𝜏2)
(

𝑛𝑠 − 𝑛𝑟𝜏2
) (20)

where 𝑇𝑀 |

|(𝑛𝑟𝜏2) is the torque that must be provided by the electric
motor at the new rotational speed, depending on the transmission ratio
𝜏2, while

(

𝑛𝑠 − 𝑛𝑟𝜏2
)

is the speed gap that must be filled with the use of
proportional control during the gearshift phase, in this specific gearshift
manoeuvre. Instead, the integral term was set at 𝐾𝐼 = 0.05𝐾𝑃 .

6. Comments on prototype manufacturing

As already mentioned in Section 3, a magnetic gearbox prototype,
with two transmission ratios, has been designed and built to validate
the innovative technology, with dimensions and torques of a labo-
ratory test bench. Different configurations, in terms of input/output
power connections, can be tested. The proposed version, depicted in
Fig. 18(a), consists of a structure, which includes the rotors of the
CMG, input/output shafts and all the bearing used for switching the
configurations:

• on the top side the carrier is connected to the red shaft through
an element of connection, e.g. a flange, while the ring with PMs
is fixed to the middle brown plate;

• on the bottom side, the carrier is fixed to the same brown plate
and the ring rotates at the same speed of the red shaft.

Furthermore, a conical coupling is adopted for the connection of the
green shaft, which is assumed as the input shaft of the prototype, with
the inner rotor (sun) of the active CMG. In this way, it is possible
to avoid the unwanted issue of dynamic unbalance due to a coupling
with parallel keys. With this configuration, a speed reducer/torque
multiplier is achieved, although a speed multiplier/torque reducer can
be realised just switching input/output shafts.

The axial translation of the carrier inside the gearbox is guaranteed
by the gearshift mechanism illustrated in Fig. 18(b). It is composed
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Fig. 18. CAD model of magnetic gearbox prototype (a), with gearshift mechanism (b)
and its test bench (c).

by a step motor, connected to a mechanical gear, which is externally
engaged with a ring gear. Then three planets are used to put in
rotation three pins which are connected on the other side with three
screws by means of another mechanical coupling. All these gears are
realised in Delrin material. Finally the rotary motion of the screws
is converted into a translational motion by means of three threaded
bushing, inserted in the carrier.

The proposed prototype has the advantage to be completely inde-
pendent from its test bench structure, realised in a modular solution
with Bosh profiles, as reported in Fig. 18(c). This aspect guarantees a
higher facility in mounting and dismounting procedures. The test bench
structure is completely symmetric with respect to the magnetic gearbox
and one side of the transmission driveline, which includes: a first elastic
joint, a magnetic incremental encoder, a torque sensor, another elastic
joint, and a brushless motor. Two electric motors are chosen for the
proposed solution; the driver can control them either through a torque
loop or velocity loop, as done in [74] to analyse the torsional dynamic
performance of a mechanical transmission, allowing the testing of the
several working conditions previously described. Other details on the
driveline components are listed in [28].

As regards the constructive choices for the magnetic gearbox proto-
type, PMs of inner and outer rotors have been segmented to increase
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Fig. 19. Assembled sun (a) and ring (b) rotors, carrier (c) with ferromagnetic poles,
inner of magnetic gearbox prototype (d) during mounting and assembled test rig (e).

the magnetic transmission efficiency. As stated in [26], the main effect
of PMs segmentation consists in the reduction of the equivalent PMs
conductivity leading to lower eddy current losses in PMs. This is usually
achieved with segmentation in both circumferential and axial direction.
It has been highlighted that the effect of PMs segmentation is higher at
the outer rotor, where the eddy current is equally distributed in the
segments, while at the inner rotor PMs the eddy currents distribution
locally concentrates near the airgaps. The inner (Fig. 19(a)) and outer
(Fig. 19(b)) rotors of the magnetic gearbox have been assembled after
gluing the segmented PMs on the corresponding inner and outer yokes.
In Fig. 19(c), the carrier, holding the ferromagnetic poles, is depicted.
Radial and tangential coils have been realised on three of the ferro-
magnetic poles to measure the magnetic flux inside the gearbox, using
the Faraday law. Preliminary experimental results have already been
presented in [28], analysing the effect of different rotational speeds and
loads on the magnetic flux. Finally, in Fig. 19(d) the magnetic gearbox
is assembled and then mounted on the test bench (Fig. 19(e)). The test
bench will be used for a future characterisation of losses inside the
transmission, splitting the two contributions of bearing losses and mag-
netic losses. Also, gearshift tests will be performed after implementing
the gearshift procedure in the test bench controller.

7. Conclusions

In this paper, the innovative industrial technology of magnetic
gearbox is proposed as potential alternative to conventional mechanical
gearboxes, characterised by a series of issues as noise and vibrations.
13
Four main topologies, based on a different translating element, have
been suggested and patented, and one of them has been prototyped, for
technology validation and characterisation of the magneto-mechanical
properties. A Matlab-Simulink model has been developed for the con-
trol of transition phase, obtaining results in agreement with the ana-
lytical approach previously presented. Preliminary results has proven
to achieve high levels of efficiency of the technology, both as torque
multiplier and speed multiplier. A future continuation of this work
will focus on the implementation of the magnetic gearbox control
strategies together with the full operation of the prototype with time-
comparable vehicle manoeuvres of upshift and downshifts. Meanwhile,
another possible future extension of this work could be a deeper inves-
tigation of electromagnetic phenomena during the gearshift procedure,
through a time-domain analysis in a multiphysics 3D software for
magneto-mechanical problems.
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