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Abstract

The recent integration of vehicles with electrified powertrains in the automotive sec-
tor provides higher energy efficiency, lower pollution levels and increased controllability.
These features have led to an increasing interest in the development of Advanced Driver-
Assistance Systems (ADAS) that enhance not only the vehicle dynamic behaviour, but

also its efficiency and energy consumption.

This master’s thesis presents some contributions to the vehicle modeling, parameter
estimation, model predictive control and reference generation applied to electric vehicles,
paying particular attention to both model and controller validation, leveraging offline

simulations and a real-time driving simulator.

The objective of this project is focused on the Nonlinear Model Predictive Controller
(NMPC) technique developing torque distribution strategies, specifically Torque Vector-
ing (TV) for a four-in wheel motor drive electric vehicle. A real-time TV-NMPC algo-
rithm will be implemented, which maximizes the wheels torque usage and distribution

to enhance vehicle stability and improve handling capabilities.

In order to develop this control system, throughout this thesis the whole process carried
out including the implementation requirements and considerations are described in detail.
As the NMPC is a model-based approach, a nonlinear vehicle model is proposed. The
vehicle model, the estimated parameters and the controller will be validated through
the design of open and closed loop driving maneuvers for offline simulations performed
in a simulation plant (VI-CarRealTime) and by means of a real-time driving simulator
(VI-Grade Compact Simulator) to test the vehicle performance through various dynamic

driving conditions.
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Chapter 1

Introduction

1.1 Motivation

Nowadays, there is a great need to reduce air pollution, global warming, and oil depen-
dency which has motivated not only the use of renewable energies, but also the design
of improvements in other areas, such as manufacturing or transportation systems, where

the development of electric vehicles (EV) has become fundamental (Parra et al., [2018)).

As cars become equipped with more and more features to make them safer and smarter,
the complexity of vehicle production has increased, directly affecting energy demand
(ACEA]| [2021). Also, manufacturers have been working continuously to improve the
energy efficiency of production lines. As a result, energy consumption per car produced
has decreased by 16.7% over the last 15 years (see Figure .

Energy consumption during production 2005-2019
Energy total (million MWh/year) Car production trend Energy per unit produced (MWh/car)
44 29
43 27
42 25
41 .
23
40
21
39
38 19
37 17
36 15

2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019

Figure 1.1: Energy consumption during production
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Almost 70% of all new cars sold emit less than 130 g CO2/km which shows a great
decrease of emissions from 160 g COz/km in the mid 2000s. In addition, the COq
emissions per car produced dropped by 37.7% between 2005 and 2019, while the overall
figure decreased by 35% over the same period reflecting the industry’s efforts to reduce

COg emissions from production. The COq evolution is shown in Figure [1.2

CO2 emissions from production 2005-2019
€02 emissions total (million t/year) <+ Car production trend @ CO2 emissions per unit produced (t/car)
14.0

13.0

12.0

11.0

10.0
9.0 ’ 0.40
8.0 0.30

2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019

ACEA MEMBERS

Figure 1.2: COg emissions from production

In the last years, the automotive sector has gained great prominence with the interest

in vehicles with electrified powertrains, hybrid and fully electric, becoming one of the

main research areas in the automotive industry (Al-Hmouz et al., 2012).

The integration of electric motors in propulsion systems provides higher energy effi-
ciency, lower pollution levels and increased controllability, since electric motors give lower
response times . These features have led to an increased interest in the
development of Advanced Driver-Assistance Systems (ADAS) that enhance not only the

vehicle dynamic behaviour, but also its efficiency and energy consumption.

Traditional control approaches have been widely used to implement ADAS during
the last decades. However, electrified propulsion systems offer wider complexity than
internal combustion propulsion systems as well as more topologies to be chosen. Due
to this, modern control or intelligent control approaches have become one of the main
research topics in the last years, as they can manage complex systems more easily than

traditional approaches.

One of the most complete ADAS systems for enhancing both the dynamic behaviour
and stability of an electric vehicle with in-wheel motors is Torque Vectoring (TV) (Inoue
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et al., |2016)). This technique is focused on the optimal driving torque distribution.

This thesis will be presenting some of the techniques which are important for the
development of modern electric vehicles. These techniques have been developed and
implemented in both offline simulation and real-time VI-Grade Compact simulator using
the BMW 320 dA (2020) vehicle model with several modifications such as using the Tesla

Model S (2019) driving torque map to mimic a four-in-wheel motor drive configuration.

The vehicle model is provided by the Vehicle Dynamics group of Applus Idiada and
as mentioned further modifications are done to achieve the objective. The work done
throughout the thesis, includes vehicle modeling, parameter identification, driving ma-
neuvers design, controller design, vehicle model and controller validation and both offline

simulations and real-time machine tests.

Most of the work is focused on the Model Predictive Controller (MPC) approach
developing torque distribution strategies since a four-in wheel motor drive electric vehicle
has been selected as case study. During the algorithm development, a simulation interface
is developed in Simulink for testing each module. Then, in order to carry out a real
experimentation, a real-time simulator is used to analyze the vehicle performance under
real operating conditions. Section [I.2] proposes detailed objectives of the project and

Section describes the thesis structure with a detailed description of each topic.

1.2 Objective

The main objective of this project is to deploy a real-time TV-MPC algorithm, which is
capable to maximize the wheels torque usage and distribution to enhance vehicle stability
and improve handling capabilities. The proposed vehicle model and the online parameters
involved will be validated using a simulation plant (VI-CarRealTime) by means of the
driver demands (maneuver). Hence, the developed controller also has to be validated in
both the simulated scenario and the real-time machine simulator. Based on the principle

objective short-term and long-terms goals are formalized:

e Configure vehicle database to be used in VI-CarRealTime and upgrade model with

desired configuration (powertrain, wheel-engine scheme, etc).
e Study the dynamics of the vehicle and obtain the parameters of the existing system.

e Design open loop maneuvers for the simulation and track maneuvers for the simu-

lator.

e Validate the vehicle model states with a reference model.
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e Design an optimal Nonlinear Model Predictive Controller (NMPC).

e Perform both offline simulations and real experimentation.

1.3 Structure

The document is divided into the following chapters:

1. Chapter 2: Background. The chapter is devoted to theoretical studies, recent

research and the approach followed.

. Chapter 3: Problem Statement. This chapter describes the problem definition

as well as the software used for the developed modules.

. Chapter 4: Vehicle Modeling. In this chapter, the kinematic and dynamic

models of the vehicle are detailed. The generation of references is also described.

. Chapter 5: Parameter Estimation. In this chapter, the parameters involved

in the vehicle dynamics have to be identified using physical measurements and sim-

ulation data.

. Chapter 6: Torque Vectoring design. The real-time control of the electric

vehicle applying an NMPC controller is described. The problem formulation as

well as the solver used are discussed.

. Chapter 7: Implementation. The implementation details and the subsystems

interaction are described. Moreover, both plant model and NMPC will be validated.

. Chapter 8: Results. Open-loop maneuvers results and real simulator results are

analyzed in this chapter.

. Chapter 9: Environmental, economic and social impact. This chapter pro-

vides an overview of the developed systems impact in the environment, economy

and society.
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9. Chapter 10: Budget. This chapter breaks down the budget to finance the the-
sis following a cost structure: time dedicated to development and cost of software

licenses, among others.

10. Chapter 11: Conclusions and future work. Eventually, summarizing conclu-

sions are provided which is essential for further development of this project.
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Chapter 2
Background

This chapter presents a literature survey of the development in Torque Vectoring tech-

nique in the last years and the approach carried out for this project.

2.1 Torque Vectoring problem

Torque Vectoring is a problem where a vehicle such as a four-wheel drive electric vehicle,
varies the wheel torque in a controlled manner to reach optimal vehicle dynamics, that
is, the torque distribution is done on each wheel so that it increases both handling and
stability among other purposes. Depending on the vehicle features and utility, the aim

will be focused on increasing the performance or the comfort and/or stability.

When the vehicle is driving straight, there is a longitudinal weight transfer while
accelerating. Rear wheels experience more load than the front ones. Drive torque is
equally distributed to the wheels and these rotate at the same speed. When the vehicle

decelerates, the behaviour is reproduced just in the opposite manner.

However, torque is only distributed individually along both halfshafts on the axles
during cornering. This happens due to the unequal weight distribution on both sides.
When cornering, the weight transfer goes from inner to the outer side of the car, leading
to loading more the outer wheels. Therefore, when cornering, TV sends more torque
to the outer wheels as they have more traction capability and the tire has a higher
vertical force. This additional push coming from outer wheels generates a yaw moment
which helps to turn the car into the corner. The outer wheels overspeeding causes a
yawing effect, without having to brake the inside wheels, which helps boost the cornering

capabilities of the car. This effect is depicted in Figure [2.1

27
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Figure 2.1: TV effect when cornering

Several strategies can be used to address the control the torque distribution in a TV

approach. However, most of them are based on controlling the moment along the vertical

axis of the vehicle, yaw moment (Lucchini et al.| 2020), or directly the yaw rate which is

the vehicle’s angular velocity about its vertical axis.

Torque distribution approaches have been implemented using a wide variety of control
algorithms. Among the traditional approaches, there are simple and advanced algo-
rithms. Regarding the simpler ones, it can be found a proportional-integral-derivative

controller (PID) (De Novellis et al., 2014) or a feedforward controller combined with a

PID. In adittion, more sophisticated controls have been proposed to address this prob-
lem such as Sliding Mode Control (SMC) (Haddoun et al.,2006) (or second-order Sliding
Mode Control, SO-SMC) and MPC (Metzler et al.,2020)). The latter provide enhanced re-

sults, although their computational cost is higher than the conventional PID approaches.

In recent years, intelligent methods have become more important. Neural networks

(Haddoun et al., [2006]) or fuzzy logic systems (Jalali et al. [2009), or even a neuro-fuzzy

approach (Parra et al. [2018) can provide good results with lower computational cost

although finding an appropriate number of layers and membership functions can be both

very challenging and time consuming.

Once a general overview of the methodologies of torque distribution have been covered,

most relevant research for the conceptual idea that is behind the thesis will be discussed.

In (Kang et al., 2012), a high-level controller for Four-Wheel Drive (4WD) EV con-

sisting of three parts (a supervisory controller, an upper-level controller, and an optimal

torque vectoring algorithm) is proposed. This controller computes the traction force
and yaw moment inputs to track the desired dynamics and leverages an optimal torque

vectoring algorithm to determine actuator commands.



Torque Vectoring Predictive Control of a Four In-Wheel Motor Drive Electric Vehicle

29

Along with the control algorithm used, there is a real-time requirement when the
control is designed not only to perform simulations but to be tested on a real vehicle. To
monitor and actuate over a vehicle, a constrained optimal control approach must handle
real-time constraints (Kasinathan et al., 2016). Thus, any computation and the control
action must be done before the specified time expires. If not, a loss of control may lead

to a dangerous and an undesired behaviour.

In the scope of active safety systems dealing with real-time constraints, most solutions
are focused in the control of the vehicle lateral dynamics by means of either implicit (con-
ventional) or explicit linear MPC formulations according to the problem dimensionality
and online computation capacity. In (Barbarisi et al., |2009), a yaw stability controller
based on a Linear Time Varying MPC (LTV-MPC) formulation and on a two-track

vehicle model using independent braking of the four wheels is presented.

Nonlinear MPC (NMPC) are proposed in the literature employing the real-time itera-
tion (RTI) scheme originally proposed in (Diehl et al. |2002b) on an autonomous vehicle
obstacle avoidance application using a nonlinear four-wheel vehicle model and a nonlinear
tire model to derive the track-dependent (spatial) dynamics (Frasch et al., 2013)). More-
over, in (Siampis et al., [2017) an NMPC strategy for the stabilization of a vehicle near
the lateral acceleration limit taking advantage of the rear axle electric torque vectoring
configuration is proposed. A nonlinear four-wheel vehicle model that neglects the wheel

dynamics is combined with a nonlinear tire model is considered.

A recently growing literature discusses the energy-efficient TV using multiple power-
tains. In (Parra et all 2020), a NMPC implementation for energy-efficient TV based
on the reference yaw rate and wheel torque allocation is proposed. The cost function
weights are modified through fuzzy logic that adaptively prioritize vehicle dynamics or

energy efficiency, depending on the driving conditions.

2.2 Proposed Approach

TV is a well established strategy, addressed in the literature in different ways, but it is
more focused on the simulation of small scale vehicles rather than commercial ones. High-
computational demand controllers were not suitable due to the computation limitations
of conventional automotive Electronic Control Units (ECUs). However, as time goes
by, the computational load that these units handle increases due to the adding of high
demanding ADAS in the production vehicles. So, a proper study of a real-time optimal
MPC applied to a real scale vehicle can be very promising to improve vehicle dynamics.

The complete description of the proposed approach taken is presented in Chapter [3]
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Chapter 3

Problem Statement

In this Chapter, the TV problem structure will be initially introduced in a global manner
allowing the reader to understand the context of the problem and later, the specific
approach to be addressed will be well defined. But before entering into further details
the MPC algorithm must be presented.

3.1 Model Predictive Control (MPC)

MPC uses a plant model to predict its future behavior by solving an online optimization
algorithm that allows to select the best control action so that the predicted output

matches the reference.

A key aspect of an MPC is that it is a multivariable controller that controls the outputs
simultaneously by taking into account all the interactions between system variables.
So, it can handle multi-input multi-output (MIMO) systems. Likewise, it can handle

constraints either physical, operating or safety limitations.

Another important feature is its preview capability, which is similar to feedforward
control. In addition, an MPC can easily incorporate future reference information into

the control problem to improve controller performance.

Once the controller capabilities have been described, the working principle will be
detailed. The control scheme can be seen in Figure [3.1] where MPC controller includes
the optimizer and the plant model. The reference, r, the control action, u and the plant
output, y are also depicted. Note that, as MPC handle MIMO systems the previous

signals are vectors.
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Optimizer

I Plant T
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Figure 3.1: MPC control scheme

The MPC follows a receding horizon control principle. Rather than optimizing for the
full trajectory into the future, the controller starts from the current time step considering
only the current states and then from there a look ahead is taken. Therefore, a limited
preview into the future is considered . The number of future steps is called
prediction horizon, H). So, the state is measured and the optimizer is tasked to optimize
the next time steps into the future. An optimal solution, sequence of inputs that brings
the states to the reference, that minimizes the objective function is obtained for the
given number of time steps. Only the very first optimized input will be applied to the
system and then, the new state is measured and a re-plan is done from there. The idea
is rather than playing out these inputs in open-loop, only the first input is applied and
later, measuring again where the system has evolved. The MPC prediction diagram can
be seen in Figure

PAST FUTURE
AT

Reference Trajectory
—s— Predicted Output
Measured Output
Predicted Control Input
— Past Control Input

—_— Prediction Horizon
< >

| | | | | | | | |

1 j T 1 1 1 1 1 ] »
+—r

Sample Time

k  k+1 k+2 » k+p

Figure 3.2: MPC prediction diagram

After applying the first input, the system will reach a given value that may not be
exactly where it was planned but the difference will be negligible if a reasonably accurate

plant model is chosen. Now, the system variables are measured and afterwards, the re-
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plan is done from there for the next H), in order to get the next trajectory. The MPC is
able to sort of capture these errors because we always crave the system for the true state.
In this way, the controller is also able to account for errors by re-planning. Feedback is
introduced, and the problem size is reduced, since planning it is only needed for the next

time steps but not for the whole trajectory.

3.2 TV general scheme

To facilitate the understanding of the general control scheme of a TV problem, a high-
level Integrated Chassis Control (ICC) scheme (Mazzilli et al., 2021) is shown in Figure
in which special emphasis is given to the elements that intervene in the system (Diez
. An integrated vehicle control system is an advanced system that coordinates

all the chassis control systems and components to improve the overall vehicle performance

including handling stability, ride comfort, and safety, through creating synergies in the

use of sensor information, hardware, and control strategies of different control systems.

Supervisory Control

Tre ference

High level | Lij
controller

Vehicle
model

Reference Yref @ ?/Jé
generator Z ;
Bre f ® ﬁq‘

(SN
(SN

State
estimation

>

Parameter
estimation

Figure 3.3: ICC control scheme

The main adopted framework in the literature is focused on a centralized control
scheme which leverages both captured data by sensors and provided by the driver de-
mands as inputs (steering angle, d; brakes, B; and throttle). The first layer found in the
ICC scheme is the Supervisory Control, which includes: a reference generator providing
the yaw rate and sideslip references (zp',ne #, Bres) and the torque reference; a state estima-
tor; and a parameter estimation, the latter ones based on the available measurements.

Moreover, state errors are computed to feed the next layer as well as states.
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The High Level Control layer can gather several high-level control systems and addi-
tionally Control Allocation module. The former uses the vehicle motion demands, i.e.
yaw rate reference, to compute the motor torques on each wheel in order to simultane-
ously deliver the longitudinal total force request and the vehicle yaw moment demand.
The torque request can be provided by either the Supervisory control layer or the driver,
or by the High-level Control layer. The only difference lies in the use of engine oper-
ating curves, as a throttle/torque map, and a computation from the yaw rate demand,

respectively.

These layers end-up with the computation of the wheel torque that will be applied to
the vehicle. The vehicle also receives the driver steering demand signal. Once the loop
finishes, vehicle variables are measured and estimated, and the procedure is repeated

until the vehicle is no longer used (turned off).

ICC framework addresses several control problems: TV, Electronic Stability Controller
(ESC), Anti-lock Braking System (ABS), Traction Control System (TCS) among others.
In this case, only the TV control is shown but it can be easily extended to incorporate
more controllers within the high-level control scheme. The main benefit lies on moving
from a peaceful coexistence architecture (PeC), in which each chassis actuation controller
is tuned separately, to a scenario where all controllers are regulated by a coordination

layer that acts as a brain.

3.3 Main Contribution and Outline

The complete design, integration and validation of an ICC problem are beyond the scope
of the thesis. Therefore, it has no sense to cover and model all systems due to their
great complexity and size, but rather to focus on the most interesting aspects of the TV

approach.

In order to present the addressed systems within the ICC strategy, a TV control scheme
is proposed in Figure The hypothesis and considerations taken into account will be

described afterwards.
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Figure 3.4: TV control scheme

First of all, as the project will be developed using either an offline or a real-time
simulator the driver demands will be provided by the simulator by means of the execution
of a driving maneuver and by the driver interactions with the vehicle (steering, pedals,

etc), respectively.

The Supervisory Control layer includes: a reference and boundary generator which
computes the total torque request from the motor pedal map using the wheel/engine
speed and the throttle (%) signals and the yaw rate reference; and a parameter estimation
module which identifies system parameters and compute both offline parameters at each
control iteration and online parameters at each plant iteration. Therefore, the parameters
that remain constant and those that vary over time are estimated and leveraged to

generate the references and to be used in the controller.

The estimation of the states is not addressed in this case. In any real case scenario, such
as a control setup in a real car, this module is fundamental. States have been considered
to be measurable as a simulator is used to carry out the experimentation. The load and
time it takes to design an appropriate state observer is devoted to the development of
other systems that are quite crucial for the vehicle stability and performance. In fact,
as the NMPC is a model based approach, an accurate vehicle model fitting will be great

for not being far from the expected behaviour.

If a real chassis platform were available, it would be necessary to capture the vehi-
cle states. Therefore, the information given by sensors, (i.e. gyroscope, accelerometer,

inertial measurement unit (IMU), engine current) should be processed and integrated.

The High Level Control layer incorporates the TV-NMPC module which computes the
optimal wheel torques that will be applied to the vehicle.
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3.3.1 TV specifications

With the overview of the T'V control scheme outlined, it is time to delve into the controller

specifications and the hypotheses that have been assumed.

The vehicle model is a four-wheel double-track nonlinear model, whose front wheels
can steer an angle, §, without rear-steering capabilities, which can be seen as a next
step to be integrated in the ICC logic. Lateral, longitudinal and vertical dynamics will
be considered to improve model fidelity. Regarding the tire forces, the longitudinal
tire forces are directly computed from the torque applied to the tires through the axle-
motor transmission ratio; the Simplified Pacejka model (Magic Formula) will be used
to model the tire lateral forces; and the normal tire forces are obtained considering the
contribution of: the static vertical load in each tire and the load transfer associated
with both longitudinal and lateral acceleration in steady-state cornering, including the

tangential acceleration and the sideslip rate.

The computation of the tire sideslip angles, assumes small angles and considers the
track width in each axle. Then, for simplicity, pure lateral and pure longitudinal slip

conditions will be considered instead of combined slip conditions.

The state variables are the sideslip angle, # and the yaw rate, w and the control
variables are the wheel torques, T;; being ¢ the front or rear axle and j the left or right
wheels. The controller variables are shown in Equation (3.1)). In Figure the control

variables, x, and manipulated variables, u, are shown within the four-wheel vehicle model

_TFL_

xr = [ﬁ], u= TrR (3.1)
(U TrrL
_TRR_
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Figure 3.5: Control and manipulated variables

Regarding the controller, the NMPC strategy works with a frequency of 100 Hz while
the plant works with 1 kHz, meaning that it updates the system variables 10 times
faster than the controller. The prediction horizon is not large due to the nature of the
problem to solve and the real-time constraint. The TV is continuously acting over time
not to reach the limit handling capabilities. Therefore, it is not necessary to have a large

prediction horizon in our system.

As far as the objective function is concerned, it must be said that it includes five
cost terms to minimize: the yaw rate error; the change in input (smooth behaviour)
throughout control executions; the torque error; the torque request error (difference
between the sum of all wheel torques and the request torque at each time step); and the
error of the current input with respect to the optimized one of the previous optimizer
call in order not to have input noticeable offsets over time. Several constraints have been

used to leverage the system knowledge to improve handling capabilities.

Throughout the development of this thesis, the different topics addressed will be de-
scribed in detail as well as the implementation and integration of subsystems in Simulink
with the aim of building a generalized control scheme that in addition to fulfill the per-

formance specifications satisfies the real-time constraint.
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Chapter 4

Vehicle Modeling

In order to correctly estimate parameters and carry out control techniques, the use of a
vehicle model is crucial regardless of the fact of having a vehicle model simulator. This
model must encapsulate most of the dynamics displayed in the vehicle, which implies a
trade-off between the model complexity or fidelity and the computational demand. Note
that when a controller is designed for real-time applications, there exists a restriction
related to computation efficiency which leads to a reduced computational load model

which can describe the essential dynamics of a vehicle.

The model is built according to the dynamic and kinematic equations given by a
four-wheel vehicle. The kinematic model provides a simple mathematical description
of the vehicle movement. The motion equations that govern the system are based on
the geometrical relationships. Several options can be found in the literature to carry
out the mathematical representation such as the classical bicycle (single-track) model
(Rajamani, 2011)) (see Figure [4.1)). This model is mainly used for estimating the vehicle
lateral dynamics by considering both lateral and yaw motions and neglecting longitudinal,

pitch, roll, and vertical motions.

However, there are many other options to model the vehicle lateral motion with a
higher level of complexity. These models are often integrated dynamical models that
consider both vehicle longitudinal and lateral velocities simultaneously, by observing the

tire slip angle.
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Center of
rotation
O = FX?"

Figure 4.1: Single-track vehicle model

Single-track models can explain a large part of dynamic behaviour during handling of
the vehicle, especially during stationary ride but these models do not take into account
the redistribution of weight in the lateral direction in dynamic conditions, nor the angular
oscillations of the vehicle around the longitudinal axis (Miloradovic et al.,[2019). For this
reason, the spatial two-track models of the vehicle are used instead, which observe the
behaviour of each tire separately and which may be used in the design of the electronic
stability control systems of the vehicle. Thus, in this thesis, the double-track model (Jin

et al |2019)) will be taken into account.

The double-track model assumes that the vehicle movement is planar motion. More-
over, pitch, roll, and vertical vehicle motions are neglected. When the longitudinal motion
is added and the dynamics for four wheels are also addressed for the single-track model,
the four-wheel vehicle model involves longitudinal and lateral motions and yaw motion

leading to the so-called double-track model.

4.1 Kinematic Model

Before describing the kinematic and dynamic equations, reference frames must be ad-
dressed. The inertial frame is denoted as (X,Y) axis and the vehicle frame as (z,y)
axis. The frames chosen are orthonormal, right-handed with the z-axis pointing up, and
the y-axis pointing left. The kinematics and motion equations are written with respect
to the vehicle’s center of gravity (CoG). In addition, the CoG is assumed to be located
halfway between the left and right side of the car.
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The kinematic geometry model is shown in Figure[d.2] The relation between the veloc-
ity of the vehicle with respect to the inertial frame is derived using vehicle longitudinal

velocity, v,; lateral velocity, vy; and angular velocity, w.

Y &

X

v

Figure 4.2: Kinematic geometry model

The kinematic equations are derived from the free-body diagram yielding to

X = vy - cos() — vy, - sin(0) (4.1)
Y = v, - sin(f) + v, - cos(f) (4.2)
b=i=uw (4.3)

where X, Y are the longitudinal and lateral velocities, respectively; 0 is the angular

acceleration; v is the yaw rate; and v, v, are the longitudinal and lateral velocities.

4.2 Dynamic Model

The double-track vehicle model is shown in Figure Note that the longitudinal and
cornering tire forces must be transformed to the vehicle frame in the front tires since
in the rear ones, both cornering and longitudinal forces match the vehicle lateral and

longitudinal forces. Thus, the vehicle forces in the inertial frame can be written as
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FFL = FFL . co5(8) — EFL . sin(9) (4.4)
FyFL = FF'L . sin(6) + FI'L - cos(6) (4.5)
FFR = FFR . cos(8) — FFR . sin(6) (4.6)
FyFR = FlFR - sin(d) + FCFR - cos(9) (4.7)

where 0 is steering angle at front wheels and F,ij correspond to the longitudinal /lateral

force, k = {x,y}, applied in the front/rear axles, i = {F, R}, and left/right sides, j =

{L,R}.
YV A
FRE
dr
RR \A
l Fy/
/
«—Lp—><«—Lp——>

Figure 4.3: Double-track vehicle model in inertial coordinates

The prediction model with yaw rate, 1), and sideslip angle, 8, will be used as the
internal plant of the NMPC and it is given by the lateral force and yaw moment balance

equations (Metzler et al., 2020)

B = mlvw [(FfL + FFRY . sin(6 — B) + (FyFL + FJR) - cos(d — ) s
—(Ff 4 FfR) - sin(8) + (B} + B} - cos(8)| = ¥

.. 1
V= [(FEL + FFR) - sin(6) - Lp + (FFE + FFR) - cos(6) - L
d
_(FEL"‘FER)'LR—(FJR—F;?R)‘COS((S)-TF (4.9)
d d
HE = BT - sin(8) - = — (B - B

where dp, dg are the front and rear wheel tracks, respectively, and Lg, L are the front
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and rear semi-wheelbase which is the distance from the CoG to each axle.

4.2.1 Simulation plant

The simulation plant works with a frequency of 1000 Hz, that is, the sampling time,
Ts = 1 ms. Typically, values of the order of milliseconds are used when the plant to be
controlled has fast dynamics. On the other hand, when the dynamics of the system is

slow, the sampling time can be increased up to the order of minutes.

4.2.1.1 VI-CarRealTime plant

Firstly, a vehicle simulator will be introduced. VI-CarRealTime is a virtual modeling
and simulation environment targeted to a simplified four-wheel vehicle model. This
tool include the ability to assemble the vehicle system by collecting its fundamental
subsystems, specifying dynamic maneuver schedules, launching standalone or Matlab-
Simulink embedded simulations, etc (VI-GRADE] 2021)).

The environment consists of:
e Symbolically derived parameterized equations of motion
e Pacejka tire model
e Virtual driver model

All system data could either come from experimental tests performed in a lab, or from

a virtual test performed within Adams Car.

Delving into the vehicle model, VI-CarRealTime contains a simplified model of a four-
wheeled vehicle. The vehicle is a reduced degree-of-freedom (DOF) model. It includes
only 14 degrees of freedom distributed as follows (see Figure .
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Rear Left Unsprung
Mass

Figure 4.4: CarRealTime vehicle model

The model includes five rigid parts:
e vehicle chassis (sprung mass)
e four-wheels parts (unsprung masses)

The vehicle chassis has 6 DOFs while wheel parts have 2 DOFs each (one for describing
the motion with respect to the vehicle body and the other wheel spin).

The VI-CarRealTime suspension does not have linkages or bushings, and the steering
system does not have parts for the steering wheel or rack. Suspension and steering
system properties (kinematic, compliance and component data) are described by lookup
tables using a conceptual approach. Other vehicle subsystems (brakes and powertrain)

are described using differential and algebraic equations.

The vehicle model’s intent is to accurately predict overall vehicle behaviour for cor-
nering, braking, and acceleration-performance studies for four-wheeled vehicles with

independent-front and independent-rear suspensions.

The simplified model is described in terms of commands and functions that use an in-
ternal development environment working as a symbolic manipulator tailored for deriving
multibody equations and a code generator. Given the model description, it outputs C
code for a simulation program for the particular model that is described. Parameters for
the model, i.e wheelbase, spring stiffness can be changed at run time and are passed in

by input files.

The simplified vehicle runs faster than real time, depending on the computer platform.

This makes the model potentially useful for Hardware in the loop (HIL) simulations and
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driving simulators. Because of the fast simulation times, the model is also useful as a
plant for controller design, and to do optimization in which a high number of simulation

runs are required.

4.2.1.1.1 BMW 320 dA

Once the simulation tool has been presented, the specific vehicle model can be described.
The simulation model will be a BMW 320 dA. Regarding the model configuration, the
definition of a vehicle model in VI-CarRealTime is done using the system files, having a

".xml" format and stored in vehicle database under "system.tbl" table.
The system file contains the following subsystems:

e Front and rear suspension

Steering

Body

Powertrain

Front and rear wheels and tires

Brakes

Auxiliary subsystems

The correlated vehicle model has been provided by the Vehicle Dynamics group of
Idiada. The powertrain subsystem has been modified to incorporate an engine per wheel.
Additionally, the torque map data has been modified to accomplish a commercial electric
car behaviour. This aspect will be described afterwards in Chapter [5| As for the wheel
properties, the tire property file contains the data of the Continental Premium Contact
6 225/50 R17 250 kPa tire.

4.2.1.2 Plant model

In addition, in order to simulate an external plant which acts as a real system, that is, it
can be used if there is a simulator absence or even to validate its behaviour comparing
it with the simulator. Thus, the chassis equations of motion (Zanon et al., 2014) are

written as follows

. 1
Op = vy ¢+ — (B + F o+ BEE o+ B (4.10)
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1
Oy = —ve -+ — (B B+ B4 F (4.11)
.. 1
1.12)
d d (
+ 5 (B = EP) + S (R - E)|

where J, is the moment of inertia of the chassis along z-axis and m is the car mass.

The vehicle longitudinal and lateral accelerations are derived in a straightforward

manner

ap = Dy — Uy - (4.13)

ay = Uy + Vg - (4.14)

4.2.2 Tire forces

In this section, a description of the forces and parameters involved to obtain the tire
forces will be shown. The longitudinal force of the tire is generated when the vehicle
is travelling in a straight line, during acceleration or braking. Then, the lateral force is
shown when the vehicle is changing its direction, during cornering. And the vertical tire
force is given by the weight of the vehicle and it also depends on the dynamic behaviour

of the suspension system.

4.2.2.1 Slip conditions

Before deepen into the longitudinal force aspects, an analysis of using whether pure or
combined slip is needed. This study gets simpler if we use as visual support Figure [4.5]
Pure slip is defined to be the situation when either longitudinal or lateral slip occurs in
isolation (Pacejkay, 2012)). The force is reduced when the other slip component is added.
This situation is known as combined slip. The decrease in force is explained taking
into account that the total horizontal frictional force cannot exceed the maximum value
(radius of friction circle or ellipse) which is given by the current friction coefficient and

normal load.
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Figure 4.5: Combined side force and brake force characteristics

For simplicity, pure lateral and pure longitudinal slip conditions will be considered

(Salehi et al., 2021)), (Pacejkal 2012). In order to illustrate the pure slip condition, the

brush tire model, a pure longitudinal slip side-view and a pure lateral slip top-view

schemes are shown in Figure [£.6l These slip conditions can be present when:

e The longitudinal component of the wheel velocity v, = v - cos(a) is not equivalent

to v, = Re - w, where R, is the effective radius of the rubber wheel when spinning

without an external torque applied to the rolling axis. In this case, longitudinal

slip is created.

e The velocity U, presents an angle o with respect to the tire symmetry plane which

is normal to the tire rolling axis. If this situation occurs, lateral slip exists.

Tire
symmetry ! I '
plane L—Vsy

Ey

Figure 4.6: Brush tire model, pure longitudinal slip and pure lateral slip

4.2.2.2 Longitudinal dynamics

Regarding the longitudinal forces, the forces are directly computed from the torque ap-

plied to the tires through the axle-motor transmission ratio, T'R, which translates the
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engine torque (directly proportional) and angular velocity (inversely proportional) to the
tires. Note that Tqij = Téj - TR, where Tf;,j and Teij correspond to the wheel torque and
the engine torque, applied in the front/rear axles, i = {F, R}, and in the left /right sides,
j={L,R}.

The longitudinal forces are computed as follows considering the wheel torques and the

effective radius of each wheel

i T
L/ —
k. ~RY

T

(4.15)

A more complex approach could be to use the Pacejka Magic Formula (MF) for the tire
longitudinal force either using pure longitudinal slip or combined slip conditions (Pacejka,
2012), or even posing the equilibrium of forces equation along the z-axis (Ghezzi, 2017)),
as shown in Equation . However, this approach contains nonlinear terms and
implies an increase in computational demand, so the model shown in Equation

will be implemented instead of it.

Note that the Pacejka’s tire model allows to compute the forces and moments acting
on a rotating wheel as harmonic functions of the lateral or longitudinal slip ratios. This
approach is interesting since the structure of the equations are not provided by any par-
ticular physical basis but they are mathematical expressions derived from experimental

analysis which fit a wide variety of tire constructions and operating conditions

my = F, f + Fop - Faero
~——
Inertia force Front longitudinal drive force =~ Rear longitudinal drive force ~ Aerodynamic drag force
— Ry — R, — mgsint
~—

Front rolling resistance force ~ Rear rolling resistance force ~ Vehicle weight force

(4.16)

4.2.2.3 Lateral dynamics
The lateral dynamics can be described using both linear and nonlinear models.

The lateral force is called the cornering force when the camber angle (angle between
the vertical axis of a wheel and the vertical axis of the vehicle) is equal to zero. At a
given tire load, the cornering force increases as the slip angle, «, does it (see Figure
(Vorotovi¢ et al., 2013)). In this example, for a < 8° (the specific value will vary from

tire to tire), the relationship is linear and the lateral force is given by
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Figure 4.7: Lateral force vs slip angle

FyY = Cpr-arp (4.17)
F?JFR:CFR-CMFR (4.18)
Ffft = Cpry - age (4.19)
FER — Cpp - 4.20
v =CRR-QRR (4.20)

where C;; and «;; are the cornering stiffness coefficients and slip angles of the fron-
t/rear, i = {F, R}, left/right, j = {L, R} tires. Note that the cornering stiffness is
defined as the negative of the slope of the curve for F, versus o at a = 0. Moreover,
when a > 0 yields a negative lateral force on the tire (points to the left) and therefore,

a positive cornering stiffness.

The linear model can be very interesting when the slip angle is small. However, when
this is not the case a more sophisticated model is required. Another way to describe
the lateral tire forces in pure lateral slip is done through the simplified Pacejka Magic
Formula (sMF), which consists on a nonlinear relationship between the lateral force, the
vertical load and the slip angle with fewer coefficients than the MF (Metzler et al.| [2020)),
(Baselgal, [2020). The sMF model enables to optimize the lateral force value from a wide

range of vertical load and slip angle curves. The lateral force is computed as follows

F;j =D;; - Sin(Cij ~tan” (Bj; - Oéij)) (4.21)

where D;; represents the peak value of the curve, C;; is the shape factor and B;; is the

stiffness factor.

The computation of the tire slip angles, «;;, assumes small angles and considers the
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track width in each axle

n
apr = tan™?! (W) —0 (4.22)

- L
app = tan™! (vy +Z df -0 (4.23)
Ve + t o
n
QR = tan 1 (’Uy :i df) (4.24)
Ve — S
— - L
agpr = tan~" w (4.25)
Ve + -

4.2.2.4 Vertical dynamics

The vertical tire forces are modeled considering the contribution of several terms. The
model incorporates the static vertical load in each tire and the load transfer associated
with both longitudinal and lateral acceleration in steady-state cornering, including the
tangential acceleration and the sideslip rate (Metzler et al.l [2020). The vertical forces
equations are based on the coefficients C,, Cy,, and Cy, and several parameters which

can be found as follows

F;‘L:lej‘slgatic_CE'af_CyF'v'(l&—i_ﬁ') (426)
FIR=FIl . —Co o+ Cyp v (9 + B) (4.27)
FF = e+ Oy — g0 (94 ) (129
FRR = pRE o+ Cy iy + Cypy v - (0 + ) (4.29)
1 Lr
Fl e = Fr e = SLr+ L™ (4.30)
1 Lp
Fzg?s[éatic = Fggatic = Qmmg (4.31)
1 h
c-1_h 4.32
T 9LrtLa (4.32)
Lr hp Kr n
o i 433
YF (LF+LRd+KF+KRd " ( )
Ly hp Kp W
o n 4.34
YR (LF+LRd+KF+KRd " (4.34)

where h is the vehicle center of gravity height; hr and hr are the front and rear roll center

heights, respectively; A’ is the distance between the roll axis and the vehicle center of
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gravity; d = % is the mean value of the front and rear wheel tracks; and K and

Kp are the roll stiffness values of the front and rear suspensions, respectively.

4.2.3 Vehicle stability and handling

The vehicle characteristics depend on the relationship between the front tires and their
slip angles, ap and agr. Additionally, the relationship for the front steering angle dp,
the turning radius R around the center of rotation, the wheelbase L, and slip angles is
described as follows (Andersson), 2008)

L
5F:ﬁ+ozp—a3 (4.35)

Note that each tire slip has been previously obtained in Equations (4.22]), (4.23)), (4.24)

and (4.25)). The previous relationships give a sense that the steering angle is not only
affected by the turning radius but also by the slip angles.

In order to obtain the turning radius, it is necessary to find the center of rotation O
of the double-track model (see Figure , assuming that the steering angle of the front

axle dp, is the mean of the inner and outer wheel steering angles d;, d,

5= 2t % (4.36)
2
A
L
<« drp— >
Figure 4.8: Double-track vehicle model for measuring the turning radius
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The turning radius is computed below

R =\/L% + L?cot?$ (4.37)

cotd = M (4.38)

The slip angles difference can be substituted by a term that includes a gain, K, that

is called the understeer coefficient or understeer gradient

L VvZ L a
F R + Hys gR R + Koys g ( )

The previous equation is crucial for the steady state vehicle handling behaviour. K,
is function of the tire cornering stiffness and the weight distribution on the front and

rear axles

Moreover, K,s can be measured by means of an understeer gradient test. This step
is fully described in Chapter [5] The understeer coefficient depends on the relationship
between the front and rear slip angles. The steady state handling characteristics can be

divided into three groups according to the value shown by K:

K,s =0, Neutral steering
Kus <0, Oversteering (4.41)

Kyus >0, Understeering

The tendency for a vehicle is to have an understeer behaviour. This is the case when a
vehicle turns less than the required steering angle which implies that front tires struggle
for adherence. This lost of adherence while cornering, forces the vehicle to go wide on
a turn, i.e. moving away from the apex. On the other hand, an oversteer behaviour
occurs when the rear tires reach the limit of adhesion in a corner before the front while
cornering. Thus, the vehicle turns more than the angle requested by the driver through

the steering wheel. In Figure [£.9] these two behaviours can be clearly seen.
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Figure 4.9: Understeering (left) and oversteering (right) behaviours

The characteristic velocity, Vi, is used to describe the phenomenon of a vehicle which
understeers, and it is defined as the speed required to perform a curve to double the
Ackermann steer angle when the velocity is zero (the front and rear slips ap and ap are

2L

equal). This means that the vehicle is neutral steered, 0y = R

The characteristic velocity can be determined considering the front and rear wheel

cornering stiffness (cqr, car); and wheelbase distance, L; and the front and rear semi-

wheelbase distances (Lg, Lg), respectively (Borner and Isermann, 2005)

_ CaF (t)CaR(t)L2
m(caR(t)LR — CaF(t)LF)

(4.42)

In order to check the stability of a vehicle, from the characteristic velocity equation a
stability condition can be extracted according to the Hurwitz stability criterion (s —A =
0). This leads to the following stability conditions (see Table [4.1).

Stability condition | Driving situation | Stability condition | Driving situation

V2

1+ V:éh >0 Stable VC% >0 Understeering
1+ ‘gb =0 Indifferent VCZh =0 Indifferent
1+ “//”52 <0 Unstable th <0 Oversteering

ch

- - V2 — o0 Neutral steering

Table 4.1: Stability and driving conditions

The online computation seen in Equation (4.42)) lies in increasing the computational
demand. In the literature, the characteristic velocity is mostly considered as a constant

parameter (see Equation (4.43)) (Andersson, [2008]), (Milliken and Milliken, [1995)). The
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characteristic speed can be computed once and used as a constant value

gL

4.43
K (4.43)

Ven =

In Figure extracted from (Isermann, |2021)), the range of characteristic velocities
for cars is shown, ranging from 68 to 112 km/h. The lower bound correspond to a
limousine and upper bound to a sports car. Note that the smaller the characteristic

velocity, the higher the tendency to understeer.

North American
cars (Milliken)

ELIl'OpEEIIl cars

T M 1T 1T 1T B 1 g, [km/h]
60 80 100 120 -
limousine sports car

Y

tend ency to oversteer

Figure 4.10: Range of characteristic velocities

4.3 Reference generation

In order generate the references to be followed by the vehicle model, a set of considerations

must be taken into account.

e Driver inputs: the driver steering and the throttle will be given by the driver, so the
generation of references for these signals will not be necessary. The aforementioned
inputs will be provided by the driver according to the corresponding maneuver.

This step will be described afterwards in Chapter

e Yaw rate reference: the desired yaw rate allows a better lateral dynamics control

than if it were not considered.

e Torque request: torque presented by an electric vehicle measured in longitudinal

tests at Idiada facilities with a dual motor configuration and which represents the
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distribution reference between front and rear axles depending on the speed of the
car and the throttle of the driver in situations where lateral distribution is not

necessary.

4.3.1 Yaw rate reference

Yaw rate tracking can be formulated mainly following two approaches. The first one con-
siders the steady-state value of the reference yaw rate as a function of the steering angle
and the understeering coefficient (Mazzilli et al., 2021). On the other hand, the other
approach takes into account the steering angle as well, and the characteristic velocity.
In addition, this second approach, incorporates a yaw rate saturation inequality (Chen

et al., 2016)).

The first approach presents the yaw rate reference, ¢T€ 7 formulation in Equation (4.44).
For a given speed, it brings a linear dependency of the reference yaw rate on steering
angle. This formulation is appropriate for systems which intervenes occasionally, i.e
considerable yaw rate errors. However, it could be non-ideal for continuously active
systems (Lu et all 2015), since it is desirable for drivers to feel a progressive transition
from the linear region to the terminal understeer condition, and therefore, be aware that

the driver is approaching the cornering limit.

Urep = LJr‘I/(ZsVﬁ op (4.44)

The formulation of the second approach can be found in Equation (4.45)). The reference
yaw rate is proportional to the steering wheel angle within a certain range of vehicle
velocities when the sideslip angle at CoG is not big. Moreover, the term that is dividing
is related to vehicle stability that acts as a inverse gain which reduces the reference yaw
rate when the vehicle velocity reaches high velocities, i.e 120 km/h, in order to avoid
a high steering wheel sensitivity at high velocities. The desired yaw rate is limited by

the maximum force the road can provide through the road friction coefficient, u, (see

Equation (4.46).

A

o (4.45)

ch

W‘}ref|: ’lgx

<

(4.46)

In Figure[4.T1] there exists a comparison of both approaches for a ramp steer maneuver
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in which the steering angle increases at 80 and 120 km/h. The yaw rate reference is
quite similar between the approaches and velocities until reaching 0.45 rad/s but as the
steering angle increases the saturation approach yields a lower (saturated) value resulting
in a lower steering wheel sensitivity while the first approach still increases the yaw rate

reference. Hence, the second method will be the one used for the simulations.

Yaw rate reference
T T

0.8 T

07k = = 1% approach v
= = 2" approach

o

o
T
\
|

o
3
T
\
L

Yaw rate reference [rad/s]
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: :
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=}
N}
T
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|

o
T
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|
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Figure 4.11: Comparison of yaw rate reference generation approaches

4.3.2 Torque request

The torque request generator is essential since the Torque Vectoring strategy considers
the distribution reference. In fact, this distribution is taken into account in the cost
function of the optimization problem and is modified by a certain gradient in order to
meet the rest of the objectives of the cost function, such as the reference yaw rate.
Moreover, the torque gradient with respect to the reference is not given by axle between
right and left, but simultaneously to the four wheels so that the total torque request
remains the same as that initially computed. The cost function of the NMPC problem
that will be described in Chapter [6]

The torques are obtained through a 2D LookUp table for the front and rear engine
torques whose inputs are the motor angular velocity and the percentage of throttle ap-
plied. First, we need to convert the wheel angular velocity to the engine and then, the

engine torque to the wheels. The Simulink scheme is shown in Figure [£.12]
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Figure 4.12: Torque request generation

T_RR

In order to be able to predict correctly lateral forces a passive (without controllers)

correlation has been done between VI-CarRealTime values and Simplified Magic Formula
used in the NMPC plant. This step will be described in Chapter 5] The LookUp table

uses the current velocity and the throttle input to generate a total torque request.
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Chapter 5

Parameter Estimation

In this chapter, the parameters involved in the vehicle dynamics formulations and in the
generation of references will be identified. The parameters can be obtained through two

different approaches:

1. Physical measurements: both data catalogues and physical measurement are in-

cluded in the real measurable parameter group.

2. Parameter estimation: include the parameters that cannot be directly obtained
from sensor data but applying intermediate computations or parameter estimation

techniques to measured data.

In a real case scenario, i.e. using a car such as the BMW 320 dA, the dynamic
equations of the vehicle are not available, so parameter estimation is essential. Therefore,

the unknown parameters must be adjusted with real operating data.

On the one hand, in Section [5.1 the parameters are obtained from direct measure-
ments. On the other hand, Section is devoted to the description of the parameter

identification steps using.

5.1 Physical Measurements

The measured parameters have been obtained using the ZePerfs catalogue (ZePerfs, 2021])
and the sensing of parameters during real maneuvers at Applus IDIADA proving ground

(test tracks). The measured parameters can be seen in Table

59
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Symbol Description Value Unit
m vehicle mass (kerb weight) 1619.4 kg
J, vehicle moment of inertia along z-axis 2807 kgm?
Lp distance from CoG to front axle 1.385 m
Lp distance from CoG to rear axle 1.466 m

L vehicle wheelbase 2.851 m
dp front wheel track 1.570 m
dgr rear wheel track 1.585 m
R, unloaded radius 0.3298 kg
s road friction coefficient (dry) 0.9 -

g gravity constant 9.81 O
Ven characteristic velocity 110 sz
K understeer coefficient 12.2215 dég

Table 5.1: Vehicle parameters

5.2 Parameter Estimation

5.2.1 Least-squares fitting

The goal of the least-squares (LS) method consists of adjusting the parameters of a model
function to optimally fit a data set minimizing the sum of squares of the differences in
the ordinates between the points generated by the chosen function and the corresponding
values in the data. So, the aim lies in finding the vector of parameters given a set of
experimental input and output data so that it minimizes the cost function (MathWorks,

2022c). The following optimization problem is formulated

1 N

min [|Iy[[* = = > ("0 — )’ (5.1)

k=0
where y,, = ©70 is the estimation model, ¢ is the vector of inputs, 6 are the parameters
to be identified and y;, is the set of measured outputs. Moreover, Equation can be
solved analytically if the inverse of (@70 — y) exists due to both the parameterization

linearity and that the parameter vector implies that the cost function becomes quadratic.

The least-square estimate is given by

A L [X -1 N
O = min LEZ:OWOT] Lzzosoyz] (5.2)

Additionally, both linear and nonlinear least-squares problems can be addressed de-

pending on the characteristics of the model selected to fit the observations.
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5.2.2 Parameter identification

Once the fitting technique is formulated, the parameter identification step can be de-

scribed with the particularities of the different parameters.

5.2.2.1 TUndersteer coefficient

Regarding the parameters that cannot be directly obtained from input data, an experi-

ment must be carried out to measure the understeer coefficient, K.

A ramp steer maneuver is performed with a constant longitudinal speed of 30 km/h
and increasing the steering wheel angle, SWA, from 0 to 60 degrees. Note that this
gradient test could be also performed with a SWA ranging from -30 to 30 degrees but as
the vehicle is identical from the point of view of the longitudinal axis this SWA is not
necessary. The understeering gradient can be computed taking into account the partial
derivative of the steering angle with respect to the lateral and evaluated at zero lateral

acceleration (Tse, 2018)

o L

Kus - 4a_ T
2
80’?/ ay=0 Vx

(5.3)

It is crucial to have a longitudinal speed that is around 30 km/h and does not differ
much from this value during the test. This speed is relatively low compared to a general
highway driving speed, precisely with the aim of reducing the likelihood of a loss-of-

control.

This maneuver will be generated in VI-CarRealTime as well as the NMPC validation

maneuvers that will be described in Chapter [8]

The first step lies on identifying the slope of the lateral acceleration (z-axis) and
steering angle (y-axis). The computation of the slope at zero lateral acceleration is done
by means of a linear least-squares fitting for the lateral acceleration range (1 - 3) 7. The

slope of the first-order polynomial is

% — 199915 99

(5.4)

m
8ay ay=0 s2

This fitting has been validated using a SWA gradient metric test using a tool provided
by IDIADA that uses the real car model leading to 12.2198 %;9. In Figure both
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fittings are shown.
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Figure 5.1: SWA gradient computation

Once the slope has been computed and validated, the understeer gradient is obtained

d
K,s = 9.8693 %, K,s > 0 — Understeer behaviour (5.5)
2

Moreover, the characteristic velocity, V., is obtained performing driving tests in the
Proving ground of IDTADA instead of computing the Equation (4.43]) which would have
been less reliable than doing a test with the real vehicle, V,;, = 110 km/h. Therefore,

considering the K,s and V., values, the stability conditions are verified leading to an

2
stable driving situation (1 + Ve > 0) where the car understeers (V3 > 0).
ch

\%

5.2.2.2 Pacejka coefficients

In order to be able to predict correctly lateral forces, a correlation has been done between
VI-CarRealTime data and Simplified Magic Formula used in Equation for the
lateral forces. The non-linear least-squares (NLSQ) method will be useful to estimate
the set of coefficients {d, b, c} from the lateral force which depends on the tire slip angles
EY (cij). Note that VI-CarRealTime has a tool called Tire Testrig where the user can
simulate the tire forces under specified conditions for a range of values that resultant

lateral forces depend on.

In this case, the camber angle which is the angle between the vertical axis of a wheel

and the vertical axis of the vehicle, and vehicle speed are variables that are considered
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invariant on the NMPC model and only the vertical force and lateral sideslip angles are
the ones responsible for varying the lateral force. For a range of -15 to 15 degrees slip
angles and vertical loads from 50 N to 8 kN (each 883 N) the obtained curves can be
seen in Figure

Lateral force vs Lateral slip

8000

i Fz=50N

N Fz=933N
sooo Fz=1817N| |
O\
N Fz = 2700N
Fz=3583N
4000 —~ Fz = 4467 N
— Fz=5350 N
2000 | Fz=6233N| |
I Fz=7117N
= Fz = 8000 N
>~ 0r ]
[T
-2000 1
-4000 | - -
-6000 | —
-8000 . : . :
0.3 0.2 0.1 0 0.1 0.2 0.3

Lateral slip [rad]

Figure 5.2: Lateral force vs slip angles

The dataset has a size of 10 x 2 x 5 - 10° pair samples, so it must be filtered to work

properly. The filtering consists on two stages:

1. Select the unique data pairs and compute the mean of the hysteresis values, yielding

to a lateral force unique value for a given slip angle.

2. Round up the slip angles data to two decimals so that the dataset is reduced and

the resolution of the slip angles is still representative (0.01 rad = 0.57).

After filtering, the dataset is reduced to 10 x 2 x 53 samples. Now, the nonlinear
least-squares fitting is used to obtain the matrices of parameters for the slip angles and
lateral forces pairs. For this purpose, the fitting has been divided into two slip angles
intervals [—15,0] and [0,15]. Thus, the curve fitting will be more accurate since it is
applied for the negative and positive slip angles and then merged for o = 0. The fitting
for all the cases has been tuned by means of the initial values and tolerance to reduce
the error given by the model and measures difference. The fitting can be seen in Figure
where MF(-) and MF(+) stands for the Magic Formula lateral force values using the

coefficients estimated for the negative and positive slip angles, respectively.
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Lateral force vs Lateral slip
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Figure 5.3: Lateral force fitting through Pacejka coefficients

5.2.2.3 Tires radius

Another important aspect to be analyzed is the radius of each tire, the tires radius vary
over time due to several factors such as the car load, the surface of the contact patch, the
camber angle, etc. However, the unloaded radius, R, can be compared with the evolution
of the dynamic effective radius, R, in order to see if the difference is negligible letting
to use a constant rather that computing each time step the radius of each tire. The
vehicle plant provided by VI-CarRealTime allows to access the car output data during a
test. Thus, a comparison between the effective radius computed each time step and the

unloaded radius is shown in Figure
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Tires radius evolution
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Figure 5.4: Tires radius evolution
It can be seen that the dotted line, R, is close to the effective radius in each wheel.
The maximum error found is 2.1 mm with respect to the front left tire which is assumed
negligible. Therefore, the unloaded radius will be enough to be incorporated to the
vehicle model. Likewise, the computation load decreases by not computing the effective
radius each time.
5.2.2.4 Torque pedal map
The car performance depends on the torque available, it is provided by each electric
engine located at the left and right side of both front and rear axles. In order to build
a torque pedal map, firstly, the engine curves are necessary to know the relationship
between the engine angular speed (rpm) and the torque (Nm).
For this purpose, the Tesla Model S whose torque is around 640 Nm has been to used
to extract the car torque map. This vehicle has 2 electric engines located at the front and
rear axle (dual motor configuration). Thus, in order to build a four-in-wheel motor drive
scheme, each engine will be split giving rise to the scheme shown in Figure [5.5 where
each wheel is directly related with only a single engine.
ain
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Figure 5.5: Four in-wheel motor drive scheme

It is necessary to redistribute the torque of each axle to every single engine. Firstly,
the distribution is set to 35:65 regarding front and rear axles. Then, the torque map
is obtained from a matching different signals (throttle, torque, power, gear, etc) from a

dyno (bench) test. In Figure both front and rear axle torques are shown.

Front and rear engine torque map
250 T T T T T T 400

T
Throttle (%) Throttle (%)

Front torque [Nm]
Rear torque [Nm]

-100
50 - 4

100 L I L L L L 200 L L L I L L
0 10 20 30 40 50 55 0 10 20 30 40 50 55

Data samples

Figure 5.6: Front and rear axle torque map

Then, setting a 50:50 torque distribution takes place, for the each engine with respect
with the initial dual engine configuration at front and rear axles. The front left and right,

and the rear left and right torque maps can be seen in order of appearance in Figure
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Front and rear engine torque map
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Figure 5.7: Front (left and right) and rear (left and right) torque pedal map

100

To validate if the identified parameters are both feasible and reliable, several maneuvers

are performed. This step will be described in detail afterwards in Chapter [7]
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Chapter 6
Torque Vectoring design

The section addresses the real-time control of the electric vehicle applying an NMPC
controller. The vehicle control inputs vary every optimization step over the prediction
horizon based on the vehicle model and constraints. The developed algorithm is validated
in two stages: first, in a simulated scenario and afterwards, in a real-world scenario testing
different driving maneuvers in both stages. Besides the previous aspects, computation
time in each optimization window is monitored so that it does not exceed the sampling

time and the real-time specification is fulfilled.

In the next Section a nonlinear double-track vehicle is developed. In Section
the objective function with constraints are described as well as their significance. Then,
in Section the solvers particular formulations are developed. Moreover, a deeper

analysis of the maneuvers and scenarios is carried out in Chapter [

6.1 Internal plant model

The prediction model is a double-track vehicle model, with yaw rate, ¥, and sideslip
angle, (3, as states and the wheel torques as inputs, [Trr, Trr, Trr, Trr]. The nonlinear

model structure is presented below

&= f(x,u) (6.1)
where _ .
Trr,
[5] Trr
z=1.], U=
( TrL
_TRR_
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The continuous second order nonlinear model is shown as follows
; 1 1 . FL FR
B = [(TFL+TFR)-—-sm(é—ﬁ)—i—(Fy + F, ) - cos(0 — B)
MUy R, (6.2)
1 . '
—(Tre + TgrRr) - R sin(B) + (F;™ + F;™) - COS(B)} -
(A
1 1 , FL FR
P =— {(TFL +TrFR) - i sin(d) - Lp + (F,’ " + F,) - cos(d) - Lr
z u
1 FR _ 1-FR dp
_(TRL =+ TRR) . Rf -Lp— (Fy — Fy ) . 608(5) . 7 (6.3)
U
L. dp RL _ -RRy 4R
+(Trr — TFR) - R sin(0) - - = (B = B - =
6.2 NMPC algorithm
The NMPC pseudocode can be seen in Algorithm [T}, which provides a high level overview
of the real-time deployment. The system setup is initialized by the measures of the
vehicle states, inputs (null at time ¢ = 0), driver demands (driver steering, 4, and brake
signals, B) and parameters.
Algorithm 1 Torque Vectoring NMPC Algorithm
Input: Current vehicle states (zy), past control inputs (ug_1), driver steering (dx) and
brakes (By)
Output: Vehicle states predicted and wheels torque over the prediction horizon (zxy1),
VE=1,...,H,
g < vehicle model states initialization
po + input parameter initialization
MPC setup
Qex7 QT‘ua Q8u7 Q857 Qea Welghts Setting
while Vehicle is moving do
T < update vehicle model states
p < update parameters
[2,%Z] < update optimization bounds
[ﬁ, h] « update inequalities bounds
Z, U < NMPCsolve(Z,u_1,p)
U_1 < ﬁ[O}
Apply control action 0]
end
There are also two key aspects that must be considered. Firstly, it is necessary to set
a initial guess to start the solver at time (¢ = 0) and secondly, it is crucial to set initial
conditions for each problem instance.
,ED
&y
Ut
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The objective terms, the equality and inequality constraints (fx, cx, hy) are generated
over the prediction horizon by means of the current parameters, pg, vehicle states, previ-
ous inputs and selection matrix, Ey. The NMPCsolve() function optimizes the optimal-
control sequence to be applied to the system over the horizon to follow the reference
trajectory that for instance can be provided by the driver demands once a maneuver has
been designed. At the same time, the NMPCsolve() function minimizes the objective

function and meets the constraints.

6.3 NMPC formulation

The NMPC-based vehicle Torque Vectoring control is focused on achieving real-time

performance to enable implementable solutions in the real world.

The NMPC strategy works with a frequency of 100 Hz, that is, the sampling time is,
Ts = 10 ms which means that plant (75 = 1ms) updates the system variables 10 times
faster than the controller. If a more exhaustive time constraint is desired it is necessary
to reduce the sampling time of the controller but the real-time specification cannot be

exceeded.

On the other hand, the prediction horizon, H,, is the length of time into the future
or the number of future time steps, which in this case is set to 5 steps that correspond
to 50 ms. Regarding the selection of H, = 5, there is a trade-off between the controller
being reactive and its control effort not being too great and at the same time not to

overpass the real-time constraint.

6.3.1 Cost function

The objective function Jj, for the NMPC problem (N = H,,) is formulated as a quadratic
optimization problem that is solved at each time k£ to determine the control actions

considering that the values of x; and wug_1 are known
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JQI JAu
N-1 - N-1
= ref — ref — Aug Q,, A
Aqur,llltg,szk kZ_O (Tret = k) Qe, (Trer — 1) + kZ_O ug Qr, Aug +
Ju Jer
N-1 N—-1
+ (U/ref - 'U,k) Qeu uref + Z eTreq Qeg eTreq) + )\é.T +
k=0 k=0
Ja
T
+ (u(k:O) - Ufl) Qe (u(k:()) - u71) (6.4a)
k=0
st. wpr1 = f(zg, uk) (6.4b)
Atpin < Auk < AUmax (64C)
Umin < Uk < Umax (64d)
Tmin < Tk < Tmax (646)
Aﬁmin S (u(kzo) - u—l) S Aﬂmax (64f)
—Treq+ &0 < (Trr + Trr + Tre + TrR) < Treg — &7 (6.4g)
To=7T (6.4h)
u=1a (6.4i)
&r>0,A>0 (6.4)
Vk=0,...,N, (6.4k)
where CTyeqg = Treq (TFL +Trr+Trr + TRR)
AafL ] (035 Auin AGEE ] [0.35 - A
Adgfi| 035 Aumin | {ALE ] |0.35 - A
- ’ max -
Adigin = | Aultt 0.65 - Atmin AGRL 0.65 - Atlyyax
(At 065 Auin | Al 065 Aumax]|

Qr,

Qr
Tu?
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where (Je, is the yaw rate error weight; )y, is the torque rate weight; )¢, is the torque
error weight; Qe, is the torque request error weight; and @, is the input change (U(r=0) —
u_1) error weight. Then, Auy = (up — ug_1) - T;l is the torque rate and Z is the initial

state at the beginning of each horizon. The optimization variable are the elements of the

input sequence

U={up, w1, ..., un—1} (6.5)

The developed cost function for the NMPC problem consists of five cost functions (see
Equation (6.4)). The first term consists of the yaw rate error, Jg, = JQ¢7 to minimize

the error to reach the reference value.

The second term in the cost formulation is related to the torque rate, Ja,,, ensures the

change in input to be smooth also called as slew rate.

The third term takes into account the torque error, J,. This way, the input cost

function tries to minimize the effort or energy input to the system.

The fourth term consists of the torque request error, Jg,.. This term tries to minimize
the difference between the sum of all wheel torques and the request torque at each time
step. In addition, we add a linear penalty term inside the fourth term to punish large
positive &7 values using the hyperparameter A > 0. Here, a penalty term linear in &7 is

used.

Moreover, there exists an extra term that only applies in the first iteration of each
optimization window related to the error of the current input with respect to the op-
timized one of the previous optimizer call, J;, which aims to smooth the input change
(u(x=0y — u—1) through successive optimizer calls in order not to have input noticeable
offsets over time which could cause that there is no continuity of the torques, yielding to

difficulties in the optimization.

The formulated optimization problem is a nonlinear problem due to the nonlinear
dynamics of the system. The predicted states over the finite prediction horizon are
computed from the current states and the predicted control inputs that take into account

the previous solution.

The NMPC input is applied following a receding horizon fashion (Charitopoulos and
Dua, 2016) that involves repeatedly solving a constrained optimization problem, using
predictions of future costs, and constraints over a moving time horizon to choose the
control action. At each time step the previous formulation is solved with zo = z(k),

control input u_; = u(k — 1) and an optimal sequence u = {ug,...,uny—_1} is obtained.
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The first input ug provided by the optimal control sequence is applied to the system at
time k. Then, at time instant k£ = k + 1, the system evolved at new state xz(k + 1) which
is measured or estimated and the whole process is repeated until reaching the prediction
horizon length (Chaubey, 2021). Thus, the control law depends on both the current state

and the previous input (and the gain, K) as follows

u=K(z(k), u(k — 1)) (6.6)

Moreover, a set of proportionality constants {0.35,0.65} for the front and rear wheels,
respectively, has been added to @, and {Admin, Alimax} in order to the include the
engine torque difference between front and rear wheels. The engines placed at the front
wheels contribute a 35% and the rear wheel engines a 65% of the total torque provided

by the vehicle.

6.3.1.1 Constraints

In the NMPC formulation (6.4)), there are constraints whose meaning will be described

in the following sections:

6.3.1.1.1 Hard Constraints

These constraints are the ones that the solver solution must satisfy. If it is not satisfied
at a given iteration, the solution is infeasible and therefore, the manipulated variables
which are the torques will be set with the previous step value, that is, u(k) = u(k — 1).
Thus, if the infeasibility is not resolved in the next steps it can continue indefinitely and

that can finally cause a loss of control (MathWorks|, 2022b)).

The model equalities (see Equation (6.4bf)) involve the lateral force and yaw moment
balance equations (see Equations (6.2) and (6.3))); the slip angles found in Equations
(4.22)), (4.23), (4.24) and (4.25)); and the lateral forces found in Equation (4.21)). In the

solvers section (see Section [6.4)), some extra terms are added due to the particularities

of the solver. These equations represent the vehicle dynamics and must hold under the
prediction horizon so that the dynamics of the internal plant of the controller reproduces

what is observed in simulation plant for any maneuver.

Equations (6.4c)), (6.4d]), (6.4€)), (6.4f) are also hard constraints that must be fulfilled.
Regarding the lower and upper bounds for the torque applied to each wheel (in [Nm]),

there are physical constraints that limit the engine torques, T,. The lower bound values

are provided by the minimum values allowed for each wheel, T3, in the BMW 320 dA
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pedal map database

TFE —-32
TFR —32
Ty=|"pr| =L TR L= (6.7)
Tk —70
TRRE —70

On the other hand, the torques upper bound is limited by the minimum value obtained

for three different conditions (Ghezzi, |2017)):

T = min(Pedal map, Road adhesion, Friction ellipse) (6.8)
= mln(ﬁ, ’Tygax,adhL |Trlrjbaar,f7"ict’)

e The Pedal map of the engine torque, T¢, limits the maximum torque to be applied

to each wheel, T,,:

[ TFL] [108]
__ |TFR| 108
T,= |2 | =T.. TR, T,= (6.9)
TFL 200
w
TR 200

e The Road adhesion coefficient involving the vertical load F¥ , the longitudinal

friction coefficient, ufcj and the wheel radius, R:

frac = uJFYR (6.10)

mazx,adh!

e The last condition comes from the compliance of the Friction ellipse equation on
the tire (Schofield et al [2006), (Schofield and Hagglund, [2008)):

Y ()
+ =1 6.11
(Fx,maz Fy,max ( )

The maximum longitudinal and lateral forces of each tire can be computed from

the longitudinal and lateral friction coefficients and the vertical load

F = 12 612
g
N

=
X an )B
Feccl

m
-
(72}
o
W



76

Chapter 6 — Torque Vectoring design

F e = 1 FY (6.13)

y,mazx

Eventually, the Friction ellipse derived bound is given by

- 9
A | = Ryl Fis (1_< 1 > ) (6.14)
mazx, frict! o L2 ij tj ’

fj F

6.3.1.1.2 Soft Constraints

On the other hand, when a constraint is soft, the controller can deem a manipulated
variable optimal even though it predicts a violation of that constraint. Therefore, when
working with soft constraints quadratic programming (QP) infeasibility does not occur.

However, the controller can decrease its performance.

Equation ((6.4g) is allowed to be slightly violated using the slack variable £ since we
want that the applied torques be as closer as possible to the vehicle torque request without
overshooting it. This way, a linear penalty term has been added to the objective function

to punish large positive values of {7 through the hyperparameter A (see Equation (6.4al)).

Note that if the problem solution is infeasible the constraints in which the variables

involved in are not quite crucial, these could be relaxed to try to get a feasible solution.

6.4 Solvers

In this section two different approaches will be considered. Firstly, YALMIP and after-
wards, FORCES Pro.

6.4.1 YALMIP

YALMIP (Yet another LMI parser) is a free MATLAB toolbox for rapid prototyp-
ing of optimization problems. YALMIP can be used for linear programming (LP),
quadratic programming, second order cone programming (SOCP), semidefinite program-

ming (SDP), mixed-integer programming (MIP), etc (Lofberg) 2004).

YALMIP is a high-level modeling language for optimization in MATLAB and allows
to write self-documenting code that is expressed following a mathematical description of

the optimization model
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N-1
min 3y Pry + Z z; Qry + uj Ruy,
k=0
st. zo==x
(6.15)
Tpy1 = Az + Buy
r<z. <7
u<up<u

6.4.1.1 YALMIP implementation

In order to work jointly with YALMIP and Simulink, an NMPC object creation step
should be done since creating an NMPC object each time does not have sense in terms
of computational demand and the meaning of the object as the structure does not vary

between optimization steps.

Firstly, the optimizer object is built gathering the optimization aspects, inputs and
outputs of the NMPC problem. So, the aim is to pre-initialize the solver offline in order
to be called online afterwards inside the Simulink scheme. This object contains the code
that carries out the NMPC optimization problem considering the sdpvar, YALMIPs
symbolic decision variables, that will be modified during the optimization stage; the
input parameters that are constant during the prediction horizon but that change between
NMPC calls.

Moreover, the loop involving both constraints and objective function is included. Once
the problem is defined, several options in the optimizer are set through sdpsettings
that is used to communicate options to YALMIP and solvers. Here a key aspect is
shown, the solver, in this case the IPOPT (Interior Point Optimizer) is used, which is an
open-source software package for large-scale nonlinear optimization (COIN-OR)). It can

be used to solve general nonlinear programming problems of the form

min  f(z)
st. g" <g(x)<gY (6.16)

:L‘LSxS:UU

The advantage of IPOPT is that it does not require a special structure of the opti-
mization problem and can be called using YALMIP language. In order to simulate the
NMPC, both the nonlinear plant and model plant can be used just by commenting out
or through the Simulink subsystem.
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The NMPC predicted outputs using the Ipopt solver can be seen in Figure [6.1] and [6.2}
The values are quite close to the plant but the most detrimental aspect is the slowness
when optimizing.

%1073 Sideslip (3)
26 T T

24

0 05 1 15 2 225
Time [s]

Yaw rate (¢)

-— = MPC
Plant

0.1

0.08 —
= 0.06 —
=5

= 004

002 | | | |
0 05 1 15 2 225
Time [s]

Figure 6.1: MPC predicted states vs Plant model

Torque TFF

Time [s]

Figure 6.2: MPC predicted torques vs Plant model

Therefore, the NMPC will progressively increase in complexity to verify that the results
agree with those of the plant. However, the simulations last long time. A computational
efficiency ratio (simulation time elapsed unit per real time unit), Ngm/reat > 200 is
obtained, which makes it almost impossible to perform debugging due to the time it

takes to simulate a small portion of time. So, in this case, IPOPT is not ideal for a
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real-time application.

For this reason, instead of spending time tuning the NMPC and analyzing the effects
of varying weights, it is better to find an appropriate solver that suits the problem. This
has also been found in references where they suggest using more industry-standard solver,

more appropriate for this kind of problems (Siampis et al., [2017)).

6.4.2 FORCES Pro

After revising the solvers used in the literature, the most efficient ones require a special
structure of the optimization problem, so it is necessary to formulate the problem in a
powerful solver without computational limitations. This is a real-time NMPC strategy

that employs the real-time iteration scheme (Diehl et al., 2002a).

The RTI approach consists in performing the Newton steps always using the latest
information on the system evolution (Gros et all 2016]). The RTT scheme is divided into

two phases:
e A preparation phase, computations prior to obtaining the new state estimate z;.
e A feedback phase, computations upon obtaining the latest state estimate ;.

In (Siampis et al., |2017), the authors address three real-time-implementable NMPC
formulations to perform a step steer maneuver whose steering inputs range from 2° to
10° and use different initial velocities. The step steer and other maneuvers involved
in the simulation will be described and tested in Chapters [7] and The performance

comparison can be seen in Figure [6.3] with the following strategies:

TABLE II

COMPUTATIONAL TIMES AND PERFORMANCE
RESULTS FROM THE MPC STRATEGIES

Avg comp.  Max comp. Min per. Max per.

time (ms) time (ms) penalty (%)  penalty (%)
Linear MPC 1.1 5.3 28.08 109.85
NMPC-RTI 3.0 14.9 2.01 5.91-10%
NMPC-PDIP 3.6 29.5 0.79 28.23

Figure 6.3: Linear and nonlinear NMPC performance

1. Linear NMPC: the continuous dynamics are linearized around the equilibrium
point(z*, u*) and then discretized assuming that the input remains constant for
the discretization interval. The formulation can be solved using the PDIP (Primal-
Dual Interior-Point) method available in FORCES Pro.
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2. NMPC-RTTI: it produces fast but suboptimal solutions by precomputing the nec-
essary sensitivities and performing only one SQP (Sequential Quadratic Program-
ming) iteration. This approach can rapidly lead to convergence if the solution does

not change much from one time step to the next but it can also diverge.

3. NMPC-PDIP: it attempts to solve the NMPC problem, using the PDIP method,
in a relatively short time by employing a Broyden—Fletcher—Goldfarb—Shanno algo-
rithm for the computation of the Hessian of the Lagrangian and can give solutions

that are quite close to the optimal.

The Linear NMPC is discarded due to presenting both high minimum and maximum
closed-loop costs (expressed as percentage difference from the optimal). As for the non-
linear approaches, there exists a trade-off between problem complexity and performance
in order to stay real-time implementable. In addition, FORCES Pro implements both
nonlinear versions of previous methods NLSQP and NLPDIP, so it will be very useful to

test the NMPC performance.

6.4.2.1 Toolbox capabilities

FORCES Pro is an Embotech’s commercial tool for generating highly customized op-
timization solvers that can be deployed on all embedded computers. FORCES Pro is
intended to be used in situations were the same optimization problem has to be solved
many times, possibly in real-time, with varying data, i.e. there is sufficient time in the
design stage for generating a customized solution for the problem you want to solve
(Domahidi and Jerez, [2014-2019), (Zanelli et al., 2017). An overview of FORCES Pro

can be seen in Figure (6.4

Design Stage Real-time Operation

==

system/vehicle
model

min f(x)%‘ ;

d & "h//at,-o,7 exploit deployable

- el problem codeto H sgl;g;:
OETEED structure platform 3

omputer — 2

Specs RS

system/vehicle/
mission constraints

objectives

constant/varying
data definitions

User’s Task , Fo RC ES p R O

Figure 6.4: Overview of FORCES Pro

The code generation engine in FORCES Pro extracts the structure in your optimiza-
tion problem and automatically synthesizes a custom optimization solver. The resulting
C code can only solve one optimization problem (with certain data changing), hence it
is typically many times more efficient and smaller code size than general-purpose opti-

mization solvers. The generated C code is also library-free and uses no dynamic memory
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allocation making it suitable for safe deployment on real-time autonomous systems.

6.4.2.2 FORCES Pro formulation

FORCES Pro include several optimization interfaces: YALMIP to FORCES Pro (Y2F),
low-level and high-level interfaces. Depending on the problem nature and complexity one

of the previous will fit the optimization problem.

e Y2F interface: supports convex decision making problems, with or without binary

variables.

e Low-level interface: supports the class of convex multistage quadratically con-

strained quadratic programming (QCQPs).

e High-level interface: the solver generated from the high-level interface supports
nonlinear and convex decision making problems with integer variables. It solves

(potentially) non-convex, finite-time nonlinear optimal control problems.

FORCES Pro nonlinear capabilities enable application domain experts to use the
power of optimization-based design in very demanding applications without having to
worry about complex low-level implementation details. Moreover, for nonlinear problems
the tool enables code-generated interior point (IP) and SQP solvers that are not based
on finite-difference derivatives computation, resulting in faster convergence (Embotech,
2022). This way, we will be focused on the high-level interface to address our problem
which includes both PDIPNLP and SQPNLP.

The FORCES NLP canonical problem for discrete-time dynamics is formulated as

follows

min szl fr(zk, DK) (separable objective) (6.17a)
k=1

s.t. 21 (Z) = Zinit (initial equality) (6.17b)
Exziy1 = ck(zk, pr) (inter-stage equality) (6.17c)
2N (N) = zfinal (final equality) (6.17d)
2 <z < Zg (upper-lower bounds) (6.17e)
frzi € |21, 2| N Z (integer variables) (6.17f)
by < hi(zr, pr) < by (nonlinear constraints) (6.17g)
Vk=1,...,N,
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where 2z € N are the optimization variables, i.e. NMPC inputs, states or outputs;
pr € N are real-time data; f, : R™ x R — R are stage cost functions; ¢ : R™ x
R — R™k represents (potentially nonlinear) equality constraints, i.e. a state transition
function; the matrices E}, are used to couple variables from the (k+1)*" stage to those of
stage k through the function ¢j; and the function hy, : R™ x R%* — R™* used to express
potentially nonlinear, non-convex inequality constraints (Embotech) 2022). The index
sets Z and N are used to determine which variables are fixed to initial and final values,
respectively. The initial and final values z;,;; and 2y, can also be changed in real-time.
At every stage k, the matrix Fj is a selection matrix that picks some coordinates in

vector zj.

All real-time data is coloured in blue. In addition, when integer variables are modelled,

they need to be declared as real-time parameters.

6.4.2.3 FORCES Pro Implementation

As it was done in the YALMIP approach, the idea is to generate a solver offline, in this
case, the ForcesPro solver and then call the solver online each time step in Simulink.

There are 2 possibilites regarding the ForcesPro call in Simulink:

1. Nonlinear Forces solver block: contains the NMPC built problem generated through
the solver option codeoptions.BuildSimulinkBlock = 0. The Simulink block
can be seen in Figure [6.5] and it allows to connect inputs and outputs via bus in

the Simulink interface as if it were a blackbox.

b V.4

FORCESPRO?

NMPC controller

Figure 6.5: NMPC controller Simulink block

2. MEX interface: calling the ForcesPro solver through the MEX file which has
been generated by means of the the MEX interface. It is similar to what has
been done in the first approach through a Matlab function, enabling to set initial
guess to start solver, initial conditions, etc. Note that is crucial to declare the

coder.extrinsic ('FORCES NLP_ solver') extrinsic function in order to allow
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Matlab code generation so that the MATLAB engine can execute the call (Math-
Works, 2022a)).

The advantage of the second calling method is that it allows a customized NMPC
problem formulated by the user since any coded optimization problem can be called

from script whereas the first method has predefined problem formulation options.

Once the benchmarking in terms of computational speed and the ease of making
changes (debugging and tuning) is complete, the module will be prepared to be tested in

a real simulator, that is the conversion from the current scenario to a real simulation.

To deploy and simulate a ForcesPro controller on a platform, several steps must be
taken into account. Firstly, to generate the necessary files and C libraries, the following

code generation options must be set: codeoptions.platform = '<platform_name>'

to specify the platform in which the solver will be deployed; and codeoptions.cleanup ...

= 0 to keep necessary files for target compile. Then, the solver properties (problem
information, outputs, formulation) are saved in structures that will be mapped with C
libraries. Once, the linking stage is done, the generated C code from Maltab code allows

to make solver compilation in Simulink.

The platform chosen is the Concurrent Real-Time Machine which is a provider of high-
performance real-time computer hardware which runs SIMulation Workbench (SimWB).
SimWB is the brain software in charge of managing all the simulation process, defining
all the signals database and making possible communication between rest of software.
Among the process running there is the vehicle model of VI-CarRealTime that defines all
vehicle subsystem and components and also the NMPC solver for the motion controller
(SimWB, [2022).

6.4.2.3.1 Defining the NMPC problem

For the sake of clarity, let define first the optimization variables, z; = (Aug, ug, Tk, {7)
which comprises the torque rates; torques; states (sideslip angle and yaw rate); and the

torque slack variable.

A multistage problem structure for H,, = 5 is performed in order to generate the
FORCES Pro solver. The key aspects will be described as follows:

e When k£ = 0, that is, the first prediction step, different aspects must be taken
into account. The initial objective function considers the extra term Jg that only
applies in this step (input change through optimizer calls). Regarding the inequality
constraints, see Equation , the input change through optimizer calls (U(kzo) -

u—_1) is also included to smooth the torque variation over time.
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e For k =1:(H,—1), the extra objective term considered for k = 0 is now discarded
as well as in the inequality constraint term, leading to compute the same objective

function and constraints that will hold during the prediction horizon.

Regarding the inter-stage equality constraints, in Equation (6.17¢|), it is crucial to
include the internal model of the NMPC. To do this, there are two approaches:

1. Discrete-time: describe the plant equations in a discrete manner zy1 = f(xg, uk, Pk)
through an anonymous function or a function handle, i.e model.eq{i} = ...

@(x,u,p) discreteDynamics (x,u,p).

2. Continuous-time: describe the vehicle model in a continuous manner & = f(x,u, p),
i.emodel.continuous_dynamics{i} = Q@ (x,u,p) continuousDynamics (x,u, p)

and then discretize the system using an integrator.

The advantage of using the continuous-time formulation lies in having the ability to
customize the integrator types and its properties such as the number of intermediate
integration nodes within that integration interval. So, it has been decided to model the
dynamics in the continuous-time manner and then discretizing it using an integrator.
Among the family of Runge-Kutta iterative methods, the one used is the Runge-Kutta
fourth-order method (RK4) by which a fourth-order approximation of the solutions of

ordinary differential equations is obtained.

The selection matrix F determines which components of the stage variable z; will be
considered as states x or inputs u. So, the selection matrix £ will be used to link the stage
variables z; with the states x and inputs w of the continuous dynamics function. The
components of z; are considered as state variables x according to the order prescribed
by the selection matrix. Note that if an entire k — th column of F is zero, the k — th
component of z; is not governed by a dynamic equation and thus considered as input u.
Following the formulation described for the high-level interface, Fxzpi1 = cx(2k, k), the

selection matrix and the equality constraint term are defined
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Thus, the high-level formulation inputs U = {ATrr, ATrg, ATrr, ATrR, &7} and
states X = {Trr,Trr, TrL, TrR, 5, w} are obtained. This can be clearly seen by looking
at the columns of the selection matrix. Note that the input rate change dynamics is

defined in the following way to obtain the input rate change over the prediction horizon

N
0000[t]ooo0000 igFLJr?FL
0000O0[1[00000 i 3 it
00000010000 | |ATrL + Tre (619)
000000O0[L000 - |
00000000100 E
00000000010 ;

L 1 (k1)

Therefore, the torque rate change is well defined for all the tires. Let isolate the
torque rate of the front-left tire, i.e. 1- TinrLl = AT,fL + TEL = ATEL = Tkliﬁ — TEL.
Additionally, the ¢; matrix also contains the dynamic equations of the plant vehicle.

The optimization variables zj are also bounded and the run-time parameters p; used

in the problem formulation are updated during the prediction horizon via the solver call
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each step instance. This is the case of the inequality bounds that are parametric as well.

Another aspect to consider is the possibility of giving initial and final conditions for

the optimization variables.

6.4.2.3.2 Generating the FORCES Pro solver

Once the NLP problem is defined for all stages, it is time to set the desired codeoptions
that the solver will use. The solve method is an option that allows to use whether
"SOP_NLP' or 'PDIP_NLP' and their respective specific options. The user can also set

several options to speed the solver optimization.

As for the solver initialization, the performance of the solver can be influenced by
the way the variables are initialized. Some problems arise due to the fact of using the
default method (cold start) involving an unreliable prediction for the yaw rate in the very
first simulation step tg;;;, = 0.01s. Nevertheless, by setting the centered start method
(codeoptions.init = 1), the output was pretty close to the external plant output.
The centered start method sets all primal variables to zero, the slacks to the RHS of the
corresponding inequality, and the Lagrange multipliers associated with the inequalities
such that the pairwise product between slacks and multipliers is equal to the parameter

(o = 2z = 0, S = bineq and s\, = po) (Embotech, [2022)).

By default, the solver returns the solution vector for all stages as multiple outputs.
If a third argument is added to an array that specifies what the solver should output to the
solver generation function solver = FORCES_NLP (model, codeoptions, outputs), the

solution vector for all stages contains now the desired ordered variables, Yj.as

Yierr = (Augns, W drs Thodd s Eker)
M=N-1, (6.20)
Vk=0,.. . N

6.4.2.3.3 Calling FORCES Pro solver

If the code generation step has been successful, the user can call the solver passing a
set of arguments to the generated solver. First, it is necessary to allow Matlab code

generation (coder .extrinsic ('FORCES_NLP_solver'") )

The ForcesPro NLP solver solves NLPs to local optimality, hence the resulting optimal
solution depends on the initialization of the solver. Depending on the rate of change of
the plant variables it could be useful to set initial guess to start solver to be in the middle

of all bounds.
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If there are any initial and/or final conditions on the optimization variables, the solver
will expect the corresponding runtime fields. The approach lies in using the value of
the previous optimal solution if it is found to start the problem instance. The paramet-
ric bounds can be stacked on the same array covering all stages by simply setting the

following code-generation option codeoptions.nlp.stack_parambounds = 1.

Moreover, the runtime parameters, input real-time data needed, are set for the predic-
tion horizon. Now, the solver can be called with the aforementioned input problem struc-
ture [output,exitflag,info] = FORCES_NLP_solver (problem), which returns the
values of the actual iteration of the solver output; the integer exit flag indicating the
state of the solution; and additional information about the last iteration info: num-
ber of iterations that lead to the result, time needed for solve (wall clock time), primal

objective, etc.
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Chapter 7
Implementation

In this chapter, the implementation details are described as well as delving into the
considerations taken into account to develop the subsystems interactions. Additionally,

both plant model and NMPC will be validated using data obtained from test maneuvers.

7.1 Simulink scheme

The Simulink scheme shows how the systems and subsystems are interconnected. The
top level of this scheme can be seen in Figure In fact, in order to select a specific
block or model when desired, a variant subsystem technique is used (MathWorks, [2022d).
Variant subsystems provide multiple implementations for a subsystem where only one
implementation is active during simulation. So, the user can switch among variants
without modifying the model. The proposed scheme is divided into five systems which

in turn contain several subsystems.
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Figure 7.1: Simulink scheme

e System inputs: once a maneuver is designed, the vehicle model is simulated to

perform the maneuver. This step concludes with obtaining a set of driver demands

(steering angle, throttle, brake) that will be the inputs.

Unit converter: is the system in charge on carrying out the unit conversion from the
vehicle model to the outputs unit. The variant subsystem allows to set either the
VI-CarRealTime (CRT) plant or the Simulink plant depending on the plant used to
do the simulation. Thus, the vss_MODE variable is set to 1 to use the Simulink plant
VSS_SIMULINK_MODEL = Simulink.Variant ('VSS_MODE==1") and VSS_MODE is
set to > 2 to use CRT plant for both Simulink simulation and real machine (simu-

lator) simulation VSS_CRT MODEL = Simulink.Variant ('VSS _MODE>2"').

Torque Vectoring controller: this system is devoted to carry out NMPC controller

computations. This module will be described in detail afterwards.

Model plant: using a variant subsystem architecture, the user can select the vehi-
cle model depending on the platform where the model is running. This selection
can be easily made by setting the vss_MODE variable to 1 for the Simulink plant
VSS_SIMULINK_PLANT = Simulink.Variant ('VSS_MODE==1"), 2 for the CRT
plant VSS_CRT_PLANT = Simulink.Variant ('VSS_MODE==2"), or 3 for the sim-
ulator plant VSS_SIMULATOR_PLANT = Simulink.Variant ('VSS_MODE==3'). In

addition, it is possible to select the controller activation or deactivation, vehicle
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passive mode, by setting the flag Tv_activation to 1 or 0, respectively.

e Workspace outputs: the system useful variables (signals) are saved in the workspace

to do the corresponding system validation and analysis.

7.1.1 Workflow

The signals that intervene in the communication scheme presented in Figure [7.1] will be
described.

7.1.1.1 Maneuver design

Firstly, it is crucial to know how the driver demands are obtained. In order to collect the
system inputs, a maneuver has to be parameterized and generated. For this purpose, VI-
CarRealTime tool will be used. When defining an maneuver event, two control methods
are available for each control signal (VI-GRADE, 2021)). The control methods are listed

below:

e Open: uses open loop control where the control signal is a function of time. De-
pending on the selected control type (open loop maneuver such as constant steer
test), the information to define the shape of the steering control signal must be

specified.

e Machine: uses closed loop lateral and longitudinal controllers to follow a path and

target velocity or longitudinal acceleration profiles.

Once the input parameters of a maneuver have been set, the maneuver can be simulated
running a VirtualTestDrive event in combination with VI-DriveSim (driving simulator).
The VirtualTestDrive event is used to generate the input files for the VI-CarRealTime
interface with VIRES VirtualTestDrive (VTD). VID has been developed for the automo-

tive industry as a virtual test environment used for the development of ADAS systems.

" send_ svm.zml"

The mode of simulation selected can be Files only to generate a
file that contains the whole vehicle model data or interactive that in addition it allows
to monitor the vehicle variables involved in the maneuver over time. This can be seen in

Figure with the VI-Animator module that shows the simulation results at run-time.
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Figure 7.2: Generating a maneuver (VI-Animator)

Once the " send_svm.xml” file has been generated for a given maneuver, the driver
demands can be obtained by running the Matlab interface of the VI-CarRealTime solver
(CRT plant model). The CRT block can be seen in Figure . This execution can also
be monitored by enabling live animation of the CRT plant by means of VI-Animator.
The output bus can export any available model output. However, in this case only the

driver steering, throttle and brake signals will be considered.

out.Maneuver

Figure 7.3: Driver demands generation through CRT plant

On the other hand, in order to carry out closed loop maneuvers the Press Maneuvers
event will be used. The aim is to use VI-Driver to have the vehicle going through a path
while dodging cones or obstacles, at maximum speed available. In this set of maneuvers,
a specific trajectory tracking is not done but genetic algorithm is used to generate target
trajectories which will be submitted and verified during the dynamic integration, having

a constant vehicle velocity as longitudinal dynamics target.
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The genetic algorithm comprises 2 phases:
e Learning: data is collected from vehicle dynamics.

e Adapting: previous trial information data is used to both update trajectory and

increase speed.

Thus, depending on the specific maneuver designed, cones will be differently placed
in the path. For each iteration, cone interference check is used to verify if the target
trajectory is feasible. Once the full set of trajectories have been verified, velocity is

increased and a new cycle begins.

The event is completed when a single combination of trajectory and maximum velocity
is identified featuring a no cone hit situation. In Figure[7.4] a screenshot of a closed loop
maneuver in the VI-Animator is shown. Eventually, to run a co-simulation using a Press-
Maneuvers event, the Simulink model must be instrumented using a "PressManeuvers
interface" block. This enables that the VI-Driver optimization procedure interacts with
the Simulink environment using callback functions, generated by the PressManeuvers
interface block, that are called at each iteration.

Plot a8

\ Vehidle States / \ new page / \ Driver Demands /"\ Tire Normal Forces /
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e - : e
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®) )| [ 2400 )| | @ time TIME tme.TIME

Figure 7.4: Closed loop maneuver (VI-Animator)

In order to ease the understanding of the workflow, the Model plant and the Torque

Vectoring controller systems will be analyzed individually.
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7.1.1.2 Model plant system

At every iteration, the current plant signals are updated with the input signals that
the plant receives (see Figure |7.5). The input information can be divided into different

groups according to the nature of the signals:

G

Driver_inputs

Model_outputs_raw

CRT model

Torque inputs

Figure 7.5: Model plant scheme

e From the Driver inputs, brake signal and the driver steering (steering angle, §,
through the steering ratio for the Simulink plant and the SWA for the other CRT
plants).

e From the TV outputs, where the NMPC outputs including the torques and states.
In case the CRT plant or the simulator plant is selected, additionally, the user can
select how to control the engine through the control mode using either torques or
throttle; and, using the powertrain map (pedal map) or an external powertrain for

the internal motor connected with each wheel.
Once, the model outputs are obtained after each iteration, they enter the Unit con-
verter system to get the appropriate units for further visualization and analysis.
7.1.1.3 Torque Vectoring system

Every 10 iterations (10ms), the controller acts receiving data from the NMPC input
parameters. The controller system is shown in Figure the inputs are provided by:
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PC input parameters

Figure 7.6: Controller scheme

e Driver inputs: considering the driver throttle for the Torque Request Generator in

addition to the driver steering for the NMPC input parameters system.

e Torque Request Generator: where the torque request is obtained for each wheel by

means of each pedal map.

e NMPC input parameters system: where the online parameters are computed and
updated to be used by the NMPC during the prediction horizon. In this module,
the yaw rate reference generator; the sum of the individual passive torque signals
are added to produce the torque request; the Pacejka coefficients among other

parameters are included in a bus signal that enters the NMPC.

On the other hand, the controller provides several signals once each execution is done,
such as, the optimized torques that will be the inputs for the vehicle plant. Moreover, the
solver provides information about each computation (number of iterations, time needed

for solve, exit flag) that are very useful to check the behaviour of the controller.

7.2 Plant validation

Before validating the NMPC controller, it is necessary to ensure that the non-linear plant
model behaves similarly to the dynamics given by the BMW 320 dA reference model
described in VI-CarRealTime. Once this procedure is fulfilled, the NMPC performance

can be analyzed.

Several physical magnitudes and their relationships have to be analysed over time
and correlated with the CRT plant. The non-linear plant model will reproduce the
behaviour of the CRT model by using the tire model under the tire model parameter
USE_MODE 13 in which the model have pure longitudinal and pure lateral slips, so
they are uncombined forces/moment (Fy, Fy, My, M, M.).

A crucial requirement of the maneuvers design is to have an open-loop structure which

means that not only the sequence of inputs is predefined but also that this sequence is not
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affected by the vehicle outputs. Thus, allowing further analysis of the vehicle performance

by not using control feedback and also, ensuring test repeatability.

7.2.1 Ramp steer maneuver

Firstly, the ramp steer maneuver, which is a lateral dynamics quasi-static typical test,
as an exhaustive test will be performed (Perinciolo and Sondhi, [2018). The ramp steer
maneuver is conducted by slowly, linearly increasing the steering wheel input angle, from
the centered steering wheel angle, that is, 0° until a given final value. This test will be
carried out at 80 km/h and 120 km/h to replicate driving on a country or an interurban

road, and on a highway.

A key aspect of this test is the speed at which the steering input varies. There are two
limit scenarios that can be analyzed. A low steering rate approximates better steady state
cornering conditions, but it takes the car to travel longer and therefore, the maneuver
takes longer, which may lead to a space constrain violation in case of physical testing in
a proving ground. A high steering rate would fit better when the space constraints are
tight, although it implies less accuracy. In order to be in an intermediate situation, the
proposed actuation rate is 12 deg/s which is a similar value to the recommended one in
the ISO standard describing how to perform this test type in real testing. In Figure [7.7]
the steering wheel input for ramp steer is shown.

Steering Wheel Angle

250

200

[
o

SWA [deg]

o
S
T

50

0 5 10 15 20
Time [s]

Figure 7.7: Ramp steer maneuver

7.2.1.1 Model variables

To validate the behavior of the plant, a correlation of this model will be made with the
CRT plant, which will be treated as the reference model. Some of the key variables are
shown in Figure The following plots are carried out at a longitudinal velocity that
is around 80 km/h.
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Figure 7.8: Validation of model variables (ramp steer)

The model outputs match at a great extent the CRT plant values. Regarding the
yaw rate response, the implemented model does not comprise all the terms taken into
account in the simulated model, so it will lead to a certain difference when working in
limit handling situation (high lateral acceleration situations when nonlinearities of the
tires play an important role, including self-aligning torque) which in any case does not
affect heavily the response of the model. Taking a closer look at the graph in the upper
left corner, it can be seen that the trajectory obtained by the Simulink plant is very

similar to that of the CRT plant.

The evolution of the longitudinal, lateral and normal forces is shown in Figure It
must be said that there exists a slight difference in the longitudinal forces when there is
a sudden change in the CRT plant signal due to the longitudinal force computation, as
it considers only the wheel torques and the effective radius of each wheel. A better fit
would be feasible using the MF or the equilibrium of forces equation along the z-axis,
but this would increase the computational demand. Moreover, both lateral and normal

forces presents a good fitting over time.
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Figure 7.9: Tire forces (ramp steer)

Each engine torque is shown in Figure The signals represented are the CRT
torque (the reference for correlation) and the Simulink torque, obtained through the en-
gine torque LookUp table from two inputs, throttle and engine angular speed. The results
in the front axle are not as accurate as possible while in the rear it works relatively well,
since the torque does not consider inertia terms but it becomes a very straightforward

and a fast computing approach.
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Figure 7.10: Engine torque

The sideslip angle of each tire has been validated in Figure [7.11] to assure a good

ng
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model performance. There is only a slight deviation from the CRT signal for the right
rear sideslip angle. The rest of the sideslip angles match at a great extent the CRT

signals.
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Figure 7.11: Tire sideslip angles

The model validation step has led to similar results using both longitudinal velocities
(80 km/h and 120 km/h). However, the model validation through a unique maneuver
is not enough, so two additional maneuvers will be performed to extend the correlation
with the CRT model.

7.2.2 Step steer maneuver

Now, a dynamics test will be performed. This is the case of the step steer maneuver.
This test is quite useful to analyze both transient and steady-state responses. This
maneuver consists of changing the steering demand oftenly. A quick sinusoidal steer is
performed so that it reproduces an ideal step input, during a given duration to set a final
value for the steering wheel angle, which influences the lateral acceleration in steady-
state conditions. In order to avoid instrumentation noise and external disturbances the

lateral acceleration values cannot be small. On the other hand, excessive values should

be discarded to remain in the linear response range (Perinciolo and Sondhi, [2018).

In Figure [7.12] the steering wheel input for step steer is shown. The step duration is
1 second and SWA goes from an angle of 0° to 30°. The test is performed for 80 km/h
and 120 km /h.
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Figure 7.12: Step steer maneuver

Some of the model variables can be seen in Figure [7.13] The lateral acceleration is
around 4 35 when it reaches the steady-state. The error in the trajectory travelled by
the vehicle is negligible since the difference between the CRT yaw rate and the plant yaw
rate is scarce. The overall evolution is satisfactory, so the tire forces can be analyzed.
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Figure 7.13: Validation of model variables (step steer)

The tire forces are shown in Figure in which the correlation is successful. As
mentioned in the ramp steer maneuver, slightly differences may appear when a noticeable
change in a force is produced. This aspect can be clearly seen in normal force of the rear
left and right wheels around 1.5 and 4.8 seconds, respectively.
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Figure 7.14: Tire forces (step steer)

The model validation step for the step steer maneuver has led to very similar results
using both longitudinal speeds (80 km/h and 120 km/h), so no more simulations at

different speeds are needed.

7.2.3 Frequency sweep maneuver

Eventually, the swept-sine steer maneuver is performed. This test aims to carry out a
frequency sweep, giving a sinusoidal steering demand beginning with a certain amplitude
and a sequence of frequencies that starts at a minimum value and goes to a maximum
value at given frequency rate. Nowadays, simulations show that modern passenger ve-
hicles show appreciable sensitivity to parameter variation, only inside the interval of 0.2

Hz — 3 Hz. The lower limit describes the intermediate situation between quasi-static

and dynamic responses (Perinciolo and Sondhi, |2018)). The proposed test lies in a high

frequency sweep which covers the range from 0.9 Hz to 4 Hz with a frequency rate of
0.3 % and an amplitude of 20° which should correspond approximately to a value of

0.2 & in steady-state conditions. The steering wheel angle can be seen in Figure [7.12]
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Figure 7.15: Frequency sweep maneuver

The model variables for the swept-sine steer maneuver can be seen in Figure
There is no significant difference between the phase of the CRT plant and the Simulink
plant. There is also no deviation in amplitude, with a difference of less than 1.8 %
showing in the peaks of the signal. At ¢t = 12.8 s the longitudinal speed starts to oscillate
considerably since to the input steering angle has already reached 4 Hz.
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Figure 7.16: Validation of model variables (frequency sweep)

Later, the tire forces evolution is shown in Figure As mentioned before, no

remarkable differences between CRT and the implemented model are found.
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Figure 7.17: Tire forces (frequency sweep)

The model validation step for the swept-sine steer has led to very similar results using
both longitudinal speeds (80 km/h and 120 km/h). Therefore, no more simulations will
be performed at different speeds.

7.3 NMPC validation

Once the validation stage has been fully covered by testing various maneuvers with differ-
ent specific objectives, the next immediate step to achieve full validation is the controller

validation. Before entering into the NMPC outputs analysis, the tuning procedure is
described.

7.3.1 NMPC tuning

A key idea behind of the NMPC algorithm lies in spending time tuning the controller
just once, because same or similar tuning works decently in a wide variety of situations.
This way, the tuning complexity decreases since no great tuning efforts should be done

for each maneuver.

The tuning procedure consists of setting a certain value to the weight matrices found
in the objective function so that all cost terms contribute to the optimization problem.
First, the terms that play highlighted roles are prioritized by giving them a higher weight
or penalization than the other terms. Therefore, after setting these weights only minimal

adjustments are needed to further improve the performance.
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The methodology starts by a giving a weight to the yaw rate error, Q).,, and analyze
the performance of the controller. After several trials, finding an appropriate weight
according to the results obtained, the first weight is set. Then, this procedure is repro-
duced for the torque error, Je,, until reaching the desired weight. Later, the weight to
smooth the input change between successive MPC calls, Q). , is chosen. This sequence is
repeated until the last weight is set. As mentioned before, slightly tuning modifications

can be studied in order to improve the controller performance.

The diagonal values of the weighting matrices (identity matrices), adjusted to obtain
the best trade-off among the different objective terms (except @, whose elements on

the diagonal are not 1), are

Qe, = 100
035 O 0 0
0 035 0 0
Q""u ;1” :u = 01
0 0 065 0
0 0 0 065 (7.1)
Qe, =] 15 15 15 1.5}
Qe = 0.75
Q.. =[10 10 10 10}
7.3.2 Ramp steer test
The set of adjusted weights will be used for the different maneuvers performed. Now, the
ramp steer maneuver results will be analyzed. The NMPC outputs analysis of the other
maneuvers will be described in Chapter |8l The cost of different objective terms per each
step of the prediction horizon can be seen in Figure [7-18] where the different cost terms
do contribute to the optimization in each step, except the input change which only acts
in the first step to smooth the difference between the optimized control action and the
previous control applied.
oo
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Figure 7.18: Cost of the objective terms per stage
Before analyzing the states, the inputs evolution will be discussed. In Figure [7.19]
the optimized torque applied to each wheel, the wheel torque provided by the CRT
model and the passive torque reference (torque request) are shown, as well as the torque
rate throughout the duration of the maneuver. The upper and lower bounds of the
optimization variables (T" and AT) are also shown with a dotted line in each subplot.
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Figure 7.19: Wheel torque and torque rate
The torque rate does not reach the bounds and the signal is smooth without presenting
undesirable peaks. Regarding the wheel torques, the torque outputs match the CRT plant
values except for the rear right wheel since the torque applied by the NMPC is higher
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than the CRT model to improve cornering which leads to maximize torque usage on
wheel motors while improving handling capabilities. When cornering, the outer wheels
have more capacity to transmit power to the ground than the inner ones, which are more
unloaded. Thanks to the selective distribution of torque at the wheels, the change of

direction in the car’s trajectory can be favored.

In this maneuver, the car is cornering to the left, so the right wheels will have more
impact on torque distribution. Anyway, the wheel torque evolution can be seen in a
clearer manner in Figure all along with the total torque request (sum of the torque
request of each wheel) and the sum of the NMPC torques.

1200 MPC Torques

1000 e T e -

[Nm]

-200
0 2 4 6 8 10 12 14 16 18 20

Time [s]

Figure 7.20: Wheel torque distribution

As mentioned, the outer wheels transmit more torque, which allows for more grip,
faster cornering, and reduced understeer. The sum of all wheel torques does not reach
the total torque request but remains close to it, meaning that the car is close enough
to the torque reference without exceeding it. Moreover, it can be seen that the torque

distribution varies over time as the vehicle moves forward.

The vehicle states, yaw rate and sideslip angle, are shown in Figure [7.21] The sideslip
angle matches at a great extent the CRT plant values. The yaw rate also presents a very
similar behaviour to that of the CRT plant. Both NMPC outputs are within the bounds
that are plotted (dotted lines) in each subplot.
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Figure 7.21: States evolution

The yaw rate obtained through optimization is below the yaw rate reference provided
by the yaw rate reference generator. The CRT plant is also unable to track the reference
yaw rate. This means that the vehicle will not be able to turn as much as the reference

value, so there will be a small error in the path traveled.

In addition, some information provided by the SQP solver is shown in Figure [7.22]
The exit flag shows that an optimal solution has been found for each optimizer execution
throughout the maneuver. The time needed to reach the optimal solution is below the
sampling time, which means that the solver obtains a result quicker than the time limit,
so the real-time constraint is fulfilled. Subsequently, the cost of the objective function is
shown over time. In fact, at time ¢ &~ 7 s, the maximum yaw rate error shows up that

coincides with the moment when the yaw rate reference starts to flatten.
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Figure 7.22: Solver information

7.3.3 Maneuver trajectory

The vehicle performance under the ramp steer maneuver is shown in Figure In the
subplots, the path to be followed by the vehicle is represented by a dotted line and there
are also track limits located at 1.5 m of the center. In the upper left corner of the figure,
a zoomed portion of the current pose of the vehicle is shown. Just below this plot, four
wheels are depicted to show the current torque applied. It can be either positive (in
green) or negative, that is, braking (in red). The percentage of torque with respect to
both negative and positive torque limits given by the pedal map is also shown for each
wheel. For instance, a wheel that is completely green means that the current torque
applied to this wheel is the maximum. Note that positive and negative torque limits do
not coincide, so although the scale (0 - 100) % remains the same, the color height (level)
of the wheel drawn correspond to a different torque for negative and positive values,

being lower for the negative ones.

In Subfigure[7.23d it can be seen that the front left torque is negative and the rear right
is positive (higher than in other wheels) to ease the turning of the car while cornering. On
the other hand, in Subfigure [7.23]] the vehicle is not completely aligned with the center
of trajectory. This orientation difference comes from the yaw rate error as mentioned

before.
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(e) Maneuver sequence 5/6 (f) Maneuver sequence 6/6

Figure 7.23: Ramp steer maneuver trajectory

7.3.4 Passive mode vs NMPC

Another interesting comparison to extend the NMPC validation is done for the passive
mode of the vehicle which does not use any controller. Vehicle steering characteristic
curve can be represented as the steering wheel angle as a function of the vehicle lateral
acceleration. The lateral acceleration trend in vehicles that have an understeer behavior
is linear up to (0.5 - 0.6) g, and then increases in a nonlinear manner until reaching a
maximum value. This value is given by the maximum lateral acceleration that can be

present in a steady state cornering.

However, torque vectoring can extend the vehicle linear response zone, increasing

the maximum lateral acceleration and modifying the understeer gradient (Grzegoek and
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‘Weigel-Milleret|, |2016). This is exactly what happens with the current NMPC imple-
mentation. In Figure both an explanatory sketch (Subfigure |[7.24a)) and the modes
comparison (Subfigure [7.24Db)) are shown.
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Figure 7.24: SWA vs lateral acceleration

It can be seen in Subfigure[7.24D]that a higher lateral acceleration is indeed obtained for
the NMPC approach. Moreover, the linear zone is extended from 0.8 g to approximately
0.92 g. This result shows that for a given SWA the lateral acceleration will be higher

leading to an improved behavior when cornering.
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Chapter 8

Results

In this chapter, a set of open and closed loop maneuvers will be performed to test
the NMPC behaviour under different maneuvers. Moreover, several simulations will be

carried out in a real machine simulator to extend the validation of the NMPC.

8.1 Open loop maneuvers

In order to extend the NMPC validation carried out in Chapter [7], two open loop steering

maneuvers will be tested.

8.1.1 Step steer test

The wheels torque behaviour can be seen in Figure [8.1] The sum of all torques is below
the torque request signal throughout the whole maneuver. Moreover, the torque signals
are within the allowed bounds. In this test, the inner wheels increase their torques when

the step of the steering angle is produced.
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Figure 8.1: Wheels torque (step steer)

On the other hand, the torque rates and the states are shown in Figure[8:2] The torque
rates are within the bounds and do not present an undesired behaviour but a smooth
shape. The sideslip angle presents a very similar behaviour to that of the CRT plant.
Then, both yaw rate signals (CRT and Simulink plants) are slightly below the yaw rate
reference values. Therefore, the performance of the optimization variables is satisfactory.

AT,

FL Ma Sideslip
T T T r T T T T T T T T T Max
% [— sueo]| 0s
0 = 06 4
50 . 3 4
Min 04
0 2 4 6 8 10 12 14 16 18 20 02F 1
Time [s] T o
: e — 02 1
sl [—auwec] | odf |
O - 06 1
Min
50 .
Min 0.8 q
L t : L t : L . . L L L L L L L . L
0 2 4 6 8 10 12 14 16 18 20 0 2 4 6 8 10 12 14 16 18 20
= Time [s] Time [s]
Z
ATKL Max Yaw rate
T 7 T T T T T 1 T T T T T T T T —
lax
i [— suec|
50 . 06F B
0
% 04t 4
- Min
02f d
0 2 4 6 8 10 12 14 16 18 20 “/ =
i w lant
Time [s] (\% 0 b= - MPC 1
= A
AT Reference
T r : - Max 02t 1
04t 1
0 1
L Min |
sob 06
50 Min
. . L L L L . . .

0 2 4 6 8 10 12 14 16 18 20 0 2 4 6 8 10 12 14 16 18 20
Time [s] Time [s]

Figure 8.2: Torque rates and states (step steer)

Eventually, the step maneuver desired trajectory and current path travelled ares com-
pared in Figure In the subplots and two steps of the maneuver are shown.

In this maneuver, the error obtained for the car pose is lower than the one obtained for
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the ramp steer maneuver. In fact, the car is almost perfectly centred with the path center
line. This can be clearly seen in the upper left corner in Subfigure [8.3bl The effect of

the steering angle also affects the turning radius and therefore the vehicle cornering as

expected.
- =
| e h ‘ m N\
. _ J
(a) Maneuver sequence 1/2 (b) Maneuver sequence 2,2

Figure 8.3: Step steer maneuver trajectory

8.1.2 Swept-Sine steer test

The next step is to test the swept-sine steer maneuver. The torque distribution can
be seen in Figure [8.4 As the sinusoidal behavior prevents clearly seeing the evolution
of each signal when they are all shown on the same graph, only a portion of the 20-
second maneuver is shown. The sum of all torques is below the torque request during

the maneuver and the torques are included within the bounds.

MPC Torq
orques | ‘

600 [— RL ]
RR
—-=- Sum
- Trequesl

[Nm]

-400 [— u

Time [s]

Figure 8.4: Wheels torque (Swept-Sine steer)

The variation of torques and the states are shown in Figure The input rate of
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each wheel is inside the bounds during the test. Regarding the states, the sideslip angle
matches the CRT plant. Then, the yaw rate is slightly below the yaw rate reference as
well as it occurs with the CRT plant value.
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Figure 8.5: Torque rates and states (Swept-Sine steer)

The car trajectory plot shown for the open loop maneuvers is not shown since the
torque varies sinusoidally and its value in each wheel would have to be analyzed every

step according to the current phase of the signal.

8.2 Closed loop maneuvers

In this section, the NMPC validation through of the closed loop maneuvers is done. The
Double-Lane Change (DLC) maneuver will be performed.

8.2.1 Double-Lane Change

The DLC maneuver is a standardized track test defined by the International Organization
for Standardization (ISO) to provide repeatable and discriminatory test results while
assessing the safety of a vehicle’s response. The ISO 3888-1:2018 standard specifies the
dimensions of the test track for a closed loop test method to subjectively determine a
double lane-change which is one part of the vehicle dynamics and road-holding ability of
passenger cars (ISO Copyright Office, 2016). The dimensions of the DLC track is shown
in Figure 8.6 The lengths of track sections are fixed. The distance between cones of the

same section depends on the vehicle width. The vehicle to be tested is driven through

this track traveling a distance of 125 m.
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Figure 8.6: Double-Lane Change track dimensions

The DLC maneuver using the PressManeuvers event is shown in Figure
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Figure 8.7: DLC maneuver (VI-Animator)

The path travelled by the vehicle is shown in Figure[8.8] To facilitate the visualization
of the plot, the cones and the limits of the lane have been added according to the ISO
3888-1:2018 standard. The vehicle is able to pass through a narrow passage successfully
avoiding obstacles. Likewise, the vehicle has been added with the pose it had at different

times during the maneuver.

Sy
et



116

Chapter 8 — Results
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Figure 8.8: Path travelled (DLC maneuver)

In order to check if the solver is working properly, the information that is provided
will be shown in Figure The exitflag signal is kept at 1 (optimal solution found)

throughout the maneuver.

Regarding the time elapsed until the solver finds an optimal solution, it must be said
that is far below the sampling time limit, which ensures the real-time performance of the

controller implementation.

The objective function cost does not experience a large change while the maneuver is
performed. In fact, the values are around 107 and it may seem that a very large error
accumulates, but this is not the case, since the error increases each time instant (1ms)

and the control action is only applied every 10 ms).

The DLC test starts with a longitudinal velocity of 85.4 km/h and it decreases slightly
when passing through the second narrow passage and it increases afterwards as going

through the last set of cones.
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Figure 8.9: Solver information (DLC maneuver)

The wheel torque and torque rate evolution is shown in Figure The wheel torque
signals differ from the torque request in each wheel as expected, since the closed loop
scheme (the plant is communicated with the maneuver optimizer) ensures taking into
account the previous states to compute the new references which leads to improve cor-
nering, and therefore, maximizes the use of torque on wheel motors. The input rate
signals are within the bounds as well as the wheel torque signals and show a smooth

behaviour over time.
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Figure 8.10: Wheel torque and torque rate (DLC maneuver)
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The torque distribution is observed in more depth in Figure 811} The sum of torques
is very close to the torque request over time. The left wheels apply more torque to
compensate the negative SWA of the VI-Driver to ensure not loosing the vehicle control
while going trough the first set of cones. Then, just the opposite happens to face the
start of the second section of the maneuver where more torque is delivered to the right
wheels. When exiting this narrow passage more torque is delivered to the outer (left)
wheels to have the vehicle positioned to pass the last set of cones.

600 MPC T‘orques

[Nm]

Time [s]

Figure 8.11: Wheel torque distribution (DLC maneuver)

Regarding the yaw rate, its evolution can be seen in Figure[8.12] in which the optimized
yaw rate is very similar to the reference value, being slightly lower as it has happened in
previous maneuvers. The yaw rate is within limits at all times. Therefore, the execution

of the closed-loop maneuver has been satisfactory.
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Figure 8.12: Yaw rate (DLC maneuver)

8.3 Driving simulator

Once the offline tests have been carried out, the integration of the NMPC implementation
in the real-time machine simulator (VI-Grade Compact Simulator) will be carried out.

The aim is to test the vehicle performance through various dynamic driving conditions.
Two different scenarios will be analyzed:
e Free driving and constant radius circle turn on the Proving Ground track.
e Perform a sequence of DLC maneuvers (one after another) in a three-lane track.

The driving simulator and a loaded scenario are shown in Figure But before delv-
ing into testing the vehicle in the scenarios, it is necessary to highlight the introduction

of certain key aspects that have improved the current implementation.

(a) Driving simulator (b) Driving scenario loaded

Figure 8.13: Driving simulator testing
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In Chapter E it was mentioned that the TV_activation flag was used to select both
the passive mode (without controller) or the TV mode when performing a maneuver.
However, it does not make sense to use the TV mode for the entire velocity range of the
vehicle but for a certain range either performing tests in a real scenario or in a driving
scenario. In the latter, the inputs are not given from the execution of the maneuvers

(driver inputs are parameterized in advance) but by a person in a driving simulator.

When switching between modes, there should be no sudden change between them
which would result in an undesired behaviour (noticeable offsets) due to the dynamic

difference the vehicle undergoes when driving passively or controlled.

In order to smooth the mode switching, a LookUp table considering the longitudinal
speed and the the torque error weight, @), has been designed. The passive mode is active
for low speeds (v, < 30km/h) and there exists a gradual progression from the passive
mode to the TV mode (30 < v, < 40km/h). In this range, Q., decreases progressively
from the passive mode set value to the TV mode one, assuring a soft transition between
modes, when velocity increases and when it decreases. So, the TV mode is applied when
(vg > 40km/h).

By default, the vehicle operates using this logic according to the longitudinal velocity
but the user can always switch manually between modes through the Tv_activation

flag when wanted.

On the other hand, in order to visualize the system variables online, and also to
the simulation data, a Simulink scheme is running in co-simulation with the driving
simulator. The communication of signals between both systems is carried out through

the UDP protocol (User Datagram Protocol).

8.3.1 Scenario 1

Testing in the first scenario is mainly aimed to perform free driving maneuvers and make
turns over a constant radius for both driving modes, to see if the controller helps to
drive when cornering and a higher velocity is achieved when cornering without losing the
vehicle stability. The path travelled is shown in Figure [8.14] The trajectory described
by the vehicle corresponds to the dashed lines. In order to have a clearer view of the

path followed, two continuous lines as track limits have been plot on the vehicle sides.
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Figure 8.14: Path travelled in the track (scenario 1)

The test starts by doing free driving on a section of the test track to test the vehicle
dynamic response when switching between modes. Subsequently, the passive mode is
tested by making turns with a constant radius and increasing the speed until, by moving

the steering wheel, it is not possible to maintain the circular path.

In Figure 815 some key aspects of the solver data are shown. The exitflag signal is
kept at 1 over time except in those moments in which the switching is produced from

the TV mode to the passive one since the TV control module is disconnected.
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Figure 8.15: Solver information (scenario 1)

It can be seen that the time needed to solve the problem each time instant is below

the controller sampling time leading to a computing time that is quicker than the real-
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time response constraint. The objective function values are also shown, appearing error
peaks when the change of modes occurs due to the increase of the torque error weight

(it increases two orders of magnitude).

Moreover, the longitudinal velocity is shown in the last subplot. The highlighted signal
peaks are the maximum velocities achieved while maintaining the constant radius path.
The green ones correspond to the use of the passive mode and the red ones to the TV
mode. A higher velocity is achieved for the latter mode, starting from almost 70 km/h
in the first mode to almost reaching 110 km/h in the second one. Therefore, TV mode

allows cornering at higher speeds without losing vehicle stability.

In order to illustrate better the vehicle behaviour when switching between modes,
Figure [8.16| is shown. In here, after braking, the velocity is under the limit, so the
passive mode is activated. When the longitudinal velocity is reduced below 30 km /h, the
TV mode is disconnected which could lead to an exitflag signal of -8 (optimal solution
not found) since the tire model is not accurate for low speeds. A very accurate tire model
requires a specific controller to manage the tire dynamics, which would greatly increase

the computational demand and is outside the scope of this thesis.
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Figure 8.16: Driving mode activation (scenario 1)

The evolution of wheel torque and the torque rate is shown in Figure The
optimized wheel torque does not match the passive torque reference especially on the
front wheels which means that TV is being applied. To see if the wheel torque ease the
driving, the wheel torque will be analyzed deeply afterwards. As for the torque rate,
the bounds are not reached nor undesired changes between time instants are observed

despite the duration of the test, which is very positive to carry out a smooth control.
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Figure 8.17: Wheel torque and torque rate (scenario 1)

In Figure[8.1§]it is shown a time interval of the test, in which the vehicle is performing
a circular path at high speed while the TV mode is active. The wheel torque distribution
is depicted and it can be seen that the sum of all wheel torque is always below and
close to the torque request signal ensuring the requested torque delivery. Moreover, the
distribution of torques is smooth and a higher torque on the right wheels at ¢t; = 430 s
and on the left wheels at to = 490 s is leveraged to facilitate driving in left and right
turns, respectively.
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Figure 8.18: Wheel torque distribution (scenario 1)
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Eventually, the yaw rate evolution will be shown in Figure 819 The yaw rate is
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slightly below the yaw rate reference in some time intervals and matches the yaw rate
reference the rest of time, as it happened in the offline simulations before and after the
yaw rate got saturated. This result can be clearly seen in the zoomed box of the plot just
after t = 580 s. Thus, at certain times the vehicle will not turn as much as the reference
value, so there will be a small error in the path traveled. In addition, the optimized

values are within the bounds throughout the test.
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