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Nomenclature

Abbreviations

ISO: International Standards Organization
ADAS: Advanced Driver Assist Systems
CACC: Cooperative Adaptive Cruise Control
ACC: Adaptive Cruise Control

V2V: Vehicle to Vehicle

ISS: Input to State Stable

ODE: Ordinary Differential Equation

Symbols

R: Set of all real numbers

¢;: Position of the i" vehicle

v;: Velocity of the it vehicle

a;: Acceleration of the i*" vehicle
a;: Jerk of the it" vehicle

h;: Constant time headway of the 7
7;: Time constant of the " vehicle
F;: Driving force of the i*" vehicle
n;: Desired input force of the i*” vehicle

m;: Mass of the i*" vehicle

pa: Density of air

cq: Coefficient of aerodynamic drag

Ay: Frontal area of the vehicle

¢;1: Aerodynamic drag parameter of the i*" vehicle

w: Friction coefficient between road and the vehicle

g: Acceleration due to gravity

0: Slope of the road

ci2: Rolling resistance parameter of the ' vehicle

u;: New input of the i*" vehicle

¢;1: Input value of aerodynamic drag for the i** vehicle
¢;2: Input value of rolling friction for the ith vehicle

m;: Input value of mass for the i*” vehicle

é;1 = x9: Error of the i*" vehicle

€;,2 = x3: Derivative of the error of the it" vehicle

¢;—1: Position of the i — 1 vehicle

v;—1: Velocity of the ¢ — 1 vehicle

a;—1: Acceleration of the 7 — 1 vehicle

u;_1: New input of the ¢ — 1 vehicle

kp: Proportional gain of the PID or PD or PDD controller
kq: Derivative gain of the PID or PD or PDD controller
k;: Integral gain of the PID controller

kqq: Double derivative gain of the PDD controller

e = x4: Difference in velocities of i — 1" and it vehicle
esmi: Distance error between " and i — 1% vehicle

s;: Sliding surface of the i*" vehicle

¢: Positive design constant for sliding surface

w: Weighing factor for sliding mode control

Pmi: Mechanical drag of the it" vehicle

ag;: Desired acceleration of the vehicle

d, ;: Desired spacing between the vehicles

D: Desired safety inter-vehicle distance at standstill

th yehicle
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T;: Time gap of the i*" vehicle

Z: Upper-bound on acceleration
I': Update law gain
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1 Introduction

1.1 Defining CACC

There has been a part in our lives when we have been stuck in a traffic jam. The reasons for this problem are
numerous and we think there is nothing we can do to mitigate the problem. According to [1], if the leader of the
platoon of the vehicles travelling in a line brakes and reduces the speed by 10 %, the tenth vehicle in platoon
will reduce its speed by at least 20 %. This cumulative affect is one of the main causes for the congestion. While
we may think that the jams are only irritating, it has also been found that they lead to an increase in carbon
dioxide emissions and increase in exposure time to pollution for the passengers [2].

There have been efforts to subside the traffic congestion problem by improving infrastructure and enforcing laws
but these methods do not reduce human error. The Advanced Driver Assist Systems (ADAS) can eliminate
the human error and enhance the road travel by a great extent [3]. A type of ADAS, referred to as Adaptive
Cruise Control (ACC) works by maintaining a proper following distance [4]. When Vehicle to Vehicle (V2V)
communication is added to ACC, it takes the name of Cooperative Adaptive Cruise Control (CACC) which
allows the cars to communicate with each other thereby resulting in better safety and cooperative movement of
the vehicle platoon [4].

The CACC controllers follow a set of dynamics to function. We start by defining a system and the vehicle
dynamics being applied to that system. The next step is to introduce an input to the system through the
controller in order to make the system marginally stable. The next section gives an example of the dynamics
used and how we decide on a controller input.

1.2 System dynamics

Consider a platoon of vehicles following each other along a straight line. We assume that the vehicles do not
overtake each other and strictly follow each other. According to the ISO sign convention for vehicle dynamics [5],
the direction of movement of the vehicles in our case is termed as longitudinal. The direction perpendicular to
the longitudinal and parallel to the road is called lateral. Based on the assumption that the vehicles only travel
in one dimension, we can deduce that the lateral dynamics of the vehicles can be neglected so that our problem
can be simplified. We assume that there is no wind to simplify the aerodynamic drag parameter. We consider
dry weather for the simplification of choosing the rolling resistance parameter which make our simulations in
Chapter 5 easier.

The equations representing the longitudinal dynamics are:

¢ = vi, (1.1a)

mv; = Fi — civ] — i (1.1b)
. 1 1

Fy=——F,+ —mn;, (1.1c)
T Ti

where ¢;, v;, 7;, and F; represents position, velocity, time constant showing the first order drive-line dynamics,
and the driving force of the i*” vehicle. The constants m;, ¢;; and c;5 show the values of mass, aerodynamic
drag parameters and the rolling resistance of i*" vehicle of the platoon. The desired input force 7; as seen in
the equations also influences the driving force.

We define a controller input transformation to cancel out the dynamics assuming we know the dynamics of the
vehicle (which can be referred to in Appendix A) and to perform an input-output linearization:

n; = Cill}? + Cio + 2¢i1v;a; T + M. (1.2)

The longitudinal dynamics when we know the dynamics can be rewritten as:

(ji = Vs, (].38.)
1 1

a; = ——a; + —u;. (1.3C)
T T;

Eindhoven University of Technology 1
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The parameter u; is referred to as the new input.

1.3 Problem Formulation

In order to cancel out the dynamics of the vehicle, the controller has to assume some value for the unknown
dynamics which may or may not match the actual value. The mass, aerodynamic drag, and the rolling resistance
of a vehicle varies according to the situations it is put into use. For example, take the situations of a person
driving to work and the person going on vacation with the family. We can see that the mass of the vehicle
changes drastically in both cases. The same can be said for other unknown parameters. So, will the system
be unstable when subject to different scenarios given we assume the wrong values for the dynamics? If the
estimated values of the dynamics from the controller which can be written as ¢;, 1;, and ¢éo (for aerodynamic
drag, mass, and rolling resistance respectively) vary with time, can we find out update laws that could ensure
stability or marginal stability for our system? Either way, in both of our cases, the desired input force in (1.2)
is rewritten as:

0 = éﬂl]? + G0 + 2¢;1va5T; + Mg, (14)

which means that the dynamics is not linear for our vehicles.

1.4 Research Outline

The thesis is outlined as follows: Chapter 2 gives some insights about some definitions and lemmas to be used
later in the thesis. The work done to tackle the problem as similar as ours is shown in Chapter 3. It also
mentions the research gap which we need to cover. We have our system definition and mathematical proofs
for our problem in Chapter 4. Then we present some simulations to cover some gaps which our proofs would
not answer in Chapter 5. Finally, Chapter 6 gives us the conclusions and future work to be done regarding our
research.

Eindhoven University of Technology 2
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2 Preliminaries

Before we delve into the literature research to have a look at the methods taken to solve the problem in Section
1.3, we would need to familiarize ourselves with some aspects to deal with the work ahead.

2.1 Error dynamics

One approach to tackle the problem of platooning is by defining a new set of dynamics of the system called the
error dynamics. Using this dynamics we can select a suitable controller input u; so that the errors tend to zero
or remain bounded. There are two types of controllers that use this method as of now.

2.1.1 u-CACC
This method was defined in [6]. It starts by defining the error equations:

ei1 = ¢i—1 — ¢ — hyvy, (2.1a)

€i2 = €1 =01 —v; — ha;, 2.1b)
h; h;

€3 =262 =0a;-1— (1 - Z) a; — —u;, (2.1c)
T Ti

where h; is the constant time headway of the i*" vehicle. The new input u; is defined in [6] as:

1 1 €1 1
uiz—ﬁui—kﬁ{kp Fa had) |ei2 + i (22)
€i,3

The control law makes the closed loop platoon dynamics Input to State Stable (ISS) for the input to the closed

loop u; if ky, > 0, kgg > —1, and kq > {227

which can be referred from [6].

2.1.2 a-CACC

It can be seen in (2.2), that the control law of a vehicle depends upon the control law of the predecessor. While
this may not be a problem in a homogeneous platoon where all vehicles have same values for the parameters
7; and h; which the control law u; requires from the predecessor vehicle as well, it does pose a problem in a
heterogeneous platoon where the values for 7; and h; are different for every vehicle and some vehicle manufac-
turers are reluctant to share this confidential data. So, a new approach was required. As the acceleration of the
predecessor can be measured from the on-board sensors, the new approach called a-CACC proposes a controller
which only needs the acceleration of the preceding vehicle as input [8]. We started from the error equations
again in [7]:

€1 = ¢i—1 — ¢ — hyv;, (2.3a)
€2 = €1 = Vi—1 — v; — h;ay, (2.3b)
€; = Vj—1 — U;. (23C)
The control law is chosen as:
Ti €i,1 Ti Ti
P= — ’ 1——)a+ —a;_1. 2.4
! h; [kp kd] €i,2 +( hi)a Jrhia ! ( )

The control law here only requires the acceleration of the predecessor a;_;, which can be measured by the
on-board sensors. As mentioned in [7], this controller performs well with the heterogeneous platoons.

Eindhoven University of Technology 3
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2.2 Lemmas

Lemma 2.1 (Gronwall’s Lemma [22]). Let ¢ : [0,7] — Rt be a non- negative differential function for which
there exists a constant o such that:

0<¢'(t) <ad(t), foralltel0,T) (2.5)
then
é(t) < ¢(0)e™". (2.6)

Lemma 2.2 (Lyapunov stability for Time Invariant systems [18] [19]). Let 2=0 be an equilibrium point for
& = f(z) and D C R™ be the domain for f(x), where R represents all real numbers. Let V be a continuously
differentiable function defined as V : D — R such that V(0) =0 and V(x) > 0 for x € D\ {0}. The derivative
of V() along the trajectories of & = f(x) is given by:

ov
= 5@, (2.7)

If V(z) <0, in D\ {0}, then the solution z=0 is asymptotically stable.

V()

Lemma 2.3 (Quadratic Lyapunov Candidate for Time Invariant systems [18] [19]). Consider a continuous
time with & = f(z) = Ax. Using a Lyapunov candidate, of the form V(x) = aT Pz with a positive definite
matriz P which satisfies the condition P = PT > 0 such that V(x) > 0 and eigen values of P > 0. P must
also satisfy the condition AT P + PA = —Q, such that V(x) = —27Qx and QT = Q > 0. Then if real part of
eigs(A) < 0, then it is possible to find a value of P for any given value of Q for which the system & = Ax is
globally asymptotically stable.

2.3 String Stability definition [8]

For a Linear time invariant system, if there is a disturbance in the beginning of the platoon of our defined
system, it must be made sure that the disturbance does not propagate downstream. In other words, the defined
system should be string stable. So the String Stability Complementary Sensitivity of a vehicle is defined as:

Fils) = Aia(s)’

(2.8)

where A;(s) and A;_1(s) are the Laplace transforms of the accelerations a; and a;_; respectively. The condition
for the disturbances to not be amplified downstream is:

T (). <1, (2.9)

where ||T'; (jw)||%.. is the H-infinity norm of the SSCS. For further definition of the norms refer to Appendix B.

2.4 Propositions

Proposition 2.1. Consider a system @ = f(x). For a quadratic Lyapunov function of the form V(z) = 27 Px

as mentioned in Lemma 2.3 which satisfies the condition V(x) < —# + C for the given system, where C is a
constant term. The system dynamics x has a upper bound.

Proof. The condition on the quadratic Lyapunov function can be represented as:

Amin(P)||z]* < V(2) < Amaa(P)l]2] I, (2.10)
where \,,;p, is the lowest eigen value of the matrix P. Multiplying the inequality by a minus and changing sign:

- )‘min(P)HmHQ > —V(z) > _)‘maw(P>||$H2~ (2.11)

Eindhoven University of Technology 4
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Now using the relation:

- )‘maz(P)‘|x||2 < -V(x),
el Vi)
2 2
1S
2

- Amam (P)

Vix)
2

- Amam(P) + Amaz(P)C S -

Vix)
2

+ /\mam (P)Ca
(2.12)

Aman(P)V (z) < —
V(@) € — 5 AZ(”T() 5+ O

V(z) < —aV(z) +7,

+ )\max (P)C7

where a = L ) and v = C. Defining a function W such that:

2Amax (P

W=V -2, (2.13)

«

and after differentiating with respect to time on both sides:
W =V(z),
W < —aV(z)+n,
W< —a <W+ g) +7,
W < —alV.

(2.14)

As, W is a non-negative differentiable function which has a starting point of 0 seconds to a finite amount of
time 7, by Lemma 2.1, we get the following:

W(z) < W, -e (2.15)
where W, is the value of W at ¢ = 0. Now substituting values:

Vi) - L <V, — Dyeet,

« «

V()< (Vo — Lyet 4 1,
«Q

a
V(z) < Ve ™ + 1(1 —e o), (2.16)
a

“and e~ for time [0,7] is 1, we can write:

Vie) <V, + L.
(0%

As the maximum value of 1 — e~

Using (2.10), we get:

Amin(P)lal > < Vo + 1

all? < Vo 7 (2.17)
- )\mzn(P) a)\mzn(P)

This proves that the system dynamics x have an upper-bound. O]

Proposition 2.2. Consider a system @ = f(x). For a quadratic Lyapunov function of the form V(x) = 2T Pz

as mentioned in Lemma 2.3 which satisfies the condition V(x) < 79@721790 + K, where K varies according to time.
Iflimy oo K(t) =0, then limy_oo V(t) =0

Proof. The condition leads us to conclude that for every number € > 0, we have a value of time t* > 0 such
that K < € whenever ¢t > t*. For a positive constant €, let us assume:
€x
€= —.

2

Eindhoven University of Technology 5
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Using the bound on Lyapunov function from Proposition 2.1, starting from V(z) < fmT% + K, we reach the

condition similar to (2.12). The condition for this case can be written as:

V(z) < —aV(z) + K,

For a time instant of ¢ > t*, we have K < €, which gives us:

V(z) < —aV(z) +e,
V(z) < —aV(zx)+ Eg’
V(z) < —aV(z) + %
Comparing (2.19) with (2.12), we get an equivalent result of (2.16) which can be written as:

V(z) < Voe ™ +

DN v

For a value of ¢, such that we have an upper bound on the term V,e™®! :

1
Voe_at S 56,

Using the solution of (2.21) in (2.20), we get:

So, this proves that for time ¢ > t*, V(z) < €.

(2.18)

(2.19)

(2.20)

(2.21)

(2.22)

O

Proposition 2.3. Consider a system @ = f(z). For a quadratic Lyapunov function of the form V(z) = 2T Px
as mentioned in Lemma 2.3 which satisfies the condition V() < —"L’T?w + K + C, where K is a variable that is
dependent on time and C is a constant. If limy_, oo K(t) = 0, then lim;_, V(t) = 0.

Proof. We have the condition that for every number ¢ > 0, we have a value of time t* > 0 such that K < ¢
whenever ¢ > t*. We have a condition on the Lyapunov as:

xTa:

Vie) < =+ K +C, (2.23)

as mentioned in the proposition. Considering an upper-bound for K, we can write the equation as:
T
. Tt x
Viz) < — +e+C. (2.24)
Using the same steps in the proof for Proposition 2.2, we get the condition:

V(z)<e+C, (2.25)

for the € defined in the proof of the Proposition 2.2. As C is a constant, we can introduce a new constant
E=€e+C:
Vix) <é. (2.26)
So, for time t > t*, we have V(x) < €.
O

Eindhoven University of Technology 6
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Proposition 2.4. Given a system (i&,0) = f(x,0). For a quadratic Lyapunov function of the form V(m,

2T Pz +0TT10, where PT = P > 0 and T is a positive constant which satisfies the condition V,(x) = V (z,0) <
—’“'T% + C where C' is a constant and V, = —ITT“”, The dynamics of x and 0 have an upper-bound.

Proof. The Lyapunov in the proposition can be split into two different Lyapunov functions:

Va(z) = 27 Pz, (2.27a)
Vy(0) = 67T 14. (2.27D)

The conditions on the both the functions can be written as:

Amin(P)||* < Va(2) < Aaw (P)]]2]]? (2.28a)
DY) IA12 = Vi(@), (2.98)
Using Proposition 2.1,we get that:
V(IO
||z|? < TR— (2.29)

o )\mzn(P) a)\min(P),

which clarifies that the dynamics of x are upper-bounded. From the statement of Proposition 2.4, we can deduce
that: _
V=0, (2.30)

which means that the dynamics of 6 are marginally stable. This means for the Lyapunov function in the
statement of Proposition 2.4, the dynamics of  and 6 have an upper-bound.

O

Proposition 2.5. Given a system (x,é) = f(z,0). For a quadratic Lyapunov function of the form V(x,~0~
2T Pz +0TT 10, where PT = P > 0 and T is a positive constant which satisfies the condition V,(x) =V (z,0)
—QCTT“ + K where K wvaries with time and V, = —#. If limy, oo K(t) =0, then lim;_,o V(t) = 0.

<

Proof. In a similar fashion to Proposition 2.4, we split the Lyapunov into two parts as shown in (2.27a) and
(2.27b). Using Proposition 2.2, we get:
Va(z) <, (2.31)

for a time ¢ > t*. From Proposition 2.4, we get that Vb( is a constant so let us assume that at time ¢ > ¢*,
have V3 () = €;. So we can show that:

Va(a:)—i—%(é) <é+e (2.32)
V(l‘,é) S €2, .

where €5 = € 4 ¢;. This proves that if lim;_, K (t) = 0, then lim;_,, V(t) =0

2.5 Summary

We have gone through lemmas, propositions, and some definitions in this chapter. These preliminaries are used
later in the thesis.

Eindhoven University of Technology 7
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3 Literature Research

The use of string stability and u-CACC which were defined in Chapter 2 is seen in almost all the researches
whose problem definition somewhat aligns with our own. Although not mentioned here, these methods make
use of Lemma 2.2 to prove stability. Upon taking a look at the steps taken by others, we discuss in Section 3.5
about the gap in the previous research.

3.1 Mass adaptation law and continuous sliding mode control

The method mentioned in [9] uses some adaptation laws to estimate mass and combines it with sliding mode
control method. This approach does give some promising results. It is started off as giving the expression for
error for distance error between two vehicles which is expressed as:

Csmi = (¢i—1 — @) — q?, (fori=1,...,n.) (3.1)
where qfl is the desired inter-vehicle distance. Following the error expression, the proposed sliding surface as
cited in [9] is can be derived and is written as:

8; = €smi T+ Cesmiv (32)

where ( is a positive design constant. The equation (3.2) however does not guarantee string stability, so a new
sliding surface which requires information from both preceding and following vehicles is designed in [9] as:

S = {wssmi—ssmiﬂ, (i=1,...,n—1) (3.3)

WS smi s (7/ = n)

where the parameter w > 0 is a weighting factor. To guarantee string stability of the platoon, a control law is
used in [9] is expressed as:

m; k k

~ .92 R A
i = Ci1G; i2 + D; Si T; Si Si), 3.4
u; = cj1d;~ + cia + Dy sgn( )+w+1 +w+1 +w+lsgn( ) (3.4)

where k and k are positive constants, ¢j1, ¢ja, mM; are estimates of vehicle’s unknown parameters ¢;; (aerodynamic
drag), ¢;2 (rolling resistance), m; (mass of vehicle) and T; = wd;—1 + Gir1 + ((Wégmi — ésmit1). The term D;
is bounded by the condition |m;d;| < D; whose estimate is defined as le In the control law, the unknown
parameters are estimated with adaptation laws and are mentioned in [9] as follows:

e = (w + 1) 847, (3.5)
Ci2 = 92 (w + 1)S, (3.6)
D; =P (w+1)|Si, (3.7)
m; =" T;S;, (3.8)
where £, 462 4P and 4™ are positive adaptation gains for i = 1, ..., n. Using this method we get that

limy s 00 €5mi = 0.

3.2 Combining constant time headway and predecessor following communication
topology

The approach of combining constant time headway strategy and predecessor following communication topology
to model a robust time-delay feedback control is discussed in [11]. By using some linear matrix inequalities
conditions, the platoon formation and its stability is guaranteed. If we refer the position, velocity, and acceler-
ation of the i*" vehicle is given by symbols ¢;, v;, and a;, then the longitudinal dynamics of the vehicles in [11]

is given by:
qz(t) = Ui(t)a (3 9)
0i(t) = ai(t), 3.10
i) = Fi(os(), ai(8)) + g (i (O () 3.11)

Eindhoven University of Technology 8
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where v;(t) is the engine input of the ith vehicle at time ¢ > 0. The functions f; and g; are given as:

1 PaAfci o | Pmi paAyscqvia;
Wi, @) = —— |+ —F—V;, +— | — —2> 3.12
i) = = (s + Pt 4 Lo (3.12)
1
9i(vi) = e (3.13)

where 7; is the internal actuator dynamics of the vehicle in tracking any desired acceleration command, p, is
the air density, and Ay, cq, pm: and m; are the cross sectional area, drag coeflicient, mechanical drag and mass
of the 7' vehicle respectively. The value of the term v; used to linearize the equation in (3.11) is:

1
v, = agim; + §paAfcdvi2 + Dmi + Tipa Apcquiag, (3.14)

where ag; is the desired acceleration of the vehicle. Upon substituting (3.14) in (3.11):

ql‘ (t) - @i (t), (3.15&)
0;(t) = a,(t), (3.15Db)
1 1
az(t) = ——a; + —Qqg;. (3150)
T T
The safe spacing policy is given as:
dr,i(t> = Dr,i + Tzvl(t)7 (316)

where d,.; is the desired spacing between vehicles, D,.; is the desired safety inter-vehicle distance at standstill,
v; is the velocity and T; is the time gap of the i*" vehicle. The car following error in [11] is defined as
efi =di—dr1 = ¢i—1—q;—L;—d, 1. The error state vector of the ith vehicle is selected as y; = [efi Av; ai]T,
where Aw; is the relative velocity between the ith-pair adjacent vehicles. The dynamics of the error variables
for vehicle in [11] can be represented as:

9i(t) = (Gi + AGi(1))yi(t) + (Ei + AE;(1))aai(t) + Hiyi—1(¢), (3.17)
where matrices
01 -T; 0 0 00
Gi=1|0 0 -1|,E=|{0|,H=|0 0 1}, (3.18)
00 —+ = 00 0
for i = 1,...., N and uncertainties AG; and AFE; are unknown parameter perturbations of the model. The

perturbations are caused by uncertain internal dynamics of vehicles and uncertain conditions. The uncertainties
are described by a set of unknown matrix functions. This method guarantees that the system is robust string
stable for the given unknown parameter perturbations AG; and AFE;.

3.3 Using predecessor-following topology to make data-driven optimal CACC

The approach taken in section 3.2 is used to some extent to get the dynamics equations (3.9), (3.10) and (3.15¢).
The state representation of the vehicle in [12] however is given as:

with matrices
0 1 —h; 0 0
00 -+ = 0

where h; is the constant time headway and 7; is the time constant of the i*" vehicle. The CACC controller input
is defined as u; = —k;x; with the gain k; = [k;1, k2, ki3]. The gains k;,¢ = 1,....,n are computed so that the
system is stable for unknown dynamical parameters. Also, instead of using matrix inequalities, this approach
in [12] deviates and uses a Riccati equation to minimize a cost function which is defined as:

Ji(wi(t)) = /too[xiT(S)Qiﬂ%(S) + ag;(s)lds, (3.21)
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where z;(t) is the state of the system at time ¢ > 0 and weighted matrix Q; = Q7 > 0. The Riccati equation
which is given as:
GI P+ P,Gl +Q; — P,B;B] P, =0, (3.22)

and the solution P; is used to obtain the optimal feedback gain k} = E] Pf. Since (3.22) is nonlinear some
methods are used to get the value of P;. The optimal controller input used is then used in the input as
u; = —kix;. If ko, € R'*3 is the stabilizing controller gain and P c R3*3 is the positive symmetric definite
solution to the Lyapunov equation:

(Gi — Eiky,))" Pri + Pi(Gi — Eikyy) + Qi + k’lqjik’l,i =0, (3.23)
where [ is the iteration number and feedback gain:
kii=FE'P_1; 1=12,.. (3.24)

Then the conditions (G; — Bk ;) is Hurwitz and P < Pj41,; < P,; hold for any iteration of [ > 1. Moreover,
ki; = kf and Pj; = P when [ — oco. The optimal solutions show that the system is stable to the origin
according to [13] although [13] has no mention of a cost function or the stability but instead uses an estimated

Kalman filter.

3.4 Using the dwell time switching approach and adaptation laws

We came across a dwell time switching approach in [14]. The procedure uses two different controllers, one for
CACC and one for ACC. It switches to ACC when there is communication loss. The uncertainty is introduced
in the drive-line dynamics or the time constant which we refer to as 7;. The time constant of i*” vehicle is given
as:

T = To + AT, (325)

where 7, is the time constant of the leader and the term Ar; is the unknown uncertainty in the drive-line
dynamics which can not be determined. The system used draws inspiration from [6]. The research shows
asymptotic stability around the equilibrium point using the method.

3.5 Research gap

The sliding mode control shows a lot of promise on paper but it is not viable practically. In theory, we make
our system follow a defined path called the sliding surface regardless of the starting point but in practical the
system is prone to chattering effect.

As for the approach taken in Section 3.2 and Section 3.3, the paper assumes that they have desired performance
when they cancel out the vehicle dynamics in (3.15¢) and make the longitudinal dynamics linear. The question
arises about the performance if the dynamics of the vehicle is non-linear as mentioned in Section 1.3 which is
not being considered here.

The adaptation laws in Section 3.4 seem promising but it can be a problem if the leader decides not to share
the value of its time constant 7,. For that case, the research shows that it could switch the ACC controller or
back. The dwell time switching only works effectively of the rules of switching are followed [15]. For non-linear
systems, some uniformity assumptions have to be satisfied for the method to work [16].

3.6 Summary

This chapter starts with a method which made use of sliding mode control to solve the problem. After this we
saw the use of using unknown perturbations and cost function which assumed that aerodynamic drag, rolling
resistance and the unknown mass had already been satisfied. The use of dwell time was also seen which made
use of switching between different controllers to work. As mentioned in the start of the chapter, the last three
approaches made use of u-CACC which is something we are going to avoid for our work. Finally we discussed
the research gap in Section 3.5 which we have to fill in our work.
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4 Stability of a system with unknown parameters

The previous chapter got us acquainted with some of the methods used to deal with the problem defined
in Section 1.3. Contrary to the other approaches, we do not linearize the system by cancelling out all the
dynamics. As mentioned in Section 2.1.2; we use the a-CACC controller to work out our problem due to the
inherent advantages it has over u-CACC. We use the same system as defined in Section 1.2. We also add the
integral action to our PD controller as to improve the controller from [7]. Following the same steps as a-CACC
in Section 2.1.2, we start by defining the error:

To = €1 = Gi—1 — ¢ — s, (4.1)
the derivative of the error:
T3 = €1 = €;2 = Vi1 — v; — hay, (4.2)
the integral of the error:
T = /ei,l = = (/ gi—1dt — qit — Lit) — (rit + higi), (4.3)
and the difference between the velocities:
Ty =€ ="V;—1 — Uy, (44)

as our error coordinates for the system. When the dynamics are not known, the equation of jerk from (A.10)
based on the input defined in (1.4) changes to:

T
. 1 1 . R
a; = ——a; + (e — ci1) (V2 + 2via;7;) + (éi2 — cin) + {kz ky kd} T2
T Uz
T3 (4.5)
i (11— 2 ) 4+ Zagy]
7 hi T hl i—1

Before we try to check the stability of the system with unknown parameters, we need to make sure that the
system would be stable or marginally stable when all the dynamics are known. In (4.5) when the parameters
are known, the equation is written as:

Z1

_ 1 1 T 1

=gt ik w] fof o (12 ot ) o)
x3

We define the system state vector as & = [z1, 2, 23, 24]. The closed loop error dynamics can be written as:

1 0 0
0 1 0 0
T=| _ _ _ x+ a;—1, (4.7)
—ki —k, —kq O 1- wll
0o L+ -+ 1
k2 7
A B

where /_fp = f"k? and kg = 254 To check whether the system is bounded or not, we start by defining a

m TiMmM;

quadratic Lyafmﬁov function as defined in Lemma 2.2:
Vi = 27 Pa, (4.8)

where P = PT is a constant matrix such that ATpP +PA = —1I, where I is an identity matrix and the condition
for eigs(A) < 0 holds when k, > 0, kq > 0, k; > 0, k; < k,kq and h; > 0. Now, for the next step we differentiate
the Lyapunov function:
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O oV
iz Tt
0zT Px .
T
oz ’
_ 0% 1 Yon Py
ox ’

For a kth element of x we have,

k 8:% b 81‘].3

= 7;1 Pjx; aimki‘k + ; Pijxiaimki‘k,

=T Px + :UTP3'37 (4.9)

= ((Az + Ba;_1)" Pz + 2T P(Az + Ba,;_,1)),

=27 (AP + PA)x + a;_1B" Pz + 2" PBa;_1,

=Tz + ai_l(BTPx + xTPB),

i (fc B PBai—1>T (m B PB%—l) (PB)"(PB)(ai-1)?
2 V2 V2 V2 V2 2 ’
$T.%‘ (PB)T(I:)B)(GZ'_]A)2

i _|_ s

2 2
2Tz Bla;_1)?

< _ 7
- 2 * 2

=0+

If the acceleration of the predecessor is 0, the derivative of the Lyapunov function is negative at all times
suggesting that the function keeps on decreasing and the system is asymptotically stable according to Lemma

2.2. If the acceleration has an upper-bound Z then the system can be written in the form Vl(a:) < —IZJ + C1,

where Cy = 6—52 According to Proposition 2.1, the error dynamics is bounded and the system is marginally

stable. Also if lim;_, o a?_l = 0, then the system can be written in the form Vl(x) < —# + K1 and according
to Proposition 2.2, lim;_,o Vi (z) = 0.

We first check if the system is marginally stable or bounded when we assume a wrong value for the unknown
parameter in the a-CACC controller. Then we look at the methods to correct this by using some update laws
to stabilize the system to make a adaptive controller.

4.1 Incorrect assumption of the unknown parameters by a-CACC controller

We start by assuming a value for the unknown parameters which is different than the actual value. In this case,
the values of é;1, ¢;2, and m; are constants.

4.1.1 When the rolling resistance is unknown

The closed loop error dynamics is represented as:

1 0 0 0
0o 1 0 0 0| [ hicia  hiéi
g=| - . z+ | aia+ (CQ - Cz) . (4.10)
—ki —k, —kq 0 1-— o 1 miT; T
1 1 >
hi T hy 1 0 01
———
A B G1

The value of 6 is a constant here as we are assuming an arbitrary value from the controller. We use the Lyapunov
function:

1~ .
Va =xTP$+§91TF1_191, (4.11)
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where PT = P > 0 and AT P+ PA = —1I. Differentiate both sides of the equation. Since the part %élTFflél is
constant, it becomes 0. Following the same steps in (4.9) until we get:

. 2Tx  Blai_1)?

h<——+ 5+ (G Pz + 2" PG1)6,
~ T ~ ~
acTa: B(ai,1)2 x PG191 x PG191 (PGl)T<PG1)9% ITJJ
< rr Bl (1 L + - (412)
2 2 2 2 2 2 4 4
- _acZ:U N ﬁ(a;l)Q N (PGl)TiPGl)G?

If we give the acceleration of the predecessor an upper-bound Z like before, we can upper-bound the terms
2 T N2 .
ﬁ(g) + (PG1) iPGl)el as a constant F,.. The system takes the form Va(x) < fwTT”” + F,. and according to

the Proposition 2.1, the error dynamics remain bounded. It can also be shown that if lim; .., a?_l = 0, then
according to Proposition 2.3, lim;_,~ Va(z) = 0.

4.1.2 When the mass is unknown

The derivative of the e; 2 is now:

o w11 n\ (11 1
éi’g =k;x1 — kpxg —kgxs — (1 — ﬁ —— — Jz3+(1-— ﬁ —— — |+ (1= — a1 (413)
mi ) \1i  hi mi )\ hi m;

The closed loop error dynamics comes out to be:

0 1 0 0
. 0 0 1 0 (4.14)
T = _ _ _ . . T+ a;—1, .
e () (2o 2) () ()| (|
0 = - 1
f i N ,
A B

m; Ti h;
has all eigen values in the left half plane. We define a quadratic Lyapunov function:

where h; > 0, kg > 0, Ep >0, (1 — m) (i — i) >0, k; > 0 and (/;d (1 + %) + Ep) > 0 so that the matrix A

Vs = 27 P, (4.15)
where PT = P > 0 and ATP + PA = —I. Following the same steps in (4.9), we get the condition:

(4.16)

Similar to Vi, we can prove that the system is bounded if a;_; is bounded and if lim; o, a? ; = 0 then
lim;_ o V3(2) = 0 using the Proposition 2.1 and Proposition 2.2.
4.1.3 When the aerodynamic drag is unknown

Following the equation for jerk in (4.5) and assuming that all the other dynamics apart from the aerodynamic
drag are satisfied, we get:

Z1
1 N
i = ——a; + - (&1 — i) (V] + 2via;mi) + [kl p kd} 2
, N - (4.17)
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The change in the derivative of the derivative of the error is:

. - - . hi .
€2 = —kixl - kpxg - k‘d.iﬁg - . (Cil - Cil)(’U,L-Q + 2%&,’7’,’). (418)

We can see that (4.18) has nonlinear terms which complicates things. Proving marginal stability for this case

was tough. Therefore, in Section 5.2, we use simulations to find out "if the system is marginally stable when
the aerodynamic drag parameters are incorrectly estimated?"

4.2 Adaptive controller using update laws

We have seen that the system stays bounded when we assume certain values for the unknown parameters but
the question arises can we correct them? Can we find a suitable law which can allow our system to be stable or
marginally stable? We take a look at each cases one at a time. In this section we introduce an update law gain
T" which is different for every case of unknown dynamics.

4.2.1 When the rolling resistance is unknown

So, the dynamics with the input 7, is written as:

o 1 0 0 0 0
o 0 1 0| [hicio  hiéi
g=| - . + @iy + (CQ - Cz) . (4.19)
~ki —k, —ka O 1— WlL 1| \mym T
0o 0 & -4+ 1 0 b,
. L —_——— ——
A B G1

For the sake of simplicity, we can represent Ax + Ba;_;1 as f(z,t). We have already proven that the value of
f(x,t) is bounded for an upper-bound to the acceleration of the preceding vehicle. We start by again defining
a different Lyapunov function than before:

1~ .
Vi=a"Pz+ 5elTrl—lel, (4.20)

where I'; > 0 is the rolling resistance gain constant. Then we differentiate the function and it can be written
as:

. 8V4 8V4 . 8V4 5
V = — —_— 7~0
4 It +6‘zx+891 1
8T Px + 16TT716,) . . d(«T Pz + %é{rl—le})é
T ~ 1
Ox 06, (4.21)
0z" Px . 1 601TF101 <
- x + ey ~ 917
Ox 2 96,

1= ~ 1~ i
= 3" Pz + 2" Pi + io{rl—lal - iefrl—lol.

The value of éfl"flél is a 1 by 1 matrix and T';! is symmetric. This means that 5{1";151 = 9?1"1719;1. Using
this it follows:
Vi = iT Pz + 2T Pi + 677714,
= (f(z,t) + G10)T P + 2T P(f(2,t) + G161) + 67T 4,
= (f(z, )" Px + 2" P(f(x,1)) + (G101)" Pa+
2T P(G16,) + 671710,

(4.22)

The matrix P is a scalar (adaptive law gain) and the value of (G 6,)" Pz is a 1 by 1 matrix and so (G16,)7 Pz =
2T P(G16,). This leads us to:

Vi = —aT2 + a;_1(BT Pz + 2T PB) + 22T P(G16,) + 67774,

. : (4.23)
= sz +a; (BT Pz +2"PB) + (227 PG, + 67T 1)0,.
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As we know that V; is already bounded so for V4 to be bounded we need an update law that fulfills the condition
26T PGy + 6TT7! = 0. So we can start by:

— 227 PG, = 67T,

- 2xTPG1F1 = é{,
. (4.24)
- 2<$TPG1F1)T - 91,

— 2F1G{P$ - él.
The (4.24) is an update law which can guarantee boundedness for the system. As, by using the update law, we

get the relation: .
Vi=—a2"z+a;_1(B" Pz +2"PB). (4.25)

Following the same steps as in (4.9), we get the condition:
2Tz Blai—1)?

Vi<———+

5 5 (4.26)

Using Proposition 2.4, we can prove that the errors remain bounded if the value a;_; has an upper bound and
when lim;_,», a?_; = 0 then lim;_,, V4(x) = 0 using the Proposition 2.5.
4.2.2 When the aerodynamic drag is unknown

For this case, we are assuming no wind conditions and no fluctuations in temperature so that there is no change
in the aerodynamic drag parameter ¢,. The closed loop error dynamics are:

1 0 0 0
0 1 0 0 0
i = _ _ _ T+ N T P (Ca — Ca) - (4.27)
—ki —kp —k’d 0 1— po # ——
K K2 k2 é
o 0 3+ & 1 0 ’
—_———
A B G2 (vi,a;)
Using the Lyapunov function: ~ R
Vs = 2T Pz + 017510, (4.28)

where I's > 0 is a scalar (aerodynamic drag gain constant). We are able to reach the condition in the same way
as we did when the rolling resistance was unknown. The final equation can be written as:

Vs = —aT2 + a;_1 (BT Pz + 2T PB) 4 (227 PG4 (v;, a;) + égr;l)GQ. (4.29)
The update law for this case can be obtained by:
— QZ‘TPGQ(UZ‘, ai) = §2TF51,
— QZ‘TPGQ(UZ‘, ai)Fl = ég,

. (4.30)
— Q(I‘TPGQ(UZ‘, ai>F2)T = 92,
— QFQGQ(Ui,CLi)TPJJ = 52.
Using the update law in (4.30) and the steps in (4.9), we reach the condition:
V. < _1721’ T B(aiz—l) (4.31)

The system errors are bounded if a;_; has an upper-bound which we can prove using Proposition 2.4 and by
Proposition 2.5 it can be proven that when lim;_, a?_l = 0 then lim;, o, V5(x) = 0.
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4.2.3 When only the mass is unknown

So, the error dynamics would be:

0 1 0 0 0 0
0 1 0 0 0 o
p=| T+ i | (1 - m) . (4.32)
ki —ky —ka O 1- L (1) m;
1 7 N—— ——
0 0 & -5 1 0 95
A B Gs(a;)
The Lyapunov function for this case is:
Vo = 2T Px + 6117565, (4.33)

where I's > 0 is a scalar (unknown mass gain constant). Following the same steps we can reach the condition
of the update law:

—9T3Ca(a;)T P = 65 (4.34)

Using similar steps in Section 4.2.2 and the update law in (4.34), we are able to get the condition:

(4.35)

If we provide an upper-bound to a;_1, then using Proposition 2.4, we can show that the errors of the system are
bounded. Moreover, using Proposition 2.5 we can prove that when lim;_, ., a%_l = 0 then lim; o, V5(z) = 0.

4.3 Summary

When presented with the problem presented in Section 1.3, we checked and verified that the system is still
marginally stable if we are to assume a wrong value for the unknown parameter. Then we were able to get some
update laws which when introduced to the system would make the system marginally stable. The results were
verified mathematically.
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5 Simulations

We proved the stability for most of the unknown dynamics in Chapter 4 but is the a-CACC controller stable
when aerodynamic drag is assumed incorrectly in Section 4.1.37 How do the incorrectly estimated a-CACC
controller and adaptive controller hold against each other in face of unknown dynamics? Do we need the integral
action of the error in either of our controllers

5.1 Simulation Environment

For the simulations we make use of ode45 solver in MATLAB. We simulate a homogeneous platoon of five
Toyota Prius cars. The values of mass (m = 1380 kg [23]), aerodynamic drag (cq = 0.24 [24]), frontal area
(Af = 2.22 m? |25]), time constant(r = 0.1 |7]), friction coefficient (p = 0.7 [26]) , and constant time headway
(h = 0.5[7]) is the same for every vehicle. The values of gains used are k,,, = 7’;—” =0.21[7], kam = 7’% = 0.68 [7],
and k;,, = ffl = 107°. The value of k;,, is chosen close to 0 due to the reason we see in Section 5.4. We make
use of a rectaingular pulse similar to [8] in the upcoming sections. The input for the leader is kept at 0 for 5
seconds, then an acceleration of 1 m/s? is applied for 5 seconds and for the remaining time the acceleration of
the leader is put to 0. In all simulations, the initial velocity, position and acceleration of the followers is set to

0.

5.2 Unknown aerodynamic drag

We make use of (4.17) in the ode45 solver. We assume that the wind speed does not change and take into
account the change in temperature in the environment. We take the assumed density of air to be 1.225 kg/m3
at 15° Celsius and refer to the value from [21]. We take the actual temperature to be about 30° Celsius and
the air density to be 1.164 kg/m3. The rest of the parameters used are listed in Section 5.1. As mentioned in
Section 4.1.3, we do not know if the system is stable if we estimated the wrong value for the a-CACC controller.
Just like the cases when only the mass or the rolling resistance is wrongly estimated, we expect that the system
is stable. We subject the leader vehicle to a constant acceleration of 1 m/s? for 50 seconds, so that it simulates
a step input for the first follower as seen in Figure 5.1. The a-CACC controller settles down to the value of 1
m/s? when starting from an initial acceleration of 0 m/s? in approximately 11 seconds.

1|
N =

T
——
——

0.4 f .

0.2 y

O 1 1 1 1 1 1 1 1 1
0 5 10 15 20 25 30 35 40 45 50

time

Figure 5.1: a-CACC controller with estimated aerodynamic drag subject to a step input
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(a) a-CACC controller with estimated values (b) Adaptive controller with T" = 1000

Figure 5.2: Response of the adaptive and the a-CACC controller to a rectangular pulse for unknown dynamics

5.3 Comparison between estimated a-CACC and adaptive a-CACC

When the dynamics are unknown, the adaptive controller must outperform the a-CACC controller which is
estimating incorrect values of the unknown dynamics. The adaptive laws as seen in Section 4.2.1, Section 4.2.2,
and Section 4.2.3 make use of I'y, I'y, and I's which are the update law gains. We estimated that the higher
values of I' = I'y = I's; = I's would give better performance as we proposed that higher the gains, faster the
update law works to correct the uncertainty in the dynamics. We also assumed that there should be a maximum
value for the gains as there is a possibility of overshoots when the convergence to the response is faster. As
seen in Appendix C, the higher values of I" have lesser settling times and lower overshoots. We also see that for
lower values of I', there are oscillations in the followers which dissipate as we increase the value of the update
law gain. We make a comparison of both the controllers when subject to a rectangular pulse mentioned in 5.1
when the dynamics are unknown. It can be seen in Figure 5.2 that the adaptive controller has lesser overshoots
and undershoots than the a-CACC controller with incorrect estimated values of the unknown dynamics.

5.4 Use of the Integral action

One question still arises that although there was no integral action in the controller used in [7], we have included
the integral action to the a-CACC controller and the adaptive controller but do we still need it? We make use
of a step input from the leader of 1 m/s? for 50 seconds. We start by simulating the response of the a-CACC
controller when it estimates wrong values to different values of k;,,,. As mentioned in Chapter 4, the condition
0 < kim < kgmkpm must be satisfied for stability, we get the bounds 0 < k;,,, < 0.136 according to the values
of kgm and kpm mentioned in Section 5.1. The resulting figures as seen in Appendix D show that the integral
action for the estimated a-CACC controller is not required which is more clear when we compare the parameters
for different k;,, values in Table 5.1. We simulate the adaptive controller using the same step input for different
kim values. As seen in Appendix E, the graphs look the same so the Table 5.2 gives us an insight that there is
a significant change to the parameters of the graphs in Appendix E. We estimated the system to be unstable
when the bounds on k;,, are not respected. The Figure D.5 confirms that the system indeed becomes stable
but the Figure E.5 shows a different story. Although not preferable, the adaptive controller still stabilizes with
a higher value of k;,,
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kim | Settling time (secs) | Overshoot | Undershoot | Peak

0 10 48 218 2.18
0.02 10.28 59 218 2.18
0.03 19.03 65 218 2.18
0.13 26.53 113 218 2.18

Table 5.1: Characteristics of the first follower using the estimated a-CACC controller when subjected to a step
input for different values of kim

Kim | Settling time (secs) | Overshoot | Undershoot | Peak
0 2.17 1.3x 1078 0 1
0.02 2.17 1.36 x 107° 0 1
0.03 2.17 2.12 x 1075 0 1
0.13 2.17 9.8 x 107° 0 1
10 2.16 0.1108 0 1.011

Table 5.2: Characteristics of the first follower using the adaptive controller when subjected to a step input for
different values of ki,

5.5 Summary

We get our answer to the question in Section 4.1.3 in Section 5.2 that the a-CACC controller is stable when
the aerodynamic drag is estimated incorrectly. We compared our a-CACC (which has incorrectly assumed
dynamics) to adaptive CACC controller in Section 5.3. We checked if the integral action is necessary in Section
5.4. The next chapter focuses on conclusions.
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6 Conclusions and Future work

We present conclusions to the simulations in the Chapter 5 in Section 6.1 and then we present some future work
that can be done regarding the research.

6.1 Conclusions

Starting off with the results in Section 5.2, we see that as expected the a-CACC controller with incorrect
estimate of the aerodynamic drag settles down to the value of the step input of 1 which shows that the a-CACC
controller for the case presented in Section 4.1.3 is stable.

Comparing the graphs in Figure 5.2, we can conclude that the adaptive controller works better than the a-
CACC controller whose dynamics have been incorrectly estimated. The large undershoot and overshoot causes
the vehicle to experience high jerks which would cause discomfort for the passengers. Moreover, the settling
time for the a-CACC controller with unknown dynamics is quite large compared to the adaptive controller as
it can be seen in the Figure 5.2.

In Section 5.4, we simulated the a-CACC with incorrect dynamics and the adaptive controller with different
values of k;,, and found out that it does not contribute much to the system in both cases. Based on these
findings we concluded that the integral action for the system is not required for either of our controllers. The
case when the adaptive controller stabilizes at k;,, = 10 shows that the adaptive controller outperforms the
estimated a-CACC controller when parameters are unknown.

6.2 Future work

As mentioned in Section 5.3 and shown in Appendix C, the higher values of the update law gain I" which we
assumed as I' = I'y = 'y = I's prove better performance. We saw lesser overshoots which were negligible as
we kept on increasing the gain. The value of gains required are needed to be verified experimentally as there is
bound to be an upper limit to these gains.

Although the use of integral action is shown to not be needed in both of our controllers, in an experiment the
integral action may be used to offset unwanted disturbances. The case for the aerodynamic drag can be expanded
to include wind speed into account because as mentioned in [20] the wind speed does have a large influence on
the aerodynamic drag coefficient c¢4. The string stability of both the controllers needs to be verified. The values
of the gains kp,, and kg, were chosen from the research mentioned in [7] which were tuned experimentally for
a homogeneous platoon. In our simulations these depend on the mass of the vehicle which will vary according
to the mass and the gains would be needed to be adjusted accordingly. The effect of the change in mass would
also affect the time gap h; of every vehicle which can be explored further.
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A Longitudinal dynamics

From the longitudinal dynamics defined in Section 1.2, We assume that aerodynamic drag, rolling resistance
and the mass of the vehicle affect our vehicle. The aerodynamic drag equation is written as:

1
Faerodrag = ipachfvi27 (A].)

in which the parameters p,, ¢q and Ay show the values of density of air, coefficient of aerodynamic drag (varies
from vehicle to vehicle) and the frontal area of the vehicle (in m?). We have multiplied the constants from (A.1)
such that we get the term cilvf in (1.1b). The term ¢;» represents the rolling resistance which can be defined
as:

Ci2 = Frolling?‘esistance = pms;g cos 0+ m;g sin 6, (AQ)

where g, p, and 0 are defined as acceleration due to gravity, the friction coefficient between the road and the
tyres of the vehicle, and the slope of the road on which the vehicle is driving respectively. In the Netherlands,
we have a low amount of roads with any slope so we can assume here § = 0 which leads to the rolling resistance
as um;g.

The derivative of velocity is termed as acceleration which we can represent here as a; for the i*" vehicle, so in
(1.1b), we can replace ©; with a; and rewrite the equation as:

m;a; = FZ' — Cil’l)z-2 — C;2. (A?))
Differentiating both side of the equation, we get:
mzaz = Fz — 261‘1’02"0.1' = F,L - 2Ci11)iai. (A4)

Substitute the value of Fj from (1.1c):

1 1
mzaz = _*’Fi + ;771‘ - 281'1111‘&,'. (A5)

Ti

We rearrange (A.3) for a proper value of F; to get:
Fi = m;a; + cilvf =+ Ci2. (AG)

We substitute this value in (A.5) to achieve the result:

mzal = ——(mlav + 61'11}1-2 —+ 61'2) —+ ?’I]l — 2011’[)@&,;. (A?)
7 7

Dividing both sides of the equation by m; and simplifying the equation:

mids 1 2 1 2641005
TZ_T_m_(miai“"CilUi +Ci2)+7_m_"7i_ OSE
1 K3 ? 2 (2 ?
1 1 2ci1via;
. 2 11 Uity
a; = ——a; — (civi + ciz) + U ; (A.8)
Ti TiMm; TiMmy my;
s — 1 2 ) .
a; = ——a; — (cirvj + ciz + 2civiaiTi — ;).
Ti Tl

The linearizing of the dynamics is done by using the controller input:
i = Cﬂ'l)iz —+ Ci2 + 261'1'01'0/2"7'1' + mit;. (Ag)
The linearization makes the system simpler to solve. Substitute the value in (A.8) to get the value of jerk as:

1 1

A Ti
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B Norms

The definitions of the norms is taken from [17]

Definition B.1 (£, signal norm [17]). Let u(t) be a time-dependent signal according to u(t)=(ui(t) us(t) ...
un(t))7, then the signal p-norm, or L, norm, of u(t) is defined as:

l®)l = ( | Z_m(t)pdt)p, (B.1)

where [[u(t)/], denotes the vector p-norm.

Definition B.2 (H system norm [17]). Consider a transfer function G(s) of a linear system, then the Hoo

norm is defined as:
1G (). = supma [GUILU2

I FTEP A (B2)

where U(jw) is the input signal to the system.
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C Tuning of the gain parameter I' for the adaptive controller

The use of (4.5) is made for the adaptive controller. The parameter I' is kept the same for all the update laws.
The use of I" is made in Section 5.3. We use the values given in Section 5.1. We apply a constant acceleration
of 1 m/s? to the leader for 50 seconds and calculate the characteristics as seen in Table C.1. The response to a
rectangular pulse to the system defined in Section 5.1 to different values of I' is shown in Figures C.1, C.2, C.3,
C.4, C.5 and C.6.

Gamma | Settling time (secs) | Overshoot | Undershoot | Peak
1 2.6 11.2 0 1.11
5 2.35 1.92 0 1.01
10 2.41 0.08 0 1.0008
50 2.22 1.11x 1075 0 1
100 2.17 1.32x 1077 0 1
1000 2.17 1.3x 1078 0 1

Table C.1: Characteristics of the first follower using the adaptive controller when subjected to a step input

15
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Figure C.1: Adaptive Controller with I' =1
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1.5
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C.3: Adaptive Controller with I’ = 10
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Figure C.2: Adaptive Controller with I' =5
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Figure C.4: Adaptive Controller with T' = 50
— =1
L —i=2 |
i=3
—_—d
L e (=5 | ]
10 15 20 25 30
time

Figure C.5: Adaptive Controller with I' = 100
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1.5

Figure C.6: Adaptive Controller with T' = 1000
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D Tuning of the gain for the integral action for the estimated a-CACC
controller
We make use of the input mentioned in Section 5.4, we make use of the dynamics in (4.5) to verify if the integral

action is needed for the controller. For the parameters of the signal seen in Table 5.1, it becomes clear that the
integral action seems unnecessary as seen that it has little effect on stability of the system.

15 T T T T T T T T T

1
1 - 2

-1.5 y

_2-5 1 1 1 1 1 1 1 1 1
0 5 10 15 20 25 30 35 40 45 50

time

Figure D.1: Estimated a-CACC controller with ki, = 0
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Figure D.2: Estimated a-CACC controller with ki, = 0.02
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Figure D.3: Estimated a-CACC controller with k;,, = 0.03
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Figure D.j: Estimated a-CACC controller with k;,, = 0.13
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Figure D.5: Estimated a-CACC controller with k;,, = 10
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E Tuning of the gain of integral action for the adaptive a-CACC
controller
Using the step input defined in Section 5.4 and the values mentioned in Section 5.1 for the dynamics in (4.5),

we get the Figures E.1, E.2, E.3, and E.5. The step parameters mentioned in Table 5.2 show that the integral
action is not needed here.
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Figure E.1: Adaptive a-CACC controller with ki, =0
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Figure E.2: Adaptive a-CACC controller with ki, = 0.02
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Figure E.3: Adaptive a-CACC controller with ki, = 0.03
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Figure E.4: Adaptive a-CACC controller with ki, = 0.13
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Figure E.5: Adaptive a-CACC controller with ki, = 10
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