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Abstract

The aim of this thesis is to address the design of a torque vectoring system for
an electric All-Wheel-Drive car. The torque vectoring objective is to substitute the
need of a mechanical differential in case of an electric car with four individual hub
motors. It can be exploited also to perform various forms of electronic stability, such
as traction and launch control, improving safety, sports performance and off-road
capabilities of vehicles. These technologies involve individual control of each wheel’s
drive torque or braking force in response to the dynamics of the driving conditions
and the driver’s intentions. This work present a non-linear model derived from a
Lagrangian approach to the solution of the control problem, that is then studied at

the equilibrium point along a curvilinear trajectory.
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Chapter 1

Introduction

With the increasing problem of air pollution and global warming, most of the
car manufacturers are starting to develop and sell cars with different topologies of
electric powertrains. In this context of changes also in the racing world it is possible
to see an increasing effort to make likable also the electric races, as it is possible
to see with FIA Formula E. In this category, the chassy is the same for all cars
while the team has to push above all on the powertrain configuration and the energy
management.

The energy management in the case of electric vehicles is really important since
now the benchmark for this new technology is to have the same performances and
ranges with the internal combustion engine cars, considering a trade off with the
costs. What is important to highlight is that considering the introduction of a new
technology in the market, there will always be some advantages and disadvantages,

but it is really important to let people be aware of the capabilities of the electric

Figure 1.1: Formula E MercedesEQ car for the season 2019 /20



vehicles.

1.1 Traction architecture

e

ELECTRIC \/S MECHANICAL
ALL-WHEEL DRIVE ALL W | |_L DRIVE

Figure 1.2: Electric All-Wheel drive architecture versus an mechanical all wheel drive

It is possible to make a comparison between the traction architecture of a four
wheel drive internal combustion engine vehicle and a four wheel drive full electric
vehicle. In case of a full electric vehicle it is possible to exploit the fact that the
power-train can be designed with four independent electric motors, each one with its
own inverter.

At this point the vehicle control unit can distribute four different torque demands
to the wheels independently, allowing an improvement in performance and stability
of the vehicle. This chance of having four independently controlled wheels leads
to avoid the need of a mechanical differential, that is normally used with internal
combustion engines vehicle.

A huge advantage of this architecture is the simplification in the transmission
chain, thus leading to the reduction of the total weight of the vehicle and to less
moving mechanical parts.

Reducing the weight of a mechanical part, it is really important for the vehicle

performance, because instead of having the addition of weight in a fixed point, it can
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be distribute, through a proper design, to have a better vehicle dynamics.

1.2 Torque vectoring

The torque vectoring, in case of a four wheel drive full electric vehicle, is the
torque distribution on each wheel that can be exploited to have optimal vehicle
dynamics. The way of how the control is designed depends on the type of vehicle
needs. For instance, for a road car it can be exploited to have a better stability,
while in case of a race car, the performance can be stressed as the main goal.

The torque vectoring control can be also designed to allow traction and launch
control of the vehicle, acting again on the wheel torque. It depends on how it is
decided to design the control law.

When the vehicle goes around the corner, the weight distribution is not equal
on both sides. During the corner the weight get transferred from the inside to the
outside, thus leading to more load on the outside tyres. This is way it is important
to have a different torque on each wheel.

Furthermore, while the vehicle is performing a straight, then during the
acceleration, there is a longitudinal weight transfer. The result is that the rear
tyres experience more load than the rear one, while they are all running at the same
speed. The same happens during the deceleration of breaking, but in the opposite
way.

According to the previous considerations, it is necessary to have on the vehicle
a central control unit that calculate, in each instant of time, which is the better
torque distribution on each wheel according to different measurable parameters. It
is possible to exploit both the power of a feed-forward and feed-back control law.
The first one is used to calculate the differentiation of wheel torque during a normal
trajectory, while the second one can be exploited to keep the vehicle on the trajectory

in case of disturbances.
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Chapter 2
Mathematical Introspection

In this chapter, it will be described the mathematical tools used in the following

model solution.

2.1 FEuler-Lagrange Equations

Definition: The Euler-Lagrange equations

They are second-order partial differential equation that gives functional
stationary solutions. Where a functional, in mathematical analysis, refers to a
mapping from a space X’ into real or complex numbers, with a purpose of having more
computation like structures. While, a stationary point of a differentiable function on

a variable, is a point in which the derivative of the function is zero.

Given the functional:

b
S@ = [ Litat.dd (2.1)

where q is a function of real argument t, then the Euler-Lagrange equation is
the one that has a stationary point given by it.

The Euler-Lagrange equation, then, is given by:

La(t.q(t),d(t) — 5 Luta(t) (1) = 0 (2:2)

where L, and L, denote the partial derivative of L with respect to the second
and third arguments, respectively.
If the dimension of the space X is greater than one, it becomes a system of

differential equations, one for each components:
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Gttt — o a0 =0 for i=Len  (23)
In this specific case, it has been exploited the formulation for several functions
of single variable with single derivative.
In general, if the problem involves finding several functions of a single
independent variable. Which in the specific case, the function are the motion
equation of the vehicle and the single variable is the time ¢. Then, the formulation

of the Euler-Lagrange equations is:

oL d oL,
ofi dx Of] -

(2.4)

2.2 Lagrangian Mechanics

The Lagrangian approach, in classical mechanic, can be used to describe the
evolution in time of a physical system, since it is equivalent to the solution of Newton
law of motion. A huge advantage of this approach is that these equations take the
same form in any system of generalized coordinate systems, thus leading for it to be
better suited for generalization.

Indeed, in Newton’s laws when it is necessary to include the non-conservative
forces, it is better to express it in Cartesian coordinates. Lagrangian mechanics at
this poi becomes very useful because it allows to bypass any specific coordinates
system. At this point it is possible to express dissipative and driven forces with the
sum of potential and non-potential forces, leading to a set of modified equations. The
main convenience of this approach cam from the fact that the generalized coordiantes
can be chosen to suite any requirement, like simplification due to symmetry which
may help in solve a motion problem.

In general, in order to use this approach, it is necessary to define the Lagrangian
as the combination of kinetic and potential energy of the considered system. This

can be done in the following way:

L=K-T (2.5)

where K is the potential energy of the system and

Now exploiting the definition given in the equation 2.4, it can be found the
equation of motion, which is actually a second-order differential equation, not the
actual variable as function of ¢ that can be derived by integrating twice the equation.

This instrument is really powerful since, if the problem involves more than one
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coordinate, than it would just be necessary to apply the equation 2.4 to each of it.
This solution of the problem comes from the principle of stationary action

described in the previous paragraph.

2.3 Moore-Penrose pseudo-inverse

In linear algebra, the pseudo-inverse is a generalization of the inverse of a matrix.
It is widely used to find the solution of a system of linear equations which do not
have a unique solution, indeed it peaks the one with the smallest norm. is is unique
and defined if the entries of the matrix are real or complex and it can be computed

using the singular value decomposition.

2.3.1 Notation

Conventions adopted in the following discussion:

K denotes one of the fiels of real or complex numbers, R o C. The vector space

of m x n matrices over K is denoted by K™ x n.

e For A e K™xn, AT and Ax denote the transpose and the conjugate transpose.

For A € K™ x n, im(A) denotes the image of A, the space spanned by the

column vectors of A.

For A € K™ x n, ker(A) denotes the kernel of A.

For any positive integer n, I,, € K™ x n denotes the K™ x n identity matrix.

Definition: Moore-Penrose pseudo-inverse
For A € K™ x n, a pseudo-inverse of A is defined as a matrix AT € K™ xn

that satisfies all the following criteria:
1. AATA=A
2. ATAAT = AT
3. (AAT)x = AAT
4. (ATA)x=ATA

AT always exist for any matrix A, but when it has full rank (that is defined as
the min{m,n}), it can be expressed with a simple algebraic formula.

At this point it is necessary to distinguish two cases:
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e n<m The A matrix in this case has linearly independent column, thus leading

to an injective function. This means, it is dealing with an under-sized system:
At = (Ax A)"1Ax (2.6)
This is called left pseud-inverse.

e n>m The A matrix in this case has linearly independent row, thus leading to

a surjective function. This means, it is dealing with an over-sized system:
AT =Ax (Ax AL (2.7)
This is called right pseud-inverse.

For this specific case, it will be used the right pseudo-inverse.

2.4 Equilibrium condition study

Given a dynamic system, with a finite dimension, continuous in time, non-linear

and stationary, that can be described by the state differential equation:

&(t) = f(x(t), u(t) (2.8)

It is possible to consider two different temporal evolution:

1. nominal movement of equilibrium z(¢) = Z. This can be obtained applying the
nominal entry of equilibrium u(¢) = u to the system, that is in the nominal

inital state (¢t = 0) = & = z(t) has to satisfy the following system of equations:

I(t) =i =0= f(z,u) (2.9)

2. disrupted movement x(t) obtained applying the nominal entry u(t) = @ to the
system in a initial state that is different form the nominal one z¢ # = = x(t)

has to satisfy the following system of equations:

The difference between the two movements is the perturbation on the system

state:
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dx(t) =z(t) —z € R" = z(t) = 7 + dx(t) (2.11)

The time evolution of the perturbation is on the state dx(t) is the solution of
the following differential equation:
d(6x(t))

Sir(t) =
_ d(x(t) at _

_ i(tjﬁ_ . (2.12)

= f(z(t),u) =
= f(Z + dx(t),u)

that is a non-linear equation in the variable dz(t) and it has the following initial

condition:

(5.%‘(t0:0) :m(tO:O)—f:mo—jz:(Sxo;—éO (2.13)

In general the solution of a non linear differential equation d&(t) = f(Z +
ox(t),u),dx(tp = 0) = xg — & = dxg is really difficult to find. Furthermore it
depends from both the initial nominal equilibrium state z and from the nominal
equilibrium entry @. This means, it depends on the considered equilibrium point.

In case of non-linear and stationary dynamic system, the property of stability
can be studied only on a small neighbourhood of a chosen equilibrium state (local
stability).

In many cases, with the indirect method of Lyapunov, known also as
linearization method, it is possible to study the local stability at the equilibrium

point without having to solve the non-linear differential equation.

0x(t) = f(T + dz(t),u),dx(to = 0) = xog — T = dzp (2.14)

The function f(z 4 dz(t),u) can be developed in Taylor series around the
equilibrium point.

According to the linearization method, if it is possible to discard all the terms
that contain power of grade greater than one, than the analysis of the stability of
the equilibrium can be done through the study of the internal stability of an LTI

dynamic system.
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Chapter 3

Model

3.0 Reference Frames

Definition: Rigid body

It is a solid body with no deformation and if it as a deformation, it is so small
that it can be neglected. In a rigid body the distance among each point remains
constant regardless any external force.
Definition: Reference frame

In physics, it consist of an abstract coordinate frame and reference points that
define uniquely, in term of position and orientation, the behaviour of an object in
the space. Sometimes the reference frame is attached to the modifier.

First of all, it is necessary to define two parts of the car:

1. Body: representation of a rigid body with 6 degree of freedoms (three

traslations and three rotatios), which is attached to the road by means of an

~ Under-vehicle

B —

Figure 3.1: Definition of the Body and Under-Vehicle systems
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equivalent system of suspension and tyres. On this part act the aerodynamic

forces 'F, and the gravity g.

2. Under-Vehicle: ideal part of the vehicle modeled as a rigid body with 6 degree
of freedoms (three traslations and three rotatios) which is attached to the road,
which is plane if the suspention are in rest position and it coincides with the
body. On this part act the wheel forces Z iF,, and momenta Z “Tw).

These two parts are connected each other by means of both kinematic and
dynamic constraints, which will be described in the section 3.2.3. It it possible to
see a graphical representation of the definition of these system in figure 3.1.

This is the list of reference frame that has been exploited to describe the

behaviour of the car in this case:

o Inertial: F7(Or,xr,yr, zr) where the origin Oy is centered in a plane tangential
to the Earth surface, while the axis x; and y; lay on it with the following
directions:

— xy: oriented toward North

— yr: oriented toward West

While the z; axis is perpendicular to this plane and points upward.

It is possible to see a graphical representation of this reference frame in fig.
3.2.

Earth Geographical North

N:xI U:Z[

Earth equatorial plane

Prime meridian (Greenwich

Figure 3.2: Definition of the Inertial reference frame

e Body: F5(Op,xp,yB,2p) where the origin Op is centered in centre of gravity

of the car and the axis are defined in the following way:
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— xp: oriented along the longitudinal symmetry axis
— zp: points upward and lays on the longitudinal symmetry plane
— yp: complete the reference frame according to the right-hand rule

It is possible to see a graphical representation of this reference frame in fig.
3.3.

Z

Figure 3.3: Definition of the Body reference frame

e Under-vehicle: Fy7(Ou, 2y, yu, 2v) where the centre coincides with the one of
the body reference frame, Oy = Op. The axis are defined by means of a
rotation of the body reference frame considering the definition of road-relative
angles that will be given at page 24. If the suspensions are in rest position the

two reference frames are totally coincident.

It is possible to see a graphical representation of this reference frame in fig.
3.4.

e Navigation: Fn(On,xn,yn,zn) where the centre coincides with the one of
the body reference frame, Oy = Op. The important characteristic of this
reference frame is that the axes zy is aligned with the inertial speed of the
vehicle. The yn lies on the under-vehicle and it is perpendicular to z and

the axis zy completes the reference frame according to the right-hand rule.
It is possible to see a graphical representation of this reference frame in fig.

3.5.

o i-th Wheel: Fw,(Ow,, zw,, yw,, 2w;,) is a fixed reference frame attached to the
wheel. Where the origin Oy, is centered in the i-th wheel centre of gravity

and the axis are defined in the following way:
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e :‘
L -
ROZ

rtyzat ory

rtyzatory

Figure 3.5: Definition of the Navigation reference frame

— yw,: aligned with the revolution axis of the wheel towards the left side of
the vehicle

— zw,: points upward and it is aligned with the axis zys

— xyw,: complete the reference frame according to the right-hand rule

It is possible to see a graphical representation of this reference frame in fig.
3.14.

3.1 Rotation matrices

When it is necessary to consider two different reference frame, it is also necessary
to define the relationship between them. Given two reference frames F; and J» and

a vector v; with the coordinate defined in Fi, if it is necessary to represent it in
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Z z, Tire
Trajectory
Velocity

Positive
Inclination
Angle

Direction of

Positive Wheel Heading

Slip Angle

Road Flane

/1

Figure 3.6: Definition of the i-th wheel reference frame

the second reference frame, this can be done by means of a linear transformation
obtained through the rotational matrix used to define the projection of v; on the
axis of Fs.

One of the most common way of performing rotation in different reference frame
is done using the Euler angles that are defined to describe the orientation of a rigid
body in a fixed or moving coordinate reference frame.

The rotation is the combination of three different rotation performed along the
axis, so it necessary also to define three angles of rotation with the corresponding

rotational matrices:

e yaw angle (¢): represents a rotation around the axes z

costy siny 0
v/ =R3(¥)vy = | —sineyp cosyp 0 | vy (3.1)
0 0 1

e pitch angle (v)): represents a rotation around the axes y

cos@ 0 —sind
V" = Ro(0)v = 0 1 0 v’ (3.2)

sinf@ 0 cos#6

e roll angle (1): represents a rotation around the axes x

1 0 0
vo = Ri(¢p)v" = | 0 cos¢ sing |v” (3.3)
0 —sing coso

23



b4 ®

Figure 3.7: Sequence of rotations used to pass from Fj to Fo

The composition of these three rotations results in:

vy = Ri(¢)Ra(0) R3(¢)v1 = 2Ri(,0,¥)vs (3.4)

Where 2R;(¢,0,9)vy represent the total rotation matrix between, as it is
possible to see in fig. 3.11. After these consideration it is possible to define all
the rotational angles and matrices among the different reference frame defined in the

paragraph 3.0:

e From Inertial to Body:

BR1(¢,0.9) = Ri(¢)Ra(0)R3(¥) (3.5)

where ¢, 6 and vy correspond to the Euler angles of pitch, yaw and roll,

respectively;

e From Body to Under-vehicle:

URB(@,HT,%) - R1(¢T)R2(9T)R3(¢T) (3'6>

where ¢, 6, and 1, correspond to the relative Euler angles of pitch, yaw and
roll, respectively. Indeed they describe the relative position of the under-vehicle
system with respect to the body part, as it is defined in the paragraph 3.0. The

complete expression of this matrix can be found in the appendix A.8.

e From Inertial to Under-vehicle:

URI(¢U70ua¢u) = R1(¢U)R2(9u)R3(¢u) (37)

where ¢, 6, and 1, correspond to the Euler angles of pitch, yaw and roll,

respectively. For this description it will be necessary actually to use the
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opposite transformation, so from the Under-vehicle to Inertial reference frame.
In order to obtain the proper rotational matrix, it is necessary to perform the

transpose of the matrix previously defined:

TRU(bus Ous bu) = Y R1 (S, Ouyhu) | = Ry (1hu) Ry (0u)R] (64) (3.8)

This come from the fact that it can be demonstrated that the rotational matrix
are orthonormal, which means RT = R™!'. The complete expression of this

matrix can be found in the appendix A.2.

e From the Navigation to the Under-vehicle:

YRn (0,70, Bu) = Re(vw)Rs(Bu) (3.9)

where [y indicates the side-slip angle. The parameter is really important
for this discussion and the definition of it will be explained in the chapter 4.1.
While ~p is the under-vehicle climb angle. The complete expression of this

matrix can be found in the appendix A.3.

e From i-th wheel to Under-vehicle:

URWi(¢Wi7075Wi) = R1(¢Wi)R3(5Wi) (3-10)

where dyy, indicates the angle of the wheel with respect to the rest position,
during a straight trajectory, needed to perform a curvilinear trajectory. While
ow, indicates the i-th wheel roll angle, that is its camber angle. The complete

expression of this matrix can be found in the appendix A 4.

FROM TO SYMBOLS | ROTATIONS
Inertial Body BR; 0,0,
Body Under-vehicle URp Or, Or, Uy
Inertial Under-vehicle UR; Ous Oy Yo
Navigation | Under-vehicle URn YU, Bu
i-th wheel | Under-vehicle YRy, ow,, Ow;

Table 3.1: Summary of all the required coordinate transformation, rotation matrices
and angles
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3.2 Kinematics

3.2.1 Justification to the model

Considering the definition of the vehicle as the assembly of two parts, given
at page 3.0, it is necessary at this point to highlight the main idea that is behind
the description of this model. Starting from a general idea, it will be given the
description of all the assumption made for this specific case.

Definition: Inverted pendulum

An inverted pendulum is a particular type of pendulum which has its centre of

mass above its pivot point, that is the point that should allow the body to keep a

null displacement when a rotation is applied on it.

Rl

Figure 3.8: Schematic of a cart inverted pendulum

In this case the system considers more degree of freedom with respect to the
normal inverted pendulum that usually as only one. Indeed there are two masses,
one of the body and the other one of the under-vehicle system, that are connected
by the means of a torsional spring. This way of outline the vehicle allows the body
to have both relative roll and pitch with respect to the under-vehicle.

Together with the rotational degrees of freedom, it is necessary also to describe
the relative translations that can occur between the body and the under-vehicle
idealization. This is done assuming that the only possible translation can be
performed by means of the suspensions is along the z axis.

The following list is the description of all the considered distances within the

model:

e [, > 0 is the arm linking the centre of mass of the body to the rotation joint

in the lateral direction;

e [, > 0 is the arm linking the centre of mass of the body to the rotation joint

in the vertical direction;
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Figure 3.9: Schematic of the proposed system

e d,(t) represents the relative vertical movement between the two parts (in the

under-vehicle coordinates).

3.2.2 Position Description

The following equation describes the position of the vehicle in the inertial
reference frame. From this equation it is possible to understand also how it is defined

the geometry that centre of gravity of the two parts.

0 L,
Py = "put Ru(©u) | " | O | + “Ry(dr,60,)" | 0 (3.11)
d. L.

Where:

e ip, represents the centre of gravity of the under-vehicle (in the inertial

coordinates)
e py represents the centre of gravity of the body (in the inertial coordinates)
e O, = [0y, Oy, 1,] are the roll, pitch and yaw angles of the under-vehicle

e ., 0, are the relative roll and pitch angles

The distances, along the different axis, between the centre of gravity are given
according to the definition highlighted in the previous paragraph. At this point it is
possible to see that the relative yaw angle between the body and the under-vehicle
systems has been considered always zero. This means that the two parts can’t rotate

one on the other along the z axis.
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Considering this equation, it is necessary to substitute the rotational matrices
according to the definition given at paragraph 3.1. The complete expression of this
system is to complicated to be handle manually, so it can be found, just for the

reader to know, in appendix A.5.

Small angle approximation

Let us now consider the angles ¢, and 6, sufficiently small:

o ¢, =0

such that

— sing, = ¢
— cospp = 1
e 0.~0

such that

— sinf, ~ 6,

— cosf, =1

This approximation comes from the fact that it is possible to assume that all
the relative rotations generated by the suspension systems can be neglected.

It is possible to find the complete result of this approximation in the appendix
A.6. Since also this expression is not as easy to be handle, it has been tried to shrink

the system using the following definitions:

(Sin ¢, Sin iy, + €os ¢y, €os Yy, sinb,,)
A= | —(costh, sin ¢, — cos ¢, sin, sinb,) (3.12)

COS @y, COS 6y,

COS 1y, €os By,
B = | cosf, siny, (3.13)

—siné,

(cos ¢y, sin b, — cos 1, sin ¢, sinb,,)
C = | —(cos ¢y, costhy, + sin ¢, sinh, sinb,) (3.14)

— cos 0, sin ¢,

This come from the equation that can be found in the appendix A.7.
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Thus leading to the far more compact equation:

At this point it is necessary to compute the first derivative of ‘py to express the

vehicle speed in the inertial reference frame, that is given by:

ipb = ipu‘i‘A(dz_Lmar‘i‘Lz)‘i‘A(dz_Lxér)+

. . . . (3.16)
+B (Ly + L. 0;) + B0, + CL (L. ¢;) + Co,
where the following substitutions holds:
) 9A . 0A,  0A
A0y oA, oA 1
8¢u¢ +89u9 +6¢u¢ (3.17)
* 0B 0B 0B
B=_""0¢u+ ——b,+ =, 1
6¢u¢ + 89u0 + awuﬂ) (3.18)
[ ]

) oC . oC' . oC .
C 5¢u¢ + o9, + 3¢u¢ (3.19)

The complete expression of these derivatives can be found in the appendix A.8.
This equation for the small angles approximation previously described, i.e.

or, 0, = 0, is simplified as follows:

ipb = Zpu"i_A(dz_L19r+Lz)+A(d2_Lw9r>+

_ . ' ' (3.20)
+B (Ly + L. 6,) + BO, + CL (L. ¢,) + Co,

3.2.3 Kinematic Constrains

In this paragraph it will be described which are the kinematic constrains that
link all the systems used to describe the vehicle behaviour. The links are above all
between the body and the under-vehicle systems. It is important to highlight that
it has been assumed that a movement of the body, as a consequence in the motion
of the under-vehicle and vice-versa. As a consequence, this leads to necessity of
describing how the single kinematic of the two system influence actually the overall
behaviour of the vehicle.

This comes from the fact that many reference system are exploited for the
description of the vehicle behaviour and the complete model need to be coherent

with all the assumption that links all the definitions.
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1. Under-vehicle reference frame with respect to Inertial reference frame
The under-vehicle plane, (Oy,xy,yur), is coincident with the corresponding
inertial, Oy, z7,yr). It means that the vehicle is leveled with the North-West
plane and the under-vehicle reference frame is aligned with the inertial one,
with except for a rotation around the third axis z of the angle v,. This
assumption will be exploited after the computation of the Eulero-Lagrange

equations, since to calculate it it is necessary to consider all the possible degree

of freedom.
* oy =0
e 0y=0

From the physical point of view, it means that the wheels are always attached

to the ground and the vehicle is not jumping or flying.

2. Body reference frame with respect to Under-vehicle reference frame:
The body frame is obtained by rotating the under-vehicle frame by means of
the relative roll and pitch angles ¢, and 6, (respectively on the first and second
axis), that has been defined at page 24. While the relative yaw angle is null

and the z axis are coincident.
o =0

From the physical point of view, it means that according suspensions design,

they don’t allow the relative rotations of the two system along the z axis.

Figure 3.10: Not allowed relative rotation
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3.2.4 Car Trim

In this paragraph, it will be described which are the further assumption on the

vehicle attitude.

o Null camber angle ¢y, = 0:
The camber angle of a wheel is the inclination that is can have along x, so with
respect to the frontal section. In this case, it is considered that the suspension

kinematic chain doesn’t allow the following behaviour, but onth the first case.

The wheel’s angle of inclination

o positive negative

Figure 3.11: Camber angle examples

e Null climb angle ~y:
The climb angle describe the road inclination according the speed of the vehicle.
It come as a consequence of the considered type of road, as for example the
vehicle climbing a mountain or coming down from a descent. Assuming a null

climb angle means that in this case the vehicle is moving on a flat road.

3.3 Dynamics

3.3.1 Masses Definition

As the vehicle as been arranged as the sum of two subsystem, the body and the
under-vehicle, it is also important to define which are the masses that belongs two
the two sub-system and where the centre of gravity are located.

The masses of the two sub-systems includes the following vehicle parts:

e Sprung mass (mp): body and chassy

31



e Unsprung mass (m,,): wheels, brakes, hubs, axles, A-frames, springs and shock

absorbers

The position of the centre of gravity of the two subsystem considering the
position of the total centre of gravity is important also for the definition used at

page 27.
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Wyr = Front unsprung weight (b}, at height Zys (fL)
Wyr = Rear unsprung weight (Ib.), at helght 2ws (ft.)
W, = Sprung waight (ib.}, at height h, and perpendicular
distance hy from the NRA (ft.)
W = Total vehicle weight {Ib.), &t height h and vertical
distance H from the NRA (fL)
Ine . Zpp = Front and rear roll canter heights (ft.)
# = Inclination of the Neulral Roll Axis (radians)

Figure 3.12: Weight distribution of the vehicle

Through this image, it is possible to understand also where the dynamic

constrains have been applied, from the schematic point of view.

3.3.2 Dynamic Constrains

As it has been highlighted at page 20, some of the external forces are ideally
applied on the body and others are applied to the under-vehicle. As a consequence,
it is really important to describe how the forces applied to one system influence the
other. For instance, if the vehicle is accelerating the under-vehicle is going to move
faster, while the body is initially dragged by it.

The dynamical link between the two subsystem is defined by a system of both
translational and rotational assembly of springs and dumpers that follows the same
relative degree of freedom left from the kinematic constrains.

The forces and momenta provided by the dumper-spring system are the

following:
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(a) Horizontal system of spring and dumper  (b) Vertical system of spring and dumper

e Force along the 2y axis:
F, = —k.d, — B.d, (3.21)

e Momentum along the xy; axis:

M, = _k¢7.¢7" - qu,-(br (3'22)

e Momentum along the yy axis:

M, = kg, 0, — By,6, (3.23)

3.3.3 Kinetic Energy

The kinetic energy associated to the system is:

un meu l]flfz'u, ¢U
T—l i T i 1 T, 17 ] )
= 2mu Dy Put me Py Po+ 9 Du 0y (2 nyu ']yu Jyzu Oy +
Jzzu Jyzu Jzu ¢U
, Joy oy Jam | [ o
+§ [ ¢r 07~ wu } Jfﬂyb be Jyzb GT

Jozw  Jym Ja U
(3.24)

In this formula, it is necessary to substitute the expression of the body speed
“p,, with the one found at paragraph 3.2.2 as function of the under-vehicle, in order
to consider the geometry of the system.

The contribution to the kinetic energies come from all the masses and inertias

of the system according to the previous definition of the two sub-system.
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3.3.4 Potential Energy

From the assumption given at paragraph 3.2.3, it is possible to deduce that the
under-vehicle is always at ground level (zero level). Thus leading to the fact that
there is not potential energy associated with the mass m,, i.e. ‘py(3) = 0). As a
consequence the potential energy depends only on m; and the energy associated to

the spring-dumper systems, according to the following formula:
Low 1 2, 1 2
K = Shad? 4 Sk, 02 + o, 02 + mug(Ls +d) (3.25)

3.3.5 Work of Non-Conservative Forces

In this paragraph, it is going to be described the non-conservative forces that
acts on the the vehicle. This is necessary in order to find the work of these forces,
that will be used for the equalities in the Eulero-Lagrange equations, at paragraph
3.3.6.

Wheel Forces

Wheel’s angular velocity —w;;

Rolling ressistance — Fj;

T

Figure 3.14: Free body diagram of a driven wheel represented in two dimension

In order to have the generation of forces between the pneumatic and the road,
it is necessary to have a relevant slip in the zone where the contact happens. In this
case it is necessary to have a null relative speed between the two parts. The slip
takes into account the scenario where the deformation of the pneumatic compensate
the difference of speed between the wheel and the road.

For this model the forces between the tyres and the ground on the three axis
can be expressed all as function of FIYVVZ ». This is possible because the vertical force
is the one that determines the load on the road depending on different coefficients.

The force produced by tires in contact with the ground can be expressed as

follows:
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AL .
) + Cr (V)

7

W _ oW )
Y =FY, ASe () (3.26)

AT,

7

1

where the total, longitudinal and side slip ratio are defined by means of the

following equations:

o A1, longitudinal slip ratio

ir — Vi,
A, = i Yix (3.27)
Umax
o \g, side slip ratio
_V;.ZV
Ag, = —— (3.28)
Umax
e A7, total slip ratio
Ar, = AL, + A5, (3.29)

Where the definition of vy, is given by:

2
vimaz =\ (V)7 + (maz (VY — ], VY], oir}) (3.30)

while the wheel speed expressed in the wheel reference frame, ViW, depends on

the vehicle speed according to the following rotation:

VWi =U Ry (0,0, 0w, VY (3.31)

while the definition of ViU is:

VU = w xr¥ + URN(0,0, Bu)VA, (3.32)

It is also necessary to show the behavior of the following coefficients through
some graphs that are obtained with successive experiments, this is due to the fact
that is not possible to describe it through a model because they depends on too

many variable:

o 1 (A7) friction coefficient

This graph is actually strictly dependent on the road conditions, as it is possible
to see in figure 3.16. From this graph it is possible to see how for certain
condition the friction coefficient decreases a lot, hence leading to high difficulty

in controlling the vehicle.
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Figure 3.15: Longitudinal friction coefficient at various longitudinal slip
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Figure 3.16: Longitudinal friction coefficient for various road conditions
o Cp (Vlzvl) rolling coefficient
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Figure 3.17: Rolling resistance as function of the vehicle speed
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This parameter takes into account the penetration of the tyre and the road.

In figure 3.18, it is possible to see a schematic of the forces acting on the wheels.

Figure 3.18: Wheel forces

Aerodynamic Forces

The aerodynamic forces in this cases is described in the body reference frame
Fp, while the speed from which it depends at the beginning is defined in the inertial
reference frame Fg.

Now the most important parameter to be defined is the air relative speed, that
describes the speed of the vehicle taking into account the wind speed, as it show in

the following formula:
vi=vd, -w! (3.33)
where:

° VOIB is the inertial vehicle speed, considered as the speed of the centre of gravity;

e W' is the wind speed measured in the inertial reference frame

It is necessary, at this point, to apply a reference transformation since the force

needs to be described in the body reference frame. This is done in the following way:

VB = BRi(4,0,9)V] = PRi(¢,0,9) (V, - W) (3.34)
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It is necessary now to define two angles, starting from this velocity, in order to
explain the dependence of the force on it.

The two angles are defined according to the following formulas:

e « is the aerodynamic angle of attack:

1 v
Jo? (v

It describes the angle that the air relative speed has with the x; — y3 plane of

(3.35)

o = tan

the body reference frame

e [ is the aerodynamic side slip angle:

vy
Joer s (ve)

If the air relative speed is projected on the z, — vy plane of the body reference

B =sin~? (3.36)

frame, this is the angle that is present between the projection and the z g axis.

where VP is the following column vector:

vB=| vB (3.37)

At this point it is possible to describe the relationship that link the aerodynamic
forces, F)P expressed in the body reference frame Fp.
The forces are function of the impact pressure, that is computed in the following

way:

1
P= 5pva2 (3.38)

This parameter has to be multiplied by the reference surface of the vehicle S
and the non-dimensional coefficients C'x, Cy and Cy.

The formula describing this behaviour is:

C

B_ 1 o *

E; :ipva Cy (3.39)
Cz
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where:
o V, =||V.B|| = ||V}|| is the modulus of the air relative speed;
e p is the density of the air;

e S is the cross section of the vehicle on the plane defined in the body reference

frame by Op, yp and zp.

Figure 3.19: Drag force on a vehicle

Furthermore it is necessary to describe with parameters influences the
aerodynamic coefficients, C'x, Cy and C;. These are highly non-linear coefficient

that depends on the following parameters:
e «: aerodynamic attack angle

B: aerodynamic side-slip angle

d: distance from the centre of gravity Op to its projection to re road

ur: road inclination along the x axis with respect to the direction of motion

e ~vg: road inclination along the y axis with respect to the direction of motion
e : road parameter of the z inclination

Given these parameters the coefficients are:

CX CX(O[,B,d, MR?’YR?X)
CY = CY (CK, 57 d: KR, VR, X) (340)
CZ CZ(O[,/B,d, MR,VR?X)
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Figure 3.20: Graphical representation of the angles and speeds previously described

3.3.6 Eulero-Lagrange Equation

First of all, it is necessary to define the Lagrangian function L, as function

of the kinetic and potential energy of the system. This is done according to the

definition of the solution of the problem that can be found in the mathematical

introduction at page 14.

1 1 1
L= §kzd§ + gkm@% + ikeﬂg +mpg(L, +d.)—

1 1 1 T
- Emu sz—tl— Zpu + §mb sz—;r ipb + 5 |: (Zsu 9u % ] nyu
szu

1 J. Tp J. TYp J. Tzp

+§ [ ¢r O @bu ] Jwyb be J YZb

JmZb JyZb sz

Tuy
Jyu
Tyz

Or
0
Yu

szu
Jyzu

Jz

u

(3.41)

3

Yu

(3.42)

With the substitution of and all the specific terms that can be found at paragraph

3.2.2 and in appendix A.8:
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By = Dy + Ald — Lo 0y + Lo) + A (d: — Lo 6 ) + 53
+B (Ly + L. 0;) + B0, + CL (L. ¢) + Co,

Below, it is possible to find all the Eulero-Lagrange equations one for each
variable the appears in the lagrangian function L. The external forces related to each
variable can be found considering zero all the other variables, with except of the
considered one, and taking into account all the forces and torques that influence
that variable.

Pu:

oL 9 0L
dipy  OtOipy

+my [AL:G, + BL: + C (d: — b, ) + DLoth| = 3 "Ry + 'Ry (344)

(*Pu(3) = 0)

o d,:
oL 9 oL . .
8dz - aaidz —kzdz+mbg+mb puc+mbdz -
= EIRQ(_HT)Rl(_ng) bFa - /Bzdz (345)
("PsC =0)
e O
mbL2 + Js
oL 0 0L . . . . Zb b
—_ = = k r ZTLzA r r m T =
oo, Ot Dby ¢, Pr + My " Py | o O ¥ Sy,

J.’Ezb

= By, br + ] ("Fu x °L)
(3.46)

41



OL 9 OL 1 i
a0, — aa—er = ko, 0, +my ZPJLZB — My lpILacC + §mb ATDLJCbLwaU—i_

meb
+ (égr ér wu mb(Lgb + L?«“b) + be = _/BGT‘QT + eJRl(_qbr)(bFa X bL)
Jyzb

(‘biC=0ATD = —1)
(3.47)

° v oL 8 OL 1
— = = =y B LyD+ ~my A DLy, L. 6,
Dy Ot o9, mey "Dy, + 5 myp oLz O+

JIEZb
+ [ Q.b‘r ér wu } Jyzb =
oy + Sy + L2, (3.48)

el [ "7+ Ra(—0,) Ri(~6,)("Fu x ')

(ATD = -1)

o Oy

oL 9 oL . . y :
0 B a% = Jzz (9 +Lz2 mp Gr — Mp COS Py dzpuy + Lempd; ¢r—

+L;mpd, % -+ +my, sin wu d, pugc — L, my cos wu puy — L, L,my "%u‘i‘

+ L, mp sinty pu, — 2L2 my 0y ¢y — 2L, myd. 0, by = 0
(3.49)
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° 0,

OL 0 0L

870[“ - aaieu - Jyzbwu_Lzmbdz+L$2mb6r+Lz2mb6T_Lxmbdzwg

+mp coS Py dy Pr, + L mpd; 0, + my sin Yo dz Pu,+
—Ly L, my @Z}Z + L, mp cos y Pu, + L, my sinty, puy +2 Lz2 mp QBT ¢u+

+2 L, myd, qﬁr @Du + Ly L, myp sin, dﬁr + 2L, L, my cos iy, wu gz.br =0
(3.50)

It is necessary to specify that for the aerodynamic forces, some de-rotations are
applied to be coherent with the main reference system. As it is possible to see from
the equation 3.39, the aerodynamic forces, as a consequence also the torques, are
expressed in the body reference frame, while all the Euler-Lagrange equations have
been calculated in the under-vehicle reference frame. It is also necessary to perform
a selection of the forces on a specific axis, because the specific Lagrangian variables
are not influenced by the forces along the three axis.

It is possible to find the the definition of these de-rotation and selections in the
appendix A.9.

In order to solve this complex system of second order differential equations, it
is useful to write it in the matrix form. At this point, all the symbolic matrix that
have been substituted, to have easier computation, are going to be written in the

original form.

mp + My
0
0
L,my sin

0
mp + My,
0
—L.my cos Py

L.my sin
—L.my cos iy
0

2
my L7 + J*’b

L.my cos Py
L.my sin iy
0

Ty,

—Lymy sin vy,
Lgmy, cos o
0

Joz,

> PFuwy + “Fa,

iy (1) 3 *Fuy + *Fay

Bu(2) T“{az - Bbz dz —kzd: —mpg
b _ - ey ("Fa X "L) — Bg, ¢r — kg, ér
b, = ey Ri(=r)(PFa x PL) = By, 0, — ko, Or
W el [Ra(=0-)R1(=¢r)("Fa x L) + X" 70|
dz 2L22 mp ér U;u +2L; mpdz 97‘ 'll)u

Lempdz 2 + Lo Ly mp 2 —2L22my ¢ by — 2Lz mp dz dr hu — 2Lg Lz my, cos Yy Yu drr

Considering that the equation in d, is independent from the others, it is possible

to take it out from the system and it solution is:
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L,my cos Py, L ,my sin 1y, ‘]lyb mb(Lzb + Lib) + be Jyzb - 5mbLgprzb
—Lgymy sin vy, Lymy, cos by, Jazy Jyzy — EmbLmbLzb Japy + Iz + mbLib
drmyp sin gy, + Lomy sin iy, —dzmp cos Py, — Lrmy cos by, mbLz + mpL.d, 0 JTZb — LgL.d,
L d.my cos Py, + Lrmy cos by, damyp sin ey, + Lymy sin ¢y, Ly L,mysin )y, mb(LZb +L§b)+Lzmbdz

(3.51)

—Lamp |




7 v a; — Mz dz - kz dz -
g, = Fu =P 97 (3.52)
mp

This equation gives the translational vertical dynamics of the vehicle.
In this phase, it is possible to assume that the vehicle that under study is
symmetrical along the x axes, so the left and the right side are going to be considered

identical. So the terms J,,, and Jy,, are null.

® Juy, =0
o Jyy, = 0
r mp + My, 0 L.my sin g, L.my cos Py —Lymyp sin iy,
0 mp + My, —L.my cos Py L.my sin Lgzmy cos iy,
0 0 0 0 0
L,my sin —L,my cos by, mbLz +me 0 szb
L.my cos iy L.my sin ¢y 0 my (L2, +L3,) + Jy, Tyz, = 5moLay Lz,
—Lgmy sin ¢y, Lymy, cos by, Jazy, Tyzp = ;mbLay Lz Japy + Iz + mbLib
damyp sinty + Lampsinty,  —dzmp cosy — Lamp cosy,  mpL2 +myLaod, 0 Juzy — LaLzd,
L dzmyp cospy + Lzmy cos iy dzmyp siny + Lzmy sin ¢y, Ly L.mpsintgy mb(Lgb + Lib) + Lompd, Jyzb
S “Fuw, + Fa,
Py (1) ZiF{”y + "Fay
Bu(2) “Fo, —Bzdz —kzd: —myg
br _ el (PFa x VL) = By, ér — ki, 6r 53
o, = ey Ri(=ér)(PFa x PL) = Bg, 0, — ko, Or :
b el [Ra(=0:)R1(=6:)("Fa x PL) + X% 74|
dz 2L22 mp O o + 2Lz my dz O 3y

Lymyd, wi + Ly L, mb”/)3 _2L22mb érd;u —2L;mydy ¢T7Lu — 2Lg Lz myp costy, wu ér

This is the complete model that will be studied the next chapter for the
equilibrium conditions. All these symbolic expressions, for each terms, are going
to be substituted with the numerical values considering the real characteristics of

the vehicle on which it will be necessary to perform some dynamics simulations.

44

—Lamp |



45



46



Chapter 4
Equilibrium Analysis

In this chapter, it will be analyzed the behaviour of the proposed non-linear
system under the equilibrium conditions. In order to do so, it is necessary to consider
some simplifying assumption to describe in which kind of situation the system is going

to be analyzed.

4.1 Definition of the equilibrium condition

First of all, it is necessary to describe the trajectory along which the analysis
will be performed. It has been assumed that the car is on a point of equilibrium
while performing an ideal turn, this means that the trajectory is perfectly round and

the speed of the vehicle is constant during the entire route.

e R = const

o Vo, = const

There is also an additional kinematic condition deriving from this ideal situation
that is preferable to achieve. he Sy angle is constant, this is the angle between the
bow of the vehicle and the tangent to the curve, as it has been defined at paragraph
3.1. As a consequence, of this kinematic condition, the first order dynamic of ¢, is
constant and it depends only from the tangential speed Vi, and the radius of the
turn R.

Considering the fact that the analysis is done in static conditions, this means,
together with the previous consideration, that the relative angles [¢, 6, 3], belonging
to the system, are constant. Furthermore, in this situation it is considered that the
suspension are in rest position, thus lead actually to null relative angles, [¢, 0,].

Taking into account all these considerations, it is possible to gather that:
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Uy = const(K) = wu =0

¢r:>¢r:0:>$r:0

3. 0,:
0,=0=60,=0=6,=0

(4.1)

(4.2)

(4.3)

Meanwhile, the formal definition of the side-slip angle as function of the vehicle

speed is:

X Projection of
instantansous

| vehicle velocity.
Heading angle
! b 4 / % Projected

|
Course angle 1—
(positive 1 v
angle shown) |'

Sideslip angle

-~ Vehicle path
-~

-'f Steer angle, § =

v Projected

(negative angle shown)

:‘_. angle between longitudinal axis of
7 vehicle and wheel plane projected onto
road plane, shown posithre.

Figure 4.1: Graphical representation of the side-slip angles

(4.4)

It is also necessary to consider the degree of freedom along the vertical axis.

Indeed, in static condition, since it has been assumed that the wheels don’t leave the

ground floor, it means that the dynamic along this axis is null.

Which means:

d,=const(D)=d,=0=d, =0

(4.5)

At this point it is necessary to describe the acceleration in inertial axis,’f,, such
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that the vehicle keeps the trajectory and it remains on the circle. It is important to
know the modulus of the acceleration because actually the direction is known and it
is along the radius that sweeps the turn.

In this conditions, also the modulus of the acceleration depends only on the

tangential speed V;4 and the radius of the turn R, according to the following formula:

V2
|zpu| = ?ﬁ (4.6)
This is valid only in case of constant speed and radius.
In inertial axis, the two components are:
V2
"Puy = —?f cos & (4.7)
V72
Pu, = —g Sino (4.8)

Where « is a generic angle that indicates at which point of the curvilinear
trajectory the vehicle is arrived. It is a generic angle considered during the rotation
taking into account the position of the vehicle with respect to the centre of the
circle, so it is function of time. While considering this representation g is the angle
of projection of the acceleration.

While in tangential and radial axes, they are:

V2
Bu, = 75 (4.10)

While considering this representation, in the tangential-radial plane, the side-slip
angle [ is the angle of projection of the acceleration in the inertial reference frame.
It is necessary now to express the relationship between the acceleration
decomposed along the inertial axis and it expression along the tangential and radial
axes. To do so, it is necessary first to pass through the representation in the
under-vehicle reference frame. It is possible to perform two consecutive rotations

first of angle § and than of angle v, according to the following matrices:

cosf —sinfg 0
YRe(B)=| sin8 cosB 0 (4.11)
0 0 1
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cosp, —sinty, 0
‘Ry(¥y) = | sintpy, costpy 0 (4.12)
0 0 1

In conclusion, the relationship between the acceleration expressed in the inertial

reference frame and the one expressed in the radial-tangential plane is:

ijju$y = iRu (¢u) YRy (5) Py, (4-13)

A graphical representation of all these consideration can be found in figure 5.1.

Figure 4.2: Graphical representation of the vehicle accelerations according to two
different reference frame

4.2 Complete model at the equilibrium conditions

Now it is necessary to go back and consider again the complete model, that can

be found in the equation 3.3.6 and gather together all the equilibrium assumptions:
o )y = const(K) = 1), =0
o=l =05 by == 0= b= =0
e d, =const(D) = d,=0=d, =

Thus leading to the following simplified set of equations:
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L;my cos gy,
—Lgmy sin 1y,

dymyp sintpy, + Lymy sin iy,
L damp cos u + Lamy, cos by,

L;my sin g,

Lgzmp cos iy,
—dzmy cos Py, — Lymp cosapy,
dzmp siny + Lymy sin g,

> "Fuw, + “Fa,

myL2 + myL.d,
Ly L,my sin g,

0

szb

Py (1) 2 "Fuy + "Fa,
lpu(Q) “Fo, —kzdy —myg
0 el ("F, x °L)
0 = e] Ri(—¢r)("Fa x PL) (4.14)
0 el [R2(=0:)Ri(=¢r)("Fa x PL) + " ]
0

0

Lo mpdz 2 + Lo Ly my 92

my (L3, + L2,) + Jy,
Jyzb - EmbLszzb

0
my (L3, + L3,) + Lamyd

myp + Mo, 0 L.my sin L.my cos iy —Lymy sin vy,
0 mp + My, —L.myp cos iy, L.my sin iy, Lgzmp cos iy,
0 0 0 0 0
L.myp sin by, —L.my cos by my L2 + Ju, 0 Jaz,

Jyzb — Embl”f'bl‘zb
Jay + Tz + mbLgb

Jzzb — LgL.d,
J'Uzb

Furthermore, eliminating from the first matrix all the terms which are multiplied

by zero, it is possible to obtain the following simplified system:

my -+ m 0 ¥ Fuy + 'Fay
0 mp + my > "Fuwy + "Fay
0 0 uFaz_kzdz_mbg

L,my sin g,
L.my cosy
—Lamy sinay,
dzmyp siny, + Lymy sin 4y,
dzmp cos Py + Lmy cos 1y,

—L,my cos

L.my sin ay

Lamy cos
—dymp cos Py, — Lomy cos by,
drmp siny + Lymy sin g,

|

ipu (1)
"Hu(2)

]z

el (PFa x °L)
ey Ri(=¢r)(PFq x

bL)

el [Ra(=0r)Ri(=6r)("Fa x "L) + X% 7]

0

Lo mpdz 2 + Ly Lz mp 2

(4.15)

Considering this simplified version of the set of equation necessary to describe

the behaviour of the system, it is possible to divide it, in order to easily study the

single contributions to the overall vehicle dynamics.

The set of the divided equations are:

wu(l) | _ 1 [ X et (4.16)
’pu(2) myp + My, Z iFwy + iFay .

‘Fy. —k.d,—gmp=0 (4.17)
Lzmb sin wu _Lzmb Ccos wu ‘e

. Zpu(l)
L.my coshy L,mypsiny, i (2) =
—Lymysine,  Lymy cosy, Pu
(4.18)

e (YF, x °L)
e;Rl(—gbr)(bFa x L)
eZTRg(—QT)Rl(—ng)(bFa X bL) =+ Z u,rw

o1

—Lzmp |




dympsin, + Lompsin,  —d,my cos 1y, — L,my cos iy, ipu(1) |
d,my cosy, + Lompcost),  dymypsin, + L,my sin )y, B.(2)

0
Lxmbdz'lbg + L, Lzmb¢121 ]
(4.19)
Now it is possible to study individually the behaviour of the different equation,

taking into account all the necessary substitutions and simplifications.
Starting from the equations 4.16:

wa(l) | _ 1 (4.20)
"Pu(2) mp + My -

Where the forces of the wheels and the aerodynamic forces needs to be expressed

Z iwa + iFax
> Fy, + 'Fy,

in the inertial reference frame, while they have been defined in the paragraph

3.3.5 in a different one, in the wheel reference frame and the body reference frame
respectively. So they need to be rotated according to the following formulas:

iF, = "R,"“R,"F, (4.21)

‘Fy = "Ry"“Ry, Vi Fy, (4.22)

It is also necessary to substitute in the previous equation, 4.16, the relationship

) (4.23)

It is possible to see that there is the same rotation matrix on both side, between

coming from the formula 4.13.

my+my \ | 3 "Fy, + 'Fy,

Ry, (thu) "Ry (B) uy = ——— (

the inertial reference frame and the under-vehicle, that it means that it is possible

to simplify it. As a consequence it remains only the the one in § that is the one of

) (4.24)

where all the terms are expressed in the under-vehicle reference frame.

interest.

R (B) by = [ [ et
t putr - mb + mu Z U,Fwy + uFay

At this point it is necessary to isolate the variable of interest, that are the wheel

forces, arriving to the following formula:
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Z qui = (mb + m“) “Ry (5) Dugyr — “F, (425)

This equation tells how the forces on the wheel varies as function of the side slip
angle. These are centripetal forces that have the same direction of the acceleration

of the vehicle projected with 3.

Afterwards, it is necessary to analyze the third set of equations, 4.26:

L.mysiny, —L,mycosy,
L.my cosy, L,mysiny, [
—L,ymysint,  Lymy cos,
(4.26)
e (YF, x °L)
ey Ri(—¢r)("F, x PL)
e; Ra(—=0;)Ri(=o,)("Fy x PL) + 37 "7

In this case, it is necessary to substitute the accelerations with the same
relationship used before, the one coming from the equation 4.13. Considering the
matrix that pre-multiplies the acceleration now is multiplied by the rotational matrix

'Ry (1), a lot of simplifications come as a consequence.

It is also necessary to take into account, on the right side of the equation, which
are the cross product between the aerodynamic forces and there own arms, together
with all the de-rotation matrices and the selection vectors, that have been defined in

the appendix A.9. All these consideration together leads to the following simplified

relationship:
0 —Lzmb 0 bFay bLz
Lomy 0 0| "Re(B) buy = | "Fa.’Ly — "Fy, L. (4.27)
0  Lymp O —F, L+ ) Yy

The last equation gives the yaw dynamics of the system.

Where the definition of the torques forces is the following one:

“Tw = ("Ryy(6) " Fy) X "Ly = “Fyy X “Lyy = —=S("“Ly) “Fy (4.28)



0 -—=tL, 0

S(“Ly)=| %L, 0 =°L, (4.29)
0 "Ly 0
0 %L, 0 UEy,
Uy =—=S(“Ly)"Fy=—| "L, 0 —PL, | |“Fy,,| =
0 ‘L, 0 UFy.
(4.30)
—bLzquy bLzquy
=— | PL."F,, — "Ly"F,, | = | "Ly“F,, — "L."F,,
bequz _bL:chwz

All the calculation done to consider the de-rotation matrices and selection of the

specific torques con be found in the appendix A.10.

The last set of equation is given by the equation, 4.19:

d,mysinp, + Lomypsin, —d,my costb, — L,my cos iy, ipu(1) |
d,my coshy, + Lompcost),  dymypsin, + L,my sin )y, B (2)

0
Lzmbdzlj}g + L, Lzmblj}g ]
(4.31)

As in the previous cases, the substitution of the acceleration expressed in
the tangential reference frame, according to the relationship 4.13, leads to some

simplification:

0 -1 0 0

10 0 “th@)mw:[ -2] (4.32)
Lo 42

0O 0 O

The calculation on how the terms have been simplified can be found in the

appendix A.11.

The complete set of equation in which it has been explicit the terms “R; () and

Pu,,., according to the definitions given at page 49, are the following:
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uF — q] uF
> Fuy,, sinf3  cosf = Fa,
‘Fp. —k.d, —gmy=0 (4.34)
0 —L.my 0 cosf3 —sinf 0 0 F,, L.
Lomy 0 0| |sng cosp 0| % |= bR, YL, — YF, 'L,
0 Lymy 0 0 0 1 0 —bF, L, — Y L. VF,,
(4.35)
0 -1 0 cosf3 —sinf 0 0 0
0 sinf cosff 0 ‘;f: = | L2 (4.36)
0 0 0 0 0 1 0 0

The equation 4.46 gives the vertical equilibrium of the system. An additional
constrain needs to be taken into account, i.e. the equilibrium of the torques of the
system. Since the system is in static conditions, the equilibrium is give for fixed roll

and pitch angle. This is given according to the following definitions:
=) Ut Mt My =0 (4.37)
> T =Y (“Ruy (8w,) “Fuy) X “Lu, (4.38)
Uy = (“Ry°F,) x “L, (4.39)
g = (“Ri'gmp) X "L (4.40)

With the arm “L,, obtained from the difference of the position of the
under-vehicle and the body parts:

0 L,
L = Ypy— “pu="1 0 | + “Rup(¢r,0,)" | 0 (4.41)
d, L,

It is necessary to take into account only the equations that gives the roll and
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pitch dynamics, taking into account the cross-product:

> PL."Fy, + “La. "Fa, + "Ly, 'gmy, =0 (4.42)

Z( be quz - bLz qum) + bLaz uFaz - bLaz uFaz + bLmz z‘.gnﬂLb - bLmz Z'ngb =0

(4.43)
The final list of equations is:
V2
“wal + quw + “me + “me = —(myp + my,) sin 5% — “Fy,, (4.44)
uF, uF, uF, VR, = v vF, 4.45
wy, T Fwy, + by, + by, = (mp + my) COSBE Tty (4.45)
"By, —k,d, —gmp=0 (4.46)
V2
— L,my cos ,Bij ="'F, "L, (4.47)
V?
— L.mysin ﬂ?f = ', %L, - °F, L, (4.48)
V2
> ULy "F,. = —"F, "Ly, — Lymy cos ﬁ?ﬁ (4.49)
‘/;2
— L =0 4.50
cos 3 7 ( )
V2 ,
— sin/j?ﬁ = L,y (4.51)
> PL."Fy, = —"La."Fa, — "Ly. 'gmy (4.52)

Z( wa “Fy, — bLz “Fy,) = — bLam “F, + bLaz “Fa, — bLmz igmb =+ bLmz igmb
(4.53)
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Chapter 5

Conclusion

At this point, with all the gathered equations, it is possible to describe the
feed-forward law, that given the forces and torques on the vehicle, that gives the
wheel force that are applied to the ground.

The unknown of the problem, since the beginning, are forces acting on the
wheels. From the complete system, given at the equation 3.3.6, it is possible to see
that there are 8 equations with 12 unknown. This means that the problem has an
infinite number of solution. Indeed this is an hyperstatic problem because it comes
from an undersized system.

In order to solve the problem, it is necessary to select one of the infinite solutions
and in this case it has been decided to exploit the one that minimize the norm. To
do so, it is necessary to calculate the Moore-Penrose pseudo inverse, that in

case of a matrix that has linearly independent rows, is defined in the following way:

AT = A% (A A7) (5.1)

This is a right pseudoinverse, as A - AT = 1 for a non injective problem. This
is a non injective matrix because the A matrix belongs to the space K™*" where
n>m.

For this specific problem, the A is the following one:

cos 51,,11 — sin 6wm1 0 cos 5wm2 — sin 51‘,,1/2 0 cos 61‘,23 —sind
sin 6w1,1 cos 5w11 0 sin 6wm2 cos éwa_,z 0 sin 5'wz3 cos 6mz3

0 0 Loy 0 0 YLy 0 0
uLzl sin5w11 uLz1 cos&wzl 0 ”Lz2 s,inéwgs2 “Lz2 cos(swl2 0 “”Lz3 sin(Sw383 %LZ3 cos
7“Lz1 COS(S“’*’”I "Lz1 sméu,w1 uL:,cl 7uLz2 cos 5wm2 “Lz2 slnéwm2 ”Lg;2 7“Lz3 coséwms “Lz3 sin &

(5.2)

This is obtained from the final system of chapter 4, substituting all the specific

rotation matrix of each wheel to have all the terms in the under-vehicle reference
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cos 5w14
sin 6w14

0
ULz, sin by

7“Lz4 cos 6,



frame. While the vector °L is coincident with “L if the relative angles ¢, and 6, are

null.

Figure 5.1: Definition of the wheel numeration

The previous matrix can be simplified considering the fact that only the front

wheel are steering wheels. This consideration gives:

=0

° 5w13

e d, =0

T4

The simplified matrix is:

Coséwm1 75111611,21 0 cos&wz2 — sin 61“12 0
sin 6Wac1 cos (51‘,:51 0 sin 610@,2 cos §wac2 0
0 0 U, 0 0 up,
1 z2
w . u u . w
Lz1 sin éwml Lz1 cos 5“’11 0 LZ2 sin 5w12 “Lz2 cos 6ww2 } 0
u u . w w : .
—"%Lz, cos 5“’11 L, sin 5wI1 Ly, —“Lz, cos 6w12 L., sin 5’wa:2 Ly,

60

o o O =

o = O = O

" La:3

u L'st

o O O =

0 0
1 0
0 “Lg,
1 0
0 “Lg,

(5.3)



61



62



Acknowledgements

Innanzitutto un immenso e vivissimo ringraziamento va al professor Nicola
Mimmo, che in tutti questi mesi mi ha supportata ed aiutata. La sua disponibilita e
il suo collaborazione sono state per me fonte di forza e determinazione per portare al
termine questo lavoro di tesi, nonostante le difficolta dovute alla mancanda di tempo
e all’inizio del lavoro.

Un particolare ringraziamento va al professore Riccardo Rovatti, che all’inizio di
questo cammino si € preso a cuore la mia iscrizione alla magistrale e mi ha aiutata a
cercare di realizzare un sogno nel cassetto. Vorrei inoltre ringraziare tutti i professori
incotrati in questo tortuoso cammino burocratico, la loro gentilezza e disponibilita é
stata ammirevole.

Vorrei poi ringraziare la mia famiglia, che in questi anni mi ha sostenuta in ogni
difficolta e situazione, permettendomi di vivere un’esperienza utile e formativa come
I’Erasmus. Loro sono sempre stati al mio fianco, insegnandomi il valore dell’impegno
e della dedizione.

In fine, ma non per ultimi, vorrei ringraziare tutti i miei amici che, durante
questo percorso, mi hanno aiutata a credere in me stessa e a non dubitare delle mie

capacita.

63



64

CHAPTER 5. CONCLUSION



Appendix A

Calculations

A.1 Complete relative rotational matrix

“Ry(©,) = Ri(¢r)R2(6;)R3(¢py) =

cos Y, cos b, cos 0. sin ¢, —sin 0,
= | cos,sin ¢, sin B, — cos ¢, sin,. cos ¢, cos Y, + sin ¢, sin,. sin 6,  cos b, sin ¢,

sin ¢y sin ¥,. + cos ¢ cos Y, sin b, cos ¢, sin 1, sin 6, — cos ;- sin P,  cos ¢, cos b,
(A1)

A.2 Complete under-vehicle rotational matrix

iRu(®u) = R?T(%L)ngu)RlT((bu) =

COS Yy, cos by,  COS Yy, sin ¢y, sin B, — cos ¢y, sin,,  Sin @y, Sin Y, + oS @y, Cos Yy, sin b,
= | cosf,siny, cos @, cos, + Sin ¢, sin Y, sin b, cos @, sin Y, sin 8, — cos ¥, sin ¢,

—sin @, cos 0y, sin ¢, COS ¢y, cOS By,
(A.2)
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A.3 Complete navigation rotational matrix

cos fycosyy —cosvyysinfy  sinyy

YRy (W, Bv) = sin By cos By 0 (A.3)

—cosfysinyy  sinfBysinyy  cosyy

A.4 Complete i-th wheel reference frame

cos dyy, — sin dyy, 0

YRw, (ow.,0w;,) = | cos ¢w, sindyy,  cos Oy, cos Py, — sin gy, (A.4)

sin dwy, sin ¢y, cosdw, singw,  cos ¢,

A.5 Vehicle position

2-pb = quﬁ'

(sin ¢y, sinthy, + cos ¢y, costhy, sinb,) (d, — L, sinf, + L, cos ¢, cosb,) +
+ costy, cosby, (L, cosb,. + L, cos @, sinb,.) + L, sin @, (cos @, sin,, — cos), sin ¢, sinb,)

— (cos 1y, sin ¢y, — cos @y, sinty, sinb,) (d, — L, sinf,. + L, cos ¢, cosb,.)+
+ cos 8, sint, (L, cosb,. + L, cos, sinb,) — L, sin @, (cos @, costp, + sin g, sin, sinb,)

cos ¢, cosby, (d, — L, sinf, + L, cos ¢, cosb,)—
+sin6, (L, cosf, + L, cos ¢, sinb,.) — L, cosb, sin@, sin e,
(A.5)
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A.6 Small angle approximation

"py A Pyt

(sin ¢y, sin b, + cos ¢y, cospy, sinby,) (dy — Ly 0, + L) +
+costhy cosby, (Ly + L, 60,)+ L, ¢ (cos ¢y sin, — cos iy, sin ¢, sinb,)

— (cos 1y, sin ¢y, — cos ¢y, siny, sinby,) (d, — L, 60, + L)+
+cosby sinty, (Ly+ L,0,) — L, ¢, (cos ey costhy, + sin ¢y, sin, sinb,,)

cos ¢y cosby, (d, — L0, + L) —
+sinb, (Ly + L, 0,) — L, ¢, cosb, sin ¢,

(A.6)

A.7 Simplified position equation

Py =~

i

(sin ¢y, sin vy, + cos ¢y, coshy, sinb,,)
Put | — (costpy sin g, — cos ¢y, sint)y, sinb,) (dy — Ly 0+ L,)+

COS ¢by, COS by,

coS Y, cos b, (cos ¢y, sinh,, — cos 1y, sin ¢, sinb,,)
+ | cosy sint)y | (La+ L.0r)+ | — (cos gy costhy, + sin gy, sinthy, sinby,) | (Lz ¢r)
—sin 6, — cos 0, sin ¢,
(A.7)

A.8 Partial derivatives used in the position computation

Sin 1y, COS Py, — COS Yyt Sin O, Sin Py,
— COS 1y, COS ¢y, — Sin Yy, sin Oy, sin ¢y, (A.8)

— cos 0, sin ¢y,

oA _
Opu

COS (hy, COS Yy COS B,

0A
20, = | cos ¢y Sin 1y, cos Oy, (A.9)
“ — COS ¢y sin B,
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Sin ¢y, cos Y, — oS ¢y, sin O, sin 1,

0A
a0 = | sin ¢y sin, + cos ¢, sin b, cos 1y, (A.10)
¢ 0
0B
= A1l
3on (A.11)
0B — c?s Uy s.in zu N
0. —sin ), sin b, (A.12)
—cos By
9B — cos 0, sin Yy,
= cos 0y, cos iy, (A.13)
Oy
0
50 — sin i, sin ¢, — cos ¥, sin B, cos ¢y,
% = COS U, 8in ¢y, + sin Y, sin By, cos ¢y, (A.14)
h 0
50 — ‘cos Py .sin y cOS Oy,
20 = sin ¢y, sin v, cos 6, (A.15)
“ Sin 1, sin 6,
50 Sin ¢y, cos Y, — oS ¢y, sin O, sin 1,
a0 = | sin ¢y siny, + cos @, sin 6y, cos Py, (A.16)
‘ 0

A.9 Derotation and selection

1. Selections:

ex = (1;0;0) e, =(0;1;0) e, =(0;0;1) (A.17)

2. De-rotation only along the first axis xp:

1 0 0
Ri(—¢,) = RlT(d)r) =] 0 cos¢, —sing, (A.18)
0 sing, coso,
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3. De-rotation only along the second axis yy:

cos@, 0 sind,
Ry(—0,) = Ry (6,) = 0 1 0 (A.19)

—sinf, 0 cos0,

A.10 Derotation and selection computation

F,. bL.

e (Fax "L~ kg6 =1 0 0| | Py | x| 0 || -keer (A20)
°F,. br,
i j k

eI(bFaxbL)—k@qﬁT:[l 0 o} Fo, "Fu, Fu. | —ke o (A21)
bL, 0 L,

es ("Fy x °L) — kg, ¢r = °F,, °L. — kg, ¢, (A.22)

ey Ri(—¢p)(°Fy x °L) — ke, 0, =

1 0 0 °F.. Ly, (A.23)
[o 1 0} 0 cosdy, —sind, vF, | x| 0 kg, 0
0 sing, cos¢, F,. L,

ey Ri(—¢r)("Fy x PL) — ko, 6, =

10 0 ik (A.24)
[o 1 0] 0 cosg, —sing, | | Fa. PFa, F,. | — ke or
0 sing, coso, L, 0 br,
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o) Ri(—¢,)("Fy x PL) — kg, 6, =

1 0 0 °L."F,, (A.25)
[0 1 0] 0 1 6 || MLt F - ML F | ket
O ¢7‘ 1 _beuFaz

ey Ri(—6r)("Fy x "L) — kg, 0y = "F, "Ly — "L, "Fo, + "Ly “Fa, v — kg, 6 (A.26)

62R2(_9T)R1(_¢T)(bFa X bL) =

cosf. 0 sind, 1 0 0 bF,. L,

[0 0 1] 0 1 0 0 cosdy —sind, bE, | x| 0
—sinf, 0 cos6, 0 sing, coso, bFaZ by,

(A.27)

62R2(*9r)R1(*¢r)(bFa X bL) =

cos. 0 sin6, 1 0 0 1 J k
oo 1] o 1 o0 0 cos¢y —sing, | | PFa, F, 'F,.
—gin#, 0 cosé, 0 sing, coso, br, 0 br,
(A.28)

1 0 6, 1 0 0 °L.“F,, (A.29)
{ 00 1 } 0 1 0 1 —¢ bL,"F,, — "L."F,,
-6, 0 1 0 ¢ 1 —bL,vF,,
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el Ro(=0r)Ri(=¢,)("Fo x L) =

z

1 0 6, °F,, L. (A.30)
oo 1] 0o 10 VL, uFy — YL UF, + "L,"“F,_ ¢
-6, 0 1 (°Ly“F,, — "L."F,,) ¢, — "Ly “F,,

62R2(_0T)R1(_¢r)( bFaX bL) == bFay bLz 0r+ ( be uFaz - bLz uFaz> Or— be uFaz
(A.31)

A.11 Simplifications

d,mysint, + Lompsint, —d,my cos, — Lomy cosy, ] [ ipu(1) ] B

d,my cos P, + Lymycostp,  d,mpsina, + L,mysin, "Hu(2)

0
Lxmbdzﬂ}g + Ly Lzmb"bq% ]
(A.32)

(dz + Lz)mb sin 1, _(dz + Lz)mb Cos ¢y Zpu(l) - 0
(dz + Lz)mb COS wu (dz + Lm)mb sin % ZpU(Q) N L‘E L dz wg + Lx LZ Mo wg
(A.33)
sint, —cosy ipu(1) 0
— . A.
(d. + L.)my, [ costhy  siniy, ] [ 50(2) ] Lo 2 my(d, + L) (A.34)
[ siney, —gos% 17 z"z:?:u(D _ _ _ 0 | (A.35)
| costhy  sinthy || Bu(2) || Laty |
[ siney, —gos% I ?éu(l) _ _ _ 0 _ (A.36)
| costy, sinty || Pu(®) || Latn |

|
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siny, —cosy, 0 cos, —sinvy, 0

0
cosv, sinv, 0 sint, costy, 0 | “Ri(B) Pu, = [ L, 02
0 0 0 0 0 1 v
(A.37)
0 -1 0 0
0 0| “Re(B) Puy, = [ L %] (A.38)



Appendix B

Matlab™Code

B.1 Variables definition

clear all
close all

cle

syms t real %time

syms x y z real Y%generic variables

syms m_um_b Y%masses

syms L x L 2z %arm

symsJ xulJ yulJ zuJ xyulJ xzuJ_ yzu %under—vehicle inertia
syms J xbJ ybJ zbJ xybJ xzbJ yzb %body inertias
syms F_ax F_ay F_az %aerodynamic forces

syms F_wx F_wy F_wz %wheel forces

syms tau_wx tau_wy tau_wz %wheel momenta

syms k zk prk trk xk y %elastic constants

syms B_pr B_tr B_z %damping constants

syms d_ z(t) %vertical movement

syms d %vertical movement derivative

syms g %gravitational constant

syms tau_w %wheel momenta

syms de %a determinant

syms phi_r(t) theta r(t) real %relative angles

syms dphi_r(t) dtheta r(t) real %rotational speed of the body

syms phi_u(t) theta u(t) psi_u(t) real %undervehicle angle

syms dphi_u(t) dtheta_u(t) dpsi_u(t) real %rotational speed of the undervehicle
syms p_x(t) p_y(t) real %undervehicle positions

syms dp_x(t) dp_y(t) real %undervehicle speeds
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syms R_1(x) R_2(x) R_3(x) real

syms R_bu real

syms gamma(t) beta(t) Y%navigations angles
syms phi_ W(t) delta  W(t) %wheel angles

B.2 Matrix definition for position, angles and intertias

p_u = [p_x(t); p_y(t); O];

d = 1[0; 0; d_z(t)];

L=[L x;0;L_z;

R_1(x) = [1 0 0; 0 cos(x) sin(x); 0 —sin(x) cos(x)]; %to undervehicle/body
R 2(x) = [cos(x) 0 —sin(x); 0 1 0; sin(x) 0 cos(x)]; %to undervehicle/body
R _3(x) = [cos(x) sin(x) 0; —sin(x) cos(x) 0; 0 0 1]; %to undervehicle/body
R_ui =R_3(psi_u)."*R_2(theta_u).'*xR_1(phi_u)."; %to interial
R_bu=R_1(phi_r)*R_2(theta r); %to body from undervehicle

p_b=p_u+ R_uix(d+R_bu."xL);

B.3 Position first time derivative

A(x,y,z) = [(sin(x)*sin(z)4cos(x)*sin(y)*cos(z)); —(cos(z)*sin(x)—cos(x)*sin(z)x*sin(y)); (cos(x)*cos(y))|;
B(x,y;z) = [(cos(z)*cos(y)); (cos(y)sin(z)); —sin(y) ;
C(x,y,z) = [(cos(x)*sin(z)—cos(z)*sin(x)*sin(y)); —(cos(x)xcos(z)—sin(x)*sin(z)*sin(y)); —cos(y)=sin(z)];

p_b=p u-+ A(phi_u,theta u,psi u)x(d_z+L z—(L_ xxtheta 1)) + B(phi u,theta u,psi u)x*
((L_zxtheta r)+L_ x) 4+ C(phi_u,theta u,psi u)*L_z#phi r

A x = subs(A(phi_u,theta_u,psi_u), phi_u, x);

dA_ phi = diff(A_x, x);



B.4. ANGULAR SPEED DEFINITION

Ay = subs(A(phi_u,theta u,psi u), theta_u, x);
dA _theta = diff(A_y, x);

A 7 = subs(A(phi_u,theta_u,psi_u), psi_u, x);
dA_ psi = diff(A_z, x);

B_x = subs(B(phi_u,theta_u,psi_u), phi_u, x);
dB_phi = diff(B_x, x);

B _y = subs(B(phi_u,theta u,psi_u), theta u, x);
dB _theta = diff(B_y, x);

B_z = subs(B(phi_u,theta_u,psi_u), psi_u, x);
dB_psi = diff(B_z, x);

C_x = subs(C(phi_u,theta_u,psi_u), phi_u, x);
dC_phi = diff(C_x, x);

C_y = subs(C(phi_u,theta_u,psi_u), theta u, x);
dC _theta = diff(C_y, x);

C_z = subs(A(phi_u,theta_u,psi_u), psi_u, x);
dC_psi = diff(C_ z, x);

dp_b = diff(p_b);

dp_u = diff(p_u);

dd_z = diff(d);
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B.4 Angular speed definition

a_b = [phi_r(t); theta r(t); psi_u(t)];
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a_u = [phi_u(t); theta u(t); psi_u(t)];
w_b = diff(a_Db);

w_u = diff(a_u);

B.5 Kinetic and potential energy

J b=[J xbJ xybJ xzb;J xybJ ybJ yzb;J xzbJ yzbJ zb];
J u=[J xuJ xyulJ xzu;J xyulJ yulJ yzu;J xzuJ_ yzulJ zul;

T = ((1/2)*m_ux(dp_u.'sdp_u)) + ((1/2)*m_b*(dp_b.'sdp_b)) +
(1/2)xw_b.'xJ_bxw_b) + ((1/2)xw_u.'sxJ bsxw_u);

K = ((1/2)xk_zxd_2z~2) + ((1/2)*k_prsphi_ r~2) + ((1/2)xk_trxtheta r~2) + m_ bxgx(L_z+d_z);

L=K-T;

B.6 Euler-Lagrange equations

L pux = subs(L, p_u(1), x);
dL pux = diff(L_ pux,x);
dL pux = subs(dL_pux, x, p_u(l));

L _puy = subs(L, p_u(2), x);
dL_puy = diff(L_ puy,x);
dL_puy = subs(dL_ puy, x, p_u(2));

L dpux = subs(L, dp_u(1), x);
dL_dpux = diff(L_ dpux, x);

dL_dpux = subs(dL_dpux, x, dp_u(1));
ddL_dpux = diff(dL_ dpux);

L _dpuy = subs(L, dp_u(2), x);
dL_dpuy = diff(L_ dpuy, x);

dL_dpuy = subs(dL_dpuy, x, dp_u(2));
ddL_dpuy = diff(dL_ dpuy);



B.6. EULER-LAGRANGE EQUATIONS

L dz = subs(L, d_ z, x);
dL _dz = diff(L_ dz, x);
dL dz = subs(dL_dz, x, d_ z);

L _ddz = subs(L, dd_z(3), x);
dL_ddz = diff(L_ ddz, x);

dL _ddz = subs(dL_ddz, x, dd_ z(3));
ddL_ddz = diff(dL_da);

L _phr = subs(L, phi_r, x);
dL phr = diff(L._ phr, x);
dL_phr = subs(dL_phr, x, phi_r);

L_dphr = subs(L, w_b(1), x);
dL_dphr = diff(L._ dphr, x);

dL_dphr = subs(dL_ dphr, x, w_b(1));
ddL_dphr = diff(dL._ dphr);

L _thr = subs(L, theta r, x);
dL_thr = diff(L_ thr, x);
dL_thr = subs(dL_ thr, x, theta r);

L _dthr = subs(L, w_b(2), x);
dL_dthr = diff(L_ dthr, x);

dL_dthr = subs(dL_dthr, x, w_b(2));
ddL_dthr — diff(dL_ dthr);

L _phu = subs(L, phi_u, x);
dL_phu = diff(L._ phu, x);
dL_phu = subs(dL_ phu, x, phi_u);

L_dphu = subs(L, w_u(1), x);

dL _dphu = diff(L_ dphu, x);

dL_dphu = subs(dL_dphu, x, w_u(1));
ddL_dphu = diff(dL_ dphu);

L_thu = subs(L, theta u, x);
dL_thu = diff(L_thu, x);
dL_thu = subs(dL_thu, x, theta_u);

L _dthu = subs(L, w_u(2), x);
dL_dthu = diff(L_dthu, x);

dL_dthu = subs(dL_ dthu, x, w_u(2));
ddL_dthu = diff(dL_ dthu);
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L _psu = subs(L, psi_u, x);
dL psu = diff(L._ psu, x);
dL_psu = subs(dL_psu, x, psi_u);

L_dpsu = subs(L, w_u(3), x);
dL_dpsu = diff(L._ dpsu, x);

dL_dpsu = subs(dL_dpsu, x, w_u(3));
ddL_dpsu = diff(dL._ dpsu);

B.7 Symplified Euler-Lagrange equations

phi_u = 0;
theta u = 0;

NdL pux = subs(dL_pux);
NdL_puy = subs(dL_ puy);
NddL dpux = subs(ddL _dpux);
NddL _dpuy = subs(ddL _dpuy);
NdL _dz = subs(dL_ dz);

NddL ddz = subs(ddL_ ddz);
NdL_phr = subs(dL_ phr);
NddL _dphr = subs(ddL_ dphr);
NdL _thr = subs(dL_thr);

NddL dthr = subs(ddL_ dthr);
NdL_phu = subs(dL_ phu);
NddL dphu = subs(ddL_dphu);
NdL _thu = subs(dL_thu);

NddL _dthu = subs(ddL_ dthu);



B.8. ADDITIONAL COMPLETE ROTATIONAL MATRICES

%NdL_psu = subs(dL_ psu);

%NddL _dpsu = subs(ddL_ dpsu);

79

B.8 Additional complete rotational matrices

R _ti =R _3(psi_u).'*xR_3(beta).";
R nu =R _2(gamma).'xR_3(beta).";

R_Wu=R_1(phi_ W).'*R_3(delta W).";
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