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The first sliding mode control application may be found in the papers back in the 1930s in Russia. With its
versatile yet simple design procedure the methodology is proven to be one of the most powerful solutions
for many practical control designs. For the sake of demonstration this paper is oriented towards application
aspects of sliding mode control methodology. First the design approach based on the regularization is
generalized for mechanical systems. It is shown that stability of zero dynamics should be taken into account
when the regular form consists of blocks of second-order equations. Majority of applications in the paper
are related to control and estimation methods of automotive industry. New theoretical methods are
developed in the context of these studies: sliding made nonlinear observers, observers with binary
measurements, parameter estimation in systems with sliding mode control.

Key words: Sliding mode control; Inverted pendulum; Induction motor; Binary sensor; VGT; EGR; Diesel
engines; Alternator; Air conditioner; Climate control; ABS; Optimization

1 INSTEAD OF INTRODUCTION

One of the authors was appointed as a Professor at the Ohio State University in 1994 — the
position established by Ford Motor Company and has been working on applications of the
sliding mode control methodology for automotive industry.

The paper is some kind of report about the results of these studies. The basic concepts of
control and estimation methods in the framework of Sliding Mode Control Theory behind the
research were originated at the Institute of Control Sciences, where the author was privileged
to work and had the unique opportunity to contact outstanding scientists. Creative atmo-
sphere for the research along with democratic spirit of scientific discussions were decisive
factors for the further professional career of the author.

The paper embraces wide range of automotive applications (automotive alternator, diesel
and combustion engines, ABS system, climate control), which needed further development
of the well-known methods. These studies have been performed in long-term cooperation
with the second author (Ph.D. student of the Ohio State University).

2 SLIDING MODE FOR MECHANICAL SYSTEMS

Although the design of the sliding mode control for nonlinear multivariable systems has been
extensively studied in many books and papers, the design procedures for such high order
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nonlinear control systems may be complicated and vary from case to case. The objective of
this section is to develop design methods for the nonlinear mechanical systems governed by a
set of nonlinear interconnected second-order equations which are common for mechanical
systems. The proposed approach assumes that control systems can be transformed into a
regular form [3], which facilitates the controller design. Consider a general mechanical
system, J(q)q = f(q, q¢) + Bu, where g € " and u € R", is a vector of control forces,
rank B = m. The inertia matrix J(g) in mechanical systems is nonsingular and positive
definite, B is a full rank matrix. Hence J~'(g)B is a full rank matrix as well. The components
of vector ¢ may be reordered such that in the motion equation

i =£(9,9) + Bi(g)u
& =g, 9 + Bag)u,

q= [ql ], qeR, g e R”, []j] =J7, 2.1
92 /

2

[~ ] =J7'B, det(B,) #0,

According to the regular form technique [3] the coordinate transformation z =
d(q) € R"™™,y = g, with continuously differentiable function ¢(g) should be found such
that the mechanical system equation is reduced to the regular form consisting of a set of
second order equations

E=fiC55)

2.2
5 = fazo 3 2.5) + Bal ), 22)

where det(B,) # 0. In our case the top block equation in (2.2) depends on both vectors y
and y. This fact introduces some peculiarities which should be taken into account when
designing sliding mode control. Further a stabilization task for different types of mechanical
systems will be studied. It is assumed that the origin in a system state space is an equilibrium
point of an open loop system, i.e., £i(0, 0, 0, 0) = 0 and £3(0, 0, 0, 0) = 0. Based on this form
two design approaches are demonstrated below:

First, the stability of the system zero dynamics with vector y as an output is checked. They
are governed by the first equation (2.2) Z = fi(z, 0, z, 0) with y = 0 and y = 0. If they are
stable then sliding mode may be enforced in the manifold s = y + ¢y = 0, s € R™ with scalar
parameter ¢ > 0, since rank(B,) = m. After sliding mode starts in s = 0 the state y tends to
zero as a solution to y + ¢y = 0, and then z decays as well because Z = f{(z, 0, z, 0) is stable.

Second, stability of the system zero dynamics with vector z as an output is checked. If
z(¢) = 0 then the zero dynamics equation are obtained from f(0, y, 0, ) = 0. Note that the
zero dynamics system is a set of first order equations while it was is a set of second order
equations in the first approach. If the zero dynamics are stable then sliding mode is enforced
in the manifold s = f; + ¢z + ¢,z = 0, the top equation of (2.2) becomes z = —cjz — ¢;2
whose rate of decay may be selected by ¢; and c;.

Third, assume that the function fi(z,y,z) does not depend on y. Basically if s=
Ji+ciz+ ¢z =0, then 2 = —cyz — ¢»z holds and, as a result, £;(0, y, 0) = 0 after z(#) = 0.
Based on the assumption, fi(0,0,0,0)=0 and £,(0,0,0,0) =0, we may conclude
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/1(0, 0, 0) = 0, which means that y tends to zero as well. To provide the desired relationship
s =fi + c1z + ¢z = 0 the following switching manifold is selected as

S=5+as (2.3)

where s = f] + c1z+ ¢z and a > 0. As a result, the derivative of (2.3) depends on dis-
continuous control # which is necessary to enforce sliding mode. If Zero Dynamics are
unstable then, following the methodology of the Regular Form approach, the state of the
second block is handled as the control of the first one to stabilize the Zero Dynamics. Next
sliding mode is enforced to provide the desired dependences between state variables (see [4]
for more details about the design strategy for this design scenario).

For the sake of briefness, the following two applications demonstrate only the model and
simulation/experiment results. Readers may refer to [4] for further details. First of all, the
double inverted pendulum (Fig. 2.1(a)) is considered.

é] 6] Fl
H| . Pl = R 2.4
where

H = -Jo + 5L + m|l|2 + mzL% myLil, cos(0, — 6,)

i myly 1 COS(0| - 02) mzl% + 1 ’
W= [ —g(ml; + myLy)sin 0, ]

- —mygl, sin 0 ’

[0 o .

P= I _Vél OZ:I and V= mlelz sm(H. - 02)

Each link of the pendulum is composed of mass m and inertia . Total length of each link is L;
and the distance to center of gravity of each link from its pivot is /; (i = 1, 2). 0 refers to the
rotational angle from the vertical axis. It is assumed that only one control force, the motor
torque F; = u, is available and F; is regarded as the disturbance torque to the pendulum.

(O)

FIGURE 2.1 (a) Double inverted pendulum (b) Rotational inverted pendulum.
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The control objective is to drive the mechanical system from a perturbed state to the desired
equilibrium point 6; = 6, =

Numerical simulation is performed to verify proposed control algorithm. Evidently
observed from the following Figure 2.2, sliding mode control algorithm is able to keep the
double pendulum upright.

The second interesting application is rotational inverted pendulum (Fig. 2.1(b)). Its gov-
erning equations are summarized below:

éo = ~a,,90 + Kpu
mlgll
A

(2.5)

6, = —-——91 + —>—sin 6, + 90,

where m; and J; are mass and inertia of the pendulum, /; is the distance from the center
of gravity of the link to its pivot point, g is the gravity acceleration, and C; is the
frictional constant between the pendulum and the rotating base. The coordinate 6,
represents the rotational angle of the base with respect to some horizontal axis (usually
defined as the starting position) and 6, is the rotational angle of the pendulum with
respect to the vertical axis. 6y = 0 refers to the unstable equilibrium point. SMC control
is designed such that both Inverted Pendulum and the Base angles are stabilized
simultaneously. Even more additional sloshing water and metal bolts are attached at the
end of pendulum for the purpose of demonstrating algorithm robustness. Satisfactory
results may be found in the following Figure 2.3 which demonstrates the effectiveness
and robustness of the controller.

(a)

b o o
N O O - O

Position (radians)

Velodity (rad/sec)
& o o

i
3
(-]

Torque (N-m)
o

Time, (oooondt)

FIGURE 2.2 Double inverted pendulum simulation results using SMC with maximum initial deviation
6,(0) = 0.49rad.
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FIGURE 2.3 Rotational inverted pendulum experimental results where (a) water (b) bolts was/were attached to the

end of pendulum.

3 ESTIMATION AND CONTROL OF SENSORLESS INDUCTION MOTORS

USING SLIDING MODE

For the sake of cost reduction and maintainability, control of an induction motor (IM) without
mechanical sensors receives wide attention in both fields-electric drive and dynamic control.
This section addresses a new closed loop approach to estimate IM speed as well as rotor time
constant for speed/torque sensorless control. Under commonly used assumptions the motion
equations of an IM may be partitioned into three categories. First of all, the rotor mechanical

system

dn P 3PLm . .
G =7 T =T T =7 lipha = iadp),

second, the rotor flux equations,

di di
th = —HAy — WAg + HLpiy, d—tﬂ = —NAp — Ay + nLlmip

and, finally, the stator current dynamics,

din _
dr

diﬁ Rg . 1
— = —Pnl Ao = | == L ——upg,
ir Bnig + B (aLs-i-ﬁn )lﬂ+JLSu,;

R 1
Bniy + ﬁw'lﬁ - (}“L% + ﬂ"le) iy + mua

3.1)

(3.2)

3.3)
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where stator voltage or current vector (f;, fz), defined by their phase vectors (f;, fi, fc) as

Ja
” 2{1 —-1/2 -1/2
[2}] =§[0 31/2//2 __31//2/2] {rb (3.4

A summary of the parameters, variables may be found in the following Table 1. More
details may be found in the paper [8].

The objective is to design an observer to estimate motor speed and rotor time constant
simultaneously under the assumption that they are constant. First, the sliding mode observer
for current is designed

di Rs» 1

_lﬁ'z"“iioz"'_ua"l”Voc

de oLg olLg 3.5)
T |
dr — oLg B oLg 4 A

where fa/,; are estimated stator current components, ¥, are discontinuous functions of the
stator current mismatches

Vy = -—Vosgn@ —iy)

. (3.6)
Vg = —Vosgn(ip — ip).
The equivalent values of discontinuous functions Vs are
[Va]eq = ﬂ"la + ﬁwlﬁ - ﬁrleioz (37)

(Vleq = Bndp — Prde — BrLmip

after sliding mode occurs on the surfaces sa/p = i/ — izyp = 0. These equivalent values
may be obtained equating derivatives of current observation mismatches to zero. By our
assumption @ = 0 and # = 0 which imply that mechanical process and rotor resistance
heating are much slower than currents and flux variations.

Denote the equivalent values of V;,3 by Ly/p. As follows from (3.7),

Ly = ﬁnim + ﬁ(uip — PnLpiy, Z,; = ﬂniﬁ — ﬂwia - ﬂaniﬂ (3.8)

TABLE I Nomenclature of a Induction Motor Model (3.1)-(3.3).

Parameters Explanation Parameters Explanation

Tk=ab Phase currents in (o, ) coordinate Um=a,b Phase voltages in («, §) coordinate
ik=abc Phase currents Up—apc Phase voltages

©/Ay/p Rotor speed/Flux n Rotor time constant

T, Load torque T Torque developed by IM

J Inertia o, f Leakage parameters

R,, Rs Rotor/Stator resistances P Number of pole pairs

L,, Lg Rotor/Stator inductances L, Mutual inductance
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which leads to

Ly

Jo=—
p

ip = (3.9)

F9

along with the Egs. (3.2) and (3.7). From (3.8) we may elaborate an intermediate asymptotic

observer for L, /g
i, PR La] R [l] [L]
R = - A oA —PnL,l | — K| =% |, 3.10
I:L,;] [—w ﬂ][Lﬁ Pikm J, Ly 10

where K is a positive constant to be selected, I:u/ﬂ are mismatches between estimation ia /B
and L, from (3.7), #j and & are estimation of # and . From (3.8), (3.9) and (3.10) the error
dynamics of the proposed observer may be represented in the form

Ll (i ol[L]_ . [i i
[iﬁ]_‘[—a) ﬁ][Lﬁ]_ﬂ”Lm[ia]—K[iﬂ]’ 3.11)

To ensure the convergence of ij = #§ — n and @ = ® — w to zero we choose the adaptation law

i | _ _[La+ BLnia Lp+ BLnip || La
IS ey ) S
based on the Lyapunov function
Clay 1oy 1, 1,
V_2La+2La+2t1a+2a)a. (3.13)
It can be shown that f,a/ﬁ of (3.11) tends to zero and
L, + ,BLmia Lﬁ 17] _ 0
[L,, +BLnis ~Li || @] = o] (3.14)
12 1300
10 1000
£ -
"
i) | ] +
g 0 20 K
!
“o 1 2 3 4 s [ 7 g t 2 s 4 s [ 7
Time (sec.) Time {vec.)

FIGURE 3.1 (Left) Rotor constant estimation. (Right) Estimated (dashed-line) and measured (solid-line) IM speed.
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If i, and ig are linearly independent (which is common for IM) then # = 0 and @ = 0 or the
estimated rotor constant and speed tend to real ones, /j — # and @ — w. Details of the above
proof may be found again in [8]. The proposed observation algorithm was implemented on
the test bed of OSU PEEM (Power Electronic and Electric Machines) Lab and results may be
found in the following Figure 3.1, which demonstrates the proposed estimation algorithm’s
capability to estimate the rotor constant and IM rotor speed simultaneously.

4 BACK ELECTROMOTIVE FORCE (EMF) ESTIMATOR FOR
AUTOMOTIVE ALTERNATOR

One of the modern approaches used in automobile industry to optimizing the efficiency of
today’s three-phase alternator is to employ a controllable rectifier through the six-step
switching algorithm [1]. The vital information needed for the rectifier to switch from one to
another is acquired by detecting the alternator’s back electromotive forces (EMFs). Usually
the back EMFs may be found if the rotor position is measured which is widely employed
now. For the sake of cost reduction and maintainability a sliding mode observer is designed
to estimate the necessary information, back EMF, for the rectifier’s switching algorithm
utilizing both the battery current and voltage measurement, which is readily available.

Basically, the dynamics of a three-phase generator may be described in the following four
equations:

di; R, . Vo 1
Friimi 6L(2u' Uy u3)+Le|(t)

di2 R(u . Do 1
L Koy 2 0w —uy —us) +~en(t
i 7 b 6L( Uy —uy u3)+L€2()

dis Ry, o 1 @.1)
=Lk EZ(Zu;; uy —uy) + Ze3(t)

R, + Ry duc_ 1 1 3 .
( R )717“ RLC“C+2C;”“"

Please refer to Table II for the nomenclature of the model parameters.

More details of this model may be found in [2]. Suppose that e; (back EMF) of phase 1
may be found based on the measurement of battery current iyaiery (See Fig. 4.1). It can be
done if link current coincide with phase current i;. It happens in so-called “observation
window” when Sj, Ss and Sg (or S», S3 and Sy) are closed or u; # u; = uj.

We assume that the following ramp function an acceptable model of the time-varying
engine speed:

o=at+f 4.2)

Then back EMF may be found as
e1 = —Aump@t + ) sin(g 2+ Bt + y) 4.3)

where « is acceleration and f, y are constants.
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TABLE I Nomenclature of a Three-phase Generator Model (4.1).

Parameters Explanation Parameters Explanation

ik=123 Phase currents Um=123 Switching signals (+1 or —1)
R, Winding resistance u, Voltage of capacitor

R, Load resistance Vo DC output voltage

Ry Battery resistance o Battery resistor

L Winding inductance em=123 Back EMFs

To estimate the load current, the following observer is proposed based on the readily
available battery current

v 1 1 . A
— gz @ — w2 —w3) + 7 ei(t) + 7 Misgn(trivaery — 11). 4.4)
Denote the sliding surface as

$1 = Utipattery — I1- 4.5)

Since #jipaery = i1 Within the observation window when u; # u; =u3 and ivatery =
flink — I10ad, the derivative of s; is of the form

=L L -
l—dt] ldtload dtl
1 d (4.6)
=-7 [Rwsl —e1 + Mysgn(sy) + Ryuyiioad + ulLaiload}
Clenerator Rectitier Load
L)
ftoont
]t
kS
LR,
. X
L

% i, #

FIGURE 4.1 Schematic diagram of automotive.
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In sliding mode on the surface s = uyipattery — i, = 0 the average value of M;sgn(s;) found
by a low pass filter [2] is of the following form

d.
z = [Misgn(s)]eq = [el — Rotitond — ulLalload]- 4.7)

Denoting ¢ = 1/R;, (4.7) may be represented as

d. 1 d
[61 — RoU1iioad — ulLalload] = [61 iy (Rmvo + La—tvo)] =e; —uqh(t). (4.8)

where vy = ijoaq - Ry. In (4.8) the function A(?) is

d
h(t) = fioad — Laimad- 4.9)

and the parameter R;, is considered as unknown constant, R, = 0, here to embrace the fact of
parameter variation. Note that DC output voltage vy is available and its derivative may be
found from

d 1. d .
a‘t‘ Dy = "é Tpattery + Rbattery a; Upattery - (4.10)

In addition the battery current is readily available and its derivative may be found from

d R, . v 1
aibane.y = "“f’baﬂery - g‘%(zul —uy —u3) + ZMlsgn(sl). 4.11)

Therefore, the function A(f) may be found from (4.9)
Introduce a new variable

z=e — MIqh(t). 4.12)

Now, with the measurement of engine speed w and known function A(f), a Sth-order non-
linear asymptotic observer is proposed to estimate back EMF e; unknown load current and
unknown constant ¢ simultaneously:

é1 =& — Lulé, — (z + mgh()]

X N 362\, 3&%. N N
e'l = —-(w2 + W)m — 52“3/1 — Ly[ey — (z + u1gh(1))]

é):&—L3l(é)—-w) (413)

o= —Ly(& — o)
§ =L (& — G +mdh®))
Simulation results may be found in Figure 4.2 where the proposed observer demonstrates its

capability of estimating unknown constant g (upper-right of Fig. 4.2), load current ijpaq
(lower-right of Fig. 4.2) and back EMF (upper/lower-left of Fig. 4.2).
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FIGURE 4.2 Estimation results of unknown constant g, load current ijp,g and back EMF.

5 NO, CONTROL FOR EGR-VGT DIESEL ENGINE

Exhaust gas recirculation (EGR) combined with the variable geometry turbocharging pro-
vides an important avenue for NO, emission reduction. In this section we study the problem
of EGR-VGT control from the sliding mode design perspective. The departure point for our
work is the reduced order model in [10] that we use for the control design:

. Nc Pc ]

=k —— —kep1 + Wege | 5.1
P lI:Tan ((pl/Pa)I — 1) eP1 egr ( )
P2 = ka(kepr + VV;i - Wegr — uy), (5.2)

. 1 a s
Po=-- [Pc - nmr/,TZCp(l - (‘z—z) )uz,], (5.3)

where:

D1/p2: intake/exhaust manifold pressure.

P¢: compressor power.

k.: pumping rate constant,

Wegr: EGR flow rate which is equal to uy; or uy,

¢, 1,2 compressor and turbine isentropic efficiencies,
#,,: turbocharger mechanical efficiency,

1. turbine-to-compressor power transfer time constant,
C,, Cy: specific heats at constant pressure, volume.
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To account for the fact that the turbine cannot immediately realize the commanded air flow
because of the actuator dynamics, a first order linear system is introduced as

. 1 1
Uy = ——uy +—Vy, (5.4)
T4 T4

where

T4 time constant,
vy: commanded VG turbine flow rate, that is achieved in steady-state.

Controlling only p, or Pc may result in either unstable zero dynamics or slow rate of
convergence. To cope with this problem, first of all, desired system states are selected based
on some specific operating points and the problem is then redefined as a stabilization one
with states Ap;, Ap, and AP, the difference between desired and actual one. Following the
approach in [11], a new variable is found by solving an appropriate partial differential
equation such that the system may be reduced to the regular form. This variable is

C Vi _ I »
Dare =Apc+wéj—ﬂ[zspz— [ (8P + o) () ‘]. (5.5)

This new variable has the property that JJAP . does not depend explicitly on the control input.
The system in the regular form is

P ¢AP€ + (**)
Tacp (Apl +Pldes/Pa)'u -1

Apy =k [_ke - (Ap1 + Pides) + + Wegr] (5.6)

where

.C p[t _ p;z _
— Pd _ Nt L2 P Ap, — a A 1—-u a 1—u .
(k) C fept D2 —p (Apz + Pades) + 1—n (D2des)

; 1 1
Pap. = —;¢APC - ;Pg

n
11m11,T2Cp ApZ + “]ff 1 [(APZ +p2des)l_ﬂ - (pZdes)l—H] 5.7)
- ) |
+ht|l —{ ——— ko(A + W — W
2T Ap2 + Praes [ke(Ap1 + Prdes) 7 egr]
Apr = kolke(Ap1 + Praes) + W} — Wege] — ka (42 + ttages) (5.8)

Note that the control u; explicitly affects only (5.8). The EGR flow rate, Weg,, is treated as an
external input to these equations as it is controlled by a separate controller.

The state variable, Ap,, involved in the Eq. (5.7) may be treated as a fictitious control
input,

Apsy = —Ks - §pp,, K5 >0, (5.9)
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to speed up the dynamics of the state, ¢5p.. This relationship can be held by enforcing the
sliding mode on the surface,

s =Ap, +KS'¢APC =0. (5.10)

With the actuator dynamics (5.4) included, the relative degree of the system from u; to s
increases by one and the proposed control algorithm is not directly applicable. What we can
do, however, is to modify the sliding surface as

S=§+a-s, a>0, (5.11)

where

§= |1 +Ks o1y MisCp 1 — Patm K _ KsPc
Tich D2 Tk

T ; (5.12)
ks P (o))

‘thk2

and o determines the rate of decay for s (after the sliding mode is enforced). The control vy,
is then developed to enforce the sliding mode on the surface (5.11). The control algorithm
and observer for its implementation are described in [12]. The actual control input is
implemented as a discontinuous function

uy = M - sgn(S). (5.13)

The performance of the proposed SM control is examined by simulation. The controller
parameters, (K, « and M), were determined from the simulations of the reduced order model
augmented with VGT actuator dynamics. The EGR flow rate Wy, is assumed to be generated

150 3rd Order Model
2 i i i ! W
E E | : - E___ . Desired Wc
2 100 - N T A S S | N ..
Q ] ] ' i ]
- ' ' i | :
o i \ i : " .
; 50 : 1 1] | | :
1 2 3 4 5 6 7
80 T L L T 1 A
2 : : : L [=W
60f------ f==---- ------ b o - . Desired W, H
gl . ; i | M—
8 aof--—-- . t SR S R i [
| 1 I 1
1 ) | 1
© 20 _______ LSRR | U |, [ I [
3 ' H r ; | v
3, : : : : : :
1 2 3 4 5 6 7

FIGURE 5.1 Desired versus regulated values of compressor mass flow rate and EGR mass flow rate.
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- 20 : { : | : |
A T T T ;T T T T YT T T [ et
b | T T 1 ]
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FIGURE 5.2 Closed loop responses on the higher order (7th-order) model.

by a first order lag with the steady-state value of Wedgr. The closed loop responses are illu-
strated in the following Figure 5.1.

The same controller with the same set-points was applied to the more accurate, higher
order model [10] and acceptable performance has been observed in Figure 5.2. Note that, for
the scenario of higher order model, the EGR flow was generated by assuming that the EGR
valve position is driven by a first order lag towards the desired position. The non-monotonic
character of EGR flow response is due to the dependence of this flow on intake and exhaust
manifold pressures.

6 AUTOMOBILE CLIMATE CONTROL USING SLIDING MODE

In this section a temperature regulation problem for an automotive air conditioning system
with Electronic Variable Compressor (EVC) will be studied. Note that the capacity EVC is
indirectly regulated by the pressure difference of crankcase and suction port through the
electronically controlled Valve Duty Cycle (VDC).

The climate control system consists of several components such as condenser, orifice
tubes, evaporator, refrigerant accumulator and electronic variable compressor. The motion
equations may be partitioned into two groups.

First group consists of the Refrigerant Cycle subsystem

r 1 Pd — Pcond ; 1 Pd — Pcond Pcond - Pevap
P — - - —_—, P = — - ’
d [Q R, ] cond [ R, R,

1 Pcond - Pevap _ Revap _PS
R, R; ’

' Pevep = ; KePowa — Tii
PS =—[M— Q:l» Tairout = __?_evﬂ?{.:_a_l[(m (61)
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and the second one that describes the behaviors of EVC

_ —Pcc +VDC - P; + (1 — VDC)Pg

Pcc T
. B. K L, - 2Apiston
X=——x——x+————(Ps — Pcc + P
Mt T R 8T et P 62)
L3 Ay
+ 34piston (P4 — Ps +2Pcc), Pgic = Py - sgn(x)

LM
0 = Kqow(N) - x(N is measurable compressor speed).

Nomenclature for (6.2) may be found in Table III.

According to the motion equations, the refrigerant flow rate, Q, may be considered as the
intermediate control input of the block describing refrigerant cycle subsystem. Next, the flow
rate may be regulated by proper VDC control action according to the nonlinear compressor
dynamics.

To assign desired refrigerant flow rate Q we consider first the refrigerant cycle subsystem
(6.1). The eigenvalues of (6.1) differ considerably and the dynamics of Py, Pcong and Peygp
dynamics may be disregarded because they are all stable. Instead of conventional eigenvalue
assignment method the intermediate control design Q for this multi-rate system may be
decoupled into the following steps:

1. The Zero Dynamics of the refrigerant system (marked by dashed line), if considering Peyap
as the system output, are stable which implies that we may control Py, rather than all the
states of the multi-rate system (6.1).

2. Since the dynamics of Tyrout determined by t4 are acceptable, one may regulate the
temperature to desired one considering Peyap as a fictitious control.

3. Assume the desired P.,,, may be assigned as P:vap = T4es/Ks. As a result the last
equation of (6.1) becomes

KsP evap Tairout — K6(Tdes/ K6) — Tairout
T4 T4 ’

4>0,

Tairout =

which implies Toirout —> Tyes at the rate of Kg/74. Tyes is the set-point of evaporator out
temperature.

TABLE III Nomenclature of an Automotive Air Conditioning System (6.1) and (6.2).

Parameters Explanation Parameters Explanation

P, Discharge pressure Peond Condenser pressure

Pevap Evaporator pressure Py Friction magnitude

Pg Suction pressure x Compressor stroke

Pcc Crank case pressure Tairout Evaporator out temperature

Pgic Friction in terms of pressure vDC Valve Duty Cycle (Actual control
action)

N Engine speed (0] Refrigerant flow rate




466 V. I. UTKIN AND HAO-CHI CHANG

4. From the last second and third equations of (6.1), the desired refrigerant flow Q for
refrigerant cycle may be selected as

Qdesired = Xdes * Kﬂow = (C3 + C4)[r* + K(PeVaP - P:vap)]’

I = 1 [P cond — P, evap:|
C3+ Cy R, ’

such that the Pevap — Pg,,, tends to the desired one. This design may be verified by
substituting Qgesired iNt0 Peyqep dynamics.

5. The rate of Peyap — P;‘vap is determined by K after desired Qgesireq 1S assigned.

Next, we may calculate desired crank case pressure which makes EVC generate desired
refrigerant flow rate Qqesired

_ [(2L2 - L3)P s + L3P d + L2P fric — ((LIKcomp)/ Apiston)xdes]
(P CC)des -
2(Ly — Ly)

6.3)

which may be derived from the second equation of EVC dynamics (6.2) assuming the
subsystem is stable. Note that x4 in (6.3) implies the desired refrigerant flow rate
Oudesired(Qdesired = Xdes * Ktow)-

Since the desired crank case pressure may be evaluated, the discontinuous control action of
compressor (indeed, VDC) as a continuous state function by selecting the slope & and small
region ¢

(k- S +bias) if |(k-S +bias)| < ¢
VDC(k - S + bias) = 1.0 if (k-S + bias) > ¢
0.0 if (k.S + bias) < —¢,
§ = Pcc — (Pcc)gess

(6.4)

where bias = 0.5 because VDC may only vary from 0 to 1. Note that S = 0 is the switching
surface. A plot of this function may be seen below (Fig. 6.1)

For different sensor availability scenarios different observers are designed to acquire
necessary information for controller. See [16] for more details about observer design.
Numerical simulation is performed to regulate evaporator out temperature to 50 °F and result
is demonstrated in the following Figure 6.2. Basically, smooth crank case pressure curve
implies smooth control action which is another requirement for climate controller.

|

| i
IR I

FIGURE 6.1 Schematic diagram of function (6.4).
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FIGURE 6.2 Temperature (Desired Tyirou is 50 °F) tracking performance.

7 ESTIMATION WITH BINARY SENSOR USING SLIDING MODE

For a system using a binary sensor where only the sign of the output is available, the con-
ventional observer approach is no longer valid. For such a system, a new observer design
approach is explored to provide a guaranteed convergence of the observer. Consider a system
with a scalar output y, the sign of the state cx in

x =Ax+ Bu

y = sgn(cx). .1

It is assumed that input u is such that cx varies its sign in any time interval (¢, 00). Let z; be
the states at sensor switching instants and 7; be the interval between switching instants:

zr =x(t) and T =1t — tg (7.2)

If the z;’s are known exactly for the entire process, the states in time between # and #.; may
be evaluated

x(f) = "z + Ji eI Bu(r) dr. (7.3)

tk

However, if it is known only that for any time # the value czy = 0, #y <t < 41, that is the
case with the binary sensor measurement, then a discrete-time observer is needed to estimate
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the discrete sequences z. Then, the continuous-time states x(¢) may be found using (7.3). The
discrete-time observer for z; can be constructed in the form

Tk
Zp = e'h""%k_] + J e“’("f)Bu(r) dt + Li_1(cZx—1 — czx—y) (7.4)

te—1

The selection of the vector gain L;_; for this type of observer is not a trivial task since the
system in question is time-varying (because the sensor switching interval 7, varies in time).
For notational simplicity (7.4) may be represented in the following format

2k = Fi1Zk-1 + Ge—t{u@)} | + Li-1(c2k-1 — czx-1) (7.5)

where Fy_; = e*% and Gy fu()) | = [ "=9Bu(v) dr.
To provide convergence of the observer in general cases, a deadbeat observer structure is
selected with transformation of the system into a specific canonical system representation.

Transform the system as

Wi = Froywit + ék—l{u(t)}i:q

(7.6)

with transformation matrix T

wiot = Tkiiet,  Fror = TemiFani Ty, G fu(@))e | = Gr {u())f_ T, (1.7

ti—1

such that the system transition matrix has the following structure

0 -+ --- 0 flk_]'

) Los 00 0 fuo

Fii=11 1 0 0 fu, (7.8)
o0 1 .
(0 0 1 fueer |

where the f;_,’s depend on Fj_;. Then, the gain L;_; is selected such that the effect of the
time varying parameter in the state transition matrix is canceled by feedback, i.e., the
deadbeat observer can be designed by selecting the gain Ly_, as Ly = [—fix—1 - -+ — fru—1]" -
The resulting observer has the following structure

Wi = FyoyWyoy + Gk—l{“(t)};:_l + Ly (Wk—1 — Wi—1) (7.9)

This deadbeat observer converges with n step where # is the dimension of the system. Now the
discrete event system is estimated using the observer designed above. The next step is to
construct the continuous states between the discrete intervals. Knowing the estimated states at
each switching instant, the continuous states (states between switching) can be calculated as
described by Eq. (7.3). The proof of convergence for proposed observer may be found in [6].

The developed methodology was applied to air fuel ratio control of combustion engines.
Air fuel ratio should be maintained at certain level with high accuracy. Therefore air and
fuel flow rate to cylinder should be found. The dependence between injected fuel and fuel
injected to cylinder is complicated and depends on condensing and evaporating of fuel



SLIDING MODE CONTROL ON ELECTRO-MECHANICAL SYSTEMS 469

injected into the film. To calculate AFR the mass of fuel should be estimated. We will now
demonstrate how it can be done having binary reading sensor only and taking into account
its dynamics. Consider the model including fuel dynamic, AFR in the cylinder, delay and
sensor dynamics

M = a1x1(0) + bu(0),
do
A (7.10)
7152 = ayx(0) + ai2x1(0 — 0a) + byu(6 — 04),

where parameters a;, a;, by, by and a, are known parameters [7]. The first equation
describes the fuel film dynamics while the second one is the AFR sensor dynamics with only
binary sensor reading. The state variables x = [ix,]" are [rhg d)m]T, the fuel film mass rate
and air flow rate respectively. Input u = rg is the fuel injection rate. Due to the binary
characteristics of exhaust oxygen sensor, the measurement equation becomes

y = sgn(x2), (7.11)

The observer is designed and results of experiment may be found in Figure 7.1. It shows the
estimation of the fuel flow rate in fuel film and linear AFR. After initial transient due to the
difference in initial conditions, the estimated state converges to the actual states (Fig. 7.1(a))
within a reasonable accuracy except during throttle tip in.

o0
o018
o.0ve
0014
o.012

am 0.0%

0.00e
©0.002
° L) aneine eyele 05 60
(®)

FIGURE 7.1 Observer responses during throttle tip-in: (a) Estimated and measured AFR (b) Estimated fuel film mass.
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8 ANTI-LOCK BRAKE SYSTEM (ABS) CONTROL USING
SLIDING MODE SELF-OPTIMIZATION

To maximize the braking force ABS controller should be able to maximize the friction
coefficient between tires and road surfaces. The friction coefficient depends on the slip rate,
the ratio of real and calculated vehicle speed, and this function is unknown and is varying
depending on road surface. In this section a sliding mode self-optimization methodology
[13, 14] is applied to search the optimal friction gain during the course of braking.

This study is conducted based on the model of longitudinal motion. Assumption is
made that right wheels and left wheels have different slip-friction functions and the functions
are both unknown. The model consists of two parts: Rotational Dynamics of wheels
and Longitudinal Dynamics of vehicle. The following equations of rotational dynamics
are derived under the assumption that the engine is disengaged in course of braking:

Jy@; = RyFy — Biw; — Tyi, i=1,2,3,4 8.1)

where Fy;s are tire friction/tractive forces with road and T};s are braking torque. The gov-
erning equations for longitudinal motion are of the form,

(Meor +4%m,) - Vi, = —=Fy — Fp — Fy — Fu — F,. (82)
where the nonlinear terms inside (8.2) may be found below:
F, =Cy4y VL2 (Aerodynamic drag force)
Fii = Ngonti(A1)  Fiz = Niontt(A2)  Fiz = Nyeartt(43)  Fr4 = Nreart(As)

1 Meaheo -
Npont = 7 [(1 — %)Mcarg - _Léﬁ VL] (Front wheel normal forces)

8.3)
1 Meyheg -
Nrear = 3 [(%)Mcarg + —Caeﬁ VL] (Rear wheel normal forces)
Vi, — R, )
A= 7L B (Slip rate).
Vi

Details of model variables and parameters may be found in Table IV.

The slip-friction function, u(4;), is unknown and depends only on the road surfaces/
conditions. A typical plot of the function may be found in Figure 8.1. Usually, the maximum
value of friction is for relative slip A = 0.2 for many road conditions. The brake controller
should be able to find the optimal coefficient of friction under the fact that the function itself

TABLE IV Nomenclature of Vehicle Model (8.1), (8.2) and (8.3).

Parameters Explanation Parameters Explanation

Jw Wheel inertia R, Wheel radus

B, Viscous friction ratio m,, Wheel mass

Mo Vehicle total mass Cy Aero drag force coefficient

Ar Effective frontal are l Distance between front and
rear wheels

At Slip rate u(y) Coeff. of friction between road
and tire

a Distance from vehicle mass front heg Height of vehicle mass center

wheel center
w, Wheel rotational speed 173 Vehicle longitudinal velocity
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Typicel Slip versus Coeficient of Friction curves
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FIGURE 8.1 Slip versus coefficient of friction curves for surfaces.

is not available. Assume that £ (1) is the function to be maximized and this function has only
one extreme point. The design of sliding mode self-optimization system is performed based
on [14, 15]. The basic idea of the theory is to design sliding mode control to force the system
to track an introduced monotonously increasing function g(f) = p, where p, is positive
constant.

Let the system output y be the tire tractive force Fy;. The forces may be measured directly
by on-board accelerometer or it may be estimated by angular speed of wheels. Define the
tracking error as ¢ = g — y and let s, = ¢ and 5, = ¢ 4+ J where ¢ is the design parameter to
be selected and g is a monotonously increasing function described by g = p,, po > 0. Note
that the braking torque, T3;, is handled as a control action which may have two different
values, (—F;1R,,) or (Tp; — FyR,). Then the motion equation w.r.t. angular velocity of one
wheel, for example, the first one associated with the control algorithm, is of the form

de)] = ——B,w1 —Uu

where u is the control input from sliding mode optimizer,

“ = Tb] —-F,]Rw S182 > 0
- —-F”Rw S152 < 0

Modify reference function g(¢) by adding a double-hystereses component (as shown in Fig. 8.2)

g = Py + MV(S] , Sz).

“A AY

Ta-FR, y

v
v

-F.R, 2A

FIGURE 8.2 Control input u(s;s;) and double-hystereses function Mv(sy, sz).
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Double
Relay

u, - sign(s, - s,) I

P,

FIGURE 8.3 Sliding mode self-optimizer.

By enforcing sliding mode on either the surface s; = 0 or s, = 0, the system output can be
maximized by tracking the reference function g(¢), As for the rest of the wheels, their control
signals follow the first wheel (or the master wheel) where the proposed sliding mode opti-
mizer is installed. Schematic diagram of self-optimizer is shown in the following Figure 8.3
which reveals the whole control design.

The following simulation is performed under the scenario that no on-board accel-
erometer is available and, initially, constant brake torque is applied at the very first
beginning to totally lock up all wheels. Common drivers usually apply full brake under
urgent situation. This status is compliant with the first moment when maximum vehicle
deceleration is demanded. The controllers take over after 0.2 second to regulate brake
torque. As can be seen from the following Figure 8.4, controllers are capable of reaching
optimal slip after 0.5 second and the optimal level is maintained during whole braking
process.

Brake Perbrmance (With Observer / No F, Compensator

T —T

—V,

L
' — R, -0, WRh Optimizer)
10 -\r --------------------- -
1 ‘l""f : ! "\'u,gn\umwm., W
0 \ PO L L ddddek ¥ ) ) )
0 05 1 15 2
100 T T T
: : —— Le-Front Wheel Speed(c, /Optimized)
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:
[
'
1
1

oF4--

— Let-Front Wheel (1)
— Right-Front Wheel ;1,(3,)

1
1
|
1
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~— Let-Front Wheel Sip (1,)
— Right-Front Wheel Slip (A,)

FIGURE 8.4 Braking performance after wheels are locked up.
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