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Control of a Scaled Vehicle in and Beyond
Stable Limit Handling

Mart Baars

Abstract—In this research a controller is developed that can
control path-tracking both within and beyond stable limit handling.
The controller is based on the equations of motion of the nonlinear
bicycle model. The performance of the controller is evaluated in
simulation, a sensitivity analysis is performed and the controller is
implemented on a 1/10 scale radio controlled car. The controller is
able to track a path in normal driving conditions and let the vehicle
enter and maintain a drift while remaining close to the desired path.

Index Terms—Drift control, drifting, limit handling, scaled car.

1. INTRODUCTION

N AUTONOMOUS driving system should be able to

control the vehicle in all driving situations, to ensure safety
of the passengers. Especially controlling unstable behaviour,
like drifting, is important since inappropriate control could have
disastrous consequences. Being able to control this behaviour,
however, does not only ensure safety but could also improve
agility of the vehicle.

During typical cornering, the lateral motion of the vehicle
is controlled by only the steering input [1]. During drifting,
however, also the throttle input (on a rear-wheel driven car) has
an influence on the lateral motion of the vehicle [1]. For this
reason, a different control approach is required during drifting.
In [1], a control approach is proposed that switches between two
drift controllers; a steering focused controller that controls the
drift by steering while keeping the rear longitudinal wheel slip
constant and a throttle controller that keeps a constant steering
input. Switching between those two controllers can prevent
the vehicle from both spinning and exiting the drift in many
situations. In [2] a linear quadratic MIMO controller is designed
to control and stabilise a vehicle during steady-state drifting.
In [3] a controller which mimics human driver for drifting is
developed. the controller is consists of three consecutive layer
where in upper layer the supervisor provides desired yaw rate
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and rear longitudinal slip ratio. In the second layer the desired
lateral force and longitudinal forces are calculated for front and
rear tyres, respectively and in the third layer the desired steering
angle and gas pedal input are calculated. In [4] a Nonlinear
Model Predictive Controller (NMPC) is used to find the steering
and throttle input corresponding to a certain combination of tyre
forces, that maintain the drift. By comparing predicted responses
of different control inputs, an optimal input sequence can be
estimated. A different control approach is presented in [5], [6],
where the steering controller is equal for both typical cornering
as for drift control. A path-tracking controller determines the
steering input in both situations. The throttle input is based on
longitudinal velocity for typical cornering and based on yaw
rate, sideslip angle and longitudinal velocity during drifting. A
State-Dependent Ricatti Equation (SDRE) controller is used to
find the optimal controller gains.

Where the NMPC and SDRE controller show promising re-
sults, the complexity and the required computational resources
for real-time application are a large drawback. The controller
gains in [1] are mainly based on vehicle dynamics, this results
in a simple and insightful controller that, in the basis, uses
proportional control. Unlike the other two, this controller is
unable to follow a path. Baars, Alirezaei and Hellendoorn [7]
developed an extension to the work of Hindiyeh [1] by adding
a path controller to the drift controller. A similar approach has
been used in work of Goh [8]. In both research the way the path
tracking added to the work of Hindiyeh is based on replacement
of the equilibrium yaw rate with so called desired yaw rate. The
desired yaw rate is calculated based on speed of the vehicle and
curvature of the desired path. However, in this research the main
contribution is in proposing a feedback-feedforward skim for the
calculation of the desired curvature which is gradually converge
to the curvature of the desired path, as described in [7], [9]. In
which the proposed method includes path-tracking capabilities
both within and beyond stable limit handling.

The research is structured as follows; In Section II the problem
will be formulated. Next, the path-tracking and drifting errors
will be defined in Section III. The design of the controller will
be discussed in Section I'V. The results based on simulations and
implementation in a 1/10 scaled RC car will be analysed in Sec-
tion V. In the final part of the paper conclusions will be drawn.

II. PROBLEM FORMULATION

In normal driving conditions, a path can be tracked by using
only the steering input of the vehicle. To maintain a drift,
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Phase portrait § = 0°

r [rad/s]

Fig. 1. Phase portrait for initial velocity v = 1.5 m/s and steering angle 6 =
0°. The markers show one stable (o) and two unstable equilibria ((J, A).

however, control of the yaw motion and body sideslip angle
of the vehicle is required. This requires simultaneous control
of both the throttle and steering input. Since controlled drifting
has an influence on both the lateral and longitudinal motion of
the vehicle, path-tracking and drifting cannot be controlled as
separate problems. A controller that combines both is therefore
required. A seven degrees-of-freedom vehicle model of the 1/10
scaled RC car is used for development of the controller, where
the seven degrees-of-freedom are the longitudinal, lateral and
yaw motion, and the four wheel rotations. Other dynamics of
the vehicle are neglected.

III. EQUILIBRIUM ANALYSIS

The motion of a vehicle is highly non-linear, especially when
large tyre slip occurs. To understand how a vehicle behaves in
various driving scenarios, the phase trajectories for a range of
initial sideslip angles, 3, and yaw rates, r, for a fixed steering
angle, 0, are observed. In Fig. 1 the phase trajectories for a
steering angle of zero degrees are shown. The figure shows a
minimum at the center (indicated by the o), which represents
straight-ahead driving and is a stable equilibrium. The two saddle
points in the figure, indicated by the [J and A, are characterised
by large sideslip angles and yaw rates. They represent unstable
drift equilibria. The OJ indicates a left-hand drift and the A a
right-hand drift.

For a change in steering angle or velocity, also the equilibria
will change. An overview of the equilibria for various steering
angles is shown in Fig. 2. The influence of the rear longitu-
dinal wheel slip, A,., directly stands out, the wheel slips of all
drift equilibria are much higher than for the typical cornering
conditions, showing that the rear wheels in these equilibria
are saturated. Furthermore, for a constant absolute velocity, a
large range in equilibrium yaw rates is found. This means the
trajectory can have a varying curvature, without having to change
the velocity. This is convenient, since, due to the relationship
between the longitudinal and lateral tyre force, the velocity is
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Fig. 2. Equilibrium analysis for v = 1.8 m/s. Showing the typical cornering
and drift equilibria of the vehicle model for steering angles from —15 to +15
degrees.

difficult to directly control during drifting. Moreover, the largest
equilibrium yaw rate corresponds to a drift equilibrium. This
means by drifting the vehicle can move in a sharper curvature
than in typical cornering conditions.

IV. ERROR DEFINITION

To design the drift controller first the error dynamics has to be
defined. Based on the equilibria found in the previous section, the
relationship between velocity, yaw rate, body sideslip angle and
the required control inputs is known. By controlling the vehicle
to the equilibrium states corresponding to a certain equilibrium
point, a drift can be maintained. Therefore the errors are defined
as

ey

Path-tracking also requires additional errors to control the
position and heading of the vehicle with respect to the path.
The error definition for path tracking is based on a widely used
method as explained in [10], [11]. This method uses alook-ahead
error, e;,, that needs to be minimized. The look-ahead error is
the distance between the vehicle centreline and the tangent of
the path at a look-ahead distance, x;,, in front of the vehicle.
The definition of the look-ahead error is given by

er=r—1%eg=08—-05%e, =v, —v

2

where y,. is the lateral distance from the Centre of Gravity of
the vehicle to the path, x;, is the look-ahead distance and v,
is the heading error, the angle between the centreline of the
vehicle and the path tangent. At high body sideslip manoeuvres,
the look-ahead definition from Eq. (2) causes two problems, both
caused by the assumption of a small body sideslip angle. The
first problem arises at the measurement of the lateral error. At
large body sideslip angles, the distance to a point on the path

€la = Ye T Tia Sin("/}e)7
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Fig. 3.  Path-tracking error definition as used in this research, where S is the
sideslip angle, e;, is the look-ahead error, e, is the lateral error, v, is the heading
error, Ky is the path curvature, R is the path radius, v is the vehicle longitudinal
velocity and x;, is the look-ahead distance.

lateral to the vehicle is not representative for the distance to the
path. The shortest distance from the vehicle to a point on the path
is a better measure. Secondly, the look-ahead error is based on
the heading of the vehicle only. During drifting the heading of
the vehicle is not equal to the direction of motion of the vehicle,
which is approximately the case in typical cornering conditions.
Therefore, in these conditions, the body sideslip angle needs
to be taken into account in the definition of the look-ahead
error. Since, however, direct input of the sideslip angle results
in reduced stability margins and yaw oscillations at high lateral
accelerations, a predicted steady-state body sideslip angle, S,
is used [12]. The steady-state body sideslip angle is given by

maU2
Bss = (KC $ - b) Kops 3)

where, m is the vehicle mass, a is the distance from the centre
of gravity to the front wheels, C,, , is the rear tyre cornering
stiffness, ¢ is the wheelbase and «,, is the reference path curva-
ture. The resulting look-ahead error definition, as used in this
research, is given by

€la = €y + Xq SiIl("(/}e + 553) (4)

and visualised in Fig. 3.

V. CONTROLLER STRUCTURE

The response of the vehicle to steering and throttle inputs
differs in typical cornering conditions and for large body sideslip
manoeuvres [1]. For that reason, a separate controller for both
conditions is used. A schematic of the controller structure is
shown in Fig. 4.

The reference generator uses path information (curvature and
path-tracking errors) from the positioning system and the vehicle
states, X, to select a controller and define the state references,
r. Selection of the controller is based on the equilibria found in
Section III.

The output of both the typical cornering and drift controller
are a steering input (us) and a desired longitudinal wheel slip. A
low-level longitudinal wheel slip controller is used to handle the
nonlinear dynamics of the drive line. The output of the controller
is a throttle input (u,) that can directly be fed into the vehicle.

6429
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Fig. 4. Schematic of the main controller structure. The reference generator
creates the reference and decides on the controller mode (typical cornering or
drifting) based on path and vehicle state information. The wheel slip controller
is the engine controller that controls the engine speed to reach the desired rear
wheel slip.

A. Dypical Cornering

In typical cornering conditions the steering angle and throttle
input both have control authority over different driving tasks.
The steering input is used for lateral control and the throttle
input for longitudinal control. Path tracking can, therefore, be
achieved by controlling the steering angle only. The throttle input
is used to maintain the desired velocity.

The lateral control approach used in this research is based
on [13]. A combination of feedforward and feedback is used to
minimize the path-tracking errors as defined in Section IV. The
steering command is given by

Uus = 0pp + 0rB, (5)

where dpr and 0 denote feedforward and feedback steering
angle respectively. The feedforward steering angle is obtained
with

Spr = (0 + Kusv2) K, (6)
where K, = %ff — ¢ is the understeer gradient. Where

myand m,. are the front and rear load respecively. This controller

is based on vehicle kinematics and steady-state cornering [13],

[14]. The feedback controller is based on the same equation, but

with a feedback curvature based on the look-ahead error. The

look-ahead error can be seen as Sagitta of a circle with radius
L The feedback curvature can then be found by

KFB '
2eq - 2eq
el2a + (z1a +b)? - (T1a + )%

KFB = — (7
where the look-ahead distance in the denominator can be ne-
glected since it is small compared to the radius of the circle.
Note that in this equation the curvature starts at the rear axle,
since it can be assumed that there is no lateral motion at the
rear axle in typical cornering conditions (no slip). The resulting
feedback steering angle is defined by

K502
<£+1qujbc>/§FB

Kusvi 2(6y + 2y, Sin(% + ﬂss))
- <€ * ) (mla + b)z

6FB =

®)
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A human driver will look further ahead if driving at a higher
velocity. For that reason, the look-ahead distance is also made
dependent on velocity

€))

Tia = Viq,

where %, is the look-ahead time.

B. Limit Handling

During high body sideslip manoeuvres, the vehicles lateral
and yaw motion are controlled by the steering and motor input
simultaneously. This, however, requires an input coordination
scheme. Hindiyeh showed that it is possible to maintain a drift by
controlling either one of the control inputs and keeping the other
at its equilibrium state [1]. A combination of both controllers,
based on the equations of motion of the bicycle model, is used
to develop the coordination scheme [1].

1) Controller Definition: In Eq. (10) the lateral equations of
motion of the bicycle model are shown. Both the yaw and sideslip
dynamics have a dependency on the front and rear lateral tyre
forces:

A Y,
f=tustlur y’fntjl* -, (10a)
F, s —bF, .
a y1f‘[ Y, . (1()b)

These equations show that the front and rear lateral tyre forces
influence the yaw and body sideslip motion. The magnitude and
sign of a lateral tyre force, depend on the wheel slip angle. For
the front wheels, the wheel slip angle can easily be changed by
changing the steering angle. For the rear wheels however, only
the longitudinal wheel slip can be controlled directly. This makes
it difficult to change the sign of the rear lateral tyre force. The
body sideslip dynamics (Eq. (10a)) are also controlled by the
yaw rate, since the vehicle has to rotate to get to a certain body
sideslip angle. Hindiyeh, therefore, proposes to control the body
sideslip angle via the yaw rate. The controller therefore contains
an outer loop, that defines a desired yaw rate based on the body
sideslip angle error, and an inner loop that controls the vehicle to
this desired yaw rate. The outer loop of the controller is defined
by

an

where r°? is the yaw rate of a certain drift equilibrium, K3 is
the sideslip error feedback gain and eg is the sideslip error:

ey = B — B (12)

The inner loop is found by feedback linearization of the yaw rate
error:

Tdges = 77 + Kgeg,

€r =T — Tdes = _Krery (13)

where K, is the yaw rate error feedback gain and e, = r — r¢¢
is the yaw rate error. Substitution of the derivative of the desired
yaw rate,

Tdes = Kpég (14)

= Kgp, (15)
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Vdes
€y — Path control Xl
Yo —> (21) Rdes Vaw
— us
control
+3Tdes — Er (30) > Ades
r
Kp
Sideslip
Rpath —» . es
equilibrium  ——»f
Vdes —» -
des lookup (23) Paes T
B
Fig. 5. Schematic of the drift controller structure. The path controller and

Sideslip equilibrium lookup together result in a desired yaw rate. The yaw rate
controller controls the vehicle to achieve this yaw rate. The numbers in the
controller blocks are the equation numbers.

in 13 results in:

i — KB = —K,e,. (16)

Substitution of the lateral equations of motion (Equation 10)

results in:
F,;—bF,, F, Fyr
@y ; — Oy Kp (m — r) =—Kpe,. (17)
muy

I

Collection of the lateral tyre forces results in
a_ Ks b K
I z MUy 1 z mug

= _(KB + K,-)’I“ + K,r° + KﬁK,-(ﬁ — ﬁeq).
This equation represents the required combination of the front
and rear lateral tyre forces to minimise the yaw rate and sideslip
error and maintain at the drift equilibrium. This controller is
the basis for the path-tracking drift controller developed in this
research.

To add path tracking capabilities to this basic drift controller,
the reference yaw rate, ¢, and body sideslip angle, 57, in
Eq. (18) are exchanged by a yaw rate and body sideslip angle
based on the path curvature and path-tracking errors, 7ges pt
and fBges pt- The resulting controller structure is shown in Fig. 5,
where the inner loop contains the yaw control on the right and the
outer loop contains the path and sideslip control [7]. The desired
yaw rate is obtained by multiplication of a desired curvature and
a desired velocity, where the desired curvature is derived from
the path-tracking errors. The derivation of the desired yaw rate
is given as follows:

F

y,r

(18)

19)

Tdes,pt = RdesVdes)

The desired curvature consists of a feedforward and feedback
curvature:

Kdes = KFF + KFB, (20)

where the feedforward curvature, s p, is equal to the path cur-
vature. Similar to the typical cornering conditions, the feedback
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Fig. 6. The feedback-curvature, x g, based on the look-ahead error, e, .
1
, 3
1: ’{’P z/,, ’ 2
2: Kp+ kK ol
P FB v f
-1 -1 A
3 (Iip —ey) '+ KFB L
=t =2”
eyT ---------- J €la
KRFB
Fig. 7. Comparison between two definitions of the desired curvature, with (1)

the path curvature, (2) the desired curvature, as used in the typical cornering
conditions, and (3) the desired curvature used in drift conditions

curvature is the curvature to drive to resolve the path tracking
errors, as shown in Fig. 6. During drifting, however, the path
tracking errors are calculated with respect to the centre of gravity,
since the vehicle rotates around this point. Similar to Eq. (7) the

feedback curvature is calculated by:
2ela ~ zela

2 2~ 2
ela + xla xla

Rpp = — (21)
Plugging this feedback curvature into Eq. (20) and using the
path curvature as feed forward, results in the following desired
curvature definition:

zela

Rdes = Kp — —5—-
T
la

(22)

In Fig. 7 this definition of the desired curvature is visualised
(curve 2), compared to the path curvature (curve 1). The figure
shows that curve 2 will result in an overshoot, since the reaction
is too severe. This figure also shows that the path curvature as
feed forward already resolves the path-tracking errors partly. To
improve desired curvature definition, an adaption is proposed:

282’“ . (23)

la

1

Kdes = (K, — ey)_1 —
In this definition, the radius of the path is reduced by the lateral
error. This results in a desired curvature that brings the vehicle
closer to the path, without crossing the path (curve 3 in Fig. 7.
The next step to incorporate the path tracking errors in the drift
controller from Eq. (18) is to define the desired body sideslip
angle, B4es,pt, based on the path information. From Fig. 2 it can
be observed that the relationship between the equilibrium yaw
rate and equilibrium sideslip angle is approximately linear. The
equilibrium body sideslip angle in Eq. (18) is, therefore, defined

6431

as a function of the equilibrium yaw rate:

B9 = faeq(re?).

The required equilibrium yaw rate can be obtained from the
path information and path tracking errors. However, basing the
body sideslip angle on path-tracking errors results in undesired
behaviour of the controller. A higher equilibrium yaw rate
corresponds to a smaller (less negative) equilibrium sideslip
angle (Fig. 2), but to rotate to a smaller body sideslip angle,
the yaw rate needs to decrease. Since these opposite influences
are undesired, the reference body sideslip angle is selected only
from the curvature of the path:

(24)

Bdes,pt - f,BCq (K/pvdes)- (25)

With the definition of 7g4espr and Bges e based on the
path tracking errors, now the drift controller from Eq. (18)
can be derived again. The equilibrium states r¢¢ and (¢
from Eq. (11) and Eq. (12) will be interchanged with the
desired states r'ges,pr and Bgespe, resulting in the following
equations:

Tdes = KdesVUdes 1 KBeB' (26)
€g = B - fBe‘l (’ipvdes) (27)
i‘des = ’%/desvdes - KB (/8 - Bdes) (28)
where £ 4., 1s defined as:
fop + vsin(e + B) k2 2
"%des = i (,(/) 6) L Tela (29)
(1 —eyrp) Ty
and Bdes is defined as:
Bdes = fécq (vades)’%pvde& (30)

These equations describe the outer loop of the drift controller
with path-tracking capabilities. With this definition, the pro-
posed controller equation can be derived as is done in Eq. (11)
to Eq. (18).

Substituting Eq. (28) in the inner loop of the drift controller
from Eq. (13) results in:

- Kﬁ(ﬁ - Bdes) = _Kr(r - Tdes)~ (31)

Substitution of the lateral equations of motion (Eq. (10))

€r =T — FdesVdes

results in:
aly s —bF,, K Fyr+Fyr
I T A mo
= ’%desvdes - (KB + Kr)r - Krrdes - KﬁBdes (32)

Substitution of Eq. (29) and Eq. (30) and collection of the lateral
tyre forces results in:

Kg, ,Fyy— Kg, Fy,

_ 2
eylip) Lla Lla

K2 20 2 ,
= ((1;; — = + K — | Vges sin(¢e + B3)
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K 2e
- K, P - =Y — (Kg+ K,
(1 — eykp xlza> Ves = (K + Kr)r
2£0 cos? (et 3) 1 , )
- - s K eq s
A\ (e L Ay
(33)
with
a K 2V4es
Kp,, = —— —2 4 =2 cos(y, + f)
' I, mv, musx,
and
b K 2Vges
Kp , = ——l——’@—vidcos(we—i—ﬁ).
v I, mv, muyx,

2) Control Input Coordination: The resulting controller
equation (Eq. (33)) determines a combination of the front and
rear lateral tyre forces, required to minimise the yaw rate,
body sideslip angle and path-tracking errors. To calculate the
separate tyre forces, however, the value of one of the tyre forces
is required. Hindiyeh uses two controller modes to find the
separate tyre forces; a steering mode and a throttle mode [1].
These controller modes are adjusted to work with the addition
of path-tracking capabilities.

Steering mode: The steering mode is the initial mode of the
controller. In this mode, the steering angle is used to control the
drift and the throttle input to control the longitudinal velocity of
the vehicle. The following steps are taken to find the lateral tyre
forces:

1) A desired rear longitudinal wheel slip is calculated to keep

the velocity and body sideslip angle constant:

hies = A+ Ky 1 (Vges — v) + Ky i€y, (34)
where ¢ denotes throttle control and
€r throttle = {:dis’;d;: g :Z:z i 8 35)
with
Tdest =17+ Kp 1€, (36)
= KpUdes + K3 +(B — faea(KpUdes)- 37)

Note that in this desired yaw rate calculation only the
sideslip error, velocity and path curvature are taken into
account, not the path-tracking errors. This is to make sure
the rear wheel slip remains high enough to keep the vehicle
in a drift.

With this rear longitudinal wheel slip, the rear lateral tyre
force is calculated:

Fy,r = ftﬂ‘()\desa Oy, Fz,r)-

Inserting the rear lateral tyre force in Eq. (33) results in
the front lateral tyre force.

From the front lateral tyre force a desired steering angle
is calculated:

2)

(38)
3)

4)

ar
Us = f;}(Fy7f7)\f,Fz,f) + arctan (/3 + v,.) . (39

IEEE TRANSACTIONS ON VEHICULAR TECHNOLOGY, VOL. 70, NO. 7, JULY 2021

If the lateral tyre force cannot be reached, the maximum
reachable front lateral tyre force is used and the controller
switches to throttle mode.

Throttle mode: These steps are only taken when the front tyre

reaches its force limit.

1) With the determined maximum front lateral tyre force and
Eq. (33) a new rear lateral tyre force is calculated.

2) With the new rear lateral tyre force a new desired longitu-
dinal wheel slip is determined:

Ades = f;rl (Fy,v‘a Qo Fz,'r')-

By following the above steps, the controller is able to stabilize
the vehicle in a large range of equilibrium states and for fairly
significant friction variations. Since the controller most of the
time operates in steering mode, the velocity remains fairly con-
stant. When in danger of exiting the drift, however, the velocity
error is temporarily sacrificed to maintain the drift.

(40)

VI. SENSITIVITY ANALYSIS

The controller gains are found to keep the vehicle at the
reference equilibrium. But, the controller should be able to
stabilise the vehicle when the states are not exactly at their
equilibrium value. A sensitivity analysis is performed to test the
performance of the controller around the reference equilibrium.
In this analysis, the sensitivity of the controller to changes
in initial conditions, reference values or model parameters is
analysed.

A. Initial Path-Tracking Errors

First, the ability of the controller to return the vehicle to the
path, if initialised with a lateral or course offset, is analysed.
Multiple simulations are performed with the lateral error varied
between +0.3 m and the course error between +0.15 rad. Note
that 0.3 m offset is about 100% of the wheel base of the vehicle
and therefore is a considerable disturbance to the system. Other
vehicle states are unchanged and correspond to the reference
equilibrium point. In Fig. 8 a phase portrait is shown. This
phase portrait gives insight in how the controller is able to solve
path tracking errors. The orange dots are the initial path-tracking
errors where the simulation is started. From the figure it becomes
apparent that the path-tracking errors are resolved in a spiral mo-
tion. To minimise a lateral error, the vehicle has to move towards
the path. Moving towards the path means that the course of the
vehicle (direction of motion, 1) 4 [3) does not align with the path
tangent. So to decrease the lateral error, first the course error will
increase. This results in the spiral-shaped phase portrait. For the
offsets shown in the figure, the controller is able to stabilise
the vehicle at the reference equilibrium in approximately 2 to 7
seconds, as can be seen in Fig. 9, depending on the magnitude
of the initial errors. In most cases though, the errors are resolved
within 4 seconds.

The red and purple lines in the figures represent the responses
with the largest initial errors. The lines both start at the same
absolute lateral and course offset, but with opposite signs. Even
though the errors have the same magnitude, the difference in
settling time is significant. The purple line corresponds to the
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Fig. 8. Phase plot of the response of the vehicle to initial offsets in lateral
position and orientation, showing how the path-tracking errors are resolved.
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Fig. 9. Time response of the response of the vehicle to initial offsets in lateral
position and orientation, showing how the path-tracking errors are resolved.

vehicle starting on the inside of the curve. This means that the
vehicle will always move towards any part of the path. The red
line corresponds to the vehicle driving on the outside of the
circular path. This makes it more difficult for the controller to
move towards the path, hence the longer settling time.

B. Initial Body Sideslip Angle and Yaw Rate Errors

To test the sensitivity to initial body sideslip and yaw rate
errors, the vehicle is placed at various initial conditions corre-
sponding to left-hand drift equilibria derived from the vehicle
model. The results are shown in Fig. 10, where the red and purple
line are indicating the most extreme initial condition offsets.
From the figure it becomes apparent that the controller cannot
solve all errors simultaneously. To increase the body sideslip
angle of the purple response, the throttle is increased. This,
however, also results in an increased velocity and the course
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Fig. 10.  Response of the drift controller to perturbations in body sideslip angle
and yaw rate.
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Fig. 11. Range of equilibria, around the tuned equilibrium, where the con-

troller succeeds in stabilising the vehicle.

of the vehicle moving away from the path. To resolve the course
error, the yaw rate has to remain large. As a result, a large over-
shoot in body sideslip angle can be observed. The red response
already starts at a large body sidelip angle. By decreasing the
throttle input, the yaw rate decreases and, subsequently, the body
sideslip angle decreases. This, however, results in amuch smaller
velocity error, which makes it easier for the controller to resolve.

C. Performance Around Other Equilibria

Next, the controller performance is evaluated around other
equilibria. From the equilibrium analysis in Section III, a range
of left-hand drift equilibria is selected for velocities from 1.6 to
2 m/s, starting at the lowest equilibrium yaw rate. Fig. 11 shows
for which equilibria the controller is able to stabilise the vehicle
when tuned for the reference equilibrium (indicated by the solid
blue dot in the figure).

The figure shows that the controller performs particularly well
for large sideslip angles. Regarding stabilisation, this is indeed
the case, since it is able to stabilize the vehicle for larger desired
sideslip angles. The path-tracking performance, on the other
hand, decreases for a larger body sideslip angle. For a body
sideslip angle above —0.32 rad, a steady-state lateral error of
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TABLE I
MEASURED AND ESTIMATED MODEL PARAMETERS OF THE DSV

Symbol Value Description
m 2.286 kg Vehicle mass
Re 0.0313 m  Effective wheel radius
t 0.1515 m  Axle track
¢ 0.26 m  Wheelbase
I, 0.04 kg -m?  Initial estimate of the yaw moment of inertia
Ca,s 13.82 N/rad  Front lateral tyre stiffness

a,r 25.21 N/rad  Rear lateral tyre stiffness
Orllat 0.0144 m  Lateral relaxation length
Co 34.45 N/rad  Longitudinal tyre stiffness
Mmaz 0.35  Tyre-road friction coefficient
Orllong 0.04 m  Longitudinal relaxation length

below 5 cm is observed, which is acceptable. Below this sideslip
angle, however, a significant increase in steady-state lateral error
can be observed. The vehicle is stabilized at another equilibrium,
with a lower velocity and a higher yaw rate. This is a results the
mismatch between model and reality. The equilibrium is derived
from a vehicle model, which does not perfectly align with the
equilibria of the vehicle. The vehicle will therefore end up in a
different equilibrium.

D. Parametric Robustness

The vehicle model used in this research is identified based
on experiments with the scaled vehicle. This means that the
found parameters are an estimation and differences between the
actual vehicle and the vehicle model are present. In Fig. 12 a
comparison between the identified vehicle model and vehicle
measurements for the same inputs is shown. From this figure it
becomes clear that although the results are comparable, there
definitely are differences between the model and the actual
vehicle.

The drift controller is based on the estimated vehicle prop-
erties and uses the same parameters as the vehicle model, of
which the most important are shown in Table I. The tyre models
used in the controller, for example, are based on the same tyre
parameters. Because the controller is dependent on mostly the
tyre model and friction, several tests are performed to find out
how the controller copes with a +10% change of the friction
factor, and a +20% change of the tyre stiffness. The controller is
able to stabilise the vehicle for these parameter changes, but the
performance degrades. In terms of velocity the controller copes
very well with a 10% lower friction, a different drift equilibrium
is found but the path-tracking errors are resolved completely.
For a 10% higher friction, the yaw rate of the vehicle keeps
varying in a sinusoidal motion with. The reason for this is that
the controller ‘expects’ to reach the maximum lateral tyre force
much sooner than it actually does, since a higher friction factor
results in an increased lateral tyre force peak. The controller
therefore does not increase the throttle input enough to reach
the desired drift equilibrium. The cornering stiffness has an
influence in the slope of the slip-force relationship. An increased
cornering stiffness results in an increased slope, and vice versa.
In other words, a change in wheel slip angle results in a larger
increase in tyre force. The decreased cornering stiffness has a
small influence on the vehicle response; the path-tracking errors
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Fig. 12.  Comparison between vehicle measurements and the vehicle model
for varying throttle and steering inputs.

slightly increase. The effect of increasing the cornering stiffness
is much larger. Because of the increased slope of the tyre force
curve, a change in steering angle results in a larger increase or
decrease in lateral tyre force than expected. This results in yaw
rate and body sideslip oscillations. The controller is, however,
still able to stabilise the vehicle around the path for the £20%
change of the tyre stiffness.

VII. SIMULATION

In simulation, the vehicle model can be initialised at a drift
equilibrium. In an actual vehicle, however, this is not possible.
The controller should, therefore, be able to transfer the vehicle
from typical cornering conditions to drifting.
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Fig. 13.  The transition from straight-ahead driving to drifting in a circle.

A drift can be entered as follows; first, a yaw motion is induced
by steering into the corner. When the vehicle is rotating, the rear
tyres are saturated to decrease the lateral tyre force. This is done
by braking or a large throttle input. Because the rear lateral tyre
force decreases, the rear-end of the vehicle starts sliding out of
the curve. When nearing the desired body sideslip angle, the yaw
rate is decreased by counter-steering and decreasing the throttle
input.

The controller defined in this research, follows the same steps
to induce a drift. However, by simply switching between the
two controller modes, the vehicle moves away from the path.
Therefore an intermediate step is introduced that intentionally
steers to the inside of the curve, before increasing the throttle.
This results in less deviation from the path.

In Fig. 13 the vehicle response is shown for the transition
from straight-ahead driving to drifting in a circle. The driven
trajectory is shown in Fig. 14. Before the vehicle reaches the final
curvature, the controller switches to transition mode (indicated
by the red dot in the trajectory plot). The vehicle starts steering
into the corner, and after 0.5 s the throttle is increased. The
drop in velocity is a result of the quickly increasing steering
angle and the decreasing longitudinal velocity reference, that is
coupled with the body sideslip angle. The same manoeuvre is
tested for the velocities and equilibria as used in the sensitivity
analysis. For the majority of the equilibria, the lateral error
remains between £0.1 m and reaches steady-state within a few
seconds.

VIII. IMPLEMENTATION

The final step of this research is the implementation of the
drift controller in the Delft Scaled Vehicle, Fig. 15, a 1/10 scale
radio controlled car, equipped with various sensors to measure
accelerations, wheel speeds and location. The motion controller
is developed in Matlab Simulink. Implementation in the scaled
vehicle is performed by building the controller Simulink model
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Fig. 14.  Trajectory of the transition from straight-ahead driving to drifting in
a circle.
Fig. 15. The Delft Scaled Vehicle.

TABLE I
CONTROLLER GAINS OF THE IMPLEMENTED DRIFT CONTROLLER

Controller gain  Value | Controller gain  Value
d d

Kg 5.8 i, 1.2

K4 2.8 tt 0.2s

Kd, 0.4 Ndes ¢ 0.35

Kd, 3.3 K4, 0.6

as a ROS node. The scaled vehicle as an onboard computer on
which the ROS network run. The chosen path is circular with a
radius of 1.40 m. The reference velocity is chosen to be 1.7 m/s.
The yaw rate is based on the velocity and curvature (1.21 rad/s),
and the body sideslip angle is obtained from the corresponding
drift equilibrium (—0.4 rad). Finally, some adjustments to the
controller gains are made, to improve the performance in this
application. The used controller gains are shown in Table II.
In Fig. 16 the path of the scaled vehicle in a successful drifting
manoeuvre is shown. The states, path-tracking errors and control
inputs during a drifting manoeuvre are shown in Fig. 17.!
Initially, the vehicle drives in typical cornering conditions.
After a few seconds, the controller saturates the rear tyres and
induces the drift. The controller is able to maintain the drift,
with the body sideslip angle close to its reference value. The

!'A video of the implemented drift controller can be found at https://youtu.be/
VWgddSjgyuk
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Fig. 17. States, path-tracking errors and control inputs during a drifting

manoeuvre with the DSV.

lateral and course error show large oscillations with a period of
approximately 5 seconds. An explanation for these oscillations
can be found in the trajectory plot. Initially, the vehicle drives
in typical cornering conditions towards the path. When the drift
is induced, the vehicle first moves away from the path. It then
crosses the path to, eventually, settle at a somewhat constant
circular motion. The radius of this circle, however, is slightly
larger than the radius of the path and it is translated a few
centimetres in the positive Y direction. The latter results in
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the periodical variations in the lateral and course error and the
period of approximately 5 seconds originates from the time it
takes for the vehicle to make one circumference. So even though
the course and lateral error show large variations, a somewhat
constant circular motion can be observed.

Additionally, higher frequency oscillations in the states can
be observed. These oscillations result from the various lags
in the system. These oscilations originate from the lag in the
system and low resolution of the throttle input, resulting in a
oscillating throttle input. These oscillations carry through to the
other vehicle states.

IX. CONCLUSION

In this research an extension to a drift controller is proposed
to add path tracking capabilities. A desired yaw rate is based
on the path-tracking errors and velocity and used as an input
for the drift controller. This allows the controller to keep the
vehicle close to the path while drifting. A sensitivity analysis
shows that the controller can stabilise the drifting vehicle around
the path for various curvatures and velocities. Additionally, it
showed the controller can stabilise the vehicle from significant
state perturbations. Furthermore, the controller is able to enter
a drift from typical cornering conditions. By steering into the
corner, before saturating the rear tyres, the deviation from the
path during the transition can be minimised. The controller is
implemented in a 1/10 scaled vehicle, which it achieved to
bring into a drift and sustain it, while remaining close to the
path. Still, additional work is recommended on the following
points. Firstly, the controller is highly dependent on the equi-
librium analysis, from which the reference body sideslip angle
is directly obtained. Due to model mismatches, this equilibrium
body sideslip angle does not necessarily correspond to the same
curvature for the actual vehicle. It is therefore recommended to
find an alternative method of determining the reference body
sideslip angle or add additional feedback to resolve the model
mismatches. Furthermore, the model currently uses static feed-
back gain, this makes the controller simple but also optimised
around a specific equilibrium. To make the controller applicable
over a wider range of drift equilibria some sort of gain scheduling
could be added. Furthermore, to reduce the oscillations in the
throttle input in the scaled vehicle, the wheel slip controller and
possibly the drivetrain of the scaled vehicle should be improved.
The oscillations occured because of the lag in the system and
the large influence of the state of charge of the battery on the
motor performance.

Finally, the scaled vehicle is modelled by vehicle dynamics of
afull-scaled vehicle, and the tyres are modelled using the Dugoff
tyre model. Though the proposed method adds path-tracking
capabilities to a drift controller which its performance is proven
on a full-scaled vehicle, since the tyres on the scaled vehicle
differ a lot from tyres on full-scaled vehicles, it is difficult
to draw a conclusion about the absolute performance of the
proposed controller. To get a better understanding of the ab-
solute controller performance, a more thorough analysis of the
tyre behaviour by implementation on a full-scaled vehicle is
considered as future work.

Authorized licensed use limited to: TU Delft Library. Downloaded on June 24,2022 at 12:52:06 UTC from IEEE Xplore. Restrictions apply.



BAARS et al.: CONTROL OF A SCALED VEHICLE IN AND BEYOND STABLE LIMIT HANDLING

[1]
[2]

[4]

[5]

[6]

[7]

[8]

[9]

[10]

(1]

[12]

[13]

[14]

REFERENCES

R. Y. Hindiyeh, “Dynamics and control of drifting in automobiles,” Ph.D.
dissertation, Stanford University, 2013.

D.Brdos, Z. Szalay, V. Tihanyi, and L. Palkovics, “MIMO controller design
for stabilizing vehicle drifting,” in Proc. IEEE 19th Int. Symp. Comput. In-
tell. Informat. 7th Int. Conf. Recent Achievements Mechatronics, Automat.,
Comput. Sci. Robot., 2019, pp. 000187-000192.

E. Joa, H. Cha, Y. Hyun, Y. Koh, K. Yi, and J. Park, “A new control
approach for automated drifting in consideration of the driving charac-
teristics of an expert human driver,” Control Eng. Pract., vol. 96, 2020,
Art. no. 104293.

A. Arab, K. Yu, J. Yi, and Y. Liu, “Motion control of autonomous
aggressive vehicle maneuvers,” in Proc. 2016 IEEE Int. Conf. Advanced
Intelligent Mechatronics (AIM), pp. 1663—-1668, 2016.

E. Wachter, A. Schmeitz, F. Bruzelius, and M. Alirezaei, “Path control in
limits of vehicle handling: A sensitivity analysis,” in Advances in Dynam-
ics of Vehicles on Roads and Tracks. IAVSD 2019. Cham, Switzerland:
Springer, 2020, pp. 1089-1095.

E. Wachter, M. Alirezaei, F. Bruzelius, and A. Schmeitz, “Path control
in limit handling and drifting conditions using state dependent riccati
equation technique,” Proc. Inst. Mech. Eng., Part D: J. Automobile Eng.,
vol. 234, no. 2/3, pp. 783-791, Feb. 2020.

M. Baars, “Modelling and control of a scaled car in and beyond stable limit
handling,” Master thesis, Delft Univ. Technol., Delft, The Netherlands,
2018.

J. Y. Goh, T. Goel, and J. Christian Gerdes, “Toward automated vehicle
control beyond the stability limits: Drifting along a general path,” J. Dyn.
Syst., Meas., Control, vol. 142, 2019. Art. no. 021004.

H. Baars, M. Hellendoorn, and M. Alirezaei, “Control of a scaled vehicle
in and beyond stable limit handling,” in Adv. Dyn. Veh. Roads Tracks M.
Klomp, F. Bruzelius, J. Nielsen, and A. Hillemyr, Eds. Cham, Switzerland:
Springer Int., 2020, pp. 1121-1128.

P. Hingwe and M. Tomizuka, “A variable look-ahead controller for lateral
guidance of four wheeled vehicles,” in Proc. Amer. Control Conf., vol. 1,
Jun. 1998, pp. 31-35 .

S. Patwardhan, H.-S. Tan, and J. Guldner, “A general framework for
automatic steering control: System analysis,” in Proc. Amer. Control Conf.
(Cat. No.97CH36041), 1997, vol. 3, pp. 1598-1602.

N. R. Kapania and J. C. Gerdes, “Design of a feedback-feedforward
steering controller for accurate path tracking and stability at the limits
of handling,” Veh. Syst. Dyn., vol. 53, no. 12, pp. 1687-1704, 2015.

A. Schmeitz, J. Zegers, J. Ploeg, and M. Alirezaei, “Towards a generic
lateral control concept for cooperative automated driving,” in Proc. 5th
IEEE Int. Conf. Models Technol. Intell. Transp. Syst., 2017, pp. 134—139.
K. M. Kritayakirana, “Autonomous vehicle control at the limits of han-
dling,” Ph.D. dissertation, Stanford Univ., Stanford, CA, USA, 2012.

Mart Baars received the M.E. and master’s degree
in systems and control from the Delft University of
Technology, Delft, The Netherlands, in 2018. He is
currently a Vehicle Control Engineer with the Depart-
ment of Integrated Vehicle Safety, TNO, Helmond,
The Netherlands. His research interests include the
development, integration, testing of vehicle control
systems, and advanced driver assistance systems.

6437

Hans Hellendoorn received the Ph.D. degree in com-
puter science from the Delft University of Technology
(TU Delft), Delft, The Netherlands, in 1990. Until
2008, he was with Siemens Research, Munich, Ger-
many and Siemens, The Netherlands. From 1999 to
2008, he was a part-time Professor of industrial appli-
cations of computational intelligence. Since 2008, he
has been a full-time Professor of control theory. From
2012 to 2018, he was the Chair of the Delft Center
for Systems and Control, since April 2018, he has
been Chair of the Cognitive Robotics Department. His
research focuses on multiagent control of large-scale hybrid systems. Besides
research he is active in education. From 2011 to 2021, he was the Director of
Education and the Graduate School with faculty 3mE, since 2021, he has been
a Pro Vice Rector Magnificus for Joint Education with TU Delft. He is the
co-author of four scientific books and author and coauthor of more than 200
scientific publications. He has supervised more than 100 MS.c. students and
more than 20 Ph.D. students.

Mohsen Alirezaei received the Ph.D. degree in me-
chanical engineering, robotics and control from the
Delft University of Technology, Delft, The Nether-
lands, in 2011. In 2012, he was a Postdoc Researcher
with the Delft University of Technology. He was a
Senior Scientist with Integrated Vehicle Safety De-
partment, TNO automotive during 2012-2019 and a
part time Assistant Professor with the Delft University
of Technology during 2015-2019. He is currently a
Fellow Scientist with Siemens Industry Software and
Services, Helmond, The Netherlands and a part time
Assistant Professor with the Eindhoven University of Technology, Eindhoven,
The Netherlands. His research interests include verification and validation of
automated and cooperative automated driving and advance driver assistance
systems.

Authorized licensed use limited to: TU Delft Library. Downloaded on June 24,2022 at 12:52:06 UTC from IEEE Xplore. Restrictions apply.




<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Gray Gamma 2.2)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Warning
  /CompatibilityLevel 1.4
  /CompressObjects /Off
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /sRGB
  /DoThumbnails true
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams true
  /MaxSubsetPct 100
  /Optimize true
  /OPM 0
  /ParseDSCComments false
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo false
  /PreserveFlatness true
  /PreserveHalftoneInfo true
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Remove
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
    /Algerian
    /Arial-Black
    /Arial-BlackItalic
    /Arial-BoldItalicMT
    /Arial-BoldMT
    /Arial-ItalicMT
    /ArialMT
    /ArialNarrow
    /ArialNarrow-Bold
    /ArialNarrow-BoldItalic
    /ArialNarrow-Italic
    /ArialUnicodeMS
    /BaskOldFace
    /Batang
    /Bauhaus93
    /BellMT
    /BellMTBold
    /BellMTItalic
    /BerlinSansFB-Bold
    /BerlinSansFBDemi-Bold
    /BerlinSansFB-Reg
    /BernardMT-Condensed
    /BodoniMTPosterCompressed
    /BookAntiqua
    /BookAntiqua-Bold
    /BookAntiqua-BoldItalic
    /BookAntiqua-Italic
    /BookmanOldStyle
    /BookmanOldStyle-Bold
    /BookmanOldStyle-BoldItalic
    /BookmanOldStyle-Italic
    /BookshelfSymbolSeven
    /BritannicBold
    /Broadway
    /BrushScriptMT
    /CalifornianFB-Bold
    /CalifornianFB-Italic
    /CalifornianFB-Reg
    /Centaur
    /Century
    /CenturyGothic
    /CenturyGothic-Bold
    /CenturyGothic-BoldItalic
    /CenturyGothic-Italic
    /CenturySchoolbook
    /CenturySchoolbook-Bold
    /CenturySchoolbook-BoldItalic
    /CenturySchoolbook-Italic
    /Chiller-Regular
    /ColonnaMT
    /ComicSansMS
    /ComicSansMS-Bold
    /CooperBlack
    /CourierNewPS-BoldItalicMT
    /CourierNewPS-BoldMT
    /CourierNewPS-ItalicMT
    /CourierNewPSMT
    /EstrangeloEdessa
    /FootlightMTLight
    /FreestyleScript-Regular
    /Garamond
    /Garamond-Bold
    /Garamond-Italic
    /Georgia
    /Georgia-Bold
    /Georgia-BoldItalic
    /Georgia-Italic
    /Haettenschweiler
    /HarlowSolid
    /Harrington
    /HighTowerText-Italic
    /HighTowerText-Reg
    /Impact
    /InformalRoman-Regular
    /Jokerman-Regular
    /JuiceITC-Regular
    /KristenITC-Regular
    /KuenstlerScript-Black
    /KuenstlerScript-Medium
    /KuenstlerScript-TwoBold
    /KunstlerScript
    /LatinWide
    /LetterGothicMT
    /LetterGothicMT-Bold
    /LetterGothicMT-BoldOblique
    /LetterGothicMT-Oblique
    /LucidaBright
    /LucidaBright-Demi
    /LucidaBright-DemiItalic
    /LucidaBright-Italic
    /LucidaCalligraphy-Italic
    /LucidaConsole
    /LucidaFax
    /LucidaFax-Demi
    /LucidaFax-DemiItalic
    /LucidaFax-Italic
    /LucidaHandwriting-Italic
    /LucidaSansUnicode
    /Magneto-Bold
    /MaturaMTScriptCapitals
    /MediciScriptLTStd
    /MicrosoftSansSerif
    /Mistral
    /Modern-Regular
    /MonotypeCorsiva
    /MS-Mincho
    /MSReferenceSansSerif
    /MSReferenceSpecialty
    /NiagaraEngraved-Reg
    /NiagaraSolid-Reg
    /NuptialScript
    /OldEnglishTextMT
    /Onyx
    /PalatinoLinotype-Bold
    /PalatinoLinotype-BoldItalic
    /PalatinoLinotype-Italic
    /PalatinoLinotype-Roman
    /Parchment-Regular
    /Playbill
    /PMingLiU
    /PoorRichard-Regular
    /Ravie
    /ShowcardGothic-Reg
    /SimSun
    /SnapITC-Regular
    /Stencil
    /SymbolMT
    /Tahoma
    /Tahoma-Bold
    /TempusSansITC
    /TimesNewRomanMT-ExtraBold
    /TimesNewRomanMTStd
    /TimesNewRomanMTStd-Bold
    /TimesNewRomanMTStd-BoldCond
    /TimesNewRomanMTStd-BoldIt
    /TimesNewRomanMTStd-Cond
    /TimesNewRomanMTStd-CondIt
    /TimesNewRomanMTStd-Italic
    /TimesNewRomanPS-BoldItalicMT
    /TimesNewRomanPS-BoldMT
    /TimesNewRomanPS-ItalicMT
    /TimesNewRomanPSMT
    /Times-Roman
    /Trebuchet-BoldItalic
    /TrebuchetMS
    /TrebuchetMS-Bold
    /TrebuchetMS-Italic
    /Verdana
    /Verdana-Bold
    /Verdana-BoldItalic
    /Verdana-Italic
    /VinerHandITC
    /Vivaldii
    /VladimirScript
    /Webdings
    /Wingdings2
    /Wingdings3
    /Wingdings-Regular
    /ZapfChanceryStd-Demi
    /ZWAdobeF
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 150
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages false
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 900
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.00111
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages false
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /ColorImageDict <<
    /QFactor 0.40
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 150
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages false
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 1200
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.00083
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages false
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /GrayImageDict <<
    /QFactor 0.40
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages false
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1600
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.00063
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e55464e1a65876863768467e5770b548c62535370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc666e901a554652d965874ef6768467e5770b548c52175370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA (Utilizzare queste impostazioni per creare documenti Adobe PDF adatti per visualizzare e stampare documenti aziendali in modo affidabile. I documenti PDF creati possono essere aperti con Acrobat e Adobe Reader 5.0 e versioni successive.)
    /JPN <>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020be44c988b2c8c2a40020bb38c11cb97c0020c548c815c801c73cb85c0020bcf4ace00020c778c1c4d558b2940020b3700020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken waarmee zakelijke documenten betrouwbaar kunnen worden weergegeven en afgedrukt. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU (Use these settings to create PDFs that match the "Suggested"  settings for PDF Specification 4.0)
  >>
>> setdistillerparams
<<
  /HWResolution [600 600]
  /PageSize [612.000 792.000]
>> setpagedevice


