Advances in Industrial Control

Thomas J. Bohme
Benjamin Frank

Hybrid Systems,
Optimal Control

and Hybrid
\ehicles

Theory, Methods and Applications

AIC @) Springer



Advances in Industrial Control

Series editors

Michael J. Grimble, Glasgow, UK
Michael A. Johnson, Kidlington, UK



More information about this series at http://www.springer.com/series/1412



Thomas J. Bohme - Benjamin Frank

Hybrid Systems, Optimal
Control and Hybrid Vehicles

Theory, Methods and Applications

@ Springer



Thomas J. Bohme Benjamin Frank

IAV GmbH Ingenieurgesellschaft Auto IAV GmbH Ingenieurgesellschaft Auto
und Verkehr und Verkehr

Gifhorn Gifhorn

Germany Germany

MATLAB® and Simulink® are registered trademarks of The MathWorks, Inc., 3 Apple Hill
Drive, Natick, MA 01760-2098, USA, http://www.mathworks.com.

ISSN 1430-9491 ISSN 2193-1577 (electronic)
Advances in Industrial Control
ISBN 978-3-319-51315-7 ISBN 978-3-319-51317-1 (eBook)

DOI 10.1007/978-3-319-51317-1
Library of Congress Control Number: 2016960557

© Springer International Publishing AG 2017

This work is subject to copyright. All rights are reserved by the Publisher, whether the whole or part
of the material is concerned, specifically the rights of translation, reprinting, reuse of illustrations,
recitation, broadcasting, reproduction on microfilms or in any other physical way, and transmission
or information storage and retrieval, electronic adaptation, computer software, or by similar or dissimilar
methodology now known or hereafter developed.

The use of general descriptive names, registered names, trademarks, service marks, etc. in this
publication does not imply, even in the absence of a specific statement, that such names are exempt from
the relevant protective laws and regulations and therefore free for general use.

The publisher, the authors and the editors are safe to assume that the advice and information in this
book are believed to be true and accurate at the date of publication. Neither the publisher nor the
authors or the editors give a warranty, express or implied, with respect to the material contained herein or
for any errors or omissions that may have been made.

Printed on acid-free paper
This Springer imprint is published by Springer Nature

The registered company is Springer International Publishing AG
The registered company address is: Gewerbestrasse 11, 6330 Cham, Switzerland



Series Editors’ Foreword

The series Advances in Industrial Control aims to report and encourage technology
transfer in control engineering. The rapid development of control technology has an
impact on all areas of the control discipline. New theory, new controllers, actuators,
sensors, new industrial processes, computer methods, new applications, new design
philosophies..., new challenges. Much of this development work resides in
industrial reports, feasibility study papers and the reports of advanced collaborative
projects. The series offers an opportunity for researchers to present an extended
exposition of such new work in all aspects of industrial control for wider and rapid
dissemination.

Over the last two decades, there has been resurgent interest from the automotive
industries in using advanced control methods. New technological developments,
increased competitiveness, enhanced comfort and safety issues for drivers and
passengers, better fuel usage and lower emission of pollutants have all played a role
in reassessing how advanced control can help companies in the development
of their latest models. This interest has spawned frequent special sessions at
international control conferences and from these and the published literature,
automotive control monographs have appeared in the Advances in Industrial
Control series. The most recent of these include:

e Dry Clutch Control for Automotive Applications by Pietro J. Dolcini, Carlos
Canudas de Wit and Hubert Béchart (ISBN 978-1-84996-067-0, 2010)

e Active Braking Control Systems Design for Vehicles by Sergio M. Savaresi and
Mara Tanelli (ISBN 978-1-84996-349-7, 2010)

e Nonlinear Control of Vehicles and Robots by Béla Lantos and Ldrinc Marton
(ISBN 978-1-84996-121-9, 2011)

e Optimal Control of Hybrid Vehicles by Bram de Jager, Thijs van Keulen and
John Kessels (ISBN 978-1-4471-5075-6, 2015)

e Robust Control Design for Active Driver Assistance Systems by Péter Géspar,
Zoltan Szabo, Jozsef Bokor and Baldzs Németh (ISBN 978-3-319-46124-3,
2017)



vi Series Editors’ Foreword

The series editors are pleased to continue this sequence of monographs with
Hybrid Systems, Optimal Control and Hybrid Vehicles: Theory, Methods and
Applications by authors Thomas J. Bohme and Benjamin Frank from the IAV
GmbH (Department of Automotive and Traffic Engineering), Gifhorn, Germany.
The concept of hybrid systems really began to fascinate control theorists from the
1990s when publications and papers started to appear using the term “hybrid sys-
tem” and a related term “switched systems”. To avoid confusion between the terms
“hybrid system” and “hybrid vehicle”, the authors state quite clearly ‘whenever a
system has continuous control inputs but at the same time can make discrete
decisions or switch between different subsystems the system can be modelled as a
‘hybrid system’”. The authors then go on to say, “it should be pointed out, that the
term ‘hybrid’ in ‘hybrid vehicle’ does not necessarily refer to the existence of
discrete phenomena but to the fact that at least two energy storages and converters
exist” in the vehicle.

The monograph has two strong themes:

a. Hybrid systems and the solution of optimal control of hybrid systems. These
topics occupy the eight chapters of Parts I-III. The ultimate outcome of these
chapters in the monograph is a valuable chapter of implementable algorithms for
solving the optimal hybrid control problems.

b. Hybrid vehicles and the application of the optimal control of hybrid systems to
several application problems arising in hybrid vehicle technology. These topics
occupy the four chapters of Parts IV and V, and cover modeling hybrid vehicles
along with three hybrid vehicle applications.

These two themes are presented and treated in a very comprehensive and
thorough manner. The authors have provided careful algorithm descriptions to
assist the user to recreate the numerical routine should they wish to. Each chapter is
provided with an interesting Bibliographical Notes section and a very generous
reference list. The monograph also has a short appendix on the graph theory used
with sparse matrices.

The contents of the monograph are an excellent mix of theory, implementation
practice, and applications. In the context of the Advances in Industrial Control
monograph series it complements and adds to the set of volumes on control for
automotive vehicles. It is a self-contained presentation of hybrid systems and hybrid
vehicles and consequently its readership should be quite wide-ranging from
mathematicians and control theorists to industrial automotive engineers and is an
excellent entry to the series.

Michael J. Grimble
Michael A. Johnson
Industrial Control Centre
University of Strathclyde
Glasgow, Scotland, UK



Preface

The hybridization of the European car fleet should be an attempt for a positive
contribution to meeting regional CO, and emission (CO, NOXx, particles, and total
hydrocarbons) targets, respectively. This has led to enormous research and devel-
opment efforts in academia and industry to make the necessary technology mature
for series production in large numbers.

The scope of the book is dedicated to the optimization of passenger hybrid
vehicles. Recent results in the area of optimal control and hybrid vehicle design
(powertrain architecture and size of the components) are presented.

The author’s intention is to provide a complete overview to the field of optimal
control of hybrid vehicles by studying one of the key elements that have a sig-
nificant impact on the performance: energy management. The book is written from
a mathematical viewpoint but takes care of the mixed audience. Much effort has
been put into balancing the level of the presentation of topics of control, opti-
mization, and automotive technology. Theoretical results in the field of applied
optimal control are stated and commented to provide the reader with more insight
but the proofs—with some exceptions—are omitted.

The prerequisites for this book are as follows: the reader should be familiar with
dynamic systems in general and their representation in the state space in particular,
as covered in standard undergraduate control courses. Especially, the reader should
have already gained some experience in modeling and simulating mechanical and
electrical systems. Furthermore, the reader should have a fairly sound under-
standing of differential calculus and some rudimentary understanding of functional
analysis, optimization, and optimal control theory.

Intended Readership

The book has been written for master students, researchers, and practitioners in the
fields of control engineering, automotive technology, and applied mathematics that
are interested in techniques that provide the minimum energy consumption under

vii



viii Preface

further restrictions by taking advantage of the control freedoms provided by
hybridization. It is intendedly written from a practical point of view to be attractive to:

e students from various disciplines who envisage a career in control in the
automotive industry. They find a transfer of theory to applications;

e applied mathematicians to find some nonstandard algorithms for solving
large-scale optimal control problems;

e engineers being involved in specifying, developing, or calibrating energy
management systems to get an introduction into a mathematical field of opti-
mization and control which is not easily accessible and some hints how to model
the system appropriately;

e researchers who are interested to see how energy management problems are
specified and solved in industry; and

e managers or decision makers to get an inspiration of the potential of mathe-
matical tools in this field.

A part of the topics has been taught at the University of Rostock and at the Ruhr
University of Bochum and numerous final year students have been mentored under
our responsibility during the past 5 years. The comments received from the students
have been beneficial in the selection and preparation of the book’s topics.

What are the Contributions of This Book

Energy management problems in practice can be large which means simply that the
number of controls, states, and time horizon is large. This enforces hard conditions
that have to be satisfied by good optimization candidates. This book proposes to
solve such problems as hybrid optimal control problems.

Many problems encountered in practical hybrid vehicle applications seem on the
first view not easily accessible for mathematical optimization theory, mainly arising
from the difficulty that discrete decisions appear in the problem formulations, which
causes considerable difficulties to many optimizers. Reconsidering of the under-
lying systems as hybrid systems and the control problem as hybrid optimal control
problems can simplify the way to find a solution. This book supports this
methodology and gives a selection of real-world problems, which are tackled as
optimal control problems of hybrid systems.

We decided not to rely on the use of a specific third-party nonlinear program-
ming solver but to induce modifications to well-known SQP algorithms in order to
improve convergence and numerical stability. We list some well-proven algorithms
in detail to give the readers a deeper insight into relevant implementation aspects,
which are indispensable for the assessment of third-party nonlinear programming
software packages or for writing one’s own software code. A major contribution is
the presentation of a sparse SQP framework based on sparse quasi-Newton updates
to solve discretized optimal control problems for many controls, states, and dis-
cretization points. A new, very efficient, and robust sparse SQP algorithm will be
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presented that decomposes the Hessian update mechanism into many subproblems
of small dimension but with less numerical deficiencies.

To the authors’ best knowledge, there is almost no book in the market which
covers a complete spectrum of relevant stages to obtain optimal energy manage-
ment (in a mathematical sense) including a discussion of theoretical aspects, a
comprehensive treatment of algorithm implementation, and diverse application
scenarios. The first obstacle for practitioners is the fact that many information and
algorithms are widely scattered between various disciplines, which generates an
initial barrier to enter this field. Many important algorithms, e.g., from the math-
ematical field of graph theory, are not easily accessible either to engineers or to
applied mathematicians. It is therefore a time-consuming and demanding task to
develop efficient algorithms for large hybrid vehicle problems. Our intention is,
however, not to give blueprints for all possible problems (this is by far not possible)
but to encourage the reader to use the provided information in this book including
cited literature, proposed algorithms, etc., as basic kit for solving their own
problems.

What is Not Covered in This Book

The book deals exclusively with time-invariant process descriptions which means
that the process parameters remain constant over the complete time. Process types
with time-varying parameters, e.g., battery aging, are not covered in this book.
However, the proposed algorithms can serve as an initial tool set to be adapted to
this problem class.

Structure of the Book

The book is modular structured and organized into six parts:

Part —Theory and Formulations;

Part [I—Methods for Optimal Control;

Part [II—Numerical Implementations;

Part IV—Modeling of Hybrid Vehicles for Control;
Part V—Applications; and

Part VI—Appendix.

Part I of the book can be skipped if they wish to continue directly with the
description of methods for obtaining numerical solutions of optimal control
problems.

Chapter 1 discusses the challenges of designing and calibrating hybrid vehicles
nowadays and motivates the usage of optimal control theory. It gives a general
problem statement as an orientation for the following chapters and discusses the
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most important control strategy of hybrid vehicles—energy management—and their
algorithmic challenges.

Part I—Theory and Formulations. In Chap. 2, the theory of nonlinear pro-
gramming is reviewed. The widely used sequential quadratic programming is
presented for the solution of constrained nonlinear minimization problems, which is
fundamental in our optimization framework to the solution of optimal control
problems. A compact treatment of sensitivity analysis is presented as a tool for
studying parameter changes of a system.

In Chap. 3, a general definition for hybrid and switched systems is introduced.
Some important formulations for hybrid optimal control problems of dynamic
processes described by systems of ordinary differential equations are discussed. The
focus is on switched systems, a subclass of hybrid systems that switch between
subsystems only in response to a command. This subclass already covers a great
range of technical problems.

Chapter 4 discusses the Pontryagin’s minimum principle. This important result is
briefly approached from the classical calculus of variation. The Hamilton—Jacobi—
Bellman method is discussed as an alternative approach to gain first-order necessary
conditions for optimality. It is shown that both approaches correspond to each other
under restrictive assumptions. The original Pontryagin’s minimum principle for
continuous optimal control problems is not suitable for hybrid optimal control
problems. However, a quite natural reformulation of the hybrid optimal control
problem admits the classical theory for deduction of first-order necessary conditions
in the sense of Pontryagin. The charm of this methodology is its comprehensible
derivation.

Part [I—Methods for Optimal Control. This part starts the important topic of
discretizations, since all numerical procedures rely on numerical integration
schemes. In Chap. 5, the famous Runge—Kutta discretizations is presented. The
determination of the Runge—Kutta order is briefly discussed and order conditions up
to the fourth order are given including the additional conditions for solving optimal
control problems. Regarding optimal control problems only explicit and implicit
Runge—Kutta discretizations which satisfy additional conditions for the adjoint
differential equations are discussed.

In Chap. 6, the Hamilton—Jacobi-Bellman principle is used to introduce the
dynamic programming algorithm. Dynamic programming is an appealing approach
for the solution of optimal control problems in many situations. The theoretical
foundation is relatively easy to understand compared with the much more involved
indirect methods. The general algorithm can be stated in a simple form and is easy
to apply to continuous optimal control problems and with some minor reformula-
tions, it is also well suited for switched optimal control problems.

In Chap. 7, indirect methods to solve optimal control problems are discussed.
Indirect methods rely on first-order necessary conditions, summarized in
Pontryagin’s minimum principle, and attempt to generate control and state trajec-
tories, which satisfy these conditions. An extension of the indirect shooting method
for switched and hybrid systems that yields a solution for systems of low com-
plexity is presented as well.
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In Chap. 8, the algorithmic development for optimal control problems of swit-
ched systems is considered on the aspect of First Discretize, then Optimize. These
methods are commonly known as direct methods. Direct methods transform the
original problem via a discretization of the control and the state functions on a time
grid to a nonlinear constrained optimization problem. This procedure is known as
direct transcription of an optimal control problem and refers to the method of
approximating the infinite-dimensional problem by a finite-dimensional one and to
solve it with nonlinear programming algorithms.

Part III—~Numerical Implementations. Optimal control problems formulated
with direct transcription methods lead to large-scale nonlinear programming
problems. One suitable framework for the solution of this type of optimization
problems is sequential quadratic programming. But for an efficient implementation
of the SQP algorithm it is crucial to take into account the particular properties and
structure of the objective and constraint functions. This leads to Karush—Kuhn—
Tucker (KKT) matrices, which occur in the subproblems to be sparse. Chapter 9
deals with techniques for the determination of the structure of the involved
matrices, the calculation of the numerical derivatives, and the implementation of a
sparse Quasi-Newton update.

Part IV—Modeling of Hybrid Vehicles for Control. In Chap. 10, the main hybrid
vehicle configurations are presented including all relevant mechatronic subsystems.
Models are derived with respect of optimization which imposes additional
restriction in terms of complexity and smoothness. Several powertrain models of
different depth for parallel and power-split hybrid vehicle configurations are for-
mulated as hybrid systems. The easiest model includes representations of the
electrical and the mechanical subsystem, whereas the most complex model also
incorporates a detailed thermodynamic model of the internal combustion engine
and the exhaust system as well as an emissions model.

Part V—Applications. In Chap. 11, the calibration process for hybrid vehicles is
treated, which can be a cumbersome task if no systematic calibration approach is
applied. Therefore, the fuel optimal operation of hybrid vehicles is formulated as
switched optimal control problems and solved using dynamic programming, indi-
rect shooting, and direct solution methods. Control parameters are derived for the
calibration process as well as for the development of new functional approaches for
improving the vehicle’s performance. The step of transferring the solution of
optimal control problems into calibration parameters for the electronic control unit
is non-trivial. It is shown that look-up tables for rule-based energy managements
can be derived directly from the solution that reduces significantly the time required
for a high-quality calibration.

In Chap. 12, the theory of optimal control also suggests new functional
approaches. Predictive energy management for minimizing wheel-to-meters energy
losses are new functional candidates. Three different predictive control strategies
are discussed for battery electric vehicles, full hybrid vehicles, and plug-in hybrid
vehicles, which make the solution of a (switched) optimal control problem amen-
able for real-time implementation in the electronic control unit. This is only pos-
sible, if a profile of the driving route is a priori known. A prediction based on data
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from modern navigation systems is made to obtain an estimation of this profile. It is
demonstrated that predictive control strategies for energy management can signif-
icantly achieve fuel saving in real-world test drives.

Engineers aiming to find efficient hybrid powertrain configurations can benefit
greatly from the seamless interaction of multi-objective optimization and optimal
control methods. In Chap. 13, the simultaneous optimization of design parameters
and energy management for a fixed parallel hybrid powertrain structure is
discussed.

Githorn, Germany Thomas J. Bohme
September 2016 Benjamin Frank
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Chapter 1
Introduction

1.1 Motivation, Challenges, and Objectives

Individual mobility has become an inherent part in people’s life since it has been
available to large parts of the society, due to falling production cost and higher living
standards. The automotive industry as well as the corresponding industry sector
have a significant impact on economy as well as on ecology. Worldwide, the number
of vehicles is steadily growing, which causes significant environmental problems.
About 19% of the worldwide, carbon dioxide (CO,) emissions are attributable to
passenger cars and trucks (IEA [28]).

Locally, because noxious emissions (hydrocarbons, particles, and many others)
endanger the health and quality of people living especially in large urban areas;
globally, even the emission of on first sight harmless combustion products such as
carbon dioxide constitutes one of the biggest challenges of our time, global warming.
Reflecting this, the reduction of CO, emissions and other greenhouse gas (GHG)
emissions that are responsible for global warming is one of the major challenges of
our time and has therefore become part of the legislation in most parts of the world.
It has been worldwide recognized that limiting the rise in global mean temperature
to 2°C s a central climate goal (IEA [30]). Therefore, the European Union has made
substantial efforts in tightening of the CO; target from 130g CO,/km by 2015 to
95 g CO,/km by 2020.

On the other side, low oil prices over the last decades and a demand for grow-
ing individual mobility with increased comfort and installed power have resulted in
reduced interests in fuel economy optimized cars. Battery electric vehicles (BEV)
are currently seen as a way to inspire enthusiasm to new vehicle technologies. BEVs
allow to drive locally with zero emissions and to increase at the same time the installed
power for propelling the vehicle without bad conscience. If the electric energy used
for propelling can be derived from renewable energy sources, this vehicle technol-
ogy is a promising way to reduce global warming. However, the biggest challenge
for BEVs is still the storage of electric energy. Modern batteries have improved
significantly in efficiency and capacity but to cover driving distances (500km as

© Springer International Publishing AG 2017 1
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minimum for today’s vehicle, cf. Tanaka et al. [68]) comparable to those of vehicles
with conventional combustion engines, a battery pack with an additional mass of
several hundred kilograms is required. If with repeated deep discharges, the battery
capacity will need to be at least 75 kWh, as it was outlined by Tanaka et al. [68].

The prospects for commercially competitive BEVs are highly dependent on the
battery costs. One says that the point of commercialization is reached at the cost
breakthrough of 150 USD/kWh (Nykvist and Nilsson [47]). However, the estimation
of the current and future battery costs is not a straightforward task. Many different
cost estimations exist in the literature, since it depends on the battery chemistry and
battery application. Noteworthy are the cost estimation by Dinger et al. [17] and
Nykvist and Nilsson [47]. Dinger et al. [17] estimated the battery cost of automotive
lithium-ion battery packs in 2010 to 1100 USD/kWh. Even at estimated high-volume
battery prices for lithium-ion technology of approximately 410 USD/kWh (Nykvist
and Nilsson [47]) for the industry as a whole and 300 USD/kWh for market-leading
manufacturers, the battery alone would cost 30750-22500 USD per vehicle, respec-
tively, which is still too costly. Thus, to make BEVs affordable in the near-term, most
recently announced models have shorter driving ranges. Despite the increased per-
formance batteries are still energy intensively manufactured using materials which
are harmful to the environment. This is certainly a big disadvantage and might be
regarded in the design process as an initial negative energy offset.

Despite their problems, however, batteries are very interesting “medium-term”
energy storage devices. Their potential comes positive in appearance in the collabo-
ration with at least one electric energy converter, which are added to a conventional
powertrain with combustion engine and fuel tank. Such a powertrain setup constitute
to hybrid electric vehicles (HEV). In case, the battery can be charged externally from
a power grid, the hybrid vehicle is called plug-in hybrid electric vehicles (PHEV).

Hybrid vehicles, in general, are considered as a bridge technology to BEVs. Their
powertrain setups provide additional degrees of freedom that can be exploited to
reduce the fuel consumption and to avoid at least partly local emissions while extend-
ing the driving range of BEVs significantly.

The PHEV/BEV market is of major importance for the automotive manufactures.
Despite the growing numbers of passenger cars, there are certain signs that the whole
market for cars will stagnate or even shrink in the future. It is therefore of strategic
relevance to access this market that clearly brings the advantage of green economy
labeling. Surveys have shown that there exists a considerable market for PHEVs and
BEVs (cf. Tanaka et al. [68], Trigg et al. [69]) as shown in Fig. 1.1.

To fulfill the ambitious aims, it is important that all renowned automotive manu-
factures offers a steadily growing number of PHEV/BEV types which meet various
customer concerns such as driving range, energy efficiency, acquisition cost, operat-
ing cost, noise pollution, and environment-friendly production. For PHEVs, specific
homologation requirements in each country such as GHG emissions, nitrogen oxide
emissions, and fine particle emissions must also be satisfied as well. Certainly, it also
depends strongly on the behavioral change of the customers to reduce energy use
and to trust such technologies. Nonetheless, factors that are controlled by political
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Fig. 1.1 Annual global BEV
and PHEV sales in BLUE
Map scenarios (Tanaka et al.
[68]). Assumptions are
vehicle model types are
steadily growing, BEVs have
an average all-electric range
of 150km, and PHEVs have
a minimum all-electric range
of 40km
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initiatives such as the share of low-carbon electricity on the energy-mix play a major
role as well.

In order to cope with this huge challenge, attractive and efficient hybrid power-
train technologies must be developed in the coming years. This leads to inexorably
increasing number of components in the layout of hybrid powertrain systems. Heuris-
tic methods become then very rapidly limited in their performance. To facilitate this
enormous challenge the main objectives of this text are to introduce mathematical
models of the powertrain components and large-scale optimal control optimization
methods that permit engineers and scientist a systematic analysis and minimization
of the vehicle’s energy consumption.

1.2 Vehicle Design Aspects

The following objectives can usually be found in a technical specification sheet before
the design and calibration of a vehicle begins:

e reduction of monetary energy cost (e.g., mix of fuel and electrical energy con-
sumption);

minimization of COy;

minimization of nitrogen oxide(s) (NO,);

minimization of further GHG emissions; and

improvement of driving comfort and performance.

Design goals like CO,, NO,, and GHG emissions are dictated by local regulation
authorities, whereas monetary energy cost, driving performance, and comfort goals
are formed by the customer’s expectations.

Unfortunately, these design goals are contradictory because high driving per-
formance does not result in low fuel consumption or emissions do not have their
minimum at the same operating conditions. This forces engineers to make trade-
offs in their design procedure, which leads naturally to a multi-objective problem as
depicted in Fig. 1.2.
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Fig. 1.2 Elements of a X
multi-objective vehicle primary €nergy
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The chain from the primary energy source to the covered distance is characterized
by the efficiencies of the energy stages, which are discussed in the next section. The
problem formulation can certainly include more objectives. Additional design targets
could be the reduction of component wear, component aging, and the reduction of
energy cost during production.

1.2.1 Stages of Energy Conversion

In amodern view of vehicle design the complete energy flow is decomposed into three
energy conversion steps. This procedure describes the complete energy evolution
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including all losses and begins from the primary energy source up to the driven
meters:

o well-to-tank;
e tank-to-wheel; and
o wheel-to-meter.

In the well-to-tank conversion step, the primary energy source (e.g., fossil hydro-
carbons, renewable energy sources, uranium, and so on) is converted to an energy
carrier (e.g., by refineries, power plants, etc.) that is suitable for on-board storage,
e.g., gasoline, electric energy. The on-board energy is then converted to mechanical
energy in the tank-to-wheel conversion step. The mechanical energy is stored via the
wheel-to-meter conversion as kinetic and potential energy in the vehicle movement.
Figure 1.3 exemplifies the conversion steps for an HEV.

Let us view some prominent actions to reduce the energy conversion steps. A
general action for the improvement of the well-to-tank efficiency for all combustion-
based powertrains is the usage of fuel that causes less CO, when combusted. Vehi-
cles that use traction power from battery units profit from increasing the charger
efficiency. PHEVs and BEVs can drive some distance only battery powered. This
distance is denoted as all-electric-range (AER). In this operating mode the vehicles
do not exhaust any emissions. One says, the vehicles produce zero-emissions locally.

1
_ R d<:|I
educe well-to-tank

losses
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Fig. 1.3 Exemplified well-to-meter conversion steps of an HEV and the aim of a control and design
procedure to minimize their losses
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Globally, however, the exhaust emissions depend on the energy-mix provided from
coal, nuclear, and renewable energy power plants. In order to make such cars com-
petitive with cars with conventional powertrains, it is important to reduce the CO,
contribution in grid electricity below that level of conventional cars emitted locally
by combusted fossil fuel. This goal is called low-carbon electricity.

Actions to improve the tank-to-wheel conversion are well researched, including
increase of average engine peak efficiency, increase of mean pressure when engine is
on, increase of electric motor/generator efficiency, and so on. The arrangement of the
components using an appropriate powertrain plays also an important role and is still
a demanding topic. PHEVs are a potentially important technology for reducing the
fuel consumption and CO, emissions because they can run on electricity for a certain
distance after each recharge, depending on their battery’s energy storage capacity—
expected to be typically between 20 and 80 km. For example, in Europe, 50% of the
trips are less than 10km and 80% of the trips are less than 25 km daily (cf. Tanaka
et al. [68]). Today, BEVs are designed to run an AER of approximately 200 km. Both
technologies have motivated many countries around the world to promote these vehi-
cle types. The aggregated goal for all countries with known deployment targets is 7.2
million PHEV/BEYV sales (Trigg et al. [69]) by the end of 2020. For instance, a huge
electric mobility development plan has been initiated by the German Government to
increase the number of BEVs on German roads.

An important advantage of BEVs over conventional powertrain vehicles is the
very high efficiency and the relative low cost of the electric traction motor. The
disadvantages of BEVs are

e traction batteries are expensive, temperature prone, and their energy densities are
small compared with fossil energy carriers (e.g., gasoline);

e driver’s worry of abrupt stopping due to unanticipated exhausted battery power in
a region without power grids is high; and

e relative long charging times compared with fuel-refilling.

These issues are still challenging problems for the automotive manufactures and their
suppliers to convince potential customers. For safety reasons, the battery capacities
are oversized and much greater than the battery capacities of PHEVs in order to
guarantee a minimum acceptable driving range and peak power. This reveals the
question of proper component sizing to the customer’s expected driving habits.

The wheel-to-meter energy conversion depends strongly on the drive profile that
the vehicle follows. In terms of energy efficiency, it is in many scenarios benefi-
cial to decrease the vehicle speed to obtain better energy efficiency per kilometer.
Lower vehicle speed trajectories can be generated by optimization procedures for
recommended target speeds as shown by Boehme et al. [11]. Such eco-driving tech-
niques can be a result of driving assistance systems such as adaptive cruise control
(van Keulen et al. [34]). A challenge of such systems is to provide recommenda-
tions where the drivers do feel comfortable and safe (Charalampidis and Gillet [15]).
The same applies for the generation of less-energy consuming acceleration profiles.
These trajectories are usually employed to limit automatically the traction power of
the vehicles, but in emergency scenarios the full power must be available.
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Many research activities have been undertaken in the field of intelligent traffic
control. Such systems may control the traffic flow and traffic density to achieve a
minimum of total time spent, braking and stop durations, emitted emissions, etc., as
reported in Liu et al. [43].

Energy consumption also depends on the road topology and therefore on the road
slope «(-). This inspires the choice of a less energy-demanding route by avoiding
mountain or hilly roads. Predictive energy management strategies (Back [3], Boehme
et al. [12], Schori et al. [58]) take advantage of nowadays available geographic
information system and can reduce the energy consumption considerably. In this
context, Chap. 12 presents some predictive control strategies to minimize the tank-
to-wheel/tank-to-meter energy consumption.

The following design parameters have further impact on the wheel-to-meter effi-
ciency. Reducing the rolling resistance can be achieved by applying wheels with
lower rolling coefficient. This coefficient increases nonlinearly with the vehicle speed
and depends strongly on the tire pressure. Engine downsizing can lead to smaller
engine inertia. Some engines employed in hybrid powertrains are totally without
a dual mass flywheel but require that the motor/generator has to be connected to
the engine for idling. Light-weight vehicle construction methods using aluminum
space frames or carbon fiber reinforced composites are popular methods to reduce
the vehicle’s total mass. Unfortunately, the masses from the electrified components,
e.g., motor/generator or high-voltage battery, have a negative impact on the vehicle’s
total mass. This is especially painful if the components are not properly designed or
even oversized. Figure 1.4 illustrates this exemplarily for a vehicle with and without
recuperation device.

It can be seen from the second subfigure that the saving due to the recuperation
device is negligible. The additional mass increases the forces due to acceleration and
roll resistance such that the corresponding energy is nearly balanced with the energy
recovered during braking.

Fig. 1.4 Energy losses for a £
real-world drive cycle of as
follows: a conventional
vehicle with 1500kg total
mass, b vehicle with an
additional recuperation
device of 150kg
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In the past decades, a growing awareness has been developed in the automotive
community that for a comprehensive analysis of the energy consumption the primary
energy choice and all three energy conversion steps have to be considered. The impact
of the primary energy choice and the well-to-tank efficiency on the vehicle design are
definitely of great relevance but is beyond the scope of this book. We will concentrate
in this text to technical devices and solutions, which are well-recognized to minimize
the substantial energy losses in the tank-to-wheel/tank-to-meter energy conversion.

1.2.2 Real-World Driving Profile, Consumption,
and Emissions

Itis known from various studies that vehicle designs and calibrations strongly depend
on the drivers specific behavior, habits, and environment. These important properties
are reasonable represented by real-world drive cycles and the corresponding altitude
profiles. For instance, the real-world drive cycles have a big impact on the sizing and
aging of battery capacities of BEVs and PHEVs. Such effects have been investigated
in Kwon et al. [40], Fellah et al. [19] by classifying cycles with different aggres-
siveness and driving ranges. The optimal battery capacity may also vary by regional
market (e.g., in North America larger minimum trip-ranges are required compared
with Europe and Japan) and consumer group. The real-world drive cyles do not only
influence the size of the battery but also its usage. In terms of batteries this is the
duty (recharge/discharge) cycle. Batteries for PHEVs and BEVs have different duty
cycles. PHEV batteries are subject to deep discharge cycles, in addition to frequent
shallow cycles for power assist and regenerative braking when the engine is in hybrid
mode. Batteries for BEVs are more likely to be subject to repeated deep discharge
cycles without as many intermediate or shallow cycles (Tanaka et al. [68]). In both
cases, the demands differ from those on batteries used in conventional hybrid electric
vehicles, which experience almost exclusively shallow discharge/recharge cycling.

For manufacturers, it is very interesting to analyze components to over-
proportional stress by generating agressive real-world speed and acceleration pro-
files. This allows engineers to conclude at an early stage of the design the weaknesses
of the components.

Today, the calibration of vehicles to achieve type-approval fuel economy is based
on prescribed homologation test cycles. These tests are conducted under official
authority and confirm that the fuel consumption of vehicle production samples will
meet the homologation requirements. The test cycles are performed under predefined
conditions in a chassis dynamometer laboratory as reported in Franco et al. [20, 21]
that clearly do not capture some relevant aspects of realistic driving scenarios. To
compensate this lack, the vehicles driving performance is calibrated consecutively
under real-world driving conditions. It is therefore not unusual that automotive manu-
facturer define their own additional real-world test cycles to capture relevant regional
characteristics (e.g., varying topologies, stop probabilities, etc.). The problem of this
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two-stage calibration process is the decoupling effect, which means that issues of the
driving performance are not regarded for the type-approval fuel economy and vice
versa.

This has led to a controversial discussion in recent years, since substantial evidence
has been provided that evaluated CO, values under real-world scenarios with more
demanding driving conditions are much higher compared to the laboratory evaluated
test cycles. This caused great uncertainty to customers. As a reaction, real-world
driving scenarios moved more and more in the focus, since powertrain designs and
calibrations with respect to less representative test cycles are not meaningful.

Substantial efforts have been made in the European Union over the recent years
to update the current type-approval procedure, called motor vehicle emission group
(MVEG), by more realistic drive conditions with higher load and speed scenarios.
An attempt is to introduce the worldwide harmonized light vehicles test procedures
(WLTP) approach that aims to better represent actual vehicle operations on the road.
WLTP has been in development since 2007 within the activities of the United Nations
Economic Commission for Europe Working Party on Pollution and Energy and aims
at providing a worldwide harmonized method to determine the levels of gaseous and
particulate emissions, CO, emissions, fuel consumption, electric energy consump-
tion, and electric range from light-duty vehicles in a repeatable and reproducible
manner designed to be representative of real-world vehicle operation. The WLTP
seems to be a reasonable step toward real-world emissions but this regulation will
enter into force 2017 at the earliest.

Already 2011 and probably earlier some European institutes, among them the
Joint Research Center, investigated the difference in CO, emissions when measured
using real-world and type-approval approaches. They proposed a correlation-based
formula for estimation of the real-world (also known as in-use) CO, emissions of
the passenger vehicle fleet. The data have been collected by EU Member States. The
empirical models were constructed based upon linear combinations of key variables
including the vehicle mass, engine displacement, rated power, and power to mass
ratio (Mellios et al. [44]). With a simplified set of quantities (cf. IEA [29]) one obtains

Buetin(t) = 1.15 +0.000392 - V; 4+ 0.00119 - m + 0.643 - Bryer.ip(®)  (1.1)

where B,.1,1p(-) s the type-approval fuel consumption in 1/100km, m is the vehicle
reference mass in kg (empty weight + 75kg for driver and 20 kg for fuel), and
V, is the total displacement of the internal combustion engine in cm®. The in-use
correction formula (1.1) has been derived for gasoline ICE based-vehicles and serves
as estimation formula for real-world fleet consumption.

Chassis dynamometer studies like the WLTP are typically more precise and repeat-
able than those obtained from real-world scenarios. However, in the past few years,
portable emissions measurement systems (PEMS) have experienced a remarkable
technological development as reported in Franco et al. [20]. PEMS are complete sets
of emission measurement instruments that can be carried on-board the vehicle and
measure in real time the emitted emissions under dynamic load.
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1.3 Process Model, Control Strategy, and Optimization

Let us collect the challenges from the last sections:

e improved performance and fuel economy can only be obtained with complex
powertrain ensembles;

e multiple contradictory design goals available;

e satisfying real-world drive cycles, which may consist of many time discretization
points;

e acontrol strategy may be unknown prior to the design stage (structure and control
parameters).

It seems to be obvious that these challenges can not be solved with heuristic models
and methods. A common approach is to model the powertrain using first principles
and to simulate the closed-loop system. This simulation-based approach, however,
works only satisfactorily if the control strategy is a priori known or can easily obtained
from prior control design results.

A more general approach that is discussed in this book is to find optimal control and
state trajectories using numerical optimizations, which are the basis for determining
a proper control structure.

1.3.1 General Problem Statement

All of the design aspects mentioned before are quite complex in nature and need to
be structured. An elegant way is to cast the design problems into a modern control
view—an uniform abstraction level. In general, design problems have parts without
and with time dependencies. The latter one needs some control strategy to influence
the dynamics in such a way that the specified aims of the system are achieved. This
result in a pair of plant and controller which can be connected as shown in Fig. 1.5.
Here, GP(-) is the generalized plant and C(-) is the control strategy.

Here, the vector w(t) € RY» represents external inputs to the control system, such
as

w(r) (1)
gP()

[ u(r) ] {xm}
@ (1)) q(®)

Fig. 1.5 Modern control loop with generalized plant

Kx(0),q(0) <
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references(t)
w(t) = | disturbances(t)
parameters

u(t) € RM is a vector of continuous-valued controls that assumes real values within
a given convex set with nonempty interior and is called for short continuous-valued
controls. w (-) is a function that defines events at time instances #; as

o) ef{l,2,...}, t=t
w(t) =0, t#£t

and is called discrete control. x(t) € RV~ is a vector of continuous-valued states that
assumes real values and is called for short continuous-valued states. q(-) is called
discrete state and is defined on a finite set of values ¢ (¢) € {1,2,...}. z(t) € R is
a fictitious output vector that is used to express design specifications.

The general process GP(-) represents the (modeled or real) vehicle and contains
many different information, for instance

e references specify the set points of the control system;

e disturbances may be unknown a priori. Measurable or observable examples are
road slope and curves, road friction, traffic flow;

e parameters are time independent. They influence the vehicle design and con-
sequently the efficiency of the energy conversion for each energy converter in
the system. Examples are vehicle mass, aggregated vehicle inertia, wheel radius,
rolling coefficient, air drag coefficient, maximum vehicle cross section area, effi-
ciency of the power converters, efficiency of the power source, efficiency of the
power grid, and so forth;

e continuous-valued states represent measurable or observable operating condi-
tions of continuously acting physical units. Examples are vehicle velocity, battery
energy, and so forth;

e discrete state represents the operating state of discrete acting physical units like
valves, thyristoren, etc. and of control software structures, which change their
discrete values at time ?;;

e continuous-valued controls and discrete control, both, influence the energy flow.
Examples are torque of the converters, vehicle speed, and on/off commands for
power switches and valves;

o fictitious outputs calculate or measure important auxiliary variables. Examples
are fuel consumption, emissions, number of on/off switchings; and

o design specifications enforce constraints to the fictitious outputs. Examples are
low fuel consumption, low frequency of switchings.

The parameters—more precisely design parameters—span the configuration space
and influence the energy flow in a static but global way. The time-dependent vari-
ables of a specific vehicle configuration are the controls and states. The evolution of
the continuous-valued states is described by a set of partial and/or ordinary differ-
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ential equations. While the evolution of the discrete state is described by transition
equations. Thus, the controls drive the mixed states consisting of continuous-valued
states and discrete state and influence the energy flow of a vehicle configuration in a
dynamic but local way.

It is important to understand the relationship between global and local energy
efficiencies, which should not be mistaken with global and local minima of functions.
The first one determines the time independent global efficiency for the entire drive
mission, whereas the latter one determines the instantaneous efficiency. Both together
compose the total efficiency of the vehicle

nveh,tot(t) = Nveh,g * nveh,l(t)-

This reveals the importance that for a good vehicle design both efficiencies have to be
maximized. Moreover, these efficiencies are cross-coupled which makes the design
procedure a challenging task. A separation into two distinct design procedures is
the preferred methodology in practice but requires a full enumeration of the design
variants. Consequently, for each vehicle configuration a feasible control strategy AC(+)
has to be found. A control strategy KC(-) links the continuous-valued states and the
discrete state and maybe further information to generate the feasible continuous-
valued controls and discrete control. Feasibility means the controls and states satisfy
constraints implied from the vehicle configuration. If not, then the complete vehicle
configuration is infeasible. This reveals issues that are commonly affected in control
system design. It is good practice to employ the following conditions on the design
of the control strategy XC(-) such that the control law generates efficient and robust
feedback control:

e control and state constraints. One encounters on real physical systems con-
straints on continuous-valued controls and continuous-valued states, which limits
the performance of the closed-loop system;

e feasibility. The control policy must satisfy technical, economical, and environ-
mental constraints;

e action. Acting on systems requires energy and has to be considered in the con-
trol design. This can be a challenging modeling task, which usually needs some
simplifications; and

e uncertainty. Assuming a complete characterization of the behavior of the system
is highly unrealistic, which requires that the control design must perform well in
the presence of uncertainty.

1.3.2 Energy Management

Energy management strategies () have an huge impact on the local energy con-
sumption of hybrid vehicles, since the newly gained degrees of freedom can be
controlled to improve the overall system efficiency.
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In general, it is desirable to provide optimal controls in order to minimize fuel
consumption and the related emissions without compromising the performance of
the vehicle. This task is dedicated to energy management of a hybrid vehicle, which
is located on the electronic control unit (ECU) and consists of interfaces, software
codes, and many calibration parameters. The complexity of energy management
depends on the degree-of-freedom of the hybrid powertrain. For example, the repar-
tition of torque, which depends on the number of electric machines installed in the
powertrain. The hybrid powertrain is usually controlled by a control policy that con-
sists of several layers. The upper layer constitutes a supervision control structure that
is connected to energy management and is responsible for determining the set point
values for the underlying control loops.

The energy management controller /C(-) from Fig. 1.5 can be realized using dif-
ferent strategies. Let us review the most important ones.

Heuristic and rule-based (RB) strategies as discussed by Schouten et al. [59]
have the advantage of being completely causal and hence directly applicable to
given hybrid powertrain configurations. These approaches to find the suboptimal
calibration parameters are well established in practice. It is obvious, because of the
wide number of parameters, such energy managements result in hard calibration tasks
and no evidence can be given that the solution is even nearly optimal. Therefore,
heuristic design processes are time-consuming and cumbersome. The results are
usually limited to one specific vehicle configuration.

In the literature, a well-recognized solution method to tackle this problem is
the equivalent consumption minimization strategy (ECMS) (Serrao et al. [62]). The
ECMS strategy has been first introduced by Paganelli et al. [48] as a method to reduce
an optimization problem to an instantaneous minimization problem. The method is
based on an instantaneous minimization of a sum of fuel mass flow and weighted
electrical power. The equivalent fuel consumption can be formulated as

ty ty
T(l,? @ uer (u(r)) =/ Mg (u(t), s(1)) =/ m puer (1)) + %} * Ppar (u(t)) dt

to fo

1.2)

where i1, (-) and 11 7,0 () are the equivalent fuel mass flow of the hybrid system and
the fuel mass flow of the IC engine, respectively, both in kg/s, Py, (-) is the electrical
battery power, and H; is the fuel’s lower heating value (energy content per unit of
mass). s is the equivalence factor which converts the electrical battery power to an
equivalent fuel mass flow and has a major impact on the success of this methodology.
The strength of this method is certainly the low computation time, which makes

it a candidate for the implementation as an online control strategy. However, the
weighting factor s has a significant influence on the value of the equivalent fuel con-
sumption. In practical applications, the determination of a meaningful equivalence
factor can be a hard task, since it strongly depends on future drive cycles which
are not a priori known. Its value affects the effectiveness of the control strategy to
maintain the charge of the battery. If it is too high, more penalties are given to the
consumption of electric energy, which prevents electric driving. If it is too low, elec-
tric energy is cheap for propelling the vehicle and therefore the charge of the battery
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is likely to be completely depleted. The operation to maintain the battery’s charge
is called charge sustaining. The operation of this simple control strategy leads to a
nonrobust behavior because the objective function (1.2) does not explicitly include
information about the state of charge £(-). Thus, the instantaneous minimization of
(1.2) cannot maintain the charge of the battery within a predefined range. To over-
come this drawback, a correction p(&(-))-term (Paganelli et al. [49], Serrao et al.
[62]), which is a function of the state of charge, can be introduced to compensate
deviations from the set-point. This extends the ECMS strategy to

Iy
T(it? @ ruer(u(?)) =/ 1 puer(U(t)) + % * Ppar(u(2)) - p(§(2)) dr. (1.3)

fo

The performance of (1.3) can be further improved by adaptive tuning of the equiv-
alence ratio s (Musardo et al. [45]), which then becomes a function of time namely
s(t). Frequent choices are the tuning of the ratio according to charging/discharging
conditions of the battery and vehicle accelerations.

A further step is the consideration of the last term of the objective function as
a differential equation é(t) = g1(&(), u(z)). This promotes the idea of formulating
the fuel-optimal operation of an hybrid vehicle over a known cycle as an optimal
control problem (OCP) given as

i
rll;l(ltl)l ¢fuel(u(t)) :/ mfltel(u(t)) de (14)

]

subject to the battery’s state of charge differential equation

E(1) = gi1(€(0), (1), V1 € [to, 1f] (1.5)

and then solving this problem using an appropriate numerical method.

There is a close relationship between ECMS (1.2)—(1.3) and the optimal control
problem (1.4)—(1.5). The key element is to interpret the term under the integral in
(1.2)—~(1.3) as a Hamiltonian function, if the model is set up correspondingly. The
equivalence factor for the electrical power is usually assumed to be constant. Using
the Hamiltonian interpretation, the equivalence factor can be interpreted as a costate.
Then, an optimal control method can be applied to determine the equivalence factor.
A more rigorous explanation of the close relationship between ECMS and optimal
control was described by Kim et al. [37]. Hamiltonians play an important role in
optimal control as will be shown in the coming chapters.

In the majority of problem statements, the cost function will resemble fuel con-
sumption over a test cycle but is not limited to this. From an emission point of
view, the IC engine produces exhaust-gas products which might also be relevant. For
instance, the minimization of the total energy of a diesel hybrid is just allowed if the
increase in nitrogen oxide(s) keeps below a certain threshold. Therefore, under cer-
tain circumstances, it can be attractive to impose additional emission constraints to
address some engine-out emissions. One common approach is to treat the emissions
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as additional constraints to the basic problem (1.4)—(1.5)

ty
IlIll(ltl)l (]5(:02 (u(@®)) = / rlmfuel(u(t)) dr

4]

subject to

E(t) = g1(6(), u(1))
nico(t) = g2(x(1), u(r))
nno, (t) = g3(x(1), u(r))
nmuc(t) = ga(x(1), u(r))
mco(t) < Z1
myo, (1) < Zy*
myc(t) < Z7“*
x(t) = [£(t), mco(t), mno, (), muc(?)

z(t) = [mco(t), myo, (1), muc(®)]"

]T

where Z{'*, Z7'**, and Z3'“* are the upper bounds of the corresponding emissions:
mco(-) carbon monoxide (CO), mno, (+) nitrogen oxide(s), and myc(-) hydrocarbon
(HC). Carbon dioxide emissions have a direct relation to the fuel consumption by a
constant conversion factor r;. This factor expresses, how much CO, is emitted for
every liter of fuel burned. This is known as the engine brake specific CO, (Stockar
et al. [66]).

A major difficulty in controlling such systems which is often ignored in the lit-
erature is the fact that hybrid vehicles comprise continuous-valued controls as well
as discrete controls and therefore the overall system constitutes a hybrid system and
should be modeled as such. Examples are rare in the literature, noteworthy is the
text of Zhu et al. [71]. Hybrid systems occur naturally in many technical applica-
tions as well as in applications from natural sciences such as biology or chemistry.
Whenever a system has continuous-valued control inputs, but at the same time can
make discrete decisions or switch between different subsystems, the system can be
modeled as a hybrid system. A prominent example of a discrete decision is the on/off
command for the internal combustion engine. More complex decisions in automotive
applications are gear choices or different drive modes.

This adds new degrees of freedom in the control of the powertrain. It should be
pointed out, that the term “hybrid” in “hybrid vehicle” does not necessarily refer to the
existence of discrete phenomena but to the fact that at least two energy storages and
converters exist. In most cases, the additional energy storage will be a high-voltage
battery and the converter an electrical motor/generator.

The task of finding the controls of a hybrid system is called hybrid optimal con-
trol problem (HOCP). The terminology hybrid optimal control problem has been
established by the control engineering community. The optimization community
uses instead the terminology of mixed-integer optimal control problem (MIOCP) to
highlight the discrete character in the optimization problem.
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The solution of the optimal control problem (1.4)—(1.5) results in an open-loop
control law u = K, which requires the knowledge of the test cycle a priori. From
classical control theory, it is well known that open-loop controls are not robust against
disturbances and model mismatch which prevents the direct application as an online
strategy. Nevertheless, the solution of optimal control problems will often be very
helpful in the calibration of RB control laws, as will be shown in Chap. 11 with less
heuristics. Another strategy is to solve the OCP over a shortened time horizont, < ¢,
called prediction time horizon and to retrigger the calculation if a certain threshold
based upon the continuous-valued states is exceeded. Such a control strategy is
closed-loop and known as model predictive control (MPC) (see Chap.12). MPC
has been widely used in process control because of its ability to incorporate control
and state constraints. A lot of specialized solution methods are developed for MPC
of hybrid systems. For example, in Passenberg et al. [52] it is demonstrated that
the speed of a truck and the selected gear can be controlled using a hybrid MPC
such that the fuel consumption and travel time are optimized simultaneously for
maximizing the profit. Much experience has been gathered in the last decades to
setup MPC strategies efficiently in automotive problems (see for instant, Fritzsche
and Diinow [22], Behrendt et al. [7]), but, there are still some obstacles which makes
the application to energy management a challenging task:

e the prediction time horizon for solving energy management has to be sufficiently
large which requires enormous computing capacity on ECUs; and

e MPC strategies rely on accurate future information about constraints, boundary
conditions, disturbances, etc. (Back [3, 4], Borhan et al. [13], and Passenberg
[51]), but this information is for long prediction horizons not easy and reliable to
obtain.

Nevertheless, predictive control policies have the potential to make the gap between
laboratory evaluated controller tests and tests performed under real-world conditions
smaller. Compared with heuristic and ECMS approaches, the use of optimal con-
trol theory can significantly reduce the calibration burden, reduce heuristics, and
yield much better results under “real” optimality conditions. Consequently, a grow-
ing research area has been established, which focuses on optimal control of hybrid
vehicles. Among many others, these works were performed by Paganelli et al. [50],
Sciarretta [26], Liu and Peng [42], Stockar et al. [66], and Sivertsson et al. [64].

1.3.3 Numerical Solutions

The determination of optimal controls for hybrid systems is complicated by the fact
that the system inputs include continuous-valued controls as well as a discrete control
and because of the strong interaction between these inputs, a separate optimization
will yield inferior results than a combined approach. Even though optimal control of
nonhybrid systems is well researched and many powerful algorithms exist, the meth-
ods cannot readily be transferred to the hybrid context. Likewise, the well-established
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methods for discrete optimization are not suitable, when the discrete decisions inter-
act with continuous-valued controls. This has initiated a growing interest on efficient
algorithms for solving HOCPs. Algorithmic development was treated, among others,
in the works of Hedlund and Rantzer [27], Bengea and DeCarlo [8], Alamir and Attia
[1], Shaikh [63], Sager [55], Axelsson et al. [2], and Passenberg [51].

The solution approaches of (hybrid) optimal control problems can be categorized
in three main types as shown in Fig. 1.6. The assignment of the methods to the three
main categories is not necessarily unique since some methods combine characteristics
from several categories. Hybrid systems are characterized by various subclasses, e.g.,
hybrid systems with a fixed or free number of switchings and hybrid systems with
autonomous or controlled transition mechanism from one discrete state to another
one. Switched systems may be obtained from hybrid systems as a further subclass
by neglecting the discrete dynamic behavior and instead applying the switching
command directly. The distinction is important because the main development branch
over the recent years has led to efficient algorithms dedicated to only one property of
these subclasses. Only a few algorithms are able to handle several of these properties

(Hybrid) Optimal
Control Problems

Direct Methods:

* Shooting and
Collocation for

Dynamic Program- | |Indirect Methods: .
ming: Continuous Systems
& « (Multiple) « Methods for
¢ Discrete Dynamic Shooting for Switched Systems
Progr.ammmg for Continuous _ Mixed-integer
Continuous Systems .
Nonlinear
Systems ¢ Extended p .
e Discrete Dynamic (Multiple) rogramming
. . — Branch-and-
Programming for Shooting for
Hybrid Systems Hybrid Systems Bound
) ) 2 2 — Relaxed Shooting

and Collocation

— Two-stage
Method

— Parameterized
Switching Instants

Fig. 1.6 Overview of the most prominent methods for the solution of (hybrid) optimal control
problems
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simultaneously. Thus, the choice of the applied algorithm must be made specifically
for each hybrid system subclass and requires that the problem is well analyzed and
classified.

Very accurate methods of solving optimal control problems are indirect methods
(IM). Indirect methods solve a multi-point boundary value problem (MPBVP) that
originates from first-order necessary conditions for local extrema that an optimal
solution has to satisfy. Common methods to solve MPBVPs for purely continuous
optimal control problems are gradient methods (Kirk [38], Bryson and Ho [14], and
Stengel [65]) and indirect (multiple) shooting (Bock and Plitt [10], Betts [9]). Mul-
tiple shooting can be extended for hybrid systems with controlled and autonomous
switching as proposed by Riedinger et al. [53], where the trajectory of the hybrid
system is decomposed into a fixed number of phases (also called arcs) with constant
discrete state. Indirect solution methods are described in Chap. 7.

Another solution class are direct methods (DM). Direct methods can be advanta-
geous over indirect methods due to their larger domain of convergence, which reduces
the difficulty of initialization, and their direct applicability to optimal control prob-
lems without or less knowledge of optimal control theory. Direct methods have the
advantage to incorporate state constraints without requiring a predefined sequence of
constrained/unconstrained arcs (von Stryk and Bulirsch [67]). They became popular
to abroad class of high-dimensional optimal control problems with the progress made
in nonlinear programming with sparse Quasi-Newton update rules. Algorithms for
purely continuous systems can be adapted for the switched counterpart by convexifi-
cation. Convexification approaches allow to cast switched optimal control problems
(SOCP) into a much larger but continuous OCP class where the binary controls are
relaxed. Specifically tailored methods for solving SOCPs are branching techniques,
two-stage approaches, and mixed-integer nonlinear programming methods (Gross-
mann [23, 24]). These approaches are computationally very demanding.

A frequent argumentation for direct methods is the lower level of knowledge
required in optimal control theory compared with indirect methods. Indeed, direct
methods employ no optimality conditions directly and are therefore more easily to
apply to practical problems. However, to exploit the full potential of direct methods,
numerical aspects become more in focus and take a large part of the effort (see
Chap.9).

The solutions of indirect and direct methods provide only open-loop optimal
controls, whereas an optimal feedback control law is obtained from the dynamic
programming (DP) principle. This methodology can be extended for theoretically all
subclasses of hybrid systems including nondifferentiable state-jumps and switching
costs. However, it must be stressed that even standard problem formulations with
free final time ¢, cause some algorithmic challenges. Nevertheless, the DP paradigm
is well recognized in academia and industry due to its fairly simple implementation
and the undemanding dealing with modeling data. The latter one makes it feasible to
use even nonsmoothed model data which may cause in direct and indirect methods
catastrophic results due to nondifferentiabilities. This unproblematic dealing is def-
initely a major strength of this approach but is still only applicable for small-scale
problems.
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Table 1.1 Qualitative comparison of dynamic programming, direct methods, and indirect methods

Category Dynamic Direct methods Indirect methods
programming

Optimality of solution Global Local Local

Domain of convergence Global Larger than IM Smaller than DM

Ease of initialization Good Medium Worse than DM

Ease of applicability Good Good, but worse | Worse than DM

than DP

Ease of dealing with constraints Medium Good Worse than DP

Accuracy Low Medium-high High

Control solution Closed-loop Open-loop Open-loop

Switching costs are important to penalize frequent switchings which may causes
mechanical wearing. Dealing with switching costs is also possible with direct meth-
ods as shown in Chap. 8 but requires a special formulation.

Table 1.1 summarizes the main characteristics of the three methodologies.

1.4 Bibliographical Notes

Rule-based energy management strategies are discussed in Lin et al. [41], Schouten et
al. [59], and Khayyam et al. [35]. Fuzzy Logic-based energy management strategies
can also be classified as rule-based and are employed in Baumann et al. [6], and
Farrokhi and Mohebbi [18].

The ECMS strategy has been initially proposed by Paganelli et al. [48, 50] and
enhanced by Sciarretta et al. [60], Chen and Salman [16], Musardo et al. [45], Liu
and Peng [42] among others. According to its low computational requirements it
is implementable as online strategy. In the works of Paganelli et al. [49], Serrao et
al. [62], and Jia [32], the state of charge penalty function p(&(-)) were somehow
different, but share the same idea: setting a higher penalty factor when the state of
charge is low, in order to prevent it being over-discharged, while setting lower penalty
factor when the value of the state of charge is high, in order to utilize the full potential
of electric energy.

Optimal control problems are mainly solved offline. Online strategies can be
implemented in the framework of model predictive control. A widely used strategy
to solve OCPs is to use the Pontryagin’s minimum principle (PMP). This approach is
discussed by Rousseau et al. [54], Serrao and Rizzoni [61], Kim et al. [36], Stockar
et al. [66], Kim et al. [37], and others. These works share the common approach
to model the operation of a hybrid vehicle with a model similar to a quasi-steady
model and reduce the problem to finding the initial value of the costate. In Serrao
and Rizzoni [61], battery aging is additionally included in the problem formulation.


http://dx.doi.org/10.1007/978-3-319-51317-1_8
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Model predictive control strategies are well recognized for automotive topics and
have been investigated by Fritzsche and Diinow [22], Behrendt et al. [7], and Back
[3].

Dynamic programming is also widely applied to solve problems with quasi-steady
models, often to compare the results of ECMS/PMP with the global optimum with
respect to a chosen discretization (Karbowski et al. [33], Rousseau et al. [54], and
de Jager et al. [31]). In the work of Kum et al. [39], DP is used to solve a much
more complex optimal control problem considering thermodynamic and emission
constraints.

Some authors proposed nonlinear control techniques to solve the energy manage-
ment problem. For instant, Barbarisi et al. [5] used a nonlinear decoupling strategy.

Switched or hybrid optimal control problems are reformulated to mixed-integer
nonlinear programming (MINLP) problems and thoroughly investigated by many
authors, noteworthy are Sager [55-57] and Grossmann [23-25]. The use of embed-
ding for solving a system with two modes is encouraged by Uthaichana et al. [70].
Gear changes as well as engine starts and their respective costs are included in the
two-stage algorithm proposed by Niiesch et al. [46].
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Part I
Theory and Formulations



Chapter 2
Introduction to Nonlinear Programming

2.1 Introduction

In this chapter, we review some important theory on mathematical optimization
(also known as mathematical programming) which provides direct motivation for
some numerical algorithms. However, highly efficient algorithms must also account
for particular properties and structures of the problems. There are many important
special cases for which specialized algorithms are available. Figure 2.1 depicts some
of them.

The central problem of such mathematical programming problems is that of min-
imizing or maximizing a given function of a finite number of variables subject to a
finite set of equality and/or inequality constraints. In the first part of this chapter we
concentrate on nonlinear programming (NLP) which can be viewed as a part of math-
ematical optimization. Nonlinear programming deals with optimization problems,
where the objective function or some of the constraints are nonlinear. This contrasts
with: linear programming, which frames algorithms for the solution of optimiza-
tion problems with linear objectives and constraints; quadratic programming, which
frames algorithms for the solution of optimization problems with quadratic objec-
tive and linear constraints; and convex programming, which frames algorithms for
the solution of optimization problems with convex objective and concave inequality
constraints. During the course of this chapter we will see that nonlinear programming
also makes use of quadratic programming solution techniques.

In the second part the nonlinear programming problem formulation is extended
by a disturbance parameter. The study of the influence of this disturbance parameter
on the optimal solution introduces the concept of sensitivity, which motivates some
advanced algorithmic extensions.

The last part of this chapter extends the single-objective formulations to multi-
objective formulations.

We begin our discussion by introducing some definitions regarding rates of con-
vergence of iterative solvers. These definitions are quite helpful in giving us a metric
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to assess algorithms for solving nonlinear problems. The following results can be
found in Ortega and Rheinboldt [62].

Definition 2.1 (Q-linear Convergence) A sequence {y;} C R"> converging to a fix
point {y*} is said to converge Q-linearly if a constant 0 < ¢, < 1 exists such that

IYit1 =¥ = cq Il yi

Al

holds for all indices i that are sufficiently large.

A

Definition 2.2 (Q-superlinear Convergence) The sequence is said to converge Q-
superlinearly if a sequence of positive factors c,,; — 0 exists such that
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Iyier =¥ 1= cgoi 1yi = ¥" |l
holds for all indices i that are sufficiently large.

A

Definition 2.3 (Q-quadratic Convergence) Finally, the sequence is said to converge
Q-quadratically if a constant 0 < ¢4y < 1 exists such that

I yis1r =Y < cgq Iy —¥" I

holds for all indices i that are sufficiently large.

A

These convergence rates are called Q-rates, because the convergence factor ¢,
in the definitions above is a quotient. Similarly defined are the R-rates for which the
convergence factor c,, is a root. If in one of three Definitions 2.1, 2.2, and 2.3, the
index i 4 1 on the left-hand side is replaced by i 4+ m the corresponding convergence
rate is denoted as the m-step convergence rate.

The R-rates are defined as:

Definition 2.4 (R-linear Convergence) A sequence {y;} C R converging to a fix
point {y*} is said to converge R-linearly if a constant 0 < ¢,; < 1 exists such that

VIyi =y |l <en
holds for all indices i that are sufficiently large.
A

Definition 2.5 (R-superlinear Convergence) The sequence is said to converge R-
superlinearly if a sequence of positive factors ¢,;; — 0 exists such that

\/i ” yi —Y* ” = Crs,i

holds for all indices i that are sufficiently large.

A

Definition 2.6 (R-quadratic Convergence) The sequence is said to converge R-
quadratically if a constant 0 < ¢4, < 1 exists such that

Vilyi =y Il < e

holds for all indices i that are sufficiently large.
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For linear and superlinear convergence the R-convergence rates are always smaller
than the Q-convergence rates. Therefore, the R-linear convergence is generally slower
than the Q-linear convergence; the same applies for superlinear convergence. For
quadratic convergence this relation does not hold.

Most convergence analyses of optimization algorithms are concerned with Q-
convergence.

2.2 Unconstrained Nonlinear Optimization

We begin our short introduction to numerical optimization with the fundamentals
of unconstrained optimization. These are needed to understand the more complex
algorithms for constrained optimization, which are later used to solve the optimal
control problems arising from the problem formulations.

The simplest nonlinear programming problem is that of minimizing or maximizing
a function f : RM» — R. We restrict our analysis only to the minimum problem, as
the problem min f(y) is equivalent to the problem max (— f(y)).

Definition 2.7 (Unconstrained Nonlinear Programming Problem) An unconst-
rained nonlinear programming problem (also known as a free mathematical pro-
gramming problem) is given by

min f(y) 2.1

yeRMy

where f : R — R is a smooth and real-valued objective function of the vector
N,
y € RY.

A

The vector

Y1

Y2
Y= .
YN,

contains all the decision variables of the unconstrained NLP.

Definition 2.8 (Extremals) A point y* € R is called a local minimum of (2.1), if
a local region U, with € > 0 exists such that

fo" < fy) (2.2)

is satisfied Vy € U (y*). If instead of (2.2),
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foH < fy (2.3)

applies, then y* is called a strict local minimum of (2.1). For the case that (2.2) is
satisfied Vy € R, y* is a global minimum of (2.1). If (2.3) also holds for a global
minimum, then (2.1) has an unique global minimum.

A

In the remainder of this chapter it is assumed that f is twice continuously differ-
entiable on R"Y> with respect to y, so that the Hessian for f£(-) is defined.

2.2.1 Necessary and Sufficient Conditions for Optimality

Every local minimum y* of Problem (2.1) satisfies the first-order necessary condition,
which is the vanishing of the gradient of f(y*) (Fermat’s condition)

Vi) =0 2.4)
and the second-order necessary condition
VIVZF(y)v=0, YveRM, v#0, (2.5)

which means that the Hessian V2 f (y*) must be positive semi-definite.

But these necessary conditions can also apply to local maxima or saddle points.
So, a point that satisfies these conditions is only guaranteed to be a stationary or
critical point of Problem (2.1).

If in addition to the necessary conditions the second-order sufficient condition for
the point y* holds that f(y*) has a positive definite Hessian (i.e., f(y*) is locally
strict convex)

vIVZf(y)v>0, VveRM v=+£0,

then the point y* is guaranteed to be a local minimum and is called strict local
minimum.

In summary, every local minimum satisfies the two necessary conditions, but must
not necessarily satisfy the sufficient condition. Vice versa, every point that satisfies
the necessary conditions and the sufficient condition is guaranteed to be a local
minimum.

2.2.2 Newton—Raphson Method

To find aminimum of (2.1) the system of equations (2.4), which is generally nonlinear,
must be solved. A commonly used method for this problem is the Newton—Raphson
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method. Treating the current point y as fixed and introducing a new variable d as
deviation from y, the idea now is to construct an iterative procedure by using a linear
Taylor approximation of V f(y + d) around the point y

Viy+d) ~ V) +Vfyd (2.6)

where d denotes the search direction,

af

oy
Vi) =] :
of

YNy

is the N,-dimensional gradient vector with respect to y, and

of o L _2f

dyf  0yidm Y19y,

L oY

Oy20y1  dy: 9y20yn,
2 2 y
Vaf(y) =

vy 2p vy

dyny Y1 3yady2 vy,

is the symmetric Ny x N, Hessian matrix.
By simply setting (2.6) to zero, one obtains the Newton’s search direction with

d=—(V*f(y) 'VI. (2.7)

Using the Newton’s search direction (2.7), we can generate a sequence {y},cy by
applying the update rule
Yi+1 = Vi + di. (2.8)

For the sake of notational simplicity we introduce the following abbreviations V f; :=
Vf(yi) and V2 fi := V2 f(yi).

The proof and conditions for local convergence of the method to a stationary point
y* were first stated in a general form by Kantorovich [46]. We use an adapted formu-
lation of the Kantorovich’s theorem for the problem (2.1), similar to the statement
in Ferreira and Svaiter [25].

Theorem 2.1 (Kantorovich’s Theorem) Let f(-) be twice continuously differen-
tiable on int (C) (the interior of C) with respect to'y where C € R™, y, € int(C),
L > 0, w > 0 and suppose that

1. V2 fy is nonsingular;
-1
2. 01(V2fo) [VPA=V2ARIISLIYyi —y2 0, Vyi.y2 €C;
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-1
3.0 (Vo) Vo< w;and
1
4. oL < —
2

holds. Define the radii

and
1+ +/1—-2wL
=

If there exists a ball Blyo,r;] C C, then the sequence {y},cn generated by the
Newton—Raphson method with the starting point y is contained in B(yo, I1), con-
verges to a unique zero of y* (2.4) in Blyo, r1] and

1
Iy —yir < 3 Iy —yell, YkeN.

If oL < 1/2 also holds, then the sequence {y },cn converges Q-quadratically with

L )
* < —— || y*— , VkeN
Ny —¥er1 1= Wisys Iy —y«ll

and y* is the unique zero of (2.4) in Blyo, p] for any p such that
r; < p <1y and Blyo, p] C C.

Proof Proofs of this theorem can be found in Kantorovich [46, 47], and
Ortega [61]. U

Under the assumptions (1-3), the theorem of Kantorovich gives sufficient condi-
tions for Q-linear convergence and, with the additional assumption wL < 1/2, for
Q-quadratic convergence to a stationary point y*; However, it neither guarantees that
the method converges to a local minimum nor that the method converges at all if the
starting point is not in the neighborhood of a stationary point.

Even though the theorem of Kantorovich does not explicitly state the radius 7.,
for which the sequence {yz};cn With || yx — y* || < r. is guaranteed to converge to
y*, it does guarantee the existence of r. > 0. r. is denoted as the convergence radius
of the Newton—Raphson method and B[y*, r.] as the sphere of convergence.

If the starting point yj lies inside a sphere of convergence and the Hessian V? f; is
positive definite, the theorem of Kantorovich guarantees the convergence to a local
minimum, because for a positive definite Hessian V2 f the inverse is also positive
definite. Then, one can state that

VIV ) 'VEy) >0, (2.9)
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and it follows with Equation (2.7) that
d’Vf@y <0 (2.10)

which is called a descent condition and this guarantees that every step of the Newton—
Raphson method decreases the function value of (2.1).

In this case, the Hessian V? f; keeps positive definite for all further iteration steps
and therefore the sufficient condition (2.5) for a local minimum is satisfied at the
point of convergence y*.

If the starting point lies inside the sphere of convergence and the Hessian is not
positive definite the Newton—Raphson method converge to a stationary point, which
can be local minimum, a local maximum, or a saddle point. If the method does not
converge to a local minimum, the Newton—Raphson iteration must be restarted with
another appropriate starting point or a globalization strategy must be used to be able
to find a local minimum.

2.2.3 Globalization of the Newton—Raphson Method

In the previous section, we have seen that if the starting point does not lie inside the
sphere of convergence of a local minimum, one obtains no guarantee of convergence.
It is therefore an obvious extension of the Newton—Raphson method to demand
a minimum decrease of the function values for every iteration to establish global
convergence to a stationary point and it is hoped to a local minimum

S+ < fF(yo)- (2.11)

This condition guarantees a monotonously decreasing sequence of function values
and aims to reach a sphere of convergence in a finite number of iterations, if the
function has a bound on the minimum value.

There are two main types of algorithms that aim at finding a sequence of points
that satisfy Condition (2.11) at every iteration: line-search methods and trust-region
methods. We will focus on line-search methods only because these methods perform
very well for the class of problems discussed in this book.

By using line-search methods we satisfy Condition (2.11) for every iteration by
enforcing that the search direction dy, is a descent direction (2.10) and adding a step-
size o € (0, 1] to the iteration rule (2.8) which is then called the line-search iteration
rule

Vi1 = Yi + ogdy.

Inside a sphere of convergence, the Newton—Raphson method guarantees conver-
gence to a stationary point with the step-size o = 1. Outside a sphere of convergence
oy can be chosen small enough to satisfy Condition (2.11) because dy is a descent
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direction. This modification of the Newton—Raphson method is known as damped
Newton—Raphson method.

The next subsections describe how to choose an adequate step-size and how to
enforce the search direction d; to be a descent direction.

2.2.3.1 Step-Size Algorithms

An appropriate step-size should at least satisfy Condition (2.11) for the next iterate.
Consequently, the descent condition is defined by

Fyr +ardy) < f(ye). (2.12)

If only the descent condition is considered for calculating a step-size, it might be
possible that the convergence becomes very slow due to small decreases in function
values or that the algorithm does not converge at all.
This requires a modification of (2.12) with a factor € € [0, 1). We obtain then the
condition
FOx+ady) < f(y0) + eV f dy. (2.13)

This condition was proposed by Armijo [2] in 1966 to simplify the application of
deepest descent algorithms and is up to now a major contribution in determining a
proper step-size. Thus, Condition (2.13) is known as the Armijo condition.

If the factor € is large enough, then the additional term enforces a reduction in f(-)
proportional to both the step-size o and the directional derivative g d. Obviously,
for ¢ = 0 the Armijo condition is equal to the descent condition (2.12) and this
procedure can still lead to very small step-sizes.

To avoid this drawback Wolfe (cf. [71] and [72]) introduced the additional con-
dition

VI +ad) d > p- Vildg (2.14)

and restricted the parameters to € € [0, 0.5) and p € (€, 1), which limits the decrease
of the step-size to an infimum. Conditions (2.13) and (2.14) together are called Wolfe
conditions.

But a step-size, which satisfies these conditions, must still not be close to an
optimal step-size. Therefore, the condition can be strengthened by the modification

IV +odo) die| < p- |V dy

)

which is then called together with (2.13) strong Wolfe conditions.
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It remains to clarify how a step-size, which satisfies either the Armijo condition,
the Wolfe conditions, or the strong Wolfe conditions can be calculated. A step-
size for the Armijo condition can be calculated in a fairly simple way because it
is automatically satisfied if the step-size is small enough. For this task the basic
backtracking algorithm can be used.

The basic backtracking algorithm described in Nocedal and Wright [59] deter-
mines the smallest j € N>y with 8 € (0, 1) such that for oy = B/ Condition (2.12)
is satisfied. The usual way is to search for the first index j that satisfies the descent
condition (2.12) beginning with j = 0.

For the (strong) Wolfe conditions the backtracking algorithm needs not to ter-
minate, because very small step-sizes are not acceptable. Instead, the line-search
algorithm described in Moré and Thuente [57] can be used.

2.2.3.2 Descent Search Direction

If the Hessian is positive definite then the Newton search direction (2.7) is a descent
direction (see (2.9) and (2.10)). In general, one can expect a positive definite Hessian
only in the neighborhood of a local minimum. From a global scope it is unlikely that
the Hessian V? f; is positive definite for all iterates yy. In order to enforce a descent
search direction one can replace the Hessian V? f; with any other positive definite
matrix B; in Condition (2.10) and calculate the search direction thereby

d, = -B_'Vf. (2.15)

If one chooses the unity matrix B; = I, the search direction d; is exactly the steepest
descent search direction.

This makes the strategy clear, if the iterates of the minimization process have not
reached a sphere of convergence with a positive definite Hessian, the search direction
(2.15) is determined by applying a modified matrix By and an adequate step-size until
a sphere of convergence with a positive definite Hessian is reached. Hereafter, the
Newton search direction with a step-size of 1 is used to exploit the fast quadratic
convergence from the Newton—Raphson method.

A common method to realize a blending between a positive definite matrix and
the exact Hessian is to apply a scaled updating with

By = i1+ V2 fi

where «; must be chosen large enough to ensure positive definiteness of B;. With
increasing k the weighting factor «; must tend to zero such that inside a sphere of
convergence the exact Hessian can be used. To guarantee By to be positive definite
kx must be chosen larger than the absolute value of the most negative Eigenvalue of
V2 fi. Betts [7] assumed the choice of

ki =1 - (Jox| + 1)
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with the weighting factor t; € [0, 1] and the Gershgorin bound for the most negative
Eigenvalue

N,
ox = min hii_E [l
I<i<N, —

i#]

Here, h;; denotes the element of the i-th row and j-th column of the Hessian V2 fe.

The choice of the weighting factor t; essentially affects the performance of the
minimization process; in the neighborhood of a local minimum it should be chosen
as small as possible. Therefore, one can use the backtracking algorithm to find the
smallest 7; for which the matrix By is still positive definite. An effective algorithm
to check the positive definiteness of By is presented in Chap. 9.

2.2.4 Quasi-Newton Method

For the methods for nonlinear unconstrained optimization previously introduced
the calculation of the Hessian in every iteration is needed. Because this calculation
is numerically an expensive task and in general not beneficial outside a sphere of
convergence, one can try to approximate the Hessian or the inverse of the Hessian with
an update rule, which only requires first-order derivatives of the objective function.

The approximation of the Hessian is denoted by B; and the approximation of the
inverse Hessian is denoted by Hy for every iteration number k.

Davidon first introduced the variable metric method in 1966, which is known
today as Quasi-Newton method [17]. Davidon used the symmetrical rank 1 (SR1)
update

(5k - Hk)’k) (ak - Hk}’k)T

H; = H; +
(8 — Hk}’k)T Yi

and the rank 2 update

88;  Huyy{Hy
8V yiHy,

Hey = Hy + (2.16)

to approximate the inverse of the Hessian. Herein, 8y = yx4+1 — yx is the change
made iny and y, = V fiy1 — V f; the change made in the gradient V f(y) at the
k-th iteration. The advantage of the approximation of the inverse of the Hessian is
that no linear system of equations need to be solved to calculate the search direction.
Instead, a simple matrix—vector multiplication is used. A proof of convergence of
this method is given by Fletcher and Powell [31]. The update process (2.16) is known
as the DFP update formula (named by Davidon, Fletcher, and Powell).
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The SR1 formula for the approximation of the Hessian is

(7 —Bidi) (v — Bkak)T

By =B +
7y — Bk3k)T )y

and the DFP formula is

6T 8 T T
By =(1- 2% ) g (1 — X0 ) Xu¥e 2.17)
8 Vi 8 Vi 8 Vi

The characteristic feature of the SR1 and DFP formulas is the validity of the secant
equations

yiHi =8 (2.18)

and
Bk+15k =Yk (219)

Thereby, the SR1 and DFP updates track the curvature of the object function along
the search path and store these informations in the updated matrices. In order to
guarantee that the updated matrix keeps positive definite the curvature condition

8y, >0 (2.20)

must be satisfied in every iteration. It can be seen that this condition preserves the
positive definiteness, if Equation (2.19) is multiplied from the left-hand side with 8,{.
Obviously, the same applies to the secant equation of the inverse Hessian if (2.18) is
multiplied from the right-hand side with . The SR1 update has the drawback that
the denominator can vanish. In this case the update cannot be applied.

A further update formula for the inverse of the Hessian which also fulfills the
secant Eq. (2.18) is

Syl 8T 887
He = 1- kTyk - H - I—y;fk + ;k.
S i S vk S Vi
This update formula is known as the BFGS update rule (named by Broyden, Fletcher,
Goldfarb, and Shanno). The inverse BFGS formula is

T Bu58I'B
Biyi =B, + 2AYE 2RO 2.21)
81( Yi 8k Bk8k

On the basis of the two update formulas (2.17) and (2.21), a convex class of update
rules, known as the Broyden class, can be stated with
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BF DFP
Bk+l = (1 - ¢k)Bk+1GS + ¢kBk+l .
The explicit formula can be stated as

T T
¥ B34, B

Bt =B+ b — —— A= 4 gmn]
Sk Yi SkBk8k

B.d
v, = (3,{Bk5k)'/2 ( Yk L)

8y, 8BS,

where

Dennis and Moré [20] showed that a Quasi-Newton method converges
Q-superlinearly if the condition

i B — V2O =y Il
m =
k=00 Il ¥Ye+1 — ¥i |l

0

is satisfied. They also showed that this condition is always fulfilled, if any of the
above-described Quasi-Newton update methods is used and the curvature condition
(2.20) is fulfilled. If a damped Quasi-Newton method is used the step-size must
become 1 in the neighborhood of the solution y* to hold for a Q-superlinear conver-
gence rate.

2.3 Constrained Nonlinear Optimization

This section is about minimizing at least two times continuously differentiable func-
tions subject to constraints. The following definitions and theorems can be found in
numerous textbooks including Nocedal and Wright [59], Fletcher [29], McCormick
[54], Avriel [4], and Gill et al. [36].

Definition 2.9 (Constrained Nonlinear Programming Problem) The constrained
nonlinear programming problem with equality and inequality constraints is given by

min  f(y)

yeRMy

subjectto  g(y) <0 (2.22)

h(y) =0

where f : R — R, g : R — R and h : RY — R are all assumed to be
twice continuously differentiable and real-valued. The constraints are defined as
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g1(y) hi(y)
g(y) = : and h(y) :=
gn, (y) hy, (y) A

For a compact representation the optimization problem (2.22) may be rewritten
to

min £ (y) (2.23)
yes

where S is the feasible set of points.

Definition 2.10 (Feasible Set) A pointy € RV is feasible, if all constraints of (2.22)
are satisfied. The feasible set contains all feasible points

Si={yeR" |g(y)<0,i=1,....,N; A hj(y) =0, j=1,...,Np}.

The feasible set S ¢ R is closed.

A

Remark 2.1 The set S is also known by the terms: the feasible region or the oppor-
tunity set.

Remark 2.2 We assume that the feasible set is given by the solutions of a finite num-
ber of equations. Abstract constraints or variational inequalities are not considered.

Before we derive the optimality conditions of Problem (2.23) some further defi-
nitions are required.

Definition 2.11 (Set of Active Indices) An inequality constraint g;(y) is said to be
active if g;(y) = 0. Then, the set of active indices Z of the inequality constraints is
defined by

Iy :={i=1,....Ny | g(y) =0}. (2.24)
The number of active indices is defined by
Nz :=#I(y)

where the symbol # means the number of elements.
A

The set of active indices characterizes the relevance of the inequality constraints to
the optimal solution y*. That means, an inactive inequality constraint has no influence
on the optimal solution.
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Definition 2.12 (Extremals) A point y* € R is said to be a local minimum of
(2.23), if y* € S is satisfied and € > 0 exists, such that

fo" < fy) (2.25)

is satisfied Vy € S N U, (y*). If instead of (2.25),

fo) < fy (2.26)

applies, then y* is called a strict local minimum of (2.23). For the case that (2.26) is
satisfied Vy € S, y* is a global minimum of (2.23).

A

2.3.1 Necessary and Sufficient Conditions for Optimality

One can find many necessary conditions with different strong assumptions in the
literature, but only a few of them are directly applicable to practical optimization
problems. The two fundamental results for (2.23), which have an impact on modern
nonlinear programming algorithms, are the Fritz John and the Karush—Kuhn-Tucker
conditions.

A prerequisite for stating the necessary conditions for the Problem (2.23) is the
definition of the Lagrangian function, named after the mathematician Lagrange who
treated equality-constrained optimization problems in the second half of the eigh-
teenth century.

Definition 2.13 (Lagrangian Function (Nocedal and Wright [59])) The mapping
L:RY x R x RV x RM — Ris defined by

Ny Ny
LGy, o, M w) =10 f (¥) + D igi(¥) + D wihi(y) (2.27)
i=1 i=1

and is called the Lagrangian function for the problem definition (2.23). [y and the
components of the vectors

AT = [)»1, AU ANg] and uT = [Ml, e, /,LNh] (2.28)
are called Lagrange multipliers.

A

Theorem 2.2 (First-Order Necessary Conditions, Fritz John Conditions) Suppose
that the functions f (-), g(-), andh(-) are continuously differentiable with respecttoy.
Then, the following Fritz John conditions are satisfied at a local minimum (y*, A, p):
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1. sign condition:
lp > 0; (2.29)
2. optimality condition:
Vy LGy, lo, A ) = oV f(y*) + Ve' (y)A + VR (y)p = 0. (2.30)

where the Jacobian matrices of g(-) and h(-) are of size Vg(y*) € RN and
Vh(y*) € RN,
3. complementarity conditions:

A>0, g0 <0, AMgyH=0; (2.31)

and
4. equality constraints:

h(y*) = 0. (2.32)

Proof Proofs can be found in John [45], Mangasarian [51], and Bertsekas [6]. [

Each vector (y*, Iy, A, p) € R T1+Ne+Ni which satisfies the conditions (2.29)—
(2.32) is called a Fritz John stationary point of (2.23). It can be shown that for a
local minimum y* a point (ly, A, ) # 0 with [; > 0 only exists if an additional
condition, called a regularity condition or a constraint qualification, is satisfied. If
such a constraint qualification holds, /[ = 1 can be chosen without loss of generality.

In textbooks on optimization one can find numerous different constraint qualifica-
tions for nonconvex problems. In general, it is desirable to use the weakest constraint
qualification in order to restrict the allowed constraints as little as possible. But it
is a major drawback of the weaker constraint qualifications, e.g., the quasiregular-
ity condition, that they cannot be evaluated in a simple manner. Therefore, stronger
but much easier evaluable constraint qualifications like the Mangasarian—Fromowitz
constraint qualification or the even stronger linear independence constraint qualifi-
cation are often used. They are defined as follows.

Definition 2.14 (Mangasarian—Fromowitz Constraint Qualification) Letapointy €
S be feasible for (2.23) and the active set Z(y) be defined by (2.24). Then, the
Mangasarian—Fromowitz constraint qualification (MFCQ) holds if the gradients of
the equality constraints Vh;(y), j = 1, ..., N, are linearly independent (i.e., the
constraints in this case are said to be regular) and there exists a vector b € RV such
that

VhI(Wb=0(j =1,...,Ny) and Vg[ (y)b < 0 (Vi € Z(y)).
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Definition 2.15 (Linear Independence Constraint Qualification) Let a pointy € S
be feasible for (2.23) and the active set Z(y) be defined by (2.24). Then, the linear
independence constraint qualification (LICQ) holds if the gradients Vg;(y), Vi €
Z(y)and Vh;(y), j =1,..., Ny are linearly independent.

A

Remark 2.3 One can realize that these constraint qualifications are strongly restric-
tive. One can even show that these constraint qualifications are over restrictive just
with a simple test. If an equality constraint 4; (y) = 0O is replaced by two equivalent
inequality constraints, e.g., with g;(y) <= 0 and g;(y) >= 0, neither the MFCQ
nor the LICQ holds.

Theorem 2.3 (Karush—-Kuhn-Tucker Conditions) Assume that the functions f(-),
g(-), and, h(-) are continuously differentiable with respect to 'y and a constraint
qualification holds. Then the following conditions at a local minimum (y*, A, i)

Vo L(y* 1, A, 1) =0 (2.33)
Vﬂﬁ(y*, LA, u)=hyH=0 (2.34)
VALY, 1A p) =g(y") <0 (2.35)
gy =0 (2.36)

A>0 (2.37)

are satisfied and are known as Karush—Kuhn—Tucker (KKT) conditions.

A

Proof Proofs of Theorem 2.3 can be found in Karush [48], Kuhn and Tucker [49],
Mangasarian [51], Bertsekas [6], Fiacco and McCormick [27] and Fletcher [29]. [J

Remark 2.4 The Fritz John conditions with /; = 1 are also called Karush—Kuhn—
Tucker conditions.

Analogous to the Fritz John conditions, each vector (y*, A, p) € RN+NetNi

which satisfies the KKT conditions (2.33)—(2.37) is called a stationary KKT point
of (2.23).

Condition (2.36) can be tightened with the strict complementarity condition which
excludes thecase A; = Oand g; = Oforanyi =1, ..., N,. This stronger assumption
is needed in the sensitivity analysis.

Definition 2.16 (Strict Complementarity Condition) The strict complementarity
condition is satisfied, if

A—gly)>0 (2.38)

holds. A
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In order to ensure that any stationary KKT point (y*, A, ) is indeed an optimal
solution of problem definition (2.23), second-order sufficient conditions (SOSC) are
needed. SOSC also play an important role in the sensitivity analysis discussed in
Sect.2.4.

For the formulation of the SOSC we need the definition of the critical cone.

Definition 2.17 (Critical Cone) Suppose y is a feasible point, then the critical cone
is defined by

T,:={veR" | Vgl(yyv=<0, ieZ(y), =0,
Vel (yyv=0, ieZ(y), >0
VAT (y)v=0, jefl,....Ny}}.

A

Theorem 2.4 (Second-Order Sufficient Conditions) Let y* € S be a feasible point
for the problem definition (2.23) and let the functions f(-), g(-), and h(-) be twice
continuously differentiable with respect to'y. Assume that Lagrange vectors A and j
exist, Theorem 2.3 holds and that the Hessian of the Lagrangian is positive definite
on the critical cone

VIVILGY A v >0, VveTe v#0. (2.39)

Then, y* satisfies the SOSC and is a strict local minimum of (2.23).

A

Proof The proof can be found in Karush [48], Fletcher [29], and Bertsekas [6]. [J

2.3.2 Projected Hessian

Because of the critical cone the evaluation of Theorem 2.4 is quite difficult in practice.
Therefore, we project the Hessian of the Lagrangian to the kernel of the constraints
to obtain numerically evaluable conditions.

Suppose, we found a triple (y, A, p) of (2.23) which is feasible and the strict
complementarity condition of the Lagrange multipliers and a constraint qualification
holds, i.e., the tangent cone is a vector space. Then, with the Jacobian matrix of all
active constraints

A, = (Vaily) Vi)',

where the indices are given by i € Z(y) and j = 1,..., N;, we can restate the
critical cone as
Ty, ={veR™ | A,v =0} = ker(A,).
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The set ker(A,) denotes the kernel of the matrix Ay. It should be noted that the
dimension of the matrix depends on the number of active constraints A, € RM >
with N; := Nz + N,,.

Using the kernel ker(A ), Condition (2.39) is equivalent to

VTV)Z,,C(y*, A V>0 Vveker(A,),v#0.

Introducing the matrix P € RV *®™,=N) with full column rank whose columns span
the kernel ker(A,) such that

AP = Oy, v,—n,y),
any vector v € ker(A,) can be uniquely reexpressed as
v =Pw
for some vector w € RV>=Ns Then, Condition (2.39) may be restated as
wPTVIL(y* A, w)Pw >0, Ywe RV w£0 (2.40)

under the assumption that the strict complementarity condition (2.38) holds and P
forms an orthogonal basis for ker(A ).
The matrix

B,.q :=PTVIL(y* A, )P € RM™N)x(N=i) (2.41)

is called the projected or reduced Hessian. From (2.40) it can be concluded that the
positive definiteness of the reduced Hessian is equivalent to the positive definiteness
of the full Hessian Vfﬁ(y*, A, p) on the critical cone. Thus, the check for SOSC is
reduced by showing that the projected Hessian is positive definite. The matrix P can
be obtained by a QR-factorization of A}T, with

Al =QR = (Q Q) ( Ry ) (2.42)

O, —Ny %N,

where Q € RV*M is an orthogonal matrix and R; € R™>*™ is a regular upper
triangular matrix. Then P := Q, forms an orthogonal basis for ker(A,), which can
be shown if Eq. (2.42) is multiplied from the left-hand side by Q7

T
(Ql ) Av(y) = ( R, ) = Asz = ONJX(N}.—N:)-

QJ O, — N xN,
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2.3.3 Sequential Quadratic Programming

A group of very popular methods to solve the constrained minimization problem
(2.23) are sequential quadratic programming (SQP) methods. SQP algorithms are
iterative and in every iteration they intend to calculate a suitable search direction. Han
[43] and Powell [65] showed that such methods converge to a solution (KKT point) of
the NLP problem using local curvature information by approximating the Lagrangian
as a quadratic function and the nonlinear constraints as linearized constraints. They
also showed that the local convergence rate of these methods is Q-superlinear, if an
update method from the Broyden class (i.e., BEGS or DFP) is used to obtain a convex
approximation of the Lagrangian. A local minimizer is found by solving a sequence
of these convex quadratic subproblems.

There are two common variants of the SQP method, line-search and filter SQP
methods. Line-search SQP methods extend the Quasi-Newton methods of uncon-
strained optimization with line-search globalization strategy for constrained prob-
lems. The step-length is calculated for a suitable merit function, which accounts for
the object function and the constraints. Filter SQP methods extend the Quasi-Newton
methods of unconstrained optimization with trust-region globalization strategy to
constrained problems.

As for the unconstrained case we will concentrate only on line-search methods for
constrained optimization, because the numerical results for both types of SQP algo-
rithms are nearly identical for the problem set considered in this book. Furthermore,
only the Quasi-Newton based SQP methods are discussed.

The construction of line-search SQP methods is analogous to Newton—Raphson
methods. The gradient of the Lagrangian function (2.27) is approximated by a first-
order Taylor expansion, which is supposed to vanish in a local minimum accord-
ing to the necessary conditions. We obtain the first-order Taylor expansion of the
Lagrangian function as

VyL(y +d, A, p) ~ Vf(y)+ Vg' (WA + Vh! (y)u +B(y, A, p)d = 0. (2.43)

The matrix B(y, A, p) accounts for second-order derivatives of the object function
and the constraints and is updated in every iteration with a suitable Quasi-Newton
update strategy.

The constraints g(-) and h(-) are also approximated with a first-order Taylor
expansion in every iteration step by

gy +d)~gy)+Vegyd <0 (2.44)

and
h(y +d) ~ h(y) + Vh(y)d = 0. (2.45)
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The search direction can be calculated by solving (2.43)—(2.45). If the active set of
the inequality constraints is known, only a system of linear equations must be solved
to obtain the search direction. In general, however, the active set is not known a
priori.

Notice that the solution of the system of Egs. (2.43) and (2.45) and the inequalities
(2.44) is equivalent to the minimization of a convex quadratic subproblem (QSP)
with linear constraints.

Definition 2.18 (Quadratic Subproblem) A QSP with linear constraints is defined
by

1
min  f(y)+ Vfi(y)d+ -d"Bd
deRM 2

subjectto  g(y) + Vg’ (y)d <0,
h(y) + Vh’ (y)d = 0.

(2.46)

We regard the solution to the quadratic subproblem (2.46) as search direction dy
that will be a descent direction for some merit function. Analogous to the globalized
Quasi-Newton method, we can generate a sequence {y};y by applying the update
rule

Vi1 = Yk + ody

where o, is a positive step-length and dy, is the feasible search direction calculated for
the k-th iteration of the SQP algorithm by solving the quadratic subproblem (2.46).

In the following three subsections, some methods are presented for solving the
quadratic subproblem to obtain the search direction, to calculate the step-length, and
to calculate appropriate Quasi-Newton updates for the Hessian approximation.

2.3.3.1 Solution of the Quadratic Subproblem

For the solution of the QSP (2.46) active set (AS) and interior-point (IP) methods
are particularly suitable. The theory of solving convex quadratic problems is quite
complex and would take a lot of space in this book. Therefore, only the interior-point
algorithm in its basic form will be introduced. Interested readers may consult the
textbooks of Nocedal and Wright [59], Fletcher [29], and Wright [73] to get more
information about this type of problem.

Before reviewing the IP algorithm we start with a QSP, which is only equality
constrained, and rename the variables as @ := yi, X := dy, y := p;, and z := Ay for
a more compact problem formulation.

Definition 2.19 (Convex Quadratic Subproblem with Equality Constraints) The
convex QSP with equality constraints can be compactly stated as
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: T 1 7
min f+x c+ -x Gx
xeRMy 2 (2.47)
subjectto Ax=Db

where G := By is the symmetric N, x N, Hessian matrix, A := Vh (@) is the
Jacobian of the equality constraints, ¢ := V f (@) is the gradient of the objective
function, b := h(w) are the equality constraints, and f := f(w) is the objective
function value—all at the k-th iteration. Notably, the term to be minimized is quadratic
and the constraints are linear.

A

From (2.27) we know that the Lagrangian for the quadratic problem (2.47) is
given by

1
Lx,y)=f+x"c+ EXTGX —y ' (Ax — b).

The first-order KKT conditions (see Theorem 2.3) of the equality-constrained prob-
lem (2.47) can be written as

V, L(x, c+Gx — AT
F(X’ Y) = I:V)L:Eiv §3:| = |: —A))(( +b y] = 0(Nx+Nh)><1‘ (248)

The Jacobian of (2.48) with respect to x and y is given by

G AT
= 2.49
(_A ON;‘ XN/,) ( )

and is known as the so-called Karush—Kuhn—Tucker-matrix (KKT matrix for short).
The solution of (2.48) can be calculated by

X G —-AT\ e
|:y:| T (_A ONhXNh) I:b:| 7 (230

which is equivalent to the calculation of Newton’s search direction.

x.y) = (Vﬁﬁ(x, Y) Vo L(x, y))
Ax,y) Vy L(X,y) V;L(X,y)

Remark 2.5 Note that the sign of equality constraints together with the Lagrange
parameters y’ (Ax — b) coupled to the Lagrangian can be chosen arbitrarily.

Having in mind the quadratic problem formulation (2.46) and using the new
variables one obtains a general convex quadratic problem formulation.

Definition 2.20 (Convex Quadratic Subproblem) In addition to Definition 2.19, the
general convex QSP can be stated as
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1
min f+xle+ EXTGX

xeRNy
subjectto  Cx >d,
Ax=Db
where C := —Vg' (w) is the negative Jacobian of the inequality constraints and

d := g(w) are the inequality constraints.

A

Interior-Point Method

We apply Mehrotra’s predictor-corrector IP method described in [55] to problem def-
inition 2.20. We first introduce slack variables s to convert the inequality constraints
to equality constraints with additional box constraints for the slack variables. Then
the first-order necessary conditions for this problem formulation can be stated as

Gx—Aly-CT'z=—c,

Ax = b,
Cx—s=d,
z>0, s>0, z's=0. (2.51)

A feasible starting point for this method can be directly denoted, because every point
(X0, Yo, Zo, So) With zg > 0 and sy > 0 is feasible. The iterates of the interior-point
method are always feasible, because z; > 0 and s; > 0 will be guaranteed due to a
suitable step-size calculation. In contrast to feasibility, the initial point will usually
not satisfy the complementary condition (2.51). Instead of imposing this condition
at every iteration, the algorithm aims at decreasing an appropriately chosen residual
of this condition. Therefore, the complementarity measure given by

T

S
= 2.52
Iz N, (2.52)

plays an important role in interior-point methods. Consequently, the violation of con-
dition (2.52) will be forced by the algorithm to become smaller with every iteration.

Given a starting point (X, Yo, Zo, So) With (zy, sg) > 0 and a parameter 7 € [2, 4],
the following steps for j = 1, 2, ... will be repeated until the convergence check is
verified and the algorithm ends with an optimal solution.
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Algorithm 2.1 QP Interior-point method (cf. Gertz and Wright [33])

l: j <1
T
Z:S;
2 — 2=
K Ny
3: if first-order necessary conditions are satisfied up to a given tolerance then
4:  stop
5: end if - - - B
6: Solve for (Ax?ff, Ay?ff, Az’}”, As‘}ﬁ):
aff
G -AT —CT 0 A"éﬁ_ rg;
A O 0 0 ij ’ _ rj
C 0 0 -I Az‘;ff - re; |’
0 0 Sj Z/‘ aff Z_/S_/e
/ Asj
where Sj = diag(Sjl, Sj2s ey SjNg), Zj = diag(zﬂ, Zj2senns ZjNg),

rg; = Gx; —ATyj — CTz.,- +e¢,rgj =Ax; —b,andrc; = Cx; —s; —d
7: Compute

aff _ g aff A4l f
o; _argaren(%ﬁj{(z_,,s_,)—i—a(Azj » As; )20}

8:
A ff Aaff
aff (z_/ +a7 Az;{ ) (s_/ +a; As’; )
My = N
g
9: N T
Méjf.f/
0,‘ <
Hj
10: Solve for (Ax;, Ay;, Az, Asj):
G -AT —CT 0o AX; I'Gj
A 0 0 0 Ay | _ raj
C 0 0 —I||Az; |~ Icj ’
0 0 SJ' Zj ASj ZjS_,-e —ojuje+ AijfASj-ffe

where AZY/ and AS‘;f 7 are defined in the same way as Z ; and S; from step 6
11: Compute
o = argo(ren(%ﬁ]{(zj, sj) +a(Azj, As;) > 0}
12: Choose «; € (0, &™) according to Mehrotra’s heuristic
13: Update Xj 4| < Xj +a;jAX;,yj11 < yj +ajAy;, zj11 < zj +a;Azj,
Sj+1 < Sj —l—ajAsj,andj ~—j+ 1
14: Return to step 2.

For details on the implementation of convergence criteria, Mehrotra’s heuristic
for step-size determination, simplifications of the linear system of equations, and
higher order corrections the interested reader may refer to Mehrotra [55], Gondzio
[40], and Gertz and Wright [33].
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2.3.3.2 Quasi-Newton Update for Constrained Problems

The Quasi-Newton update formulas from Sect.2.2.4 can also be used for the SQP
method, if one replaces the definition of y, with

Vi = VyLWk+1s Aty Big1) — VLY, A1y By

The proof of the local convergence of this Quasi-Newton update for constrained
optimization can be transferred to the unconstrained case, if the projected Hessian
(2.41) is used. Powell showed in [65] that

NPT B — VZL A )] Prs (a1 — Yo |l
lim - =0

k=00 Il Yev1 — ¥x |l
implies

—
% =0 (2.53)
k—1 —

where Py is the same projection matrix as in Egs. (2.41) and (2.53) implies a two-
step superlinear convergence rate. It should be reminded that the strict complemen-
tary condition must hold for the existence of the projected Hessian and is therefore
required for this result about the convergence rate.

A practical drawback of the Quasi-Newton update for constrained optimization
is the fact that the curvature condition (2.20) tends to be violated more frequently
and therefore the Quasi-Newton update matrix By is no longer positive definite.
To avoid this drawback Powell suggests the use of a modified BFGS update with

nn; _ B.8:8; By

By =B, + (2.54)
Sime 8By
where y, is replaced with n;, which is defined as
N =6y + (1 — 0By (2.55)

The factor 6y is given by

1, 8]y, = 0.28] B;d;
O =1 0.88] B;d;

kP 8Ty, <028TB8,
SZBkSk —5;{}’1( Yk k DOk

With this modification, the stronger condition

8. m, > 0.28] Bié;
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is satisfied in every iteration of the SQP method and the BFGS matrix remains positive
definite. The update formula (2.54) has proven to perform well in many applications
(often even with a Q-superlinear rate of convergence) and Powell proved that the
convergence rate is at least R-superlinear if some additional assumptions for the
modified BFGS updates hold (see Powell [65]). However, there is, as far as we know,
no general proof of local convergence for this modified update formula.

2.3.3.3 Step-Size Calculation with Merit Functions

After the calculation of the search direction d; a suitable step-size o must be deter-
mined. To accomplish this task a merit function can be defined, which weights the
decrease in the object function and the violation of the constraints. A prerequisite is
that the search direction d; obtained from the QP is also a descent direction of the
merit function.

The necessity of a merit function can be best imagined for a given pair of points. If
the two points are feasible one can determine which is best by comparing the objec-
tive function values. However, this becomes problematic if the points are allowed
to be infeasible. Then, it is not apparent which of the two points offers the best
approximation to the solution.

In their line-search SQP algorithms, Han and Powell introduced the /; merit func-
tion

(y,0.v) = f(y)+o" -max(0,g(y) +v" - |h(y)l,

where the maximum must be evaluated element-wise, and Powell suggests updating
the penalty parameters o and v according to the update rules

Arl k=0

1 (2.56)
max { [Agl, 3 -1+ 1AD), k>0

Ok =

and
— |Mk’ . (2.57)

That means, the merit function assigns a positive penalty for increasing constraint
violations. For the penalty parameters (2.56) and (2.57) it can be shown that the
search direction dy is a descent direction of the /; merit function. Because of the non-
differentiability of the /; merit function Powell recommends using the backtracking
algorithm with a modification of the Armijo condition (2.13) as step-size procedure

Fyr +oudy) < f(yr) +ear(f(yx +dp) — £(yr)

withe = 0.1.
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A further drawback of the /; merit function is that the iterations can cycle, such
that the SQP algorithm does not converge at all or converges only very slowly. This
effect is known as the Maratos effect [52].

To avoid the Maratos effect some modifications to the algorithm can be applied.
One possible modification to overcome the problem is the Watchdog technique pro-
posed by Chamberlain, Powell, Lemarechal, and Pedersen [14]. Another approach
is a second-order correction of the QSP solution as described in Mayne and Polak
[53], Fletcher [28], and Coope [16].

The aim of a second-order correction is to replace the update y;.; = yr + oxdy
by a corrected update }

Yir1 = Yx + apdi + afdy,

where the correction step d; will be obtained by a modified equality or modified
inequality-constrained quadratic subproblem.

Definition 2.21 (Equality-Constrained Quadratic Subproblem for the Second-Order
Correction (cf. Coope [16])) The modified equality-constrained quadratic subprob-
lem for obtaining second-order corrections can be formulated as

~ 1~~~
min  d" (Vf(y)+d)+-d"d
deRM 2

subjectto ey (y +d) + Vgl-TeI(y) (y)a =0,
h(y +d) + Vh! (y)d = 0.

A

Definition 2.22 (Inequality-Constrained Quadratic Subproblem for Fletcher’s
Second-Order Correction (cf. Fletcher [28]) The modified inequality-constrained
quadratic subproblem for obtaining second-order corrections can be formulated as

~ 1-~ ~
min  d" (Vf(y) +Bd) + -d"Bd
deRMy 2

subjectto  g(y +d) + Vg’ (y)d <0,
h(y +d) + Vh! (y)d =0

A

The solutions d of these quadratic subproblems account for a second-order approx-
imation of the constraints curvature and can reduce the /; merit function and the
Lagrangian, if || d|is sufficiently small.

Motivated by the conditions for applying a correction step described by Mayne
[53], Coope [16], and Fletcher [28] we calculate a correction step only if

Ly +d, A, my) < L3y, A, my)
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applies and finally use it only if
LGy+d+d A, ) < L +d, A, py)

applies.

2.4 Sensitivity Analysis

In the last section we studied the local optimal solution y* of problem definition 2.9
with fixed boundary parameters. In the case that some of these parameters change,
the solution y* can no longer be regarded as locally optimal. But we are highly inter-
ested in solutions for different parameters to be able to find the best parameter set
for a prescribed NLP. The probably most simple and accurate method to deal with
such parameter variation problems is the reoptimization of the problem for several
parameter combinations selected by a brute force approach (Beltracchi and Gabriele
[5] and Biiskens [10]). The brute force approach can handle arbitrary large distur-
bances in the parameters, but the interpretation of the impact of varying parameters
on the results can be difficult due to the overwhelming amount of datasets generated,
which makes this method not only computationally demanding but also provides no
clear systematics in dealing with such problems.

To get a more systematic approach for such problems, we ask in a first step
only for solutions of a NLP with little disturbances in the parameter set, which can
be expressed as a first-order correction of the nominal solution. Such problems are
known as sensitivity problems and widely applied in the optimization theory. We con-
sider this problem class in a systematic fashion using sensitivity methods based on
the Kuhn—Tucker conditions (2.33)—(2.37). These methods avoid the computational
expense of reoptimization but are only local approximations of the disturbed solu-
tions. In so doing, we introduce an parameter vector p = [py, p2, .- ., pr]T epP
where P C R is an open set of finite-dimensional parameters and define a modi-
fied problem definition of the standard form of the nonlinear programming problem
(2.22).

Definition 2.23 (Parametric Nonlinear Programming Problem (cf. Biiskens and
Maurer [12])) The parametric nonlinear programming problem (NLP(p)) with
equality and inequality constraints is given

min  f(y,p)
yeRMy

subjectto  g(y,p) <0 (2.58)

h(y,p) =0
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where f : RM x P — R, g: RM x P — R, and h : RY x P — R are real-
valued and assumed to be twice continuously differentiable w.r.t. y. The constraints
are defined as

g1y, p) hi(y, p)
gy, p) = : and h(y,p) := :
gn, (Y, p) hy,(y,p)

A

Remark 2.6 For areference parameter vector p = pg the problem formulation (2.58)
is called an undisturbed or nominal nonlinear programming problem NLP(py).

The aim of the sensitivity analysis is the calculation of sensitivities of the para-
metric problem definition 2.23. The sensitivities are total differentials of the optimal
solution dependent on the parameter vector p. Based on the second-order sufficient
conditions the main result of the sensitivity analysis is the sensitivity theorem which
gives conditions for the existence and the properties of an optimal solution under
presence of disturbing parameters. A perturbed optimization problem is given if the
parameter vector p from (2.58) differs from the reference values py of the nominal
optimization problem (2.22).

The cornerstone of the sensitivity analysis is laid by Fiacco [26]. We follow the
definitions of this work and present the main results which are used in Chap. 13.
The following assumptions are made: the functions f(-), g(-), and h(-) can be either
linear or nonlinear functions of the NLP-variables y and the parameters p are held
fixed during the optimization. Then, based on the problem formulation (2.58), the
Lagrangian function is modified to £ : RM x R¥ x RV x P — R

Neg

Nj,
Ly A pap) = f.P)+ D Xigi(y,p) + O uihi(y, p)

i=1 i=1
where the Lagrange multipliers are defined as (2.28).

Remark 2.7 The necessary and sufficient conditions derived for the standard nonlin-
ear programming problem (2.22) apply to the modified problem formulation (2.58) as
well. Each constantly disturbed NLP(p) can be transformed to a standard nonlinear
programming problem.

Analogous to the nominal problem case, the first-order KKT conditions (2.33)—
(2.37) for the disturbed problem must hold. Thus, applying the KKT conditions for
the problem formulation (2.58) we obtain a system

V_\’L(ya )"7 IL’ p)
F(y,A, p,p) = A-g(y,p) = 0(N,.+Ng+1vh)x1 (2.59)
h(y, p)
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where A := diag(41, ..., Ay,). At the nominal solution F(yj, Ao, o, Po), the Jaco-
bian of F(-) with respect to the arguments y, A, and u is given by
oF
m(ya Ao, Ros Po) =
VL(Y5 Xos i, Po) Vyg” (¥, Po) Vyh' (¥5, po)
A - V,g(y5, Po) r On, <, (2.60)
V,h(yg, po) On, N, Oy, xn,

where the matrix I' is defined by I' := diag(g1(yg, Po)s - - - » §~, (¥5> Po))- The matrix
(2.60) is the KKT matrix. Since we assume from SOSC (2.*39) that V}Z,E(y(’j, Ao,
Lo, Po) is positive definite on a nonvanishing ker(AyT (¥5, Po)) the KKT matrix is
regular and therefore invertible. Hence, the classical implicit function theorem can
be applied to (2.60) to obtain differentiable functionsy : P — RY A : P —
RV, and p : P — RM in a neighborhood of py such that limp_.,, y(p) = ¥,
limy_,p, A(P) = Ao, and limp_, 5, p(p) = p applies.

Theorem 2.5 (Implicit Function Theorem (Fiacco [26])) Let the pair (y;, po) €
RN x P be given. Suppose the function K : RN x P — RN with K(y§, po) =
0 is a continuously differentiable mapping at the point (yg, po) and its Jacobian
with respect to y, i.e., V,K(yg, po), is nonsingular and thus invertible. Then, there
exists a neighborhood of Y C R™ with y € Y and P C RN» with py € P
and a differentiable and unique function'y : P — ), which satisfies the condition
K(y(), p) = 0 forall p € P with the unique solution'y = y(p).

A
Proof The proof can be found in Oliveira [60]. O

In order to obtain explicit formulae for the sensitivity derivatives of the optimal
solutions and Lagrange multipliers let us apply the Theorem 2.5.

Theorem 2.6 (Differentiability of Optimal Solutions (Biiskens [10])) Consider the
parametric nonlinear problem (2.58) under the following assumptions:

e the functions f(-), g(-), and h(-) are twice continuously differentiable with respect
tfo'y in a neighborhood of yo. Also, let the gradients V, f, V,g, V,h and the
functions g(-) and h(-) be continuously differentiable with respect to p in the
neighborhood of po;

e y; is a feasible solution such that the LICQ holds; and

o the triple (y§, Lo, lg) is an optimal solution for the nominal problem formulation
NLP(po) with the reference parameter vector p = po which satisfies the SOSC of
Theorem 2.4 and the strict complementarity condition (2.38).

Then, the following applies:

e there exists a neighborhood P C RN» of po, i.e., po € P, and once continuously
differentiable functionsy : P — RV, A : P — RN, and u : P — RV with the
following properties:
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1. y(po) =¥, A(Po) = Ao, m(Po) = Ky;

2. forall p € P, the triple (y(p), A(p), n(p)) satisfies the SOSC of Theorem 2.4
and the strict complementarity condition (2.38) for the perturbed NLP(p) prob-
lem. y(p) is a unique local minimum of the NLP(p) problem with the Lagrange
multipliers A(p) and u(p).

e forall p € P the following holds:

1. the set of active constraints is constant in P, i.e.,

Z(y(p),p) =Z(y;. Po)» Yp € P; and

2. the Jacobian matrix of active constraints

AP, p) = (V&) p) Vyh;(y(P),p)),

where the indices are given by i € Z(y;,p) and j =1, ..., Ny, has full rank,
ie.,

rank(A,(y(p),p)) = N;, VpeP.

A

Proof A compact proof which exclusively considers the active constraints can be
found in Biiskens [10]. The original proof with the consideration of all constraints
is presented in the work of Fiacco [26]. U

Remark 2.8 The requirement that the active sets of the nominal and disturbed prob-
lems keep unchanged can be quite restrictive. It is sometimes advantageous to remove
some constraints, if possible, to enlarge the neighborhood P of py.

Corollary 2.1 (Sensitivity Differentials) Suppose Theorem 2.5 holds. Then, the
sensitivity differentials are obtained by differentiation of the identity K(y(p), p) = 0
at the nominal parameter py with respect to p which yields

V,K(yg, Po) - V,¥(Po) + V,K(yg, po) = 0. (2.61)

Rearranging (2.61) yields the explicit formulae

V,y(po) = —(V,K(y5. po) ™'V, K(¥5, po)-
A

Analogous to Corollary 2.1, we obtain the sensitivity differentials of the paramet-
ric nonlinear programming problem (2.58) by differentiation of its optimal solution
(2.59) at the nominal parameter py with respect to all parameters p. This yields the
linear equations



58 2 Introduction to Nonlinear Programming

dy

) . , d—(Po)

Vi, Vgl Vbl |4 v, Lo

A-Vygg I Oyxn, @(PO) + A Vg | =08, +8)xN,
Vyhg Oy, xn, On,xn, du V,hg

——(po)

dp

where Lo := L(y§, Ao, Mo, Po), 8 = &(¥5, Po), and hg := h(y;, po) are defined for
the sake of a better readability.

Hence, the explicit formulae for the sensitivity differentials are obtained by the
following corollary.

Corollary 2.2 (Sensitivity Differentials of the Optimal Solution) Suppose Theorem
2.6 holds. Then, the sensitivity differentials of the optimal solution (2.59) at the
nominal parameter py with respect to all parameters p are given by

dy
Io (Po) , . -
d Vy ﬁ() Vy 20 V)v h() Vypﬁo
d_(pO) =—1|4- Vyg() r ONngh A - Vng
d},{ Vihg Oy, xn, On,xn, Vyho
o (Po)

p

A

One might think that the calculation of the sensitivity differentials is a byproduct
of all modern iterative solution algorithms that apply Newton’s method to the KKT
system, e.g., SQP methods, and hence the appearance of the Kuhn—-Tucker matrix.
However, the exact computation of the Hessian of the Lagrangian Vy2£0 of (2.60) in
every iteration is far too expensive for large-scale problems. In general, the direct
approximation of (2.60) by the wealth of Quasi-Newton methods is not possible
because they do not converge to the KKT matrix due to their low rank approximation
of the Hessian of the Lagrangian. This makes the embedding of the sensitivity analysis
in modern solution algorithms a challenging task.

A more straightforward way is proposed by Biiskens and Maurer [12] using the
calculation of the sensitivity differentials as a post-optimal analysis.

2.4.1 Sensitivity Analysis of the Objective Function
and Constraints

Beside the sensitivity of the optimal solution y* the sensitivity of the objective func-
tion and constraints are also interesting. The calculation of these sensitivities can
be accomplished by simply extending Corollary 2.2 to associated functions. Associ-
ated functions can be interpreted as functions which provide information about the
solution of disturbed NLP(p).
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Definition 2.24 (Associated Function) Let a : RYy x R¥ x RV x P — RN
be a continuously differentiable function and let the assumptions of the sensitivity
Theorem 2.6 hold. Hence, there exists a neighborhood of py, P C R, to define
differentiable functionsy : 7 — RM A : P — RN and u : P — R Then, the
function

a(p) ;= a(y(p), A(p), n(p), p)

is denoted as an associated function to NLP(p).
A

According to Definition 2.24, if the function f(-), g(-), and h(-) are continuously
differentiable with respect to the parameter vector p, then the Lagrangian £(-) is an
associated function. Moreover, the objective function f(-) and the constraints g(-)
and h(-) are associated functions too. Using Corollary 2.2 and the chain rules of
differentiation we obtain the sensitivity theorem for the associated function.

Theorem 2.7 (Sensitivity of Associated Functions) Leta : P — R be an asso-
ciated function. Further, let the assumptions of the sensitivity Theorem 2.6 for the
disturbed NLP(p) with the optimal solution yg, Ao, o for p = po hold. Then

-1
2 T T
da VLo Vygy Vyhg VypLo
d—p(po) =—(VyaVaVua)|[A-Vygy T 0N, <N, A-Vpgo | | +Vpa
VyhO ONhXNg ONhXNh VphO

is the sensitivity differential of the associated function.
A

Proof The function a(-) is a differentiable mapping with respect to the argument
y(-), A(-), m(+), and p. Together with Corollary 2.2 one obtains the result of Theorem
2.7 straightforwardly. (]

With this result it is easy to state the sensitivities of the objective function and the
constraints.

Corollary 2.3 (Sensitivity Differentials of the Constraints) Suppose Theorem 2.6
holds. Then, the sensitivity differentials of constraints are given by

_ . -
dg v}z' L 0 Vy gg V)‘ hg V)']l L:O
$<yz§, Po) = — (Vy20 Ongxn, Ongxvy) | [A-Vigo T Onxw, A-Vygo | |+ Vpgo

Vyho  On,xN, On,xN, Vyho

d
= V,vgoﬁ(l)o) +Y,8 (2.62)

r -1
. ViLo Vgl Vyh VypLo
— (¥5:P0) = — (Vyho Oy un, Onyxnvy) | [A-Vygo T Owgxw, A-Vpgo | | +Vpho

d
P Vyho  On, xn, On, <, V,ho

d
- Vyhoé(l)o) +V,hy =0, (2.63)
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In particular

dgo,

E(yzﬁ, po) =0, Vi€ Z(y;, po)

holds.
A

Proof Equations (2.62)—(2.63) are obtained directly from Theorem 2.7. It remains
to show that the sensitivity differentials are zero for active constraints. It follows for
every go, with i € Z(yg, po) from Corollary 2.2 that

dy
VygoiE(Po) = —V,&,
and therefore
dgi
d_p(yo’ Po) = —V,80, + V80, = 01w, -

The proof can be applied to the equality constraints in the same manner. (I

Corollary 2.4 (Sensitivity Differential of the Objective Function) Suppose Theorem
2.6 holds. Additionally, let the function f(-) be once continuously differentiable with
respect to p. Then, the sensitivity differential of the objective function is given by

—1
df ViLo Vygl  Vyh{ VypLo
Fys, Po) = —(Vyfo Oixn, O1xw,) | [A-Vygo T Onxw, A-Vogo | | +V,fo

Vyho  On,xn, On,xn, Vpho

d
= %fo%(po) +V,fo (2.64)

=V,Lo (2.65)
with fo := f(¥5, Po)-
A

Proof Equation (2.64) follows analogously from Corollary 2.3. With the first-order
necessary conditions from Theorem 2.3 it follows that

df
dp

" Thm. 2.3 d d
Vipy) M —xgvyg()%(po)—ugvyhaémo)wpfo.

Because of the strict complementarity condition (2.38), the inactive constraints can be
disregarded. Finally, it follows from Corollary 2.3 and the definition of the Lagrangian
2.13 that
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%(yé JP0) = AV ng (po) Vyh()j_:;(p()) +V, fo
. Y Vpgo) 1l (=V,he) + VY, fo
=V, (fo+Ar{go+njho)
Defé.lS VPL().

O

Remark 2.9 One can realize that the sensitivity differential of the objective function
using (2.64) needs second-order information to calculate (dy/dp)(po). In contrast,
(2.65) requires only first-order information. This has the consequence that for the
evaluation of the objective function sensitivities the solution of the linear equation
system and the differential of second order are not required which allows for a more
efficient computation.

A further differentiation of this identity yields the second-order sensitivities of
the objective function.

Corollary 2.5 (Second-Order Sensitivity Differential of the Objective Function)
Suppose Theorem 2.6 holds. Additionally, let the functions f(-), g(-), and h(-) be
twice continuously differentiable with respect to p. Then, the second-order sensitivity
differential of the objective function is given by

2f dy\” T du\” ,
ap? o5 p0) == o) VypLo+ ap (po) - Vpgo + ap (Po) - Vpho + VLo

dp
(2.66)
= (dl)T( Y-V L +(d—y)T( ). V2L d—y( Y+ V2L (2.67)
= dp Po) - VypLto dp Po) - Vy Odp Po p~0- .
A

Proof Using V,Ly =V, fo + Ag V80 + I Ir'v »ho, Eq.(2.66) is obtained by differ-
entiation of (d f/dp)(po). We obtain

2f(y po) = d(Vyfo+ A Vygo + 1l V,he)
p2 0> dp

o

®0) - [, Voo | + [A. Vom0 | + [ Voo

da\T du\7T )
(Po) - VypLo + ap (Po) - Vpgo + ap (po) - Vpho + VLo
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where the operator [b(x), A(x)] with the arguments b(x) € RV and A(x) € R¥»+N»
is defined by

' N
[b(x), A(X)] : [Zb(x)v a; 1 (x), . Zb,-(xwxai.,,(x)].

i=1 i=1

where the variable x of the operator is a substituted variable for y(-) or p, respectively.
This completes the proof of the first Eq. (2.66) of the second-order sensitivities of

the objective function.

Now follows the proof of (2.67). Using V,Ly = V, fo + XTVygo + [LTvyho and

applying Theorem 2.7 yields the following first equation straightforwardly. The sec-

ond and third equations follow from Corollary 2.3.

dy da du
2 T T
V}Lo%(l’o) + V,g @(Po) + Vyhy E(Po) = -V, L (2.68)
dy
A Vygoa(l)o) =—A-V,g (2.69)
dy
Vyhoa(po) = —V,ho. (2.70)

Multiplying the first Eq. (2.68) from the right-hand side by (dy/dp)(po), the second
equation (2.69) from the left-hand side by (dA/dp)” (po), and the third equation
(2.70) from the left-hand side by (du/dp)” (po) and summing them up yields the
following relationships with

da\’ da\’ v 591
(@) (po) - ng (Po) =— (@) (Po) - V8o (2.71)
du\’ dy du\’
(E) (Po) - VWO@(PO) =- (E) (Po) - V,ho. (2.72)

Putting (2.71)—(2.72) into the first sensitivity Eq. (2.66), then rearranging yields
2
f (yo, Po) =

T da

dp

d du\" dy 5
Po) - VypLo — | | — (Po) Vygo + ap (po) - Vyhg @(Po) + VLo

T T

dp
) (Po) - VypLo + ( ) (Po) - Vpgo + (dp) (po) - Vpho + Vlz,ﬁo
) ;)
P

<
- (&
gt

d
) (o) - VypLo + (V [ — (Po) : llo:| + Vypﬁg) %(Po) + Vﬁﬁo
qay
dp

o

=2( ) (Po) - VypLo + (%) (Po) - V2 {EO*(PO)]-FVZEO
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with the assumption that

dy)” dy\" ! rdy
p Po)VypLo = dp Po)VypLo ) = VL @(Po)-

O

The numerical advantage of (2.67) in contrast with (2.66) is its independence from
the Jacobian of the constraints and the Jacobian of the Lagrange multipliers.

2.4.2 Linear Perturbations

A special case of parameter disturbance is the linear perturbation in the constraints.
If the objective function is independent of the parameter vector p and the constraints
involve linear perturbation we obtain an optimization problem of the form

min £ (y)
yeRMy
subjectto g (y) — P <0, i=1,...,N, (2.73)

hi(y) =P+ =0, j=1,....,N,

where p € RNe™Ni ig the linear perturbation vector. Then, we obtain immediately
the sensitivities of the optimal solution, the constraints, and the objective function
with the following corollary.

Corollary 2.6 (Sensitivity Differentials for Linear Perturbation in the Constraints)
Let the problem formulation (2.73) with linear perturbation in the constraints be
given where py € RNs™™Ni is the reference parameter vector. Assume that the implicit
function Theorem 2.5 for the problem formulation (2.73) holds. Then, the sensitivity
differentials with respect to p are obtained by:

1. optimal solution:

dy
o (po) ) . _—
di Vy[,o V,g, Vyh
F{'](p()) =|A-Vygy T 0

/ Vhe 0 0 .
du yHo [ Ny+il
—(po)
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2. constraints:
dg dy
—(yg, =V,8)— — Iy
dp (¥0> Po) v80 ap (Po) — Iy,

3. objective function:

df Ao
—(yq, =V,Ly= .
dp (yO PO) p~0 (M'())

In particular fp—ﬁ(yé, po) = 0 fori ¢ Z(y;, po) holds; and
4. second-order sensitivity of the object function:

d
d2f . _ E(ym PO)
d_pz(yo’pO) = du( -

dp yOs pO

In particular g;—{(y(’;, po) = 0 fori ¢ Z(y;, po) holds.
li1
A
Proof The proof follows directly by insertion. (I

Remark 2.10 The same procedure can be applied to the objective function of the
form f(y) — r’y. The interested reader may refer to Biiskens [10] for more details.

2.4.3 Approximation of the Perturbed Solution

The calculated sensitivity differentials can now be used to approximate the perturbed
solutions of the optimization problem, if the perturbation of the nominal parameters
Ap = p — po is small enough, such that the set of active constraints does not
change. How to calculate the confidence region for the active set will be the topic of
Sect.2.4.4.

The approximated solution (y(p), ):(p), [L(p)) can be calculated very fast by the
use of the sensitivity differentials and therefore this method is suitable for an online
optimization strategy, which means that the approximated solutions can be calculated
in real-time even on the electronic control unit of the vehicle, if the optimal solution
y; and the sensitivity differentials (dy/dp)(po) are calculated offline before.

Instead of restarting the optimization procedure again, as it is done by the brute
force method, the perturbed solution triple (y(p), A(p), #(p)) is approximated by a
first-order Taylor series expansion according to
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- . dy
yP) *yP) =y, + g(po)Ap (2.74)

where ):(-) and fi(-) can be obtained analogously to (2.74). The computation of
(2.74) is very fast because the first-order Taylor approximation uses only matrix-
vector multiplication and vector addition.

For the objective function a Taylor approximation of second-order is even possible
with

2f
—Ap” (yo, pPo)Ap

(2.75)

d
fy®m.p) ~ fFP),p) = fo+ f(Yo’PO)AP-i- 5

where (d f/dp)(y;, Po) and (d2f/dp2)(y3, Po) are calculated by (2.65) and (2.67),
respectively. The approximated solution of the disturbed problem can deviate from
the optimal solution of the disturbed problem. The following theorem shows that the
error of the disturbed solution y(p), the functions f (y(p) P).g¥(P),p), h(F(p), p),
the multipliers X(p) L(p), and the Lagrangian L(y(p), X(p) f1(p), p) is of second-
order with respect to the disturbance Ap. Again, only the active constraints of the
inequality set are important. Therefore, we define the vector of active inequality
constraints as

g = (8)iez(ys.po)- (2.76)

Theorem 2.8 (Error Estimation) Let the assumptions from the sensitivity Theorem
2.6 hold. Let the functions f(-), g(-), and h(-) be three times continuously differen-
tiable with respect to y(-) and p. Then, there exists a neighborhood of po with P such
that the following error estimations hold for all p = po + Ap € P:

ly(p) — ¥l = Ol Ap[*)

Iy (). p) — fF®). I = O Ap[*)
lg. (¥ (@). p)Il = Ol AplI*)

IhGF®). Pl = OlAp[*)

Ir®) - i@ = odapP)
e — &P = Ol Apl*)
[v,£G®. 2@). 2. )| = 01 2pI).

Proof The proof can be found in Biiskens [11]. ([
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2.4.4 Approximation of the Confidence Region

The real-time strategy presented before can only be applied to perturbations that keep
the set of active indices unchanged. This restriction is necessary since a change in
the active set of constraints might result in a violation of the regularity condition and
thus render the sensitivity differentials incorrect or even invalid. This means that the
Egs. (2.74) and (2.75) are only bounded by the assumption that the active set remains
the same. An estimate of when the active set will change can be made by exam-
ining the Lagrange multipliers of the active inequality constraints (2.76) and linear
approximations of the inactive constraints. In order to obtain linear approximations
of the inactive constraints we need linear approximations of the Lagrange multiplier
A(p) and inequality constraint g(p) with

- ~ d
A(P) = A(P) :=r+ d—(po)Ap
dg 2.77)

g(p) =~ gp) =8+ 5(%, Po) Ap.

An inactive constraint (g; # 0, A; = 0) becomes active if g; vanishes under the
influence of disturbance. Using the Taylor series expansion from (2.77), this means

~ dg; % . «
O=gp~g+ R(YO’PO)AP’ i & Z(yp, Po)-

Accordingly, the disturbance Apy;; which causes g; to enter the set of active indices
can be approximated by using the linear prediction
8i , ,
Apjj )~ ——————, i ¢ZI(y;.po). JjE(l....N,} (2.78)

dg;
(Y5 Po)
dpyj

We assume that (dg; /dp;)) (¥, Po) # 0 holds. For the case (dg; /dpy;1)(yg, Po) = 0
the inequality constraint g; cannot become active and the region of confidence is not
restricted by Apy ;.

Analogous to the previous case, an active constraint (g; = 0, A; # 0) becomes
inactive if A; vanishes under the influence of disturbance. Using the Taylor series
expansion from (2.77), this means

. da _
0=2x( ~ A+ R(po)ﬂp, i € Z(yg» Po)-

Thus, the disturbance Apy;; which causes g; to leave the set of active indices can be
approximated by using the linear prediction
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Apyj ~ — g i €T P) € (L., Nyl (2.79)
—(po)

dpy )

We assume again that (dA; /dpy;;)(po) # O holds.

This enables us to predict a change in the set of active indices to occur at the
smallest value of Apy;; obtained from applying (2.78) and (2.79) to all inequality
constraints.

2.5 Multi-Objective Optimization

Many real-world optimization problems involve multiple objectives which often

conflict with each other. This becomes apparent if an improvement of one objective

may lead to a deterioration of another. Thus, a single solution, which can optimize

all objectives simultaneously, does not exist. Logically, we need to introduce another

concept for optimization of such problems which finds the best trade-off solutions.
Let us define a multi-objective optimization problem.

Definition 2.25 (Constrained Multi-Objective Optimization) A constrained multi-
objective optimization problem can be formulated as

fi(y)
min f(y) = : (2.80)

S (y)

where y is taken from the constrained decision space §2 which is defined by

2:={yeR" |g(y) <0Ah(y) =0} (2.81)
and the constraints are defined as
g1(y) hi(y)
g(y) = : and h(y) :=
gn, () hy, (y)

The objective functions and constraints f : R — RNs, g : R — RN, and
h: RY — R are real-valued.

A

Remark 2.11 To enlarge the potential algorithmic class that deals with problem
(2.80) and (2.81) we do not enforce the requirement that the functions f(-), g(-), and
h(-) have to be all continuously differentiable.
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Fig. 2.2 Pareto front: b
The bold blue lines show a

Pareto front. The points on

the thin black line are

dominated by points on the

blue lines and are therefore

not contained in the Pareto

front. Nonconvexity of

Pareto fronts may result from

active inequality constraints

N

The minimize operator in Definition 2.25 means, that we want to minimize all
objectives simultaneously. If there exists a single solution y*, which minimizes each
of the objectives fi1(y*), ..., fn,(¥"), we call it a trivial solution. But, in general, a
minimum of one objective will not be optimal for other objectives. Therefore, we need
to define another optimality concept: the concept of Pareto optimality. This concept
was first proposed by V. Pareto and is formally defined in terms of nondominated
decision vectors as follows (cf. Miettinen [56] and Zhou et al. [74]).

Definition 2.26 (Dominated Decision Vector) A decision vector y; € £2 is said to
dominate another decision vector y, € £2, (y; < y2) if fi(y1) < fi(y) for all
i=1,...,Nyand f;(y1) < fj(y2) for at least one index ;.

A

Definition 2.27 (Pareto Optimality) A decision vector y* € £2 is called Pareto
optimal or nondominated if there does not exist another decision vector y € §2
which dominates y*.

A

The set of all Pareto optimal solutions is called a Pareto optimal set, which can
be nonconvex and disconnected. So, the solution of problem definition 2.25 leads
in general to a Pareto optimal set. The image of the Pareto optimal set is called its
Pareto front, which is illustrated in Fig.2.2.

2.5.1 Elitist Multi-Objective Evolutionary Algorithm

The elitist multi-objective evolutionary algorithm (MOEA) is categorized as a sto-
chastic search technique which maintains and manipulates a population of solutions
and implements a survival of the fittest strategy in its search for better solutions
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(Davis [18]). These solutions are clustered into nondominated solution fronts, which
are used together with the best solutions found so far (elitism concept) to generate an
offspring generation by selection, crossover, and mutation. There are several elitist
MOEASs (Zhou et al. [74] gives a good overview), but we will concentrate only on the
elitist nondominated search genetic algorithm (NSGA), more precisely the second
generation NSGA-II, by Deb et al. [19].

The principle working scheme of NSGA-II is described in Algorithm 2.2.

Algorithm 2.2 Elitist Multi-objective Evolutionary Algorithm NSGA-II (Deb et al.

[19])

1:k<0

2: Choose a population size N pop

: Generate a random initial parent population Py of size N )
Qk < MAKENEWPOPULATION( Py)

. if prescribed number of generations Ny, is reached then
stop

: end if

: Generate a combined population Ry < P U O

9: Calculate F' <~ FASTNONDOMINATEDSORT(Ry)

10: Set Py < Wandl « 1

11: while | Py 1| + | Fi| < Npop do

12: Piy1 <~ Py UF

13: [ <—1+1

14: end while

15: I4iss < CROWDINGDISTANCEASSIGNMENT(F})

16: F; = SORT(F}, 1jist
17: Pyt < Prq U Fl[}“NW_‘PHll
18: k<~ k+1

19: Return to step 4.

The first population P, is randomly generated. Then, for each iteration k =
0, ..., Ny, the population Py is used to generate an offspring population Q) with
the same number of members N, as the parent population P (step 4 of Algorithm
2.2). Therefore, a tournament selection algorithm is applied to select some of the
parents, which are then used to generate the children for the offspring population
by crossover or mutation. A simple tournament selection algorithm which selects
the fitter of two randomly selected members from the population Py as parents is
called a binary tournament selection. An algorithm MAKENEWPOPULATION which
implements a binary tournament selection for the selection of N, parents (step 3
of Algorithm 2.3) and which performs a simulated binary crossover (SBX) of these
parents with a chance of 90% and a polynomial mutation with a chance of 10% as it
is implemented by Seshadri [69] can be stated as follows:
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Algorithm 2.3 MAKENEWPOPULATION(P)

1:. 0« 9¢

2: Ny <0

3: Perform a binary tournament selection for population P to determine a set of parents P, With
a given size Npoo;.

4: fori < 1to N,,, do

5 Get a random number r € [0, 1]

6: if r < 0.9 then

7

8

Calculate ¢y and ¢ by SBX from randomly selected parents py, p2 € Ppoo
QN +1] < €1

9: QN 421 < €2

10: Ny < Ny +2

11: else

12: Calculate c3 by polynomial mutation from a randomly selected parent p € P
13: ON,+1] < €3

14: Ny <~ N, +1

15: end if

16: end for

For each decision variable the SBX (step 7 of Algorithm 2.3) selects a random
number w € [0, 1] and calculates

Q)i ifw <05
; = 1
Bi(w) ——————, otherwise
[2(1 — w)]7
forall j =1,..., N,. The j-th decision variable of the two children ¢, and ¢, are

then calculated from the two parents p; and p, by the calculation rule

A =B)pii+ A+ Bj)pj2]

o
I
| = N =

cio=z-l0+Bppj1+UA=B)pj2l
If a child’s decision variable violates a constraint, it is set to the extremum.

For each decision variable, the polynomial mutation (step 12 of Algorithm 2.3)
selects a random number w € [0, 1] and calculates

1
2w)m+t — 1, ifw<0.5
55wy = | & A
1 —[2(1 —w)]™*, otherwise
forall j =1,..., N,. The j-th decision variable of the child c3 is then calculated

from the parent p by

max

cj3 = pj+ (P = pimMs;,
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where p;’”'” and p7'“* are the lower and upper bounds of the j-th decision variable
from the parent p, respectively.

The parent population P, and the offspring population Q; are then combined
into a common population R; of double size. From Ry the best entries are selected
as members for the next parent population Py, . The selection from the combined
population R is a task of the elitism concept, which guarantees that the best members
of all generations are preserved.

To select the best members from the combined population Ry, the set is first sorted
by the fast nondominated sorting algorithm. This algorithm assigns each member to a
front F,, where r is the domination rank of the member, i.e., the number of dominating

members. The algorithm can be stated as follows:

Algorithm 2.4 FASTNONDOMINATEDSORT(P) (cf. Deb et al. [19])
1: forall p € P do

2: Sy, <0

3: N, <0

4: for allg € P do

5: if p < g then

6: Sp < S, U{q}
7: else if ¢ < p then
8: Np < N, +1
9: end if

10: end for

11: if N, =0 then

12: DPrank <1

13: F| < FiU{p}

14: end if

15: end for

16: r <1

17: while F, # () do

18: Q<0

19: forall p € F, do

20: forallg € S, do
21: Ny < Ny —1
22: if N, =0 then
23: Grank <1 +1
24: 0« QU{q}
25: end if

26: end for

27: end for

28: r<r+1

29: F. <~ Q

30: end while

The fronts F, beginning with r = 1 are added to the next population Py until
an index s is reached for which the addition of the front F; would exceed the pop-
ulation size. For this front F; the crowding distances are calculated according to
Algorithm 2.5.
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Algorithm 2.5 CROWDINGDISTANCEASSIGNMENT(F) (cf. Deb et al. [19])
l: j < |F|

2: fori < 1,to j do

3: Iid”’ ~0

4: end for

5: for all objectives m € [1,..., Ny] do

6: F < sort(F, m)
7: [ld’” <~ 00
8: 195t 5
J
9: fori < 2toj —1do
[m] [m]
10: Idist - Idist + Fi+1 B Fifl
. i i max __ emin
f[m] f[m]
11: end for
12: end for

In Algorithm 2.5, Fl.[m] refers to the m-th objective function value of the i-th
individual in the set F' and f[’"nj]" and ;7" are the minimum and maximum values of
the m-th objective function.

The members of F; with greatest crowding distances are added to the popula-
tion Py until the desired population size is reached. The selection of the greatest

crowding distances leads to a greater diversity of the members.

2.5.2 Remarks for MOGAs

Although the underlying mechanisms of evolutionary algorithms (EA) are simple,
these algorithms have a some advantages compared with smooth nonlinear program-
ming techniques such as:

e high robustness; and

e natural ability to cope with discontinuous and non-differentiable problems.

On the other hand is the none deterministic convergence of these algorithms which
makes them slow and only applicable in offline optimizations, whereas SQP can
even have a superlinear convergence property. However, SQP can perform badly
on problems with non-convex and discontinuous behavior because of inaccurate
gradient information used to determine the search direction.

Another popular, but more naive, approach is to transcribe the multi-objective
problem into a single-objective problem by focusing on one particular Pareto optimal
solution at a time (Johannesson et al. [44]). Such methods have the difficulty that this
procedure has to be applied many times, hopefully finding different solutions which
approximate the exact Pareto optimal front as good as possible.
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2.6 Bibliographical Notes

The history of nonlinear programming is vast and diverse. A good historical overview
is provided by Giorgi and Kjeldsen [38]. The first activity, involving finding a local
minimizer of a nonlinear function, can be traced back to the years of the Second World
War and the years immediately following the war. The term “nonlinear programming”
was first mentioned in the fifties in the paper of Kuhn and Tucker [49]. It was later
discovered that Karush and John [58] published similar results earlier. The emergence
of Kuhn and Tucker [49], however, can be seen as a starting point of nonlinear
programming as an autonomous field of research which has strong relationships
to other disciplines like mathematical analysis, numerical and nonsmooth analysis,
linear algebra, operations research, etc.

Some further subjects of nonlinear programming can be found in the following
citations. Arrow et al. [3] weakened the KKT conditions and provided some analysis
of the various constraint qualifications. An overview of constraint qualifications for
the KKT conditions can be found in Eustaquio et al. [24]. Further examinations and
special applications of Kantorovich’s theorem can be found in Polyak [63], Ferreira
and Svaiter [25], and Potra [64].

A wide variety of algorithms exist for solving NLPs, none of which can be considered
preferable for all problems, but there is a consensus in the literature that SQP is one
of the most effective methods for solving constrained NLPs.

The first SQP method, which used the exact Hessian of the Lagrangian, was
introduced in 1963 by Wilson [70].

There is a wealth of good surveys and overview papers of SQP methods. For
instance, Eldersveld [23], Boggs and Tolle [8], Gould and Toint [41], Schittkowski
and Yuan [68], and Gill and Wong [35], to name but a few. A comprehensive intro-
duction to nonlinear programming and SQP can be found in the very good textbook
of Nocedal and Wright [59]. The SQP approach can be employed in both line-search
and trust-region frameworks. The trust-region methods are completely disregarded in
this book but can be found in many textbooks of nonlinear programming. Interested
readers are recommended to consult Conn et al. [15] for a comprehensive introduc-
tion to trust-region methods and Fletcher and Leyffer [30] and Fletcher et al. [32] for
details regarding the filter SQP methods omitted from this book.

Alternative approaches for SQP which use an augmented Lagrangian

1
w(y, A pm,0,v) = f() +ATgly) +r"h(y) + EQng(y) + vTh%(y)

as a merit function are described in Boggs and Tolle [8] and Gill et al. [37]. These
methods have the advantage that the merit function is differentiable and thus allows
for more accurate line-search methods. Moreover, by construction they avoid the
Maratos effect. Slightly modified augmented Lagrangian were also proposed by
Rockafellar [66], Di Pillo and Grippo [22], Schittkowski [67], Byrd et al. [13],
Anitescu [1], Gill and Robinson [34], and Bertsekas [6] as merit functions for con-
strained nonlinear programming.
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More details about line-search methods can be found in Dennis Jr and Schnabel
[21], Lemaréchal [50], and Hager and Zhang [42].

More information about the convergence of Quasi-Newton updates can be found
in Boggs et al. [9].
In commercial solvers, the quadratic subproblems arising in SQP methods are often
solved by AS methods, which were completely disregarded in this book because
this solver class for quadratic subproblems is especially successful for small- and
medium-scale problems but not for large-scale problems. A very good and stable AS
algorithm is described in Goldfarb and Idnani [39].
Sensitivity analysis has been widely used in linear programming. Fiacco [26] made
some substantial contributions to the theory of sensitivity analysis for nonlinear
programming problems and laid the cornerstone for further research activities. For
instance, the transfer of sensitivities to real-time applications, which was extensively
investigated by Biiskens [10-12].
Since the 1970s several evolutionary methodologies have been proposed, mainly
genetic algorithms, evolutionary programming, and evolution strategies. All work
on a population of solutions and are therefore blueprints for dealing with conflicting
objectives (multi-objectives). An excellent introduction to multi-objective evolution-
ary algorithms is presented by Zitzler et al. [75] and a great survey paper is given by
Zhou et al. [74].

References

1. Anitescu M (2002) On the rate of convergence of sequential quadratic programming with
nondifferentiable exact penalty function in the presence of constraint degeneracy. Math Program
92(2):359-386

2. Armijo L (1966) Minimization of functions having Lipschitz continuous first partial derivatives.
Pacific ] Math 16(1):1-3

3. Arrow KJ, Hurwicz L, Uzawa H (1961) Constraint qualifications in maximization problems.
Naval Res Logist Q 8(2):175-191

4. Avriel M (2003) Nonlinear programming: analysis and methods. Courier Corporation

5. Beltracchi TJ, Gabriele GA (1988) An investigation of new methods for estimating parameter
sensitivities. Technical Report NASA-CR-183195, NASA

6. Bertsekas DP (2014) Constrained optimization and Lagrange multiplier methods. Academic
press

7. Betts JT (2010) Practical methods for optimal control and estimation using nonlinear program-

ming, 2nd edn. Society for industrial and applied mathematics. doi:10.1137/1.9780898718577

Boggs PT, Tolle JW (1995) Sequential quadratic programming. Acta Numer 4:1-51

9. Boggs PT, Tolle JW, Wang P (1982) On the local convergence of quasi-newton methods for
constrained optimization. SIAM J Control Optim 20(2):161-171

10. Biiskens C (1998) Optimierungsmethoden und Sensitivititsanalyse fiir optimale Steuerprozesse

mit Steuer- und Zustandsbeschrinkungen. PhD thesis, Universitidt Miinster

11. Biiskens C (2002) Real-time optimization and real-time optimal control of parameter-perturbed

problems. Universitit Bayreuth, Habilschrift

12. Biiskens C, Maurer H (2001) Sensitivity analysis and real-time optimization of parametric

nonlinear programming problems. In: Online optimization of large scale systems. Springer, pp
3-16

o


http://dx.doi.org/10.1137/1.9780898718577

References 75

13.

14.

15.

16.

18.
19.

20.

21.

22.

23.

24.

25.

26.

27.

28.

29.

30.

31.

32.

33.

34.

35.

36.
37.

38.

Byrd R, Tapia R, Zhang Y (1992) An SQP augmented lagrangian BFGS algorithm for con-
strained optimization. SIAM J Optim 2(2):210-241

Chamberlain R, Powell M, Lemarechal C, Pedersen H (1982) The watchdog technique for
forcing convergence in algorithms for constrained optimization. In: Algorithms for constrained
minimization of smooth nonlinear functions. Springer, pp 1-17

Conn A, Gould N, Toint P (2000) Trust region methods. Society for industrial and applied
mathematics, MPS-SIAM series on optimization

Coope I (1985) The Maratos effect in sequential quadratic programming algorithms using the
11 exact penalty function. Research report (University of Waterloo. Faculty of Mathematics),
University of Waterloo, Computer Science Department

. Davidon WC (1966) Variable metric method for minimization. [in Fortran for IBM 704].

Technical report, Argonne National Lab., IL (USA)

Davis L (1991) The handbook of genetic algorithms. Van Nostrand Reingold, New York

Deb K, Pratap A, Agarwal S, Meyarivan T (2002) A fast and elitist multiobjective genetic
algorithm: NSGA-II. IEEE Trans Evol Comput 6:182-197

Dennis J, Moré JJ (1974) A characterization of superlinear convergence and its application to
Quasi-Newton methods. Math Comput 28(126):549-560

Dennis Jr JE, Schnabel RB (1996) Numerical methods for unconstrained optimization and
nonlinear equations, vol 16. Siam

Di Pillo G, Grippo L (1979) A new class of augmented Lagrangians in nonlinear programming.
SIAM J Control Optim 17(5):618-628

Eldersveld SK (1992) Large-scale sequential quadratic programming algorithms. Technical
Report SOL 924, DTIC Document

Eustaquio RG, Karas EW, Ribeiro AA (2008) Constraint qualifications for nonlinear program-
ming. Federal University of Parana http://pessoal.utfpr.edu.br/eustaquio/arquivos/kkt.pdf
Ferreira OP, Svaiter BF (2012) Kantorovich’s theorem on Newton’s method. ArXiv e-prints
1209:5704

Fiacco AV (1983) Introduction to sensitivity and stability analysis in nonlinear programming.
Elsevier

Fiacco AV, McCormick GP (1990) Nonlinear programming: sequential unconstrained mini-
mization techniques, vol 4. Siam

Fletcher R (1982) Second order corrections for non-differentiable optimization. Springer
Fletcher R (2013) Practical methods of optimization. Wiley

Fletcher R, Leyffer S (2002) Nonlinear programming without a penalty function. Math Program
91(2):239-269. doi:10.1007/s101070100244

Fletcher R, Powell MJ (1963) A rapidly convergent descent method for minimization. Comput
J6(2):163-168

Fletcher R, Leyffer S, Toint PL, et al. (2006) A brief history of filter methods. Preprint
ANL/MCS-P1372-0906. Argonne National Laboratory, Mathematics and Computer Science
Division

Gertz EM, Wright SJ (2003) Object-oriented software for quadratic programming. ACM Trans
Math Softw 29(1):58-81. doi:10.1145/641876.641880

Gill PE, Robinson DP (2012) A primal-dual augmented Lagrangian. Comput Optim Appl
51(1):1-25

Gill PE, Wong E (2012) Sequential quadratic programming methods. In: Lee J, Leyffer S (eds)
Mixed Integer nonlinear programming, The IMA Volumes in Mathematics and its Applications,
vol 154. Springer, New York, pp 147-224. doi:10.1007/978-1-4614-1927-3_6

Gill PE, Murray W, Wright MH (1981) Practical optimization. Academic press

Gill PE, Murray W, Saunders MA, Wright MH (1986) Some theoretical properties of an aug-
mented Lagrangian merit function. Technical Report SOL 86-6R, Stanford Univ., CA (USA).
Systems Optimization Lab

Giorgi G, Kjeldsen TH (2014) A historical view of nonlinear programming: traces and emer-
gence. In: Traces and emergence of nonlinear programming. Springer, pp 1-43


http://pessoal.utfpr.edu.br/eustaquio/arquivos/kkt.pdf
http://dx.doi.org/10.1007/s101070100244
http://dx.doi.org/10.1145/641876.641880
http://dx.doi.org/10.1007/978-1-4614-1927-3_6

76

39.

40.

41.
42.

43.

44,

45.

46.

47.

48.

49.

50.

51.
52.

53.

54.

55.

56.

57.

58.
59.

60.

61.
62.

63.

64.

2 Introduction to Nonlinear Programming

Goldfarb D, Idnani A (1983) A numerically stable dual method for solving strictly convex
quadratic programs. Math program 27(1):1-33

Gondzio J (1996) Multiple centrality corrections in a primal-dual method for linear program-
ming. Comput Optim Appl 6(2):137-156. doi:10.1007/BF00249643

Gould NI, Toint PL (2000) SQP methods for large-scale nonlinear programming. Springer
Hager WW, Zhang H (2005) A new conjugate gradient method with guaranteed descent and
an efficient line search. SIAM J Optim 16(1):170-192

Han SP (1976) Superlinearly convergent variable metric algorithms for general nonlinear pro-
gramming problems. Math Program 11(1):263-282

Johannesson L, Murgovski N, Ebbesen S, Egardt B, Gelso E, Hellgren J (2013) Including
a battery state of health model in the HEV component sizing and optimal control problem.
Proceedings of the 7th IFAC symposium on advances in automotive control. Tokyo, Japan, pp
388-393

John F (2014) Extremum problems with inequalities as subsidiary conditions. In: traces and
emergence of nonlinear programming. Springer, pp 197-215

Kantorovich L (1948) Functional analysis and applied mathematics. Uspekhi Mat Nauk
3(6(28)):89-185

Kantorovich L, Akilov G (1964) Functional analysis in normed spaces. International series
of monographs in pure and applied mathematics, Pergamon Press; [distributed in the Western
Hemisphere by Macmillan, New York]

Karush W (2014) Minima of functions of several variables with inequalities as side conditions.
Springer

Kuhn HW, Tucker AW (2014) Nonlinear programming: a historical view. In: traces and emer-
gence of nonlinear programming. Springer, pp 393-414

Lemaréchal C (1981) A view of line-searches. In: Optimization and optimal control. Springer,
pp 59-78

Mangasarian OL (1993) Nonlinear programming, vol 10. siam

Maratos N (1978) Exact penalty function algorithms for finite dimensional and control opti-
mization problems. PhD thesis, Imperial College London (University of London)

Mayne DQ, Polak E (1982) A surperlinearly convergent algorithm for constrained optimization
problems. In: Buckley A, Goffin JL (eds) Algorithms for constrained minimization of smooth
nonlinear functions, mathematical programming studies, vol 16, Springer, Berlin Heidelberg,
pp 45-61. doi:10.1007/BFb0120947

McCormick ST (1983) Optimal approximation of sparse Hessians and its equivalence to a
graph coloring problem. Math Program 26(2):153-171

Mehrotra S (1992) On the implementation of a primal-dual interior point method. SIAM J
Optim 2(4):575-601

Miettinen K (1999) Nonlinear multiobjective optimization. International series in operations
research and management science, vol 12

Moré JJ, Thuente DJ (1994) Line search algorithms with guaranteed sufficient decrease. ACM
Trans Math Softw 20(3):286-307. doi:10.1145/192115.192132

Moser J (ed) (1985) Fritz John collected papers, vol 1. Birkhduser-Verlag, Basel-Boston
Nocedal J, Wright S (2006) Numerical optimization. Springer series in operations research and
financial engineering, 2nd edn. Springer, Science+Business

de Oliveira ORB (2012) The implicit and the inverse function theorems: easy proofs. arXiv
preprint arXiv:12122066

Ortega J (1968) The Newton-Kantorovich theorem. The Am Math Monthly 75(6):658-660
Ortega J, Rheinboldt W (2000) Iterative solution of nonlinear equations in several variables.
Society for Industrial and Applied Mathematics, Classics in Applied Mathematics

Polyak BT (2006) Newton-Kantorovich method and its global convergence. J Math Sci
133(4):1513-1523

Potra FA (2005) The Kantorovich theorem and interior point methods. Math program
102(1):47-70


http://dx.doi.org/10.1007/BF00249643
http://dx.doi.org/10.1007/BFb0120947
http://dx.doi.org/10.1145/192115.192132
http://arxiv.org/abs/12122066

References 1

65.

66.

67.

68.

69.
70.

71.
72.

73.

74.

75.

Powell MJ (1978) The convergence of variable metric methods for non-linearly constrained
optimization calculations. Nonlinear programming 3

Rockafellar RT (1974) Augmented Lagrange multiplier functions and duality in nonconvex
programming. SIAM J Control 12(2):268-285

Schittkowski K (1982) On the convergence of a sequential quadratic programming method with
an augmented Lagrangian line search functions. Technical Report SOL 8§24, DTIC Document
Schittkowski K, Yuan YX (2011) Sequential quadratic programming methods. Wiley encyclo-
pedia of operations research and management science

Seshadri A (2007) A fast elitist multi-objective genetic algorithm NSGA-II

Wilson RB (1963) A simplicial algorithm for concave programming. PhD thesis, Graduate
School of Business Administration, George F. Baker Foundation, Harvard University

Wolfe P (1969) Convergence conditions for ascent methods. SIAM Rev 11(2):226-235
Wolfe P (1971) Convergence conditions for ascent methods. II: some corrections. SIAM Rev
13(2):185-188

Wright S (1997) Primal-dual interior-point methods. Society for industrial and applied math-
ematics

Zhou A, Qu BY, Li H, Zhao SZ, Suganthan PN, Zhang Q (2011) Multiobjective evolutionary
algorithms: a survey of the state of the art. Swarm Evol Comput 1(1):32—49

Zitzler E, Laumanns M, Bleuler S (2004) A tutorial on evolutionary multiobjective optimiza-
tion. In: Metaheuristics for multiobjective optimisation. Springer, pp 3-37



Chapter 3
Hybrid Systems and Hybrid Optimal Control

3.1 Introduction

A hybrid system is a generalization of a continuous dynamical system and a discrete-
event system that incorporates the behavior of both system types. An electrical circuit,
where current and voltage can change continuously over time but can also change
discontinuously when a switch is opened or closed (Goebel et al. [31]), may serve as
an example. Both system classes, continuous and discrete-event systems, have their
specific ways of representation, such as discrete automata for discrete-event systems
and ordinary differential equations for purely continuous systems. Many physical
systems exhibit both kinds of dynamical behavior and the respective model needs to
incorporate both types of dynamics as shown by Riedinger and Kratz [48]. Hybrid
systems can therefore be seen as a generalization of conventional systems. It is due to
the frequent appearance in technical systems and daily life that the research interest
in hybrid systems is steadily growing.

There exist many different notations for describing hybrid systems, mainly driven
by the viewpoint of the corresponding discipline, e.g., system and control theory
(Van Der Schaft et al. [58], Goebel et al. [31], and many more) and computer science
and software engineering (Stauner [55], Zhu and Antsaklis [67]). There are two
common approaches to build up hybrid systems. The first approach is motivated by
extending the classical theory of time-driven continuous systems. The continuous
dynamics given by ordinary differential or difference equations is generalized to a
hybrid system by incorporating discrete phenomena. The second method extends
completely discrete-event-driven modeling schemes like finite-state machines, finite
automata, or Petri nets by adding timing and continuous dynamics. The second
method leads to more general hybrid system descriptions and is mainly driven by
computer science and queuing theory.

We adopt the first approach by describing the subsystems of interest by ordi-
nary differential equations and formulate optimal control problems to numerically
determine optimal feed-forward trajectories or feedback control laws.

© Springer International Publishing AG 2017 79
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3.2 System Definition

In this section, we describe continuous systems, hybrid systems, and switched sys-
tems which are of major interest in this book. We start by classifying these nonlinear
systems and provide conditions for existence and uniqueness of their continuous-
valued control and state trajectories.

3.2.1 Continuous Systems

Definition 3.1 (Continuous System) A continuous system consists of a 4-tuple
C:=X,U,F,D)

where X is a continuous-valued state space, U is a continuous-valued control space,
F is a collection of vector fields to describe the continuous dynamics, and D is a
collection of constraint functions. A

The dynamics of a continuous nonlinear system C is described by a set of nonlinear
ordinary differential equations (ODE)

x(t) =f(x(@®),u(®)), Vteltn,tr] 3.1)
x(to) = Xo (3.2)

wheret € [1, 1] C Ris the time; fy and 7 ¢ are the initial and final times, respectively;
and X, is the initial state. The continuous-valued state space is the complete RV+ and is
defined as X := R"+, The same applies for the continuous-valued control space and is
definedas U := RM . x : [1o, ¢ ] — Xis the N,-dimensional continuous-valued state
vector (for short continuous-valued states), u : [ty, t ;] — U is the N,-dimensional
continuous-valued control vector (for short continuous-valued controls), and f : X x
U — X, F =f is the vector field which describes the dynamics of the continuous
system. The system (3.1)—(3.2) is classified as autonomous because the system does
not explicitly depend on the time ¢, whereas, for non-autonomous systems the right-
hand side function f(-, ¢) of the ODE explicitly depends on the time.

Next, we will insist that for every choice of the initial state X, and every admissible
control u(-), the system (3.1)—(3.2) has a unique solution x(-) on the time interval
[%0, t£]. Such systems are called well-posed. In order to guarantee that, we have to
impose some regularity conditions on the right-hand side function f(-) and on the
admissible controls u(-).

First, we specify the regularity of f(x(¢), -) with respect to u(-) by assuming
the weakest property, namely measurability. Readers who wish to gain a deeper
understanding about the measurability concept are advised to consult the works of
Adams and Fournier [2] and Clarke [22]. Since we have a space of functions u(-)
(we come back to this point in the next chapter in more detail) we denote the space
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of measurable functions in general with L”([#y, t¢], U). The infinite-dimensional
function space L”([ty, tf], U) of real-valued measurable functions u(z) is endowed
with the norm

iy %
Ol = (/ ()| dt) <.

L?([t, t], U) spaces are Banach spaces, i.e., complete normed vector spaces, which
are defined by the Lebesgue integral. We use in the sequel, the space of all essen-
tially bounded measurable maps that is denoted by L*([#y, tf], U). This space
L*®([ty, tf], U) is equipped with the norm

[lu()[foo :=ess sup |u(?)].
telto,tr]

The function u(-) is essentially bounded, if ||u(-)||c < 00, i.e., |u(t)| < oo for a.e.
t € [ty, t7]. The abbreviation “a.e.” means almost everywhere.

We use this rather complex form of regularity to be consistent with the necessary
conditions and existence and uniqueness results established in the majority of the
literature. However, the handling with measurable functions can be greatly facilitated
by substituting intellectually piecewise continuous functions instead of “measurable
functions.” Piecewise continuous functions have only a finite number of discontinu-
ities on every bounded interval and possess finite limits from the right and from the
left at each of these discontinuities. This substitution does even not violate the neces-
sary conditions since solutions with Zeno-behavior are excluded from our examples.
For clarification, we speak from Zeno-behavior, if the solution have infinitely many
switchings, which cannot be represented by piecewise continuous functions.

Second, we specify the regularity of f(-, u(z)) with respect to x(-) for all 7 €
[%0, t7]. In so doing, we assume X(-) to be absolutely continuous. That means, x(-) is
continuous everywhere, continuously differentiable almost everywhere, and satisfies
the corresponding integral equation

x(1) = Xxp +/ f(x(s),u(s)) ds, 1€ ltn,tr] 3.3)

fo

A function with these properties is called absolutely continuous and the derivative of
such a function is always measurable. That means, the terminology “almost every-
where” stems from the derivative of the absolutely continuous function that can be
discontinuous on a countable set of points that has measure zero.

We denote by AC™([to, 171, X) the class of absolutely continuous functions x(-)
which admits a representation of the form (3.3) on the interval [fo, t7] with f(-) €
L>([to, t£], X). The norm on AC™([to, t£], X) (Clarke [22]) is defined by
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Il = %ol + [1X()]loo-

If £(-) satisfies both regularity assumptions, then on the interval [fy, ¢ /] there exists
a solution x(-) of the initial value problem (3.1)—(3.2) according to Carathéodory’s
existence theorem (see Coddington and Levinson [23]). However, this solution is
not unique. For uniqueness we have to tighten the space of possible functions by
inducing a condition that limits the slope of x(-) w.r.t. time.

In so doing, we insist that f(-, u(¢)) is Lipschitz continuous with respect to x(-)
for all £. For Lipschitz continuity, there must exist a Lipschitz constant 0 < Ly < 00
such that

[f(xi,u(®) — £, u@)|| < Ly - [IX1 — x|, Vxi,% € X, Vu(?) € U,
V1 € [to, t/] (3.4

holds.

If £(-) satisfies additionally the Lipschitz regularity, then the solution x(-) of the
initial value problem (3.1)—(3.2) is unique according to the Lemma of Bellman—
Gronwall (cf. Sontag [54] and Ziebur [68]). In fact, we can be more generous by
assuming f(-, u(-)) to be continuously differentiable in x(-) for each fixed u(-) €
L*([to, tf]), U). This is a stronger hypothesis and excludes some systems. It is
noteworthy that in either case differentiability of f(x(-), -) with respect to u(-) is
not assumed. Furthermore it is to mention that every function, which satisfies the
Lipschitz condition (3.4), is also absolutely continuous.

In most cases, u(-) and x(-) will be subject to a set of constraints D. The set
D = {c,u(+), ex(-), €,(-)} is a collection of different constraint types that applies to
the considered system which may include mixed control-state constraints ¢, ,(-),
pure state constraints ¢, (-), and pure control constraints ¢, (-). Hence, it is assumed
that the functions u(-) and x(-) belong to admissible function spaces U and X.

An interesting special case of continuous nonlinear systems is systems affine in
controls (or control-affine). For such systems, f(x(-), -) is affine in the continuous-
valued controls u(-) € L*([#, tf], U), such that its equations take the form

Nu
(1) = fo(x(1) + D_E:(x(1) - u;(t), forae.t € [t, 1] (3.5)
i=1

x(ty)) = Xo (3.6)

where F = {f,- X = X | i=0,..., Nu} is an indexed collection of N, + 1 vector
fields.

Such systems are very common in technical applications, because many compo-
nents encountered in the vehicles show input linear behavior due to implemented
low-level control schemes. Affine system will play an important role for the repre-
sentations of switched systems.
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3.2.2 Hybrid Systems

In contrast to continuous systems, hybrid systems are those that evolve on the con-
tinuous state space and involve continuous controls as well as discrete states. The
description of hybrid systems is far more complicated compared with the continuous
counterpart. We start by describing the general hybrid system and then eliminate
some conditions that are not needed for the problems discovered in this book.

Definition 3.2 (Hybrid System (Passenberg [44])) A hybrid system consists of a
9-tuple

H:Z (Q,X, U,f,H,A,B,C, D)’

where Q denotes a set of discrete states, X is the continuous-valued state space,
U is a collection of continuous-valued control spaces, F is a collection of vector
fields to describe the continuous dynamics, I7 is a discrete transition function, A is
a collection of reset maps, B is a set of admissible discrete control edges, C is a
collection of switching surfaces, and D is a collection of constraint functions. A

The hybrid system can be imagined as a piecewise decomposition into N, € N. o
stages by adding a discrete state g : [, 7] — Q= {1,2,..., N;} to the system
description (3.1)—(3.2), which defines the activity of a subsystem or mode (Riedinger
et al. [48, 49]). In the literature, g (-) as element from the set of discrete states Q is
also often referred to as location.

In general, the continuous-valued control space and continuous-valued state space
of hybrid systems are partitioned into several control and state spaces of equal or
different dimensions depending on the number of controls and states in use for the
active subsystem. However, throughout this book, we assume that the continuous-
valued control space and the continuous-valued state space keep their dimension
constant, i.e., U := RV and X :=ARN*.

For each discrete state ¢ € Q, one vector field f, : X x U — X is defined.
All together, we obtain an indexed collection of vector fields F = {f,, :

XxU—X ‘ q € Q} of N,-subsystems. The overall system shares a common state

x(-) but the vector fields, which govern the state’s evolution, are switched depend-
ing on the current value of the discrete state g(-). The overall system’s differential
equation can be written as

x(t) =, (x(1),u()), forae.t e [t,tf] (3.7)
x(fo) = X0, q(fo) = qo (3.8)

where the controls and states are again restricted to the admissible function spaces,
u(-) e U(g(-)) and x(-) € X, respectively, and gy is the initial discrete state.

The times, where the discrete state ¢(-), and therefore the right-hand side term
in (3.7) changes, are denominated as t; and tj*, where the former refers to the time
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right before a change and the latter to the time right after a change. The subscript j
enumerates the number of switchings and the total number of discontinuous changes
in g (-) is denoted as Ny, . A system, starting at the initial hybrid state (x(ty), g (t)),
will then evolve according to the differential equation x(¢) = £, (x(¢), u(z)), until
a switching occurs at a switching time #;. The switching is induced by a transition
function I1(-) to the piecewise constant discrete state function ¢(-). This transi-
tion function can capture four different kinds of characteristic behavior in hybrid
systems: autonomous switching, autonomous jumps, controlled switching, and con-
trolled jumps (Branicky et al. [17], Passenberg [44]).

At an autonomous or controlled switching, the successive discrete state g(-) is
chosen by the discrete control @ (), which is explicitly known in the case of con-
trolled switching and implicitly defined in the case of autonomous switching, as
will be seen later. The set of admissible transitions B, for the discrete control is
defined as a collection B, = {(¢,49°) | (¢,9°) € 0 x Q} which consists of all
tuples (¢, ¢°), for which the switching from only the current subsystem ¢ to the next
subsystem ¢° is allowed. The edge set B = {B, | Vq € Q} describes all admissi-
ble tuples for the discrete control. To enumerate the entries of these tuples a func-
tion g : Q — Nis defined. Then, the discrete control @ (¢;) is determined from the
set of admissible control edges B, by the relation @ (¢;) = g(¢°) — g(g) for each
tj € [to,tr]l, j =1,..., Ny, andis otherwise zero. In a more transparent definition,

let us define the set éq =1{g(@°) —g(q) | (g,q°) € B,} of signed values and

w(t)eéq, l‘:l‘j, le[t(),tf], j=1»~-~,vat
w() =0, 1#1.

The reader should note that the admissible discrete control edge set B contains no
self-invocations.
On autonomous switching, the discrete state g(-) changes at the time f; in a
predefined way, when the states encounter a switching manifold C,-) ;¢ (")
J 7 J
from the set of switching manifolds C = {C(q(,j—)qq(,f))() | g € Q}. A switching
manifold C,-) ¢+ (-) of R has codimension 1 and can be thought as a non-
J J
linear surface. Switching manifolds can be locally expressed by C(q(,j—)’q(tf))(t) =
{x() | c(q(t/_—),q(,r))(x(t),t) =0, x(t) e X, q(t) € Q}, where the equations
c(q(tj—)yq‘(t/f))(x(t), t) = 0 have to be specified by the designer for all transitions as
shown in Table3.1.
The switching manifold is at least once continuously differentiable w.r.t. x(-)
and continuous w.r.t. time ¢. If the states hit the switching manifold, i.e., x(¢;) €

C(q(t;),q(,;)) (¢;), then the discrete control w (t;) € éq is triggered such that the dis-
crete transition function ;s : X x Q x By — Q (Shaikh [53])
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Table 3.1 Switching manifolds for given continuous-valued states x(-) and time ¢ arranged in a
table

q() 1 2 N,
1 0 (@), =0 c,ny X)), 1) =
0
2 cenx(@),)=0|0 c@,N,) (x(@), 1) =
0
Ny v, yX@), 1) = | e, 2 (X(@), 1) = | -+ 0
0 0

qf) = Mgy (x@).q0)) (@), x@) X g qtf) e Q. w) eBy
(3.9

is executed. The transition (3.9) is called an internally forced switching (IFS) (Xu
and Antsaklis [65]).

For example, when the subsystem ¢(f) =2 is active and the state trajectory
intersects the switching manifold x(7;) € C 3 (¢;) at time ¢;, @ (t;) = q2q3 = 1,
w(t) =0, t # t; is autonomously triggered and the system is forced to switch from
subsystem ¢ (1;) = 2 to subsystem g (1) = 3.

For instance, if a transition from subsystem ¢ (#) = 2 to subsystem g(¢) = 3 is
consciously chosen then a controlled switching (also known as externally forced
switching (EFS)) must be performed. Here, g(-) changes according to the discrete

transition function I, : @ x B, — Q

q(tf) = Moy (‘i(tj_)’ w(tj)) . q). q@) e Q. wi)eB,  (3.10)

in response to a commanded change in the discrete control @ (-).

From a point of control, autonomous switching is completely described by the
discrete transition function I7; ¢, (-) whereas controlled switchings need external com-
mands @ (-) to initiate switchings between the subsystems which are in general
unknown. The discrete transition function I1, ¢, (-) defines which subsystem changes
are allowed. One can interpret the transition functions as memory functions which
makes it easier to understand ¢ (-) as a discrete state.

Often, the continuous-valued states x(-) are continuous. In hybrid systems the
state(s) x(-) may exhibit discontinuities, when a switching occurs.

If we assume that the transient between the subsystems is fast, the discontinu-
ities can be modeled with the help of reset (jump) functions S(q(t;),q(t;)) X —

X. qt}) # q(t):

X(t7) = X(1) + 8 (.90 X (1)) (3.11)
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+)) (-) for given

Table 3.2 Height of the jump Ax is given by the function values S(q(,_f) o
Jo 7

continuous-valued states X(-) at time instant ¢; arranged in a table

q() 1 2 Ny
1 0 8.2 (x(@;) Sa.ny x(;)
2 8,1)(x(;)) 0 8,ny) (X))
Ny Sy, H (X)) S, 2 (X)) 0
X2 X2 X2
switching manifold
controlled .,
switch
\ —
— . (AN .
N state jump
evolution
evolution according to f2 / / AN
according to fq . R R
X1 'X.] 'X1

Fig. 3.1 Hybrid phenomena, from left to right: controlled switching, controlled state jump, and
autonomous switching (Passenberg [44])

The collection of reset functions is then definedby A = {8 ;- ,+)(*) | Vg (t;), q (tj*) €
Qwithq(1;) # q(1]))}.

The reset functions B(q(,j—), ) () can be arranged in a table as shown in Table 3.2.

State jumps are often the result of simplifications made in the modeling of complex
process parts, e.g., to account for energy costs incurred by operating a discrete switch.
Sketches of the discrete phenomena, controlled switching, autonomous switching,
and state jump, are depicted in Fig.3.1.

In Fig.3.1, the thick straight line denotes the switching manifold, the colored
curves with arrows denote the continuous portions of the trajectory, and the dashed
line symbolizes the state jump. The instantaneous jumps of the continuous-valued
state are sometimes referred to as impulse effects.

3.2.3 Controlled Hybrid Systems and Switched Systems

A class of system that is of particular interest in this book is hybrid systems that
exhibit only controlled switching. This class can be obtained from Definition 3.2
by simply setting the switching manifolds for autonomous switching to an empty
set, i.e., C = (). We obtain then the definition for a hybrid system with controlled
switching as follows:
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Definition 3.3 (Hybrid System with Controlled Switching) A hybrid system with
controlled switching and without state jumps consists of a 6-tuple

H, := (0, X, U, F, B, D).

A

Definition 3.4 (Hybrid System with Controlled Switching and State Jumps) A hybrid
system with controlled switching and state jumps consists of a 7-tuple

H, := (O, X, U, F, A, B,D).

A

In System Definitions 3.3 and 3.4 the admissible discrete control edge set B can
be incomplete (cf. Definition 14.5). A further simplification according to Xu and
Antsaklis [63, 64] implies that the admissible discrete control edge set is defined as

B:= (Q X Q) \ {(q, q) ‘ q € Q}, which is a complete graph. This implies that the

subsets B, C B are identical for all admissible values of the discrete state g € Q
This simplification leads to a subclass of hybrid systems, where the discrete control
w (-) canbe neglectgd and the discrete state g (-) can be chosen freely at any time from
the admissible set Q. This particular class, the so-called switched systems, covers a
great range of technical problems. From this definition we can deduce two important
classes of switched systems which are frequently considered in this book:

Definition 3.5 (Switched System without State Jumps) A switched system without
state jumps consists of a 5-tuple

S; == (9, X, U, F,D).

A

Definition 3.6 (Switched System with State Jumps) A switched system with state
jumps consists of a 6-tuple

S, := (9, X, U, F,A, D).

A

The major difference between a hybrid system with controlled switching and a
switched system can be best illustrated using a finite-state machine interpretation.
Let us take G = (Q, B) as a directed graph indicating the discrete mode structure of
the system. Observing, the left graph in Fig. 3.2 is complete which allows to choose
every discrete state at any time whereas the right graph is incomplete which prevents
direct changes at any time from ¢ = 1 to g = 3. As aresult, the left graph constitutes
a switched system and the right graph constitutes a hybrid system.


http://dx.doi.org/10.1007/978-3-319-51317-1_14

88 3 Hybrid Systems and Hybrid Optimal Control

Fig. 3.2 Subfigure left Switched system with O = {1,2,3} and B = {q192, 9193, 9291, 9243,

q3q1,q3q2}; subfigure right none switched system with O =1{1,2,3} and B=
{9192, 9291, 9293, 4391, 4392}

3.2.4 Existence and Uniqueness of Admissible States and
Controls

For the establishment of existence and uniqueness statements for admissible
continuous-valued states and continuous-valued controls, we assume only hybrid
systems without reset functions, i.e., A = ¥, which let us proceed in a similar way
to the continuous systems. But beforehand, we need to introduce the following def-
initions.

Definition 3.7 (Hybrid Execution (Shaikh [53])) An execution of a hybrid
(switched) system is defined by the tuple ey := (7, D, S, Z). Herein

e a hybrid time trajectory is a strictly increasing sequence of times, 7 = (o, t1,
f, ..., ty,,) WithO < N, < coandty,, = ty, of finitely many arcs ([#o, t1), [t1,

n), ..., [tn,..~1,tn,,)) of different active subsystems within the interval [fo, £ 7];

e an associated sequence to 7 of discrete state functions is given by D = (qo, g1,
q> ..., 4qn,,—1) with the functions g; : [t;, tj+1) = Q;

e an associated sequence to 7 of continuous-valued state functions is given by S =
(X0, X1, X2, . .., Xn,,,—1) With functions Xx; : [¢;, t;4+1) — X which evolve accord-

ing to
X; (1) = qu(r)(X_/ ®),u;(1))

over the interval [¢;, #;41) and fulfill the state jump condition x(t;') =x(t;), j=
1,..., Ngpe; and

e an associated sequence to 7 of continuous-valued control functions is given by
Z = (up, uy, Wy..., uy,, ) with the control functions u; : [¢;, #;41) — U.

exe

A

Definition 3.8 (Switching Sequence and Switching Time) A switching sequence is
a time-based sequence that indicates when the system switches to a different mode
and is defined as the tuple
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O = ((t1,91), (2, 92), ..., AN,o—15 qN,.o—1))> (3.12)

where the switching values ¢; and ¢; are taken pairwise from the sequences 7 and
D, respectively (Definition 3.7). Consequently, a switching time sequence is defined
as the tuple

O = (t1, 12, ..o N, —1)- (3.13)

The number of switchings is then given as Ny = Neye — 1. A

Example of a Hybrid Execution (Schori [50]):

Considering a system of the form x(t) =f,)(x(¢)) with the hybrid time tra-
jectory 7 = (o, t1, 1) = (0s, 10s, 20s) and the associated discrete state sequence
D = (q0, 91, q2) = (1, 2, 2). The system has two modes and the corresponding two
vector fields are represented by

£(x(1)) = I:_chjfl—+0(.)éi)2€2:| (3.14)
3+ D402t 1)
hx(®) = [ 2 G+ 1) — 0.5 (xa+ 1) } ' (3.15)

The hybrid execution of the described system is depicted in Fig. 3.3. Starting with the
active subsystem f (-) the continuous-valued states evolve from x(zy) = [—1, —1]7 to
the stationary pointx(¢;) = [0, 0]”. According to Definition 3.8, the hybrid execution

o 2 4 6 8 10 12 14 16 18 20

Fig. 3.3 Trajectories of the switched system represented by (3.14)—(3.15) (cf. Schori [50])
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reveals one commanded switching at #{ = 10s where the discrete state switches from
q(t;)=1tog (tl+ ) = 2 and consequently, the active vector field switches from f; ()
to f,(-). Please note that no state jump is implied with the switching (S(q(t/_—)’ ) =

0 vgq (t;), q (tj*) € Q) and therefore the states x(-) remain continuous but clearly not
continuously differentiable at #;. After the switching, the continuous-valued states
evolve to the stationary point x(t,) = [—1, —1]7 of subsystem f,(-).

Now, we utilize the weakest assumptions to establish existence and uniqueness
conditions. The following properties are assumed for all switched systems and hybrid
systems without state discontinuities.

Let us assume the decomposition of the hybrid system into a hybrid trajectory.

1. since the right-hand side function f;; (x;(-), u;(-)) is continuously differentiable
w.r.t. X;(-) and u;(-) and since the control functions u;(-) € L*([¢;, tj4+1), U)
are bounded and measurable with respect to ¢, the function £, (x;(-), u; (1)) is
measurable in ¢ € [¢;, t;4) for each fixed x;(-) € AC®([¢;, tj+1), X); and

2. the function fq/. (-, u;(t)) is Lipschitz continuous with respect to each fixed X =
X;(-) for all ¢ € [¢;, tj41). That means, the Lipschitz condition must be fulfilled

1y, X1, u; (1) — £, Ko, w; )| < Ly [IX1 — X[, VXi,X2 € X (3.16)

for each fixed u;(-) € L*([t;,tj11), U) forall ¢ € [¢;, tj41) and g; € D.

These two regularity conditions guarantee the existence of unique solutions to the
Nyw-IVPs

)'(j(t) = fq,(z)(xj(t)’ llj([)), forae.t € [tjv l‘j_;,.])

Xj(t;_) =X;-1(1;)

for a fixed ¢(t) € Q on the interval [z}, t;41). We can therefore conclude that an
unique solution to the ODE Xx(¢) = f,(;) (x(¢), u(¢)) evolving through the given initial
hybrid state condition (xo, go) over the entire interval [#y, f;] exists. Using these
regularity conditions we are able to state the existence and uniqueness theorem for
hybrid systems with continuous states.

Theorem 3.1 (Existence and Uniqueness of Hybrid Systems with Absolutely Con-
tinuous State Trajectory (Shaikh [53])) Given a switched system according to Defini-
tion 3.5, the continuous-valued state trajectory of the hybrid execution sequence (Def-
inition 3.7) is assumed to be continuous. Then, the switched system possesses a unique
hybrid execution sequence, passing through an initial hybrid state (X; (tf), q; (t;r))
up to the next controlled switching (tj 11, qj+1) of the switching sequence (Definition
3.8) or the final time t;. A

Proof The proof can be found in Shaikh [53]. O

Remark 3.1 Theorem 3.1 provides no conditions for the existence and uniqueness
of a hybrid execution sequence for a continuous-valued state trajectory with discon-
tinuities at the switchings.
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3.2.5 Control and State Constraints, Admissible Sets,
and Admissible Function Spaces

Many real continuous and hybrid systems may have imposed constraints D on the
system’s controls and states. These constraints can occur as mixed constraints or
as separable constraints for the states and controls, which leads to slightly different
optimality conditions. It is important to distinguish the structure of these different
constraints.

Definition 3.9 (Mixed Control-State Constraints, State Constraints, and Control
Constraints) A hybrid system H may possess a set D with different constraint types.
N, -inequalities (N, . € Ns() which depend on x(-) and u(-), i.e.,

Crug g

Ceug(X(),u() <0, x@®) eX, u@®) eU, q@)e 0, Vre<lt, trl (3.17)

are called mixed control-state constraints.
N, -inequalities (N, € Nx¢) which depend explicitly on x(-), i.e.,

cg(X(1) <0, x(t) e X, qt) € Q, vt € 1, ty] (3.18)

are called state constraints.
N, ,-inequalities (N, , € N>o) which depend explicitly on u(-), i.e.,

() <0, u@)el, q@)eQ, Vieli, ] (3.19)

are called control constraints.
For continuous systems C the mixed control-state constraints (3.17) reduce to

N, -inequalities of the form

ceu(X(0),u(®) <0, x(t) eX, u@)eU, Vreln,trl,
the state constraints (3.18) reduce to N, -inequalities of the form
e (x(1) <0, x(t) eX, Vtelt,trl,
and the control constraints (3.19) reduce to N, -inequalities of the form
c,(u(?)) <0, u@) eU, Vreln, trl A
Examples are
x(t) <5, box constraint

x(t) < u(t), mixed control-state constraint
x1(t) < x,(t), state constraint.
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Definition 3.10 (Admissible Control Sets and Admissible State Set) For a continuous

system C, an admissible control set which depends on the control constraints ¢, (-)
is defined by

U) = {u(t) e U] e,un) < 0}.
An admissible state set which depends on the state constraints ¢, (-) is defined by
2@ = {x(t) e X | e, (x(1)) < 0}.

An admissible state-dependent control set which depends on the mixed control-
state constraints ¢, , (-) is defined by

Ax(0), 1) = {u(t) e U] eru(x(n), u() < 0}.

For a hybrid system H, an admissible control set which depends on the control
constraints ¢, 4 (-) is defined by

U, 0 = [uw e U e @) <0},

An admissible state set which depends on the state constraints ¢, ,(-) is defined by
Rq). 0 = {x0) € X| e x() = 0.

The union of the admissible control sets | J 1<q<N, U (q(t), t) are not necessarily be
connected.

A

For the special case that the nonlinear constraints ¢, (-) and ¢, (-) degrade to linear
ones we denote this constraint type as box constraints.

Definition 3.11 (Box Constraints for Controls and States) If the controls satisfy
simple box constraints of the form

Wt < () < Ul Vel tpl, ie{l,... Nl YqeQ
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then the set of admissible controls is defined as

Uq(0) = [uim uts] x - [ulyin ues].
If the states satisfy simple box constraints of the form

XM < xp (1) < XY, Ve et tp], i€ {1, ..., Ny}

1

then the set of admissible states is defined as

A

X = [ximn xinax] X e X [xxtn x%ax].

The bounds u’l”;”, . u’]'\’,’”q and x{"", .. xlm\,’" are called lower bounds and the

bounds um“", u%‘”‘q and x{"**, ..., xy®" are called upper bounds. The lower and
min max min max
upper bounds must satisfy u"" < u}'/ and XM < X, A

Since control constraints with lower and upper bounds can be expressed as u'”(’]”

u;(-) <Oandu; () — ’”‘”‘ < 0, respectively, all box control constraints can be stated
in the form c,(-) < 0. Please note that u””” = —oo and u}" q = oo are explicitly
allowed and that such constraints can be omltted in the problem formulation. The
same applies to the box state constraints.

The admissible sets in Definition 3.10 are defined pointwise for each ¢ € [to, #].
The corresponding function spaces for the admissible state and control functions are
defined as follows.

Definition 3.12 (Admissible Control Function Spaces and Admissible State Func-
tion Space) For continuous systems C, the continuous-valued control function u(-)
is admissible on the time interval [1, 7], if

u() €U := {u() € L®([to, t71, V) | e, (u(t)) <0, Vz € [0, 1,1}

applies, where I{ is the admissible function space for the continuous-valued controls.
The continuous-valued state function x(-) is admissible on the time interval

[0, 171, if
X(-) € X = {x() € AC®([t0, 1], X) | ex(x(1)) <0, Vi € [19, 171}
applies, where X is the admissible function space for continuous-valued states.

For mixed control-state constraints ¢, , (-), the continuous-valued control function
u(-) is admissible on the time interval [, ¢ /], if

UX() = {u() € L®(to, 171, U) | exu(x(0), u()) <0, Vt € [t9, 171}

applies, where U (x(-)) is the admissible function space for the continuous-valued
controls which depends on the continuous-valued states x(-) € L™ ([f, t7], X).
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For hybrid systems H, the continuous-valued control function u(-) is admissible
on the time interval [fo, ¢ 7], if

u(-) €U(g() = {u) € L=([to, 171, U) | ey g (@) <0, V1 € [10, 1/}
applies, where (¢ (-)) is the admissible function space for the continuous-valued
controls which depends on the discrete state g(-) € L([fy, t¢], Q).

The continuous-valued state function x(-) is admissible on the time interval
[0, 171, if

x() € X(g() = {x(-) € L®([to, 171, X) | €, q(x(1)) <0, V1 € [t0, 1,1}
applies, where X (¢g(-)) is the admissible function space for the continuous-valued

states which depends on the discrete state g(-) € L™ ([t, t], Q).
The discrete control function = (-) is admissible on the time interval [#o, /], if

() €Bg() = [ () € L(n.1,1.B,) [ @ (1) € B,. Vi € [n0, 11}

applies, where B(g(-)) is the admissible function space for the discrete control.
The discrete state function g (-) is admissible on the time interval [fy, # /], if

9() € Q= [a0) € L1, 171, O | g(1) € O, Vr € [10, 171

applies, where Q is the admissible function space for the discrete state. A

3.2.6 Reformulation of Switched Systems

A reformulation of a switched system S can be helpful. The discrete state g(-) is
re-interpreted as piecewise constant binary controls o : [fo, t7] — §2 that defines
which subsystem £, (-) is active at time ¢. Q= {0, 1}™¢ is the admissible set for
the binary controls. o (-) is called an admissible binary control function on the time
interval [1y, t /], if

o()eR = {a(~) e L®([to, t1, 2) | o (t) € £, Vi € [1o, zf]}

applies, where £2 is the admissible function space.
To ensure that only one subsystem is active at any time, the constraint

Nq
Do) =1, Vieltn, ], (3.20)
g=1

O1s---, 0N, € {0, 1}
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must be fulfilled and is added to the system description, where oy refers to the g-
th entry in the binary controls o (). The system’s differential equation can then be
re-written in affine form (Xu [62], Alamir and Attia [3]) as

Nfl
x(®) =Fx(),0(t),u(?)) = Zaq(t) My (x(@),u(?)), forae.t €[, 1y]
q=1
(3.21)

where the right-hand side function F : X x 2 x U — X is measurable in 7. With a
concatenated control vector p(-) € U x §2, which contains the continuous-valued as
well as the binary controls,

p(t) =[u@), o ()], Vieln, il (3.22)
the system can be written in the conventional form

x(1) = F(x(1), p(t)), forae.t € [t 1/]. (3.23)

Definition 3.13 (Binary Switched System) The dynamics of the switched system
(3.7)—~(3.8) can be equivalently reformulated to a binary switched system using
(3.20)—(3.23) and represented by

Ny
(1) = F(x(t), p(1) = D 04(t) £,y (x(1), u(®)), forae.t € 1o, 7],
g=1

N‘i
Do =1, Vieln i,

g=1

X(19) = Xp.

The collection of vector fields reduces to one single entry F = F(-).
A binary switched system without state jumps is then defined by

S3:= (0, X, U, F, 2,D)

where £2 is the set of admissible binary controls.
A

IE shogld be noted that the binary character of o (-) makes the admissible control set
U x £2 disjoint. More specifically, the admissible set is split into N,-subsets which
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are not connected to each other and in particular the admissible set is nonconvex,
which is problematic for the convergence of iterative optimal control solvers, as will
be seen later.

3.3 Optimal Control Problem Formulations

It is often of major interest, to define a control law for the continuous controls as
well as for the discrete automaton, that leads to a desired behavior. Engineers and
scientists often describe such problems in the form of a cost functional that can
represent time, energy, and money costs or their respective combinations. The task
of finding the controls relates to the minimization of the cost functional. A respective
formulation is denominated as an optimal control problem, or more specifically, as a
switched optimal control problem, when the underlying system is a switched system.
In this section we consider important problem formulations.

3.3.1 Functionals

The finite-dimensional optimization, which is the topic of Chap.2, aims at finding
optimal points in the Euclidean vector space R, which minimizes a given cost
function. Now, in the setting of hybrid optimal control we are seeking for functions
of time in an infinite-dimensional function space, which minimizes a given cost
functional. Hereby, a functional is a mapping of a function to a single real value. We
might also say, a functional is a function of a function.

In optimal control theory a distinction between three types of cost functionals is
usually made (Ioffe and Tihomirov [33]), where all three types can be transformed
into each other, as will be outlined later. Therefore, we will only use one symbol ¢ (-)
for a general cost functional.

Functionals of purely integral-type are of the following form ¢ : X x U(-) — R:

Iy

¢(x(-),u() =/ Ly (x(1), u(r)) dr (3.24)

to

where X x U(-) is the cartesian product of the function space for the states and
the function space for the controls. The functionals of type (3.24) are called integral
JSfunctionals or Lagrange functionals. The function/, : X x U — R under the integral
is real-valued and is called either Lagrangian, running cost, or instantaneous cost.
The reader should be aware of the notation. On the one hand, ¢ (-) means a functional
of the functions x(-) and u(-). On the other hand, the function /,(-) assigns a real
value to a single point of the trajectory (x(#), u(¢)) in the Euclidean space. Then,
for a given initial set (#p; Xo), the dynamic behaviors are parameterized by control
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functions u(-). Thus, functionals of type (3.24) assign a cost value to each feasible
control u(-).

Endpoint functionals with the mapping ¢ : X — R depend only on the terminal
values of the state functions, i.e., X(¢7), and assign a cost value to them:

¢ (x(-)) = m(x(ty)),

where m(-) are called endpoint functionals or Mayer functionals. Finally, combina-
tions of both types are called mixed functionals or Bolza functionals:

Ly
¢(x(-),u(-)) =m(X(tf))+/ Ly (x(2), u(r)) dr.

Iy

Different functional types are necessary because some numerical solution methods
require different formulations. For example, the solution method dynamic program-
ming requires an optimal control problem to be formulated as Bolza-type.

3.3.2 Boundary Conditions

To obtain a well-posed optimal control problem boundary conditions are needed.
Boundary conditions define initial and/or final values of the desired trajectories. The
solution of a system of ordinary differential equations usually needs the prescription
of one boundary value per differential equation to get a unique solution. For OCPs
up to 2N, boundary values can be prescribed, because the necessary conditions intro-
duce N, adjoint differential equations additionally to the N, differential equations
of the dynamic system, as will be seen in Chap. 4. If fewer boundary conditions are
prescribed, the necessary conditions will define the missing boundary conditions by
the transversality conditions.

Definition 3.14 (Coupled and Decoupled Boundary Conditions) The boundary con-
ditions ¥ (-) impose Ny, -equality restrictions on the initial states x(#y) only with

¥o(x(1)) = 0.

The boundary conditions ¥ (-) impose Ny -equality restrictions on the final
states x(f7) only with

¥ (x(tp) = 0.

Such conditions are classified as decoupled boundary conditions (Kirches [35])
because they are separable over the entire time horizon.
The more general case is coupled boundary conditions ¥ (-) with
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¥ (x(10), x(17)) =0
which impose Ny -equality restrictions that couple the states at the endpoints. A

The boundary conditions ¥(-), ¥ ;(-), and ¥ (-) are usually nonlinear in x(79) and
X(t7). For the special case that the boundary conditions degrade to a linear form,
then the initial and final states can be separately stated as

X(fg) = Xo

xiz,(tr) = Xy,

where the set 7, specifies which final states x, are given explicitly. In contrast,
the initial states x( are assumed to be all given. This type of boundary condition is
of major importance because it appears in many practical applications. Since it is
considered exclusively in the examples given we restrict the problem formulations
and theoretical derivations to this boundary type only.

3.3.3 Continuous Optimal Control Problem

In an optimal control problem for a continuous system C, the task is finding an admis-
sible control function u(-) € L*([#y, t¢], U) generating the corresponding admissi-
ble state function x(-) € AC™([to, t¢], X) such that all imposed constraints from
the set D = {c, ,(-), ¢, (), ¢,(-)} and boundary conditions are satisfied and the cost
functional ¢ (u(-)) is minimized.

Definition 3.15 (Continuous Optimal Control Problem) Let a continuous system
C be given by Definition 3.1. A continuous optimal control problem (OCP) is a
(constrained) infinite-dimensional optimization problem where the optimal control
functions u*(-) have to be chosen, such that a given functional

¢ (u"()) = min ¢(u()) (3.25)

subject to the continuous system

x(t) =f(x(®),u(t)), forae.re[tn,t/], (3.26)

imposed boundaries
x(fy) = X (3.27)
Xiz,1(tf) =Xy, (3.28)

and imposed constraints on the controls and states
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u-)eld (3.29)
x() e X (3.30)

1S minimized.
A

If the functional ¢(-) is integral-type, then the problem (3.25)—(3.30) is called
Lagrange problem; if the functional is endpoint, then the problem is called Mayer
problem; and, finally, if the functional is mixed, then the problem is called Bolza
problem (loffe and Tihomirov [33]). It should be noted that a minimization problem
can always be converted into a maximization problem by changing the sign of ¢ (-).

For all problem definitions encountered in this book, the initial condition X is
assumed to be known at the fixed initial time #. The final time 7y can be fixed or free.
Problems with free final time require an extension of the formulation, see Sect. 3.3.7.

We say the control and state functions are feasible, if the system (3.26) is forced
to satisfy all imposed constraints (3.27), (3.28), (3.29), and (3.30).

Optimal controls of control-affine systems have continuous-valued optimal con-
trol trajectories of bang—bang type. That means, the trajectories of u;(-) may take
values only from the set {u/"", u""**} with the exception of some singular arcs. This
fact will be used in the later chapters to mimic binary switches by the embedding
approach. For control-affine systems the Lagrangian must have the following affine
structure:

L(x(t)) + 17 (x(1)) - u(?), (3.31)

where [p : X - Randl; : X — U.

Definition 3.16 (Affine Optimal Control Problem) Given a continuous system C
by Definition 3.1, an optimal control problem with linear controls (3.5) and affine
Lagrangian (3.31) can be stated as

iy
¢ (W)= ul(n)lerb m(x(ty)) +/ lo(x(1)) +1{ (x(1)) - u(r) dt (3.32)

Io

subject to
N,
x(t) = fo(x(@)) + fo (x(1)) - u;(t), forae.t € [1,1/] (3.33)
i=1
x(ty) = X (3.34)
X[If](tf) =Xy (3.35)

x(-) e X.

The formulation (3.32)—(3.35) is called an affine optimal control problem. A
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3.3.4 Hybrid Optimal Control Problem

For a hybrid optimal control problem, the goal is to find the continuous-valued
controls u(-) € U(q(-)) and the discrete control @ () € B(g(-)) for a hybrid system
H, such that desired characteristics are met.

The higher complexity accounts for the selection of a subsystem from the set
JF such that all imposed constraints from the set D = {€, . 4(-), €x 4(-), € 4(-)} and
boundary conditions are satisfied and the cost functional is still minimized.

The optimal control problem for a hybrid system without state jumps can be stated
as follows:

Definition 3.17 (Hybrid Optimal Control Problem without Reset Functions) Given
a hybrid system H; by Definition 3.3. Then, an optimal control problem can be stated
as Bolza problem

Iy
(). o () = m(x(t)) + / Ly (x(6), () di

min
u(-)el(q(-), @ (-)eB(gq(")) t

(3.36)
subject to
x(t) =, (x(1), u(t)), forae.t e[t tr] (3.37)
q}) =q() + @), ;€6 (3.38)
X(fo) = Xo (3.39)
X[If](tf) =Xy (3.40)

q() € Q, x(-) € X(q()).

The formulation (3.36)—(3.40) is called a hybrid optimal control problem (HOCP)
with controlled switching and without state jumps. A

According to the additional degree-of-freedom, we define feasibility of an HOCP as
follows:

Definition 3.18 (Feasibility of HOCPs) A tuple (x(-), g(-), u(-), @ (-)) of functions
is said to be feasible if the ODE, boundary conditions, and all constraints of the
HOCP formulation are satisfied. A

The consideration of a hybrid system Hl, with reset requires an extension of the
hybrid optimal control problem from above.

Definition 3.19 (Hybrid Optimal Control Problem with Reset Functions) Given a
hybrid system H, by Definition 3.4. Then, an optimal control problem can be stated
as Bolza problem
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Iy
m(x(t)) + / Ly (x(1), u(®)) dr

¢ (u (), m*()) = min
u(-)et(q()). w()eBg() "
(3.41)
subject to
X(t) = ;) (x(®), u(?)), fora.e. t € [tg, t] (3.42)
@) =q) +@@), €6, (3.43)
X)) = x(t7) + 8 g0 (X(fj_)) (3.44)
X(f9) = Xp (3.45)
X[l'f](lf) =Xy (3.46)

q() € Q, x(-) € X(g().

The formulation (3.41)—(3.46) is called a hybrid optimal control problem with state
jumps. A

In general, the addition of the reset condition (3.55) leads to a nonsmooth optimal
control problem.

3.3.5 Switched Optimal Control Problem

According to the assumption made in Sect.3.2.3, we can directly use the discrete
state ¢ () as control variable for a switched system S. Thus, for a switched optimal
control problem, the goal is to find the continuous-valued controls u(-) € U(g(-))
and discrete states g (-) € Q, such that desired characteristics are met.

The consideration of an optimal control problem for a switched system without
state jumps S; requires some modifications in the formulation:

Definition 3.20 (Switched Optimal Control Problem without Reset Functions)
Given a switched system S; by Definition 3.5. Then, an optimal control problem
can be stated as Bolza problem

Iy
¢ (g0 () = m(X(tf))+/ lyoy(x(1), u(®)) dr ~ (3.47)

min
q()€Q, u()el(q() f

subject to
x(t) = £, (x(1), u(1)), forae.t € [to, t/] (3.48)
x(ty) = X (3.49)
X[If](lf) =Xy (3.50)

x(-) € X(g(-).
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The formulation (3.47)—(3.50) is called a switched optimal control problem (SOCP)
without state jumps.

A
Let us adapt the definition of feasibility for a SOCP as follows:

Definition 3.21 (Feasibility of SOCPs) A tuple (x(-), g(-), u(-)) of functions is said
to be feasible if the ODE, boundary conditions, and all constraints of the SOCP
formulation are satisfied. A

Definition 3.22 (Optimal Control Function, Optimal Continuous State Function,
and Optimal Discrete State Function) For any optimal tuple (x*(-), g*(-), u*(-))
satisfying

O, g™ O W O) =arg o B oo XG40 u0),

u*(-) is called an optimal control function, x*(-) is called an optimal continuous state
function, and ¢*(-) is called an optimal discrete state function. A

The consideration of a switched system S, with reset requires an extension of the
switched optimal control problem from above.

Definition 3.23 (Switched Optimal Control Problem with Reset Functions) Given
a switched system S, by Definition 3.6. Then, an optimal control problem can be
stated as Bolza problem

Iy
¢ (¢*().u*()) = m(X(tf))+/ lyoy(x(2), u(2)) dr  (3.51)

min
q(-)eQ, u(-)el(q(-)) fo

subject to
X(t) = ;) (x(®), u(?)), fora.e.t € [tg, ty] (3.52)
x(f) = Xo (3.53)
X[If](tf) =Xy (3.54)
X(1F) = XU7) + 8 q0 (XC)) (3.55)

x(-) € X(g().

The formulation (3.51)—(3.55) is called a switched optimal control problem with state
jumps. A
3.3.6 Binary Switched Optimal Control Problem

Applying the reformulation of Sect. 3.2.6 to the discrete state ¢ (-) one obtains piece-
wise constant binary functions o : [fy, ff] — £2. An additional constraint (3.20)
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assures that only one subsystem is active. The SOCP from Definition 3.20 can then
equivalently be reformulated to an optimal control problem for binary switched sys-
tems. The numerical solution of binary switched optimal control problems plays an
essential part of this book.

Definition 3.24 (Binary Switched Optimal Control Problem) Let a switched system
S3 be given by Definition 3.13. Then, an optimal control problem formulation can
be stated as Bolza problem

tr Ny
¢ (0" (). u () = m(x(17)) + / > 04(6) - 1, (x(0), u(e)) dr
C—

min
o ()€R, u(-)eU(q(")

(3.56)
subject to
N‘i
x(t) = Zoq(t) My (x(@),u(r)), forae.r e[, ty] (3.57)
g=1
x(ty) = X (3.58)
X[If](l‘f) =Xy (3.59)
N‘I
D RAGE) vt € [to, tf] (3.60)
q=1

X(-) € X(g(-).

The formulation (3.56)—(3.60) is called a binary switched optimal control problem
(BSOCP). A

3.3.7 Transformations of Optimal Control Problems

Several useful transformation techniques are discussed that allow to transform fairly
general optimal control problems to standard form.

3.3.7.1 Transformation of Bolza-, Lagrange-, and Mayer-type Problems

Optimal control problems of the Bolza-, Lagrange-, and Mayer-type problems can
be equivalently transformed into each other. This is often necessary because differ-
ent numerical procedures require that the problem formulations are tailored to the
algorithms. We start by transforming Bolza-type problems to Mayer-type problems.
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Again, the Bolza-type problem consists of a final state cost m(x(¢,)) and a set of
N,-Lagrange terms:
Iy
¢ (g (), u(-)) =m(x(tr)) +/ lyy X(2), u(t)) dt. (3.61)

fo

By introducing an additional state xy, () with the time derivative Xy _41(f) =
l4r)(x(2), u(?)) and the initial condition xy, 41 (fo) = 0, the cost functional (3.61) can
be easily formulated as endpoint functional. Then, the functional (3.61) becomes

¢(q (). u() = mXx(ty)) + xn,41(ty)

and the dimension of the dynamical system is increased by 1

x1(1)
= | | = [rsouon )
X0 = iy, (1) _[lqm(x(l),u(t)) ’ (3-62)
XN, +1(2)
Analogously, Lagrange-type problems
l
¢(q(~),u(-))=/ lg@(x(), u(r)) dt (3.63)

can be converted into Mayer-type problems by introducing an additional state
Xn,+1(-) with the differential equation Xy, 1 (t) = ;) (X(?), u(t)) and the initial con-
dition xy, 11 (fo) = 0. Then, the functional (3.63) becomes

¢(q(),u() = xn41(ty)

with the extended dynamical system (3.62).
Mayer-type problems

¢(q(),u()) = m(x(ty)) (3.64)

can be transformed to Lagrange-type problems by introducing an additional state
xn.+1(-) with the differential equation xy,11(t) =0 and the initial condition
Xy, +1(t0) = (tfp — 1)~ ! - m(x(tr)). Then, the functional (3.64) becomes

Iy
$(q(), u() = / v (1) dt

Iy

with the extended dynamical system
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£

do=| =[f"<’>("(3’“(”)]. (3.65)
xn, (1)
Sy (0)

Bolza-type problems (3.61) can be analogously transformed to Lagrange-type
problems by introducing an additional state xy, 41(-) with the differential equation
Xn,+1(t) = 0 and the initial condition xy, (o) = (t; — 1) ~! -m(x(ty)). Then, the
functional (3.61) becomes

Ly
#(q (), u()) =/ [y (x(1), u(0)) 4 xy,41(1)] dr

4]

with the extended dynamical system (3.65).
Thus, it can be said that Bolza-, Lagrange-, and Mayer-type problems are theo-
retically equivalent. A deeper discussion of this topic is given in Cesari [21].

3.3.7.2 Transformation to Fixed Time Interval

Some problem formulations require a free final time. For this case, the final time 7/
becomes then a freedom in the OCP formulation. To transform this into an equivalent
problem let us use the following linear time transformation:

t(ty=t+t-(ty — 1), t©el0,1] (3.66)

which maps the time interval [1, 77] onto [0, 1]. Since 7, is assumed to be zero,
(3.66) simplifies to #(7) = tts. Substitution of ¢ with #(7) gives the continuous-
valued states, the continuous-valued controls, and the discrete state over the relative
time interval T € [0, 1]

X(7) == x(t (7)) = x(tty)
u(zr) :==u((r)) = u(rty)
q(t) :==q(t(v)) = q(tty).

The final time can be treated as an additional but constant state Xy, 41(t) =ty with
the time derivative given as

dXNAJrl

(=0, (3.67)

The evolution of the transformed states is now described by
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Ky =3 U (0) = by (D). (D)) - 7 3.68
37 (O =x0@) - = @) = X(1), 0(0)) - Xy, 41(7). (3.68)

According to (3.67) and (3.68), the enhanced state vector ):((-) is then given by

d—)Zl( ) |
dr ’
P . a0 &), 6(0) - Fy1 ()
dr - dex (7:) - 0 .
d~dT
XN, +1
L dr (T)_
One obtains the equivalent transformed SOCP as
$@@* (.0 G) =  min__ $@GO,u0) (3.69)
G()eQ, u(-eUq()
subject to
g—’:(r) _ [f‘ﬂ”(f‘(’)’ ﬁ(g)) "ZN»“(’)] . foraete[0,1]  (3.70)
Xi1:v,1(0) = X 3.71)
Xiz,(1) = x; (3.72)
X() € X(G()

where the admissible sets are defined as

() € UG() = {a() € L*(0, 11, U) | ez 4(i(r) <0, ¥z €0, 11},

§() e Q:={3() € L*(10,11.9) | 4(x) € O, vz e 0. 11},
and
X() € X@G()) == (50 € Ac=(10, 1,0 | ¢, (3®) =0, vz e 0, 11}.

The equivalent problem (3.69)—(3.72) can be extend for a free initial time #; in the
same manner as shown by Gerdts [30].
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3.3.7.3 Transformation into Hybrid Execution Phases with Fixed Time
Intervals

The principle of hybrid execution of a hybrid system promotes the idea to virtually
breaking the hybrid optimal control problem into multiple phases depending on the
current active subsystem. Then, the breaks occur such that the discrete state g (-) takes
on constant values. The smaller subintervals of the hybrid trajectory are defined on
the hybrid time trajectory 7 as

X; I[[j, lj+1] — X
u; Z[Ij, lj+1] - U
a; <[ty tj] > Q.
This concept modifies the Bolza-type objective functional to multiple stages

Nzu‘*

1 it
mxy,, () + D / Ly, (X; (1), (1)) dr. (3.73)
i—0 tj

Using linear time transformations
t](T)Zt]+T(t]+1—t]), TG[O, 1]9 j:()"”vNexe_l (374)

that map each interval [z}, ¢;41] onto [0, 1], let us transform problems (3.73) into
equivalent problem formulations. The derivation of (3.74) yields

dt; .
d_‘[](‘[):(t]-kl_tj):g]v J:Ov“-»Nexe_],

where ¢; can be interpreted as the stage-length of stage j. Substitution of ¢ with
tj(7) yields the new continuous-valued states, the continuous-valued controls, and
the discrete state over the relative time interval T € [0, 1]

X;(t) :=x,(t(1))

u; () :=u;(#())

q;(t) = q;(t;(1))

and the transformed jump conditions

ij(o) = ij—l(l) + S(qj,l,qj)(iqj,l(l))v J = 1’ e Nexe - L

With the usage of the continuous variable #;(z), the evolution of the transformed
states can now be described by
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@()—ﬁ(l‘())'%()—"(t‘())'%()
R o T

= ¢it; 0 (X;(v),u;(r)), forae. 7 €|0,1]

for each stage j =0, ..., Ny — 1.
The transformed problem is then given as follows:

N¢ 1
~ min mGn () +> / & Ly & (0). (1)) de
u;(eUG; (). §;()€Q, eRNs, N.eNxg iz0 0
(3.75)
subject to
dg; o .
E(T) = ¢it;. 0 (X;(7), 0;(7)), j=0,...,N., forae. t€l0,1]
(3.76)
X0(0) = xo (3.77)
%,/'(1) = x; (3.78)
NC
Dci| = —1) (3.79)
=0
—5; <0, j=0.....N, (3.80)
%0) =% 1 (D) + 8, ,0p& (1), j=1,...,N, (3.81)
X;() € X(g;()), j=0.....N..

The problem formulation (3.75)—(3.81) can be interpreted as a multistage optimiza-
tion problem with the stage number N. = N,,, — 1 and the vector ¢ of stage-lengths
and is equivalent to the problem (3.51)—(3.55). An important special case arises if the
number of stages N and the mode sequence D = (qo, 41,42 - - - » n,,,) 1S a priori
known. Then, the switching times remain as freedoms of the discrete decisions and
the problem is then called switching time optimization.

3.3.7.4 Transformation of Switchings Costs into Reset Functions

In many technical scenarios, a switching requires a certain amount of energy and thus
frequent switching should be avoided. To account for this, switching cost functions
of the form ¢y, , 4,) : X — Rforg;_1,q; € Q and g;_; # ¢; can be added to the
cost functional
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Nexe—1
d;(), q;() = m(xy,, (7)) + z 0q;-1.a) Xj—1(t;))
=1
New 1 o,
+ Z/ I, (% (), u; (1)) dt. (3.82)
j=0 i

The switching cost functions are assumed to be at least once continuously differen-
tiable with respect to 7.

The switching costs in (3.82) can be transformed into an additional state X;(-)
with the Bolza to Mayer transformation rule given in Sect.3.3.7.1. The final value
of the new state Xy, (t7) is then added to the Mayer term. The time derivative and
the initial value of X, (-) are given as

X(1)=0
)Ej(l‘()) =0.

Then, the system evolves over time according to

M)

0= i [0 o
X (L)
Xj(t)

with the reset condition
X (1)) =%1(1;) + 8,10 (X.f(f,-_))

o — 0N x1 .
=x;_1(;)+ * N =1,..., Ny
i=15) [Q<q,,»1,q.f)<xj1<rj n] ’

where X; (7) is the extended state vector. Transformation of the switching costs into
reset functions yields the standard form of a SOCP according to Definition 3.23 as

¢ (¢* (), u*()) =
Nswt

Tj+1
min M(XN,ypo (EF)) + XN, ) + / lg. (x;(t),u;(t)) dt
4;(V€Q, u;()eU(q; (). NswieNsg xe ) xe S §0 oo TR

subject to
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)L(j(t) = [W} , fora.e.t € [t, t/]
Xo(to) = [Xo, 01"
s
Xy, (i) = x;
0
. (+T) — v. — N, x1 .
X0 =X [Qm,-_],q,)(x,l(tjn} = b N

x; (1) € X(g;(-)).
For SOCPs with state jumps, the reset condition is extended as follows:

ij(ff) =X;_1(t;) + S(qj,,,qj)(x_j—l(f;))

8(q;-1.0) Xj—1(7;)

=X; ;) + -
=15 [Qw,-,,q,-)(xj—l(fj )

} j=1,..., Ny

Certainly, it makes sometimes sense to apply the opposite transformation, which
yields switching cost terms from a reset function.

3.4 Bibliographical Notes

The area of applications for hybrid systems is vast and multifaceted. A majority
of examples come from the field of robotics (Ding et al. [25] and Egerstedt [28]),
process engineering (Avraam et al. [5]), automotive control (Balluchi et al. [6—11],
Liu et al. [40], Vasak et al. [60], and Kirches et al. [36]), power systems, and traffic
control systems (De Schutter and De Moor [24]) gives the impression that hybrid
systems are everywhere. And indeed, many processes encountered in engineering,
science, and, daily life can be effectively modeled as hybrid systems.

Many textbooks on hybrid systems have been published recently. Some examples
are the books Van Der Schaft et al. [58], Lunze and Lamnabhi-Lagarrigue [41],
Cassandras and Lafortune [19], and Sun and Ge [56].

The work of Branicky et al. [15—17] introduced a general hybrid dynamical system
description. This work is based on the general abstract definition of a dynamical
system developed by Sontag [54]. A further treatment in hybrid modeling is given
in Labinaz et al. [38].

A special class of hybrid systems which capture both characteristics, time-driven
and event-driven dynamics, is considered for modeling queuing structures that can be
found in many manufacturing systems (Cassandras et al. [20]). An interesting fact
of this class is the non-differentiabilities in the event-driven state dynamics. This
problem leads to a nonsmooth optimization problem which limits the applicability
of classical nonlinear programming methodologies.
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Purely discrete-event-driven systems have also attracted much attention in the
recent literature: Notably, Cassandras and Lafortune [19], Eqtami et al. [29], Donkers
[27], and Varutti [59]. They have some similarities to hybrid systems; however, the
focus of discrete-event systems is the occurrence of only asynchronously generated
discrete events that force state transitions instantaneously.

Hybrid systems with set-valued dynamical systems (known as differential inclu-
sion form) are considered to account for time-varying and perturbations effects
(Goebel et al. [31]) and to describe nonsmooth systems (Acary and Brogliato [1]).

Xu and Antsaklis [65] defined switched systems without state reset functions. In
contrast, controlled state jumps, where the height of the jump is a control variable,
are reported by Attia [4].

A practically important branch is switched (linear) systems, e.g., piecewise affine
systems (Johansson [34], Rantzer and Johansson [47]), linear complementarity sys-
tems (Van Der Schaft et al. [58], Lunze and Lamnabhi-Lagarrigue [41]), extended
linear complementarity systems, and mixed logical dynamical systems (Bemporad
and Morari [13], Morari et al. [43]).

Complementary systems are dynamic systems with discrete modes determined
by pairs of signals which are complementary to each other. Two signals a > 0 and
b > 0 are said to be subject to a complementary condition if the following holds:

0<alb>0. (3.84)

The notation _L represents complementarity and means that either a component of
signal @, = 0 or by = 0 is satisfied. Formulation (3.84) can be re-expressed as

a’b=0, a>0, b>0.

Mixed logical dynamical systems use reformulations of logical decisions. The logic
decision part, typically represented by Boolean values, is embedded into affine state
equations by simply transforming the Boolean decision variables into {0, 1} integers
and translating logic relations into mixed-integer linear inequalities as shown by
Morari et al. [43]. Heemels et al. [32] have shown that under assumptions related to
well-posedness and boundedness of input, state and output that piecewise affine, lin-
ear complementary, extended linear complementarity, and mixed logical dynamical
hybrid systems are equivalent.

The hybrid phenomena not encountered in either purely time-driven continuous
nor discrete-event-driven systems resulted in new challenges for proving system
stability. This problem class opened up extensive research activities. Consequently,
the classical stability theory has been unified and extended to provide necessary and
sufficient Lyapunov conditions for asymptotic stability in hybrid systems (Xu [62],
Lygeros et al. [42], and Goebel et al. [31]). The survey paper from Lin and Antsaklis
[39] presents recent stability and stabilization results for switched linear systems.
Existence and uniqueness of hybrid automata solutions is given in Lygeros et al.
[42].
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The main focus of hybrid systems in the literature is on optimal control. There are
many papers around dealing with this topic; however, the majority of the excellent
textbooks discuss only the continuous optimal control counterpart (Kirk [37], Bryson
and Ho [18], and Sethi and Thompson [52]).

Optimal control problems governed by partial differential equations or differential-
algebraic equations are also a wide field in research and is discussed in Gerdts [30].

A survey paper on optimal control of hybrid and switched systems is presented
by Zhu and Antsaklis [67]. Early works on optimal control of hybrid systems were
already performed by Witsenhausen [61] and Seidman [51] but especially over the
last two decades theoretical and computational achievements have been obtained.
The research efforts in the area of theoretical analysis of hybrid optimal control
problems include the derivation of necessary conditions for optimal control (Seidman
[51], Sussmann [57], Piccoli [46], Shaikh [53], Riedinger et al. [48, 49], Dmitruk
and Kaganovich [26], and Passenberg et al. [45]). The computational achievements
take advantage of various optimization techniques and high-performance computers
to develop efficient numerical methods, for e.g., switched linear systems (Xu and
Antsaklis [65], Xu and Antsaklis [66]); switched systems (Bengea et al. [14]); and
switched linear system with linear performance index (Baotic et al. [12]).
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Chapter 4
The Minimum Principle
and Hamilton—Jacobi-Bellman Equation

4.1 Introduction

A good understanding of optimal control begins with the study of its ancestor, the
calculus of variations. We begin by introducing some important concepts to the
classical calculus of variations. Despite its powerful formulations we will see that the
classical approach of calculus of variations will yield only unsatisfactory answers
to modern control problems and opened a wide area of control activities (some
historical marks are given in the bibliography in Sect. 4.6). Nevertheless, we use this
brief introduction to motivate Pontryagin’s minimum principle (PMP), which can
be seen as a milestone of a great evolution in the calculus of variation. To conform
with the problems discovered in this book, we state only conditions for autonomous
problems. These are the problems in which the time does not appear explicitly.

4.1.1 The Calculus of Variations

Numerical methods of optimal control rely on conditions that a control trajectory
u(-) and a state trajectory x(-) must fulfill in order to be a candidate for the optimal
solution and hence those conditions are called necessary conditions for optimality.
A powerful mathematical theory for obtaining these conditions is the calculus of
variations, which is covered in much more detail in the textbooks Gelfand et al. [24],
Liberzon [40], Vinter [55], Kirk [37], and Bryson and Ho [10]. In this section, some
basic principles of variational analysis that are needed to derive necessary conditions
for optimal control will be explained.

We first consider a simple problem, that aims at finding a trajectory (i.e., a function)
x*(-) that minimizes a functional ¢ (x(-))

tr
¢(x*(-)) = min @ (x(")) =/ g(x(1)) dr, (4.1)
x(1)eX fo
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where X is a linear function space with a norm, i.e., a Banach space. The functional
¢ () returns a scalar value for a trajectory x(¢) evolving from fy to ¢, i.e., a functional
maps a function to a scalar.

We are interested in the relation to neighboring trajectories x(¢) + 6x(¢), as we
want the trajectory x(#) to have a lower value of ¢ (-) than all neighboring trajecto-
ries. We can calculate the difference in the functional between x(¢) and an arbitrary
neighbor x(¢) + 5x(¢) by

tr
Ap(x,0x) = p(x +8x) —p(x) = / g(x(1) 4 8x(1)) — g(x(r)) dt.

to

Definition 4.1 (Local Minimum of a Functional) A functional ¢ (x*(-)) has a local
minimum, if there is a neighborhood ||§x|| = [|x — X*|| < € such that for all neigh-
boring functions x*(-) 4+ 6x(-) € &,

Ap(x*,86x) >0

applies, where the symbol || - || denotes a suitable norm (we will go in more detail
soon). If this is the case for an arbitrary large €, then ¢ (x*(-)) is a global minimum.

A

To define first-order necessary conditions for a local minimum of a functional in
the sense of infinitesimal calculus, in a similar fashion as it is done in the optimization
of finite-dimensional functions (cf. Chap. 2), we need to compare solution candidates
with each other. For this task, we need to measure the distance of two functions and
that means, we need a norm for the functions. We therefore assume that all solution
candidates are defined in a linear function space with a defined norm. Unfortunately,
there are many possible choices of linear function spaces with different norms. A very
common function space, is the space of continuous functions on an interval [z, 7]
which is denoted by CO([to, t 1, X). One possible and also very common norm for a
continuous function x(-) € C%([1, ¢t 71, X) is the 0-norm defined by

[x()llo = sup [x(@)], 4.2)

t€lto,tr]

where | - | is the standard norm for the Euclidean space X.

Another common functional space is the space of continuous differentiable func-
tions C'([to, t¢], X) for which common norms are the 0-norm and the 1-norm
defined by

Xl = sup [x(O)]+ sup [X(D)]. (4.3)

telt,tr] t€lto,1y]

In an obvious way one can define the k-norm for an arbitrary k for function spaces
that consists of at least k times differentiable functions, which in turn is denoted by

Cr([t0, 151, X).
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With the definition of the 0- and the 1-norm in mind, we can precise the definition
of local minima of functionals in the calculus of variations. If we look for optimal
trajectories in the function space C Y([to, t +1, X), which is usual in the calculus of
variations, and use the 0-norm in Definition 4.1, the minimum is called a strong
minimum. If we use the 1-norm, it is called a weak minimum. Obviously, a strong
minimum is always a weak minimum, but the converse is not true.

It will turn out that we need to seek solutions in the function space Co[to, ¢t 1. %)
or even in the function space of piecewise continuously differentiable functions for
optimal solutions of optimal control problems, which we denote by C(lto, t 1, X).
‘We must therefore rely on conditions for strong local minima. Fortunately, the first-
order conditions for a strong and weak minimum are the same and the distinction
between them are only challenging for the derivation of second-order conditions. In
this book, we only introduce the first-order necessary conditions for an extremum
and refer the reader to textbooks about the optimal control theory, e.g., Liberzon [40],
for a complete introduction of all necessary conditions. We will assume for this task
in a first step, that the solution candidates and all functions involved are continuously
differentiable w.r.t. all variables.

To state first-order necessary conditions, we need to introduce a suitable derivative,
which can be applied to functionals. This derivative is called Gateaux derivative and
is a generalization of the well-known directional derivatives for finite-dimensional
functions, as considered in Chap.2, even for infinite-dimensional functions. This
is necessary because a functional is infinite-dimensional, which becomes clear, if
e.g., the approximations of functions as power series are considered, for which a
basis is the set of all basic polynomials P = x™ for all N, =0, ..., co. It makes
therefore no sense to calculate a gradient with an infinite number of entries by partial
derivatives and try to find a function for which the gradient vanishes by the solution
of an infinite-dimensional system of equations.

Definition 4.2 (Gateaux derivative for Functionals) Let ¢ (-) be a functional, that
maps a function x(-) € Ck([to, t 1, R), k > Otoascalar. Then, the Gateaux derivative
of the functional ¢ (-) at x(-) in the direction 8x(-) € C*([to, tr], R) is defined by

) Sx(-)) — . d
59.(e);x() = tim PEOLIXTDZOCO _ 20) 4 aeiy)|

T =
4.4)

If the limit exists, the functional is said to be Gateaux differentiable at x(-).

A

The Gateaux derivative 8¢ (x(-); 8x(-)) defines a function from the same function
space C*([to, tr], R) as function x(-).

By applying the Gateaux derivative to the functional (4.1), we obtain the so-called
first variation of the functional

't 0g
5 (x(): 5X()) = / 25 () - 5x)

o
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which has to be interpreted component-wise for the vector of functions x(-). We
use this vector notation for the sake of simplicity in the remainder of this book for
Gateaux derivatives and integrals, meaning that the operations have to be applied
component-wise.

Now, we can define a necessary condition for x(-) to be a minimum.

Theorem 4.1 (First-order necessary condition for a minimum of a functional) If
x*(-) is a minimum of the functional ¢ (-), then the first variation of ¢ (-) must vanish
for all admissible §x(-):

8¢ (x*(-); 6x(1)) = 0.

Proof A proof of this theorem can be found in Gelfand et al. [24].

4.1.2 Deriving First-Order Necessary Conditions for an
Extremum of an Optimal Control Problem

In the previous sections, the basic principles of the calculus of variations were
explained for a simple functional. The same principles also apply for more compli-
cated optimal control problems. In the following, we will regard an optimal control
problem formulated as Mayer problem:

¢ (U*(-)) = min ¢u(-)) =m(x*(tf)) (4.5)
u(-)eC(l1,151,U)

x() =f(x(@®),u(®)), Vteltn, tr] (4.6)

x(fh) = Xo 4.7

Xz,1(tp) =Xy (4.8)

The continuous-valued states x(-) are assumed to be continuously differentiable and
the continuous-valued controls u(-) are assumed to be continuous. The functions m(-)
and f(-) are assumed to be continuously differentiable with respect to all arguments.
The endpoint boundaries Xz,(/) are prescribed for some or all continuous-valued
states identified by the index set Zy € {1, ..., N,}. The number of prescribed end-
points is denoted by Ny = #Z, and the complement of the index set is defined by
Zp ={1,.... N:}\ Zy.

We first augment the functional to incorporate the constraints. The differential
equation is appended with the vector of continuously differentiable costates A (-)

ty
¢ (), x(-), X(-), A(-)) = m(x(ty)) +/ A (@) - (fx(), u@) — x(1)) dr,

fo
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which is no problem, because the additional term j;:)f AT (f(x, u) — X) driszeroforall
admissible control and state vectors. Next, the state boundary constraints x(#y) — Xq
and x(z,)(7y) — X, are attached with the help of additional Lagrange multipliers
mo € RV, w, € RV which gives

d1(), x(), X(), A(), ko, k) =m(x(tf)) + ng - [x(t0) — xo01 + M? : [X[If](l‘f) - Xf]

.
+ / ! [).T(t)f(x(t),u(t)) —xT(z)xa)] dr. (4.9)
0]

Please note that the vectors of multipliers p, and g , are not time dependent. We call
(4.9) the Lagrangian of problem (4.5)—(4.8).

At this point, we have augmented all conditions of the OCP (4.5)-(4.8) to
the functional and can now move on to calculate a stationary point of this func-
tional, which means that the derivatives for all arguments must vanish. According to
Theorem 4.1 we must calculate the Gateaux derivatives for all arguments, which are
functions, and demand the vanishing of them in all directions to derive the desired
first-order necessary conditions. For simplification we write the derivatives in vector

notation, even though the derivatives have to be calculated component-wise.
The Gateaux derivatives of 8¢ (-, A(+)) and 8¢ (-, Su(-)) must vanish, i.e.,

ot

51 (u(-), X(-), X(), A(), po, B g3 6A(1)) = /

J 1o

! [F(x(t), u(t)) — x(t)] 8A(¢) dt =0
(4.10)

tr (of\T
dp1(u(), x(), X(-), A(), o, p g3 Su(-)) = /t (%) (x(2), u()A() du(r) dr = 0.
0
4.11)

Before the Gateaux derivative w.r.t. X(-) can be performed, we have to get rid of X(-).
Integration by parts gives

/l AT (Ox(t) dt = AT (tp)x(ty) — AT (10)x(t0) —/l AV Ox@) dr. (412)

Putting (4.12) into the Lagrangian (4.9) yields

G2(u(-), X(), M), g, pg) = m(X(tp)) + pg - [X(fo) — Xol + wy - [Xpz,1(15) — Xf]
— A @p)x(y) + A7 (10)x(10)
+ / / [xT(t)f(x(t), u(r)) + iT(t)x(t)] dr.

4]

Clearly, ¢, (-) = ¢, (-) holds, but we use the enumeration to make clear, which variant
of the Lagrangian is used for the derivation of the different parts of the necessary
conditions. Then, the Gateaux derivative of §¢, (-, x(-)) must vanish
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8g2(u(-), X(-),A (), o, 73 0X(4)) =

v raf\" .
/ [(a_x) (x(t),u(t))k(t)+k(t):| sx(1) df = 0.  (4.13)

Additionally, the derivatives w.r.t. the endpoints x(#) and x(#y) must vanish too:

96
SO OO o ) = g + A0 =0 (1)
92w, x(9, A () Y= M )+ — ) =0,  (4.15)
ax(iy) A e ) = Gy XD Ty T AU =B T
where i, € R is defined as
i'\l’?f] =
TN

The variations §x(-), du(-), and A (-) of the trajectories x (-), u(-), and A(-) as depicted
in Fig.4.1 are assumed to be continuous and need to vanish at 7 and #.

To evaluate the first variations (4.10), (4.11), and (4.13) we make use of the
following lemma:

Lemma 4.1 (Fundamental Lemma of Calculus of Variations) In order for a contin-
uous function h(x(-)) to fulfill
Iy
/ h’ (x(¢)) - 8x(t) dt = 0
fo

for arbitrary continuous §x(-) with §x(ty) = 8x(ty) = 0, the function h(x(-)) must
vanish for all t € [to, tr].

Thus, we obtain the necessary conditions
x(1) = f(x(1), u(?)), vt € (1o, tf]

. af\ 7
Alt) =— (&) (x(@),u(®)) - (), Vteln,tr]

af\’"
0= (%) x(),u@)) -A(@), Vi€ ln, tr]

A(t0) = — o

Ats) = om
77 ax(ty)

(x(t5)) + i)’f‘
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X

to tlf t

>
>

Fig. 4.1 Exemplary variations of the trajectories of a first-order system, i.e., x(¢), u(t), A(t) € R,
with fixed final time ¢

The conditions (4.14) and (4.15) are called transversality conditions. Since p, and
ity can be chosen arbitrarily, we can ignore condition (4.14) and parts of condition
(4.15). It remains a transversality condition for continuous-valued states with a free
endpoint, which gives further endpoint conditions for the costates

om
Aizey(1y) = W(X(lf)).

With the definition of a function known as Hamiltonian
HX(1), A1), u(0) := AT (OHF(x(1), u(0)), (4.16)
the conditions from above can be written in a more compact form that will allow

for a very elegant formulation of necessary conditions and is therefore commonly
applied in optimal control theory
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oH
X(1) = a(x(r), A@),a()), Vel ] “.17)
. IH
Ay = === (x(0), (1), u(®), Vi € [1o, 17] (4.18)
0= %(x(;), AMO),ut), Vi€t ] (4.19)
X(fp) = Xo
X(z,1(ty) = Xy
Az ) = —(x(t)) (4.20)
(zstf) = 0x7:)(t7) X({Zr))- ’

Now, let us collect equations (4.17)—(4.20) and state the first-order necessary condi-
tions for an extremum.

Theorem 4.2 (Necessary Conditions for Continuous Optimal Control Problems)
Letu*(-) € CO([to, tel,U)andx*(-) € C' (1, t¢], X) be an optimal pair for the OCP
(4.5)—(4.8) over the fixed time interval [to, tr]. The final time t; is specified. Then,
there exists a continuously differentiable costate trajectory A(-) € C'([to, t rl, RNx)
satisfying the nontriviality condition A(t) # 0 and a Hamiltonian be defined as
(4.16). Then, the following conditions hold:

1.

the states X*(-) and the costates L(-) satisfy the canonical equations with respect
to the Hamiltonian (4.16)

oH
X)) = a—l(X*(I), A1), u" (1) = f(x*(1), u* (1)) 4.21)

A(r) = —a—X(X (1), A1), w" (1)) = — (8_x) x5 (1), u* (1) - A1), (4.22)

forallt e [ty, ty] with the boundary conditions X*(ty) = Xo and XE‘If](tf) =Xy,
the Hamiltonian minimum condition

0= ﬁ(x*(r), A(t), u* (1)) (4.23)
ou

holds for all t € [ty, tf];
at the final time t; the transversality condition

Aizey(ty) = 8—m(X* (1) (4.24)
f 3X[I?] (lf)

is fulfilled.
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The time derivation of the Hamiltonian yields an important property
Hx(0), (1), u@®) = & (OFx(®), u ()
T af\ 7’ . af\ 7T .
+A 0|2 ) GO, u@)x@) + |- ) &@),u@®u@)|=0.
ox ou

Hence, the Hamiltonian is constant. For the case that the final time 7, is free, the

derivative g;ffl (-) must vanish

om
x(ty)

(X(t )X (tg) + Xz, (15) = 0.

Hence, H(t7) = 0 applies and the Hamiltonian H(#) = 0 must be identically zero:
We can weaken the smoothness assumptions of Theorem 4.2, if we use a gener-
alization of the fundamental Lemma 4.1.

Lemma 4.2 (General Form of the Fundamental Lemma of Calculus of Variations)
In order for a measurable function h(x(-)) € L' ([to, tr]) to fulfill

/ ' h’ (x(1)) - 8x(t) dr = 0

o

for arbitrary continuous §x(-) with §x(ty) = 8x(t7) = 0, the function h(x(-)) must
vanish for a.e. t € [tg, ty].

By applying this lemma, the continuous-valued states x(-) and the costates A(-)
only need to be absolutely continuous, the continuous-valued controls u(-) only
need to be measurable w.r.t. time, and the conditions of Theorem 4.2 needs to hold
“for almost every time” rather than “for every time”. A rigorous explanation can
be found in Sussmann [54]. The elimination of the continuity assumption for the
continuous-valued controls is especially important for the consideration of control
affine systems.

4.2 Minimum Principle

So far, we assumed that the control u(-) can be chosen freely. In most technical appli-
cations, there will be restraints on the control variable. For example, the electrical
motor/generator of a hybrid vehicle cannot provide an infinite torque but the torque is
restricted to a certain range. This additional restriction can be adapted to the optimal
control problem formulation as
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Iy
¢ (w'() = min $) =mx' 7)) + / (), ()) di (4.25)

fo

subject to
x(t) = f(x(¥), u(?)), forae.t € [to, 1/] (4.26)
X(fy) = Xo 4.27)
xz,)(tr) =Xy (4.28)

with continuous-valued controls to be constrained to the admissible function space
U= {u() e L* ([t 1,1, U) | c,(u(t)) <0, Vt € [to, 1]} where the controls are
taken from the set of essentially bounded measurable functions L™ ([to, trl, U). The
abbreviation “a.e.” stands for “almost every” or “almost everywhere”.

The variational approach presented in the last section has led us to the nec-
essary conditions for an extremum expressed by the canonical equations and the
Hamiltonian minimization property by vanishing of 9+ /0u. While the relative cum-
bersome derivative helps us to gain some intuition about the minimum principle, the
variational approach has several limitations which prohibits the application to the
OCP (4.25)—(4.28). Among them are (cf. Liberzon [40])

e the classical variational approach assumes that u*(-) are functions of an unbounded
control set. However, if the admissible control setZ{(¢) has a boundary then 0+ /ou
need not to be 0 when the minimum is achieved at a boundary point;

e the Hamiltonian minimization property derived by the variational approach is over-
restrictive concerning the existence and uniqueness assumptions of the dynamical
system since it relies on differentiability of the Hamiltonian with respect to u(-)
and thus implies differentiability of /(-) and f(-) with respect to u(-) too. The reader
should note that the existence and uniqueness of the dynamical system f(-) is based
on Lipschitz-continuity, and therefore differentiability of f(-) with respect to u(-)
was not assumed. However, as stated in the introductory Sect.4.1 for practical
solution we require stronger regularity assumptions.

To state the minimum principle the concept of the Hamiltonian is needed. We already
employed the Hamiltonian in the previous paragraph but now it is time to introduce
this concept in more detail.

Definition 4.3 (Hamiltonian) The Hamiltonian H : AC™([to, /], X) x AC*
([t0, t7]1, RM) x R x L*®([t, t¢],U) — R of a continuous optimal control problem
(4.25)—(4.28) is given by

HE(), A(), 2o, u()) 1= ol (X(), u() + AT (OF(x(), u()), (4.29)

where A(-) € AC™([to, /], RM+) are the absolutely continuous costates.

A

Remark 4.1 The Hamiltonian in Definition 4.3 is a functional depending on the
functions x(-), A(-), u(-), and on the scalar Xo. For fixed x(-) € AC™([1, tf], X),
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A(-) € AC®([tg, t7], RN"), u(-) € L™®([tg, t£], U), and Ao € R the Hamiltonian is a
function only depending on the time

H(t) == Aol (x(2), u(t)) + AT ()F(x(2), u(r)).

We use both interpretations of the Hamiltonian in the following chapters.

The minimum principle in its basic form, originally referred to as maximum
principle, is an extension of the classical variational approach and goes back to
the early fifties and the works of Hestenes [33], and of course Pontryagin et al.
[46]. Whether we speak about a minimum principle or a maximum principle is
determined just by the sign convention of Hamiltonian. The minimum principle
states the existence of costates A(-) that satisfy adjoint differential equations and
transversality conditions. The optimal controls u*(-) are characterized as an implicit
function of the states x*(-) and the costates A(-).

Theorem 4.3 (Pontryagin’s Minimum Principle) Let u*(-) € L™ ([to, trl, U) be a
measurable and essentially bounded strong optimal control function and let X*(-) €
AC™ ([to, trl, X) be the corresponding absolutely continuous strong optimal state
function. Then, there exist absolutely continuous costates A(-) € AC™ ([to, trl, ]RNX)
and a constant Ay satisfying the nontrivial solution (Ay, A(t)) # 0 for every t €
(%0, t7], for which the following conditions hold:

1. the states X*(-) and the costates A(-) satisfy the canonical equations with respect
to the Hamiltonian (4.29)

. % _ oH * A A *
X'(t) = ﬁ(x (), A(1), Ao, U (1))
. oH
A(t) = —— (X" (1), A1), Ao, u™ (1))
ox

for almost every t € [to, ty] with the boundary conditions X*(to) = Xo and
Xiz () = Xg;
2. for the Hamiltonian function the inequality

HX* (1), A1), Ao, u* (1)) < HX* (1), A1), Lo, u(?))
holds for almost everyt € [ty, tyland allu(t) € U. Then, the minimum condition

u*(t) =arg min HE*(t), A(), Lo, u(?)) (4.30)
u(t)eU(r)

applies for almost every t € [to, t7];
3. since the problem is autonomous, the Hamiltonian has the following important
properties:
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o if the final time t; is fixed, then the Hamiltonian

HE (1), A1), ko, u* (1)) = ¢, fora.e.t € [ty,tf] 4.31)

must be constant; and
o ifthe final time t; is free, then the Hamiltonian

HE (1), A1), Ao, u* (1)) =0, fora.e. t € [ty, tf]

must be identically zero;

and
4. at the final time t; the transversality condition

om

* 4.32
) & ) (432)

Mzi(ty) =

is fulfilled.
A

Proof We omit the rather complex proof for the PMP but interested readers may refer
to Pontryagin et al. [46]. A good introduction into the steps required for establishing
the minimum principle is given in Liberzon [40]. (]

Remark 4.2 The reader should note that the original result from Pontryagin is stated
as “maximum principle”. This should not confuse the reader. By a sign conven-
tion Pontryagin’s result can be applied to a maximization problem (or minimization
problem).

One difference to the necessary conditions derived using the classical variational
approach in Sect.4.1.2 is that the vanishing of the Gateaux derivative 0’H/du is no
longer a necessary condition. The reason is, that we restrained the control set. A
further difference is the presence of Aq. This positive scalar is called the abnormal
multiplier. Similarly to the abnormal multiplier in Sect.2.3.1 if a constraint qualifi-
cation holds then A can be chosen somehow without loss of generality. Then, the
earlier Definition (4.16) can be recovered by normalizing (A¢, A(¢)) such that Ag = 1
applies. The reader should note that such scaling does not affect any of the properties
stated in the minimum principle. As convention, whenever the abnormal multiplier
is not explicitly written, it is assumed to be equal to 1.

4.2.1 Necessary Conditions for Optimal Control Problems
with Control Restraints

The minimum principle from Theorem 4.3 states that the optimal control u*(-) sat-
isfies the necessary condition
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u*(t) =arg min HE*(t),A(), ko, u(?)), forae.t e [1,1/]. (4.33)
MOE0)

This necessary condition is unpractical in terms of evaluation. Indeed, for practical
optimal control implementation a more strict statement is required. In so doing,
we make use of augmentation of the Hamiltonian. Hestenes [33] used the classical
multiplier rules in the calculus of variations for the control restraint case. The OCP
(4.25)—(4.28) can be reformulated as the following optimal control problem:

Iy
puFO) = min  $uE) =m& () + / 1 (1), (1)) dr
u(-)eL>((t.151,U) to

(4.34)

x(t) = f(x(1),u(r)), fora.e. t € [to, 5]
(4.35)
X(ty) = X (4.36)
X[If]([f) =Xy 4.37)
c,(u(r)) <0, vt € [to, tr]l.  (4.38)

Then, the Hamiltonian function
HX(), A1), ko, u(t)) = ol (x(1), u(t)) + AT (HE(x (1), u(t))

can be augmented to

Ha (X(1), X(2), 0, ¥ (1), u(0) := Aol (x(1), u(r)) + AT (OFx(1), u@®)) + yT (D)eyu (u())
= HX(1), A1), 2o, u(®) + T (e, (u(®)), (4.39)
where y;(t) > 0 are time-dependent multipliers with y;(¢) = 0 whenever i-th con-

straint c,[j lu(t)) < 0is not active. All active constraints are identified with the set of
active indices

Z,0)={i=1,.... N,

cl(u()) =0} .

We impose the following rank condition:

[ el
rank ( i (u(t))) =#Z.(1), (4.40)
du i€T,, (1)

for all u(-) that could arise along an optimal solution. The constraint qualification
(4.40) means that the Jacobian dc¢, /du of all active constraints c,[j] ()=0,ieZ, (1)
must be linearly independent.

It is a matter of taste to append the control constraints either to the Hamiltonian
or to the Lagrangian. Then, the minimum condition also holds for the augmented
Hamiltonian with
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HE (1), M(1), 2o, w* (1) + yT (e, (0 (1) < HEH (1), A(1), ko, u(1))

satisfying (4.38) for a.e. t € [fy, t7]. Hestenes proofed the minimum condition using
the augmented Hamiltonian only for C*(-) functions.

For the case that we admit differentiability of the Hamiltonian with respect to
u(-) allows us to state the minimum condition (4.23) for the augmented Hamiltonian
(4.39) as

IHa
u (X*(1), A1), 2o, Y (1), 0* (1))
u

al aft\T e, \ !
= — ("), u* (1) - 2o + (*) ¥ (1), u* (1)) - A1) + (J) @*®)-y)=0
ou Ju Ju
fora.e.t € [to, t7]. This minimum condition is more restrictive than (4.33) due to the
differentiability assumption of /(-), f(-), and ¢, () w.r.t. u(-). However, the stronger
minimum condition is required for nonlinear programming implementations as a
correspondence to the first-order necessary conditions for discretized optimal control
problems.
We are now ready to state first-order necessary conditions for restraint optimal
control problems

Theorem 4.4 (First-Order Necessary Conditions for Continuous Optimal Control
Problems with Control Constraint) Letu*(-) € L™ ([to, trl, U) be a measurable and
essentially bounded optimal control function with right-continuous and left-hand lim-
its and x*(-) € AC*™ ([to, trl, X) be an absolutely continuous optimal state function.
Then, (x*(-), u*(-)) is an optimal pair for the OCP (4.34)—(4.38) over the fixed time
interval [ty, t¢]. The constraint qualification (4.40) holds for every u(t), t € [to, t7]
with u(t) € U. Then, there exist a constant Ay > 0, absolutely continuous costates
A() € AC™ ([to, trl, RNX) and a piecewise continuous multiplier function y(-) €
co ([to, trl, RN"H) satisfying the nontrivial solution (Lo, A(1), y(t))) # 0 for every
t € [to, t7] for which the following conditions hold with the Hamiltonian defined by
(4.39):

1. the states x*(-) and the costates L (-) satisfy the canonical equations with respect
to the Hamiltonian (4.29)

oH
X'(t) = E(X*(I), A1), ko, u' (1)) = £(x* (1), u* (1)), (4.41)
. oH
ox

al . af\" .
= —8—(x (), u* (1)) - Ao — (—) (x* (1), u*(1)) - A(1) (4.42)
X 0x
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for almost every t € [ty, t;] with the boundary conditions x*(ty) = x¢ and
XFIf](tf) =Xy,
2. the Hamiltonian minimum conditions

u*(t) =arg min HE*(t), A1), Lo, u(?)) (4.43)
u(t)eU(r)

and

aHll * *
T(X (1), A(1), 20, ¥y (1), u™ (1))
u

daey

al * * af g k k g *
= (x"(),u" (1)) - Ao + (—) (x*(@), u" (1)) - A1) + (*) ™@) - y@®
u Ju oJu
(4.44)
=0

holds for almost every t € 1y, t7];
3. y@) e co ([to, trl, RN‘”) are time-dependent multipliers and subject to the com-
plementarity condition

vi@0) =0, cl(y<o0, ie{l,....N,}
y e, (1) =0 (4.45)
that holds for almost every t € [ty, t7]; and

4. at the final time ty the transversality condition evaluated on the terminal
Lagrangian

Mzoy(ty) = a—m(x* (tr)) (4.46)
! X751 (1)

is fulfilled.
A

Proof An early proof is given in Hestenes [33] for u(-) € C°([to, te],U)and x(+) €
C!([to, 171, X). More general proofs can be found in the references of the survey
paper of Hartl et al. [30]. (]

4.2.2 Necessary Conditions for Optimal Control Problems
with State Constraints

State constraints are a natural feature in many practical applications. Necessary con-
ditions of optimality for optimal control problems with state constraints have been
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studied since the very beginning of optimal control theory. However, the derivation
of these necessary conditions is more difficult than for control constrained problems.
We have to distinguish between purely state constraints of the form
¢ (x()) <0, vt € [to, tf] 4.47)
and mixed control-state constraints of the form

¢ u(x(1),u()) <0, vt € 1, tr].

An optimal control problem with pure control and state constraints (4.47) can be
expressed as

pe) = min g@E) =mx" )+ / LI @ ut ) dr
u(-)eL>(l1,17],U) fo
(4.48)
x(t) = f(x(1), u(t)), fora.e. t € [to, ts]
(4.49)
x(fo) = Xo (4.50)
X7, (tf) = Xy “4.51)
c,(u(r)) <0, vt € [to, ty] (4.52)
¢ (x(1)) <0, vt € [ty, tr].  (4.53)

Next, let us discuss some important features of state constraints. Therefore, we take
a closer look to the time instants when the trajectory enters or leaves the boundary
of the state constraints. Let us denote [t1, 1) C [t, 7] as an interior interval of a
state trajectory if ¢, (x(¢)) < 0, t € [t;, 1) applies. Similar, let us denote [7;, ) C
[to, 7] as a boundary interval if ¢ll(x(1)) = 0, t € [t1, 1) applies for an arbitrary
i-th constraint. Then, a time instance ?; is called an entry time point if there is an
interior subinterval ending at = ¢; and a boundary interval beginning at t = ¢;.
Consequently, # is called an exit time point if a boundary subinterval ends and an
interior subinterval begins at #;,. Figure4.2 illustrates this concept on one boundary
interval.

For the special case, that the entry and exit time point coincide, this time
point is called contact time point. We call altogether, junction times. In order

. . . T

to generalize this concept, let us introduce vectors t,,; = [tjw Liyyoons thW] and
T oy . . .

tex = [t,], Uyyoons th”] of all entry and exit time points, respectively. Then, a time

point on the boundary interval is given as 7, € [t!}, t?]], where the number b enu-
merates the boundary interval.



4.2 Minimum Principle 133

Fig. 4.2 State trajectory x(-) X (t)
with one boundary interval 1
[¢;, 1) on the i-th constraint

from c, (). We say, the i-th i _
constraint is active at [z;, #) CX[ ] (X(t)) - 0

to t; t ty ot

entry time point exit time point
Let us define all active constraints with the set of indices

ch(t) = {l = 1""7ch

I x(1) = 0}.

The total number of constrained state arcs in the time interval [fo, 7] is denoted by
NZe.

There exist different sets of necessary conditions in the literature for the OCP
(4.48)—(4.53) depending on the way of adding the constraints to the Hamiltonian
and the assumptions for the multipliers. Hartl et al. [30] enumerated three ways to
incorporate state constraints

e direct adjoining approach (Maurer [41]);

e indirect adjoining approach with complementary slackness (Bryson and Ho [10]);
and

e indirect adjoining approach with continuous costate (Hestenes [33]).

We follow the argumentation of the direct adjoining approach, which is closer to
numerical optimization procedures. By this method, the state constraints are directly
adjoined to the Hamiltonian resulting in the augmented Hamiltonian

Ha(X(1), L(1), 2o, Y (1), p(1), u(t)) 1= Aol (X(1), u(t)) + AT (HE(x(1), u(?))
+y e ) + p" (e (x(1)).  (4.54)

For the upcoming prerequisite of the theorem, it will be helpful to differentiate the
state constraints iteratively w.r.t. time

dc)‘( t —acx( NEx(1), u(?)

- X(1) = S &)X, u ()
e ey = 2 (d°x< (t))) £(x(1), u(r))
arz Y =m e X, u
dre, r=le,

a (d
o X0) == ( Py (X(t))) f(x(1), u(®))
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until
d [dc, B
P ( o (X(t))) =0
3 (d%c,
™ (?(X([))) =0
i 0 455
% (dt_P(X( ))) #* (4.55)

holds. Then, we impose for the following theorem that the rank condition

0 dPey [b] L[b]
k | — t =#Z. (1), VYieZl: (t dr t, .t €.
ran |:8u {( 57 (x( )))iech(t)}i| . (1) i€l (H)andr e [em ex} a.e

(4.56)

holds along an optimal solution. We are now ready to state a formulation of the
minimum principle with state constraints that is often used for an applied numerical
stetting.

Theorem 4.5 (First-Order Necessary Conditions for Continuous Optimal Con-
trol Problems with State Inequality Constraints (Hartl et al. [30])) Let u*(:) €
L>® ([to, trl, U) be a measurable, essentially bounded and right-continuous optimal
control function with left-hand limits and x*(-) € AC™ ([to, trl, X) be an absolutely
continuous optimal state function. Then, (X*(-),u*(:)) is an optimal pair for the
OCP (4.48)—(4.53) over the fixed time interval [ty,tr]. The constraint qualifica-
tion (4.40) holds for every u(t) € Z/A{(t), t € [to, ty] and the constraint qualification
(4.56) holds for every x(t) € f(t), t € [t, 1;]. Assume that x*(-) has only finitely
many junction times. Then, there exist constant Ly > 0, piecewise absolutely contin-
uous costates () € .Aéoo ([to, trl, RN*‘), piecewise continuous multiplier functions
y() e co ([to, trl, RNLM) andp(-) € éo ([to, trl, RM'X) and a vector of multipliers 1,
for each point t, € [tg,’,],, tg’(]] of discontinuity of A(-) satisfying the nontrivial solu-
tion (Ao, A@),y@), pt), w1, 2, ..., JIN;:ch) # Oforeveryt € [ty, ty] forwhich the
following conditions hold with the definition of the Hamiltonian (4.54):

1. the states x*(-) and the costates L(-) satisfy the canonical equations with respect
to the Hamiltonian (4.54)

oH,
X'(1) = W(X*(I)’ A(D), ho, ¥ (1), p(1), 0" (1)) = £(x" (1), u* (1)), (4.57)

Y 8Hﬂ * *
A(r) = —8—X(X (1), A1), 2o, ¥ (1), p(1), U™ (1))
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o of\" Lo
= _8_(X (@), u™(2)) - Ao — (—) (x*(2),u™(2)) - A(r)  (4.58)
X 0x

ae\ " N
—(a ) (x*(0) - p(1)
X

for almost every t € [to, ty] and with the boundary conditions X*(ty) = Xo and
Xz, (ty) =Xy
2. the Hamiltonian minimum conditions

u*(r) =arg min  HE* (1), A1), Ao, u(r)) (4.59)
u()et(t)

and

87‘[,1 % o
Sy & ©:A(0), 20, (1), p(1), (1))

ou
-0 (4.60)

o L, o\ Lo, de\"
= a*(X @), u™ (@) - 20 + (*) (x*(@),u™ (1) - A (@) + (7) (™ (@) -y (@)
u ou

holds for almost every t € 1y, t7];

3. y(@) e co ([to, trl, RNL’H) are time-dependent multipliers, which satisfy the com-
plementarity condition (4.45) for almost every t € [to, t7];

4. p(t) € co ([to, trl, RN "X) are time-dependent multipliers and subject to the com-
plementarity condition

pi(1) =0, () <0, ie{l,....N.}
p" (e (x* (1)) =0 4.61)

that holds for almost every t € [to, t7];
5. at the final time t; the transversality condition

om " acx ’ .
Mzs(ty) = a—(x (1)) +( Pxr ) (x*(ty)) -y (4.62)

X(z;1(15) 75

t=ty

is fulfilled, where oy € RN is a vector of multipliers, for which the comple-
mentary condition

ol =0, @) <0, ie{l,...,N,}
o, (x* (1) = 0 (463)

holds; and
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6. for each boundary interval or contact time, the costates may be discontinuous at
any time t, € [tg,’,],, t!°1], which means that the following jump conditions hold:

- + 3Cx ! *
A@,) =A@,) + (X (1)) - 7 (4.64)

Jx 1=ty
H(t,) = HEt), (4.65)

where 1y, € RNex is a vector of multipliers with th] >0, n,{cx x*(t5)) = 0 and
t, and l‘b+ denote the left-hand side and the right-hand side limits, respectively.

A
Proof A proof is given in the references of Hartl et al. [30]. (I

Remark 4.3 Please note, that the Hamiltonian (4.65) is continuous, because we are
dealing with autonomous problems only.

Remark 4.4 In many practical applications, the state constraints are simple box-

constraints, which means simply that each constraint of them is linear in x; for one

index [ € {1, ..., N,}. The box-constraints may apply for some or all x;. Let us

assume, that/ € I;; is the index for the state and i € {1, ..., N, } is the index of the

corresponding constraint. Then, one obtains the following differentiations:

e if x/(¢7) is not constrained, aac)([,] (x*(tr)) = Oholds and the transversality condition
simplifies to

aom

Alty) = 53())

(x*(19)); (4.66)

and
e if x/(t) is constrained by cl'(x/(z;)), we can assume without loss of generality

L1 .. .
%c—)'(‘](x* (tr)) = 1 and we have to distinguish two cases:

1. if the state constraintis active at ¢, oc[f".] > (0 holds according to the complemen-

tary condition. 'Y can then be chosen arbitrarily to satisfy the transversality
condition. Therefore, this transversality condition can be omitted as a boundary
condition and has to be replaced by the state constraint ¢’ (x/(t)) = 0; and

2. if the state constraint is not active at f, oc[;] = 0 holds according to the com-

plementary condition and the transversality condition simplifies to (4.66).

Remark 4.5 The necessary conditions of Theorem 4.5 still have some practical hand-
icaps:

e a correlation of the multiplier functions p(-) and & is not directly obvious. How-
ever, if one can show that a nonincreasing function of bounded variation p(-) with
piecewise continuous derivative exists, then, one can set
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p() = —p(0)
for every ¢ for which ;)(-) exists and
= p,) — b))

at any one time 7, € [t} ti”1] and for all b=1,..., N2, where p(-) is not
differentiable. The proof of Maurer [41] relies on this fact that p(-) is piecewise
continuously differentiable; and

e the conditions usually require a guess of the beginning and the end of the con-
strained state arcs. This makes numerical approaches such as indirect methods,
which uses these conditions directly, rather inflexible. If state constraints are of

major importance, direct methods, which will be described in Chap. 8, usually
yield very good results with more flexible algorithms.

Remark 4.6 Piecewise absolutely continuous functions AC®™ have a fixed num-
ber of discontinuities at #, € [fo, 7]. Thus, the elements of Afloo are functions
which are absolutely continuous on each interval [¢,, t,+1), a =0, 1,...,m — 1 and
[#, tr]; and is continuous from the right at the discontinuities ?1, #,, . . . (Azbelev and
Rakhmatullina [2]).

It is, in general, more difficult to derive the necessary conditions for pure state
constraints since ¢, (-) does not explicitly depend on u(-) and x(-) can be controlled
only indirectly through the ODE (4.49). For mixed control-state problems, we do not
state these necessary conditions but interested readers may consult Hartl et al. [30].

4.2.3 Necessary Conditions for Optimal Control Problems
with Affine Controls

Considering an affine optimal control problem

ty
min ¢ (u(-)) =m(X*(tf))+/ lo(x* (1)) + 1] (x*(1)) - u*(2) dz

u()eL>(([0,11.U) o
(4.67)
N,

x(t) = fo(x(®)) + Z“fi (x(#)) - u;(t), forae.t € [t,1y]

i=l

(4.68)
X(ty) = Xo (4.69)
X[Ifj(tf) =Xy (4.70)

¢, (u(r)) <0, Vi€ lto,tr]  (4.71)
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the Hamiltonian is given by
HX(1), A1), 2o, u()) = Aolo(x (1) + AT (1)fo (x(1))

Ny
+ a0l x(0) -u@®) + AT () D i x(0) - ui (1), (4.72)
i=1

The derivation of the Hamiltonian with respect to u(-) and equating to zero yields
the singularity condition

dH Al
d—(X(I), A1), o, u(t)) = Aol (x(1)) + ZfiT(X(t))X(I) =0y, 1. (4.73)
u

i=1

Equation (4.73) is independent of the control u(-). Thus, u(-) may take any value from
the admissible set. However, the stationary condition for the Hamiltonian minimum
condition still applies

oH

dr
Fre (E("(’)’ A(1), Ao, ll(t))) =0.

The i-th continuous-valued control u; (-) is said to have a degree of singularity r if
u; (-) appears explicitly for the first time in

0 [d (oH
du; [@ (E(X(’)’ (). Ro. “(t)))] £ 0.

We denote the function

N,
S(x(1), A1), Ao) = Aoli (x(1)) + ZfiT(X(t))l(t)

i=1

as switching function. Using the switching function the Hamiltonian minimum con-
dition yields

min H(x(#), A(t), u(t)) = rolo(x(2)) + AT (HF(x(1)) + S” (x(2), A(1), Ao) - u(?).
u(r) el

Since the affine control is lower and upper bounded with u(z) € U= [u'"i”, u""‘"],
we obtain from the minimum condition the optimal control as

Mmax Si(X*(t)v)"(t)’)\'()) < O

wi(t) = {umin Si(x*(£), A(t), ko) > 0 (4.74)

; LU Si(XE(), A1), Ao) = 0

uf € (u

l

min
i
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for all i € {1,..., N,}. For the case that the switching function S;(x*, A, X¢) on
the time interval [11, 2] C [1, t7] has only isolated zeros, the optimal control takes
values on the control boundaries with u} (¢) € {ul’.’””, ul'.'“”} and is called a bang—
bang control on the time interval [t,, t,]. For time intervals [#(, 2] C [to, ts] where
the switching function is completely zero, i.e., S;(x*, A, A9) = 0, the control u; is
called singular.

Theorem 4.6 (First-order necessary Conditions for Affine Optimal Control Prob-
lems) Let u*(-) € L™ ([to, trl, U) be a measurable and essentially bounded opti-
mal control function and x*(-) € AC™ ([t(), trl, X) be the corresponding absolutely
continuous optimal state function. Then, (X*(-), u*(:)) is an optimal pair for the
affine optimal control problem (4.67)—(4.71) over the fixed time interval [to, ts].
Then, there exist a constant Ay > 0 and absolutely continuous costates A(-) €
AC™ ([to, trl, ]RN*‘) satisfying the nontrivial solution (Lg, A(t)) # 0 for every t €
[t0, ¢ 1 for which the following conditions hold with the Hamiltonian defined by (4.72):

1. the states x*(-) and the costates L (-) satisfy the canonical equations with respect
to the Hamiltonian (4.72)

X1 = ﬁ(x (1), A(1), 2o, u™ (1))

N,
= fo(x* (1) + D B(X* (1)) - uf (1), (4.75)

i=1
. OH
A() = —8—(x*(t), A(t), do, u*(1))
X

ol o\ "
= —Z2OC(0) ko (—‘) (X"(1)) - u* (1) - Ao (4.76)
X 0x

M) (e (N
— (8_X> x*()) - A(t) + ; (a—x) (xX*(1)) - ur(t) - A1)

for almost every t € [ty, ty] and with the boundary conditions X*(ty) = Xo and
X?If] (tf) =Xy,
2. the Hamiltonian minimum condition

u*(1) = arg min H(X(£), A(). Ao, u(r)) 4.77)
u(r)eld

holds for almost every t € 1y, t ] and yields the optimal control (4.74); and
3. at the final time t; the transversality condition evaluated on the terminal
Lagrangian

om

Azey(tr) =
[Zf]( f) 3X[I;J(tf)

(x*(t5)) (4.78)

is fulfilled.
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4.3 Hamilton-Jacobi-Bellman Equation

As we have learned from the previous section, the maximum principle states the
necessary conditions for fixed optimal states of the system. Bellman [4] recognized
this weakness and created a new idea called dynamic programming right around
the time when the maximum principle was being developed with the purpose to
determine the optimal controls at any state of the system. This results in a theory
for obtaining necessary as well as sufficient conditions for optimality expressed
in terms of the so-called Hamilton—Jacobi—Bellman partial differential equation.
Despite its difference to the maximum principle, dynamic programming and the
maximum principle have their foundations in calculus of variations and there are
important connections between the two.

Let us reconsider the optimal control problem (4.25)—(4.28) from Sect.4.2 with
an empty set Z, and let us assume that the optimal controls u(-) € L*°(-, U) and the
corresponding absolutely continuous optimal states x(-) € AC* (-, X) exist. Instead
of minimizing the optimal control problem ¢ (u(-)) for given #; and x(, we consider
now a series of minimization problems associated with the cost functionals

Iy
Sx()u(), 1) = m(x(i)) + / I(x(), u(r)) dr,

where the function x(-) has to be interpreted as independent from the control func-
tion u(-). This means in other words, we minimize a family of cost functionals
¢ (x(-), u(-), t) without adjoined differential equations. It is also worth noting that
the cost functionals depend now on time.

For these functionals, let us define a function that measures the cost of completing
the trajectory denoted as the value function or cost-to-go. The value function V :
AC® (-, X) x [to, ty] — R is again a functional depending on the function x(-) and
the time ¢. For fixed x(-) € AC* (-, X) it becomes a function depending only on the
time. We use both interpretations of the value function in the following chapters.

Let us assume that the value function is continuously differentiable w.r.t. x(-) and
t,i.e., V(-) € C'. Then, V(-) provides the optimal cost for a trajectory x(-) starting
at time ¢

V(x(-),1) := min [m(x(tf))—l—/fl(x(t),u(t))dt]. (4.79)

u()eL>(,U)
Obviously, the value function satisfies the boundary condition
V(x(), tr) = m(x(ty)). (4.80)

In particular, if there is no Mayer term then we have V (x(-), ) = 0.
We are now ready for the statement of an important concept known as principle
of optimality.
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x(t) A x*(tf)

x*(to)

-
T T T >

to t te ¢

Fig. 4.3 Optimal trajectory x*(¢) from x*(#p) to x*(¢7) and the partial trajectory from x*(¢1) to
x*(t) that is also optimal

Theorem 4.7 (Principle of Optimality) For every pair (x(-),t) € AC*® (-, X) x
[t0, trland every At € (0, ty — t), the value function V (-) (4.79) satisfies the relation

t+At
V(),t) = min [/ [(x(7),u(t)) dt + V(X(t + A1), t + At)] .

u(heL>(,U)
(4.81)
A
Proof The proof is given in Bellman [4]. (]

Theorem 4.7 states that the search for an optimal control is equivalent to the search
for an optimal control over a small time interval that minimizes the cost over this
interval, plus the subsequent optimal cost-to-go. For a better understanding, let us
split the time interval [z, ¢ /] into two subintervals: [z, #;] and [¢1, ¢ 7] for an arbitrary
t1 € (t,ty) as showninFig.4.3. Then, the principle of optimality (4.81) can be written
as

t t
V(). = / l [(x(7),u(r)) dr +/ ! 1(x(@®),u@®)) dt + m(x(tf))

min {
u(-)eL>,U) [Jr 11

t
Ee- @7 in [/ (o). u()) de + V(x(-),tl)} . (4.82)
uoeL>eu | /s

It is obvious from (4.82), if (x*(-), u*(:)) is an optimal solution starting at x*(¢)
passing through x*(¢;) and ending at x*(¢r), then the partial trajectory from x*(z)
to x*(ty) is also optimal with respect to the same value function and x*(#;) as initial
condition. The reader may notice that the value function appears on both side of
(4.82). Thus, we can think of (4.82) as describing a dynamic relationship among the
optimal values of the costs for different x(-) and 7.
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We can rewrite (4.81) into a more compact version, which will take the form of a
partial differential equation (PDE). Let us express V (x*(t + At), t + At) using the
first-order Taylor series expansion as

. . wv o, v\’ ax
V"t + At), t + At) = V(X (1), 1) + E(x (1), 1) At + B—X) (x (t),l)E(I)At—i-O(At)

T
Vx*@),t) + aa—‘:(x*(t), At + ({;—‘;) x*(@), HE(x* (1), u(t)) At

+O(A. (4.83)

We also have from (4.81)

t+At
/ 1(x"(7), u(r)) dr = I(x*(t), u(?)) At + O(A1). (4.84)

Inserting (4.83) and (4.84) into (4.81) yields after some cancelations

v . . AN )
—W(x (t),t) = min [(x*(t),u(r)) + (B_X) x*(), 1) - f(x*(t),u(®)) ¢ .

u(r)et(t)
(4.85)

The PDE (4.85) is called the Hamilton—Jacobi—-Bellman (HJB) equation. The HIB
equation holds for almost every ¢ € [to, t7) and all x*(¢) € X where V() is con-
tinuously differentiable with respect to these arguments. Technically speaking, the
significance of the HJB equation is its property to reduce the problem to an opti-
mization at each stage by finding u(¢) that minimizes (4.85) for each fixed x* that
solve consequently the PDE for V(). We call this the classical result which can be
found in many textbooks. We see that the link between the optimal control prob-
lem (4.25)—(4.28) and the HIB equation is provided by the dynamic programming
principle.

The adjoining of the right-hand side of the dynamical system to the Lagrangian
[(-) by dV /9ox lets us restate the Hamiltonian as

T
HE* (1), 0V /ax,u* (1)) = 1(x" (), u* (1)) + (2—‘;) x*@), 1) - £(x* (1), u*(1)).
(4.86)

From (4.86) we see that 0V /dx corresponds with the costates from the PMP

v
A1) = (1), ). (4.87)
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This reveals the Hamiltonian minimum condition from the HJB equation

a—V(X*(t), t)=— min HE"(),dV/ox,u(r)). (4.88)
ot u()el(r)

Applying (4.87) to the boundary condition (4.80) yields the transversality condition
from the HIB equation

om

ox(t;) (x*(1y)). (4.89)

aV
)»(tf) = (8_)() (X*(tf), lf) =
1=ty

We see that the right-hand side of (4.88) is analogous to the Hamiltonian minimum
condition from the PMP, but both, the PMP and the HIB equation, are derived dif-
ferently with different assumptions.

The HIB equation (4.85) and the Hamiltonian minimum condition (4.88) consti-
tute first-order necessary conditions for optimality. It can be further shown that these
conditions are sufficient too (Liberzon [40]). However, these first-order conditions
obtained from the HJB equation are too restrictive to deduce the PMP from Sect. 4.2.
The obstacle in preventing that, is the assumption of globally continuously differen-
tiable value functions with respect to x(-) and ¢, i.e., V (-) is of class C'([to, t¢], X).
A fact that we cannot expect to be true in general. This lack of smoothness, even in
simple problems, was recognized as a severe restriction to the range of applicability
of Hamilton—Jacobi theory to OCPs.

However, it would be valuable with respect to the forthcoming section to obtain a
relationship to the minimum principle. A satisfactory mathematical foundation has
been established by Crandall-Lions [17] notion of viscosity solutions of Hamilton—
Jacobi equations which is based on first-order semidifferentials. Viscosity solutions
need not be differentiable anywhere and thus do not suffer from the classical differ-
entiability problem. We introduce this concept in an informal way. For more details
about this topic we refer interested readers to the works of Bardi and Capuzzo-
Dolcetta [3], Capuzzo-Dolcetta [11].

Let us first formulate the definition of viscosity solutions in an appealing form.
We start by assuming a continuous function v : X — R. The function v(-) is said to
be differentiable at x € X that yields Vv(x) = r € X, if we admit

v(y) =v) +r’ - (y —x) + O(ly — x)) (4.90)

for all y € R¥ where Vv(-) denotes the gradient of v(-). Then (4.90) can be split
into the two relations

v(y) —v(x) =t - (y — x) -

lim sup

0 (4.91)
y=x ly — x|
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and

W v -1y =%

lim inf 0. (4.92)

y—x ly — x|
We denote r in (4.91) as a supergradient. Similarly, we denote r in (4.92) as a
sub-gradient. These sub- and supergradients r are in general not unique. Thus, we
have a function D*v(.), called super-differential, which maps x € X to a set of

supergradients of v(x) denoted with

Dy(x) 1= |r e RV

J— J— T . J—
lim sup v(y) —v(x) =1’ - (y —x) - o]
y=x ly — x|

and a function D™v(-), called sub-differential, which maps x € X to a set of sub-
gradients of v(x) denoted with

D7 v(x) := Ir e RV

—_ —_ T . R
lim inf v(y) —v(x) —r" - (y —X) - 0] .
y=x ly — x|

It is then a trivial consequence that if both D*v(x) and D~ v(x) are nonempty at
some X, then DTv(x) = D™ v(x) = {Vv(x)} and v(.) is differentiable at x.

Next, we need the concept of a viscosity solution for PDEs. Consider a PDE of
the form

F(x,v(x), Vv(x)) =0, 4.93)
where F : X x R x RV — R is a continuous function. The terminology “viscosity
solution” is borrowed from the fluid mechanics where the motion of a viscous fluid

is described by PDEs.
We may now define the concept of a viscosity solution of (4.93).

Definition 4.4 (Viscosity Solution (cf. Crandall et al. [18])) A viscosity solution of
Fx,v(x), Vv(x)) =0
is a continuous function v(-) € C° satisfying
F(x,v(x),r) <0, Vre D"w(x), Vx (4.94)
and

F(x,v(x),r) >0, Vre D v(x), Vx. (4.95)
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This can be restated in an equivalent notion that is more manageable using a
continuously differentiable test function (or verification function) ¢ : X — R.

Definition 4.5 (Viscosity Solution using a Test Function (cf. Crandall et al. [18]))
v(-) € CY is a viscosity solution of

F(x,v(x), Vy(x)) =0
provided that for all ¢(-) € C',

if (x) — v(x) attains a local minimum at x, then
Fx,v(x), Vo)) <0 (4.96)

if (x) — v(x) attains a local maximum at X, then
F(x,v(x), Vp(x)) > 0. 4.97)

A

Viscosity solutions satisfying (4.94) or (4.96) are called viscosity subsolutions
and viscosity solutions satisfying (4.95) or (4.97) are called viscosity supersolutions.
A proof for the equivalence between Definitions 4.4 and 4.5 can be found in Bardi
and Capuzzo-Dolcetta [3].

Now, we are ready to interpret the HIB equation in the viscosity sense

vV av\’
—E(X*(t),t)— min [I(X(t),u(t))+(—) (X(t),t)~f(X(t),u(t))}=0.

w()ell () ox
(4.98)

Let us transform (4.98) to an autonomous PDE by introducing an additional state as
a representation of the time. Then, the HIB (4.98) takes the form (4.93), except that
v(-) is defined on RM:*1,

Then, the value function V' (-) is a unique viscosity subsolution (also Lipschitz)
of the HJB equation (4.85) with the boundary condition (4.80), if for any fixed pair
X9 = (Xo, fp) and for every test function ¢ (X), such that ¢(X) — V (X) attains a local
minimum at (X, #y), the inequality

I _ . AR
——(Xo) — min {I(Xp,u(?)) + (—) (Xo) - f(xp,u(¥)); <0
ot w(neld () ox

is satisfied. This result holds under the assumptions: f(-), (), and m(-) are uniformly
continuous w.r.t. all arguments, 3f/9x, 9//9x, and 9m/9x are bounded, and the set
of admissible controls /(¢) is compact (cf. Liberzon [40]).
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Despite the problem discussed above, the HIB equation admits new interpreta-
tions. The minimum principle discussed in Sect.4.2 states that for a.e. t € [19, t/],
the optimal controls u*(-) must satisfy

u*(t) =arg min HE (1), (), u()).
u(r)el(r)

The optimal controls u*(-) depend not only on the optimal states x*(-) but also on the
costates A(-). In case of the HIB equation, the optimal controls u*(-) must satisfy:

u*(t) =arg min H (x*(t), a—V(X*(t), 1), u(t)) .
unell () ox

The optimal controls u*(-) are completely determined by the optimal states x*(-). In
the forthcoming chapters we will denote these principles as open-loop and closed-
loop strategies, respectively.

4.4 Hybrid Minimum Principle

Due to the growing interest in optimal control of hybrid systems, significant research
has been done over the last two decades on investigating first-order necessary con-
ditions. Thus, let us consider the hybrid optimal control problem (HOCP) of the
form

PO O) = min g0, u0) = m (X)) (4.99)
x(t) = ;) (x(®), u(?)), fora.e. t € [to, tf] (4.100)

X(t)) = Xo (4.101)

x(z,)(tf) = Xy (4.102)

QOX(E]) X())) = X(t)) = X(7) = 847y (X)) =0, 1 € O, (4.103)

where j =1, ..., Ny and ©; := (#1, 12, . .., ty,,,) is the switching time sequence.
On the one side, the most important result in the study of such systems is the hybrid
minimum principle (HMP). The derivation of the classical PMP relies on a special
class of needle-like control variations, which is rather complex to understand and
makes it an inappropriate choice for the derivation of the HMP in the scope of this
book. Therefore, we rely for the derivation of the HMP on a different approach, which
was introduced by Dmitruk and Kaganovich [20] and avoids the complex variational
approach, but takes advantage of the results of the PMP for continuous OCPs as dis-
cussed in Sect. 4.2. Dmitruk and Kaganovich showed that after some transformations
of the original HOCP, the HMP is a consequence of the classical Pontryagin’s min-
imum principle, if all discontinuities of the continuous-valued states or the costates
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occur at transitions of the hybrid system. The procedure requires to consider the evo-
lution of a hybrid system as hybrid trajectory as defined in Sect.3.2.4 with the cor-
responding trajectories (qo, g1, 42 - - -, gn,,,—1), Xo(t), X1 (2), X2(2), ..., Xn,,,—1(1)),
(Ro(0) A1 (1), A2 (1), - .., Ay, -1 (), and (uo (1), wy (), wa(0) . ..,y 1 ().

For the sake of a clear presentation the HOCP (4.99)—(4.103) is stated without con-
trol and state constraints. Additionally, it is convenient for the derivation to consider
the problem formulation as Mayer-type problem. Furthermore, we need an extension
of the transversality conditions for the case of general boundary conditions

¥ (x(t0), x(tr)) = 0.

This is necessary, because for the transformed problem not all initial values will
be defined. The transversality conditions for the general boundary conditions are
defined by (see Liberzon [40])

A(to) = — ( G )T (x(t0), x(t7)) - (4.104)
0x(1o) T ’

XO):—ﬁﬂ—@U)}+(£%;)T@O)Xa)yn (4.105)
P kg x(t7) 0% B 2 '

We have now all ingredients to start. Let us assume that the system trajectory is
decomposed into a hybrid trajectory. Then, the first step is to transform the hybrid
trajectory such that all individual time intervals [¢;, ;1] are mapped onto the same
interval. Usually, all subintervals are mapped onto fixed intervals [0, 1]. In so doing,
let us introduce a new time variable T € [0, 1], ¢; = ;41 — 1, j =0, ..., Noye — 1,
and the functions th : [0, 1] — R. With th (tr) =t; + ¢;T, we obtain a set of linear
initial value problems

a7, )
E(T):gj, lj(O):lj.

The functions 7;(-) can be interpreted as an additional state variable which repre-
sents the time on the subintervals ¢; with the continuity conditions f j—1(1) = fj 0),
J =1, ..., Ny Realizing that the continuous-valued states x; (), the discrete state
q (1), the continuous-valued controls u;(¢), and the costates A ; (¢) are now functions
depending on 7, i.e., X;(7;(1)), g (7;(7)), u;(f;(1)), and A ;(; (1)), respectively. For
short, let us write X;(7), g;(7), u;(t), and ):j (7).

The problem (4.99)—(4.103) can then be transformed into the new time domain
T €[0,1] as

AHORHO)ES ~ min GG =m (&5 (1) (4.106)
( ! ! ) q/()EQ, ﬁ]()eu(qj()) J J ( Nexe—1 )

%(T) = §jf¢7j(r)(f(j(f), i(r)), j=0,..., Nexe — 1, forae.t e€[0,1] (4.107)
0O =x (4.108)
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s =x; (4.109)
eXj—1(1),X;(0) =%;0) = %;—1(1D) =8, _,(1),g;0nEj—1(1) =0, j=1..., Nywi

(4.110)

%(r):gj, j=0,..., Nexe — 1, forallt €0, 1] 4.111)

0 (0) = 1o (4.112)

INpyo—1 (1) =1y (4.113)

1) -0 =0, j=1,..., Nswr. “4.114)

The general boundary conditions according to the transformed problem is given as

X0(0) —xo

o(X;-1(1),%;(0), j=1,..., Nexe — 1
[Zf]

- - % 1) —
Y %0 (0), ... X1 (1), 70(0). ... i1 (1) = XNege -1 (D) =Xy
. ) 10(0) — 1o
tj—l(l) - t_,;(O), J=1 ..., Nexe — 1
INpe—1 (1) — 1

—0. (4.115)

Defining the Hamiltonian of the transformed problem as

Nﬂxr'_l
H (%) 2@, 5@ 8@ 6) = D H (%0 4,0 5;(0). (). )
j=0
Neye—1 ~ ~
=2 [x,-m - (”“’1(”@]
j=0
Nexe—1 7
> gj-[xj (‘L’)fgj(T)(ij(T),ﬁj(‘L'))~|—ﬁj(‘[)], fora.e. 7 € [0, 1]
j=0

lets us express the adjoint differential equations in the usual way
: 0H _ - L
—T(f) = _E(Xj(f)alj(f)a pj(r), (1), 5;)
dp; OH . - By 5
d—rj(f) = —a—fj(xj(f), Ai(), pj(),0;(7), 5;)

for almostevery T € [0, 1], j =0, ..., No — 1. The reader should note that p; (-)
is the costate that adjoints the differential equation of the transformed time 7;(-) to
the Hamiltonian.
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x(t)

0 1 T

Fig. 4.4 Subfigure a: Original trajectory with one switching at ¢; with a state discontinuity. Sub-
figure b: Stacked trajectories xo(7) and x; ()

The transversality conditions of the transformed problem are obtained by applying
(4.104) and (4.105) to each stacked subinterval from the hybrid trajectory. Stacking
means that all subintervals from the hybrid trajectory are treated as if they evolve
simultaneously as illustrated in Fig.4.4.

Applying the principle of stacked transversality conditions to (4.115) yields

- 9 T
)»_j—l(l):( L4 ) (D), ..)-m;

0%;1(1)
x;(0) 4 T( ©0),...)
i(0)=— —— X;(0),..) m;
J ai](o) J J
for all j=1,..., Ny where m; € RM+ are Lagrange multipliers. Using the
derivatives
] ] . . 98(G,_1(1.3;0) -
% G50 = - 2Aa0aO g
oX;_1(1)  9x;_1(1) 0x;_1(1)
oy 00 -
=——&;_1(1),x;(0) =1
9%,(0) aij(o)(xj 1(D), x;(0))
yields the stacked transversality conditions
A () = — I+33<4,-_1<1>,qf<0>>(i, () T.n. 4.116)
Jj—1 3ij_1(1) j—1 J :
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lj (O) = —TI;. (4117)

An important feature is obtained if (4.117) is inserted into (4.116), which yields

_ 398G, a0\ - '
1,1(1)_xj(0)+(w) ®;-1(1)) - A;(0). (4.118)

The Eq. (4.118) is known as the switching condition for a state jump. One obtains
the switching condition for a state jump in the original time domain using the corre-
spondences A ;_(1) = A(t;), A;(0) = k(t;f), andX;_;(1) = x(t;) as

3870

T
ox(t0) ) (x(t;)) - A@}). (4.119)

A7) = A1) +(

Clearly, a system without state jumps leads to continuous costates. The transversality
condition at the final time 7y, (1) is completely analogous to the transversality
condition for the continuous optimal control problem, as can be easily shown.

The Hamiltonian before and after the transitions is identical

Hx(t;), q(t;), At;)), u(t;)) = HE(E)), (), At)), u(t))),

since we are dealing with autonomous problems only.

After stacking, we can conclude that the costates A(-) are allowed to be discon-
tinuous at the switching times #;, while in the time interval [z}, ;1) the adjoint
differential equation must be satisfied

oH
ax(t)

NOEE x(®,q@),M0),u@), forae.relt;,tj41), j=0,1,..., Nexe — 1,

where the Hamiltonian is defined as
H&(®), g(t), A(t),u(r)) := xT(t)fq(,)(x(t), u(r)). (4.120)

For all arcs of the hybrid trajectory, the Hamiltonian minimization condition holds
for both, the continuous controls u(-) and discrete state ¢ (-), in the classical sense of
Pontryagin

(¢"(1),u*(r)) =arg min . HE (1), g (1), A1), u(@)).
u(ell(qn),0, 40

Collecting all results, we obtain the first-order necessary conditions for hybrid opti-
mal control problems.
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4.4.1 Necessary Conditions for Switched Optimal Control
Problems Without State Jumps

At first sight, the necessary conditions derived for optimal control problems of
switched systems without jumps in the state trajectory are very similar to the neces-
sary conditions for purely continuous systems and are documented among others in
the works Sussmann [53], Riedinger et al. [47, 48], and Passenberg et al. [43]. This is
not surprising. As demonstrated in Sect. 3.2.6, a switched system can be reformulated
as a conventional system. The only difference is, that the set of feasible constraints
U (g (), t) is no longer compact and convex. This fact makes it necessary to split the
hybrid trajectory into arcs where the discrete state g (-) changes its location.

Decomposing the original SOCP (4.99)—(4.103) without state jumps into the new
time domain, applying the classical Pontryagin’s theorem to each arc, and composing
the transformed first-order necessary conditions back to the original time domain
yields the HMP for (4.99)—(4.103) without state jumps. Let us summarize the results
in the following theorem:

Theorem 4.8 (First-order Necessary Conditions for Switched Optimal Control Pro-
blems without State Jumps) Let u*(-) € L*([to, t7], U), x*(-) € AC™([19, t£], X),
andq*(-) € L*([t, tf], Q) be an optimal tuple for the SOCP (4.99)—(4.103) without
state jumps, i.e., @ (X* (tj_), x* (t;')) =x* (t;”) —x* (tj_) = 0, over the fixed time inter-
val [to, tr]. Let us assume that the cost functional is given as Mayer problem, which
results in the Hamiltonian defined as (4.120). Then, there exist absolutely continu-
ous costates A(-) € AC*([to, t/], RN satisfying the nontrivial solution A(t) # 0,
for which the following conditions hold:

1. the states x*(-) and the costates A (-) satisfy the canonical equations with respect
to the Hamiltonian (4.120)
X'(1) = aT(X (), g7 (@), A1), u" (1))
= £y (X" (1), u* (1)), 4.121)

A(r) = —g(x (1), q7 (), A(1), u™ (1))

3fq*(t) ’ * *
— (B—X) x*(),u* (1)) - A(1) 4.122)

for almost every t € [tj,tjr1), j=0,1,..., Nexe — 1 with the boundary con-

ditions xX*(ty) = X and XfIf](tf) =Xy,
2. the Hamiltonian minimum condition

(" (t),u*(t)) =arg min HE& (1), q(0), M(t),u))  (4.123)
u()eU(q(r),t), qt)eQ

holds for almost every t € [tj,tj11), j=0,1,..., Noye — I,
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3. at the final time t; the transversality condition evaluated on the terminal
Lagrangian

am .
Aizey(ty) = W(X (1)) (4.124)

is fulfilled; and
4. for an externally forced switching at time instance t;, the following jump condi-
tions are satisfied

() = A(t)) (4.125)

HO (@), g @) A 0 () = HEE (). g7 (), M) ' (1)),
(4.126)
A

Proof The proof can be found in Dmitruk and Kaganovich [20]. A similar result is
obtained in Shaikh [52]. O

A crucial difference to the first-order necessary conditions formulated in the
PMP is that the Hamiltonian now is minimized for a.e. fixed ¢ € [fo, 7] by both,
continuous-valued controls and discrete state.

4.4.2 Necessary Conditions for Switched Optimal Control
Problems with State Jumps

To account for state jumps, the trajectories of the original SOCP (4.99)—(4.103) with
state jumps must be decomposed into the hybrid trajectory in the new time domain
in order to apply the stacking procedure. Then, applying the classical Pontryagin
theorem to each arc and composing the transformed first-order necessary conditions
back to the original time domain yields the HMP for (4.99)—(4.103) with state jumps.

Optimal control problems of switched systems with state jumps have the challenge
that the costates are discontinuous too. This requires the exact knowledge of the
number of switching arcs and needs some additional work in the evaluation of the
jump conditions.

We summarize the results in the following theorem:

Theorem 4.9 (First-order Necessary Conditions for Switched Optimal Control
Problems with State Jumps) Let u*(-) € L*([to, t¢]1, U), x*(-) € AC™([to, t£], X),
and q*(-) € L*([t, t¢], Q) be an optimal tuple for the SOCP (4.99)—(4.103) with
state jumps, i.e., (p(x*(tj_), X*(t;’)) = X*(t;') — X*(lj_) - S(q(,j—)’q(,f))(x*(tj_)) =0,
over the fixed time interval [to, ty]. Let us assume that the cost functional is given
as Mayer problem, which results in the Hamiltonian defined as (4.120). Then, there
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exist piecewise absolutely continuous costates L(-) € A(AZOO([IO, trl, RM) satisfying
the nontrivial solution A(t) # 0, for which the following conditions hold:

1. the states X*(-) and the costates A(-) satisfy the canonical equations (4.121) and
(4.122) with respect to the Hamiltonian (4.120) for almost everyt € [tj, tjy1), j =
0,1,..., Nexe — 1 with the boundary conditions x*(ty) = Xo and xi"If](tf) =Xy,

2. the Hamiltonian minimum condition (4.123) holds for almost every t € [t;,t;11),
J=0,1,..., Neye — I,

3. at the final time t; the transversality condition (4.124) is fulfilled; and

4. for an externally forced switching at time instance t;, the following jump condi-
tions must be satisfied

980

T
*e—VY L +
X () ) (X7 (1) - (1)) (4.127)

A(t;) = A@)) +(

HO (), g™ (), A w0 () = H(x*(tj*),q*(zj*),x(tj),u*(tj)). (4.128)

A

Proof The proof is a simple consequence of the proof given in Dmitruk and
Kaganovich [20]. [l

4.4.3 Revisited: Necessary Conditions for a State
Constrained Optimal Control Problem

Theorem 4.5 states first-order necessary conditions for state constrained optimal
control problems which are fairly general. Especially, the jump conditions for the
costates are difficult to understand and to apply in practice. The re-interpretation
of the state constrained optimal control problem as hybrid optimal control problem
provides no further information but let us more easily derive the jump conditions
for the costates. For the sake of simplicity, let us consider a simple example of an
optimal control problem with only one pure state constraint. This example is casted
to a hybrid optimal control problem. This approach is naturally motivated if one
thinks that the system autonomously execute a transition, when the second state of
the system encounters a switching manifold of the type

X(l‘j) € C(q(t’),q(t*))(t) = {X([) | CX(X(I)) =0, X([) S X} .

We assume again that c, (-) satisfies the rank condition (4.56) on the boundary interval
such that ¢, () is implicitly controllable by u(-) via the system differential equation.

We assume a system of two states where only the second state admits a constraint,
i.e., ¢y (x2(¢)). The state constrained system is then casted to a hybrid system, where
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X1 (t)

fy

Fig. 4.5 Exemplary state trajectories x (-) and x5 (-) of the switched system, where the second state
is constrained in the time interval ¢ € [t1, 12)

the time evolution can be decomposed into two unconstrained arcs and one con-

strained arc. This is exemplarily depicted for the case that x[lz] is constrained to a

ramp as shown in Fig.4.5. We obtain then a hybrid trajectory given as

Xo(1) = f£5,00Xo(t),up(2)), forae.t e [ty, 1))
X1 () =f, 0 x1(t),u (), forae.telt, )
Xo(t) = £, (X2(t), up(1)), forae.t €[t ty],

where [qo, g1, ¢2] = [1, 2, 1]. The constrained state x[lz] is implicitly described by

the equation
cx(x1) =0, forallt € [1, 1p).

The transformed Mayer problem for the time domain t € [0, 1] is then given as

¢ (g* (), u*()) = Joco o) P(q(), u() =m(X5(1)) (4.129)
% = ¢t (X;(1), 0;(7)), j=0,...,2, forall t € [0, 1]

(4.130)

c (X)) =0, for all T € [0, 1] (4.131)

%0(0) = Xo (4.132)
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1) = x4 (4.133)

P& 1(1),%,(0) =%,(0) =%, (1) =0,  j=1,2 (4.134)
H@) =g j=0,...,2, forall t €0, 1]

(4.135)

70(0) = 1o (4.136)

h(l) =1, (4.137)

7 (1) —7;(0) =0, j=12. (4.138)

The general boundary conditions according to the transformed problem is given as

X0(0) —x¢
o(X;_1(1),%x;(0)), j=1,2

[T
Xg Ty — Xy

P %00), ... x2(1), 1 (0), ..., Fo(1)) = cx(X1) —0.
10(0) — 1o
1) —1;(0), j=1,2
172(1) —If i
(4.139)

We adjoint the state constraint directly to the Hamiltonian
H (X 3@, 50, 7(0). (). )

2
=S [if(f)fqi(r)(ij(‘[), (1) + ﬁj(z)] +7(0) - erGa(r),  forae. T €0, 11.
=0

Then, the adjoint differential equations are

i, M0\ & (0. i i€ (0.2 f 0,1
e o%; Xj(m),u;(@HArj(r), j€{0,2}, orae.t €[0,1]
di o\ . - _ dex

bl ( qf”) & (2), W ()R (1) + 7 (D)2 &) (1), forae. 7 € [0, 1]
dr X1 0X1

d'"‘

Pi_o, j=o,....2 vr € [0, 1].

dr

Since we adjoined the state constraint directly, we must specify an additional point
constraint anywhere on the constrained arc. We choose the entry point

cx(X1(0)) = 0.
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Together with the constraint (4.134) the application of the general transversality
conditions (4.104)—(4.105) to (4.139) yields

Ao(1) = —ay

ocy .
11(0) = —ag — m(xl(o)) -7,

where 7 € R, w > 0isaLagrange multiplier for the state constraint (4.131) and ¢y €
IR? are Lagrange multipliers for constraint (4.134) with j = 0. Thus, the transversality
conditions give the following jump condition for the costate:

dey .
Ao(1) = A1(0) + m(xl(o)) ST

Back transformation into the original time domain yields the first-order necessary
conditions from Sect.4.2.2 for a jump of the costate at the entry point of the state
constraint. The derivation is fully analogously for a jump at the exit point. If the jump
shall occur in the interior interval of the state constraint, an additional phase of the
hybrid trajectory must be added. Then, the derivation is done according to the same
principle.

4.5 Existence

Necessary conditions can be useless or even misleading unless we know that a solu-
tion of an optimal control problem exists. But how can we ensure the existence?

We state the existence theorems for continuous optimal control problems and
switched optimal control problems with a weak compactness assumption for the
control space. In so doing, let us first consider the Mayer problem

¢ () = min pu(-)) =m(x*(tf)) (4.140)
u()eL>([tg,151),U)
x(1) = f(x(1), u(®)), fora.e. t € [to, tf]
(4.141)
x(fy) = Xo (4.142)
X[Z,] (Z‘f) =Xy (4.143)
c,(u(®) <0 (4.144)
e (x(1) <0, (4.145)

wherex(-) € AC®([to, 1], X). The Mayer term is defined as m : X — SandS € X
is closed.
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Fig. 4.6 Evolution of the
reachable set R (xg) over
the time span#y <t <ty

R (xo)
R (xo)

Let us define the reachable sets for the Mayer problem as
R (xp) := {f(x(t), u(r)) | u(t) € Zf{(t)} C X, Vteln, trl (4.146)

The reachable sets are illustrated in Fig.4.6. The reachable sets are slabs for each
t € [to, t] which contains all points f(x(¢), u(¢)) that can be reached by any controls
taken from the admissible control set I/ (1).

For convenience of the coming theorems, let us define the set

M=), u0) | x0) € 2@), u) et} < RV
and let the function f(-) be defined on M.

With these definitions, Cesari [13] stated the following existence theorem:

Theorem 4.10 (Filippov’s Existence Theorem for Mayer Problems (cf. Cesari
[13])) Let X(t) and S be closed and assume that for every N > 0 there exists a set
My = {x(t),u(t)) € M | |x(¢)| < N} that is compact. Also, let the endpoint
Sfunctional m(-) be lower semicontinuous on S, and the function f(x(t), u(t)) con-
tinuous on M. Let us further assume that the reachable sets R'(xo) are convex for
a.e. t € [to, ty]. Then, the problem (4.140)—(4.145) has an absolute minimum on all
feasible pairs (x(-), u(-)).

A
Proof The proof is given in Cesari [13]. (I

Remark 4.7 The underlined assumption in Theorem 4.10 can be replaced by one of
the following alternatives (cf. Cesari [13]):

o there is a constant C > 0 such that x; f; + ... 4+ xy, fy, < C - (Ix(1)|* + 1) for
all (x(1),u(t)) e Mandt € [to, tf];
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e there is a constant C > 0 such that [f(x(¢), u(z))| < C - (|x(¢)| + 1) for all (x(z),
u(t)) e Mandt € [ty, ts]; or

e there is a locally integrable scalar function M (-) such that
f(x(1),u())| < M) - (|x(¢)| + 1) and M(z) > O for all (x(¢),u(r)) € M and
t € (1o, lf].

Remark 4.8 A lower semicontinuous function is locally bounded below.

The existence result from above can be extended for Lagrange and Bolza-type
problems as shown in Cesari [13], which requires to redefine the reachable sets
accordingly.

For hybrid optimal control problems the existence statement is a trivial conse-
quence from the previous results by using the stacking argumentation. In so doing,
let us consider a HOCP formulated as Mayer problem:

¢ (q"(),u' () = joeo i, 00, u0) = m(x*(ty)) (4.147)
X(t) = £, (x(1),u(r)), forae.r € [f, ty] (4.148)

X(70) = Xo (4.149)

Xiz,1(tf) = Xs (4.150)
¢(X(t;)’ X(tj)) = X(t_;L) - X(t_;) + a(q*,qﬂ(x(t;)) =0, €6, 4.151)
e (x(1) <0 (4.152)

X)) x(t1) € S;. j={12...., Nu}. (4.153)

Then, endpoint functional

Now:

Px(tp), X(1;), xX(t))) = m(x(tp)) + D wlo(x(t;), x(t]))

j=1
can be decomposed into N,,, endpoint functionals

p(x(t)), x(t) = ] @(x(t), x(t]))

P (x(ty,, ), X(ty,

swt

Px(15)) = m(x(ty)).

N =y, Xy, )X ()

swit

Since the jump function §,- 4+ (-) is assumed to be continuously differentiable with
respect to X(-), the continuity assumption on the endpoint functionals with respect to
their target sets still holds. Also, we assume that f,, (-) are continuously defined on M.
Then, Theorem 4.10 states for each subproblem of (4.147)—(4.153), the existence of
an optimal control.



4.6 Bibliography 159

4.6 Bibliography

A good survey paper about optimal control and the some historical background
is given by Sargent [50]. Some historical key points: optimal control theory began
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known as the Hamiltonian function. Hamilton [28, 29] expressed his principle in
terms of a pair of partial differential equations, but Jacobi showed in 1838 that it
could be more compactly written as the “Hamilton-Jacobi” equation (see Goldstine
[26] for more information). Then we make a jump after the end of World War II.
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functional analysis is given by Clarke [14]. The complex concepts of measurable
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and absolutely continuous functions are described in an accessible way. A more
technical description of these concepts are presented in Adams and Fournier [1].
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of variations was recognized by Caratheodory [12]. Similar ideas reappeared under
the name of Dynamic Programming in the work of Richard Bellman (Bellman [4])
and became a standard tool for the synthesis of feedback controls for discrete-time
systems. The Hamilton—Jacobi—Bellman equation is used to derive necessary con-
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[21] to proof the maximum principle for this problem class on the level of well-known
results of functional analysis.
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general class of systems. More specific results for systems with absolutely continu-
ous states can be found in the works Shaikh [52] and Xu [57] and for systems with
discontinuities in the state trajectory in Riedinger et al. [47, 48], Passenberg et al.
[43], and Schori et al. [51]. Clarke and De Pinho [15] presented a theory which plays
an important role for the derivation of necessary conditions for control problems with
control-state constraints. This synthesis approach is called the nonsmooth analysis
approach. Second-order necessary conditions for OCPs with state inequality con-
straints are derived by Bonnans and Hermant [8, 9] and Hoehener [34]. Sufficient
conditions for optimality are given in Boltyanski and Poznyak [7].

In the context of autonomous systems, HOCPs with jumps in the state were treated
in X. Xu [56] and S.A. Attia [49]. A related case are the HOCPs where no jumps
in the state occur but additional costs are added to the objective function for every
switching. Necessary conditions for this case are stated in Garavello and Piccoli [23].

The existence of optimal controls is treated in-depth in Cesari [13] and Clarke
[14]. Further recommended references are Knowles [38], Lee and Markus [39], and
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Part 11
Methods for Optimal Control



Chapter 5
Discretization and Integration Schemes
for Hybrid Optimal Control Problems

5.1 Introduction

Let us start the discussion by considering the following hybrid optimal control prob-
lem (HOCP)

Iy
mix(t,) + / L@, u@) di - (5.0)

¢ (g7 (), u* () = Qmin i
x(1) = £y (x(1), u(t)) (5.2)
x(f0) = Xo. (5.3)

In Chap. 3, we introduced ¢ (-) as a functional where the controls ¢(-) and u(-) are
measurable and the states x(-) are absolutely continuous. The terms measurable and
absolutely continuous are important to deduce necessary conditions but for practi-
cally relevant solutions this concept is far to general, because Zeno solutions are per se
excluded as practically desirable solutions. Zeno-behavior describes the occurrence
of a switching pattern having infinitely many switchings in finite time (cf. Zhang
et al. [29]). It is then a natural choice to take the controls as piecewise continuous
and the states as piecewise differentiable.

Moreover, in Chap.4 we deduced necessary conditions which can in principle
be used to obtain explicit state and control functions, which minimize the OCP.
However, this way is not feasible for the most practically relevant problems, even for
simple problems. In general, we need numerical approximations of these functions.
Then, the task is quite clear, we try to find numerically piecewise approximations
of the optimal control trajectories u*(¢) and x*(¢) taken from the admissible sets
U (q(),t) and X (g(-), 1) over the interval ¢ € [fo, t7]. This procedure implies that
we discretize the problem formulation (5.1)—(5.3) using a time grid. This changes
dramatically our viewpoint: an objective functional becomes an objective function
and the admissible sets for controls and states shrink from an infinite dimensional
space to a finite dimensional space.
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5.2 Discretization of the Initial Value Problem

The numerical solution of initial value problems (IVP) for ODEs is fundamental
to the numerical solution of hybrid optimal control problems (5.1)—(5.3). To allow
for more compact and clearer descriptions of the algorithms presented in the coming
sections, we adopt the notation f, ) (x(¢), u(#)) of the vector field of the hybrid system
to f(x(), (1), u(®)).

Let us assume that g (-) and u(-) are known for the IVP of the controlled switched
system in (5.2)—(5.3)

x(t) =£(x(t), q(t), u(t)), Vte€ln,tf] (5.4)
x(fy) = Xo (5.5)

and that all the initial values (5.5) of the differential equation are given. Since we
assumed that f(-) is continuous on the time interval [, ¢] and that f(-) satisfies the
Lipschitz condition from Theorem 3.1, a solution is guaranteed to exist which is also
unique.

No loss of generality results by assuming autonomous systems. It is always possi-
ble to transform non-autonomous systems into autonomous systems by introducing
an additional variable xy, 41(-)

Xy 41(0) =t (5.6)
XN +1(0) =1 (5.7)
xy,+1(f) =0 (5.8)

which is used to substitute r with (5.6) and thus satisfies the IVP with (5.7)—(5.8).

To make the IVP (5.4)—(5.5) amenable for numerical integration, a certain dis-
cretization of the problem is required. The discretization will have a major effect
on the quality of the solution and on the computation time and consequently, care
has to be taken when choosing the discretization method as well as the discretiza-
tion parameters. We restrict our considerations to explicit one-step methods of the
Runge—Kutta class.

We start by discretizing the time ¢ with the formulae

tv=%k-hy, k=0,...,N;

where &, is known as the step-length. One obtains a time grid as a strictly increasing
sequence of times {#;}, k =0,..., N;

O=tg<ty<thy<---<ty=tr, G ={to.n,t,.... 1} (5.9)
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where
th=0
Hh=h
tr = N; 'hN,.

The grid (5.9) is referred to as an integration grid or discretization grid. Sometimes
the term mesh is used in the literature instead. The step-length /4, defined as
ho=0
hy =ty — t—1, k=1,...,N;

is not necessarily equidistant. Consequently,

A" = max hy
k

is the fineness of the discretization grid G;.
We are now looking for an accurate and stable numerical approximation of the
exact solution x(#;) & x; at the grid points k =0, ..., N,.

Definition 5.1 (Discretization Scheme) A discretization scheme to approximate the
exact solution x(z) of the IVP (5.4)-(5.5) is a procedure, which assigns every grid
point of G; a grid function with x : G, — X.

A

The simplest discretization scheme is the explicit Euler method with

X1 =Xk + - E (X, g, wy), k=0,..., N, —1, (5.10)

xo = X(fy).

This procedure is obtained by approximating f(x(#;), g (f;), u(t;)) with f(x¢, gx, ug)
and x(#;) with the forward difference quotient (X;+; — X¢) / hg.

5.3 Runge—Kutta Integration Scheme

Motivated by the discretization scheme (5.10), our aim is now the construction of a
general expression for a single step from #; to #,;, which allows us to control the
accuracy of the IVP approximation.
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Integration of (5.4)—(5.5) yields

Tiet1
Xp+1 = X +/ x(1) dt

173

=xk+/Hl f(x(t),q@),u())dt, k=0,...,N,— 1.

I

To evaluate the integral, let us first subdivide the integration step into K subinter-
vals

Tk =l + chy, forl<l<K (5.11)

with

To obtain a K -stage Runge—Kutta method (K function evaluations per integration
step), we apply a quadrature formula and obtain

Tiet1 K
/ f(x(1), g(1), u(®) di ~ by - > bifi
e I=1

where f; = (X, x, §i.x, W) is the value of the right-hand side vector function at
intermediate time points 7;;, 1 <! < K. Of course, this requires the approximation
of values for the continuous states X; , the discrete state ¢; x, and the continuous-
valued controls W, ;, which is described next.

The continuous-valued controls u(-) are discretized using a set of N, base functions
Y UxUx [, tp] > U

(5.12)

u

u(r) = E (U, Wy, 1), vt € [t tipr), k=0,...,N, =2
&y (uy—ruy, 1), Vi€ [tyorn ]

that define the control on each time interval. To ensure separability of the discretiza-
tion the base functions &} (-) shall have local support. Piecewise constant and piece-
wise linear approximation schemes as described by von Stryk [28] are popular choices
for base functions. The piecewise constant parametrization approximates the exact

controls by constant control values on each time interval using
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tr + 1
uy, vVt € | 1, %
—u — — —
o (uk,uk_H,z)_ fe+ tir , k=0,...,N; =2
w4y, Vie #vtk+l
u() = IN,—1 TN,
A N
g4 (u uy,, 1) =
N;—1 \UN,—1, UN;» IN,—1 + 1N,
UNT, Vt e f,[]\]r

(5.13)

whereas the piecewise linear parametrization interpolates linearly between u(#;) and
u(tx+1) by the base functions

ool —t r—t
ktl u; + k U, VZE[Zk,tk_H), k=0,...,Ny—2
u(t) = § 1 Te+1 — Ik
Nty [+ ke W v € [in,—1. 1N, ]
————uy,_ |+ ————uy,, Ni—1-IN
IN, —tN—1 IN, = IN—1 ' ! !

Let us notice some characteristics of both parametrization types:

the piecewise constant control parametrization has an error of order O(h) (h :=

max hy);
ke{l,...,N,} K

the piecewise linear control parametrization has an error of order O(h?);

for both parametrization types no additional optimization variables are necessary;
and

sparsity of the Jacobians of the control constraints.

Higher order parametrizations, e.g., cubic interpolation, can be found in Kirches
[19] and Biiskens [3], but require additional optimization variables.
Thus, the intermediate values of the continuous-valued controls are obtained by

~ ~u
Uy = & (llk, Upt1, Tl,k) .

Due to the piecewise constant nature of the discrete state trajectory ¢(-), a
respective piecewise constant approximation scheme with N, base functions & :

Q X Q x [to, tr] — Qis used:

I +t
. We[tk, %)
—q
= qkﬂ‘]k+lﬁt - s kZO,...,N[—Z
k ( ) Tk + k41
qk+1, YVt € — ket 1

q(1) = tN,*l'*’ZN,)

qN,—1, Vi€ |:’N,717 >

IN,—1 T 1IN,
T2 W

=4

SN, -1 (th*I’ qN;» Z) =

qn,; > vVt € |:
(5.14)
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Thus, the intermediate values of the discrete state are obtained by

Gix = & (qr- qrr ) -

Then, the intermediate values of the state trajectory are obtained by the following
expression:

Tk K
X = Xg +/ f(x(2), (1), u(®)) dt =~ x; + hy - Zal,jf(xj.k, )

173 j=1

forl <[l <K.

Collecting results, we obtain a family of one-step methods for the solution of
initial value problems (5.4)—(5.5) known as Runge—Kutta (RK) methods. Generally,
a K -stage RK scheme formulated by Kutta [20] is given by the recursive relation

Xpp1 =X + A - Ty (i, X1 Qi Qo> W, Wi 1 s b)), k=0, Ny — 1
X0 = x(fo) (5.15)
where
K
T ¢ Xk, Xpi 15 Gk Grr1> Wi, Wi 1, B, ) = zblkl (5.16)

=1

is the increment function for the time interval [#;, #; + hy) of the one-step methods.
The functions k; () are estimations of the function value f(-) in the interior of the
interval [#;, #;41) and are recursively calculated by

K; (Xie, Xi15 G, Q15 Wi, W, e, B = £ X0k, G, Wrg)
K
=f |:Xk + hi Zal,jkj], E (Grs G, e + crhi) , B (Wi, Wy, 1 + crhy)
=1
5.17)

for all 1 <] < K. Since we assume that f(-) is Lipschitz-continuous, an unique
Lipschitz constant Ly for the increment function exists. The coefficients a; ;, by,
and ¢; from (5.15)—(5.17) are obtained from the so-called Butcher array [¢, A, BT]
(originally described in [5]) of the respective Runge—Kutta method. The Butcher
array consists of three sets of parameters. The parameters ¢ = [cy, ¢3, ¢3, . - ., ek,
= Zle a;,; are related to the instances of the integration grid where the RK

integration evaluates the right-hand side function of (5.4) and the parameters b=
(b1, by, ..., bkl are relative weights assigned to each of these evaluations. The
tableau parameters A = [q; ;] affect the order of consistence of the RK integration
method.
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Table 5.1 Butcher array in matrix notation

Table 5.2 Left table: Butcher array for implicit schemes; right table: Butcher array for explicit
schemes

crlaiy aip - ark-1 alg 0
cr|axt axp - arg-1 ark ¢ |az
c3laz1 azp - a3g-1 A3k c3lazl asp
cx|ak,1 akp -+ ak,x-1 KK ckxl|ak,1 ag2 -+ AxK-1
by by -+ bx1 by by by -+ bk by

Butcher arrays are often displayed in the form as matrix notation (Table 5.1) or as
tableau (Table5.2).

Schemes with ¢; ; = 0 for j > [ are called explicit and implicit otherwise.

The Runge—Kutta method (5.15)—(5.17) is often introduced by collocation meth-
ods. Suppose we consider the approximation of the solution of (5.4)—(5.5) by a
polynomial of degree K over each time interval [#, #;+1)

O =l+L -t —t)+ - +1lg -t —t0)¥ (5.18)

with the coefficients [ly, 1;, ..., lx] chosen such that the approximation matches at
the beginning of the time interval [#, tx41), i.e.,

X(fy) = Xy,

whose derivative coincides at K given points with the vector field of the differential
equation at the intermediate points (5.11)

X(14) =f (x(m.0) & (qe. qrrts Ta) - B (W, Wi, ) - (5.19)

The conditions (5.19) are called collocation conditions and (5.18) is a collocation
polynomial. Thus, we call the RK scheme (5.15)—(5.17) a collocation method and
the solution produced by the method is a piecewise polynomial (Betts [1]). In Hairer
and Wanner [15] it is shown, that the collocation method is equivalent to the K-stage
RK method.
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5.4 Consistence Order of Runge—Kutta Methods

We need a description of “how well” the Runge—Kutta methods solve the problems
compared to the exact solutions. This introduces the concept of order of consistence.
For short, only order of Runge—Kutta methods.

Butcher [4] developed an algebraic theory for determining the order of Runge—
Kutta integration schemes for differential equations. His theory is based on B-series
and associated calculus on rooted trees. We give a brief introduction into Butcher’s
theory which is inspired by the textbook of Strehmel et al. [27] and illustrates the
basic concepts and provides the order conditions for RK methods up to order 4.

To obtain the order we expand the exact solution x(¢# + /) and the numerical
solution X;4; by a Taylor approximation and compare the terms of the series. If
all terms matches for both series up to the order p, then the RK method has the
consistence order p. For the sake of simplicity, let us assume a constant step-length
hy = h for the following derivations in this section. Doing so, we expand exemplarily
the exact solution up to the order four and obtain

2 32 3 43 4 44

S X0+ 3 X0+ X0 + O(h®)

d
t+h) =x(t h—x(t
X+ h) = %@+ hgx@) + 31 dr 41 dr?
(5.20)

where O(h°) accounts for the higher order terms. The next step is to evaluate the
differentials. Differentiating the differential equation dx/d¢ = f with respect to time
yields

d?x  df _ ofdx

ox_4_ T 521
a2 T dr  axdr ¥ (5.21)

where ' = f, is a Jacobian matrix of the vector field f. For the sake of simplicity we
omit the arguments of the vector field and its derivatives. We denote f'f according
to Butcher as elementary differential which can be written in element-wise notation
yielding

Ny

afi :
(f’f)mzzifk, i=1,...,N,

=1 axk

where [i] indicates the i-th element of the vector. Butcher proposed the organiza-
tion of elementary differentials as rooted trees. Applying this idea the elementary
differential f'f can be conveniently organized as
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We can proceed further by differentiating (5.21) which yields

d3
SX .t + FEL (5.22)

dr3

The two terms of (5.22) can be represented element-wise as

(F" (t. f))[i] - 0x0x;

and

or conveniently expressed as rooted trees

and e

Proceeding further by differentiating both terms in (5.22) yields for the first term

(£ (5, 0) =" €, £,6) + £ (F1,1) + £ (£,1F)
=" (£, £, £) +2f" (£, £'f) (5.23)

and for the second term

(FEF) =" (£, ) + £1 (£, ) + FTEF. (5.24)

The fourth-order differential is then obtained by collecting the terms from (5.23)

and (5.24) yielding

d4
f =" (£, £,£) + 38" (£, £'F) + £ (£, £) + T11L. (5.25)

dt
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The terms of (5.25) can be represented element-wise as

X NX X
/11
(£ . £.0), ’]_;1;1 > 78xk8x18x Tefifj

Sl [z oo

and

(f// (f’ f/f))[i] =

i
k=1 I=1 j=1 dxdx; " Ax;
N Ny
t L8 [ Of; Y
= PR —_— . _ N = 1, 7Nx
Jr Zaxl (8xk) Zaxjfj i
k=1 . —
and
N, N, N,
SN O 2fk
2 f,f ‘ of |
(7" @ D)y = 2. 2.2 50 5o,
k=1 I=1 j=I1
Ni f v .
k
R k] = 17 s Nx
; dxi g ua g 0x; (3X1) i i
and
Ny Ny N
qddi afk aﬁ
e [l]=z xﬁax fi
k=1 I=1 j=1 k [ j
NA

o 0% [ 9x

Ny
= 3_)’:’ Z%. Zaﬁfj , i=1,..., N,
j=

or conveniently expressed as rooted trees
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@ ) w

Extensions for higher derivatives f™™) are straightforward. The idea from Butcher
becomes now apparent and let us denote the set of rooted trees as

=1 o . ,A,i,«b,"l,«’a,i,
—— —— — —— ) —_ —_ " —_—
Ti=root  To=t, t) t3 ts ts t t;
—_—
Ts Ty

= {root} U {[t1, t,..., tNk] ) P T}

where root = e s the root of the tree. The bracket [-] is an operator to append arbitrary
trees to a sub-root

[t 6, ... ty] =

To generate any rooted tree the [-]-operator can be recursively applied, e.g., E =

[[e]] or 'A: = [o’%, :] = [[e, o], [o]]. The relationship between the rooted trees and
the elementary differentials can be stated in a recursive way using the [-]-operator.

Definition 5.2 (Elementary Differential associated to the Tree t) The elementary
differential assigned to the rooted tree t € T is given by

Ft)(x(1) =
f(x(),-) for t = root
tOVO (x(1), ) [FDx(@), Ft)X®), ... Flty)x()] fort =[t; . ta,... ty,].
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Now, the calculated differentials are applied to the Taylor series (5.20). According
to Definition 5.2 we obtain

h? n’
X(t + h) = x(t) + h F (root) (x(1)) + EF(tl)(X(t)) +3 [F(t2)(x()) + F(t3)(x(1))]

h4
+ 77 [FA) (@) +3F (1) (x(0) + F (t6) (x(1) + F(t7)(x(1))] + om’). (5.26)

With this terminology, we can generalize the result (5.26) to a formal Taylor series
for the solution to the ODE (5.20).

Definition 5.3 (Order of the rooted tree t € T) The number of nodes of the tree
t € T is called the order p(t). Then, let us define a set of trees

T,=={teT | pt) < p)

for all trees up to order p.

A
Definition 5.4 (Symmetry and Density) The symmetry B(t) is defined by
B(root) =1
l AL
([ ]) =TTuBe)
s=1
The exponents [y, [, ..., Iy, are the numbers of equal sub-trees.
The density y (t) is defined by
y(root) =1
Ni
y®O=p®[[rt). t=[t.t. .. ty].
s=1
A

Theorem 5.1 (Exact Solution by Elementary Differentials) The exact solution can
be represented by

1 hr®

X(t+h) = x(t) + Y F® &) +Oh" ™, k=0,...,N, —1
teT

< 7 )
(5.27)
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with the pth derivative of the exact solution

e L )
dir Ly ® ﬁ(t) ¢
and X (1) as initial states.
A
Proof The proof is given in Butcher [4]. (]

Analogously to the exact solution a similar expression for the RK discretization
is required. It is convenient to define certain functions which bear a (1-1) corre-
spondence to the elementary differentials. Let us define the following elementary
weights.

Definition 5.5 (Elementary Weights of RK Methods) An elementary weight ¢ (-) of
a K-stage RK discretization method is defined by

K
é (root) = Z b (5.28)

o ([t 6t z m @

K
Z )" ). " ) (5.29)

where
K
@ (root) = Zal,jzc, (5.30)

j=l I=1,...K

- d AL

é([tite....ty])= (D a;[]o" @)
j=1 s=1 I=1.... K
X [/]

= Zazj 6" ) 8" -... 8" tw)

With the help of the elementary weights in Definition 5.5 we can state a corre-
spondence to (5.27).
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Theorem 5.2 (RK Solution by Elementary Differentials) For the solution of a RK
discretization, the stage and recursive equations

N hr®
R =X(@) + .8 (O~ FOX@) + O™, I=1,....K
T, B(t)
k=0,...,N,— 1
(5.32)
. hP® |
X1 = X(f) + Z¢(t)—F(t)(X(lk)) + Ok, k=0,....N,—1
., B(t)
(5.33)
must hold with x(ty) as initial states.
A

Proof The proof that equations (5.32) and (5.33) satisfy the stage and recursive
equations, respectively, is given in Butcher [4]. (|

Comparing the two series (5.27) and (5.33) yields the order of the RK method.

Theorem 5.3 (Consistence Order of RK Methods) A Runge—Kutta method has the
consistence order p, if for all trees t € T, the condition

K
1 <101
—=¢Mt)y=) b (b, I=1....K
y(® Z‘
is satisfied.
A
Proof The proof is given in Butcher [4]. [

The order of RK methods with linear right-hand side functions might be higher as
determined by Theorem 5.3.

Remark 5.1 For explicit integration schemes the order of consistence is directly
related with the number of stages K, whereas for implicit integration schemes the
consistence orders greater than K may be possible.

The evaluation of the order conditions leads to tensor notations. To avoid these
rather complex notations let us define the following helper vectors
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- -
— 2
bll bll d
— — d
by 2
1 1 d
by 7

d2 = . d3 = . ]-(le) =

C:=diag (ci,ca, ..., Ck)

éz :=diag (c% c%, el c%{)
é3 :=diag (c?, cg, R c?()

D :=diag (di, >, ..., dx)
D, :=diag (d}.d3, ....dg).
Using these helpers the order conditions are stated up to order p = 4 and depicted
in Table 5.3. For all conditions b; > 0 must hold.
After evaluation of the matrix-vector multiplications, the conditions from Table 5.3
for a fourth order Runge—Kutta process have the following form:
bi+by+b3+bs=1
baazy + b3 (az1 + as) + ba (asr + agn + as3) =
biazaz; + by (apaz + asz a3 + az]) =

bya3, + by (as1 + axn)* + by (a1 + an + as3)* =

byaz, + b3 (az1 + az)® + by (g1 + as + as3)’ =

A= Q===



182 5 Discretization and Integration Schemes for Hybrid Optimal Control Problems

Table 5.3 Order of a Runge—Kutta discretization for ordinary differential equations (cf. Strehmel
et al. [27])

p t F(t) B(t) y(t) Conditions
1 root £ 1 1 b= 11
2 ! ' I 2 k=3
SR
3 ) (£, f) 2 3 T Cd= A
L
i 1t 1 6 1 Cab = 3
1
4 e 58 6 4 K Csb =4
v\T o 1
“ 1 8 (Cb) Ae= ¢
.1
A e |2 12 kx1Cod = o
ervl 1
i Iuddy 1 24 dTA¢ = 5
1
b3 (a3 + az) anaz + bs (as + ap + ags) (apax + ag [az + azxl) = 3
1
bsaypay, + by (ana3; + as [as + anl?) = T
1
bsayzazpax = 7

The error of the discrete approximation to the OCP depends both on the smooth-
ness of the solution to the original problem and on the order of the RK scheme used
for the discretization. However, the theory developed by Butcher does not apply to
discretizations for optimal control problems. Hager [14] showed in his paper that for
the solution of optimal control problems additional conditions for the RK discretiza-
tion must hold. Hager derived these conditions by establishing a connection between
the Lagrange multipliers for the discretized problem and the costates associated
with Pontryagin’s minimum principle (see Sect.4.4 for details about Pontryagin’s
minimum principle).

We state these additional order conditions, marked as red entries, in Table5.4.
Interested readers may consult the paper of Hager [14] for more details and proofs.

The conditions in Table 5.4 can be easily evaluated for checking the preferred RK
discretization before implementation. Bonnans and Laurent-Varin [2] and Flaig [12]
provide additional order conditions up to order six for RK discretization.
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5.5 Stability

Table 5.4 Order conditions of a Runge—Kutta discretization for optimal control problems
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Order Conditions
1 £X1b_11
2 gxla_7
2
V| | < |
3 2><1Cd:8’ 1T(x1C2b:§’ lleDbel )
v 1 A\T 1 v I
4 ixlcgbrz, (¢b) 1Ac=§,l ixlczdrﬁ,
drAe= 5. (€d) b= [alh.=1.
N ¥ (v 5 Cry (X 1
(Cb) (Db l)fﬁ ol’A(bl):g

5.5 Stability

A numerical method is stable, if it is insensitive to small disturbances. For the case
of Runge—Kutta quadrature this means that rounding errors are not sum up during
the numerical integration process. In order to characterize the stability behavior of
RK methods we are interested in the asymptotic behavior of the numerical solution

for t+ — oo with fixed step-length 4.
Applying any RK method to the scalar IVP

x(t) =xx@), reC
x(tp) =1
yields
K
X[ k+1 = Xk —i—hAZal,jxj,kH, [=1,...,K
=1
K

X1 = X + A E bixi 1
=1

forallk =0,..., N; — 1. Collecting all K-stage terms from (5.34) yields
X1 = [X1ht1 X24515 - - - xk,k+1]T e CK.
We obtain from (5.34) and (5.36) a linear equation system of the form
Xip1 = Liwixg + hAAX .

Reformulation of (5.37) yields

(5.34)

(5.35)

(5.36)

(5.37)
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(I = 2 A) X1 = L.
Ifd-— hk[&) is regular, then inversion yields
Xir1 = I — hAA) gy xg. (5.38)
Inserting (5.38) into (5.35) yields

Xpp1 = X 4 hAbT Xy
=1 +2b"A-zA) " Lge)x, z=hA
= R(2)xy.

Definition 5.6 (Stability Function) The complex-valued function
R(z) =1+ 20" (1= zA) 1.

is called the stability function of the RK method for the famous Dahlquist test equa-
tion

x(t) =Arx(t), reC (5.39)
x(ty) = 1. (5.40)

The set
Sik={ze€C||R(@)| =1}

is called the stability domain of the RK method.
A

Remark 5.2 The following equivalent form of the stability function may be more

appropriate for evaluation
det (1 VZ? Lk
—zb 1

det (I - zA)

R(z) =

Despite its simplicity, the Dahlquist equation provides essential characteristics of
stiff ODEs and has been well established as test equation for numerical methods.

We know from linear system theory that the exact solution of (5.39)is x (tx + h) =
e*x (), which implies that R(z) approximates the exponential function.
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For a good numerical solution we require for (5.39) with Re z < 0, z = hA, that
|[x(te + h)| < |x(t)| or Iim x(t+h)= lim €x()=0
Re z——0o0 Re z——o0

holds. This implies, that for the best case the stability domain S, is the complete
left haft plane of the complex domain.
This leads to the important stability definitions.

Definition 5.7 (A-Stability) A Runge—Kutta method is A-stable, if
|IR(z)|] <1, VzeCwithRez <0

holds.
A

Definition 5.8 (L-Stability) A Runge—Kutta method is L-stable, if A-stable and the
additional condition

lim R(z)=0
o0

Re z——

hold.

5.6 Some Lower-Order Runge-Kutta Integration Schemes

Runge—Kutta integration schemes can be distinguished in explicit and implicit ones.
Explicit formulations have the advantage to be easily evaluable, whereas implicit
formulations require in general the solution of a nonlinear equation system of K
stage equations at each step-length /;.. The nonlinear equation system results from the
appearance of X; ;| on the left-hand and right-hand side. Consequently, the computing
effort is higher compared with the explicit schemes but for the advantage of improved
numerical properties (e.g., A-stability).

We state in this book only those RK methods which satisfy the additional OCP
conditions proposed by Hager [14]. Additionally, only implicit RK schemes which
can be easily used in direct collocation transcriptions for optimal control problems
are discussed. In particular, only RK schemes are considered, which can be directly
implemented as equality constraints without requiring the introduction of additional
optimization variables or the additional solution of nonlinear equation systems.

For the sake of compact notations we assume for all RK schemes that the
continuous-valued controls u(-), the continuous states x(-), and the discrete state
q(+) are numerically represented by approximations on the time grid G;. Then, the
elements u, are stored in the discretization vector
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Table 5.5 Explicit Euler Method, K =1, p =1
crl|ara 010
by 1

u:= [ll(), up, ..., llN,] S RN“'(N‘JA),
the elements g, are stored in the discretization vector

q = [CIO» q1, -« -, qu] € RN"'(NA—I)’

and the elements x; are stored in the discretization vector

X = [Xo, D. ST XNI] (S RNX'(N'-H).

We mark vectors that are assembled from a discretization process with an “over-
line” symbol.

5.6.1 Explicit Runge—Kutta Schemes

Explicit Euler Discretization

The most basic solver in the Runge—Kutta family is the explicit Euler method. It has
the lowest computational demand (stage order K = 1) but also the lowest consistence
order p = 1.

The Butcher array for the explicit Euler method is shown in Table 5.5.

The explicit Euler method has the stability function

Riz)=1+z. (5.41)
For example, in the case of real, negative eigenvalues with z = hA < —2, the stability

function exceeds the unity circle | R(z)| > 1 which indicates instability of the explicit
Euler method. The recursion for the computation of the states is given by

Xiern = X + e T p (R Qag T o B
=Xy + hie - £ (g, Qg Upg) . k=0, N, — L.

The increment function is independent on Ay, i.e.,

T 5 (X Qg W T i) = £ (K Qg i) -
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Table 5.6 Explicit Heun Method, K =2, p =2

C1 0
1

C2|a2,1
by b

Dl | —
0=

The lack of stability and accuracy limits its use to well behaved problems.

The accuracy of the approximations X4 depends strongly on the integration step-
length. Certainly, to obtain a satisfactorily quality of the approximation the step-
length must be sufficiently small compared with the smallest system time constant
of interest.

Explicit Heun Discretization

Heun’s method is a method with consistence order p = 2 and with two stages (stage
order K = 2). Itis also known as explicit trapezoid rule. Table 5.6 shows the Butcher
array of the explicit Heun method.

The stability function is

1
R@) =1+z+ §z2. (5.42)

The two-stage recursion is given by

Xiern) = X + e T (K Qs Qe Wikl W10 e 1)

h
:ilk]+?k'(k1+k2), k=0,....N, —1
where

K = f (X, Qe Upe)
ko = £ ([Xp + ek ]| @iy, Upe) -

Here and for all following discretization schemes, the increment functions depends
on hy,i.e.,

T ¢ (Rigs Qg Qpeerrys Okt W11 T i)
1 _ _ _
= 7 [f (X[k]v U T “[k]) +f ([X[k] + hkkl] > Are+17 “[k+|])] .

Explicit Hermite-Simpson Discretization

Table 5.7 shows the Butcher array of the explicit Hermite-Simpson (stage order K =
3, consistence order p = 3) method.
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Table 5.7 Explicit Hermite-Simpson Method, K =3, p =3

C1

c2|az,1

C2|a3,1 a3
by by b3

The stability function is

12 13
R@=1+z+52"+ 2 (5.43)

The recursion for the computation of the states is given by

Xierny = X+ - T g (X Quegs Qe 1y Uikt W1 o )

h
:i[k1+€k-(k1+4k2+k3), k=0,...,N, —1 (5.44)
where

Ky = f (X, Qg Upep)

_ hy Y hy ol hy
k,=f (|:X[k] + ?k1i|, d,:] (q[k], Q417> Ik + ?) Non (u[k], Wir1)s ik + ?))
ks = £ ([Xu + hic - (ki + 2Ka) |, Gy W) -

Explicit Classical Runge—Kutta Discretization

Table 5.8 shows the Butcher array of the classical Runge—Kutta (stage order K = 4,
consistence order p = 4) method.

Table 5.8 Explicit classical Runge—Kutta Method, K =4, p =4

C1 0
1]1
C€21d2,1 302
_ 1 1
C€3|d3,1 asp = 2 0 2
C4|Q4,1 A42 A43 1100 1
1111
br by b3 b §33%
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The stability function is

Rz) =1+ iyl L (5.45)
7) = T TE .
The recursion for the computation of the states is given by

Xik11 = X + hec Ty (X Qg Qg Uiers W) o hi)

h
:ﬁ[k]+€k-(k1+2k2+2k3+k4), k=0,...,N,—1  (5.46)
where

kK = f (X, Qe Upea)

_ hy af- — M\ - — hy
k =f X[k]“r?kl, P q[k]’q[k+1]atk+? ) &y u[k],u[k+1],tk+?

_ hy _ he -, hy
k; =f ([Xm + Ekz} § (q[k]’ Q417> T + 7) ) (u[k], k1, B+ =

ky=f ([i[k] + hkk3] s Q170 ﬁ[k+1]) .

)

[

For the order of consistence p > 5 there exist no explicit Runge—Kutta methods
of order p with K = p stages.

5.6.2 Implicit Runge—Kutta Schemes

Radau Discretization

The simplest Radau scheme is the implicit Euler method, also known as backward
Euler method and has the stage order K = 1. The implicit Euler method has the
stability function

1

Applying the Definition 5.8 implies that the implicit Euler method is L-stable. It has
the consistence order p = 1, i.e., O(h).

The Butcher array for the implicit Euler method is shown in Table 5.9.

The recursion for the computation of the states is given by

Xiern = X+ hec T g (kg X135 Qs Q10 Dkl Tpier)s o )
Zi[k]—i-hkkl, k=0,...,N,—1 (5.47)
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Table 5.9 Implicit Euler method, K =1, p =1

cr|ai, 111
by 1

Table 5.10 Implicit Radau method, K =2, p =3

c1|dy,1 a2

C21d2,1 az2

S
12
3
4
3
Pl

where

ki = f (X + ki ] S ( Qg Qg &+ 22)» S5 (@, ey, e + 1)) -
(5.48)

Comparing (5.47) and (5.48) let us conclude that

ki = f (X 11> Qpecrrp W) -

Compared with the explicit Euler integration scheme, the implicit counterpart
requires an additional function evaluation f(Xjx11], Q117> Upks17)-

Table 5.10 shows the Butcher array of the Radau ITA method with consistence
order p = 3. With stage order K = 2 one obtains the consistence order p = 3, which
is not possible with any explicit discretization scheme.

The stability function

which implies that the Radau IIA(3) is L-stable.
The recursion formula for computation of the states is given by

Xiern) = X + e T 5 (Rikrs X130 Qe Qe g Bkl W10 o h)

3 1
=§[k]+hk-(zk]+zk2), k=0,...,N, —1 (5.49)
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where
_ 5 1 - = hi - - hy
ki =f (|:X[k] + hy - (Ekl - Ekz)], Ioh (q[k], qQep1ps e+ T) ors (ll[k], pt1), t + ?))
(5.50)
~ 3 1 I I
ky, =f (|:X[k] + hy - (Zkl + ZkZ)], qu (q[k], Qier170 +hk) s r_zku (ll[k], Uikr1], Ik + hk)) . (551)

Comparing (5.49) and (5.51) we can conclude that Ky = f(Xjk+1), Qpeq1p> Upk+1)) i
evaluable at the end point of the integration interval. Inspection of (5.50) reveals that
k; is given implicitly. But fortunately, we can resolve k; in an explicitly evaluable
form by substituting k; in the recursive equation (5.49) with f (X417, Qir1)s Upt1])-
Isolation with respect to k; yields k; = %k : (Xlk+1| - X[k]) — %f(X|k+1], Qr1)r
U[+17)- This result and ko = £ (Xjx413, Qr+17> Ugk+1]) are now used in stage equation
(5.50) which yields an evaluable expression

4_ 5. e e Iy
ki =f §X[k]+§xlk+l]_Tf(x[k+l]’q[k+l]su[k+l]) Sy S\ U Wi e+ 5 ) ) -

The incremental function can now be restated and an easily evaluable form of the
Radau ITA method of order 3 is given by (5.49) and the stage equations

4_ 5_ 2hi, _ _ Y A hy
ki =t §X[k]+§x[k+l]_7f(xlk+l]vQ[k+l]’u[k+1]) 2 ik S | Wik Uik B+ =

Ky = £ (Xjkr1] Qpie 10 Upk1)) -

An unique property of Radau methods is the imposition of the collocation condi-
tion at only one end of the time interval, typically at cx = 1.

Lobatto Discretization

Lobatto methods are characterized by the usage of the endpoints of each subinterval of
integration [fy, ;4] also as collocations points, i.e., c; = 0 and cx = 1. The symbol
IIT is usually associated to Lobatto methods whereas the symbols I and II being
reserved for the two types of Radau methods. There are three families of Lobatto
methods, called IITA, IIIB, and IIIC. All are implicit methods with order 2K — 2.
Therefore, choosing the stage K > 3, one obtains an integration scheme with order
of consistence greater than the number of stages.

Two well-known Lobatto methods are the implicit trapezoidal rule and the implicit
Hermite-Simpson rule. These integration scheme are often used in practice because
of their simplicity.

Table5.11 shows the Butcher array of the Lobatto IITA method of order p = 2,
also known as implicit trapezoidal rule.
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Table 5.11 Implicit trapezoidal method, K =2, p =2

c1|dy,1 a2

o
(e
o

c1|d1,1 d1,2 d13

1
C2lazy azp ax3 B 373
= 2 1 -
c2lasy azp a3 5 %
2 1
by by b3 % 3

The stability function is

which implies that the implicit trapezoidal rule is A-stable.
The recursion formula for computation of the states is given by

Xiern = X+ hec- T g (kg Xk 135 Qs Q10 Dkl T 2o )

h
:i[k|+?k~(k1+kz), k=0,...,N,—1 (5.52)
where
Ky = f (X, Qs Upk)) (5.53)
Ky = f (Xpe1ps Qg 1y W) - (5.54)

Table5.12 shows the Butcher array of the Lobatto IIIA method of consistence
order p = 4, also known as implicit Hermite-Simpson method.
The stability function is
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which implies that the implicit Hermite-Simpson method is A-stable.
The recursion for the computation of the states is given by

Xier) = X + e T p (R Xt Qe Qa1 Oikd W1 o i)

h
:i[k]~|—€k-(k1+4k2+k3), k=0,...,N,—1 (5.55)
where
ki = f (X, Q. Ui (5.56)
_ 5. 1 1 ol he
ky =f\ | Xy + hee - Skt §k2 — 528 ) | B\ Qw Ques - e+ 5 )
cuf= = hi
e\ Qs U1y, I+ 5 (5.57)
_ 1 2 1 _ _
ky =1 | X+ h 6k1 + §k2 + 5k3 s Qpgr1)s Upr1] ) - (5.58)

Again, comparing (5.55) and (5.58) let us conclude that k3 = f(Xjx+1), Qeq1s
Ujx+17). That means, we can evaluate k; and ks at the end points of the integra-
tion interval, #; and #;41, respectively. Similar to the Radau ITA method the stage
equation (5.57) will be reformulated in an easily evaluable form by substituting

k; and kj in stage equation (5.57) with % . [% . (i[k+1] — i[k]) — ékl — ék3] and
£ (Xks17> Q1) Wier11), respectively. This leads to a simply evaluable expression in
a direct collocation scheme.

1 ~ h o L
ky = f ([X[k] + 5 (R — X)) + gk [ R Qe W) — £ (Kper 11, Dy “[k+l])]} :

I e\ cuf= = hi
Oy Q[k]VQ[k_H]slk‘f‘? s g “[k]v“[k+l]slk+7 .

Thus, the incremental function (5.55) can now be restated and an evaluable form
of the Lobatto IITA method of order 4 with the stage equations

ki = f (X1, Qe Ui (5.59)
_ | _ hy o _ _ _
ky =f ([X[k] + 5 (e = Xua) + 2 - [F R Qs W) — £ Ko, Qs )] 1
- - M\ uf- - hyi
zf (q[k], Q175 e+ 7) NC/ (“[kl’ Wet1), e + 7)) (5.60)
ky =f (i[k-%—l], q[k+1], ﬁ[I<+1]) . (561)

A unique property of Lobatto methods is that mesh points coincides with collo-
cation points.
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In general, RK methods with large order of consistence and A or L stability yield
the best convergence behavior. The explicit Runge—Kutta methods have stability
functions (5.41), (5.42), (5.43), and (5.45), which are not A-stable. Thus, for these
RK methods the step-length must be carefully chosen to remain within the unit circle,
whereas Radau and Lobatto methods exhibit large asymptotic regions which allow
large step-lengths to be used. Without formal proof, A and L stable implicit methods
are in practice better suited for stiff differential equations compared with explicit
methods.

5.7 Remarks for Integration Schemes for Switched System
with Discontinuities

As already pointed out in Chap. 3, some automotive systems in practice are described
by models which include discontinuities at the switching points. In system representa-
tion (5.4)—(5.5), we have assumed that the state variable x(-) is Lipschitz-continuous
and this smoothness assumption has also been required for the derivation of the RK
schemes. For switched systems with discontinuities at the switchings

x(t) = f(x(1), q(1),u(t)), V€ [1,1f] (5.62)
X(t]) = x(t7) +8(q(t7). g1 x(t7) (5.63)
X(fo) = Xo (5.64)

this smoothness assumption does not apply any more. At least, we cannot deduce
an uniform Lipschitz constant. Please note, similar to the previous sections we use
notation 8(¢~, ¢, x) instead of 8,- ,+)(x) to define the state jump at a switching.

This theoretical lack avoids the development of integration schemes without
knowledge of the switching time instances. Conversely, this means an accurate
switching detection is necessary. Especially, frequent switchings requires integra-
tion schemes which are able to deal with these effects at low additional computa-
tional costs. This makes the numerical treatment of the IVP (5.62)—(5.64) much more
challenging than its counterpart without discontinuities.

Fortunately, this problem is already apparent to the theory of numerical solutions
of differential equations for many years, without explicitly paying attention to hybrid
systems. According to Hairer and Wanner [ 15], three numerical computation methods
are established in dealing with discontinuities:

1. ignoring the discontinuity: these concepts rely on the hope that a variable step-
length control will handle the discontinuity appropriately;

2. singularity detection: these concepts evaluates comparisons of the local error
estimates and the step-length; and
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3. employing the switching function: these concepts stop the integration at the
occurrence of the switching event ¢; and restart the integration with the right-hand
side function f(-) with the boundary condition x(t;') = x(tj_) +6(q (tj_), q (t;”),
x(t7)).

J

Singularity detection is also known as zero-crossing detection in some simulation
packages, e.g., Simulink®.

The first method may cause the solver to take many small steps in the vicinity of a
discontinuity to account for these effects to obtain smaller discretization (truncation)
errors (Hairer and Wanner [15]). This leads to excessive computation times. The first
two methods are standard techniques of ODE solvers packages. The last method is
faster and more reliable compared with the other methods and is implemented in
hybrid system solvers.

The implementation of the latter one becomes fairly simple for collocation tran-
scriptions if one assumes that a transition in the discrete state can only take place on a
sampling instant #; of the grid G,. If this can not be assumed, then an implementation
of an appropriate step-length control should be considered.

5.8 Consequences of the Discretization to Optimal Control
Problems

We have seen that the discretization of the controls and state dynamics is important
for obtaining numerical approximations of the solution functions. But, an important
question remains open, whether the discrete approximation of an optimal control
problem converges to the continuous formulation for 2y — 0, k =0,..., N; — 1.

This topic has been addressed by Mordukhovich [21, 22] and Gerdts [13], which
have shown detailed convergence analysis for the discrete approximation of some
classes of purely continuous optimal control problems. Unfortunately, for the specific
types of hybrid optimal control problems regarded in this book, this question becomes
even more complex and can therefore not be fully answered.

Nevertheless, let us (loosely speaking) infer the following consequences for our
hybrid optimal control problems:

e a discrete approximation of an HOCP may not always converge to its continuous
counterpart even if the quantization steps for each variable are made infinitely
small;

e a local minimum of a discrete approximation of an HOCP may differ from the
local minimum of its continuous counterpart; and

e sensitivity results obtained from a discrete approximation of an HOCP may not
agree with the sensitivity results from its continuous counterpart.

At first glance, these statements might introduce some theoretical obstacles for
numerically solving HOCPs. However, for practical problems convergence analysis
under some hypotheses is rather unlikely to be performed successfully. Consequently,
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it is reasonable to assume that the discrete approximations converge to their contin-
uous counterparts and the reader should interpret the statements from above as a
warning to not overestimate the quality of numerical approximations.

5.9 Bibliographical Notes

Many different integration methods have been proposed over the past decades in an
attempt to solve different types of ordinary differential equations accurately including
Adams— Bashforth— Moulton, Backward Differentiation Formulae, and Runge—Kutta
methods. There is a wealth of excellent textbooks on this subject, among them Hairer
and Wanner [15, 16], and Strehmel et al. [27]. They can be classified as one-step, two-
step, and multi-step approaches. Descriptions of multi-step methods can be found in
Hairer and Wanner [16].

The vast number of papers (e.g., Henrici [ 18], Butcher [5], Hairer and Wanner [17],
etc.) gives the impression that the family of Runge—Kutta methods is properly the
most well-known and used method for numerical integration of ordinary differential
equations.

RK integration schemes have been investigated for optimal control problems by
many authors including Hager [14], Schwartz [26]. Dontchev et al. [7] developed
conditions under which a RK discretization of an OCP with control constraints yields
a second-order approximation to the continuous-valued controls.

Extensions has been made to approximate higher order differential equations
directly by Runge—Kutta— Nystrom methods as proposed by Dormand et al. [8].

Some historical key-points: Carl Runge [24] published his famous paper in 1895
and extended the approximation method of Euler to a more elaborate scheme which
was capable of greater accuracy. The idea of Runge was to approximate the solution
of the differential equation using improved formulas as the midpoint and trapezoidal
rules. The requirement of evaluating the derivative of the function f(-) a number of
times on an integration interval gave the Runge—Kutta methods their characteristic
feature.

The paper by Kutta [20] in 1901 extended the analysis of Runge—Kutta methods as
far as order 5 including the famous classical Runge—Kutta method shown in Table 5.8.
The fifth-order approximation from Kutta had slight errors which has been corrected
by Nystrom [23].

One of the pioneers of the embedded approach is Fehlberg [10, 11]. He has
developed embedded RK formulas with simplifying assumptions which have a small
principal truncation term in the lower order formula. The successful development
of automatic step-length control strategies was made possible by Fehlberg’s work.
Further embedded methods were then derived by Sarafyan [25] and England [9].

Chai [6] proposed a local error estimation procedure based on multi-step methods
but with less computing time requirement compared with one-step and two-step
methods.
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Chapter 6
Dynamic Programming

6.1 Introduction

Dynamic programming (DP) for nonlinear systems was formulated by Bellman [2] on
his principle of optimality. Bellman’s principle of optimality states that the solution
from any intermediate state of the optimal solution to the final state is also optimal.
This important fact is exploited in DP by proceeding backwards in time beginning
from the final state and dividing the optimal control problem into many small prob-
lems. This makes the theoretical foundation relatively easy to understand compared
with the much more involved indirect methods. The general algorithm can be stated
in a simple form and is easy to apply to purely continuous optimal control problems
(OCP) and with some minor reformulations it is also well suited for hybrid optimal
control problems (HOCP) with underlying systems of non-differentiable inputs and
dynamics. That means, even if the system exhibits state jumps on a switching or
if a switching between subsystems is to be penalized, this does not impair the use
of DP. Additionally, the solution is obtained in closed-loop form and provides nat-
urally a feedback control strategy in contrast with indirect and direct methods for
optimal control which yield only open-loop solutions. Considering these aspects,
it might appear that DP is ideal for almost any OCP in automotive applications.
However, there are serious drawbacks referring to “noncausality” and the “curse of
dimensionality”. The latter one refers to the fact that the computational demands
(computing time and memory requirements) grow exponentially with the number
of continuous-valued states N, and continuous-valued controls N,,. Nevertheless, for
certain problems, DP is still a convenient and powerful method to obtain solutions
of (H)OCPs. Dynamic programming has often been used for benchmark analysis in
order to compare the solution of other optimization methods.
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6.2 Optimal Control for Continuous Systems

Let us start by considering the simple continuous OCP without state constraints

¢ (u*()) = min ¢ (u())

u(hel
=m(x*(t;)) + /f 1(x*(1), u*(¢)) dr (6.1)
subject to
x(1) = f(x(¢), u(?)) (6.2)
x(ty) = Xp. (6.3)

The task is to solve (6.1)—(6.3) with a numerical algorithm derived from the dynamic
programming principle rather than trying to find analytical solutions of the functions
u(-), x(+), and g(-). This requires to work with discretizations and hence we obtain a
finite dimensional optimal control problem.

Before we start to develop the algorithmic procedure step by step, we make some
technical comments to the problem formulation above. In formulation (6.1)-(6.3),
no final state conditions x;(#r) = x; s, Vi € Iy are imposed, where the set Zr specifies
which state is fixed at the endpoint #r. Yet, this is not a serious limitation, since final
state conditions can easily be implemented as soft constraints. Soft constraints as the
name suggests must not be exactly satisfied and are allowed to deviate. Usually they
are implemented as penalty term that penalizes deviations from the desired values
at the final time #;. The penalization is controlled by choosing appropriate weights
K, that scale the different constraints. This suggests to use the endpoint function
m(x(tr)) = Ky - (X[If] () — xf) in the objective function as final state penalty term.
The finite dimensional admissible sets ¢/ and X are compact and bounded by box
constraints. The restriction to compact sets is quite crucial because numerical pro-
cedures cannot search for the whole space of U and X.

The first step towards developing a dynamic programming algorithm is to take
the value function V : X x [f, #;] — R from Sect.4.3

V(x(), 1) = I(n)ll‘zl/{ [m(x(tf)) —i—/fl(x(r),u(r)) dr] (6.4)

as a cost measure. Applying the principle of optimality from Theorems 4.7 to (6.4)
yields

V(x(), 1) = I(l’gllzll i/ l [(x(1),u(r)) dt + V(x(-), tl)} . (6.5)


http://dx.doi.org/10.1007/978-3-319-51317-1_4
http://dx.doi.org/10.1007/978-3-319-51317-1_4
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From Sect. 4.3, we have learned that the value function V (-) with an optimal trajectory
x*(t) must satisfy the Hamilton—Jacobi—Bellman (HIB) equation

v _ i AN i
_E(X (#),t) = min_ I(x*(1),u(t)) + (a—x> x*(1), 1) - f(x* (1), u())

u(r)ed

(6.6)

with the boundary condition
V(). 1) = m(x* (1)), (6.7)

The reader should be aware that in most cases, the HIB equation does not admit
V() € C'. Then, the value function V (-) in (6.6) and (6.7) is only locally Lipschitz
with respect to x(+); see therefore Sect. 4.3. Remember, x*(-) attains a local minimum
if the value function V (-) is a unique viscosity subsolution of the HIB equation. This
holds under the technical assumptions on the right-hand side function f(-) of the ODE,
the Lagrange term [(-), and the endpoint function m(-) (cf. Liberzon [15]) with: f(.),
[(+), and m(-) are uniformly continuous w.r.t. all arguments, df /9x, d//9x, and dm /9x
are bounded, and the set of admissible controls U is compact. This fact makes the
dynamic programming methodology suitable for dealing with nonlinear systems f (-)
in the optimal control problem (6.2) with non-differentiability assumption w.r.t. the
continuous-valued controls u(-).

Itis clear, an analytical solution of the value function which satisfies (6.6) and (6.7)
will be hard to find but can be approximated via numerical computations by simply
applying the principle of optimality to smaller time steps. Thus, let us introduce an
equidistant time grid from Sect. 5.1 with

O=l‘0<l‘]<l2<‘~'<l‘N1=lff, gr={to,l‘],...,l‘]\],},

then we obtain from (6.5) the value function for one time instant as

V (x(1), ;) = min, [/ ) [(x(1), u(r)) dT + V(X (t41), lk+1)] : (6.8)

u(neu

Discretizing continuous-valued states x(-) and continuous-valued controls u(-) in
(6.8) on the grid G, using any explicit Runge—Kutta scheme let us obtain

V (X, ) = min {h- 17 (X, ug, i, h) + VI(gXg, W), g1} (6.9)
el (kh)

with the boundary condition

V(XN,»IN,) = m(XN,). (610)


http://dx.doi.org/10.1007/978-3-319-51317-1_4
http://dx.doi.org/10.1007/978-3-319-51317-1_4
http://dx.doi.org/10.1007/978-3-319-51317-1_5
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The consecutive states X, are given by g : X x U — RM

X1 = (X, wg)
g(X, ) =X +h- Ty (X, g, 1, h) (6.11)

where I'f(-) is the increment function of the right-hand side of the ODE in (6.2) and
h is a fixed step-length for integration.

Equations (6.9)—(6.10) are called the discrete Bellman equation or dynamic pro-
gramming equation which is the basis for computer implementation of dynamic
programming. Observe that (6.9)—(6.10) evolves backward in time, a property that
can be explored in a numerical algorithm.

The increment function of the Lagrangian () can be defined analogously as

K
I (X, i, 1y, h) = zbzkz,
=1

where the functions k;(-) estimate the value of the Lagrange function I(-) in the
interior of the interval [#, ;1) and are recursively calculated by

K
ki (X, W, b, h) =1 xe +h- Zaukj, E,? (ug, t + cih)
j=1
for all stages 1 < I < K, where Z}/(-) is the control function to evaluate intermediate
values. The parameters a;;, b;, and ¢; are Butcher array parameters. The optimal
continuous-valued control u; at time instance k which achieves the minimum of the
value function (6.9) is

w; =arg min {h- I} (X, Wi, t, h) + V(@(Xe, W), fier1)} - (6.12)
wiell (kh)

As has been mentioned before, an analytical formulation of the value function will
only rarely be available. In order to get a numerical approximation of the value
function we quantize the continuous-valued states x; on gjf © with

X <xt<.oo<iNe xeg, = {xl,xz,...,xNgX}

using Ng, values for each dimension (i.e., for each coordinate). Similarly, we quan-
tizes the continuous-valued controls u; on G with

w < u? <o < uNo u"egu:{ul,uz,...,uNgu}
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X A

Fig. 6.1 Grid G! x G,

using Ng, values for each dimension. The aim of the dynamic programming algorithm
is to calculate the value function for every point on the grid G x G, using a backward
recursion scheme. For a state with dimension N, = 1, a sketch of this grid is depicted
in Fig.6.1.

The value function at (Xy,, ty,) can easily be evaluated on the grid Qf?’-‘ x G;, since
the boundary condition

\%4 (XN,’ tN,) =m (XN,) N VXN, € gi\lr

applies. This results in the number of #G"* numerical evaluations of the value function

\%4 (XN/, IN,) at time instance fy,. For the next time instant of the backward calculation,
the discrete Bellman equation (6.9) yields

V (XN,—1, IN—1) = min {h- I (XN,—1. un,— 1. 1 B) + V(@&N, 1, uN,—1). I,) } -
uy, 1 €U((N;—1)h)
(6.13)

The cost-to-go function V (Xy,—1, ty,—1) in (6.13) is evaluated on the grid Q)’CV-* for
all xy,_; € gjg’x. Herein, the evaluation of the last term V (g(Xy,—1, Ux,—1), ty,) must
be performed for all uy,_; € gfj“ to each xy,_; € gi\’*, where the consecutive states
g(xy,—1, uy,1) are likely to fall between the grid points of GV Figure 6.2 illustrates
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Fig. 6.2 Illustration of the calculation of V(g(x]i(, uy), fx+1) on the grid Q)% (cf. Guzzella and
Sciarretta [11]). The value functions, calculated at the time instance k with x,’C and the three exemplary
continuous-valued controls u}(_3, displayed with blue filled circles are interpolated using the grid
values at V (xj_ | . fip1), V(xp, . fier), and V() ter)

this problem. Consequently, the term V (g(Xy,—1, Uy,—1), ty,) must be evaluated with
an appropriate interpolation scheme, such that the value function can be assumed
to be entirely defined over the boundaries of the grid. For an interpolation, we are
expecting the value function V (Xy1, fx+1) to be known on the grid points g;V»-.

There exist several methods of finding the cost-to-go function V (g(Xy,—1, uy,—1),
ty,) on the non-grid point g(Xy,—1, Wy,—1): nearest neighbor interpolation or linear
interpolation. The first approach takes the closest value of the state grid G and
evaluates the cost-to-go function using this value. The advantage to this approach
is its computational speed but it suffers from poor accuracy. The second approach
provides good accuracy while the extra computational cost can be made acceptable by
an efficient implementation of the interpolation scheme and by choosing an equally
spaced state grid G*. Then, the optimal control uy, _; can be determined by selecting
the continuous-valued controls that minimize V (g(Xy,—1, Uxn,—1), ty,) for each point
on the grid.

For each xy,_; € gyx, the optimal value of V (Xn,—1, fty,—1) is saved in the matrix
V(Xy,—1, ty,—1) of dimension gi\’* X G, and the corresponding optimal continuous-
valued controls are saved in a similar structure U(Xy,—1, ty,—1). With V (Xy,—1, fn,—1)
being defined on the grid, we can move one step backwards to NV, — 2 and repeat the
same procedure. The algorithm can be summarized as follows:
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Algorithm 6.1 Dynamic Programming for OCPs

1: Define G;, Gy, and G,
2: for k < N, to 0 do

3: for all x; € Q’Q’* do
4: if kK = N; then
5: Vx;, tr) < m(x;)
6: else
7. for all u; g{f" do
8: }u{;r <~ g(xj,u;)
9: Ci <—h~ﬂ(xj,u,-,tk,h)+V(x/+,tk+1)
10: end for
11: i* < argmin C;

1
12: V(xj, t;) < Cp
13: U(Xj, 1) < u+
14: end if
15: end for
16: end for

The evaluation of V(xj*, tx+1) in line 9 of the Algorithm 6.1 requires an interpo-
lation, as it is rather unlikely that the state xfr will be on the grid G+ If continuous-
valued controls and continuous-valued states are constrained by additional condi-
tions different to box constraints, the minimization of the value function must also
be further constrained. Therefore, an additional penalty function P(Xg4, uy;) for
the control and state constraints is introduced and the code in line 9 becomes

Ci=h-T (X, u, tx, h) + VX', 14 + P(X7, wp). (6.14)

Once the values and optimal controls V(-) and U(-) of the value function on the
grid M x G, are defined by Algorithm 6.1. The optimal trajectories X* and u*
can be recovered for arbitrary starting times #,, € G, and initial states Xj; , €
conv(GN), where conv(GY+) denotes the convex hull of the state grid. The vec-
tors X := [Xo, Xy, ..., Xy, | € RY@®FD and @ := [ug, uy, ..., uy_1] € RN are
marked with an overline to indicate the discretization process. The recovering pro-
cedure for the optimal trajectories is given by:

Algorithm 6.2 Optimal Trajectory for OCPs
1: Define k;,j;, iikkinir]
2: for k < kjui: to Ny — 1 do

. —% %
3: EL"] <« U(i[k]*, [k),*
4 X < Qg Upy)
5: end for

For a given starting point (X, . %,,), the optimal control trajectory uy, is deter-
mined from U(ifk], tr). This will usually require an interpolation, as i’["k] is most
likely not on the state grid GYs. Using this control, the consecutive state Xjj ,, is
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computed using (6.11). This is repeated until k = N; — 1. As we can compute an
optimal trajectory from arbitrary starting points (ifk["[l], t,.)» we obtained a feedback
control law or control policy. Even if, for some reason, the initial states i?k,-,,.-,] deviate
from the originally planned initial states, then one still knows, how to recover an
optimal trajectory from the disturbed initial states, as long as the states are in the
interior of the grid G-.

The dynamic programming methodology is referred to as deterministic dynamic
programming.

6.3 Optimal Control of Hybrid Systems

Let us now consider a hybrid optimal control problem. To allow for more compact
descriptions of the algorithm, we adopt the notation of the vector field f; ) (x(¢), u(z)),
the Lagrange function /[, (x(¢), u(#)), and the jump function § @), q(r;r))(x(zj’)) to
f(x(1), (1), u(0), I(x(1), q(1), u(1)), and 8(q(1;), q(1]"), x(t;)), respectively. The
HOCP can then be stated as

0O, @0) = BOUGO), TOBGO) o ), @)
5
= m(x*(tf)) +/ 1(x*(1), ¢" (1), u" (1)) dt (6.15)
x(t) =f(x(1), q(), u(t)), forae.r e [t,t] (6.16)
) =q)) + @), €6, (6.17)
x(t") = x(1;7) +8(q(1;), q(1]), x(1;7)) (6.18)
x(ty) = Xp. (6.19)

The major challenge in optimal control of hybrid systems is the occurrence of the
discrete state g(-). Dynamic programming can deal with such complex problems.
Analogue to the continuous counterpart dynamic programming must satisfy the HIB
equation for the hybrid optimal control problem. To extend the HIB equation to the
hybrid case (6.15)—(6.19) let us introduce a family of value functions V (-), which
are viscosity subsolutions of the extended HJB equation

aV,
- 290 (1), 1) =
at

. . Vo \ . .
. min . (t),q(t),U(t))Jr(—) & @), 1) - 1x* (1), g0, u®) { ,
u(eU (q(1),1), w(1eBy, ox

(6.20)

the boundary condition
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Voo (X" (1), 1) = m(xX* (1)), (6.21)

and the state transitions

Ny
Vo) @5 57) = Vo @), 1) + D[ o7 (@), x7(11), - (622)
j=1

where @(x(1;7), x(1])) = x(t;7) — x(5") +8(q(17), q(t]"), x(1;)) is the rearranged
term (6.18) and z; are multipliers. The extension of the HIB equation to hybrid
systems follows the stacking principle from Sect.4.4.

Due to the stacking argumentation the assumptions on the right-hand side func-
tion f(x(7), g(¢), u(t)) of the ODE, the jump function 8(q(tj_), q(t;'), x(tj_)), the
Lagrange term [(x(¢), q(t), u(t)), and the endpoint function m(-) are similar to
the continuous counterpart: f£(x(#), g(#), u(z)), 8(q(tj*), q(tj*), x(t;7)), 1(x(2), q(1),
u(?)), and m(-) are uniformly continuous w.r.t. all arguments, of /0x, 06 /0%, 31/ 0x,
and dm/0x are bounded for all locations ¢(#) € Q, and the set of admissible con-
trols U (q(?), t) is compact. This fact makes the application of the DP to problems
with discrete state not really difficult. Actually, DP is often employed to optimize
multistage decision processes, where a sequence of discrete decisions needs to be
optimized to maximize an outcome.

To adapt the algorithm from Sect.6.2 for hybrid systems, let us pause here to
remember the main distinction we made in Chap.3 between switched and hybrid
systems. On the one hand, we have hybrid systems which can choose their locations
freely at any time as shown in the left subfigure from Fig. 3.2. We denoted this special
class of hybrid systems as a switched system. On the other hand, we have hybrid
systems which are indeed restricted on their choice of locations as shown in the
right subfigure from Fig.3.2. In other words, for general hybrid systems we have
to choose the discrete controls from an admissible control set that depends on the
current discrete state. This requires a much more complex control strategy than for
switched systems.

Therefore, let us express the evolution of the discrete state (6.17) at the time grid

G; as
qk+1 = gk + @y,

where ¢y, is the current discrete state and @y, is the current discrete control that allows
for switching between the locations. The admissible set for oy, is a state-dependent set
denoted by éq =1{g(@°) —g(q@) | (g,q°) € B,}, where the function g(-) enumerates
the tuples (g, ¢°) such that the sets contain signed values. If at a time instant #; the
discrete state gy is active, then @ may take only values, such that g, is still in o)
but only on the allowed locations.


http://dx.doi.org/10.1007/978-3-319-51317-1_4
http://dx.doi.org/10.1007/978-3-319-51317-1_3
http://dx.doi.org/10.1007/978-3-319-51317-1_3
http://dx.doi.org/10.1007/978-3-319-51317-1_3
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It is then a natural choice to introduce generalized state and control vectors as

X Ui
7y = N W, = .
=) L5

The function g(-) also needs to be generalized, as it now has to reflect the difference
in the generalized state z; instead of only x;. Additionally, it has to take into account
the state discontinuities given by the jump function §(-) for @y # 0:

Zir1 = g(Zk, Wi)

Xk +h- Ty (X, g, Wi, B, h) + 8(qr, g + @, Xi)
g(zy, Wi) = |: a + .

The discrete dynamic programming algorithm can then be implemented by simply
adapting the Algorithm 6.1 to the grid of generalized states G, = G x Q instead of
GNs and the enhanced control vector G,,(q) = G x éq instead of G"«. It should be
noted that the control grid depends on the current state ¢ and hence a separate grid
needs to be created for any Bq. Figure 6.3 illustrates the discretization grid G, x G,
for one continuous-valued state and a two-valued discrete state.

X A

2
P4

W

Fig. 6.3 Grid G, x G, for a continuous-valued state x; and two discrete states gx € {q1, g2}



6.3 Optimal Control of Hybrid Systems 209

Algorithm 6.3 Dynamic Programming for HOCPs

1: Define G;, G;, and G,,
2: for k < N, to 0 do

3 for all z; € G; do

4 if kK = N; then

5: V(z;, tr) < m(z))

6 else

7 for all w; € G,,(g;) do
8: zj+ <~ g(zj, wi)

9: C; <—h-ﬂ(zj,wi,tk,h)+V(z'.",tk+1)+P(zf*',w,-)
10: end for
11: i* < argmin C;

1

12: V(z;, 1) < Cix

13: W(z;, tr) < wi
14: end if

15: end for
16: end for

The procedure for determining an optimal trajectory from (X};, ;, t,,,) is also quite
similar to the procedure for the purely continuous system. However, an additional
step for determining the optimal initial value for the discrete state qj; , has to be
added, since this is in general not defined in the problem formulation (6.15)—(6.19).
When interpolating from W(i’[kk], tt), it may occur that @y, takes on values that lie in

between the grid points, i.e., @y ¢ By, due to the interpolation between two values

that are in éq. To avoid this, a nearest neighbor interpolation should be used for
determining wy.

Algorithm 6.4 Optimal Trajectory for HOCPs
1: Define kjpir, ii‘km ]

2: Q) <+ argmin {V (Rfkim]’ ql’, zk,.m,)}

T
Lok e —x
3 T = [X[k,»,,,-,J q[kmz/J:|
4: for k < ki to N, — 1 do
. ok K
5: ilk] <« W@,{f]’ @*
6: Z < 8@ W)
7: end for
Z:=[20.21,....2y] € ROTDVHD and W= [wo, wy, ..., wy_i] € RNFDN

are the vectors of the discretization process.

Finally, it should be remarked that by considering a switched system instead of
a general hybrid system the admissible discrete set becomes the set B:=0x90 \
{(q, 9| qe Q} This simplifies the Algorithm 6.3 with G. = GV, G, = G x O,
and the state and control vectors
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Uy
Zy = Xi, W, = .
dk

The implementation effort for a switched system is almost the same but the execution
time is much less.

6.4 Discussion

When implementing a DP algorithm, one issue worth noting is the evaluation of the
cost function for infeasible states and controls. Infeasible states and controls are of
course infinitely expensive and should therefore have infinite cost. If an infinite cost
is used to represent infeasible states, an interpolation between an infinite cost-to-
go V(z, tyy1) and a finite cost-to-go V(z;fH, tr+1) leads to an infinite cost-to-go
V(zT, t,). Consequently, the infeasible region will be artificially increased. This
causes substantial errors, if not handled correctly, as pointed out by Guzzella and
Sciarretta [11] and Sundstrom et al. [22].

The use of a big, but finite real value in the code line of Algorithm 6.3 to penalize
infeasible states and controls can tackle this problem. But if the value is chosen too
large for the penalty term P(z;", w;), numerical errors can occur in the evaluation of
C;. Thus, this value should be chosen as small as possible, but larger than any value
of the feasible cost-to-go that could occur. Another strategy is the calculation of the
set of reachable states from an initial state, i.e., R'(Xp). The value function then
needs to be determined only for those states that are in the reachable set. Boundary
line methods explore the reachable set to find the boundary between feasible and
infeasible regions (Sundstrom et al. [22]). A further method that approximates the
reachable set is the Level set method (Kurzhanskiy and Varaiya [14]).

Care should be taken by choosing the weights K of the penalty term. Too small
weights lead to not satisfactorily fulfilled constraints whereas too large weights pre-
vent to find the minimum.

The maximal system dimension that can be treated with DP depends on a couple of
factors. All DP algorithms have in common a complexity that scales linearly with the
number of time discretization steps N, along the time range and exponentially with
the number of continuous-valued states NV, and continuous-valued controls N, (cf.
Guzzella and Sciarretta [11] and Sontag [20]). The extended dynamic programming
algorithm for hybrid optimal control problems has a complexity of

O (N, - (#GY - N,) - (#G)" - N,)) - (6.23)

As can be observed from (6.23), the complexity is less sensitive to the discrete state
and control compared with continuous-valued states and continuous-valued controls,
where the growth is only linear.

Clearly, a large number of quantizations #G, and #G, in each coordinate will
increase the probability of an accurate solution, but will in turn require long
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computation times due to the exponential character in N, and N, and may be pro-
hibitive (“curse of dimensionality”). Therefore, for a low number of states, DP is
a robust method for obtaining optimal trajectories or even an optimal control law
(also called policy). For systems with N, > 4, DP can usually not be used but the
computation times can also be unfeasibly high for lower system orders. There are
several ways for improving the performance of the algorithm. Frequent interpolation
over small datasets or function evaluations of g(-) and /(-) should be avoided due
to computing overhead. The three nested loops in Algorithms 6.1 and 6.3 can bring
along a large computing demand. Inspection of the code fragment advise that the
inner two loops should be parallelized as they do not exchange information between
each other. Parallelization is a performance strategy for accelerating loop execution,
if a computer with multiple cores or even a computing cluster is available.

All these methods are suitable for reducing the computing time, in some cases
significantly. Yet, they are in general not able to allow for real-time implementation
and to compensate for the curse of dimensionality, meaning that for many systems,
the option of using DP still has to be discarded.

One advantage of DP over any other optimization technique for optimal control
(e.g., indirect and direct methods) is that it provides automatically a feedback control
strategy. In actual control implementations, this feedback control strategy is stored
in the matrix U(-), rather than a single optimal control sequence. Another advantage
of dynamic programming is that it can be easily modified to account for state and
control constraints.

Control affine readers may wonder that we attributed closed-loop solutions as
a natural result of DP without saying anything about disturbance. In fact, this is
further disadvantage of dynamic programming. Within this chapter we assumed that
the disturbance is to be known in advance. This limits the applicability of dynamic
programming for real-time applications. More precisely, only in those cases where
the disturbances are known a priori dynamic programming can be used in real-time
control applications.

Finally, in Bardi and Capuzzo-Dolcetta [1], it is shown for the discrete Bellman
equation (6.9)—(6.10), that by performing the limiting process, i.e., N, — oo and
h — 0, V(x, ) is a viscosity subsolution of the HJB.

The costates A for OCPs can be theoretically recovered from the value function
using the relationship

~ av
A

k (i[k]atk)a k=0,...,Nz

where the transversality condition is obtained from (6.7) as

R, i) om
— XN IND) = =
8X[N] aX[N]

t 1

jI'Nr = (i[Nr])
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The costates of HOCPs are recovered similarly to the continuous counterpart using

- Bng _
Ay = — (XlNr|7 tN,)v k=0,...,N, (624)
aX[k]

and the transversality condition for the final time is obtained from (6.21) and (6.22)
as

~ 8V§[N,] _ om
Ay, = — X ty) = =
aX[N] BX[N]

t t

(Xv,1)-

By backward stepping of (6.24) the following conditions are obtained at state jumps

- Vi —
M1 = — 0 Ry, frs1) = —1;
OXk+1)
i 8Vq‘“(— t) (I+ % @ T, X ))T
k= = Xk, k) = — — Wi a4 > X[k "I
o% [k] oz, > ik k] j

which yields the known switching condition from Sect. 4.4

. 38 \7 _ .
A =Ajq + (8__) Uy Upger 13 Xx1) - A1
X[k]

6.5 Bibliography

Richard Bellman coined the term “dynamic programming” in the 50s as an umbrella
for dealing with multistage decision process problems. Right around the time when
the Pontryagin’s minimum principle was being developed in the Soviet Union, Bell-
man and his coworkers concluded that classical calculus of variations are not able
to solve modern control problems. One of his great findings is the formulation of
the “principle of optimality”. A good summary of Richard Bellman’s autobiography
is presented by Dreyfus [8] which gives some interesting backgrounds about the
philosophy of dynamic programming.

There are excellent textbooks on dynamic programming that cover the underlying
theory in detail, for instance [3], Bertsekas [4, 5] and of course Bellman [2]. These
works cover the algorithm as well as investigations of existence and uniqueness of a
solution. The basic algorithm is also very well explained in Kirk [13]. A MATLAB®
version is presented by Sundstrom and Guzzella [21]. The use of dynamic pro-
gramming for the solution of optimal control problems was encouraged in Branicky
and Mitter [7]. In more detail, the incorporation of switching cost was described in
Gerdts [10]. The use of dynamic programming for the much more complicated case
of optimizing controls of hybrid systems with autonomous switching is the subject
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in Rungger [19]. In Hedlund and Rantzer [12] and Xu and Antsaklis [23], the theory
of DP is used to derive algorithmic concepts for hybrid optimal control problems.

Dynamic programming can be easily applied to small-scale optimal control prob-
lems but becomes quickly infeasible if the state number is larger than N, = 4. Also,
optimal control problems with free final time #; are hard to solve by DP because
the length of the problem is not known a priori. To overcome some of these lim-
itations, several adaptations have been proposed. Among them: iterative dynamic
programming (Luus [16]), approximate dynamic programming (Powell [18]), adap-
tive dynamic programming (Murray et al. [17]), and neuro-dynamic programming
(Bertsekas and Tsitsiklis [6]). The solution obtained with these methods are applica-
ble to a specific class of problems only. In Elbert et al. [9], a DP algorithm is proposed
which avoids numerical errors that are due to the interpolation between backward-
reachable and non-backward-reachable grid points.

Numerous comparative studies between DP and indirect shooting methods using
Pontryagin’s minimum principle have been performed by different authors (e.g.,
Yuan et al. [24]), where DP serves as a benchmark solution.
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Chapter 7
Indirect Methods for Optimal Control

7.1 Introduction

Indirect methods (IM) are based on first-order necessary conditions of optimality
obtained from Pontryagin’s minimum principle and try to figure out strong optimal
control and state trajectories. Applying these conditions to any given optimal control
problem (OCP) usually results in a two-point boundary value problem (TPBVP) or
multi-point boundary value problem (MPBVP), which can be solved by an appro-
priate boundary value solver.

Indirect methods are known to provide highly accurate solutions even for control
problems with a large number of continuous-valued controls and continuous states,
provided that the method for solving the boundary value problems (BVP) converges.
A major drawback of indirect methods, which limits their practical applicability, is
the requirement to derive analytically—if possible at all—for every problem instance
the first-order necessary conditions. This is often cumbersome for high-dimensional
systems and requires from the user to have at least some knowledge of optimal control
theory to deduce properly the first-order necessary conditions, even if symbolic alge-
bra packages like Maple are used. Indirect methods also suffer from some numerical
difficulties, which make them unfeasible in many practical scenarios. For instance,
a good initial guess for the approximated costates is needed in order to achieve con-
vergence. The construction of a good initial guess is complicated, since this requires,
for example, an estimate of the switching structure of the linear controls. Problems
with state constraints might also be intractable for indirect methods. This leads to a
large class of problems which are even impossible to be solved by indirect methods
and requires alternatives: direct methods for optimal control. These solution methods
are described in Chap. 8.

Despite these difficulties, IMs can outperform any other solution method in terms
of accuracy. Additionally, the theory gives more insight into the structure of the
solution, which allows for the calculation of valuable parameter sets for the calibra-
tion of controllers. This is demonstrated in Chap. 11 for the calibration of energy
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Indirect Methods

Indirect Methods for
Hybrid Systems with
Continuous States

Indirect Methods for
Continuous Systems

-

Single Shooting Multiple Shooting

Fig. 7.1 Indirect methods for optimal control. Elliptical nodes indicate optimization classes; rec-
tangular nodes indicate optimization methods

management systems. It is therefore worthwhile to look at the algorithmic concepts
of indirect methods.

For the remaining chapter, we introduce the classification of IMs for switched
systems as depicted in Fig.7.1.

The reader may notice from Fig.7.1 that indirect methods are just considered to
solve optimal control problems for systems without state discontinuities. The reason
for limiting the application of indirect methods to these classes becomes clear by
inspection of the necessary conditions of hybrid systems in Sect. 4.4. For dealing with
hybrid systems with state jumps it is mandatory to decompose the trajectory of the
hybrid system into a fixed number of phases or arcs with constant discrete state—the
so-called hybrid execution given in Definition 3.7. However, for practical problems
it is rather unlikely to know the exact switching structure a priori. One possibility is
to employ direct methods to obtain a good guess of the switching structure, which
can then be further refined by indirect methods. However, without any knowledge
of the switching structure the applicability of indirect methods is limited to hybrid
systems with continuous states only.

7.2 Optimal Control for Continuous Systems

7.2.1 Indirect Shooting Method

The first-order necessary conditions for optimal control that are described in the
Chap. 4 will now be used to design iterative algorithms for the solutions of optimal
control problems. Without loss of generality, we start by considering a continuous
OCP of Bolza-type


http://dx.doi.org/10.1007/978-3-319-51317-1_4
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Iy
mnin ¢ @C) =mx" (1)) + / (@, w @) de (1.0

fo

subject to
x(t) = f(x(t), u(t)) (7.2)
x(f) = Xo (7.3)
xi(ty) =xi ¢, Viely (7.4)

where X and x; ; are the initial and (partially specified) final state values, respectively.
The set Z specifies which state is fixed at the endpoint 7. We know from Chap. 4
that one part of the necessary conditions is the minimization of the Hamiltonian.

Therefore, let us define the Hamiltonian function corresponding to (7.1)—(7.4) for
all 7 € [, t7] with

Hx(1), A1), u(1) := [(x(1), u(®)) + A" (OF(x(1), u(1)) (7.5)

where x(-) and A(-) are the continuous states and costates, respectively. For the
sake of simplicity, we introduce an enhanced state vector y(t) € X x R, which
concatenates the states and costates together as

vi) = [ﬁm . 7.6

The time derivative of the enhanced state vector is then given by the respective
canomcal equatlons (4.41) and (4.42) in Theorem 4.4. This results in a new system
G : X x RM x i — R*M and is represented by

- T
(%) (x(1), A1), u(®)

A
_(7) x(1), A1), u(r))

0x
f(x(t), u(?))
(7.7

= a7t afF\ T
_<78 ) (X(t),U(t))—(f> x(@®),u(r)) - A(t)
L X 0x

¥y =Gy @), u@®) =

The trajectory y(-) of (7.7) is uniquely defined by the initial and final conditions for
the continuous states

X(tg) = Xo

Xz, (tf) =Xy
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and the transversality condition in Theorem 4.4 for the costates

am

ArTe tr) =
z1t7) OxX(z51(1y)

(x(15))- (7.8)

To calculate a trajectory of y(-) over a time interval [#y, /], the control trajectory u(-)
is also needed. From the first-order necessary conditions, we know that for almost
every t € [to, ts], an optimal control u(-) must minimize the Hamiltonian function
(4.43). This functional relationship can be reversed by the definition of a new control
u*(-) as a result of an minimization process of the Hamiltonian function

u*(t) = arg min H(xX(),A), u()).
u(neli(r)

Substitution of u*(+) in (7.7) yields a BVP with G : X x R¥ — R2¥: and is defined
as

f(x(1), u*(1))

! . )" . (7.9)
) (x(@),u*(r)) — (B_X) (x(@), u* (1)) - A1)

vy =Gy = | ( Al
0x

with endpoint values specified at the start 7o and the end # s of the trajectories. This type
of boundary value problem is called a TPBVP. If the endpoint values of the continuous
states are partially or completely unspecified, then the transversality condition (7.8)
applies for the unspecified final state values and one has a TPBVP with

x(ty) = X (7.10)

xi(ty) = xi z, Viely (7.11)
om

Aj = s VjelI 7.12

where the complementary set is defined as I? ={1,..., N\ I;.
A special case arises if all endpoint values of the continuous states x(¢y) are
completely prescribed. Then, the TPBVP has Dirichlet condition

X(t)) = X
X(z,)(tf) = Xp.

A popular methodology to solve a BVP is the shooting method. The idea is to treat the
BVP as an initial value problem (IVP) and begin the integration at #, of the BVP and
“shoot” to the other end at 7 using an initial value solver until the boundary condition
at ty converges to its correct value. The reason for the usage of an initial value solver
becomes clear by inspection of the condition (7.3) in the problem formulation. The
initial states x(7) are assumed to be given, but the initial costates are completely
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unknown. Indeed, we have no condition that gives us information about the initial
costate values. Thus, we can only make a guess of the initial costates, which will be
denoted as A.

From now on, keeping in mind that we can only guess the costate’s values, the
initial value of the enhanced state vector is given by

¥(to) = m . (7.13)

The boundary conditions for the enhanced state vector can be combined in a vector
function 7 (-) using (7.10)—(7.12) as follows:

X[:ff](ff)a— Xf

- m

Tben)= Mz () = Oxzep(tf) x| T
f N

In order to fulfill the boundary conditions the function (7.14) must approach zero,
which in turn requires the solution of the IVP (7.9) and (7.13) for each function
evaluation with guessed initial costates A.

Consequently, the main problem consists in finding iteratively an estimated A
that solves the nonlinear equation 7" (-) = 0 up to a desired exactness. This can be
done by numerical procedures for solving nonlinear equations, such as Newton-type
methods.

For the numerical procedure let us introduce an equidistant time grid from Sect. 5.1

O=tg<ti<tr<--<ty=tr G={to,t1,....15} (7.15)
where
h=t —ti_q, k=1,...,N;

is the corresponding constant step-length for the underlying grid G,. A constant time
grid is not mandatory, since in general, boundary value solvers work with variable
step-lengths. However, for the sake of convenience we use a constant step-length.

Discretizing the extended states y(-) and continuous-valued controls u(-) on the
grid G; using any explicit Runge—Kutta scheme from Chap.5 yields the one-step
quadrature formula

Ve =Y +h-T's (Y[k],ﬁfk], I, h) (7.16)
where I' - (-) is the increment function of G(-). The vectors y := [Yo.y1,....¥n] €
RNV (Nl and @ := [ug, wy, ..., uy,—1 ] € RN are assembled with the discretiza-

tion of y(-) and u(-). Then, before each evaluation of the function 7" (-), an IVP with
(7.16) and
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— X0
Yo = i

has to be solved, where x( and A are the initial values.
Before taking an integration step, the continuous-valued controls have to be deter-
mined by point-wise minimization of the discrete Hamiltonian,

—. . — — — — =T — —
ufk] = arg mgn H(Y[k]v ll[k]) =1 (X[k], ll[k]) + A’[k] . Ff (X[k], Uik, Tr,s /’l)
U €U (kh)

where I /(-) is the increment function of the right-hand side function f (-) of the ODE.
In order to solve this minimization problem, let us define a constrained nonlinear
programming problem

min H(y, u)
uER MM (7.17)
subjectto  c¢z(u) < 0.

The constrained optimization problem (7.17) can efficiently be solved using sequen-
tial quadratic programming (SQP) (see Chap. 2). The Hamiltonian might have several
local minima. As a consequence, the Hamiltonian should first be resolved on a rough
grid to determine an appropriate starting point for the SQP optimization. Algorith-
mically, the main function of the indirect single shooting method can be summarized
in the following algorithm:

Algorithm 7.1 Main Function for Indirect Single Shooting for Continuous OCPs

Require: A
T

1t ¥ < [xo,).]
2: fork < 0to N; — 1 do
3: ﬁrk] < arg min H (i[k], ALkl ﬁ[k])

g €U (kh)
4 Vg < Y+ T (Y W . h)
5: end for

<N _
N l=f
6: return yand | 3N _ _9m
return y an A - ai[W(X[N,])

J

Figure 7.2 illustrates some iterations of an indirect shooting algorithm for a simple
system with only one continuous state.
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Iteration 1
———: lteration 2
X(P)A | ————- lteration 3
.................... |terati0n 4

to tlf ?
)\(t) A o
L—"" T T —— T T T \: ?

e —————
- ~~a
- -
- -~
b m———

Fig. 7.2 Sketch of the iterations of the indirect shooting approach for a system with dimension
Ny=1

7.2.2 Indirect Multiple Shooting Method

While a simple shooting method is appealing due to its simplicity, the numerical
solution of the canonical equations may be inaccurate due to the strong dependence
on the initial guess of A. If this guess is far from a solution that satisfies the boundary
conditions (7.14), the trajectories A(-) and x(-) can reach extreme values that are
not desired and that imply considerable numerical difficulties in the solution of the
nonlinear equation. This property of indirect shooting can be explained by the Hamil-
tonian’s divergence (cf. Rao [16]). Taking H = A(¢)f(x(¢), u(¢)) and calculating the
Gateaux derivatives w.r.t. x(-) and A(-) yields

oH of
™ x(1), A1), u(r)) = A1) — (x(1), u(r)) (7.18)
Xi 8xi

oH
o X0, A0, u(®)) = Ji(x(@), u(1)). (7.19)
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Then, apply the divergence operator to the vector entries (7.18) and (7.19) yields

N‘(

d 0
> 5 (—(x(r) AD). u(r))) o (Jo«r) AD). u(r)))
< Of; of;
= Z g (X0 u(0) —‘(xm u(n) (7.20)
=0.

The divergence of the Hamiltonian in (7.20) is constant, meaning that the vectors
in a neighborhood of the optimal solution diverge equally with the same rate. This
property implies that errors made in the unknown initial costates A will be amplified
as the dynamics are integrated and causes that the solution is highly sensitive with
respect to A. That means, the longer the time interval of integration, the lower is the
accuracy of the solution, if solvable at all.

A method that aims at reducing this sensitivity of the trajectories on the guess of the
initial costates is the indirect multiple shooting method (Bulirsch [7], Keller [11] and
Osborne [15]). The basic idea of this method is to extend the indirect single shooting
method by breaking the numerical integration into several smaller intervals and
connecting these by additional conditions such that the complete solution trajectory
y(-) of the multiple shooting procedure is continuous again. The partitioning into
smaller integration intervals improves the accuracy considerably. The basic idea is
sketched in Fig.7.3.

Instead of solving the IVP over the entire time interval t € [to, /], it is solved
over several partial intervals of smaller size,

Yikn =Y, (7.21)
Yirn =Y +h T Wyt h), k=K; ... Kj—1 (7.22)

each of them having its own initial values Y ;. The intervals are accessed by shooting
nodes K1, ..., Ky, on the time grid that are more or less uniformly spread over the
entire time interval. K, ..., Ky, are called multiple shooting nodes and are assumed
for simplicity to be integer multiples of the time discretization #, € G;.

The shooting grid can then be defined based on the underlying time discretization

g, as

o =1tg, <tg, < - <Ig, =1, Gop= {tk. 1k, ---,IKNd}, G C G
(7.23)

where

K1<K2<~~-<KN

d

Kje{l,....N,—1}, j=2,...,Ns—1.
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7[K4]

Ykl Yiks
‘Y_3_/.
Y; Y.’\ Yy Ys

2 _
Yiks1

k
K;=0 K, Ks Ka Ks = N,

Fig. 7.3 Sketch of the indirect multiple shooting approach by depicting only the first entry of the

AT
enhanced state vector y = [y, YZ]T = [i, A] . The fine grid is G;, the nodes K1, K>, ..., K5
are integer multiples of the fine grid G; and form the multiple shooting grid Gy,

The first node K and the last node K, of the shooting time grid Gy, are fixed and
cannot be chosen. They are setto K; = 0 and Ky, = N;.

For each shooting interval, a corresponding initial value Y is defined, such that
the TVPs (7.21) and (7.22) can be solved in the time interval [k, tk, ] between
two consecutive shooting nodes K;, K, independently from the other intervals.
To obtain a continuous trajectory y matching conditions are additionally required.
These conditions demand that the end of any partial trajectory y i ; coincides with
the initial values Y of the following trajectory.

Y, and Yy, are boundaries and have to fulfill different conditions. Y, contains
the initial states Xjo) = X(fo) and the guessed initial costates ):1 = A(ty), whereas
Yy, has to fulfill the boundary and transversality conditions for the final state ¥, -

This results in
X0]
Y =|
: [M}

and

The matching conditions at the shooting nodes K>, ..., Ky,—; must fulfill
y[K_/-]_Yj =0, j=2,...,N;—1

where Y is given as
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and X; and ) ;j are the initial states and initial costates of the shooting intervals,
respectively, that have to be guessed. The matching and the boundary conditions are
concatenated into one vector A as

0,
0,
A =
On,—>
T (Yin,)
with the sub-vectors
01 =Yk, — Y2
02 = Y[K3] - Y3
0Nd72 = y[Ker] - YNdfl-

A solution implies finding iteratively estimated initial conditions
(Y2 Y] (7.24)

to solve A = 0 up to a desired exactness. The main function for evaluating the vector
A is based on an extended version of Algorithm 7.1:

Algorithm 7.2 Main Function for Indirect Multiple Shooting for Continuous OCPs
Require: Y

1: for j < 1to N; — 1 do

2: Yikg <Y

3: fork <~ KjtoKj 1 —1do

4: ﬁ>[kk] < arg min  H (i[kj,xlkj,ﬁ[kj)

g U (kh)
Yiert) < Y + - T (T Wy s 1)

end for
0; =Yk~ Yj+1
: end for
: evaluate T (¥ y,)) using (7.14)
: assemble A
: return y, u, and A

—_—




7.2 Optimal Control for Continuous Systems 225

The indirect multiple shooting method is much more robust than the single shoot-
ing method but the problem of finding initial values Y is still difficult, even though
the sensitivity towards the initial guess has been reduced. In the cases, where the

algorithm is still not applicable, direct methods, as will be described in Chap. 8, can
often obtain a solution in a much more robust manner.

7.3 Optimal Control for Hybrid Systems

Let us consider a switched optimal control problem (SOCP) of the type

iy
¢ (u(-), q() =m(X*(tf))+/ Ly oy X*(1), u* (1)) dt (7.25)

min
u()eUg(), g(HeQ f
subject to
X(1) = 50 (x(1), u(@®)) (7.26)
X(fp) = X (7.27)
xi(ty) =xi 5, Viely. (7.28)

Again, we define the Hamiltonian function corresponding to the SOCP (7.25)—(7.28)
as

H&(), g (1), A1), u(1)) = Ly (xX(0), u(0) + A" (O (x(1), u(@®)).  (7.29)

Adapting the augmented system (7.7) to the canonical equations of the SOCP with
the vector field f;()(-) and the Hamiltonian function H(-) yields the system K :
X x RV x O x U —> R represented by

r (oH\T
(ﬁ) x(@), q (1), A1), u(z))
y() = Ky@®), q(®),u()) =

g\
- (TH) x(1), q(@), A1), u(@®))
L X

£, (0 (xX(1), u (1))

_ T
- —(alg—(’)) (x<r>,u<r)>—(afﬂ) <x<r>,u<z))~x<z)]
L X 0x
(7.30)

The system (7.30) can now be easily transformed to a TPBVP using the Hamiltonian
minimum condition

(q"(1),u"(1)) = arg . min HX* (1), (1), A1), u(?)) (7.31)
q(1)eQ, u()el(q(1),t)

from Theorem 4.8. Substitutiyg the optimal control trajectories u*(-) and g*(-) into
(7.30) yields a TPBVP with K : X x RV — R
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y() = K(y(1))
£, (X(1), w¥ (1))

_ T
- —(%) (x(1), u* (1)) — (M) (X(0), u* (1)) - A(1)
X 10).4

which can be solved with the boundary conditions (7.10)—(7.12) by an extended ver-
sion of the indirect shooting algorithm for purely continuous systems. The minimum
condition (7.31) can be used to get an indicator which discrete state is active at a
given time step.

Again, we use the time grid (7.15) for the discretization process. The remaining
challenge is to find a vector of initial costates X[I] = A(tp) that fulfill the final state
conditions T (¥;,;) = 0. The main modification consists in the determination of the
discrete state q; to be applied at each time step along with the determination of the
continuous-valued controls U at the same time step. This is done in two stages:

1. For each g € Q, an optimal control value u; is determined that minimizes the
discretized Hamiltonian (7.29),

u; =arg min H (i[k], q, A, llq) )
u, el (q.kh)

for the given discrete state;

2. The optimal discrete state ¢* is chosen that minimizes the Hamiltonian
H (ilkl» g, A, u;)

by comparing the function values (-, uy) for all ¢ € Q using the respective
control values uy. Applying the discrete state q;; = ¢* and the continuous-
valued controls U = uy., the next quadrature step based on the time grid G, can
be computed by

Yoty =Yg + - T g (F» Qg Titr» x5 1)

for solving the initial value problem.

The vectors ¥ := [yo.y1.....yn,] € R*¥NWD @ = Jug,my,...,uy] €
RNN and q := [q0.4¢1....,qn—1] € R are assembled from the discretiza-
tion of the extended states y(-), the continuous-valued controls u(-), and the discrete
state g (-).

The two-stage procedure implies that the main function must contain an additional
“for-loop” code fragment that iterates over all possible discrete states and calculates
the optimal control values uZ, which are used to find the optimal discrete state value
g* that minimizes the Hamiltonian. Algorithm 7.3 summarizes the main function:
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Algorithm 7.3 Main Function for Indirect Single Shooting for SOCPs without State
Jumps

Require: A
1: ¥jop < [Xjop. A7
2: for k < O0to N; — 1 do
3: for g < 1to N, do

*

4: uy < arg  min  H&. g, k), ug)
u, €U(q.kh)
5: end for _
6: q* < arg min H(i[kjvq’A[kJ’uZ)
qeQ
7: Uy < uj;*
8: qu < q*
9 Y < Y Hh T g (Vg e Upe 0 1)
10: end for

11: return y, 4, q, and T (¥ y,})

Algorithm 7.3 can be straightforwardly extended for multiple shooting by break-
ing the shooting interval into smaller subintervals based upon the shooting grid spec-
ification (7.23). This makes the algorithm more complex but enhances its robustness.
The multiple shooting version requires to find in an iterative manner estimated initial
conditions (7.24) to solve A = 0 up to a desired exactness. Algorithm 7.4 summa-
rizes the main function for an indirect multiple shooting method for SOCPs without
state jumps:

Algorithm 7.4 Main Function for Indirect Multiple Shooting for SOCPs without
State Jumps

Require: Y
1: for j < 1to N; — 1 do
2: Yikg <Y
3: fork < Kjto Kj | —1do
4 forg <~ 1to N, do
5 uy <arg  min  HXpj, ¢, Ak, Ug)
u, €U(q,kh)
6: end for _
7: q* < argmin (X, ¢, Ars uZ)
qeQ
8: U < UZ*
9: Qi <~ q*
10: Vi) < Yy + - T g (e Qe Wi 1 h)
11: end for
120 8 =¥k, — Y+
13: end for

14: evaluate T (¥y,)) using (7.14)
15: assemble A
16: return y, u, q, and A
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By restricting the discrete decision to all admissible discrete control @ € éq
Algorithms 7.3 and 7.4 can be easily modified to deal with hybrid systems with
continuous states.

As mentioned in the introductory section of this chapter these algorithms only
apply to hybrid systems with continuous states. The most important difference to
hybrid systems with state jumps is that beneath the continuous-valued controls u(-)
the discrete state ¢(-) can be used to satisfy the Hamiltonian minimum condition
(4.123) without any a priori knowledge of the number of switchings. This simplifi-
cation can be attributed to the continuity of the costates on a change of the discrete
state. To account for state jumps, the hybrid system must be decomposed into a
fixed number of phases with constant discrete state as already employed for the
stacking procedure in Sect.4.4, which in turn means that the switching structure
q = (g0, 41, g2, - . .) and the number of switchings N;,,, has to be known a priori.

The proposed indirect methods for solving hybrid optimal control problems with
continuous states employ the first-order necessary conditions and obtain local mini-
mum solutions for some problems discovered in this book. But since we did not make
any convergence considerations, the algorithms may not perform well for other prob-
lem instances.

7.4 Discussion

Indirect methods attempt to solve TPBVPs or MPBVPs to find trajectories that satisfy
a set of first-order necessary conditions. If a solution can be found, the solution is
usually highly accurate. However, there are major difficulties in practice that prevent
the application of indirect methods. Let us summarize these problems again:

1. first-order necessary conditions must be derived for every new problem instance.
This requires a user with a solid knowledge in optimal control theory;

2. even for users confident in using optimal control theory, it may be very diffi-
cult or even impossible to construct these expressions for complicated black-box
applications (Betts [4]);

3. optimal control problems may contain state constraints ¢, (-). It is very difficult to
incorporate state constraints directly into the solution method, which requires to
have an a priori estimation of the constrained/unconstrained arcs. Furthermore,
the sequence of constrained/unconstrained arcs introduce the additional difficulty
of imposing the correct jump conditions (4.64) and (4.65) for the Hamiltonian
and costates at the entry points; and

4. indirect methods deliver only open-loop solutions.
Generally, the latter point is an obstacle in real-time implementations. As already

known from Chap. 6, algorithms based on the dynamic programming principle gen-
erate automatically closed-loop solutions.
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For OCPs with quadratic functionals and linear dynamic systems and constraints
(LQ-OCP), the first-order necessary conditions can be explicitly resolved to obtain an
optimal closed-form control law. However, many practical problems cannot be casted
into LQ-OCPs. Therefore, numerical procedures such as single or multiple shooting
algorithms have to be applied for the determination of optimal trajectories. Optimal
trajectories, however, do not serve as an analytical control law, since they were
calculated for specific boundary conditions and are only optimal, if these boundary
conditions apply. As noticed in Geering [9], a simple brute-force procedure to adapt
the optimal open-loop trajectories to a closed-form control law is to resolve the
remaining optimal control problem over the time span [¢, 7] with initial states xo =
x(t) given at time 7. This yields an optimal control law u(x(z), ¢) as function of the
initial states x(¢) and time t. A modified version of this closed-form control law
is discussed in Chap. 12. This methodology can also be applied to direct methods
discussed in the next chapter.

Numerical Considerations

The indirect shooting method consists of three numerical steps:

e an integration method for solving the IVP for a given A;

e amethod for minimizing the Hamiltonian function at each step of the IVP solution
to determine the continuous-valued controls and the discrete state at each time
instant; and

e a solver for the nonlinear system of equations 7 (¥,)) =0 or A = 0.

The solution of an IVP includes many integration steps—each of them approxi-
mated by a quadrature formula. The selection of an appropriate integration scheme
is therefore crucial for the success of the solution of the OCP and should be done
with some care because rounding errors can be a tremendous subject in the complete
procedure. In principle, any explicit Runge—Kutta scheme can be used that satisfies
the additional Hager [10] conditions.

The continuous-valued controls at each time instant are usually not given analyt-
ically but determined by a numerical minimization of the augmented Hamiltonian.
The minimization of the augmented Hamiltonian is performed point-wise at each
step in the solution process of the IVP and should therefore be very efficient. In gen-
eral, an efficient optimization can be performed by SQP algorithms. In some cases,
the Hamiltonian can exhibit multiple local minima. Evaluating the Hamiltonian on
a grid first and then choosing the lowest value as start value for further refinement
using SQP can improve the numerical convergence.

The minimization of T (¥y,)) = 0 or A = 0 should find a solution with high

precision. However, initial values for A can be particularly hard to find. In most
cases they offer no physical interpretation and even the order of magnitude might
not be known in advance. If no acceptable guess is made, the numerical procedure
for the solution of T'(yy,)) = 0 or A = 0 can fail to converge. For the special
case discovered in this book that the boundary conditions reduce to a single equation
7 (-) = Oand the costate is assumed to be constant. For this case, regula falsi methods
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are a good choice for solving 7' () = 0. Two simple regula falsi methods are the
bisection or the secant method. A more involved algorithm with good convergence
behavior in many cases is the Pegasus method (Dowell and Jarrat [8]).

One can finally say, the applicability of the indirect shooting method strongly
depends on the specific problem to be solved. For some problems, indirect methods
can outperform any other method and yield highly accurate results, whereas for other
problems, indirect methods cannot be robustly implemented.

7.5 Bibliography

Indirect methods for optimal control are less attractive to practitioners due to the
cumbersome procedure of deriving of the necessary conditions (Ascher et al. [2])
but can outperform direct methods in terms of accuracy. Common methods to solve
MPBVPs for purely continuous optimal control problems are gradient-based (Bryson
and Ho [6], Kirk [12], and Stengel [20]) and implement multiple or single shooting
approaches (Betts [3], Bock and Plitt [5]). The indirect multiple shooting method can
be traced back to Bulirsch [7], Keller [11] and Osborne [15]. von Stryk and Bulirsch
[21] emphasizes the usefulness of combining indirect methods and direct methods
called hybrid approach.

Most algorithms in the literature for solving SOCPs are based on two-stage
approaches that use the necessary conditions to improve an initial guess of the
switching sequence. An indirect approach for the solution of switched optimal con-
trol problems is described in Shaikh [19]. The algorithm varies switching times and
the states at these switching times based on the differences in the costates and the
Hamiltonian. In Riedinger and Kratz [17] necessary conditions for hybrid systems are
derived from the Pontryagin’s minimum principle and the Bellman principle. These
necessary conditions are used in a mixed dynamic programming and Hamiltonian
approach.

A multiple shooting algorithm for hybrid optimal control problems with controlled
and autonomous switching is proposed by Riedinger et al. [ 18], where the trajectory
of the hybrid system is decomposed into a fixed number of arcs with constant discrete
state. In the work of Alamir and Attia [1], an initial guess of the continuous-valued
controls and discrete state sequence is made and the corresponding state trajectory
and costate trajectory are calculated. In a next step, optimized control inputs and
the discrete state are computed, such that the Hamiltonian function is minimized for
each time instant.

For continuous optimal control problems, where the numerical solution is too
costly to obtain, Lukes [13] proposed a method to obtain an approximatively opti-
mal control law in closed form. This method works for nonlinear dynamic systems
and functionals, where the right-hand side function f(-) of the differential equation
and the Lagrange term L(-) of the cost functional can be expressed by polynomial
approximations.
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Teo and Jennings [22] proposed to transform state constraints into equivalent
equality constraints. This method overcomes the problem of knowing the sequence
of constrained/unconstrained arcs but produces always a suboptimal solution.

Oberle and Grimm [14] developed the multiple shooting algorithm BNDSCO that
was successfully applied mainly to the area of flight path optimization.
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Chapter 8
Direct Methods for Optimal Control

8.1 Introduction

The complexity of optimal control of hybrid systems, as already mentioned in the
introductory text of Sect. 1.3.3, makes it unlikely to develop a general solution pro-
cedure that can be applied to any subclass of hybrid systems. It is therefore more
promising to use the structural information of the class of interesting problems and to
develop algorithms which are tailored to these problems. Direct methods offer from
all three solution classes the highest potential for tailoring algorithms. The meth-
ods, which will be discussed and used in this book, and their relations are shown in
Fig.8.1.

Dynamic programming can easily be extended for many subclasses of hybrid
systems but suffers from the curse of dimensionality, which makes it only applicable
to small problem sizes to achieve an acceptable accuracy. Indirect methods can deal
with large hybrid systems and offer highly accurate solutions but converge only in
a small domain. In contrast to these methods, we discuss in this chapter the class of
direct methods. These algorithms can deal with large systems and are more flexible
and robust but less accurate compared with the indirect methods.

Let us start with a survey of different direct methods for solving switched optimal
control problems (SOCP) without state jumps

t

f
¢ (), q(-)) = m(x*(15)) +/ Lyw(ry(X* (1), u* (1)) dt

min
u(-)eL>([to,17],U), ¢(eQ to

(8.1)
subject to
x(1) = £y (x(@), u(®)), forae.t €[tg, t7] (8.2)
x(tg) = Xo (8.3)
X[If](lf) =Xy (8.4)
Cuqu(0) = On,, x1. vt € 1y, 1] 8.5)
Crg(X(0) <O, x1: vt € [to, 5] (8.6)
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Fig. 8.1 Direct methods for solving SOCPs. Elliptical nodes indicate optimization classes; rec-
tangular nodes indicate optimization methods; and dashed nodes indicate optimization classes not
covered in this book

where x( and x ; are the initial and (partially specified) final state values, respectively.
The set Z; specifies which states are fixed at the endpoint 7.

A common method to solve (8.1)—(8.06) is to cast this problem to a mixed-integer
nonlinear programming (MINLP) problem. In so doing, the continuous parts of
the problem formulation are transformed using a direct transcription into a finite-
dimensional problem with a finite number of variables, assembled in the optimiza-
tion vector y = [yo, V1, ..., yN\‘]T. The overlined vector indicates the process of
discretization. Direct transcriptibn describes the process of transforming the infinite-
dimensional continuous part of the optimal control problem (OCP) into a finite-
dimensional NLP and can be classified in direct single shooting, direct multiple
shooting, or direct collocation (Betts and Huffman [9, 11] and von Stryk and Bulirsch
[66]). The discrete state is discretized simply with a piecewise constant scheme to an
integer-valued vector q. Then, a MINLP problem is a finite-dimensional optimization
problem that involves discretized continuous-valued as well as integer-valued vari-
ables, which can be regarded as a nontrivial combination of a nonlinear programming
problem (NLP) and an integer programming problem.

Definition 8.1 (Mixed-Integer Nonlinear Programming Problem) The MINLP
problem is defined as follows
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min (3.9
yeR™Y, qeQ
subjectto  g(y,q) <0 ®8.7)
h(y.@) =0

where f:RY" x QO >R, g:R¥" x QO — R, and h:RY» x Q — RV are
assumed to be all twice continuously differentiable and real-valued. The admissible
discrete set Qis defined by a polyhedral set of integers,i.e.,@ = {ﬁ e ZNa | Aq < a}
for a matrix A € RV*¥7 and a vector a € R, A

A naive approach for solving (8.7) is to fix the discrete state sequence q and to
perform a full enumeration (Kirches [36]). In a full enumeration, solutions of the
OCEP for all possible combinations of the discrete state sequence q are calculated,
whereby for each OCP the discrete control is then treated as fixed control. It is clear,
such an exponentially increasing procedure becomes very quickly prohibitive due to
the high computational effort, if Nz is high. A further major drawback of this naive
solution process is the probability to obtain an infeasible NLP problem, which is
strongly influenced by the fixed discrete state sequence.

A generalization of the enumeration technique are Branch-and-X (BX) methods.
A good overview is given by Grossmann [34]. The most prominent member of BX is
the branch-and-bound (BB) method for solving integer and combinatorial problems
and thus gives a framework in which (8.7) can be solved. The fundamental idea
behind BB is to perform a tree search in the space of the integer variables. The
root consists of the original problem with all integer variables relaxed to non-integer
variables. We call this NLP problem relaxation.

Definition 8.2 (Nonlinear Programming Problem Relaxation) Suppose the Defin-
ition 8.1 holds. Then, a nonlinear programming subproblem relaxation is given by

do= min_ fG.O
YeR™Y,qeQ,
subjectto  g(¥,§) <0 (8.8)
h(y,q) =0

where f:RY x O, - R, g: R x 9, — R, and h:RY ><_§, — R are
assgmed to be all twice continuously differentiable and real-valued. Q, is a relaxation
of Q.

A

The first step in the BB approach is to solve the relaxed NLP problem (8.8), which
provides a lower bound z;, of the problem. This bound is an important indication,
since no better cost value can be found by fixing the discrete state to feasible integers.

The next step is branching. An obvious way to divide the feasible region of the

root node is to branch on a fractional variable (non-integer value), say ﬁy ! and to

enforce additional simple constraints a[[i] < ﬁ[[j_] and ﬁ[[’_] <B l[/_] to (8.8) due to the
branching. This gives two new subproblems (nodes):
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4= min o fEy Ty G = min_ fE_.T)
Vi R ,q €Q, yi_eR"Y.q;_€Q,
subjectto g(y;4.q;) <0 and subjectto g(¥;,_,q;_) <0
h(y,1.q;1) =0 h(y;,_,q;_) =0
) <) < g " < < g,

We call this branching a variable dichotomy. The bounds are obtained from the
fractional value of the parent node i by ot[J ! ’7 q’ ]-‘ Bl = L q’ ]J. The symbols

[-] and [-] and are ceil and floor functions, respectively. The two newly generated
subproblems must be solved. However, the whole subtrees of the subproblems can
be excluded from further exploration by fathoming their respective parent node. This
strategy avoids a complete tree evaluation as by full enumeration and can be attributed
to the success of branch-and-bound. According to Leyffer [40], a whole subtree can
be neglected, if one of the following criteria applies to the parent node:

e infeasibility: the problem is infeasible, because any subproblem in its subtree is
then also infeasible (diamond, light gray);

e integrality: the problem produces an integer feasible solution, because in this case
the solution is optimal for the entire subtree (rectangular, gray). This solution is
a new upper bound z,, of the problem, if its cost value is lower than the current
upper bound;

e dominance: the lower bound z;, of the problem is greater or equal than the current
upper bound z,,,, because in this case there can be no better integer solution in this
subtree (diamond, gray).

These rules are demonstrated in Fig. 8.2.

This process is repeated and terminates if all branches are evaluated according
to the criteria above. The basic procedure of the BB approach is summarized in
Algorithm 8.1.

Fig. 8.2 Branch-and-Bound concept with depth-first search. Nodes in the search tree are fathomed
when they are infeasible (light gray diamonds), dominated by upper bound (gray diamonds), or
yield an integer solution (gray rectangles). Otherwise they are split up in smaller subproblems
(white circles). The numbers are the execution order of the depth-search algorithm
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Algorithm 8.1 Branch-and-bound Skeleton (Leyffer [40])
1: set z,, = oo as upper bound

2: add the NLP relaxation to the set Zjeqp
3: while Zj,eqp # ¥ do

4. remove a subproblem from the set Zjeqp

S: find a solution (y;, q;) to the subproblem

6: if subproblem is infeasible then

7: prune subproblem by infeasibility

8: else if f(y;,q;) > z,) then

9: prune subproblem by dominance

10: else if q; is integral then

11: update: z,, = f(¥;,q;) and q* =

12: remove all subproblems from Zj, with lower bounds z;, > zu)
13: else )

14: branch on fractional variable ﬁl[’ I and add the two new subproblems to the set Zjeqp
15: end if

16: end while

The core problem of Algorithm 8.1 is to obtain good heuristics to choose the
integer-valued constraints o ii] and B8 l[jj which are crucial to obtain feasible solutions
quickly. This performance depends critically on several aspects (cf. Sager [54]):

e good heuristics are important, as more subtrees can be explored right away based
on their good bounds on the optimal value;

e a decision has to be made, which fractional variable is chosen to branch on.
This depends on the choice of the user, which “branching” strategy, e.g., most—
violation—branching or strong branching, is selected;

e the order in which the subproblems will be proceeded, with the extreme options
depth—first search and breadth—first search. The first option, as the name suggests,
explores the newly created subproblems in a depth manner first whereas the second
option proceeds one of the subproblems on the highest level in the tree first.

It is not unusual that the heuristics are tailored to specific problems. We will not
going in more depth about this topic, but interested readers may consult the survey
paper of branching rules presented by Linderoth and Savelsbergh [43].

The complexity of this type of problem is non-polynomial in time, i.e., N"P-hard.
Thus, Grossmann and Kravanja [31] pointed out that BB methods are generally only
attractive if the NLP subproblems are relatively inexpensive to solve. This is the case
if the dimensionality of the discrete variable is low, which is definitely not the case
if the discrete state sequence  contains many discretization points. This obstacle
prevents the application to large-scale problems, but the idea can be adopted, e.g.,
rounding strategies for obtaining binary feasible solutions.

Keeping in mind, that we could not use a standard nonlinear programming method
straightforwardly to the SOCP because of the problem’s disjoint behavior. The
branch-and bound method, however, made usage of a very important ingredient that
can help us to overcome this problem: relaxation. Relaxation is basically a refor-
mulation technique that provides us a new problem formulation with more desirable
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Fig. 8.3 Comparison of branch-and-bound and SOCP relaxation. Relaxation is used at different
stages

properties with respect to the numerical solution. Then, it is natural to relax the dis-
crete state of the SOCP before a direct transcription method is applied. This little
trick enables us to apply standard nonlinear programming methods without numerical
rank-deficiencies. Figure 8.3 shows this little difference in both approaches, which
has a major impact on solving large-scale problems.

The embedding approach proposed by Bengea and DeCarlo [5] and Sager [54]
share the same idea of relaxing the Boolean variables o (-) of a binary switched
optimal control problem (BSOCP). It is not difficult to transform the original problem
(8.1)—(8.6) to a BSOCP. The binary variables o (1) € {0, 1}"¢ after relaxation may
take values

(1) [0, 11",

where 6 (-) denotes the relaxed binary variables. The control set P=U (g),1t) x
[0, 11V is now a convex set if Z;{ (g (1), t) is convex. Then, the relaxed binary system
x(t) = F(x(¢), p(t)), p(t) € P is continuous-valued and can be solved as part of a
continuous OCP by direct transcription methods. In many cases, the solution to this
problem will yield a control trajectory, that is of bang—bang type with respect to the
discrete controls and therefore satisfies 6 (t) € {0, 1}™¢. It is important to note, that
the embedding approach is just able to solve switched optimal control problems,
whereas the BB methods can include rules to deal with hybrid systems.

The constrained problem (8.1)—(8.5) can also be solved by two-stage algorithms
(Xu and Antsaklis [76]). Two-stage approaches use additional information, e.g., the
gradient of the Hamiltonian with respect to the discrete state, to alter the discrete
state trajectory. In the first stage, a fixed discrete state sequence is used to obtain a
continuous optimal control problem. Then, the OCP can be solved w.r.t. continuous-
valued controls by standard nonlinear programming methods. In the second stage,
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the discrete state sequence is varied to obtain a different number of switchings or to
change the order of the active subsystems. Two-stage algorithms are computationally
very demanding due to the nested optimization loops. A simplified version for some
practical problems only finds the optimal continuous-valued controls and the optimal
switching times. The mode sequence of active subsystems is assumed to be a priori
known.

8.2 Optimal Control for Continuous Systems

This section introduces basic transcription approaches which are well recognized to
solve continuous optimal control problems,

mnin ¢ (@) = m(x" (1)) + / L1 0,0 (0) e (8.9)
subject to

x(t) = f(x(1),u(z)), forae. t € [to, tf] (8.10)

x(fy) = Xo (8.11)

xz,1(tf) = Xy (8.12)

c,(u(®)) <Oy, ,x1, vt e [t tf] (8.13)

¢ (u() <Oy, x1, Vi € [10, 17] (8.14)

which are more robust than indirect methods regarding the initial estimation for the
optimization process. They are based on formulations of nonlinear programming
problems and can be applied to SOCPs as well if the discrete state sequence ¢ (-) is
assumed to be a priori known and remains constant over the entire optimization task.
For the latter case, the SOCP can be treated as a continuous OCP.

For continuous OCPs different transcriptions classes exist, among them:

e control parametrization; and
e control and state parametrization.

These classes can be divided into shooting and collocation transcriptions as
depicted in Fig. 8.4.

The underlying discretization scheme is the key for the success of the whole
optimization task. For the transcription it is assumed that the continuous OCP can be
exactly approximated by the discretization scheme, if an arbitrarily fine discretization
grid is chosen. This assumption does not hold always. We provide some remarks in
Sect.8.5. The integration scheme plays also an important role for obtaining high
performance and high consistence-order. In direct collocation, the integration of
the states can be approximated by using polynomials evaluated at fixed collocation
points. This method is commonly known as pseudospectral and is used to increase
the accuracy. The handling of state constraints (8.14) is usually a demanding task. An
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Fig. 8.4 Types of direct transcriptions for continuous optimal control problems. Elliptical nodes
indicate optimization classes; rectangular nodes indicate optimization methods; and dashed nodes
indicate optimization classes not covered in this book

advantage of direct collocation methods is the efficient treatment of these constraints.
The direct shooting methods generate smaller problem sizes which can be efficiently
solved for small-and medium-sized problems.

8.2.1 Direct Shooting

For the case that only the continuous-valued controls in (8.9)—(8.12) are discretized,
one obtains a transcription method called direct single shooting. Using a piecewise
constant or piecewise linear discretization scheme for the continuous-valued controls
with

EY (g, Wpg, 1), vt e |t t, , k=0,...,N, =2
u(t) = r-];( k> Wit 15 1) [#x. tks1) ' (8.15)
‘:’Nl_l (UNI,I, uN,v t) ) vt S [tNtfla IN,]
gives the discretization vector
y=u=[uu,...,uy] eR¥ (8.16)

defined on the time grid G, with Ny = N, - (N, 4 1). Applying (8.15) and (8.16) to
(8.9)—(8.12) results in a finite-dimensional optimal control problem
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%gmw=Mﬂw»fffIWmmm»m (8.17)
yeR™Y fo
subject to
x(t) =f (x(1),u(?)), fort =typ10, k=0,...,N, —1
(8.18)
X (1)) = Xo (8.19)
Xiz,)(ty) = Xs (8.20)
¢, (u() < Oy_,x1, fort =1, k=0,....N, (8.21)

where ty1/2 = (k41 + #)/2. The switching sequence q and the time grid G; are
treated as fixed boundary conditions for the transcriptions.

For a given set of discretized continuous-valued controls u, the solution of the
ordinary differential equation (ODE) for a given initial state (8.19) can be obtained
by applying any Runge—Kutta (RK) scheme from Chap. 5. Explicit RK methods are
preferred here for the sake of simplicity, which yields

i[k-ﬁ-l] = i[k] —+ /’l . Ff (i[k], l_l[k],ﬁ[]H_l], lk, /’l) s k = O, PR Nt — 1
i[o] = Xp.
Thus, the final state X[y,; can be evaluated from the numerical solution of the ODE at
time instant k = N,. It is clear, that a piecewise linear control discretization makes
only sense with a RK method with an order higher than one.

Let us transform the Bolza problem (8.17) to a Mayer problem using the rules
from Sect.3.3.7.1, which yields

O (F) = m(Xn,) + X, -

The additional term §[N,] is the final value of the integrated Lagrangian term /(-)
using an explicit RK method

X1 = X + 7 - 17 (X Oy, Uppgnys o h) . k=0,..., N, — 1

i[()] =0.

Using the discretized continuous-valued controls and states we can reformulate
the OCP (8.17)—(8.21) as NLP

min ¢ (y) =m (Xjy,) + v, (8.22)

yeR™Y
subjectto X =Xy (8.23)
(i[N,])[IJ.] — Xy = 047, x1 (8.24)

¢ (Upa) <Oy 1. k=0,....N, (825

cu
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where Ny is the number of NLP variables. Collecting and assembling the equality
and inequality constraints to

h(y) = (i[N’I)[If] — Xf
and
_ _ _ _ T .
g(y) = [CH(U[O]), ez (), ..., CE(U[N/])] € RNew (et D)

yields the standard NLP form.

The control restraint ¢z (-) is chosen such that c;(uj;)) < O whenuy,; € U (kh), k =
0, ..., N; and is twice continuously differentiable w.r.t. .

Problem description (8.22)—(8.24) is referred to as direct single shooting method.
The algorithmic procedure is summarized in Algorithm 8.2.

Algorithm 8.2 Direct Single Shooting Transcription
Require: y, xo

1: X[j0] =Xo

2: fork < O0to N, — 1do

3 X < X+ Ty (R Wi, ey, 2 )
4 Xy =Xy + b I (R Qg Upee1), e, B)
5: end for

6: evaluate h(y)

7: evaluate g(y)

8

: evaluate m (X[y,]) + X[n,]
9: calculate the gradients Vyh(y)
10: calculate the gradients Vyg(y)

11: return m (X)) + X(n,1, h(¥), 2F), V5h(¥), and V5g(¥)

The choice of the constraints ¢;(-) as mentioned above does not guarantee that
the control is feasible in the entire interval [#;, f;+;) but only on the boundary of the
interval.

A disadvantage of the direct single shooting method is the dependence of the
endpoint function m(Xy,;) + X;y,; on all decision variables. Betts [10] pointed out
that this fact causes limited stability since changes of the optimization variables at
the beginning of the trajectory propagate over the differential equation to the end
of the trajectory. This causes considerably nonlinear effects at the constraints with
respect to the decision variables. Consequently, the optimization problem becomes
hard to solve.

Analogously to indirect multiple shooting methods, one can simply break the
problem into shorter steps to reduce the sensitivity of single shooting. This technique
leads to a direct multiple shooting method. A framework for a multiple shooting
algorithm was already proposed by Bock and Plitt [12] in 1984.
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In order to enforce continuity for X, the following matching conditions are enforced
at the end points of each phase

X1 —X; =0, j=2,....N;—1
where X; are the initial values of the states at phase j and X|g) are the final values

of the states at phase j — 1. The phases are usually defined on a smaller time grid
Gy (7.23) (cf. Chap. 7),

fo=tk, <tg, < - <tgy =tr, Gon={tkstkyr--s1xy,}» Gon CGi
with N; < N,, where

Ki <Ky <--- <Ky,
Kijef{l,...,.N,—1}, j=2,...,N;g— 1.

The first node K; and the last node Ky, of the shooting time grid Gy, are fixed and
can not be chosen. They are setto K; = 0 and Ky, = N;.
Hence, the optimization vector

_ T - T 2
y=[uo,....un. X0, ... Xy,-1] = [Uon. X2, oo Xpy,o1] € RY
increases to the size of Ny = N, - (N; + 1) + Ny - (Ng — 2) NLP variables. The
equality constraints are augmented with the continuity conditions from the multiple

shooting transcription

0,
0,

h(y) = : = 0(n, (vy—2)+#2,)x1 (8.26)
On,—2
(X[N,])[Ifj - Xf

where the vector 0 is defined as
0 =Xk, — Xo
02 = i[Kﬂ — X3

On,—2 = Xiky, 11 — Xny-1-

The inequality constraints are not altered,

2@ = [ea@o, ca@py), ..., ca@,]" € RV Mt (8.27)
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As noted before, the conditions Xjo; = X and X|y,; = Xy, are boundary conditions
and are therefore not considered as optimization variables, whereas the initial values
of each shooting interval X,, ..., Xy,—; can be varied freely.

Obviously, the multiple shooting transcription increases the problem size by
N, - (Ng —2) NLP variables. Fortunately, the Jacobian matrix of the constraints
is sparse, which is needed to compute an efficient sparse Quasi-Newton update.
Despite of the increased problem size the multiple shooting technique can help to
reduce the sensitivity of shooting due to significantly smaller integration intervals.
The stabilization effect results from the additional optimization variables X; at the
beginning of each integration phase

Xix;1 =X

Xikt1] = X + h - Ty Xy, Upkg, Upegry, i, h) . k=Kj, oo, Kjpy — 1.

Algorithmically, the procedure for evaluating the multiple shooting transcription is
summarized in the Algorithm 8.3.

Algorithm 8.3 Direct Multiple Shooting Transcription

Require: y, X

1: for j < 1to Ny — 1 do

2: i[Kj] <~ X

3: fork < K;to K;, 1 —1do

4: Xik+1] < Xk + - T (X, Upgs Upger1, s h)
5: end for

6: 0 =Xk;1) — Xj+1

7: end for

8: fork < 1to N, — 1do

b

K1) = Xpg +h - 17 (Rpig, Upes W, 2, h)
10: end for

11: assemble h(y) using (8.26)

12: evaluate g(y) using (8.27)

13: calculate the gradients Vyh(y)

14: calculate the gradients Vyg(y)

15: evaluate m(Xn,]) + §[Nr]

16: return m(X(y,]) + X[y, ], h(y), g(¥), V5h(y), and V5g(y)

Remark 8.1 A transformation into a Mayer problem reduces the for-loop code frag-
ment for the integration of the Lagrangian term.

A further disadvantage for both indirect shooting methods occurs, if state constraints
have to be considered in the problem formulation (8.9)—(8.12). In this case, the
Hessian of the Lagrangian becomes dense even if the Jacobians are partly sparse.
Using direct shooting methods, this leads to an optimization problem which is very
inefficient to solve. Therefore, for such problems, it is recommended to use the direct
collocation transcription instead, which can be derived for the special case Ny = N;
from the multiple indirect shooting method.
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8.2.2 Direct Collocation

Historically, two different branches of direct collocation methods evolved, which
is shown in Fig. 8.4. On the one hand, low-order direct collocation which has been
first introduced by Tsang et al. [71] and originated from the forward simulation of
ODE:s. On the other hand, pseudospectral methods originally evolved in the context
of partial differential equations within fluid dynamics, which are not described in
this book. In the sequel, we use the terminology “direct collocation” for the used
low-order direct collocation.

In contrast to the direct shooting method, where only the continuous-valued con-
trols are discretized, direct collocation methods discretize the continuous-valued
states too. Let us apply (8.15) again for the discretization of the continuous-valued
controls and any Runge—Kutta scheme from Chap.5 for the discretization of the
continuous-valued states,

X1 =X +h- Ty (i[k]»i[k-q-l],l_l[k]aﬁ[k+l], te, h) , k=0,...,N,—1

i[o] = Xp.

Then, the optimization vector y includes the discretized continuous-valued states Xy
as well. Consequently, the optimization vector is defined as

T
y = [UO, BRI | DA G PN (XN,)[I%]:I = [ﬁ[O:N,]’ i[l;NI]]T € RM (8.28)

with the size Ny = N, - (N; +1) + Ny - (N; — 1) + #I;, where I]i is the comple-
mentary set, which is defined by Z¢ = {1, ..., N.} \ Z;.

The fully discretized optimal control problem can then be stated as NLP formu-
lation

min ¢ (y) =m (Xjy,) + Xiv, (8.29)

JeR

subject to
Xik+1) — Xpog — b T p R Xpge1), e, en)s ko h) = Oy 1, k=0, N, — 1
(8.30)
X[0] = Xo (8.31)
(Xin) iz, — X5 = Osz,1 (8.32)
ci(Upy) <Oy, 1, k=0,...,N,

(8.33)

(X)) <Oy, x1. k=1,...,N,.
(8.34)
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Remark 8.2 The discretization scheme for continuous-valued controls (8.15) can be
exchanged with higher order ones (see for instance, von Stryk [65] and Biiskens

[18]).

The incremental step of the RK scheme (8.30) enforces the fulfillment of the ODE.
The boundary conditions (8.31) and (8.32) imply that Xj; and (i[er)[I,-] can not be
varied and are therefore not part of the optimization vector. The discretized state
vector

X = [xo,...,th]T

is then assembled using the boundary conditions and the part of the optimization
vector (8.28) dedicated to the continuous-valued states X.

‘We summarize the equality and inequality constraints constraints to the convenient
vector notations

X[1] — Xo] — 1t - T ¢ (X[oy, X[13 Upoy, 1], 0, h)

h(u, x) = XN, =11 = XN, 2] = 7 - T p (R[N, —2), X[V, 115 UIN, =23 UL, -1 Nie = 2, 1)
XN~ X(N—1] — B T p Ry, 10, X[V BN, 10, U1, Ne — 1)
XNz — XS
= O(NX~N,+#If)><1 (8.35)
and

o(W, X) = [Cu(ﬁ[m), (), ..., eg(apy,)

T
— — — <O, -(N+1)+N.. -Nyx1-  (8.36)
ce (X)), e (Xp2p)s - - - cx(X[N,])i| Ny N D+ Ny -Nidx

For the direct collocation transcription any RK scheme can be applied. However,
higher order integration schemes increases the required computing power and storage
space. The sparsity property of the Jacobian matrix will be discussed in Chap.9.

Algorithm 8.4 Direct Collocation Transcription

Require: y

1: extract discretized continuous-valued controls and assign it to the discretized control vector, i.e.,
U < YN,

2: set the boundary conditions to the discretized state vector, i.e., X[o] = Xo and (i[N, J)[Z,c] =Xy

(O8]

: extract discretized continuous-valued states and assign it to the discretized state vector, i.e.,
X[1:N,] <= Y[V, +2)2N,+1]

: evaluate h(u, X) using (8.35)

: evaluate g(u, X) using (8.36)

: evaluate m(Xjn,]) + X[n,]

: calculate the gradients Vyh(X, u)

: calculate the gradients Vyg(X, u)

: return m(Xpy,1) + X[n,1, h(@, X), g(u, X), Vsh(X, 0), and Vyg(X, u)

O 03O L K
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8.2.3 Comparison of Direct Shooting and Direct Collocation

Direct shooting methods lead to smaller problem sizes, which is beneficial if NLP
solvers are used with an algebra kernel for dense matrices. Since sparse matrix kernels
were not widely applicable for a long time, these methods were very popular. Direct
collocation approaches were also successfully applied only to small-and medium-
sized problems (Ny =~ 10° (ct. Betts [11])), because of the lack of sparse matrix
kernels. However, the additional discrete state representation increases the number
of elements by N, - (N, — 1) + #I;. Looking at the numerical solution procedure,
this will require far more function evaluations for the gradient estimation and signif-
icantly more memory for storing the Hessian matrix. This caused the fact that direct
collocation methods were not competitive with direct shooting methods for a long
time. The transfer to large-scale engineering problems (thousands of variables and
constraints) were prevented by the high number of NLP variables. This obstacle has
been solved in the last years by exploiting sparse matrix structures of the problem
that occur naturally due to the fact that many variables in the optimization vector
are independent of each other. On the one hand, this can reduce dramatically the
number of required function evaluations for the gradient calculation, on the other
hand, sparse matrix algebra can also be applied for solving the quadratic subproblem
in the sequential quadratic programming (SQP) procedure. These advanced topics
are discussed in Chap.9. The numerical treatment of sparse large-scale problems
and the benefit of dealing easily with state constraints made the direct collocation
methods superior to direct shooting methods.

8.2.4 Recovering the Costates from a Direct Shooting
and Direct Collocation

One of the major disadvantages of direct transcription methods for the solution of
continuous OCPs is the fact that the costates A(-) are not obtained from the solution
in a direct manner. However, knowledge of the costates can be very helpful as it
allows for the evaluation of the fulfillment of first-order necessary conditions and in
many cases, the costates can provide helpful insight into the structure of the solution.
An elegant way to recover the costates from the solution of the discretized optimal
control problem is the post-optimal calculation. Methods for post-optimal recovering
of the costates were proposed by Enright and Conway [24], von Stryk [65] for the
direct collocation method and by Biiskens [18] for the direct shooting method.

The method described by Biiskens [18] takes the transversality condition at the
final time

aom

A(ty) = o))

acc\ !
(x*(ty)) + iy + ( ;X ) (X*(1f)) ey (8.37)

t=ty


http://dx.doi.org/10.1007/978-3-319-51317-1_9

248 8 Direct Methods for Optimal Control

and applies a backward integration for the differential equation of the costates

oH,
0x

A = — (xX*(1), (1), ko, Y (1), p(1), 0" (1)),

where &y € RN is a vector of Lagrange multipliers and i s is defined as

~Z]
A =ny
g =17 .15

wy =0.

The derivation of these conditions can be found in Sect.4.2.2. Please note, that the
transversality condition holds for all costates, even if it is only required for the
costates indicated by the set 7% in the necessary conditions.

The required Lagrange parameters of the endpoint transversality condition are
returned from the NLP solver, if a direct shooting or collocation method is used for the
transcription of the OCP. We exploit here the fact that the Lagrange parameters, i.e.,
iy € R¥/ and py, € RN fork =1,..., N, for the state constraints ¢z (X)) < 0,
are always included in the Lagrangians of the discretized optimization problems.
The endpoint transversality condition for the discretized OCP in Mayer form is

T
8C}

Ay, = P ——
9 (X[N,])[I;]

Xivg) + iy + X)) - P,

9 (i[Nz])[Ij]

where py., corresponds to o s. It is recommended to solve the costate ODEs by a
RK method, as described in Sect. 5.3, on the same time grid G,, that was used by the
transcription method

ar T

A= |1+h-
k [4— 3

~ acy T _ _
M1t =) KD - P

foo _
(Xt Xk+-17 ULk Ugk1]5 h)] .

X[k
k=N, —1,...,0

where I is the unity matrix of dimension N, x N..Itis also advisable to use a method
with the same consistency order to ensure that the error is of the same order as the
solution of the state ODEs. The required partial derivatives 0I" ; /0X[x) and d¢x/0Xx)
can be computed analytically or by finite differences.

Obviously, the described method can also be implemented as a forward integration
scheme applied on the initial transversality condition

am
x(f)

* 8CX ! *
(x*(10)) — o — ( ) (x*(10)) - o,

0x =t

A1) = —
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where oy € RV is a vector of Lagrange multipliers. A drawback of this variant is,
that the Lagrange parameters for the initial transversality condition are not always
included in the Lagrangian of the discretized OCP, but they can easily be added to
the implementation. The initial transversality condition for the discretized OCP in
Mayer form is

~ om

T
8Cf _ _
)\, = —— (X — — _ .
0 5 (i[o])(xm]) Ko ( 5 (i[m)) (Xpo1) -+ Ppop

where po, corresponds to ag. The corresponding forward integration scheme can be
stated as

- ar L. der '

A 1=[I—h- —— (X[k1> X[k417, U Uk 1,tk,h] -Xk—<, ) Xkp) - Prkys

+ gy (D ROk 11 Bk Uk o ) i) WP
k=1,...,N[.

The jumps of the costates within state constrained arcs are automatically generated
by the forward or backward integration, because they are included in the Lagrange
parameters o

For direct transcriptions the recovering of the costates can be computed by one of
these two methods. Furthermore, for the direct collocation transcription an additional
procedure is possible. The Lagrange multipliers for the RK difference equation (8.30)
already approximate the costates at the midpoints of the discretization grid, as it is
shown in von Stryk [65]. Consequently, the approximated costates at the original grid
points can be obtained from the solution of the nonlinear programming method by a
simple interpolation routine, whereby the costates at the initial time #, and the final
time 7, can be obtained by an extrapolation or the derivation of the transversality
conditions.

8.3 Optimal Control for Switched Systems

As mentioned in the introductory section of this chapter a SOCP can be solved by
fixing the switching sequence and solving the remaining continuous optimal control
problem using direct transcription methods. This has the potential drawback that the
number of switchings is typically not known in advance. More advanced branch-and-
X methods can perform only satisfactorily on limited and small discretization grids
because of the exponentially growing complexity of the problem (Till et al. [70]).

We propose in this section two algorithms for the solution of SOCPs with contin-
uous states x(-):

e embedded optimal control problem; and
e two-stage method.
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The advantage of these methods is that no a priori assumptions on the number of
switchings, the switching time instances, and the switching mode sequence are nec-
essary. For the case that the solution trajectories do not meet the required accuracy
one can refine the trajectories using a switching time optimization.

8.3.1 Embedded Optimal Control Problem

The control vector of the binary switched system

X(1) =F(x(@), p(1))

concatenates the continuous-valued and discrete controls to
p() = [u(), o (@)].

The admissible set I/ (g(t),1) x {0, 1} can be split into N,-subsets which may not
be connected to each other and consequently the admissible set must not be convex.
However, convexity of optimization problems plays an important role and has strong
implications for the numerical solution procedures. For instant, SQP (see Chap.2)
may fail to generate optimal and reliable solutions if applied to non-convex problems.
Thus, let us assume, for the sake of simplicity, that the continuous-valued controls
may be chosen from a common convex set. In practical scenarios, this will often be
the case.

The main idea of the embedding method is the relaxation of the binary controls
to obtain a continuous-valued approximation of the BSOCP. The relaxation of the
Boolean vector o (t) € {0, 1} yields to

6 (1) € [0, 11N (8.38)

whose elements are taken from a compact set. For the sake of better transparency
we denote 6 (-) as the relaxed binary controls. We keep the notation o (-) for binary
feasible controls.

The control vector concatenates the continuous-valued and relaxed binary
controls to

p(t) = [u(t), o(1)]
and may take on values from the convex set P=U (g(), 1) x [0, l]iv‘f. The dynam-

ical system can now be treated as a conventional system F : X x P — X without
discontinuity phenomena
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N‘i
x(t) = F&(). p(1) = D 640 By R(), u), Vi € lto, 7] (8.39)

g=1

where the states X(-) are marked with a hat to illustrate that the state trajectory is
obtained from the embedded system description. The convexified problem formula-
tion can be solved with a NLP solver, if one of the direct transcription methods as
discussed in Sects. 8.2.1 and 8.2.2, is applied, whereby the binary controls ¢ (-) are
best approximated by piecewise constant functions

(1) Ef(&k,ékﬂ,t):%, vt €[t tir], k=0,...,N, =2
G(1) = A . .
5 X~ ~ -1+
R, (‘TM—I,UN,J)=M, vt € [in, -1, tn,] -

2

A direct shooting method for the convexified problem yields

min ¢ (E) =m (Q“NI]) (8.40)

»
subject to
Cﬁ(ﬁ[k]), k=0,...,N,

g(ﬁ) =|  —6u.  k=0,....N|=0n vy (841)
L0 — In,x1, k=0,..., N,

(f‘[lv,l)[I T
;

h (;) = N —[k] = O#If+N[,-(N,+1)- (8.42)
s =1 k=0, N

q=1

A direct collocation transcription for the convexified problem yields

. = e
min ¢ (%) = m (%) (8.43)
p
subject to
cz(Ugy). k=0,....N;
= Ccx !A([k] s k=1,..., Ny
= 5 <0 : » 8.44
g(/’) b, k=0, .. N |~ (Nu+2Ng)-(Ng+1)+Ny Ny ( )
L6k — Nyx1> k=0,..., Ny
_§[k+1] —§[k] —h-T'p (§[k]’§[k+1]';[k]’§[k+1]7 %, h) k=0, . N —1
= (§[Nt]) —Xf
h(7) - 2

Nq .
S, k=0,....N,
g=1

= ON\ Ny +#T -+ Ng-(Ni 1) (8.45)
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Problem formulations (8.40)—(8.42) and (8.43)—(8.45) are called embedded optimal
control problems (EOCP). Please note that I" ¢(-) is the increment function from the
RK scheme for the convexified dynamical system (8.39). To assess the first-order
necessary conditions we define the Hamiltonian by

N,

— k] =
H (R, Xier, b)) =Ry Z 1, (R, ) (8.46)

In the Hamiltonian (8.46) the control g[k] appears linearly, which allows us to state
the switching function
oH = = - _ =T ~ —

— (X[k]’ Ak P[k]) S (X[klv Ak, “[k]) = Aty (X[kl’ “[k]) =0
q

forallg =1,..., N;. From Theorem 4.6 we know that the relaxed binary control
may take on values from the boundaries, if the switching function has a sign, i.e.,

—Ik] LS, (’A‘[k],)»[k]’ﬁ[k] <0
M _

. = _ (8.47)
0 S (x[k],l[k],u[k] >0

for each ¢ =1,..., N,. For the case Sq&[k],x[k],ﬁ[k]) =0, k=0,...,N,, the

relaxed binary control values satisfy the condition g[qk] € (0, 1) and the correspond-
ing arcs are called singular arcs (cf. Sect.4.2.3). Consequently, a relaxed binary
control trajectory & is called binary admissible, if&[k] e{0,1}¥, k=0,...,N,is
satisfied. If the relaxed binary control trajectory & is binary admissible and the tra-
jectory (X, 6, 1) is also feasible, then the solution is valid to the original BSOCP. For
this case, the BSOCP can be considered as a conventional optimal control problem
with continuous-valued controls. Otherwise, if the relaxed binary control trajectory
o is not completely binary admissible, the trajectory of the EOCP must be post-
processed such that a feasible trajectory for the BSOCP is obtained. In this case,
the BSOCP can not be solved in a classical manner and is indeed an hybrid optimal
control problem. Homotopy or post-optimal approximation strategies for obtaining
binary feasible trajectories are discussed in Sect. 8.4.
The embedding procedure is summarized in Algorithm 8.5.

Algorithm 8.5 Embedding Method

1: embedding of the original BSOCP into a larger family of continuous problems using (8.38)
2: applying an appropriate direct transcription: (8.40)—(8.42) or (8.43)—(8.45)

3: solving the NLP

4: applying a rounding strategy if singular arcs are presented (see Sect. 8.4)
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8.3.2 Two-Stage Algorithm

Indirect shooting methods produce highly accurate solution trajectories for SOCPs
but their applications can be impaired by the difficulty to make a good initial guess,
i.e., of the costates. This obstacle can lead to a small domain of convergence for
many practical problems. In contrast, direct transcription methods work efficiently
and robustly on problems with a predefined discrete state sequence. No costates are
required for the solution procedure but the costates can be recovered from the solution
of the direct algorithm after the termination. It is therefore obvious to combine
some characteristics of both principles to gain a more robust optimization strategy
for SOCPs. This leads to the class of two-stage algorithms. Two-stage algorithms
have a high computational cost but improve the accuracy and enlarge the domain of
convergence.
Let us consider, the SOCP (8.1)—(8.6) formulated as Mayer problem

il e ¢ 14O = mE ) (549
subject to

X(t) = £, (x(2), u(?)), fora.e. t € [to, t] (8.49)

x(fy) = Xo (8.50)

xz,1(tf) =Xy (8.51)

where the Hamiltonian is defined by

H&(), (1), A1), u(t)) = AT (1) - £, (x(1), u (D).

Our intention is to insert an additional mode ¢g* into the switching sequence ® =
((t0, q0), (t1, q1), (t2, q2)) for a time interval Az centered at time ¢* with | < * —
0.5Af and t* 4+ 0.5At < 1, such that the new switching schedule is obtained as
O = ((ty, q0), (t1,q1), (t* — 0.5A¢1, g*), (t* + 0.5At, q1), (12, g2)). The principle is
illustrated in Fig. 8.5.

A necessary condition of the hybrid minimum principle (HMP) for SOCPs without
state jumps is that the Hamiltonian before and after a change in the switching sequence
must be identical, i.e.,

H&(). q (), Aey),u(t))) = H(E), ¢(t), A u@))).  (8.52)

This motivates to reformulate (8.52) as a descent condition for the new mode ¢ (t*)
AR =HE&@), g(@™), A1), u(@™) — HEXE), q(t;41), A7), u@™),  (8.53)
for [t* —0.5At,t* +0.5A1] C [t),tj+1], j =0, ..., Ny, Egerstedtetal. [23] and

Axelssonetal. [3] proved that the descent condition is a well-defined partial derivative
of the cost function with respect to the switching time ¢*:
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q

q;
Qo q*

ty t; t*-%At t* t*+%At t, t, t

Fig. 8.5 Insertion of the new mode ¢* in the interval [z* — %At, t* + %At] (Schori [60])

¢

= AH.
or*

This partial derivative was also derived in Xu and Antsaklis [74] and Kamgarpour
and Tomlin [35].

The insertion of a mode ¢* may yield a decrease in the cost function value, when
the descent condition (8.53) is negative with respect to the insertion. It is therefore
desirable to alter the switching sequence, where the descent condition (8.53) has the
lowest negative value

q(t*) = argmin AH. (8.54)

Let us now discretize (8.48)—(8.51) using a direct shooting transcription which
yields

min - P Xjy,) =mEw,)
yeR™, GeN_]
subjectto X[ =Xy
(i[Nr])[If] — Xy = 047,51
¢z () <Oy, x1, k=0,...,N;
cz(dp) =0y, <1, k=0,....N,

where ¢ () are the discrete state constraints.
Based on this observation, the following two-stage algorithm is introduced:

1. in the first stage: a direct shooting transcription is applied for finding the opti-
mal continuous-valued controls for an initial guess of the discrete state sequence
q. Once the NLP-solver terminates, discretized continuous-valued states X, and
continuous-valued controls u as well as a set of Lagrange multipliers p ; are
obtained for the assumed switching sequence . With an approximation of the
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costates A(-) using the recovery procedure presented in Sect. 8.2.4, the Hamil-
tonian can be evaluated

_ =T
H (R Qe Mt Bpag) = Aggg - Bz, (K ) 5

and

2. in the second stage: the switching schedule q is altered based on the evaluations
of (8.54). The schedule is altered at the time instant k, where the largest descent
in the Hamiltonian function can be achieved by altering qy;, at this time instant.

The algorithm alternates between these two stages, until a termination criterion is
fulfilled. As such criterion may serve

AHpin < € (8.55)

where AH,,;, is the largest difference between the Hamiltonian calculated for any
q at one of the time instants k and the current Hamiltonian calculated at the same

time instant. Due to the fact that the costates A are only an approximation, numerical
errors may prevent the fulfillment of the termination criterion (8.55). Thus, other
termination criteria might be necessary.

The overall algorithm uses here a direct shooting transcription but can also be
implemented with a direct collocation transcription. The main function
TWOSTAGEMETHOD accepts an initial guess of q and uses an ordinary, non-
sparse NLP-solver to find optimized continuous-valued controls u for this switching
sequence. The solver iteratively calls the function IVP to calculate the state trajectory
X such that the cost function can be evaluated. After the completion of the nonlinear
optimization, the state vector X is computed for the corresponding continuous-valued
controls and the given switching sequence.

The Lagrange multipliers p , for the final states are returned by the NLP-solver,
which are necessary for the costate recovery. The function COSTATES calculates an
approximation of the costates A(-) by a backward integration method as described in
Sect. 8.2.4. The calculation by a forward integration is of course also possible.

Once A is returned to the main function TWOSTAGEMETHOD, the minimum Hamil-
tonian function values H’q‘ can be computed for every time instant k£ and for every
discrete state ¢ and are compared against the current Hamiltonian function values
H¥,,. The combination of time instants k and the discrete state g in code line 17 from
Algorithm 8.6 yields the largest decrease in the Hamiltonian function at a time instant
k. The switching schedule is then altered respectively. These steps are repeated until
the termination criterion is fulfilled.

The overall algorithm is rather slow, since the switching schedule is altered on
each iteration at one time instant k only. More instants can be modified during each
iteration, but is generally not recommended.



256 8 Direct Methods for Optimal Control

Algorithm 8.6 Two-Stage Algorithm (Schori [60])

: function TWOSTAGEMETHOD

: Define €, i nir» Winit»> X[0] t= Gy
g <~ ginit

U < Wjpjr

: AHpin < —00

: while AH,,i, < € do

@, py) < NLP(q, T, t)

X < IVP(q, U, t, X[o))

X < COSTATES(X, Q. W. £, st ;)

A Gl e

°

=T - _ _
10: 'ngur <« )‘[k] -f (X[k], qpig» ll[k]) , k=0,1,...,N;
11: for k < 0 to N; do

12 forall g € O do _
13: H’; <~ min H (i[k], 4, Mi» “)
ueld (kh,q)

14: u"; «<arg min H (i[kj, q, X[ka “)
ueld (kh,q)

15: end for

16: end for

17: (i, ]) < an’l]\n (H](; - H]L(‘ur)

18: ﬁm <~

19: Wy < uf

200 AHpin < H) — Ml
21: Hiur < H,!

22: end while

23: return X, U, A, q

24: end function

25: function IVP(q, u, t, Xj0))
26: for k < Oto N; — 1 do

27: hy = te1 — Ik
28 X1y < X+ i Ty (Rug Qg Qe 1) W) W1 s B
29: end for

30: return X
31: end function

32: function COSTATES(X, @, U, t, ft f)
33 Ay = —= &) + iy
3 (X[Nr])[z;]
34: for k < N, — 1to 0 do

35: hie = teg1 — Ik

- ary _ _  _ o T
36: Ay = |:I+hl< : 3i[1.<] (Kot Qs Ty, Vs u[k+l]»tk,hk):| A1
37: end for _

38: return A
39: end function
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8.3.3 Switching Time Optimization with Parameterized
Switching Intervals

The solution trajectories obtained from Sect. 8.3.1 can be further refined with respect
to the switching times. The corresponding optimization is called switching time opti-
mization (STO) and can obtain, depending on the initial estimation of the switching
times, a remarkable improvement of accuracy of the switching time instants #; and
thus of the cost value.

The main step of the switching time optimization is a variable time transfor-
mation which transcribes the SOCP into an equivalent continuous optimal control
problem without discrete control variables but parameterized by the switching arcs.
This requires that the feasible initial solution to the SOCP is decomposed into an
hybrid execution sequence. This new formulation is continuously differentiable in
all optimization variables and allows the numerical calculation of derivatives with
respect to the switching arcs. Figure 8.6 illustrates the idea of representing a binary
solution using switching arcs.

In Fig. 8.6, the number of stages N and the mode sequence D = (09, o1, .. ., 0¢)
have to be known, but the switching arcs ¢ = [¢o, 61, . - - , 6] can be varied.

For the time interval [#, #7] a variable time transformation is used according
to Gerdts [28]. Therefore, a main time grid G,, and a minor time grid G,, will be
introduced additionally to the standard time grid G;. The main time grid G;, contains

fixed grid points 7;, i =1, ..., N;, which cannot be varied by the optimization and
is defined by
l0=T1§T2§-~-§TN,2=tf, g,2 = {TlvTZ,-'-vTN,Z} (856)
T T T T T T T T T
1 - —
L osg- J
o
"E 06* gO g1 g2 QS C.:4 gs QG B
Q
o
P
S o4f .
£
o
0.2F |
GO 10 20 30 40 50 60 70 80 90 100
t(s)

Fig. 8.6 Tllustration of the switching arc representation for seven subintervals for a system with
N, = 1 over the time interval vVt € [0, 100]
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with N;, € N, g intervals. The minor time grid G,, is chosen depending on the solution
of the discrete controls obtained by the prior optimization approach. The sequence
of the discrete controls {0} j—o,..., Ny—1 with piecewise constant functions o' () = 0 ;
fort € [tj, tj41] is used to define the minor time grid by

<t <t <--- <ty =ty, G = {to.01,.... 15, } (8.57)

where G,, € G;, € G, holds. It should be noted that the minor time grid is non-
equidistant, because the grid depends on the switching arcs of o (-).

Now, the idea is to define an appropriate variable time transformation ¢ = 7(7) in
order to be able to control the length of the transformed minor time grid intervals
[#;, tj+1] by an additional function ¢ (-). The general form of the time transformation
is given by

(1) =1ty —|—/ c(s)ds, T el ts] (8.58)
1o
with
t/‘
/ §(S)ds=lf—l()

to

where 7 is a new time variable. We impose that the function ¢ (-) is from the class
of piecewise constant functions, i.e., ¢(t) = ¢; for ¢ € [t;, tj41]. This allows us to
define ¢; as the length of the minor time grid intervals by

Gji=1tj+1 —1j, j:O,...,Nt3—1. (859)

Defining a function « : N — N that assigns each index of the main time grid G,, to
the corresponding index of the minor time grid G, i.e., j = a(i) for T; = ¢;, allows
us to obtain a relationship between the main time grid and the minor time grid with

a(i+1)—1
> si=Twm—Tni=Ll... . Ny—L

J=ali)

The values of the binary controls o ; within each main grid interval [7;, T; ] are
deleted if the corresponding minor time grid intervals ¢; approaches zero. By apply-
ing (8.59) we obtain a special case of the variable time transformation (8.58) which
converts each minor grid interval onto the unity interval t = [0, 1] with

T
fj(l’) Z=lj+/ gjds,
0
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for j =0,..., N, — L. This transformation can be found in [46] and has the posi-
tive effect that the continuous-valued states and controls are independent from the
length of the minor time grid intervals ¢;, j =0, ..., N, — 1 which allows that the
continuous-valued states and controls can be discretized by the methods discussed
in Chap. 5.

The continuous-valued states x;(-), the continuous-valued controls u;(-), and
binary controls o ;(-) are now functions depending on the new time variable 7 €
[0, 1]. The functions X; : [0, 1] — X,@; : [0, 1] = U,and g : [0, 1] — $2 are then
defined on each minor time grid interval by

X;(1) == x(t; + 7g;)), (8.60)
u;(7) :==u(t; +7g;)),
oi(t):=0(t;+1gj),

fort €[0,1]and j =0, ..., N;; — 1. The evolution of the continuous-valued states
(8.60) is a solution to the ODE system

%(0) = ¢ 3,0 &y (0), W;(1), j=0,..., N, —1
which is concatenated by the continuity conditions
X0 =%_(1), j=1,....,N,— 1

The variable time transformation has the following consequences:

e the interval [¢;, ;4] shrinks to the single point {¢;} if ¢; = 0; and
e the derivation of the parametrized time 7; () with respect to the new time variable
T yields

a7, ,
d—;(f)zg,, j=0,...,N, —1.

Then, the continuous optimal control problem for the switching time formulation
can be stated as:

Definition 8.3 (Switching Time Optimization with Main and Minor Time Grids)
Let the binary controls, continuous-valued controls, continuous-valued states, and
constraints be defined on the normalized horizon by ¢ : [0, 1] — {0, 1}Ye with
N, € Nog,w;: [0,1] = U, %; : [0, 1] = X, f5 : X x U= X, ¢; : U— RN, and
¢; : X — RV respectively. Then, a switching time optimization with main time
grid (8.56) and minor time grid (8.57) can be formulated as Mayer problem:

min m (iN,3_1(1)) (8.61)

% (1), 4;(v), geR™

subject to
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Vrelo,1]  (8.62)

%0(0) = xo (8.63)
XNy, -1z, =X (8.64)
a(i+1)—1
> i —Ti+T; =0, i=1,....Ny—1
J=a(i)
(8.65)
X;(0) =x;_1(1) =0y, x1, j=1,..., Npy — 1
(8.66)
_gjfov j:O,...,N[3—1
(8.67)
¢; (U;(7)) < On,, x1, j=0,...,Ny—1,
VT €[0,1] (8.68)
;X (1) = On, x1, j=0,...,Ny— 1,

VT e[0,1]. (8.69)
A

One can observe that the constraint (8.66) couples the endpoint states X; (0) of time
intervals j € {1, ..., N;, — 1} with the endpoint states X;_; (1) of the previous time
intervals. These sequential constraints are known as linkage conditions or coupling
conditions.

The STO (8.61)—(8.69) can be solved by Runge—Kutta discretization on individ-
ual time grids g,f for each switching arc ¢;, j =0,..., N, — 1, which yields the
discretized state equation

ZtheH1] Tk ik Ikt 1] (K] =lk+1] =Tkl =Tk j
X; =X; +h-Ff(xJ- X, Lw;,m; .0, ,0; ,tk,h), t € Gl.

The time grids Q,j must be chosen such that the endpoints of the switching arcs are
met. Applying a direct collocation method yields the NLP formulation:
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. =[N ) (:* ) ) 870
min X _ =m X _ .
<5 ;GRN’3¢( Niy—1 ( N=1) (v ( )

subject to
r =lk] .
i (8)), J=0. 0 Ny =1 k=0,....N,
—1k] .
g(37) = c?(f?k])’ j=0 k=1 N <0 (8.71)
o (ij ) j=1... Ny—1,k=0,....N,
-, j=0,...,N,—1
relkl] Ik =l Zlh+1] (k] =T+ =lk] <lk+1] .
g _X/ —h'rf(Xj,Xj sujsuj QUjvaj ,tk,h),
j=0,....Ny—1,k=0,...,N, — 1
(§[N,1 ) X/
- Niyp—1 -
h (% ﬁ) = - R =0.
i —1
D ST+ T i=1.. N,—1
J=ai] 0 N
i R =N, -

"~ (8.72)

According to Sager [54] the reformulation of a SOCP to a STO can result in addi-
tional non-convexities in the optimization space and thus requires a good initial guess
for the arc lengths ¢;, j =0,..., N, — 1 and initial values X;(0) = x(t;), j =
0,..., Ny, — 1 at the switching time instances. A recommended measure is to use
the trajectories of an EOCP with rounding strategy. Embedded optimal control prob-
lems provide good guesses for the number of switching arcs as well as initial values
for the trajectories with moderate computing power.

If an arc length is reduced to zero g; = 0 by the NLP solver, the corresponding
switching time is undetermined and leads to a non-regular situation. This situation
requires special care to be taken. A pragmatic solution is the deletion of this switching
arc if the control and state constraints will not be violated.

8.4 Numerical Methods for Obtaining Binary Feasible
Control Functions

Solution trajectories from embedding approaches may have singular arcs. A naive
procedure to obtain binary feasible solutions would be an isolated round-up and down
by ceil [-] and floor |-| operators to the nearest binary value for each time instant
tr € G;. In general, this is not a good idea since rounded solutions are often poor
solutions or even infeasible. Indeed, it is not difficult to construct examples with
this naive rounding procedure that will not work. For instant, continuous-valued
states obtained from an ODE with rounded binary feasible controls ¢ may deviate
considerably from the continuous-valued states of the relaxed counterpart.



262 8 Direct Methods for Optimal Control

Bengea and DeCarlo [5] suggested, that a binary feasible trajectory can be calcu-
lated, such that the state trajectory is arbitrarily close to the infeasible state trajectory.
This rises the question for numerical algorithms how to obtain binary admissible solu-
tions and how to measure the performance of any relaxed solution to a specific binary
solution obtained by a rounding procedure.

A strategy for dealing with singular solutions can be the attachment of complemen-
tary constraints to the NLP problem. These formulations are known as mathematical
programwith complementary constraints (MPCC). For a system with two binary con-
trols, the respective constraint for any time instant can be written as o(-) L o»(-),
which means that either o (-) or o,(-) is zero at time ¢. This constraint can be for-
mulated by

o1(t) - (L =o1(1) + 02(1) - (1 = 02(1)) =0
o1(1) + oa(t) = 1.

The first equation is usually applied to the nonlinear programing problem as soft
constraint by penalizing the non-fulfillment of the complementary condition. For the
general case, we obtain the constraints

N,

D oyt)- (1—0y()) =0, o, €[0,1] (8.73)

g=1
Nq
Do =1
q=1

for all binary controls. However, MPCCs have the potential drawback that the control
set is not convex and even not compact. Therefore, the constraint qualifications
MFCQ and LICQ (cf. 2.14 and 2.15) do not hold. This produces the observable
result that NLPs can sometimes not consistently be solved. This raised the issue
in the mathematical community whether MPCCs can be regarded as numerically
unsafe. Indeed, MPCCs have to be treated with some caution but can perform very
well as reported by Leyffer [42].

The complementary constraints (8.73) can be ameliorated to a certain extent by
introducing the formulation

Nq
Do) (1—0,0)) <y, o4 €0,1],

g=1

where the factor y tends to zero by repeating the optimization process. The process
y — 0is known as homotopy. Consequently, the method is called homotopy method
(Kirches [36]).
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A practical way to realize a homotopy approach from above is to append the
penalty terms (8.73) to the cost function which yields

R Yoo
¢:=¢+(x2/ o, (1) - (1 — oy (1)) dt
q=1""

where « is a weighting factor. In general, « increases and gives more weight to the
penalty terms (8.73) until they hopefully vanish. The success of this approach depends
strongly upon the choice of o and the problem formulation itself. We employ the
homotopy approach based on the proposal by Schifer [59] to avoid singular solutions
in Chap. 13.

A numerical investigation of this approach has also been performed by Sager [54].
A methodology to minimize a bad choice of the « factor is the successive increase
of the penalty term using

a; = ooy, i=0,1,2,....

A more recent strategy to deal with the lack of regularity is to introduce nonlinear
complementarity problem (NCP) functions. An overview of different NCP functions
that can be used for implementing the complementary constraints is given by Leyffer
[42]. Unfortunately, these functions lead to other numerical difficulties, as they are
usually non-convex and in many cases locally not continuously differentiable.

Sager [54] recommended the application of a combination of rounding strategies
for the binary variable ¢ (-) based on switching time optimizations and a penalty term
homotopy. He analyzed different rounding strategies to obtain a suboptimal solution.
A treatment of error bounds for a rounding strategy can be found in the article of
Sager et al. [58]. Several rounding strategies are presented in Sager [54, 55]. Among
them is:

Definition 8.4 (Sum-Up Rounding) Let 6 : [to, 1] — [0, 11 be a piecewise con-
stant function defined by
&j(l‘) Z:bj,,', te[f[,[i+1), iE{O,...,N[4—2}

Gi(t) :==Dbjn,—1,1 € [tn,—1, tN,]

onafixed mesh grid G4 withfy = 1y < - -- < ty,, = t;. Letthe binary feasible control
function o : [tg, tf] — {0, 1}N‘f, which satisfies constraint (3.20), be defined by

O'_,'(l) =aj,;, te[t,-,t,-+1), iE{O,...,Nm—Z}

O'j(l‘) =AjNy-1, t e [tN/4—l’th4]'

Then, the binary values a;; are approximated from the relaxed function values b; ;
by:


http://dx.doi.org/10.1007/978-3-319-51317-1_13
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i i—1
[1]‘.,' = ij,kAlk — ZajﬁkAtk
k=1 k=1

1 lf&,, > Zlk,,' Vk 75]
aj;:=11 elseifa;; =ax;and j <k

0 else

where Af;, = t;+1 — #;. Consequently, o (+) is the result of the sum-up rounding pro-
cedure applied to 6 (-).

A

Figure 8.7 illustrates the sum-up rounding. The introduced mesh grid in Definition
8.4 can be different to the one used in the direct optimization method. For the case
that the chosen mesh grid G,4 equals G,, the constants b; ; are exactly the values from

the discretized control vector 6.

For an estimation of the sum-up rounding error let us consider affine differential
equations of the relaxed controls ¢ (-) and the binary controls o (-), respectively, and
their connections. For this reason, let us assume that an IVP of the following form
is given

YO =Ay®)o (),  ylo) = Yo, (8.74)

where the entries of the matrix A(y) € R™ x R depend on y(-). The following
theorem states how the difference of the solution trajectories to this IVP (8.74)
depends on the integrated difference between control functions.

Theorem 8.1 (Sum-Up Rounding Error [56]) Suppose Definition 8.4 holds. Then,
let y(-) and z(-) be solutions of the IVPs

YO =Ay@)6 (), y) =Yo
z(t) = A@@)o (), z(ty) =2y =Yo

witht € [ty, tr]. If positive numbers Ly, M € R.q exist such that for all t € [to, 7]

6@ <1
lo@l <1
IAG®) = M Va(r) € RV
IAG@) =A@ = La- Iy0) =20l ¥y(),2() € R

applies, then it holds that

< (N, — At

/ ' o(t)—o(r)dr

fo
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then it also holds

Ily() — 2] < (2M SNy =1 _max i — 1 }) et

~~~~~ !

Sforallt € [1, tr].
Proof The proof is given in Sager et al. [56]. ]

Theorem 8.1 allows us to relate the difference between the states y(-) and z(-)
where y(-) is obtained from any relaxed solution and z(+) is a specific binary solution
obtained by sum-up rounding to the mesh grid size. In other words, the maximum
allowed error can be chosen by selecting the mesh grid fineness from the direct
method appropriately. Hence, the error can be made arbitrarily small. In Sager et al.
[55, 56], itis shown that similar results can be obtained for different sum-up rounding
strategies. For nonautonomous systems A(-, r), Sager et al. [57, 58] presented an
extended error bound.

Another class of rounding procedures that find binary feasible solutions can be
realized as branch-and-bound algorithms. We follow the definition in Turau [72] and
Schori [60] and present the following greedy-based rounding strategy:

The tuples J and A are introduced that define constraints to be respected, when
solving the NLP. The tuple 7 contains index-pairs (¢, k), k =0,...,N;, q € Q
and the tuple A contains values a from the set {0, 1}. For each pair of elements from
J and A, the constraint

— 1kl
o, =a
q
is additionally imposed.
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Fig. 8.7 Illustration of the sum-up rounding for a system with N, =2 over the time interval
t € [0, 100]
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Initially, both tuples are empty and the NLP is solved. The tuples are then extended
in two steps:

e first step: is a rounding step that rounds all a >1—¢efor0 <e <« 1toland

—lk
all & p . < & to 0. The rounded values are then imposed as additional constraints;
and

° the second step: the index pair (¢, k) ¢ J is found, for which the distance |0.5 —

—lk
| is the largest. For this index pair, (T is also rounded to the nearest value:
zero or one.

The second step can be repeated N, times. Choosing N, higher will speed up the
algorithm but may yield inferior results. The same is valid for the value of . With
the newly defined constraints, the NLP is then solved again. The algorithm stops, if

—lk] . =. . . -
allo g are constrained. Then, ¢ is a binary feasible solution & .

8.5 Discussion

Indirect methods usually find highly accurate solutions by attempting to solve the
first-order necessary conditions for hybrid optimal control problems. Thus, for an
indirect method, it is necessary to derive the canonical equations, the Hamiltonian
minimum condition, and all of the transversality conditions. This can be a difficult
task even for experienced users with fundamental backgrounds on optimal control
theory. This is even more difficult if these expressions must be obtained from com-
plicated black-box applications as they appear often in (automotive) practice.

Many of the issues of indirect methods are solved with direct methods. Direct
methods do not require the derivation the first-order necessary conditions, which is
often used as argumentation that direct methods are more appealing to users. Never-
theless, the sparse NLP solvers introduce many additional degree-of-freedoms, e.g.,
the choice of the transcription method, the integration scheme, and the sparse NLP
configuration, which need to be selected appropriately to the formulated problem by
the user.

One can state the following advantages of direct methods:

e larger domain of convergence;

e casily incorporation of state constraints ¢, (-) into the NLP formulations with the
direct collocation transcription; and

e direct methods combined with numeric or automatic differential schemes have the
benefit to be flexible adapted to new problem instances with less effort

and disadvantages:

e solutions not as accurate as obtained from indirect methods;
e large optimal control problems need NLP solvers with sparse matrix exploration;
e costate trajectories can not be obtained directly; and
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e incorporation of state jumps 8, 4+ (-) lead in both direct transcriptions to a
o . . JENT T, .
nonsmooth optimization problem even if the state jumps are assumed to occur
only at multiples of the mesh grid points G;.

To overcome some disadvantages of the direct and indirect methods, one can combine
both methodologies. A common fusion approach is homotopy. Homotopy in this
context is the idea of embedding a complex problem into simpler subproblems.
Such methods are also referred to in the literature as continuation, deformation,
or embedding methods. The idea can be applied to indirect methods for providing
improved initial guesses for the costates (Bulirsch et al. [16]). A direct collocation
method is first applied to a simplified OCP where all state constraints are neglected
as long as the resulting problem is well-defined. The costates can then be recovered
as described in Sect. 8.2.4. This methodology preserves the high accuracy of indirect
methods while disadvantages caused by ill-conditioning are considerably reduced.

An important question is, whether the discrete approximation of a SOCP con-
verges to the continuous formulation for 7y — 0, k =0, ..., N,. The necessary
additional continuity requirement made by Mordukhovich [48] and Gerdts [29] in
their convergence analysis can be problematic, when the discrete controls are relaxed
to continuous-valued controls as in the embedding approach. In this case a bang—bang
solution is expected and therefore the controls will not be continuous but continuous-
valued. A convergence rate for the approximation of a discrete initial value problem
for hybrid systems with state jumps is derived in the works of Tavernini [68, 69].
However, this convergence rate is only valid, if a variable time grid is used as proposed
by the author.
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state is approximated using fixed collocation points and global polynomials which
can be increased in the order-of-degree to achieve a high accuracy. This method has
been developed originally to solve partial differential equations within computational
fluid dynamics problems. In their purest form, these methods do not subdivide the
time horizon into time intervals but represent states as single high-order polynomials.
A detailed convergence analysis for the discrete approximation of continuous optimal
control problems has been addressed by Mordukhovich [47, 48], and Gerdts [29].
A good overview paper of MINLP methods like branch-and-bound, outer-
approximation, generalized Benders decomposition, and cutting planes is given by
Grossmann [30]; for non-convex MINLP a survey is given by Burer and Letchford
[17]. A good historical view about BB methods is presented by Cook [21]. The BB
algorithm was developed in the sixties for integer programming (Land and Doig
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[37]) but the name was originally coined by Little et al. [44]. Later on, it was also
applied to global optimization. The outer-approximation method has been first devel-
oped by Duran and Grossmann [22] and then continued by many authors. Among
them, Fletcher and Leyffer [25]. Fletcher and Leyffer [25] proposed a quadratic
outer approximation. The generalized Benders decomposition, proposed by Geof-
frion [26], is similar to the outer-approximation method. Quesada and Grossmann
[50] proposed an algorithmic scheme that combines the use of linear programming
(LP) and NLP in an original branch-and-cut scheme. Bonami et al. [14] proposed a
hybrid algorithm that uses LP/NLP branch-and-bound and outer approximation. An
algorithm for MINLPs with a constraint on the maximum number of switchings is
proposed in Sager et al. [57]. An efficient decomposition algorithm for BB is pro-
posed by von Stryk and Glocker [67]. Leyffer [41] showed that branching is allowed
after each iteration of the NLP solver which speeds up the optimization. Gerdts and
Sager [27] generalized necessary conditions and bounds from mixed-integer optimal
control problems based on ODE:s to differential algebraic equations.

Xu and Antsaklis [75] described a general rwo-stage procedure. In the first stage,
the continuous-valued controls u(-) are optimized. The second step involves optimiz-
ing the switching times ¢; and varying the switching-order and the total number of
switchings. No specific procedure for the variation of the switching sequence is men-
tioned. In a different work of the same authors (Xu and Antsaklis [74]), a derivative of
the value function with respect to the switching time is derived and a gradient descent
approach is employed to alter the switching times. The HMP[MCS]-algorithm pro-
posed by Shaikh [63] is based on an initial guess of the switching instances ¢; and the
continuous-valued states at the switching times x(¢;). For each segment [z;, t;11),
a continuous OCP is solved and the trajectories x(-), A(-) are assembled for the
entire time span [fo, ¢ ]. Based on the differences in the costates and the Hamiltonian
of the assembled trajectories at the switching time instant, i.e., l(tf) —A(t;) and
'H(t;') — H(tj_), the states x(¢;) and the respective times are varied until the absolute
values of the differences fulfill a lower bound condition. In the work of Alamir and
Attia [1], a first initial guess of the discretized controls u and discrete states q is
made and the corresponding discretized state trajectory X and costate trajectory A are
calculated, such that the Hamiltonian function value can be computed for any time
instant. In the next step, optimized control inputs w* and q* are computed, such that
the Hamiltonian function is minimized for each time instant. A penalty factor added
to the Hamiltonian function stabilizes the algorithm by reducing successive varia-
tions of the system inputs over the iterations. The approach proposed by Niiesch et
al. [49] alternates between solving a NLP problem for finding the continuous-valued
controls and solving a dynamic programming problem for obtaining a switching
sequence. In the dynamic programming problem, the cost function is composed of
the sum of the Hamiltonians at all time instants and a term for the switching cost.
The costates A(-) are assumed to be constant for the specific case regarded. In Xu
and Antsaklis [77], Egerstedt et al. [23], Kamgarpour and Tomlin [35], and Axelsson
et al. [2, 3] methods are described for finding the optimal switching times of a
switched system with continuous states and with predefined mode sequence by tran-



8.6 Bibliography 269

scribing the switched system into a NLP using the partial derivatives of the cost
function and the first-order necessary conditions for optimality with respect to the
switching times. Egerstedt et al. [23] and Axelsson et al. [3] start with an assumed
switching sequence and then optimized the length of each interval [#;, #;41) without
modifying the mode sequence. In the next step, the switching mode sequence is mod-
ified by inserting a mode, where a specifically derived derivative of the cost function
with respect to the insertion of a mode does not vanish. The results were extended to
switched systems with discontinuities on a switching in Schori et al. [62]. For similar
problems, a numerically fast algorithm based on the differential transformation is
demonstrated in Hwang et al. [33]. The two-point boundary value problem is con-
verted to a problem of solving a system of algebraic equations. Another two-stage
approach is to cast the SOCP into a MINLP and to solve it with BB methods. When
SOCPs are converted to MINLPs, the number of discrete variables is in general very
high and hence, this type of approach will be unfeasible for most cases. Many efforts
have been made on a reduction of the search tree’s size. Sager [54] gives a wide
overview of methods for solving MINLPs and their application to HOCPs.

Bengea and DeCarlo [5—7] applied the convex embedding idea to switched optimal
control problems and showed that the binary feasible solutions can be approximated
arbitrarily close. Singular arcs in the context of embedded optimal control has been
considered by Riedinger et al. [52]. In Boehme et al. [13] has been shown that a sub-
optimal solution can be found with a heuristic rounding strategy. For hybrid systems
with state jumps, the dynamic programming algorithm can be a valid approach, if
the number of continuous-valued states x(-) is rather low. For systems with a high
number of continuous-valued states, a direct method with embedding can yield a sub-
optimal solution that is usually close to a fully optimal solution as shown in Schori
et al. [62]. In the context of autonomous systems, HOCPs with state jumps have
been treated in Xu [73] and Attia [53]. Related cases are the HOCPs where no jumps
in the state occur but additional costs are added to the objective function for every
switching. Hybrid dynamic programming is widely applied to this type of problem
as in Hedlund and Rantzer [32]. A method for problems that have an upper bound on
the number of switchings is proposed in the work of Sager et al. [57]. An embedded
optimal control problem is solved using a NLP solver. To find a switching schedule
that satisfies the upper bound on the number of switchings, a mixed-integer linear
programing problem is solved that minimizes a distance to the relaxed switching
schedule obtained from the solution of the embedded problem but fulfills the integer
conditions as well as the condition imposed on the number of switchings.

Nondifferentiable optimization, also known as nonsmooth optimization, has
received considerable attention in the past decades (e.g., Bertsekas [8], Clarke [20]).
Several textbooks are available on this subject, among them Balinski et al. [4],
Bonnans et al. [15], and Shor [64]. Nondifferentiable optimization problems bene-
fits from adapted methods such as generalized Newton-type methods for nonsmooth
equations presented in Butikofer [19]. Even though no proof of convergence exists,
it has been shown in many cases that quasi-Newton methods perform well on non-
smooth problems (Lewis and Overton [39] and LukSan and Vicek [45]). Automatic
differentiation (Rall [51]) in combination with a black-box method, that heuris-
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tically defines the gradient from the set of sub-gradients where a function is not
continuously differentiable, can improve convergence (Lemaréchal [38]). For the
case of state jumps, Schori et al. [61] showed that using a convexified jump function
S(q(,;), g (-) and sub-gradients can make discontinuous optimal control problems
amenable to standard nonlinear programming solvers. With the convexified jump
function the embedding approach was directly applied and a discontinuous embed-
ded optimal control problem has been obtained.

Post-optimal recovering procedures for the costates were proposed by Enright
and Conway [24], von Stryk [65] among others. Biiskens [18] investigated the jumps
in the costates and proposed algorithms to compute these separately.
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Numerical Implementations



Chapter 9
Practical Implementation Aspects
of Large-Scale Optimal Control Solvers

9.1 Sparse Linear Algebra

The key feature of modern nonlinear programming solvers for direct minimization
of optimal control problems, is a sparse linear algebra kernel. The full discretization
of optimal control problems generates many optimization variables and constraints,
such that the linear systems, arising in QP-subproblems of sequential quadratic
programming (SQP) methods are very high dimensional and sparse.

Therefore, we give a short introduction into sparse matrix representations and the
special features of sparse linear algebra.

9.1.1 Sparse Matrix Formats

As described in many textbooks about sparse matrix computations such as Tewarson
[39], Duff et al. [8], Saad [36], Davis [7], and Pissanetzky [33] there are many ways
to efficiently store sparse matrices.

In the following, we use some fundamental graph theoretical notations and con-
cepts, which are described in the Appendix A. If the reader is not familiar with these
prerequisites, we recommend to read Appendix A prior to this chapter.

Instead of storing a two dimensional array of size N,, x N,,, which is a common
matrix representation for dense matrices, a sparse unsymmetric matrix (represented
as a biadjacency matrix) can be stored by three vectors of length N,.: two vectors
for the row and column indices of the matrix entries and one vector for the values of
the matrix at the corresponding position defined by the row and column vector. Here,
N,; denotes the number of nonzero entries of the matrix. Additionally, the row- and
column dimension must be stored as two integer values, if the matrix has empty rows
or columns.
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A sparse symmetric matrix (represented as an adjacency matrix with additional
diagonal elements) can also be stored by three vectors and two integer values. The
advantage of the interpretation as an adjacency matrix is that only half of the off-
diagonal entries must be stored.

The factor d = N,./N,, is called density of the matrix. Obviously, the lower d,
the more efficient is the memory storage as a sparse matrix.

Despite the low memory consumption of this sparse storage format it is a great
advantage, that many matrix and matrix-vector operations can be executed very effi-
ciently. For example, the transpose of a sparse matrix can be calculated by simply
interchanging the row and column index vectors and for a matrix-vector multiplica-
tion only N,; multiplications and additions must be calculated.

Even more efficient is the storage of a compressed row index vector of length
N, instead of the full row index vector of length N, .. This can be achieved if in the
row column index vector only the number of nonzero entries for each row is stored.
This compression is known as row compressed storage (RCS) format. Compared
with the uncompressed storage format it has the little drawback that direct matrix
operations, e.g., the calculation of the transpose of the matrix, are more complex, but
matrix-vector operations, e.g., the multiplication of a transpose matrix with a vector,
can be executed equally efficient.

Analogous to the RCS-Format the column compressed storage format can be
defined, for which the number of nonzero matrix entries in each column is stored in
the column index vector.

9.1.2 Numerical Solution of Large-Scale Linear Systems

Since all system matrices, i.e., the KKT matrices in the QP-subproblems (cf.
Section 2.3.3.1), appearing in the SQP framework for optimal control are large-scale
and symmetric, we give a brief introduction to the sparse LDL”-decomposition,
which is supposedly the most efficient method to solve this type of problem. This
method is described in detail in Duff et al. [8] and Hogg et al. [21].

The LDL-decomposition applied to a sparse symmetric matrix A generates a
lower triangular matrix L and a block diagonal matrix D, such that A = LDL”
results. In case of a positive definite matrix A the matrix D is diagonal with only
positive entries. Otherwise, for an indefinite matrix A the matrix D is block diagonal
and contains 1 x 1- and 2 x 2-blocks. Due to pivoting strategies, which define an
elimination ordering r of the columns and rows during the decomposition, a decom-
position of the form PAPT = LDL is generally performed. Here, 7 is a permutation
of the enumeration 1, ..., N, and P is an N, x N,, matrix with entries Py ;) = 1, if
7y = j. The basic procedure of such a decomposition, which defines & at runtime,
is shown in Algorithm 9.1.
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Fig. 9.1 Example of fill-in: The blue dots in the left figure mark the off-diagonal elements of
the lower triangular part of a KKT matrix. The additional elements introduced by a LDL”-
decomposition are marked as red dots in the right figure. The total fill-in is in this case 19903

Algorithm 9.1 LDL” -decomposition

1: Set j < 1 and choose a small € > 0
2: while j < N, do

3: 7[[” <~ ]

4: if [A[j,(j1] > € then

5: Choose the 1 x linOtDUJ,UJ <_A[jl,[jJ-

6: Sets < 1.

7: else

8: Find k such that |A[k]'[_,‘]\ > €.

9: Symmetrically permute row/column & to position j + 1 and set
n[j-H] <~ k.

10: Choose the 2 x 2 inO[ D[j:j+]],[j:j+]] <~ A[j:j+l],[j:j+1]v

11: Sets < 2.

12: end if

130 LN js—11 < AN +s— 1D o1 js—1]

140 AGNLLENG < ALGNLLENG ,

—Ljn )0 +s— 1D js =1L s— 0 s 1 v -
15: j<—Jj+s.
16: end while

Very important for a decomposition of a large sparse symmetric matrix is a man-
ageable memory consumption, because the sparsity pattern of the lower triangular
part of matrix A will in most cases not be the same as the sparsity pattern of the
L-factor (Fig.9.1). In general the number of elements in the matrix L is at least the
number of elements in the lower triangular part of the matrix A and in the worst case
the matrix L can become dense.

Thus, the fill-in F (A, ) of the factors, which is the number of additional elements
introduced by the LDL” -decomposition, has to be minimized, such that the memory
consumption is minimized too. This number strongly depends on the edges of the
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graph defined by the adjacency matrix A and on the elimination ordering &. The
Jj-th step of the decomposition first introduces new edges, such that v; together with
its neighbors becomes a clique, and afterwards eliminates the vertex v; from the
graph. Each added edge represents one additional element in the factors. Algorithm
9.2 implements the determination of the additional elements in terms of a new set of
edges By, for a given elimination ordering 7 and a given adjacency matrix A with
the set of edges B as described by Tarjan and Yannakakis [38].

Algorithm 9.2 Fill-in Calculation (cf. Tarjan and Yannakakis [38])
1

1: Define the inverse elimination ordering 7 —
2: Define the temporary integer arrays & and .
3: Define the temporary integer variables v, w, and x.

as integer array.

4. Bf,'” «~ B

5: fori < 1to N, do

6: Q] < 0

7 By <0

8 Wi <

9: end for

10: fori < 1 to N, do

11: w <= T

12: apy] < W

13: ﬂ[w] <~

14: for all (v, w) € Bdo

15: if n[j)} < i then

16: X <

17: while B, < i do
18: ﬂm i

19: if x # o[y and (@[], w) ¢ B then
20: X <y
21: Add (x, w) to B_f,‘]]
22: end if

23: end while

24: if x = o[y then
25: Q] < w
26: end if

27: end if

28: end for

29: end for

The fill-in can afterwards be calculated by F' = |By;;| — |B].

Algorithm 9.2 conveys the idea of a fill-in reducing LDL” -decomposition. One
can first try to find a fill-in reducing elimination ordering 7 ; and a permutation matrix
P ;. Then, Algorithm 9.1 can be applied to the matrix PfAPjZ and the elimination
ordering is corrected only if numerical problems occur. These alterations of the
elimination order can in turn lead to a higher fill-in than expected. Therefore, the
treatment of small pivot elements is one of the main problems in the design of a
direct linear equations solver.



9.1 Sparse Linear Algebra 281

Obviously, the best possible elimination ordering is one that does not introduce
any fill-in,i.e., F (A, & ) = 0. Such an ordering is called perfect elimination ordering
(PEO). Unfortunately, a PEO does not exist for any symmetric sparse matrix, but it
can be shown that a PEO exists, if and only if the graph of an adjacency matrix is
chordal. An algorithm which calculates a PEO without any fill-in for an adjacency
matrix with a chordal graph G (V, B) is the maximum cardinality search.

Algorithm 9.3 Maximum Cardinality Search (cf. Tarjan and Yannakakis [38])
1

1: Define the elimination ordering r and the inverse elimination ordering 7 ~
2: Define the temporary set array A.

3: Define the temporary integer array o.

4: Define the temporary integer variables i, j, v and w.

5:fori < 1to N, do

as integer arrays.

6 A[l‘] < @

7. aj; <0

8: (] < 0

9: ][[_i]l ~0

10: end for

11: A“J = {1, ceny Nn}
12: i < n

13: j <0

14: while i > 0 do
15: Let v be the first element of A 1.

16: Remove v from Apj11).

17: T y] < i

18: ”[—”1 <« v

19: ap) <~ —1

20: for all (v, w) € Bdo

21: ifa[w] > 0 then

22: Delete w from Afgy,,+1]-
23: Q] < o]+ 1
24 Add w to A[a[w]+l]~
25: end if

26: end for

27: i <—i—1

28: j<—j+1

29: while j > 0Oand A(; 1) =% do
30: j<—j—1

31: end while

32: end while

In Yannakakis [43] it is shown that the determination of an elimination ordering
with minimum fill-in for a non-chordal graph and the determination of a chordal
extension of an undirected graph with the minimum number of additional edges are
equivalent. Unfortunately, it is also shown by Yannakakis [43] that both problems
are NP-complete, which means that a solution cannot be computed with a polyno-
mial time effort. Even though, there are some fill-in reducing strategies, which can
be computed fast and perform very well in practice. A good algorithm is the min-
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imum degree algorithm, which was first introduced by Markowitz [28] and further
developed and studied among others in Tinney and Walker [40], Rose [35], Liu [27],
George and Liu [13], and Heggernes et al. [20]. Another very good algorithm is
the nested dissection algorithm from George [11], which was further developed and
studied among others in Lipton et al. [26], Gilbert and Tarjan [15], Gilbert [14], and
Karypis and Kumar [24].

9.1.3 Checking the Positive Definiteness of Large-Scale
Matrices

For a fast convergence of the SQP-algorithm and the application of sensitivity differ-
entials, it is essential that the reduced Hessian is positive definite, i.e., that it has only
positive eigenvalues. If we deal with very high-dimensional problems and sparse
matrices, the reduced Hessian and its eigenvalues cannot be directly calculated in
an efficient manner. Therefore, we introduce another approach that is based on the
inertia of a matrix.

The inertia of a quadratic matrix H is a triple of nonnegative integers

In(H) = (I, (H), [_(H), lo(H))

where [, [_, and [, is the number of positive, negative, and zero eigenvalues of H,
respectively.

Theorem 9.1 (Theorem of Sylvester) Let S and H be real-valued quadratic matri-
ces. If H is symmetric and S is invertible, then In(STHS) = In(H).

A

Proof A proof for a more general variant of the Theorem9.1 for complex matrices
can be found in Cain [3]. O

Since the decomposition H = LDL” for a symmetric matrix H generates an
invertible matrix L it follows from Sylvester’s theorem that /n(H) = In(L~"HL™7")
= In(D). Therefore, to prove positive definiteness of a matrix H we can compute
the LDL” -decomposition and check if the matrix D is diagonal with only positive
entries.

To prove the positive definiteness of the reduced Hessian matrix the inertia of the

KKT matrix ;
G A
K =
(A ONh XNh)

can be calculated. Here, G is the Hessian matrix and A is the Jacobian of the active
constraints. According to Chabrillac and Crouzeix [4], the reduced Hessian is posi-
tive definite if and only if the KK'T matrix K has exactly N, positive eigenvalues. If in
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addition the Jacobian of the active constraints has full rank, the inertia of K must be
(Ny, Ny, 0). To calculate the inertia of the KKT matrix K the LDLT—decomposition
can be calculated and the matrix D be analyzed. Each positive 1 x 1-block corre-
sponds to one positive eigenvalue, each negative 1 x 1-block to one negative eigen-
value, each zero 1 x 1-block to one zero eigenvalue, and each 2 x 2-block to a
conjugated pair of eigenvalues and therefore to one positive and one negative
eigenvalue.

9.2 Calculating Derivatives

For the application of SQP methods to large-scale optimization problems the Jacobian
matrices of the constraints must be calculated and the structure of the Hessian of the
Lagrangian must be known to be able to apply sparse Quasi-Newton updates. In order
to perform a sensitivity analysis or to use exact second-order derivatives, instead
of Quasi-Newton updates, the Hessian matrix of the Lagrangian function must be
calculated, too. Therefore, potent algorithms are needed to detect the structure of
sparse Jacobian and Hessian matrices and to calculate the first- and second-order
derivatives. Because of sparse matrices, graph representations of the (bi)adjacency
matrices can be exploited to reduce the number of function evaluations.

In the following paragraphs common algorithms are described to achieve these
two tasks.

9.2.1 Computational Graphs

For the determination of sparsity patterns we first introduce computational graphs,
which visualize the dependence relations of the sequential numerical operations
performed during the evaluation of the constraints or the Lagrangian function. In so
doing, we follow the definitions made in Griewank and Walther [18].

For a given function f : R — R and a vertex set V = {Vien,, vy} We
assign the Ny-input-variables of the function f(-) to the vertices Vi-N,, -+, Vo and
the intermediate results of all N; elementary operations of the function evaluation
to the vertices vy, ..., vy,. Then, the N, -output-variables correspond to the vertices
UN,—N, +1> ---» -UN,. Thus, every vertex v; with i > 0 is a result of an elementary
operation ¢; () with one argument v; = ¢; (v;);<; = ¢; (v;) or two arguments v; =
@i(vj)j<i = ¢i(vj, v Jf). Here, the dependence or precedence relation j < i means
that v; depends directly on v;.

The vertex set V and the set of edges B = {v;v; | j<1i,i=1,..., N} form
a directed acyclic graph, which is called computational graph. The computational
graph of a simple exemplary function is depicted in Fig.9.2.
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° V-2 < Y-2
Vo1 < YV-1
Vo <= Yo

° Vi «—Vv_1+VW

Vo « sinvy

V3 —Vv_o+Vv)

() e

Fig. 9.2 A computational graph of f(y) = (y—2 + sin(y—1 + yo))2

9.2.2 Sparsity Pattern Determination

9.2.2.1 Sparsity Pattern of Jacobian Matrices

To determine the sparsity pattern of a Jacobian matrix of a differentiable function
f : RV — R amethod called sparsity pattern propagation can be used. The idea
behind this method is to propagate the index sets of the nonzero values of the Jacobian
matrix for each numerical calculation of the constraints according to the computa-
tional graph of the function. The method is described in Griewank and Walther [18].

Algorithm 9.4 Jacobian Sparsity Pattern Calculation (cf. Griewank and Walther [18])
1: for i < 1to Ny do

2: Mii—n,1 < {i}

3: end for

4: for i < 1to N; do

5 if ¢; (v)), i.e., ¢; (-) depends only on one argument then
6: My < Mij)
7

8

9

else if ¢; (v;, vjA.), i.e., ¢; (-) depends on two arguments then
M) <~ MU M[]?J
end if
10: end for

The set M contains the indices of all nonzero elements. Consequently, the index
domains My,—n, +13, ..., M, contain the indices of the nonzero elements for each
row of the Jacobian matrix because the inclusion
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. vk
J

holds. This sparsity pattern can be an overestimate of the real Jacobian structure
because the algorithm does not account for numerical cancelation or degeneracy.

A practical implementation of the algorithm can be simply done by operator
overloading, because the computational graph is traversed from the leaves to the root
by the normal program execution. Every elementary operator used in the function

evaluation must be overloaded with an implementation of lines 5-9 of Algorithm 9.4.
The result of the application of this algorithm to the constraints of a transcribed
exemplary problem formulation from Chap. 10 by the direct collocation method with

a step-size of 1 s for the MVEG test cycle (see Sect. 10.6) and the Labatto ITIIA(4)
discretization scheme can be seen in Fig.9.3.

The rows above the dashed line are the equality constraints from the discretization
of the ordinary differential equations (ODE) and the rows below the dashed line are

T T
ice
0

brk § p ¢ !90x
:I T T |\
\ ‘\ “\‘ \\
500f N\ 4 \ \
\ N kN
\ \ \
1000 t \

N\

2000
2500

3000

. : \\
\
3500 \ 1
\
4000 ' 1
0 1000 2000 3000 400
nz = 19703

ighx. nz is the number of nonzero entries

Fig. 9.3 Jacobian sparsity pattern of the constraints for an exemplary problem as Mayer-type. The
rows are the equality and inequality constraints of the optimization variables Tjc., Tp/k, &, B, ¢, and
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the inequality constraints. The first two columns correspond to the continuous-valued
controls (engine torque and brake torque), the third and fourth columns correspond
to the discretized states of the collocation method (state of charge and fuel mass),
and the last two columns correspond to the embedded discrete controls (hybrid drive
mode and gear ratio).

9.2.2.2 Sparsity Pattern of Hessian Matrices

To determine the sparsity pattern of the Hessian of an at least twice differentiable
function f : R™ — R, as supposed for the Lagrangian function, we need to intro-
duce additional index sets N; called nonlinear interaction domains such that

3 f
axiaxj

#£0 1 S M.

J=<N,:

The nonlinear interaction domains can be calculated as an extension of the cal-
culation of the index domains.

Algorithm 9.5 Hessian Sparsity Pattern Calculation (cf. Walther [42])
1: for i <- 1to Ny do

2: if v; appears nonlinearly in f(-) then
3: Mii—n, < {i}

4: else

5: M[i*NV] <~ 0

6: end if

7: /\/[i] <~

8: end for

9: fori = 1to N; do
10: if ¢;(v;), i.e., ¢; (-) depends only on one argument then

11 My < M)

12: if ¢; (v;) is nonliner then

13: Ni) < N U My, Yk € My
14: end if

15: else if ¢; (v;, v]v), i.e., ¢;(-) depends on two arguments then
16: My <~ MU M“?]

17: if ¢; (v;, vjc) is linear in v; then

18: Nk < N U My Vk € M(j
19: else if ¢; (v}, vf) is nonlinear in v; then
20: N <~ NigU Mg, Yk e Mij
21: end if

22: if ¢; (v;, vj) is linear in v+ then

23: N < N UMy, Vke Mm
24: else if ¢; (v;, v]v) is nonlinear in v then
25: Nk < NigU My, Vk e M[;]
26: end if

27: end if

28: end for
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The result of Algorithm 9.5 is a set of nonlinear interaction domains N =
{M e NG N, }, which contains the indices of the nonzero elements for each row and
column of the Hessian matrix. Similar to the index domains of a Jacobian matrix,
the nonlinear interaction domains can be an overestimate for the Hessian sparsity
pattern, because they do not account for numerical cancelation or degeneracy.

The Hessian for the transcribed exemplary problem formulation from Chap. 10
by the direct collocation method with a step-size of 1 s for the MVEG test cycle and
the Labatto IITA(4) discretization scheme can be seen in Fig. 9.4.

The first two rows and columns correspond to the continuous-valued controls
(engine torque and brake torque), the third and fourth rows and columns correspond
to the discretized states of the collocation method (state of charge and fuel mass),

and the last two rows and columns correspond to the embedded discrete controls
(hybrid drive mode and gear ratio).

igbx
.‘. \ T T
A
500 f ‘ \
1000 F >~ . N ™ Sy

A \
1500 | \ \ |
Y \
\ \
2000} . \ -
2500 | |
3000} -
3500} DRI

VN \ \
4000} . AN N\

\
4500 “\\ \ :

0 1000 2000 3000 4000
nz = 40994

Fig. 9.4 Hessian sparsity pattern of the Lagrangian for an exemplary problem formulation as

entries

Mayer-type. Tice, Thri» &, B, ¢, and igpy are the optimization variables. nz is the number of nonzero
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9.2.3 Compressed Derivative Calculation

For a given sparse matrix H € R¥*N» a column compressed matrix B = HS
e RV*Ns is defined by the binary seed matrix S € R¥»*Ns which describes the
columns, that can be calculated simultaneously by numerical differentiation. A great
advantage of the representation as a compressed matrix B is that its calculation
requires usually much fewer function evaluations than the calculation of an uncom-
pressed matrix. The seed matrix is closely related to coloring problems of the corre-
sponding (bi)adjacency graphs. A great survey for this topic is given by Gebremedhin
et al. [10].

These vertex colorings ¢ of the (bi)adjacency graphs will be reviewed in the next
two Sects.9.2.3.1 and 9.2.3.2. If the coloring ¢ is known, the seed matrix S for the
compression of the Jacobian and the Hessian, respectively, can be calculated by

1, lf] = €[,

St = 9.1

L [O, otherwise. ©-D

After the calculation of the compressed matrix B, e.g., by finite differences, as

described in Sect. 9.2.4, the uncompression to the full-size matrix H can be performed
for a given coloring ¢ by

Hiip 11 = Bt ey)- 9.2)

9.2.3.1 Compressed Sparse Jacobians

The idea to reduce the number of function evaluations by a compressed calculation
of sparse Jacobians can be traced back to Curtis et al. [6]. The authors described
an algorithm for the partitioning of a sparse Jacobian into structurally orthogonal
groups of columns, which will be represented in the following as submatrices for the
sake of simplicity.

Definition 9.1 (Structurally Orthogonal Groups of Rows and Columns) Two
groups of columns C; C H, C; € RV*¥m and C, € H, C, € RV*Nn | of a matrix
H € RY>*Nr are said to be structurally orthogonal, if for any column C\"'! and
for any column Cg]’[j *} there does not exist a row index i for which both C[li]‘[j 20
and Cg bl # 0 applies. In the same manner structurally orthogonal columns are
defined, which is the case where m; = m, = 1 holds.

This definitions hold analogously for two rows or two groups of rows of the matrix.

A

Definition 9.2 (Structurally Orthogonal Partition of Rows and Columns) A column
partition C = {Cy, ..., Cy,} of a matrix H € RNoXNu into N groups of columns,
whereby C; € RV*" and Z;V;l mj = N, holds, is called structurally orthogonal,
if any two groups of columns are structurally orthogonal.
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This definition holds analogously for a row partition of the matrix.

A

For the calculation of a column compressed Jacobian matrix a structurally orthog-
onal partition of columns must be determined, such that the number of groups N; is
minimized. Then, the binary seed matrix S € {0, 1}¥*" for the matrix compression
can be defined by
1, if CMM £ 0, forany k € {1, ....m;}

St = , (9.3)
0, otherwise.

As described by Coleman and Moré [5], the problem of finding a minimal column
partition is equivalent to a distance-2 coloring problem for the bipartite graph repre-
sentation G = (V, Vs, B) of the matrix H, which can be calculated by the following
algorithm.

Algorithm 9.6 Distance-2 Coloring for a Bipartite Graph (cf. Gebremedhin et al.
[10])

1: Let vy, ..., vy,| be a given ordering of V.

2: Initialize I" with some value a ¢ V.

3: Let ¢ be an array of length [V initialized with zeros.
4: for i < 1to|V>| do

5 Determine N (v;) = {w | wv; € B}.

6: for all w € Ni(v;) do
7
8

for all x € N|(w) with x # a do

: F[c[.v]J <~ V;
9: end for
10: end for
11: Cly;] < min{b >0 | P[b] ;ﬁ v,-}
12: end for

The seed matrix, which is the same as (9.3), is then defined by (9.1) with the
coloring c.

9.2.3.2 Compressed Sparse Hessians

The idea of the compressed calculation of Jacobian matrices was extended to the
compressed calculation of sparse Hessians by Powell and Toint [34]. For this purpose
the authors defined symmetrically orthogonal partitions of rows and columns.

Definition 9.3 (Symmetrically Orthogonal Partition of Rows and Columns) A
column partition C = {Cy, ..., Cy,} of a symmetric matrix H € R¥>*: into N
groups of columns, whereby C; € RM"™ and zy;l n; = N, holds, is called
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symmetrically orthogonal, if for every nonzero element Hy;[;;, either the group
containing j-th column has no other column with a nonzero in the i-th row, or the
group containing the i-th column has no other column with a nonzero in the j-th row.

This definition holds analogously for a partition of the rows of a symmetric matrix.

A

Then, similar to the compressed calculation of sparse Jacobians, we need to deter-
mine a symmetrically orthogonal partition of columns, such that the number of groups
N is minimized.

According to McCormick [31], this problem is equivalent to the calculation of a
star coloring of the adjacency graph representation of the Hessian, which exploits
the symmetry of the Hessian. A star coloring satisfies the two conditions:

1. every pair of adjacent vertices receives a different color (distance-1 coloring);
and
2. every path on four vertices uses at least three different colors.

The following algorithm for the computation of a star coloring for an adjacency
graph G = (V, B) of a symmetric matrix can be found in Gebremedhin et al. [10].

Algorithm 9.7 Star Coloring for an Adjacency Graph (cf. Gebremedhin et al. [10])

1: Let vy, ..., vy be a given ordering of V.

2: Initialize I" with some value a ¢ V.

3: Let ¢ be an array of length |V| initialized with zeros.
4: fori < 1to|V|do

5 Determine Ni(v;) = {w | wv; € B}.

6: for all w € Ny (v;) do
7
8

if w # a then
: e, < vi
9: end if
10: for all x € Ny (w) with x # a do
11: if w = a then
12: F[c[)»]] <~ V;
13: else
14: if C[y] < C[w] then
15: F[C[.r]] <~ V;
16: end if
17: end if
18: end for
19: end for
20: Cry;] < min{b > 0: 'y # v;}
21: end for

The seed matrix is then defined by (9.1) with the coloring c.
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9.2.4 Finite Differences

A classical approach to the numerical calculation of derivatives for a function
f : R — R are finite differences, which rely on the Taylor series expansion of the
function

2 af

f %.3—(5), Ecly,y+el, ccR (94
y

9
fO+e= f(y)+ea—(y) +
y

From Equation (9.4) the approximation of the first derivative by a forward differ-
ence can be stated as

Y )= L0HII0) o,

The central difference approximation for the first derivative is calculated by the
difference of the two Taylor series

2 32f 63 a3f

_ of € .of €0 gty g+
f(y+6)—f(y)+68y(y)+ 5 8yz(y)Jr 5 8y3(§ ), §T €y, y+el
and
af 2 9f L
f(y—€)=f()’)—€5(y)+3'a—yz()’)—g'3—)}3(5 ), § ely—e¢yl,

which results in the approximation

af  ~  fO+e)—fly—e€)
—O =

O(e%).
ay 2e + O

Obviously, both approximations rely heavily on the perturbation step-size €, but
the error term of the central difference quotient approximation is quadratic in €
whereas the error term of the forward difference approximation is only linear in €.

9.2.4.1 Gradient Calculation

The forward differences for the gradient of a function f : R" — R can be calculated
elementwise by

o, )

A o f(y+éf:)—f(y) +O(e), fori =1,..., Ny,
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where ¢; is the i-th unit vector. The calculation of the gradient needs N, + 1 function
evaluations.
The gradient by central differences can be calculated elementwise by

af  f(yt+ee)—fy—e€e)
3, W)=
Vi 2e

+ O(e?).

The central difference calculation has a higher precision than the forward differ-
ence calculation, but it also needs approximately double of the computation time
because 2N, function evaluations must be performed.

For adiscretized OCP by the direct collocation method in Mayer form, the gradient
of the objective function consists of only one known element and therefore the finite
differences are not needed.

9.2.4.2 Jacobian Calculation

The Jacobian J € R¥ > of a function r : RM — RM, e.g., a constraint function of
a nonlinear programming problem, can be calculated columnwise by the forward or
central finite difference schemes

fori =1,.., N,

r(y +ee;) —r(y)
Jam@y) ~ —

or
r(y +ee;) —r(y — €e;) .
Jin(y) ~ 5 , fori =1,...,Ny.

This leads to Ny + 1 evaluations of the function r(-) for the forward difference
scheme and 2N, evaluations for the central difference scheme.

Using the compression technique by seed matrices, the sparsity pattern of the Jaco-
bian can be exploited, because the differentiation of structurally orthogonal columns
can be executed simultaneously. The compressed Jacobian J. € RN >N can be cal-
culated by

JEM (y) & r(y +e€p;) —r(y)
c € ’

fori =1, ..., Ng

where the perturbation vector p; = Sp.j[;7 is the i-th column and Nj is the column
dimension of the seed matrix, which is equal to the number of colors of the corre-
sponding distance-2 coloring problem. The compressed Jacobian can then be uncom-
pressed using (9.2).
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So, instead of Ny + 1 constraint evaluations for forward differences or 2N, eval-
uations for central differences, only N + 1 or 2N, evaluations of the function r(-)
are necessary. For example, the forward difference calculation of the Jacobian matrix
of Fig.9.3 needs only 11 instead of 4921 function evaluations, if the described com-
pression technique is used.

9.2.4.3 Hessian Calculation

The Hessian B € R" >V of a function f : R" — R can be calculated by second-
order forward difference quotients

Ff o f(yteeitee)— f(y+ee)— f(y+ee)+ f(y)
3 (y) = 5
Yidy; €

+ O(e),

or second-order central difference quotients

9’ f (y) = fyteeitee)— f(y—ce+ee))
Dy, y) = 4¢?
Sy +ee — eej);;f(y —€e %) | o).

Each entry of the Hessian must be computed separately and therefore, if we exploit
the symmetry of the matrix, %N)z + %Ny + 1 function evaluations for forward dif-
ferences or 2(N‘2, -+ N,) for central differences must be performed if the Hessian
is a full matrix. An a priori known sparsity pattern can be directly exploited and
results in %(an + |diag(B)|) + N, + 1 function evaluations for forward differences
and 2(N,,; + |diag(B)|) function evaluations for central differences, whereby N, is
the number of nonzero elements of the Hessian matrix. But nonetheless, the effort
for the computation of a large Hessian by numerical differentiation is very high.

If we restrict the Hessian calculation to the Lagrangian of a discretized OCP by
the direct collocation method

Ng
VIL(y. M) =Vof(y) + D hiVigi(y)

i=1

whereby g; is the i-th constraint with the corresponding Lagrange multiplier A;, we
can further exploit the structure of the problem, if the OCP is stated in Mayer form.
In this case, the Hessian Vf. f(y) has only one single entry of value 1, for which
the position in the matrix is known. If we now use seed matrices for the Jacobian
and the Hessian in combination, as it is shown in Algorithm 9.8, the number of the
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remaining constraint evaluations can be drastically reduced. Please note, that we
do not distinguish between equality and inequality constraints here for the sake of
simplicity.

Algorithm 9.8 Compressed Calculation of Hessian of the Lagrangian by Forward
Difference Quotients

1: Calculate V% f (y) by finite differences, if it is not known.

2: Calculate a distance-2 coloring ¢, for the bipartite graph representation of the sparsity structure
of the Jacobian of the constraints by Algorithm9.6.

3: Let Ny < max(cy) denote the number of colors used.

4: Compute the seed matrix S; for the coloring ¢ as defined by (9.1).

5: Calculate a star coloring cp for the adjacency graph representation of the sparsity structure of
the Hessian of the Lagrangian by Algorithm9.7.

6: Let Ng < max(cp) denote the number of colors used.

7: Compute the seed matrix Sp for the coloring cp as defined by (9.1).

8: p1 < g(y)

9:fori < 1to Ngpdo

10:  yp < y+eS[l;]’m

11: p2 < g(ys)

12: for j < 1to Ny do

13: p3 < g (y + eSS]’U])
14: ps < g (yB + eS[jJ’UJ)
; —p2—p3+
15: Bl Lzmp“
€
16: end for
17: Uncompress the double compressed matrix Bg.. with the coloring ¢; by (9.2) to obtain
Bgunc.-
18 B < BI A
19: end for

20: Uncompress the compressed matrix By with the coloring ¢z by Algorithm9.2 to obtain By.
21: Calculate the Hessian of the Lagrangian V)z,L(y, L) <~ Vyz.f(y) + B

Remark 9.1 The forward difference scheme in Algorithm 9.8 can be replaced by the
central difference scheme without any problems.

In case of a discretized OCP in Mayer form by a direct collocation method,
the calculation of the Hessian of the Lagrangian by Algorithm 9.8 needs only
2spsy + sp + 1 constraint function evaluations and no objective function evalua-
tions, because Vg f(y) is explicitly known. For example, the compressed forward
differences calculation of the Hessian from Fig. 9.4 needs only 316 constraint eval-
uations and no objective function evaluations, whereas the calculation without the
exploitation of the sparsity structure would require 27303 constraint evaluations.
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9.2.4.4 Perturbation Step-Size

The choice of an optimal perturbation step-size € for finite differences is a difficult
task, because it depends on roundoff errors, truncation errors, numerical errors, on
the type and order of the finite difference scheme, and on the order of the derivation,
which shall be calculated.

In Mathur [30], a good overview on the existing methods for the perturbation step-
size calculation and estimations of nearly optimal perturbation step-sizes are given.
If the errors are ignored and for double precision operations a maximal overall error
of u = 107'® is assumed, a nearly optimal perturbation step-size for the forward
difference quotients for the gradient and Jacobian calculation is € = 10~% and for
the central difference quotients € = 107°. Under the same assumptions, a nearly
optimal perturbation step-size for the calculation of the Hessian by forward difference
quotients is € = 107> and by central difference quotients € = 1074,

9.3 Sparse Quasi-Newton Updates

Quasi-Newton update formulas, as described in Sect.2.2.4, lead to dense matri-
ces in general, even if the exact Hessian has a sparse structure. Therefore, these
Quasi-Newton update formulas cannot be directly applied to large-scale optimiza-
tion methods, which arise from the discretization of optimal control problems with
many discretization points. The computation time and the memory consumption of
dense Quasi-Newton updates are not acceptable for most applications.

To achieve a better large-scale performance, sparse Quasi-Newton update algo-
rithms should be used, which exploit the structure of discretized optimal control
problems. These updates generate sparse Quasi-Newton matrices with the same or
nearly the same sparsity structure as the Hessian structure of the Lagrangian. Nev-
ertheless, they preserve the positive definiteness of the Hessian.

9.3.1 Quasi-Newton Update for Partially Separable Function

The first sparse Quasi-Newton update algorithm which exploits the structure of low-
order Runge—Kutta discretized optimal control problems was introduced by Toint and
Griewank [41]. This update strategy performs many small dense blockwise updates
instead of one big update, if the Lagrangian of the optimization problem is partially
separable. A function is called partially separable, if it can be stated as a sum of
simpler functions

Ny
f@ =2,
i=1
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which only depend on some of the optimization variables. Then, the gradient

NIX
VI =D VY
i=1

and the Hessian

Ny
V) =D Vi)
i=1

can also be separated and can therefore be calculated separately only for the variables
appearing in each summand.

From a graph theoretical view, the adjacency matrix for the Hessian of a partially
separable function is disconnected and consists of as many subgraphs as the number
of summands of the partial separable function. Obviously, the updated Quasi-Newton
matrix B, is positive definite, if all the updated summands of B, are positive
definite. Then, the secant Condition (2.19) is satisfied too.

Partially separable Lagrangians are generated by the discretization of optimal
control problems, if a Radau IIA(1) or a Lobatto IIIA(2) Runge—Kutta formula is
used to discretize the dynamic system.

9.3.2 Simple Quasi-Newton Update for Chordal Sparsity
Structures

If the Lagrangian of a discretized optimal control problem does not consist of separate
blocks only, the update strategy for partially separable functions cannot be applied.
This is generally the case, if a Radau ITA(3) or Lobatto IIIA(4) implicit Runge—
Kutta formula is used to discretize the dynamic system. If one of these discretization
schemes is used, the Hessian of the Lagrangian consists of overlapping blocks.

One simple approach to apply a block Quasi-Newton update anyway, is to delete
those entries, which connect the subgraphs. For the calculation of the subgraphs by
the deletion of a preferably small number of edges, the graph can be completed to a
chordal graph by applying Algorithm 9.2 and then the vertices, which are elements
of two different cliques, can be removed from one of these cliques. Therefore, in a
first step the N.-cliques Co; = {Ce1.1, Cer2, - - ., Carn,} Of the adjacency graph must
be determined. This can be done by Algorithm 9.9.
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Algorithm 9.9 Clique Determination for the Graph G(V, B) and the Elimination
Ordering &

I A<0

2: fori < 1to N. do

3: Siip < 1
4: end for
50«1
6
7
8

) (—JT[_I}
. S[v] «~0
: for all (v, w) € Bdo
9: A<~ AUw
10: end for
1: ¢l <A
12: for i < 2 to N, do
|Al

13: ny < ZS[A[H]
k=1

14: v« n[_ijl
15: S[v] «~0

16: A<~

17: for all (v, w) € B do
18: A<~ AUw

19: end for
A

|A|
20: ny < ZS[A[H]
k=1

21: if n1 <= n, then

22: j<—Jj+1

23: C},{J <~

24 for k < 1to|A| do

25: if S[A[k]] = 1 then
26: C(E',/] <« CE{] U A
27: end if

28: end for

29: end if

30: end for

For the N.-cliques the simplicial vertex sets S = {Si, ..., Sy,}, which are
processed by the elimination ordering &, are defined by

S =i (el U e Vi =1, N

cl

The remaining vertices for each clique, after the removal of the simplicial vertices,
are then defined by the set R = {R, ..., Ry.} with

R[i] = CE[] N (CE-H] U... UCE;VF]) ,Vi=1,...,N,..

Therefore, for each clique CE] = S}i1 U Ryip holds.
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To efficiently disconnect the chordal graph we remove those edges, that connect
the vertices of the sets Sj;; with the vertices of the sets Ry;; foreachi =1, ..., N..
In other words, an adjacency graph, which consists only of the cliques Sy for all
i =1, ..., N, isused for the approximation of the Hessian structure. Then, the update
for partially separable functions can be applied.

Algorithm 9.10 implements the simple update strategy for Hessians with overlap-
ping blocks.

Algorithm 9.10 Simple Block Quasi-Newton Update for Chordal Sparsity Structures

1: Calculate an elimination ordering & for the adjacency graph G(V, B) of the Hessian sparsity
structure, e.g., by Algorithm9.3.

2: Compute a chordal extension B ;y; of the sparsity structure by Algorithm9.2.

3: Determine the cliques Cy,1, . . ., Ce, n, Of the filled graph G (V, By;;) by Algorithm 9.9 with the
elimination ordering 7.

[i] [Ne]

4: Determine the simplicial vertices S;jj = Cy; \ (CL[,'ZH] U...UcCy, ) ,Vi=1,...,N..

5: Then, repeat the following steps in each NLP iteration for the Quasi-Newton update:

6: fori < 1to N. do

7: Update the sub-matrix Bis;).(s;;] (induced by the sets Sj;j) by an update formula from
Sect.2.2.4.

8: end for

Steps 1-4 must be calculated once at the beginning of the NLP solution procedure
and steps 68 describe the actual update routine.

Algorithm 9.10 ensures for every iteration step, that the secant equation holds and
that the positive definiteness is preserved, if all blocks can be updated by a dense
Quasi-Newton update. A major advantage of the algorithm is the “local nature”
of the algorithm due to the partial updates. So, even if small steps are taken in
some directions, most of the blocks can be updated anyway. The only drawback
of the algorithm is, that the structure of the approximated Hessian differs from the
exact Hessian and therefore the approximated Hessian cannot converge to the exact
Hessian, which could guarantee a superlinear convergence rate.

9.3.3 Quasi-Newton Update for Chordal Sparsity Structures

Fortunately, the simple blockwise Quasi-Newton update can be modified slightly to
facilitate the implementation of the same idea for the sparsity structure of the exact
Hessian, if this structure is chordal. If it is not chordal, the sparsity structure must be
extended by the calculation of the fill-in to a chordal structure beforehand.

We need the following theorem for the derivation of the algorithm.

Theorem 9.2 Let B € RY*Ny be a sparse matrix with a chordal adjacency graph

and C, = {Ccl,l, e, CCZ,N(-} the cliques of the graph. We denote by BCL/;J e RNy <N,
fork =1, ..., N, the matrices with entries at the indices defined by the sets ckl ¢tk

cl cl

g [k] [k] . .
only and by B € RICa XIC | the dense partial matrices of Bei.
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Furthermore, let the matrix B be defined by
N,
B= ZBCL%J. 9.5)
k=1

Then, B is positive definite, if every BC[TI is positive definite and every index
J € {1, ..., N,} is contained in at least one clique CE,(].
A

Proof Since it is assumed that each BCU;J is positive definite, the matrices B are

cl
all positive semidefinite. Therefore, the relation y’ By = Z,iv;l yTBcthy > 0 holds,
for every positive y € R, The stricter relation y” By > 0 holds, if at least one of
the summands yTBcl_/;Jy is greater than zero. Since y has at least one entry that is

not zero, we assume y; # 0, j € {1, ..., N,} without loss of generality. Let kbea

specific choice of index and let CZ‘] be a clique which contains j. Note, that such

a clique exists per assumption. Then, yg[HB Y > 0 and therefore yTBCmy > 0,

ol ] ol

which proves the theorem. (]

So, if the partial matrices of a positive definite matrix, which are defined by the

cliques Ce 1, . . ., Ca.n., are updated by a dense Quasi-Newton formula, the matrix
defined by (9.5) is also positive definite. For this matrix

N. N,
peB= 3 B = >y,
k=1 k=1

holds.
To satisfy the secant Condition (2.19),

y=v (9.6)

must hold. Equation (9.6) is satisfied for all cliques that contributes to each entry Y.
Therefore, the number of cliques must be identified, which contains k. Let this number
be denoted by N} and by the vector of clique counts N, = [N, 1, ..., Ny, ] 1 we
now use the vector

_ [Yum 400N
Y =Nl N

substitutional for y in the Quasi-Newton update formula of each partial matrix,
Condition (9.6) holds.

The updated matrix is therefore positive definite, satisfies the secant condition,
and preserves the sparsity structure of the exact Hessian. Algorithm 9.11 summarizes
the entire algorithm.
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Algorithm 9.11 Block Quasi-Newton Update for Chordal Sparsity Structures

1: Calculate an elimination ordering z for the adjacency graph G(V, B) of the exact Hessian
sparsity structure, e.g., by Algorithm9.3.

2: Compute a chordal extension B s;;; of the sparsity structure by Algorithm9.2.

3: Determine the cliques Ce = {Cei.1, . . ., Ce1.n, } of the filled graph G (V, Byiir) by Algorithm9.9

with the elimination ordering .
4: fori < 1to N, do
5: Initialize Ng,” <~ 0.
6: end for
7: fori < 1to N.do
8: Initialize the partial matrix Ecc,_ =Lyl
9: for j < 1to|Ce ;| do

Ul 0l
10: N,[/Cd"] - N,[,Cd"] 1.
11: end for
12: end for
13: Then, repeat the following steps in each NLP iteration for the Quasi-Newton update:
_ [rYm yiv,1 7"

14: Calculate y = [N[VI]’ ’ NE/NYJ]
15: for i < 1to N. do
16: Perform a dense Quasi-Newton update for the partial matrix B cli induced by the clique

(,'5] with S[CE'}]] and y [CL[ ]] as defined in Sect.2.2.4.

i
17: end for
N,
18: Calculate the updated matrix B = Z B

i=1

[il-
Ca

Steps 1-12 must be performed once at the beginning of the NLP solution pro-
cedure and steps 14—18 describe the actual update routine. ¥y and 8§ are defined as
in Sect.2.2.4. The same procedure can be analogously used with a damped BFGS
update, if y is replaced by .

9.3.4 Modifications of the Quasi-Newton Update

In Quasi-Newton updates the curvature condition 8; y, can become very small,
which leads to very badly scaled matrices. In this case the Quasi-Newton update can
be modified to get a numerically more stable update.

As described in Gill et al. [16] a new point X, can be defined, for which

8 =Xt — X
Vi = Vo LXxg 15 At 1y 1) — Vy L(Xg, Agg1, My 1)

can be calculated for the usage in the Quasi-Newton update.
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The new point X; is chosen as a feasible point of the QP subproblem. In Gill et al.
[16] the first feasible iterate of the QP-solver is taken. Another possible choice is
X, = X; + akdk, where «y is the step-size of the current SQP iterate and dk is the
solution of the following linear subproblem.

Definition 9.4 (Linear Subproblem)

_min VT (yo)de
dy eRNy

subject to  g(yx) + Ve (yi)dx <0,
h(y,) + VhT(yk)dk =0.

A

The same modification can also be applied to the modified BFGS update, for
which y is replaced with n;.

9.3.5 Quasi-Newton Updates for Discretized Optimal Control
Problems

In the statement of Algorithm 9.11 the question about the choice of a suitable dense
Quasi-Newton update for the partial matrices was left open.

Since the SR1-Update (2.2.4) provides the best convergence results, it should
be used as often as possible. Unfortunately, the SR1-Update can only be applied if
the curvature Condition (2.20) holds and the numerical stability is preserved, which
requires the stricter condition 8,{)/;( > €; with a small ¢; > 0. If the SR1-Update
cannot be applied, the damped Quasi-Newton (2.54) with the substitution of y; by
1y should be used, which is defined by (2.55). For the application of the damped
Quasi-Newton update the condition San > ¢, with a small €, > 0 must hold. If
the damped Quasi-Newton can also not be applied, one can try the modification
described in Sect.9.3.4 and perform a damped Quasi-Newton update with the newly

computed 8, and 1, if the condition SZﬁk > €3 with a small €3 > 0 holds. If this
update can also not be applied, one has to skip the update for the partial matrix.
Motivated by the damped Quasi-Newton update we choose

€] =10"% + 8[Bk8k
€ =B8] By
~T  ~
=p8, B8
with a small 8 > 0. A common choice is 8 € (0.2, 0.3).

The entire Quasi-Newton update algorithm for discretized optimal control prob-
lems is stated in the following algorithm.
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Algorithm 9.12 Block Quasi-Newton Update for Discretized Optimal Control

Problems

1: Choose B € [0.2,0.3].

2: Define ¢; = 1078.

3: Calculate an elimination ordering & for the adjacency graph G(V, B) of the exact Hessian
sparsity structure, e.g., by Algorithm9.3.

4: Compute a chordal extension B ;;; of the sparsity structure by Algorithm9.2.

5: Determine the cliques Cj = {Cer.1, Ce1,2, - . -, Cer,n, } of the filled graph G(V, Bin) by Algo-
rithm 9.9 with the elimination ordering 7.

:fori < 1to Ny do

6
7 Tnitialize N1 « 0.
8
9

: end for

:fori < 1to N.do
10: Initialize the partial matrix I_Bc(” =Iic,,-
11: for j < 1to|C. ;| do

/1 /1

12: NLC""’] - N[C"’] +1.
13: end for
14: end for

15: Then, repeat the following steps in each NLP iteration for the Quasi-Newton update:

T T
16: Calculate y = %, )’[[11://] = %,..., ﬂ[[l]\\;‘v]] ,and
Ny N ,\ Ny N)/ y

17: for i <—1toN do
18: 1f8[ [z]] [C[l] > €] +3[ Ir]] [Cgl]s[cgl] then

19: Perform a dense SR1 update for the partial matrix B[c[‘ﬂ] induced by the clique CE]
with 8[ ] and y[ ] as defined in Sect.2.2.4 .
20: else
21: Calculate € = B8 1187 11
2 =B [ ] [c[ 1] [CL]]
22: if 87 171 1] > €2 then
[CE/]] [C"l ] B
23: Perform a dense BFGS update for the partial matrix B[c“]] induced by the clique
cl
Cr i1 with 81 ;17 and 97 _;17, as defined in Sect.2.2.4.
] R B 20 ety
24: else o B
25: Calculate €3 = ﬂs[CEiJ]B[CS]]a[CS]].
26: if §, 7 > e then .
27: Perform a dense BFGS update for the partial matrix B[ c[']] induced by the
cl
clique Cm with 8[ [,]] and ;'[c“‘]’ as defined in Sect.2.2.4.
cl
28: end if
29: end if
30: end if
31: end for

NC
32: Calculate the updated matrix B = "B
i=1

[i].
C(‘I
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Steps 1-14 must be performed once at the beginning of the NLP solution procedure
and steps 16-32 describe the actual update routine.

9.4 Bibliographical Notes

We only introduced the fundamentals of sparse linear equation solvers, which we
needed for the description of the algorithms in this chapter. By so doing, we skipped
many other key features of these solvers, such as supernodes, delayed elimination,
and multifrontal strategies. We refer the reader to the textbooks and works of Davis
[7], Duff et al. [8], George and Liu [12], Hogg et al. [21], and Pissanetzky [33].

We presented the fundamentals of compressed Jacobian and Hessian calculation
via seed matrices, but we skipped the more advanced techniques such as bidirec-
tional partitioning, where the compressed Hessian B = W HS is calculated by two
seed matrices S and W. In many cases the number of function evaluations can be
further reduced by bidirectional partitioning, but the algorithms become much more
complex. A description of bidirectional partitioning can be found in Gebremedhin
et al. [10] and the references in this paper.

We also skipped the substitution methods, which can also further reduce the
number of necessary function evaluations by dropping the condition of structurally
orthogonal columns and of symmetrically orthogonal columns. A drawback of these
methods is that the evaluation of the uncompressed Jacobian or Hessian needs the
solution of triangular systems of equations. Therefore, a trade-off between the reduc-
tion of function evaluations and the more complex uncompression algorithm must
be found. A description of this technique can also be found in Gebremedhin et al.
[10] and the references therein.

Furthermore, we only focused on the derivative calculation by finite differences
and skipped the commonly used automatic differentiation and the more unusual
calculation by complex steps, which are both very efficient, too.

The idea to use complex calculations for the numerical calculation of derivatives of
real-valued functions goes back to J N Lyness [22], who used Cauchy’s integral theo-
rem for this purpose. An alternative algorithm, which relies on Fast Fourier Transfor-
mation, was described by Fornberg [9]. Unfortunately, both algorithms need many
function evaluations for an accurate approximation of the numerical derivatives.

An efficient algorithm for the calculation of first-order derivatives, the complex
step algorithm, was later described by Squire and Trapp [37] and Martins et al. [29].
The advantage of this method compared to finite differences is the avoidance of
cancelation errors, which makes this method more accurate than finite differences. A
drawback is, that the implementation of all elementary operations used in the function
evaluation must be implemented for complex numbers, too. An extension for the
calculation of higher-order derivatives was described by Lantoine et al. [25], which
in turn needs the implementation of all elementary operations for multicomplex
numbers.
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Another efficient way to calculate derivatives is automatic differentiation (AD).
The idea of AD goes back to Nolan [32] and Kahrimanian [23]. A FORTRAN imple-
mentation, called ADIFOR, is described in Bischof et al. [1, 2] and a C implementa-
tion, called ADOL-C, is described in Griewank et al. [19]. A detailed description of
automatic differentiation is presented in the textbook of Griewank and Walther [18].

AD has the great advantage that the calculation of the derivatives is exact and not
an approximation as for finite differences, and that the exploitation of sparsity can
be automatically applied. To use AD all operations performed during the evaluation
must be overloaded. AD can be implemented in two modes, the forward-mode and
the reverse mode. In forward-mode the calculation tree is traversed from the leaves
to the root (in order of the function evaluation) and the chain-rule for the internal
derivatives is applied. In reverse-mode the calculation tree is stored in the memory and
the derivative calculation is performed from the root to the leaves. The reverse-mode
calculation requires in general less function evaluations, but needs more memory for
the storage of the calculation tree, the so called tape.

Another advantage of AD schemes is that the propagation of index domains and
nonlinear interaction domains can be simply added as a further operator overload-
ing feature. A very fast reverse mode method to determine the sparsity pattern
of a Hessian matrix named edge pushing was recently introduced by Gower and
Mello [17].
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Part IV

Modeling of Hybrid Vehicles
for Control



Chapter 10
Modeling Hybrid Vehicles as Switched

Systems

10.1 Introduction

Increasing prices for crude oil, growing environmental concerns as well as stronger
legislative requirements have caused a strong need for the development of new pow-
ertrain architectures for reducing the emissions of carbon-dioxide and other com-
bustion products that are harmful to the environment and/or to human health. Hybrid
vehicles constitute one of those developments that has attained considerable progress
over the last years. In this type of powertrain architecture, an additional energy source
and an additional converter are added to the conventional powertrain with fuel tank
and internal combustion engine. In most cases, the secondary energy source will
be a high-voltage battery and the additional converter will be at least one electrical
motor/generator. In order to distinguish between other proposed hybrid configura-
tions, e.g., mechanical, pneumatic (Colin et al. [12], Lee et al. [33]), hydraulic (Du
et al. [14]), and fuel cell hybrids (Ehsani et al. [16]), hybrids with electrical configu-
rations are more accurately called hybrid electric vehicles (HEV). If the vehicle can
be recharged externally, using the local power grid, the vehicle can be referred to as
a plug-in hybrid vehicle.

One major motivation to develop HEVs is the possibility of combining the
advantages of pure electric vehicles and conventional combustion-based vehicles
to enhance fuel economy. They profit from various possibilities including the fol-
lowing:

1. downsizing of the internal combustion engine;

2. recovering of some energy during deceleration phases instead of dissipating it as
heat on the mechanical friction brake. Energy recovery during braking is termed
recuperation;

3. optimization of the combustion engine’s efficiency by using controlled energy
distributions between the internal combustion engine and the motor/generator;

4. avoiding engine idling by turning off the combustion engine when no power is
required; and
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5. eliminating operation points at low engine efficiencies by using the motor/
generator alternatively.

Certainly, not all of the possibilities above can be used at the same time. For instance,
the level of downsizing is economically limited by the fact that extremely downsized
engines with high efficiencies prevent costly hybridizations. A good compromise is
therefore needed.

For the design and control of hybrid vehicles appropriate models which capture
the main characteristics of the physics are important, usually modeled by a set of
coupled differential equations, algebraic equations, static (nonlinear) characteristics,
and the degrees of freedom (DOF) in the form of mode transitions. The DOF of a
hybrid vehicle is essential for efficient control and give the control strategy several
possibilities to reach the goal. This requires the incorporation of discrete decisions
into the vehicle model in form of discrete equations or events. Combining these
models results naturally in an abstract hybrid system model of hybrid vehicles and
is the subject of this chapter. A broader view can be made by additionally including
the network communication, discontinuities, and embedded software artifacts. This
class of system is often classified as cyber-physical system (Lee and Seshia [35], Lee
[34]) and results in more complex descriptions and thus in higher level of abstraction
to manage the complexity.

The abstraction of hybrid vehicles as hybrid systems is twofold. First, it repre-
sents the main characteristics of interest and allows us to calibrate these models
with information only obtained from a component’s data-sheets and reproducible
vehicle experiments. Second, these models have low complexity and are readily
implementable in real-time solutions for online control (see Chaps. 11 and 12).

We start the modeling task by describing the longitudinal vehicle dynamics
(Sect.10.2) and the main mechatronic system components including the internal
combustion engine, motor/generator, gearbox, and battery.

Then, we change from the component-level view to the system-level view. Several
layouts exist that differ in the method of energy coupling from the thermal path and the
electrical path. In Sect. 10.4, the most important hybrid configurations are discussed.
The additional complexity of the powertrain brings along new DOF, which can be
used to improve the overall efficiency of the powertrain and hence can be described
as additional control inputs for the system.

Many automotive systems are in nature hybrid systems and a wealth of well-
known examples are reported in the literature. For example, a vehicle with a manual
gearbox equipped with four gears is modeled as a switched system in the book of Van
Der Schaft et al. [61]. The vehicle movement requires externally forced switchings
between the gears and thus discrete decisions are generated along the evolution of the
two-dimensional continuous dynamics. A major component for spark-ignition (SI)
engines is the electronic throttle which is considered as a hybrid system in Morari
et al. [44]. An apparent example is the control of mode transitions in multimode
combustion engines (Roelle et al. [52]). Automotive software usually contains many
hysteresis elements to avoid toggling between discrete decisions. Such a discontinuity
can be formulated as an hybrid automata with two locations and transition events
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generated by internally forced switching as presented in Branicky [10] and Van Der
Schaft et al. [61].

In Sect.10.5, all hybrid vehicle models used for the following chapters are
described as switched systems. Throughout this book we only consider well-behaved
switched systems. That means, non-Zeno sequences which switch at most a finite
number of times in the time range of interest [#o, #7].

In Sect. 10.6, some important drive cycles for the design and control of (hybrid)
vehicles are introduced.

10.2 Vehicle Dynamics

To model the longitudinal dynamic behavior of a vehicle behaving as a rigid body that
moves along a sloped road we apply Newton’s second law of motion in x-direction
and two static equilibrium equations

> Fn=0 (10.1)
Z T(r) =0. (10.2)

The force (10.1) and torque (10.2) constraints imply that all vertically acting forces
and torques are balanced.

The applied forces and torques in Fig.10.1 with the constraints (10.1)—(10.2)
results in three ordinary differential equations (ODE) and one algebraic equation

Fig. 10.1 Free body diagram of the applied forces and torques on the vehicle
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MepVyen(t) = Fin (1) — Fg,,, (1) — Farag (1) (10.3)
My Vi (1) = Fy(t) — Fyp, (1) — Fg,, (1) (10.4)

0= Fy(t) — Fup, (t) — Fu (1) (10.5)
L@y (1) = Ty (t) — Tron(t) — ryn Fr (1) (10.6)

where r,,, is the wheel radius, w,;(-) is the angular wheel speed, F, () is the
interaction force between wheel and vehicle in longitudinal direction, F,, , (-) is the
force due to gravity for the chassis, F, , (-) is the force due to gravity for the wheel,
Fgrqq () is the air-drag resistance force, F (-) is the traction force, Fy () is the normal
force, I,,;, is the wheel inertia, m, is the chassis mass, m,,, is the wheel mass, T, (+)
is the roll friction torque acting on the point of wheel contact with the road, and T, ()
is the desired wheel torque.

The Forces in x-Direction

When the vehicle is turning the speed differs between the wheels. For simplicity, we
assume that the speeds of the wheels are equal. Furthermore, we additionally assume
that no slip occurs, i.e., wheel speed and the vehicle speed are identical

V(1) = vy () = vyen(2). (107)
Using (10.7), we can add (10.3)—(10.4) together and obtain the acceleration force
mo(t) = Fy(t) — Fg(t) — Furag (1) (10.8)

with the total vehicle mass
m = mep + Myp.

The desired wheel torque T, (-) and roll resistance torque 7, () can be expressed
as forces using

T (2
Fun(t) = L) (10.9)
Tywh
Trou(t
Fron() = 22010, (10.10)
Twh
Insertion of (10.9) and (10.10) into (10.6) yields the ODE
Lon@wn (t) = ryn - (Fyn(t) — Fron(t) — Fi(2)) . (10.11)

With the assumption that the wheels are not deformed while driving and have no
slip, i.e.,
V(1) = rypwyp(t)
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we stiffly couple (10.8) and (10.11) and obtain one ODE for the longitudinal vehicle
movement

Lon \ .
(m + rTh) U(t) = th(t) - Fdrag(t) - Fg(t) - Froll(t) (1012)
wh

which can be equivalently expressed as
mu(t) = Fun(t) — F(t) (10.13)

where
Fw(t) = Fdrag(t) + Fg(t) + Froll(t)

is the total friction force and

is the effective translateral inertia. The terms of (10.12) are:

® Fyq,(-), the air-drag, is approximated by

1
Fdrag(t) = zpaierAsecvz(t)

where c,, is the drag coefficient, A, is the maximum vehicle cross-sectional area,
and p,;, is the specific density of air. The drag coefficient is dependent of the form
of the vehicle and therefore on the outer surround-flow and the flow through the
vehicle for engine cooling and air-conditioning purpose;

e F,.i(+), the rolling resistance, is approximated by

T,
Fron(t) = #(’) = F,(t)e, (0(1))

where ¢, (-) is the rolling coefficient which depends on tires and tire pressure and
increases with the vehicle speed;
e F,(-), the gravitational force, is given by

Fo(t) = Fy,, (t) + F,,, (1)
= (mch + mwh) 8 Sill()l(t)
=mgsina(t)

where a(-) is the slope of the road; and
e F,(-), the acceleration resistance, is given by

Iwh .
F,(t) = (m + T) (1)

wh
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For the sake of notational simplicity, the acceleration resistance can be rewritten
as

Fu(t) = yumu(t)
where the ratio of effective translateral inertia to vehicle mass

m I
ym=_=1+ W:
m mrwh

is called the mass factor.

Remark 10.1 In practice, the air drag and rolling resistance forces are difficult to
determine because of bearings friction, elastic tires, etc. It is therefore common to
describe these terms by a polynomial of second degree of the vehicle speed as

Furag(t) + Fron(t) ~ ayv* (1) + arv(1) + ap
where the coefficients ag, a;, and a, are usually determined by a coast-down experi-
ment on a chassis dynometer. In the coast-down test, the fuel supply to the engine is

turned off and the vehicle is allowed to slow under the effects of aerodynamic drag
and rolling resistance.

The Forces in y-Direction

The normal force is given by
Fy(t) =mepg cosa(t) +m,pgcosa(t) =mgcosal(t).

An important factor is the x-direction friction coefficient or tire-road friction coeffi-
cient described by the ratio

which describes how much traction force can be applied to the vehicle. This factor
depends on the tire slip (Reza [50]).

10.3 Mechatronic Systems

In this section, we derive the main mechatronic systems employed in many different
hybrid powertrains.

There are two basic approaches to modeling mechatronic systems. A theoretical
model is based on principles like energy, mass, and impulse balance equations, con-
stitutive equations, phenomenological and entropy balance equations of irreversible
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processes, and coupling equations of process elements (Isermann [26]). A theoret-
ical model contains the functional description between the physical data and its
parameters and is therefore known as a whitebox modeling technique. In the oppo-
site, blackbox modeling assumes that the process under consideration is totally or
partial unknown and experimentally obtained data is available to describe the process
with numerically driven parameters whose functional relationship with the physical
data remains unknown. Between whitebox and blackbox there are uncountable many
graybox modeling techniques.

Systems with dependence on space and time are usually governed by partial
differential equations. For the case in which the space dependence can be neglected,
the system reduces to ordinary differential equations with lumped parameters.

A typical approach to the design of computational models is to focus on the
dynamics that have a significant influence on the system behavior. Depending on
the modeling depth one obtains then static, quasi-static, and low-frequency dynamic
models and high-frequency dynamic models. This results in widely varying model
complexities. For instance, there is a wealth of combustion engine models that can
be grouped into crank angle resolved, or crank angle averaged, or even quasi-static
(de Jager et al. [27]). The same analogy applies to the electric machines, batteries,
and so forth.

The proposed models of combustion engines, electric machines, gearboxes, and
batteries in this section can be classified as quasi-static graybox models with lumped
parameters. The models are derived with the focus on providing a simple represen-
tation which can be easily calibrated but remains physically interpretable as much
as affordable. Please note that “affordable” needs to be read in the context of the
goal of the model. We do not need all physical effects to be modeled by analytical
or differential equations. This would yield models which are more complex than
needed and hardly calibrateable. Some nonlinear effects can be easily mapped by
polynomials or spline functions. Standard linear look-up tables are not considered
for system modeling since they introduce nondifferentiability at the grid points due to
the piecewise linear interpolation character which prevents computationally efficient
optimization procedures, like sequential quadratic programming.

A dynamic combustion engine model for the purpose of emission control is
proposed in Sect. 10.5.2. This model is air-charge and ignition angle resolved and
requires several continuous states from other subsystems including discrete deci-
sions. The combined model forms a complete (hybrid) vehicle and is therefore dis-
cussed later in this chapter.

10.3.1 Internal Combustion Engine

Hybrid vehicles may employ different types of internal combustion engines (ICEs)
(or shorter engines) to exploit their fuel benefits but the piston engine is the most
used engine type. Pistons are basically defined via the piston movement generated by
the gas pressure and can be differentiated by the process management type. Diesel



316 10 Modeling Hybrid Vehicles as Switched Systems

or Gasoline engines are classified as open process whereas the Stirling engine is
classified as closed process. Despite the high technical maturity of piston engine
development, only a small part of the fuel energy is converted into mechanically
effective work. The main sources of engine losses can be summarized as:

exhaust gas (more than 50%);

not ideal combustion;

leakiness;

heat loss;

gas exchange; and

engine friction, support drives, and side aggregates.

These losses vary with the engine type: gasoline or diesel. Especially under partial
load, diesel engines show significantly lower losses than gasoline engines. The reader
may refer to Kiencke and Nielsen [30] for more details.

We concentrate in this book only on hybrid vehicles equipped with gasoline engines.
So it seems obvious to use the common terminology “internal combustion engines”
with the shorthand ICE for gasoline engines.

10.3.1.1 Quasi-static Modeling of Engines

An analytical engine model is very hard to obtain. It is therefore common to describe
the fuel consumption of the IC engines using maps. One important map is the brake
specific fuel consumption (BSFC) map. This map can be determined by empirical
procedures on an engine test-rig or can be computed by some software packages.
For both procedures the maps obtained are only valid for warm engine operation.

The gasoline engine acts as a fuel converter to produce mechanical output power
where its thermodynamic efficiency is defined by the ratio of mechanical output
power to petrochemical power

Wice (t) Tice (t)

: (10.14)
O ruel (1)

nice(t) =

where wic. (-) is the engine angular speed, Tjc. (-) is the engine output torque (effective
torque), and Q .. (-) is the enthalpy flow associated with the mass flow
Q fuel (t )

1 el () = I
)

where H; is the fuel’s lower heating value with the unit MJ/kg, which describes the
reaction enthalpy with respect to the matter used. The total fuel energy supplied is
the time integral of the enthalpy flow
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0 ju(t) = H, / 1t et (7) .

fo

The fuel consumption in liters of the ICE can be calculated by the differential equation

B@) = vy - £(0) - bsfe(Tice (1), @ice (1)) - Tice (1) - wice (1) (10.15)
B(to) =0, (10.16)

using a smooth brake specific fuel consumption map and a product of natural con-
stants yr. £(-) is a switch to model the fuel injection on/off command. The brake
specific fuel consumption map bsfc : R>o x R>o — R is represented by a smooth
function, e.g., B-splines or tensor-product splines, of the arguments torque and speed
and is usually temperature independent and only valid for warm engines, i.e., coolant
water of ¥, () = 90 (°C). If necessary, a warm-up correction factor can be intro-
duced to account for warm-up losses (see therefore Sect. 10.3.1.2).

The engine efficiency is often depicted in the form of equipotential curves as
shown in Fig. 10.2.

The consumption is mostly given as an amount of fuel per unit work g/kWh. This
can be rewritten in SI-units as

1 (kwih) -1 (ﬁ) —0.278 (%)

With the reaction enthalpy Hj, the fuel consumption can be directly converted into an
engine efficiency 7;..(-). For example, for a gasoline engine the lower heating value
of premium petrol is H; = 41.8 (MJ/kg). The fuel consumption of the best operating
point in Fig. 10.2 complies to an efficiency of

Fig. 10.2 Brake specific
fuel consumption map (kgﬁ)
for a direct-injected spark
ignition engine
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1 1
Nice = = = 0.363.
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Remark 10.2 An IC engine is not able to turn on by itself. It needs a helper in the
form of a belt-driven start/generator in mild hybrids or electric traction motors in
full hybrids. In both cases, the engine is pulled to a certain engine speed (typically
500rpm) where the fuel injection starts.

However, each turn on of the IC engine causes additional losses in terms of a
higher amount of injected fuel to guarantee a stable engine burn-process for the first
revolutions, larger applied electric torques to overcome static friction and compres-
sion work. The latter one can cause a large breakaway torque if the piston of one
of the cylinders has to be completely moved to the upper cylinder position before
the injection starts. These effects requires a deep understanding of the internal com-
bustion process using first principles in mechanics and thermodynamics which is
beyond the scope of this book. However, such effects can be simply modeled as an
instantaneous engine start loss by accumulation of all loss contributions as will be
presented in Sect. 10.5.1.

Operating Regime:

The feasible operating range of the engine is limited. Thus, it is the task of the control
strategy that the following constraints for the speed

in < Wice(t) < w;

Wice = ice

and the torque

7—;_121;11 = T}ce(t) = Y}r:-lgx(wice(t))
are fulfilled.
The function of the upper engine torque limit 7,7 (-) can be approximated by
a polynomial of second-order (Reza [50]) or splines. Because of the instable com-
bustion process of the ICE during low engine speeds a vehicle start-up from engine
standstill (w;. () = 0) is prohibited, which can taken into account with the following
constraint
(@) =0, Vtelt,tr] with wi(t) < ", (10.17)

ice

Willans Line Method:

An alternative approach to model the ICE efficiency is to use the Willans line method
(see Wei [69], Guzzella and Sciarretta [20], and Zuurendonk [72]). This method
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suggests a relationship between chemical input energy and mechanical output energy
by the approximation

Tice(t)wice(t) = eice(wice(t))quel(t) - Pice,loss(t) (1018)

where e;..(-) is the efficiency of the thermodynamic energy conversion. However,
the relationship of input and output power is not a straight line due to the strong
nonlinear behavior of e;..(-) and P 1055 (-). By dividing (10.18) on both sides by
wjc.(+) and introducing the following relationships

47
pme(t) = Vd ' Tice(t)
_ 4_7T . quel(t)
pmf(t) - Vd Cm(l)

S
Cn(t) = — - Wice (1)
b4
one yields the Willans relationship in the so-called normalized variables

Pme(t) = eice(cm([))pmf(t) — Pmeo(Cm (1))

where py,.(-) is the brake mean effective pressure, py;(-) is the fuel mean effective
pressure, S is the piston stroke, and Vj is the total displacement. p,, ¢ (+) is the pressure
that an engine with a thermodynamic efficiency of 100% achieves by burning a mass
m r,01(-) withalower heating value H; and p,y,.0(-) summarizes all mechanical friction
and gas exchange in the engine. If p,,.0(c,; (#)) = 0 is assumed, one can redefine the
thermodynamic efficiency (10.14) as

Pme()

Nice(t) = me(t) .

10.3.1.2 Extended Quasi-static Modeling of Engines with
Coolant-Water and Three-Way Catalytic Converter
Temperature

A simple model to account for the engine and catalytic converter warm-up is shown
in Boehme et al. [8] which is based on the similarity principle. In order to account
for the engine warm-up, the fuel differential equation (10.15) has been extended
with a warm-up correction factor CFy.(-) dependent on the coolant water. Then, the
temperature-dependent fuel rate can easily be described by

B@) = vy - (1) - CFr(@en(1)) - bSFe(Tice (1), @ice () - Tice (1) - wice(t)  (10.19)
B(to) =0
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where ¥, (-) is temperature of the coolant water.

By assuming that the relative cylinder charge m.y;(-), the average temperature
in the cylinder . (-), and the raw exhaust temperature ¥, (-) can be represented
by maPS, mcyl (Tice (t) , Wice (t)), 06)‘[ (Tice (t) y Wice (t) ) C (t))’ and 19exh (Tice (t) y Wice (t) )
£ (1)), respectively, and that no explicit modeling of the temperature losses to cylinder
wall, exhaust valves, exhaust manifold, and turbine is necessary, the current temper-
ature of the coolant water and the temperature of the three-way catalytic converter
(TWC) Y4 (+) can be approximated by two nonlinear first-order ODEs

Dew(t) = 1 - CFap Dew(®)) - titeyi (Tice (1), @ice®)) - [Feyt (Tice (1), wice (1), £ (1)) — Fen(1)]
2 - [Few(®) = Famp (D] (10.20)
Fiwe(®) = c1 - titey (Tice (1), Wice ) - [Fexn (Tice (1), ice (1), (1)) — Fpye (1)]
—c2 - [Drwe () — Damp (1))

where CFy.(-), CFy5(-), and c; and ¢, are coefficients determined from measurements
collected from ICE-test rigs.

It is absolutely necessary to heat-up the TWC to the light-off temperature at the
beginning of the drive cycle. This requires that the ICE is switched on to produce a
high amount of hot exhaust gases. The ECU is in charge of computing the light-off
point with complex on-board function evaluations. In Sect. 11.2, an analytical model
is presented to account for this on-board functions which in turn requires a high
amount of computing resources. From a practical point of view, it is also possible to
estimate a minimum duration for the engine to be switched on to achieve a safe heat-
up of the TWC for the desired engine type and cooling system. If so, the additional
constraint ensures

C(t) = 17 te [ttwc,O» ttwc,f]

that the engine is switched on, where #;,,c 0 and #.,., s are the start and the end time
of the TWC heating, respectively.

10.3.2 Electric Machine

Depending on the vehicle concept, different electric machines (also known as
motor/generator (MG)) may be used. Todays electric traction motors in hybrid or
electric vehicles are mainly permanent magnet synchronous machines (PMSM) and
asynchronous machines (ASM). The first one benefits from a high efficiency and
good controllability, which make them highly attractive candidates for applications
in (plug-in) HEVs or battery electric vehicles (BEV) (Chi [11]), whereas the latter
will often be used if cost and robust operation is in focus in the vehicle application.
A major drawback of ASM compared with PMSM is the higher required installation
space in the vehicle. Switched reluctance motors are tested only in prototype cars
and direct current machines are used only for special applications.
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In this book, we consider only PMSMs because of their wide spread use in (plug-
in) HEV and BEV applications. The functional layout consists of a stationary part, the
stator, and a rotating part, the rotor. In general, electric power is supplied or outputted
to and from the stator and mechanical power to or from the rotor. The operating regime
T /n must be differentiated between rated and nominal values. Rated values, such
as maximum torque 7% and maximum power P,;¢, can be permanently adjusted.
Whereas, nominal values, such as nominal torque T;Zg and nominal power P,Zg are
only adjusted for a short time. Consequently, it is important to distinguish between
permanent nominal operating limits and transient rated operating limits for a proper
design. Itis therefore common for automotive applications to create several operating
limits between both extremes to support low and high dynamic control loops.

Two basic operating regimes can be distinguished (see Fig. 10.3). First, the basic
rotational speed range. This range is characterized by the fact, that for each speed
starting from zero, the rated torque 7,** can be adjusted. If for constant 7, the
rotational speed is increased, the mechanical power increases linearly until it reaches
the rated power. The speed at this point is known as base speed

max

base __ ~ Mg

mg T mmax
T;ng

and plays an important role in designing the MG properly for the required longitudinal
vehicle dynamics. Second, in continuous operation, the rated power may not be

exceeded. In order to achieve higher rotational speeds, the rated torque must be

lowered s
max _ mg base
ng (wmg (t)) - O ([) ,  Wmg (t) > Cl)mg .

This area is referred to as the range of constant power and is achieved by field
weakening. The field weakening range is mainly determined by the capability of the
power inverter. When the speed of the MG increases, then the voltage applied to
the motor must increase accordingly to counteract the speed proportional-induced
back electromagnetic force in the stator windings. When the speed reaches the rated
voltage, the voltage applied to the MG cannot be further increased to maintain the
stator current for torque production. This characteristic can be influenced by varying
the ratio of base speed over maximum speed, i.e.,
base

a)mg

bmg = max’
Wy g

where the ratio for PMSMs lies in an empirically determined region of

0.2 < by < 0.6 (10.21)
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Fig. 10.3 Operating chart of T
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which is admissible (Boehme et al. [6]). This assumption has been experimentally
validated by an analysis of a series of PMSMs.

Limiting parameters are temperature, mechanical stability, and service lifetime.
If a machine is stressed beyond permitted values, thermal overload occurs owing to
too high currents. For example, the winding insulation melts at approx. 180 °C.

Overload capabilities usually allow operation with a multiple factor of 1 up to 4
according to design and dimensioning. That means, the a MG can handle short-term
loads four times its nominal load.

We found that P and by, are design parameter to adjust the rated torque
T (). The next two sections describe the efficiency of the MG within the rated
torque limits. The first method uses a stationary efficiency map, the second method
approaches this goal more physically.

10.3.2.1 Quasi-static Modeling of Motor/Generators

When a stationary efficiency map of the form 1o (Wing (£), Ting (1)) < 1, Yng, T
is available, the electrical power P;(-) can be calculated as

P(1) ng(t)a)mg(t)
P = = s P 0 10.22
O @m0, T )~ gm0, Ty 2070 (1022
Pi(t) = P2(t)7]mg(wmg(t)» ng(t))» P(t) <0 (10.23)

where P, (-) is the mechanical power. The efficiency map 7,z : R>o x R>9 — Ryxg
is usually only valid for warm operation. The first case (10.22) is the motor operation,
the second case (10.23) is the generator operation.

The efficiency map can be determined by empirical procedures on a test-rig or
can be computed by some software packages, e.g., finite element method computing
software. The latter requires an accurate physical model of the PMSM and a tight
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control scheme. This in turn requires a good knowledge of the working principles
and becomes only worthwhile if some deeper physical views are necessary.

Analogously to the IC engines, the Willans method can be used to describe the
efficiency of a MG. For a motor/generator, this approach takes the form

PZ(t) = emg(wmg(t))Pl(t) - PO

where P, is the aggregated power loss after the energy conversion (e.g., friction, heat
loss, etc.), and e, (+) is the indicated efficiency, i.e., the maximum efficiency when
Py is zero. Rearranging yields

Py(1) + Py

€m mg

Py
Pi(1)

Nmg (wmg @, ng () = €mg (wmg ) —

10.3.2.2 Physics-Based Quasistatic Modeling of Motor/Generators

A more physically motivated model can be derived by considering the electrical
dynamic equations in terms of phase variables in the stator frame (a-, b-, c-). These
can be written in a convenient matrix form as

V() HOY -
e = | Vi@ | = diag[Ry R, R]- | I (1) | + —2ke (10.24)
abc dt

A0) I ()

where V7 (-), V;/(-), and V}(.) are the a,b,c terminal voltages, I (-), I;(-), and I} (-)
are the a,b,c stator currents, R, is the unique stator resistance of each phase of the
stator winding. The flux linkage is expressed in terms of the stator currents as

v (0 Laa(0(2)) Lap(0(2)) Lac(O()\ | I; (1) Yna (0(1))
Vope = | Y @O | = | L@ @) Lpp(0 (1)) LipcO@) | | 1,(0) | + | Yup(0(1))
() Lac(0(1)) Lpc(0(2)) Lec(0(0)) ) | 12(0) Wine (0(1))

(10.25)

where 6(-) is the rotor angle in rad and L,,(-), Lyp(-), and L..(-) are called self
inductances of the stator, which can be written as
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L4a(0(1)) = Los + Ly + Loy - cos(26(1))

2
Lpp(0(1)) = Los + L1 + Loy - cos (29 )+ 37 (rad))
2
Lc(0(t)) = Los + Ly + Loy - cos (29(t) —37 (rad))
and L., (-), Lp-(+), and L,.(-) are called mutual inductances

L., (6(1)) = —% - Log + Lo, - cos (29(t) — %n (rad))
1
Lpc(0(2)) = 5 Los + Loy - cos(20(1))

Lac(0(2)) = —% - Los + Lo - cos (29(t) + %n (rad))

where Ly, is the leakage in the stator, Lo, and L, are the magnetizing inductance
components of the stator windings. The peak flux linkage ¥,,,, (), ¥, (-), and &, (+)
established by the rotor magnets are defined as

Yna(0(1)) = ¥, - cos(6(1))

v,,(0(t)) =W, - cos (9([) - %n(rad))
v,.0(t) =¥, -cos (G(I) + %n(rad)) .

One can observe from Eq. (10.25) that the inductances are functions of the position
of the rotor and (assuming that the rotor is spinning) are functions of the time.
This means that the inductance parameters are constantly changing—space making
the analysis of the machine very difficult in its present form. Two transformations
commonly referred to as the Clark’s transformation and the Park’s transformation
allow the stator voltages, currents, and inductances to be transferred into a reference
frame where the inductances no longer vary with the position of the rotor. Applying
both transformations together one obtains a (3 x 3)-transformation matrix

cos(6(1)) cos (6(r) — 3 (rad)) cos (8(r) + 37 (rad))
T(O(t)) abe—dqo0 = 37| sin@(@) sin (6(1) — 2m(rad)) sin (6(1) + 27 (rad))
1/2 1/2 1/2
(10.26)
Since the transformation is linear and T (6 (¢))apc— dqo has full rank, its inverse trans-
formation exists and is defined as
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T O ) ago—abe = T OO gy ag0

cos(6(1)) sin(6 (1)) 1
— | cos (6(1) — 3m(rad)) sin (0(r) — 37 (rad)) 1

cos (0(t) + 37 (rad)) sin (6(1) + 37 (rad)) 1

Applying (10.26) to the system described by (10.24)—(10.25), we obtain a set of
simple but coupled differential equations in rotor frame as

dIy Vi) = Ry (1) = 0O Lalj (1) = ()

= (10.27)
dr L,
dr: Vi) — R (t) +w(t)L, I (¢

i _ Vi 10 + o)Ly I (1) (1028)
dr Ly

where w(-) is the angular frequency of the electrical system (see Fig.10.4). The
mechanical angular speed on the shaft w,,,(-) is related to the electrical angular
speed by the number of pole pairs p of the PMSM

w(t) = pa)mg(t)-

Remark 10.3 Some comments on the transformation:

e the artificial currents [ ; () and I;(-) produce the same flux as the stator a,b,c
currents;

e L, is the longitudinal (d-axis) inductance, L, is the lateral (g-axis) inductance;

o the flux linkage for the g-axis is ¥, (t) = L, I(; (), the flux linkage for the d-axis
isWu(t) = Lqlj(t) + ¥,; and

o —w()¥, () = —a)(t)LqI(;(t) and w(H)¥W;(t) = w(t)LyI;(t) are called speed
voltages.

For stationary operation the coupled differential equations (10.27)—(10.28) reduce
to

Vq’(t) = Rslg(t) + o)LL (t) + w ()P, (10.29)
Vi) = RIj(t) — () Ly I} (1). (10.30)

Then, a balance of power at the two sides of a power inverter yields the electrical
power as

3
) =2~ (Va5 () + Vi L7 (1) 4 Pross.c (10.31)

where Pj,. is the power loss of the inverter and the factor 3 accounts for the
power terms of the a,b,c phases (factor 1/2 for the conversion of peak values to
effective values). The first term in Eq. (10.31) represents the electrical power fed
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to the electric machine. Ignoring the ohmic voltage drop in (10.29) and (10.30), the
mechanical power at the shaft is given by

@@ Lalj(0) + 0@ W) 1) (1) — () Ly 1) (1) 1(1)]

[NSH O]

Rearranging (10.32) reveals a possible asymmetry of the lateral inductance to the
longitudinal inductance

3
T, (1) = 3P W 1) (1) 4+ (La — Lg) I () 1] (1) (10.33)

reluctance torque

which generates an additional reluctance torque. Electric machines with such char-
acteristics employ buried magnets and are known as interior permanent magnet syn-
chronous machine (IPMSM). IPMSM drives are preferred in automotive HEV/BEV
applications because of their high mechanical and thermal stability. For the case that
the g-axis and d-axis inductance are equal (i.e., L, = Ly = L) in (10.33) the torque
generated at the rotor shaft reduces to

T, (t) = %quml,;(z). (10.34)

Electric machines with such characteristics employ surface mounted magnets and
are called accordingly surface permanent magnet synchronous machine. Applying
Newton’s second law to the motor shaft yields

Fig. 10.4 Equivalent circuit . R, L,
model of the PMSM. The o—‘—'j -
speed voltage term,
w(t)La1}(t), appears in the
Vq’ (+) equation and the speed r C) l @ W 0 L I
voltage term, o (¢) L I; (1),

appears in the V(-)
equation. Thus, the system
equations (10.27) and R, Ly

(10.28) are linear but coupled o—b—{: -

Vi d-axis circuit C) l —w Ly Ty

=
o
)
%,
w
Q,
o
c
=
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da)mg _ Tm(t) - T;ng(t)

dr Lng

3

where T,,,(-) is the load torque acting on the rotor shaft and /,,, is the moment of
inertia of the motor. Using the steady-state equations (10.29) and (10.30) and the
torque at the rotor shaft (10.34) in the quasi-stationary case, i.e., T, (t) = T}, (¢), the
torque equation can be expressed as a function of the design parameters R, ¥;,, and
Ly

3 Vi (OR; — po (1)L V(1) — pw(t) Ry W

Tng (1) = = pWy -
(=3p R2+ p2L2a’(1)

(10.35)

We can use (10.22), (10.23), and (10.35) to derive a physical expression for the
efficiency of the PM synchronous machine. However, this would require the knowl-
edge of the g-axis and d-axis voltages, which in turn requires knowledge of the power
inverter and the firing of the inverter switches (gate turn-off thyristors for high power
levels or insulated-gate bipolar transistor for medium power levels). A special but
common approach is to consider the so-called common operating mode of the three-
phase inverter (Guzzella and Sciarretta [20]). Through this simplification the d-axis
voltage V; (-) is assumed to be zero which reduces (10.35) to

VI (t)Rs
q(t) > pw(t)Rslpm ) (1036)

3
Tg(t) = = p¥ - -
=3P (RSZ FL2p2a () RZ+ L2pla(n)

2

and the efficiency to

R, ng(t)
nmg(ng(t)’ wmg(t)) =11+ 3 :

2 2y Og ()
P ¥

2

-1
+ L? wmg(t)ng(t) Ploss,c
R; EWZ ng(t)wmg(t)

2 m

(cf. Guzzella and Sciarretta [20]).

10.3.3 Gearbox

If an IC engine is directly coupled to the drivetrain, the engine’s speed spread is
neither sufficient to support the entire velocity range of a vehicle nor to provide a
good dynamic responsibility. In order to achieve

e ecological fuel consumption;
e good dynamic responsibility; and
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e targeted vehicle top speed,

passenger cars are equipped with manual, automatic, or power-split gearbox devices.
Manual and automatic gearboxes are the dominate form of speed and torque con-
verters in conventional vehicles and parallel hybrids.

The first two aims are contradictory since an ecological fuel consumption design
leads in general to larger gear spreads compared with the high-traction design. This
is mainly because the speed constraints imposed by the gear ratios might force the
internal combustion engine to operate in some operating regimes which have low-
engine efficiencies. Therefore, one can say that gearboxes serve as general speed
and torque transformers. An important characteristic is the transmission ratio of the
gearbox, which is defined by the speed ratio

Webxl (t)

10.37
Wehx2 (t) ( )

ighx(t) =

where wgp,,1(-) and w2 (+) are the input and output speeds, respectively. The input
power into the gearbox is then given by

Pgbxl(t) = a)gbxl(t)Tgbxl(t)

and the output power transmitted to the remaining driveline (reduction gear, differ-
ential, etc.) is given by
Pgbe @) = a)gbx2([) Tgbe ®).

If we assume that the gearbox works without losses and without inertia, that means
Pghxl (t) = Wghx1 (t)Tgbxl (t) = Pgbx2(t) = wgth(t)Tgbe([)a
one can readily derive the torque ratio as

Tgbe (t)

igbx (t) - Tgbxl(t) .

In practice, the gearbox realizes a power loss because of bearing and gear-wheel
frictions. In order to account for this an efficiency representation can be found by
using an analogy to the Willans description (10.18)

Pyp2(t) = egpx (Wgpx1(1)) Pepx1 (1) — Po (10.38)

where P is a constant or speed dependent power loss term. If Py = 0 is assumed,
one can redefine the efficiency (10.38) as

Pgbx2 (t)

Ngbx ) = Pghxl (l‘)
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The usual efficiency of a gearbox with one fixed transmission ratio is about 1,,, ~
0.95...0.98. The overall efficiency of a multispeed gearbox depends on the engaged
gear.

10.3.3.1 Automatic Gearboxes

There are two gearing devices between the clutch and the wheel: the gearbox and
the final drive. The differential as final gearing device is ignored. The transmission
characteristics of an automatic gearbox are defined by (10.37). The transmission
characteristics of the final drive are defined by the ratio of gearbox output speed
W1 (1) = wepx2(t) to wheel speed w42 (t) = wyp,(¢) and thus

i, = Q@ (10.39)

wra2(t)
Then, the overall transmission ratio of the driveline is

Wgebx1 (t) — TywhWghx1 (t)
Wy (1) v(?)

(1) = igpx(D)ifa = (10.40)

min max

where wgpy1 € [y, Wyt 118 constrained to the allowed engine operating regime
which imposes that the gearbox consists of a set of gear ratios rather than a simple
gear ratio. The number of gears

. . . . T
Iopx = [lgbx,la Lgbx,25 -+ +> lgbx,Ngbx]

depends on the fulfillment of the vehicle performance specified by an envelope curve.
The highest gear ratio is dedicated to the first gear and is determined by fulfillment
of adesired creep velocity, e.g., ve,p (f) < 7 (km/h), and/or the maximum desired road
inclination «,,,. For example, using (10.40) the fulfillment of the creep velocity is
given by
11 _ Twh@idle

bx — .
8 LfdVerp

where w; 4. 1S the desired engine idle speed. Whereas, the gear ratio i([gl,jx for fulfillment
of the maximum hill-climbing ability can be derived by assuming an equilibrium
(a = 0, i.e., no vehicle acceleration) at the maximum road inclination. We obtain
then the torque balance with

.1

lEgb]x T;;l;)a{: Ngbx (T;é?j) =Twh * (Froll + F;nax)

where the air drag is neglected. Rearranging yields the gear ratio to fulfill the maxi-
mum road inclination o~
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1 ot (Frou + FQ™) 1y - Img (¢, + sina™e)]

gbx — -
max max max max
ghxl ' Ngbx (Tgbxl) ghxl ' Ngbx (Tgbxl)
where
max max max
Tgbxl = max [T;‘ce (wgbxl) + ng (wgbxl)]

min max

,
Vwghe1 € @yl gty

is the maximum gearbox input torque.

The lowest gear ratio is dedicated to the last gear and is usually determined by the
fulfillment of the vehicle’s top speed. However, in some cases, it might be beneficial
to design the second-last gear to fulfill the vehicle’s top speed, whereas the last gear
can be freely chosen to support ecological driving.

The ratio of the first gear ratio to the last gear ratio

s[1]
o Lebx
Ps = N
gbx

defines the total gear spread, where Ny, is the maximum number of gears.
The gear steps between two gears are defined by

AV Anl
oy i pawyn (1) i )

J = T =T J= Ll (N — 1) (10.41)
i irgwen() 1

gbx ' fd®Pwh gbx

and can be determined by the

e geometrical design which yields gear ratios which are constant

:[J/]

R lgbx
®i =
gbx

=const, j=1,...,(Ngyx — 1);

e progressive design which is characterized by an additional factor p multiplied to
the geometrical gear step. This results in bigger steps for larger gear ratios but
smaller steps for small gear ratios which is beneficial for gearbox designs with
either less gears or smooth steps for small gear ratios. The progressive design is
defined by

.l ANl (Ngpe—j _ il .
lggx _ lgb;b ‘Pl( o J)po.s(Ngbx D (Nepe—i=1) J =l (N — 1)

where

o ¢
Y1 = (Ngbx lg/pO.S(Ngb)—])(Ngb)—Z)
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is the basic gear step and p is the progressiveness factor. For p = 1, the progressive
design becomes the geometrical design; and
e free design (drive cyle based).

One can find the following value ranges for ¢; = 1.1...1.7and p = 1.05...1.2in
the literature. The latter design approach will be discussed in Chap. 13.

For all design procedures, the constraint known as the gearbox stability condition
(Reza [50]) must be fulfilled. That means, a downshift at maximum engine torque
should not cause the engine to operate above the maximum allowed speed. This
implies a maximum gear step of

max
max _ Tice

a)rmm

ice

where wj7," is the maximum allowed engine speed and wyre is the engine speed at

maximum engine torque.

10.3.3.2 Planetary Gearboxes

Compared with a conventional vehicle, whose transmission is a spur gearbox, the
most different and important mechanical system used for a power-split HEV is a
planetary gearbox (PG). A PG is more compact as a spur gearbox that includes
normally five up to eight spur gears, while it can provide a wider range of speed
ratio. Depending on the construction of PG, torques can be superimposed or split.
The latter one is the key element for power-split hybrids. Figure 10.5 depicts two
basic types of planetary gearboxes: a minus and a plus planetary gearbox.

Both types have three coaxial shafts and consists of four main components: a
sun gear, several planetary gears (pinion gears), a planetary carrier gear, and a ring
gear as shown in Fig. 10.5. Three or more planetary gears are held by the planetary

minus gearbox plus gearbox
_‘S:Z %__LLJ
A S
§ N N[j=
il il
¢ )5: % ( }S %
o N
HSL w23
;~E\ .
1: sun gear 2: planetary gears %
3: planetary carrier 4:ring gear

Fig. 10.5 Mechanical design of minus and plus planetary gearboxes
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carrier, which rotates around the sun gear, while the shaft of the sun and ring gears
are fixed. One can realize from Fig. 10.5 that a plus gearbox needs an additional set
of planetary gears to reverse the speed direction and therefore requires more effort
in the mechanical construction. One elementary characteristic is given, if the carrier
shaft is held to zero speed by applying a brake or by a mechanical connection to the
chassis. One then obtains the stationary gear ratio as

r,

Ts

Ly =

where r, and ry are the radii of the ring and sun gear, respectively. In terms of a
mechatronics-based characterization, it is more advantageous to express the station-
ary gear as the ratio of sun speed to ring speed

0
o)

Lsr

The stationary gear ratio is also an important parameter for calculating the distribution
of rotational speed and torques. The relationship of speeds can be described by the
Willis equation

0=w(t) —isrr(t) — (1 — i) (t)

and the ratio of torques (without consideration of inertia and losses)

T,(1)
Ti (1)
T.(1)
Ti(1)
I 1

=——1

() iy

—lsr

=i, —1

are constant, where 7, (-), T,(-), and T (-) are the torques applying on the ring gear,
carrier gear, and sun gear, respectively. The stationary gear ratio is negative for a
minus planetary gearbox and positive for a plus planetary gearbox. For simplification
and better clearness, the stationary gear ratios for minus and plus PGs are substituted

with ig; = —i,, and iy; = iy, respectively. That means, for a minus PG
0 = wy(t) +iorw (1) — (1 +iop)w. (1) (10.42)

T.(t) .

=1
RON.
T.(2) .

=—(1
T.() (1 +io1)

T.(1) 1
AL
T0) (i01 * )
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applies, whereas for a plus PG

0= (1) — iy (1) — (I — o) (1)

T.(1) )
T.(0) = —lo1
T.(t) .

T.0) =ip —1
T.() 1
T.(t) o

applies.

The dynamic relationships of the PG can be derived by applying the principle of
angular momentum and Euler’s second law to the rigid body of the PG with inertia
of the carrier gear I, ring gear I,, and sun gear /;. For convenience, we multiply
(10.42) by —1. Then, we obtain for a minus PG the following dynamics by

T.(t) = L.a(t) + (1 +in) T; (1) (10.43)
T.(t) = Ly () —io T (1) (10.44)
ING) :[sd)s(t)_Ti(t) (10.45)
where
T: (1) = F(o)rs (10.46)

is the internal torque of the PG and r; is the radius of the planetary carrier. The
evolution of these first order ODEs are subject to the static Willis equation (10.42).
One obtains differential-algebraic equations describing the system dynamics which
can be easily represented as

T.(t) I. 0 0 (14ipn)\ [
Tr(t) _ 0 Ir 0 _iOI d)r(t)
T.(t) | — 0 0 I —1 (1)

0 (1 +ip1) —ipr —1 0 T: (1)

10.3.4 Clutch

Clutches are coupling elements of the powertrain. When the clutch is engaged and
no slip is assumed then the input angular speed w1 () and output angular speed
wenn(+) are identical, i.e.,

Werrn1 (1) = W2 (1).

Real electro-mechanical clutches have a negative loss torque due to friction
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Terin1 (1) = Tem2(t) + Tegntoss (1)

and consume electrical power for the operation of the actuator, where 7, (-) and
T,11n2(-) are the input and output torque of the clutch, respectively. These effects are
not easy to model and can be abstracted to an energy loss. Therefore, for the purpose
of this book, the clutch operation is simplified as instantaneous switchings between
opened and closed and assume an energy loss for each switching operation. Readers
interested in modeling the clutch are recommended to consult Koprubasi [31] and
Beck et al. [4].

This model abstraction has already been encountered by the engine start problem-
atic and has advantages and disadvantageous. The major advantage of this method is
to make the modeling task much easier. This is especially beneficial if the physical
process under consideration is not really well understood or the modeling effort is
extraordinary high. But the designer has to keep in mind that a physical system does
not exhibit jumps in reality. This is just a simplification and introduces at the same
time much more complexity in the control task. Why? The instantaneous energy
loss must be accounted on some or all continuous-valued states of the system which
causes discontinuities. In the previous chapters, we have already seen that discon-
tinuities in continuous-valued states of hybrid systems causes some serious control
problems. The designer of the hybrid system model must decide which problem,
modeling or controlling, causes less efforts.

10.3.5 Battery

Rechargeable batteries (also known as secondary batteries) are devices which provide
a possibility of transforming chemical energy into electrical energy and vice versa by
chemical reaction processes. This feature makes batteries portable energy sources for
many automotive applications. Traction batteries are a key element for BEV and HEV
design which affects the overall cost-benefit of these vehicles and come in different
technologies, sizes, and shapes and can be categorized by qualities such as specific
energy, specific power, capacity, voltage, and chemistry. It is therefore important that
traction batteries must have certain attributes like high specific power, high specific
energy, long calendar and cycle lifetime, high reliability, and high robustness to be
good candidates.

Typically, in a battery several electrochemical cells are connected in series to
provide fixed voltage. Main elements of each battery cell are two electrodes, cathode
and anode, and an electrolyte, which separates the two electrodes. At the electrodes
chemical reactions occur for gain and loss of electrons. During the discharge, a
reductant (R) donates m electrons at the anode, which are released to the connected
circuit. These m electrons are then accepted by an oxidant (O) at the cathode. The
first electrochemical process is called an oxidation reaction, the last one is called an
reduction reaction. The general reaction schemata is
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R — RT + me™, oxidation reaction
O+me  — O, reduction reaction (10.47)
R+ 0 — RT+ 0" redox reaction .

The charge separation will continue until an equilibrium condition is reached.

We may observe from (10.47) that battery modeling is a quite complex task. This has
led in the literature to many different complex battery models specific to application
domains. The main used model types are

empirical models;

equivalent circuit models;

physics-based models (electro-chemical models); and
high level stochastic models.

Empirical models are the simplest ones and describe an observed relationship and
usually does not take any physical property of the investigated battery into account.
Whereas, physics-based models provide insight into the physical process during cell
operation. These models can easily grow in complexity and consist of a dozens
of parameters. Stochastic battery models are based on Markov processes, e.g., for
predicting battery life span (Rao et al. [49]). However, such models rely on huge
datasets which should represent the characteristics of interest accurately and are,
therefore, only applicable if many experiments can be performed in a reproducible
manner.

A good compromise for the complexity of the problem set discussed in this
book are equivalent circuit analogies consisting of ideal voltage source, resistors,
and capacitors. Similar modeling assumptions are made frequently in the literature,
among them Hu et al. [25] and Stockar et al. [60].

10.3.5.1 Quasi-static Modeling of Batteries

A brief definition of important battery parameters:
Battery Capacity

The battery capacity Qpqs, usually expressed in Ah, indicates the amount of charge
that can be drawn from a fully charged battery until it gets fully discharged. This is
defined by

_ Qbat

T 1(h)

L,

which provides the amount of current drawn from the battery that completely dis-
charges in 1 h.
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C-rate

This parameter is used to show the amount of current used for charging the battery

) = 20,

State of Charge

State of charge £(-) is the ratio of available charge Q(-) of a battery to the rated
capacity of the battery
()

O

where Q(-) is difficult to measure directly, but the variation of the charge related to
the current 7., () can be used

O(t) = Ipus (1).

This leads to the well-known Coulomb counting method

o) = / Ipor (1) d7 + Q1)

fo

which is reliable as long as the current measurement is accurate (Guzzella and Sciar-
retta [20]). More advanced techniques use estimation methods such as the Extended
Kalman Filter to determine the state of charge.

Depth of Discharge
The depth of discharge DoD(-) is defined as

DoD(r) = 1 — &(1).

This quantity is usually used by the battery manufacturer according to lifetime issues,
e.g., to recommend that DoD = 0.7 should not be exceeded.

Equivalent Circuit Model

A fairly simple model of a battery is obtained using an ideal voltage source and
an ohmic internal resistance (see Fig.10.6). Considering the power losses caused
by the battery’s internal resistance Rj,, and applying Kirchhoff’s law, one obtains
the battery power Py, (-) related to the battery current I, (-) through the following
power balance equation

Voe (E0) par (1) + Rpar Ly, (1) = Poar (1), (10.48)
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where V,.(-) is the open circuit voltage. The sign of the battery power indicates
battery discharges for Py, () < O and battery charges for Py, (¢) > 0.

The battery power is the net power consisting of the electrical power P,z (-) of
the MG (which can be more than one MG) and the power P, (-) required to supply
the electrical on-board system and is given by

Phat(t) = _ng(ng(t)a wmg(t)) - Paux(t)- (1049)

Solving Eq. (10.48) for the battery current Iy, (-) yields

_Voc(é(t)) + \/Vozc(g(t)) + 4Rhat Phat (t)

I = 10.
bar (1) 2Ry (10.50)
The differential equation for £(-) can then be written using (10.50) as
E@) = “par (§(2), u(1)) (10.51)
Qbat
&§(10) = &o. (10.52)

Open Circuit Voltage

The open circuit voltage (OCV), V,.(-), is the voltage between the battery terminals
when no load is applied. This voltage is a function of the battery’s state of charge
and can be modeled using physical principles or empirical approaches. For the latter,
a general formula for the OCV is given by Weng et al. [70]:

K
Voe(§(1)) = Ko + K15(1) + 5(—;) + K3In(§(1) + K4In (1 —&()).  (10.53)

Using (10.53), two popular parameterizations are common.

Fig. 10.6 Simple equivalent Rpar I

circuit model of a battery. bat

This equivalent circuit model O
has been applied mainly for
lead-acid batteries,
nickel-cadmium,
nickel-metal hydride, and i

modern lithium-ion batteries Voc J <_> i
(Guzzella and Sciarretta
[20D)
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Affine relationship:

Voc(é(t)) = Ko+ Kls(t)

where K and K; depend only on the battery construction and the number of cells
(Guzzella and Sciarretta [20]).

Nernst equation:

Voe(§(1)) = Ko + K31n (§(1)) + K4In (1 — &(1))

is derived from the Nernst equation (Pichler and Cifrain [47]), where the parameters
can be obtained by comparison of the coefficients, i.e., Ko = Vy and K3 = K4 =

R-T .
. This yields
ne - F

Vo (E@) = Vo + Ly 5@
oc(g())— 0+I’lg'F n(l—é(l‘))

where R is the universal gas constant (8.315J/mol K), Vj is the standard cell potential
in volts, F is the Faraday constant (296485 C/mol), and n, is the number of free
electrons.

Mapping:
Alternatively, V,.(-) can be tabulated or mapped by a spline as a function of the state
of charge.

Some battery types exhibit a considerable hysteresis behavior in the OCV. That
means in other words, that different OCV curves apply for charge and discharge
mode. These effects are particularly significant in batteries of nickel-metal hydride
type (Verbrugge and Tate [62]). However, for modern battery types, e.g., lithium-ion,
the hysteresis effect can usually be neglected, since they exhibit only small hysteresis.

Battery Resistance:

The internal ohmic battery resistance Rj,, depends on the state of charge and the
temperature and can be represented by a spline function. In many cases a constant
approximation is sufficient for optimization of the vehicle’s energy consumption.

Battery Efficiency

The battery efficiency is defined on the basis of a charge/discharge cycle as the ratio
of discharged energy to the energy, which is necessary to recharge the battery with a
current of the same intensity. Assuming a steady-state equivalent circuit model, the
energy over a given time interval [fp = 0, 7] can be calculated as
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ty o
E= / PZ(I) dr = / I:Voc + Rbatlbat(t)] . Ibaz(t) dt
0 0
=ty [Voc + Rbatlbat(ff)] Apar (ty),

where V,. and Ry, are constant. For the reason of better transparency, a constant
open circuit voltage and a constant battery current are marked with a tilde. Then, the
discharge energy E; with a constant discharging current I,,, < 0 can be calculated

by
Iy Ir e
E; = / dr =/ [Voc' — Ryar ] .
0 0
= tf ' [‘706 — Rpas ] ' ’ibat

The discharging current Ia: has to be limited such that the term V,. — Rpu ‘ibat’

i)d ibat ibat dr

Ibal

remains positive. Recharging the battery with a current of the same intensity, i.e.,

, yields

i .
Ec:/ P, dt:/ [Vac+Rbat
0 0
]' ‘ibat

The ratio of E; over E. is the battery efficiency

ihal = )ibat

Tpus dr

] : ‘ibar

= tf ' [‘7()6 + Rpa:r ibat

Ed Vac - Rbat
Nbat,g = = =
EC Voc + Rbat

Ibal

. (10.54)

[bat

Equation (10.54) is known as global battery efficiency. As shown in Guzzella and
Sciarretta [20], the global battery efficiency is based on a full charge/discharge cycle
and is therefore cycle-pattern dependent, whereas the local battery efficiency is based
on instantaneous power evaluations which yields a similar relationship

[P Voc(t) — Rear | Ipar ()]

- . (10.55)
Pc(t) Voc(t) + Rbar |Ibal(t)|

nbat,l(t) =

The difference is that in (10.55) the open circuit voltage V,.(-) and the battery current
Ipq: () depends on time.
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10.3.5.2 Dynamic Modeling of Batteries

Dynamic models of practical use are the Randles and Thevenin models (see Figs. 10.7
and 10.8). The additional dynamical attribute modifies the quasi-static model with
a nonohmic voltage drop. The added passive circuit drives two parallel branches, in
which a capacitive current and a charge-transfer current flow. The capacitive cur-
rent flows across a double-layer capacitor Cp,, 1, which describes the effects of the
charge accumulation/separation that occurs at the interface between electrodes and
electrolyte. The charge-transfer current is caused by charge separation. The dynamic
equations for this circuit are derived from Kirchhoff’s voltage and current laws which
yield

V(1) = Vo () + Rpar,0dpar (t) + Vre1(t) (10.56)
dVerer  Vrel
Ipar (1) = Ic1(t) + Ir1(8) = Chpar,1 —
dr Rbat.l
Fig. 10.7 Randles model for Vee1
batteries
I bat
Chatn
R bat,1
"
6]
Fig. 10.8 Extended Randles Veei
model for batteries with ——
considerable hysteresis m
effect. The diodes can be
considered as switches for Rbat,1,dch
controlling the current flow
through the respective Rpat0.deh I l
resistance | |
Cbut.l
R}Jat.ﬂ.ch
Vocl <:> m 4
Rpat,1,cn
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where Vgc1(-) is the nonohmic over-potential. Insertion of ;4 (-) into (10.56) and
rearranging yields the differential equation as

dVgci

Rpar,0Char,1 T

Rpat,0
=V(@) — Vre1(?) - (1 + R_) — Vo (6 ()

bat,1

where Ryq:.0Cpar,1 has the unit of time and is the time constant of the RC-circuit.
At steady-state, the capacitor can be considered as a circuit-cut, i.e.,

V(t) = VUL(S(I)) + (Rbat,O + Rbur,l) : Ibat(t)

with Rpe; = Rpar,0 + Rpar,1-

Nonignorable hysteresis effects may limit a uniform modeling of the battery and
require some treatment. In practice, some ad hoc procedures may be applied to
capture these nonlinear effects. A common way is to modify the Randles model with
some ideal diodes to reflect the fact that the resistance in the ohmic and nonohmic
circuits are different during charging and discharging (Hu et al. [25]). This requires
some additional smooth conditions for transition between these maps.

10.4 Hybrid Vehicle Configurations

The main topics of this section are the three main types of hybrid electric vehicles:

e parallel hybrid: both the combustion engine and the motor/generator are mechan-
ically coupled with the wheels;

e power-split hybrid: a combination of parallel and serial features; and

e serial hybrid: the electric machine serves as prime mover and drives the vehicle
and the IC engine provides the traction power.

These configurations employ different-sized prime movers, different functional lay-
outs, and different drive modes. The right choice of one of these HEV configurations
depends on several crucial factors including the following:

e type of the application;
e cost and weight; and
e expectations of the targeted customers.

Some important drive modes are:

e start/stop: turn on and off the IC engine;

e load-level-shifting: shifting of the operating points of the IC engine towards its
best efficiency area;

e recuperation: recovery of the vehicle’s kinetic energy;

e boost: torque assistance if the desired torque exceeds the maximum ICE torque

Y}IZ-;“X (wice) 5
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Fig. 10.9 Drive modes of hybrid vehicles

e zero-emission driving: propelling of the vehicle with the electric traction motor
only; and
e external charging: recharging of the battery using a net power grid.

Figure 10.9 visualize the areas of the different drive modes in a speed-torque diagram.
Baumann et al. [3] proposed a measure of hybridization as the degree of hybridiza-
tion (DOH) which is defined as the ratio of

max __ Pmax|

DOH=1- "% "
P;:lq:x + Pmax

ice

(10.57)

imum power of the IC engine. The value range of this function is 0 < DOH < 1.

That means, a completely combustion-based vehicle corresponds to DOH = 0 and
a completely electric vehicle corresponds to DOH = 0 as well. A fully hybridized
design is achieved according to (10.57) if the maximum MG power is equal to the
maximum ICE power.

Combustion-based concepts with a low DOH are often regarded as micro or mild
hybrids, even though their architecture is the same as that of full parallel hybrids.
Electric-based concepts with a low DOH are often regarded as range extenders.

This simple metric can help the designer to classify early vehicle designs to the
functionality group (shown in Fig. 10.10) and therefore provides indications as to
which controls should be emphasized. For instant, if the HEV is ICE dominated then
the main energy flow comes from the IC engine and the focus on control design should
be an optimal chemical-mechanical energy flow. Whereas, the design of HEVs with

where P,*** is the maximum power of the motor/generator and P;/* is the max-
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Fig. 10.10 Relationship of degree of hybridization and drive modes

dominated electric traction systems should focus on an optimal electrical-mechanical
energy flow.

Figure 10.10 shows the relationship between the degree of hybridization and the
functional modes.

10.4.1 Parallel Hybrids

Parallel HEV configurations are shown in Fig. 10.11 with the energy flow depicted
in Fig. 10.12. They employ an additional MG, which is either coupled mechanically
with the combustion engine on the same shaft or mounted on the post-transmission
axle. The common architectures are distinguished depending on the location of the
MG in the driveline. P1 and P2 configurations are architectures with MG and ICE
coupled on the same shaft whereas the MG is coupled on the so-called secondary
axle (nondriven axle) in the P4 configuration. The P4 configuration is also known
as a through-the-road hybrid. Besides the both prime movers (combustion engine
and motor/generator) and two energy storages (fuel reservoir and battery), a parallel
configuration also contains several coupling and conversion elements. The torque
coupling between ICE and driveline of P1 and P2 configurations is achieved by
employing a spur gear and a clutch, which is installed at the input side of a gearbox.
A speed coupling is also possible but rather seldom applied. It uses a planetary gear
to superimpose the rotational speeds of ICE and MG. In all structures, the electrical
machine is permanently connected to the drivetrain when energy flows from or to
the wheels. The advantage of these architectures are their relative simplicity and
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Fig. 10.11 Topologies of parallel hybrids

the ability to apply mass-produced components from conventional vehicles without
expensive redesigns.

Both prime movers can be used to drive the vehicle, either individually or at the
same time. In case of torque superposition, the configuration allows the ICE torque to
be chosen within certain limits independently from the driver’s request. Whereas, in
case of rotational speed superposition, the combustion engine’s speed can be chosen
within certain limits independently from the vehicle speed.

Simple driveline models for the P1, P2, and P4 topologies are developed using the
fundamental equations derived by using Euler’s second law. For all driveline models
we assume zero pinion gear inertia and no drive-shaft flexibility. A good overview
about driveline dynamics can be found in Kiencke and Nielsen [30].

We start by modeling the P2 driveline dynamics first.

Fig. 10.12 Principle of I -
energy flow in a parallel ! electrical
hybrid :
BAT 1—*
1
=_ ..... MG
fuel
UEy) ICE * Gearbox >
. output
chemical | 1 mechanical
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Engine:
Euler’s second law yields the following model

LiceWice(t) = Tice(t) — Teirn1 (1) (10.58)
where I;., is the mass moment of inertia of the engine.

Clutch:

The clutch is assumed to be stiff. When the clutch is engaged and no friction is
assumed the following equations for the torque and angular velocity hold

Teiin () = Teyn2 (1) (10.59)
Wice(t) = Weirp (1) (10.60)

where w.;, (+) is the clutch speed, T,;,1 (+) is the clutch input torque, and T, (+) is
the clutch output torque.

Motor/Generator:

Applying Euler’s second law to the motor/generator yields the following model

Imgd)mg(t) = Tclch(t) + ng(t) - Tgbxl(t) (1061)
@eipn (1) = Wmg () (1062)

where T, 1 (+) is the input torque of the gearbox. Conversion of (10.61) to a function
of engine speed is obtained by using (10.58)—(10.60) and (10.62), which yields

(Iice + Img)d)ice(t) = Tice(t) + ng(t) - Tghxl(t)~

Gearbox:

The gearbox is modeled by only one rotating inertia Io,, a set of gear ratios g, €
RNs+, and friction. The actual gear ratio i obx () € dgpy, t € [10, 7] canberepresented
as a piecewise constant function of time. Then, the model of the gearbox is given by

Igbxd)gbe(t) = igbx (t)Tgbxl(t) - Tgbx,f(t) - TngZ(t) (1063)
Wice(t) = Wepx1 @) = igbx (t)wngZ(t) (10.64)

where Tgpy2(+) and Ty, £ (+) are the output torque and friction torque of the gearbox,
respectively. The friction torque can be measured on a powertrain test bench. The
torque constraint of the P2 topology obeys the condition that the gearbox input torque
Topx1(+) is given by
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Tgbxl (t) = Tice(t) + ng (t) - (Iice + Img)d)ice(t)~ (1065)

Applying (10.64) to (10.63) and inserting (10.65) into the gearbox model (10.63)
yields an ODE of engine speed as

[Ighx + iébx(t) : (Iice + Img)] Cbice(t) = igbx @) - (Tice([) + ng(t)) - ighx(t)Tgbx,f(t)
_igbx(t)TghXZ(t)~ (1066)
As convention for the remaining book, T, (-) without numbering means always the
gearbox input torque.

Final drive:

Similar to the gearbox, the final drive is modeled by one rotating inertia /4. The
model of the final drive is given by

Trawpan(t) = ifaTgpaa(t) — Tra, p () — Tyn(t) (10.67)
W (t) = wyp(t)
wrg1 (1) = i gy (t)
Wice () = Tgpx (1)i pain (1) (10.68)

where w41 (-) and @ 4> () is the input and output speed of the final drive, respectively,
and T4 r(-) is the friction torque of the final drive. Rearranging (10.66) and inserting
into the final drive model (10.67) and applying (10.68) yields an ODE of engine speed
as

{Ifd + i%d : [Igbx + i;bx () - (Iice + Img)]} Wice(t) = iébx(f)i%d : (Tice([) + ng(’))
- igbx (l)ijzdegbx,f(t)

- igbx(l)l.defd’f(t)
—ighxifpaTyp().  (10.69)

For the sake of simplicity let us aggregate the friction torques as

Tioss (@) = ifaTgpx, (1) + Tyra, p(1).

Wheel:

Using (10.9) and applying Euler’s second law to (10.13) yields

Troad(t) = rthW(t)
Ivehd)wh (t) = Twh (t) - Troad(t) - Tbrk (t) (1070)
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where
~ 2
Lyey = mry,

is the effective rotating inertia, 7,44 (-) is the road load, and T, (-) is an additional
mechanical torque contribution for the friction brake.

P2 driveline:

Simplifying (10.69) using the compact notation of the substitute inertia

Ifd —+ i]2cd . [Ighx + iébx (@) - (Iice + Img)]

Lo(t) = 70 :
and the rotational speed
Wice (1) = Wmg (1) = ighx (1)i fgwn (1) = iy () (1), (10.71)
yields
Lo (O@ice(t) = ir(t) + (Tice®) + Tug()) — Thoss (1) — T (£). (10.72)

The step that remains to obtain a driveline model for the P2 hybrid is to couple (10.70)
with (10.72). Thus, calculating the time derivative of (10.71) using the chain-rule
yields

y
ice(t) = ﬁwwhm + i1 (O (1) (10.73)

The time derivative of the piecewise constant function i,(-) is zero, except for the

time instances ¢; of gear shifting. At these time instances the derivatives % 1=1; are
not defined. This let us argue that (10.73) reduces to
Wice(1) = 1 (1) Dy (). (10.74)

Inserting (10.70) into (10.74) and equating with (10.72) yields the governing equation
of the P2 driveline as

Ip2h(t)d)ice(t) =i () - (Tice(t) + ng(t)) — Tioss (1) — Troaa(t) — Ty (1) (10.75)

where the substitution inertia for hybrid driving is given as

mrvzvh + Iwh + Ifd + ljzfd . [Igbx + i;;;x(t) : (Iice + Img):l
i (1) '

Ipop(t) =
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The governing equation (10.75) is derived with the assumption that the clutch is
engaged. When the clutch is disengaged, the governing equation reduces to

IpZE(t)d)mg(t) = lt(t)ng(t) — Thoss (1) — Troaa (t) — Tpri (1)

where the substitution inertia for electrical driving is given as

mr?vh + I, + Ifd + ij%d . (Igbx + if,bx (t)[mg)

Ip2e(t)= i (l)

The acceleration resistance F, (-) and the acceleration torque 7, (-) for the P2 topology
can then be refined to

Iwh + Ifd + ijzfd . [Igbx + i;bx(t) . (Iice + Img)]
F,(t)=m- |1+ 5 (1)
mrwh

= MY (igpx (1))0 (1)

and
To(t) = mr2y, Pm (i ge (1)@ (1),

respectively. y,, (+) is the enhanced mass factor, which can be determined by vehicle
tests. One can realize that the mass factor has the highest value for the highest gear
ratio.

P1 driveline:

The difference between the P1 and the P2 topology is the missing decoupling clutch
between ICE and MG. Thus, the governing equation of the P1 driveline is identical
with the P2 driveline when the clutch is engaged.

P4 driveline:

In the P4 topology, a MG is installed on the secondary axle. Using the models derived
before it is easy to obtain a driveline model for the P4 topology. Let us assume that the
power transfer from the secondary axle over the road to the primary axle is without
any losses and that the MG is connected to a fixed gear ratio i r4> with inertia /4.
Since, we have two driving axles half of the wheel torque applies to each axle.

Then, applying the principles derived for the final drive model (10.67)—(10.69) to
the secondary axle yields
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(Irar + i;'dzlmg) Opg(t) = i_%-dngg ) — Trar, ¢ (1)

—i’% T (1) (10.76)
[Ifd + l%d : (Igbx + igbx(t)lice)] d)ice(t) = ltz(t)Tzce(t) - it(t)idegbx,f(t)
—i 0T — " 1. 1077)

Converting (10.76) to an ODE of engine speed using

Lran

(O (t) =" 'a)ice(t)
¢ i (1)
results in
. . N i (1) i (1)
(Lpa> + iFanTmg) Gice () =i D Tog (1) = =+ T, ¢ (1) = == - Ty 0.
fd2

(10.78)
Superposition of (10.77) and (10.78) yields
[ 17+ Traz + 30 (Too + 2 Olice) + 3a g | G1ce ) =

1
ir(t) - (it(t)Tice(t) +ifa2Tmg(t) —ifaTgpxe, () — Tra, r(t) — %delf(f) - Twh(t)) .
(10.79)

Simplifying (10.79) using the substitution inertia

Tpg+Ipar + l.j%d : (Igbx + if»bx (t)lice) + l?dzlmg
1,4 =
p4 i (1)

yields
= . . . 1
Ip4wice(t) = lt(t)Tice(t) + ldeng(t) - Tloss(t) - l._deZ,f(t) - Twh(t)-
fd2
(10.80)

It is now straightforward to apply the wheel model to (10.80) to obtain the governing
equation of the P4 driveline.
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10.4.2 Power-Split Hybrids

A common combination between parallel and serial principles is the so-called power-
split hybrid. Figure 10.13 shows two popular power-split topologies. In this hybrid
configuration the input power is split into two parts as shown in Fig. 10.14. A part
of the mechanical output power of the ICE is directly transmitted through one or
more planetary gear(s) to the drive wheels. The remainder is transferred through the
so-called electrical variator to the wheels. The electrical variator is a composition
of the two motor/generators. One works as a generator while the other operates as a
motor. That allows the variance in ICE speed independently from the vehicle speed
and is therefore known as electrical continuously variable transmission (ECVT). The
lower efficiency of the variator is caused by its twice electrical energy conversion.
This is certainly not as good as the efficiency of the mechanical part.
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Many different power-split configurations have therefore been developed over
the last four decades to minimize the power throughput over the electrical variator
and the recirculation power losses over various speed ratios, among them Schmidt
[54, 55], and Holmes and Schmidt [23]. The gear ratios of the planetary gears must
therefore be chosen, such that the power-splitting factor

Pel(t)

E(I) = Pmech(t) '

(10.81)

which resembles the ratio of the power on the electrical branch P,;(-) and the power
on the mechanical branch P, (-), is small for a defined vehicle speed range.

There are mainly three different configurations for realizing the power-split trans-
mission:

e input power-split;
e output power-split; and
e compound power-split.

All have in common that a part of the input power from the ICE is transmitted through
the mechanical path while the other part is sent through the electrical variator.

Power-split configurations are often designated as more complex hybrid drive
variants compared with parallel and serial configurations. The mechanical structure
is much simpler in many design variants but the increased complexity arises from
the tighter control requirements. Overviews can be found in Guzzella and Sciarretta
[20].

10.4.2.1 Characteristics of Power Splits

Planetary gearboxes can be connected together to obtain different configurations.
If the power-split configuration results in two input/output shafts for the electrical
variator, the ICE and the remaining drivetrain, then the static speed relationships can
be calculated by the linear system of equations

Wpg1 (1) _A. Wice () | _ fann a2 | @ice(?) (10.82)
Wpg2 (1) Wy (1) az1 an ) | (1)
where w,g1(-) and w,,g2(-) are the angular speeds of MG1 and MG2, respectively.
With the assumption that the system is without losses and the electrical powers of
both MGs compensate each other, i.e., battery power is zero and the battery is neither

charged nor discharged, the linear system (10.82) can be reformulated to the static
torque relationships
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ngl(t) _ (_ATN—1 . Tice(t)
|:ng2(l)} =(=AD [—dem—nrk(ﬂ]

1 —axn ax ) Tice()
= 10.83
anay — apas ( app —ar) | —Tun() ( )

where T),,,1(-) and T},,,>(-) are the torques of MG1 and MG2, respectively.

Defining the most desirable direction of electrical power flow cannot be per-
formed for all power-split configurations in the same manner. The preferred power
flow depends on the layout and thus on the operation mode of MG1 and MG2.
Consequently, we define a general power-split ratio (10.81) by using the following
definition

ngl(t) _ ngl(t)a)mgl(t)

G(t) = Pice(t) B Tice(t)wice(t) .

(10.84)

We will see that some power-split configurations need a slightly modified definition
of (10.84) including an additional minus sign.

The power-split ratio obtained (10.84) is still imprecise in terms of the properties
of the configuration used. Therefore, using 7,1 (-) from (10.83) and w1 (-) from
(10.82) we are able to refine € (-) more configuration specifically to

aaziiecv: (1) d1262
—anailecv(t) — ——
apax + apax i t
G(t) = — + ecvt( )
apjax — apds) apax — apdyg
. ny
=mg + Miiecvr (t) + - (10.85)
l@CUt(t)

where i, (-) is the total transmission ratio, which is defined by

Wice (t)

ievcz(t) = o (1) .

Obviously, the power-splitting ratio consists of three terms. The first term is constant,
the second term is proportional to the ECVT transmission ratio i..,, (-) (if aj;, az; #
0), and the third term is proportional to the inverse of the i, () (if a1z, ax # 0).
In anticipation of the next sections, inspection of (10.85) reveals that beside input,
output, and compound power-split no additional basic types of power-split exist.
Tables 10.1 and 10.2 summarizes the power-split ratios for the elementary power-split
configurations.

For single node power splits, one can observe from (10.85) that €(-) will be zero
if

an

———= fora;; =0vanp=0
ap)

lecvt,1 =

or
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. arp
lecvr,1 = e~ fora; =0Vay =0
11

applies. For dual node power splits we obtain

. ann
lecvt,] = ———
azy
. arn
lecvt,2 = ———
ap

These transmission ratios generate a purely mechanical transmission characteristics
of the ECVT, because w1 (-) Or w2 (+) is zero. These speeds are called mechanical
nodes.

The total efficiency of the power-split system can be characterized by

o (1) = 2288 (1 e

Pice(t) nmgl(t)) Nmech + 1€(0)] 1mga (£) (10.86)

where 7,,.., 1 the efficiency of the mechanical driveline including the efficiencies
of the planetary gears.

10.4.2.2 Input Power-Split

The first commercial power-split HEV offered to the market was presented by Toy-
ota (Toyota Prius I) employing an input power-split architecture, named 7Toyota
Hybrid System (THS). The system consists of one minus planetary gear and two
motors/generators. In 2003, Toyota released a THS system, abbreviated THS 1I,
improved by taking advantage of higher voltages to improve the electrical efficiency.
In 2005, Lexus and Toyota improved this system configuration with a second plan-
etary gear to reduce the power of MG2, which is known as the second generation of
the input power-split (IPS2). This architecture has been employed in Toyota Prius
IIT and Lexus RX 450h and is shown in Fig. 10.15.

The input power-split (IPS) configuration must satisfies the rotational speed con-
straints of one planetary gear (10.42)

0= (1 +ion)Wice(t) — Omg1(t) — io1i pawyn(t) (10.87)
where io; is the stationary gear ratio of planetary gear 1. The carrier of the PG2 is

fixed as shown in Fig. 10.15. Then, PG2 serves as a reduction gear with the ratio i,,.
The wheel speed is then simply given by

1
wwh(t) = T a)ng(t)' (1088)

Lrdl fd

The reduction gear has the purpose to lower the torque at the MG2.
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1
el 0.75 \ / 1 m,: mechanical point
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’ i,
0 . ecy
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Fig. 10.15 Schematic of the input power-split configuration. Reactive power results for the inverse
transmission ratios higher than the mechanical node —aj; /a2

Itis now easy to derive the kinematic constraints using the speed equations (10.87)
and (10.88). The kinematic rotational speed constraints are

Wmg1 (1) | _ A Wice®) | _ (1401 —lorifa | @ice(t)
Wpg2 (1) P oy (1) 0 irgifa ) |own(@)]"
The kinematic torque constraints can be calculated by transposing and inverting
matrix A;,, which yields

-1
0

T ] _ a7yt [T T 150 Tieel®) ]
ng2 (t) Tyn (t) —ip1 —1 Ty (t)
(I +io1)irg irdifa

(10.89)
It should be noted that these equations only hold with the assumption of zero battery
power and no mechanical power losses.
The design of the input-split system requires that MG1 works as a generator in
order to stabilize the ICE and to obtain no power recirculation. Thus, the signed
power-split ratio is defined by

_ ngl(t)

Pice(t) (1090)

€t) =

which includes an additional minus sign compared with the general definition in
(10.84). As can be seen from the transfer matrix A;,, the value ay; is zero. This
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leads to a zero entry in the first equation of the torque constraint (see (10.89)). The
power-split ratio simplifies to

1 . i1l fa ) i1l fa 1
€(t) = A1 +ig — - =1-— —. 10.91
( ) 1 + iOl ( o Lecut (t) 1 + 101 Lecvr (t) ( )

Comparing (10.91) with (10.85) shows that

my ap 1

fecvr (1) air leew (1)

e(t)=—-1+ (10.92)

Since the sign of (10.90) is different to definition (10.84), (10.92) has to be multiplied
by —1, which yields

1 011 1
=1+ — =g ML
air  lecut (t) 1+ 01 lecut (t)

The power-split ratio over the inverse transmission ratio using (10.91) is depicted in
Fig. 10.16. Comparing with (10.85) yields

apn
—ngy = 1, —Mmy = —.
a

The mechanical node (e () = 0) of the inverse transmission ratio for the design
values ig; = 2.6 and i ;g = 3.08 is given by:

0.8

power-split reactive power

0.4r

0.2

Power-split ratio [e| ()

I I I I L I L ]
G0 0.1 0.2 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1

Inverse transmission ratio 1/iecvt (=)

Fig. 10.16 Power-split ratio € of the input-split configuration with ig; = 2.6 and i y4 = 3.08. The
light gray shaded area indicates inverse transmission ratios with reactive power. The green shaded
areas determined using (10.86) indicates the operating domain with total efficiency higher than
90%
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1 _ a11_1+i01_ 1+2.6

; — = ~ 0.45. (10.93)
Lecut, 1 apn 1011 fd 2.6 -3.08

One can observe from (10.93) that the modified power-split definition (10.90) has
no effect on the mechanical node.

Start-up from standstill is possible without decoupling the ICE from the driveline.
This might explain, why most power-split hybrids do not have a decoupling element.
However, study of (10.91) reveals that at low velocities the input-split system depicted
in Fig. 10.15 transfers all power from the ICE through the electrical variator to the
wheels, which is quite inefficient because of the double energy conversion. Only at
the mechanical node (10.93) is the ICE power completely transfered from the carrier
to the ring gear which yields the highest efficiency of the system. It is therefore
desirable to design the system close to this mechanical node. This is possible for
nearly all vehicle speeds as shown in Boehme et al. [5], however, this compromise
leads to less dynamic vehicle responses.

Consequently, a good design operates the ICE near the mechanical node in order
to cut the electrical energy flow from MG1 to MG2 and uses MG?2 as a traction motor
for start-up or acceleration support. The agility of the vehicle is then mainly depen-
dent of the size of MG2. The overdrive functionality with low transmission ratios,
i.€., lecyr (1) < 1, which is usually employed for vehicles with manual or automatic
gearboxes in order to reduce fuel consumption, is here directly proportional to high
electrical power flow and losses due to power recirculation.

The area of mechanical power recirculation as shown on the right-side of Fig. 10.16
occurs whenever any shaft of the planetary gear is loaded with more mechanical
power than the ICE provides. The power recirculation is known as reactive power.
On the one hand, because of the relatively high efficiency of the planetary gear(s),
the additional mechanical losses are relative small but may require the resizing of the
shafts and bearings. On the other hand, because of the high losses in the electrical
path, this reactive power can reduce the efficiency of the overall ECVT transmission
seriously. It can generally be recommended to keep the power-split ratio below 30%.

The dynamic behavior of the driveline is derived by assuming zero pinion gear
inertia and vehicle longitudinal dynamics only (Liu and Peng [38]). By applying
Euler’s second law for the ring gear, sun gear, and carrier gear node of PG1, respec-
tively, and using (10.43)—(10.45), the governing equations of the input power-split
configuration are obtained. They can be summarized as

(Tice + 1c1) @ice (1) = Tice(t) — (1 +io1) Tir (1)
(Lngt + Ls1) @mg1 (1) = Tyug1 (t) + Ti1 (1)
[lven + (Ingai?y + 1) 5] @un () = —(Tork(6) + Troaa (1))
Firal faTmga(t) +iori pa Ti1 (1)

where T;; (-) represent the internal torque on the pinion gears of PG1 (see (10.46)).
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Tice(t)
ngl(t)
—Tprk @) + Troad @) + irai faTmga (1)
0
lice + Ic1 0 0 1+io1 Wice(t)
0 Imgl + L5y 0 -1 d)mg](t)
= . ) o ! . (10.94
0 0 Lyen + (Img21r2d + [rl)l%d 01l fd @yp (1) ( )
1 +igg -1 —io1ifd 0 Ti1 (1)

Inversion of the left-hand side matrix yields the differential-algebraic equations of
the system dynamics

fbice(t) L D[1:3] -1 Tice(t)
Wingl ) — Lps T ips ngl @)
Dy (1) (Dg;,f]) 0 —(Tori (1) + Troaa (1)) + irai paTnga (1)
T (1) 0
Pl --- P14
Pips= .
P41 ... Pag4

(10.95)
where I, € R3*3 from (10.95) is the diagonal inertia matrix of each gear node

Iips = dlag {Iice + ICI? Imgl + Isla Iveh + (Ingifd + Irl)ijzfd}

and D;,; € R**! is the kinematic constraint matrix of the input power-split, which
describes the static speed constraints from (10.87) as

1 4o
-1
—ioifq
0

Di ps —

10.4.2.3 Output Power-Split

The output power-split (OPS) powertrain consists of one minus planetary gear and
two motors/generators, similar to the input-split configuration. The engine and MG2
are coaxial on one shaft and connected to the carrier, MG1 is connected to the sun
gear, and the remaining driveline consisting a final drive gear and a differential is
connected to the ring gear.

According to Fig. 10.17 the output power-split configuration must satisfies the
rotational speed constraint of one planetary gear
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Fig.10.17 Schematic of the output power-split configuration. Reactive power results for the inverse
transmission ratios lower than the mechanical node —ay; /a2

Wmg1 (1) = (1 +io1)Wice (t) — io1i pawyn (t) (10.96)
a)ng(t) = Wijce (t) (1097)
According to (10.96) and (10.97), the kinematic speed constraints are
Wpg1 (1) Wice(t) 1 +io1 —iotifa) | Wice(?)
=A,, - = . 10.98
[wmgza)] ’ [wwh (1) L0 ) low® (10.98)

The kinematic torque constraints can be calculated by transposing and inverting
matrix A,,s, which yields

1
0 —
ngl(t) — (_AT -1, Tice(2) _ 1l fd |:Tice(t)]
I:ngZ(t)] = ( Aops) [_Twh(t)] = 1y, T () . (10.99)
io1ifa

The signed power-split ratio of the output-split system is defined by

ngl(t)

R (10.100)

et) =

Using the first equations of (10.98) and (10.99) we obtain the power-split ratio

.ECU t . ] ] 1 + ] .
e(t) = — o). (1 +igr — M) —1- % 0. (10.101)
i1l fd Lecvr (1) i1l fa
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In contrast to an input-split hybrid, one can observe from (10.101) that power recir-

culation occurs at high transmission ratios and thus at low vehicle speeds. However,

the output-split system achieves efficient power splitting at high vehicle speeds.
Hence, the power-split ratio from Fig. 10.18 can be plotted by

. ap I +io; .
€ty =14+miper,(t) =1+ ilecut(l‘) =1-— o Lecur (1).
ap o1l fd

Comparing with (10.85) yields

ain
nmoy = 1, mp = —.
as

The corresponding mechanical node over the inverse transmission ratio is obtained

as _
1 an  1+ip

Lecut,1 ap iotl fq

For the design values ig; = 2.6 and i ;4 = 3.08 we obtain for the following mechan-
ical node for the output-split system:

1 1+2.6

= ~ 0.45
fecor1  2.6-3.08

which is the same as for the input-split system (10.93).

reactive power power-split

0.4-

0.2

Power-split ratio [e| (-)

1 1 1

1
0 0.1 0.2 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1

0 1 Il

Inverse transmission ratio Mecvt (-)

Fig.10.18 Power-split ratio € of the output-split configuration with ig; = 2.6 and i r4 = 3.08. The
light gray shaded area indicates inverse transmission ratios with reactive power. The green shaded
areas determined using (10.86) indicate the operating domain with total efficiency higher than 90%
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Due to the huge power recirculation at high transmission ratios, the output-split
system is not suitable for start-up. One can tackle this problem by propelling the
vehicle at low speeds using only one motor which is connected to the final drive
gear via the planetary gear. In this situation, the planetary gear works as a simple
fixed gear by reducing its DOF to one, which is constraining its motion. The energy
management then switches to the output-split configuration if a certain vehicle speed
corresponding to a low transmission ratio is reached. This strategy is applied in GM
Volt and Opel Ampera (for more details see Matthé and Eberle [41]).

Again, by applying Euler’s second law for the ring gear, sun gear, and carrier gear
node of PG1, respectively, and using (10.43)—(10.45), the governing equations of the
output power-split system are obtained. They can be summarized as

(Iice + Img2 + Icl) CE)ice(l‘) = Tice(t) + ng2(t) - (1 + iOl)Til(t) (10102)

(Ing1 + I51) Gmg1 (1) = Tg1 (1) + Tia (1) (10.103)
(Iveh + Irll?d) d)wh(t) = _(Tbrk(t) + Troad(t))
+ioiipaTir (2) (10.104)

Tice (t) + ng2 (t)

T;ngl(t) _
_(Tbrk(t) + Troad(t))
0
Iice + Img2 + Icl 0 0 1 + iOl d)ice(t)
0 Imgl + Isl 0 -1 d)mgl(t)
0 0 Iveh + Irlijzfd _i01ifd d)wh (t)
I +io -1 —o1i fq 0 T (1)

Inversion of the left-hand side matrix yields the differential-algebraic equations of
the system dynamics

d)ice(l) —1 Tice(t) + ng2(t)
d)mgl (t) _ I(’I’S DL;::] ngl (t)
ow (@ |~ \ (DN 0 —(Tyri () + Troaa (1))
Tin (1) 0 (10.105)
P11 ... Pi4
Po=| o |eres
P41 - .. P44

where I, € R**3 from (10.105) is the diagonal inertia matrix

Iops = dlag {Iice + Img2 + IClv Imgl + Isla Iveh + Irli%d}
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and D,,, € R**! is the kinematic constraint matrix of the output power-split system,
which describes the static speed constraint from (10.96) as

14+in
-1
—iolifa
0

Dops =

10.4.2.4 Compound Power-Split

The compound power-split (CPS) configuration is the last of the elementary power-
split systems. It was invented to achieve a large area of power-split ratio below 30%.
Unfortunately, the system alone can neither propel the vehicle from standstill nor
provide good efficiencies at high vehicle velocities. The necessary large dimensions
of the motors/generators would make this configuration totally unacceptable. It is
therefore only applicable in combination with other power-split layouts.

The CPS system consists of two minus planetary gears and two motors/generators.
In contrast to the input/output-split systems, none of the electrical machines is directly
connected to an input or an output axle. This provides an additional degree of freedom
and results in the total number of 2. The configuration is depicted in Fig. 10.19.

The compound power-split configuration must satisfy the rotational speed rela-
tionships of the two planetary gears

My My, My My, My My, 2: sun.
1 3 — 3 fcgrrler
P1 PG2 p1 [ P1 PGR1. - ICE
MG2 MG1 .
SNAN AN N4 W
Aol ) o ) —
@@ =00
C C
m,: mechanical nodes
P: normalized engine power
m, M, m, m, 1
) 14 075
1 1 :
P i l P-W |5| 0,5
A T A 17
T == I 0,25
T 0 >

My i,
Fig. 10.19 Schematic of the compound power-split configuration. Reactive power results for the
inverse transmission ratios lower than the mechanical node —aj /a2 and higher than the mechanical
node —ay1/ax
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0 = —ip1Wjce(t) — Wpg1(t) + (1 +io1)i fawyn(t) (10.106)
0 = —ipwmg1 (1) — Wmg2(t) + (1 + i2)i rgwyn (1) (10.107)

where i) and i, are the stationary gear ratios of planetary gears 1 and 2, respectively.
Putting (10.106) into (10.107) yields the kinematic rotational speed constraints

as
a)mgl(t) _ . Wice(t) . —ip1 1+ iOl)ifd Wice (1)
|:wmg2(t)] = Aar I:wwh(t):| B (iolioz (11— igliog)ifd) |:wwh (t):| . (10.108)

The kinematic torque constraints can be calculated by transposing and inverting
matrix Ap,

I —iorio2 —ip2
[ngl(f)] AT [ Tiee 1) ] _ | (iodion (Efoiya [ Tiee 1) ]
ngZ(t) ps _Twh(t) J - iOl —1 _Twh(t) ’
(I +io)ior (1 +i02)ifa
(10.109)

Using the definition (10.100) with the first equations of (10.108) and (10.109), we
obtain the power-split ratio

. 1+i9)i 1 —igi 11
e(t):(—10|+( o1) fd)( o1in2 02

- — ——lecw (f))- (10.110)
Lecur (1) (I'+inior (I +ieifa '

Expanding (10.110) and comparing with (10.85) yields

14 Dinii ..
€(t) = —Hoz—i._ o _ 101.102. fecur (1)
1+in (I +in)ifg
(I +io) (1 —igiiop)ipa 1

(1 + iOZ)iOl iecvt(t)

with
—1 +ig + 2iprin iotio2 (I +io1)(1 —do1io2)ifa
mo = ; m =——————, my= - .
I+ip (1 +ip2)isa (I +ig2)ior

It is easy to observe that the compound-split system has two distinct mechanical
nodes at

] .
L (10.111)
lecur,1 a1 +ioifa
] o
_ a2 lo1202 (10.112)

Lecut,2 an  (otiez — Diga
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For the design values ig; = 2.46,i¢p, = 1.54,and i ;4 = 2.64 we obtain the following
mechanical nodes:

1 2.46
: = ~ 0.27
Lecut, 1 (1+2.46)-2.64
1 2.46-1.54
~0.51.

fecors  (246-154—1)-2.64

The power-split ratio of the compound-split system is shown in Fig. 10.20. €(-) is
low if the inverse transmission ratio is located between the two mechanical nodes
but increases quickly outside. It is therefore preferable to keep the operation within
these nodes.

By applying Euler’s second law to the ring gear, sun gear, and carrier gear node
of PG1, and the sun gear node of PG2, respectively, the governing equations of the
power-split configuration are obtained. They can be summarized as

(Iice + Irl)d)ice(t) = Tice(t) + iOlT}l(t) (10113)
(Ingt + L1 + I12) @mg1 (1) = Tug1 (1) + T11 (1) + ine T (1) (10.114)
(Img2 + ISZ) d)mg2(t) = ngZ(t) + TiZ(t) (10115)

(Lyen + (o1 + Icz)ijzcd) o (1) = =Ty (t) — (1 +io)ipaTin (t)
—(1 +i02)ifaTi2(t) — Troaa(t) (10.116)

| \ /
0.8 reactive power-split reactive /

°l power power

0.4 \
0.2

0 0.1 0.2 03 0.4 05 06 07 08 0.9 1
Inverse transmission ratio 1/iecvt (-)

Power-split ratio |¢| (-)

Fig. 10.20 Power ratio € of the compound power-split configuration with ig; = 2.46, igo = 1.54,
and iyqy = 2.64. The light gray shaded area indicates inverse transmission ratios with reactive
power. The green shaded areas determined using (10.86) indicate the operating domain with total
efficiency higher than 90%
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where 1,1, 1,2, I51, Iy, 1.1, and I, are the inertias of the ring gear, sun gear, and
carrier gear, respectively. 7; (-) and T;,(-) represent the internal torques on the pinion
gears of PG1 and PG2, respectively. To simplify the equations, neither viscous nor
Coulomb friction is assumed. The differential-algebraic equations (10.106)—(10.116)
represent the system dynamics in the following form

d)ice(t) Tice(t)
62)mgl(l‘) 1 ngl(t)
d)ng (t) _ ( IC][ﬂ)s Dcpx ng2 (t)

d)wh (t) - Dc s 02><2 _Troad (t) - Tbrk (t)

T (1) —_— 0 (10.117)
Tia(2) P11 - P16 0

Poy=| 0 v 0 |eross
pe1 - - Pe6

where I, € R*** from (10.117) is the diagonal inertia matrix

Icps = dlag {Iice + Irl’ Imgl + ]sl + Ir27
Img2 + 13'2’ Iveh + (Icl + Ic2)i3fd}

and D, € R**2 is the kinematic constraint matrix of the compound power-split,
which describes the static speed relationships from (10.106) and (10.107) as

iy 0
0 —1
(I +io)ipq (1 +ig2)ifa

Dcps =

10.4.2.5 Two-Mode Power-Split

As the name implies, a two-mode power-split (TMPS) configuration supports two
operation modes. There are many different topologies reported in the literature. In the
schematic shown in Fig. 10.21, the two-mode is a combination of an one-node input-
split system and a two-node compound-split system. Two clutches are employed to
switch between these systems. The linkage of both elementary systems requires three
minus planetary gears which are connected such that the overall system has the same
DOF as the compound power-split system.

The system has two modes. The first ECVT mode uses the input-split system. In
this mode the third planetary gear is part of the IPS system and must be considered
in the rotational speed and torque constraints.

This leads to the speed constraint
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Fig. 10.21 Schematic of the two-mode power-split configuration. Reactive power results at mode
1 for the inverse transmission ratios higher than the mechanical node —aj;/aj2 and at mode 2
for the inverse transmission ratios lower than the mechanical node —aj; /a2 and higher than the
mechanical node —ay;/ax

(I +io)ior (14 ion) (1 +i03)ira

[wmgl(t)] —A . I:wice(t)i| — i01i02 —1 1-— i01i02 |:wice(t)]
S| (1) i (1)
0 (I +in)ifa

and torque constraint

1 —ioii 0
[ngl(ﬂ_(—Ar )—1,[Tice(r>]_ (I +io2)ior [Tmm}
Taga(t)y| — “Ta®] | —1-y, 1 =T ()]

(I +inior (I +in)ifa

The second ECVT mode uses the compound power-split system. In this mode the

third planetary gear has no mechanical contribution. Thus, the rotational speed and

torque constraints from (10.108) and (10.109) can be used without modification.
Using the signed power-split ratio definition (10.90) we obtain

() = — 1 —ip1ip2 ) ((1 + ip2)io1 n (A + i) (1 +ip3)ifa . 1 )
(I +ip2)ior iotio — 1 1 —iorin2 Lecur (1)
1+1 1+ip3)i 1
1 ( +lo1)(. +.103)lfd - ' (10.118)
(1 + 102)101 lecvt(t)

The mechanical node of the first ECVT mode (10.118) over the inverse transmission
ratio is given by
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1 a (1 4 ign)io;

fecur1 Can (41 + i03)ifa

The mechanical nodes of the second ECVT mode are then given by (10.111) and
(10.112). For the design example with i) = 2.46, ipp = 1.54,ip3 = 2.72,and iy =
2.64, following mechanical nodes are obtain:

1
- ~0.18
Lecvt,1

1
- ~ 0.27
Lecvt,2

1
- ~ 0.51.
lecvt,3

The dynamic system description can be derived analogously to (10.95) and (10.117).

One can dedicate mode 1 to the vehicle’s low speed range and mode 2 to the higher
speed range. A smooth mode change (i.e., no shocks, no vibrations) between input-
split and compound-split system is necessary for the success of this configuration.
The mode change can be initiated:

e by keeping continuity of w1 (-) and w42 (+) (Villeneuve [64]);

e at a mechanical node: this means, the speed at one side of the variator is equal to
zero; and

e using a pair of mutually closed/open brakes (Villeneuve [64]).

The power-split ratio of the two-mode system is shown in Fig. 10.22. It shows that
€ is low if the inverse transmission ratio is located between the mechanical node 0.18
and 0.51, which is the largest region of all the power splits discussed. Nevertheless,
it is foreseeable that even with the best design the two-mode system cannot provide
overdrive functionality. General motors introduced a modified version of the two-
mode system with fixed gear ratios. This topology, named Advanced Hybrid System?2,
incorporates an additional stationary clutch and an additional rotating clutch that
require a complex control strategy. By engaging or disengaging the four clutches,
the system realizes six different modes including two ECVT modes and four fixed
gear modes.

The general definition of the power-split ratio allows a comparison of the four
power-split topologies as shown in Fig. 10.23.

10.4.3 Serial Hybrids

Serial hybrids employ a series connection of two electrical machines without mechan-
ical throughput of the ICE to the wheels as Fig. 10.24 shows. The ICE powers directly
a generator (MG1), which supplies the main part of the energy to a traction motor
(MG2) and the remaining part to a battery.
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Fig. 10.22 Power ratio € of the two-mode power-split configuration with ig; = 2.46, ipo = 1.54,
io3 = 2.72, and i rq = 2.64. The light gray shaded area indicates inverse transmission ratios with
reactive power. The green shaded areas determined using (10.86) indicate the operating domain
with total efficiency higher than 90%
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Fig. 10.23 Comparison of power ratios € of different power-split configurations. The first row
indicates the power-split topologies with the lowest power-split ratios €. The second row indicates
the power-split topologies with the second lowest power-split ratios €. The configurations are IPS:
ior = 2.6, irq = 3.08; TMPS: ig) = 2.46, igx = 1.54, io3 = 2.72, iyq = 2.64; CPS: ip; = 1.60,
i = 1.36,i74 = 3.08; OPS: ig; =2.6,i74 =3.08
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Table 10.1 Relationships between configurations and power-split ratios

Configuration Serial hybrid Input power-split
Parameter app =ap; =0or MG? directly connected to the
ajgr =axpn =0 drivetrain, i.e., a;; = 0 or
ay =0
. . my
Power-split ratio €(-) 1 +1 + -
iecvr (1)

A serial hybrid can be imagined as a power-split configuration with an extreme
power-split ratio of €(#) = 1 (see Table 10.1). Using the definitions from the power
splits, the rotational speed is constrained to

wmgl(t) — . wice(t) _ 1 0 wice(t)
|:a)mg2(t)] o Ase I:wwh(f)i| o (0 l‘fd) |:a)wh(t)i| (10119)

and the torque is constrained to

-1 0
ngl(l) _ (_AT\-1, Tice(t) _ 1 Tice(t)
I:Tmfﬂ(t):| = (FA) |:_Twh(t):| -0 —— [—Twh(f)] . (10.120)

Using (10.119) and (10.120) the signed power-split ratio is then defined by

ngl(t) _ Tice(1)Wjce (1) -1

E(t) - Pice(t) B Tice(t)a)i“(t) -

and is constant.

Because of the complete mechanical decoupling, serial hybrids provide the great-
est flexibility in choosing their IC engine operation regimes independently from the
driver’s request. The IC engine provides the power to the generator and can there-
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Table 10.2 Relationships between configurations and power-split ratios (continue)

Configuration Output power-split Compound power-split
Parameter MGI and ICE are directly none of the MGs are directly
connected to the drivetrain, connected to the drivetrain,
i.e., app = 0 or ay) = 0 i.e., all ;ﬁ 0, aln 75 0,
az; #0,and axp #0
. . . . m
Power-split ratio €(-) 1 4 myiecy: (t) mo + Miiecy () + - 2
iecyr (1)
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Fig. 10.25 Configurations of serial hybrids. a left layout: single traction motor with differential, b
middle layout: two traction motors per axle without differential, and c right layout: electric wheel
hubs

fore be dynamically, stationarily, or intermittently operated to meet some specific
performance, economy, or emission targets.

There exist variants of serial hybrids with single traction motor and differen-
tial (Fig. 10.25a), concepts with two traction motors per axle saving a mechanical
differential gear (Fig. 10.25b), and concepts with electric wheel hubs (Fig. 10.25c).

There are also variants for the left layout possible with one or more reduction
gears between the MG2 and the differential.

The aim of energy management of serial hybrids is twofold: on the one hand to
operate the ICE stationary as long as possible in its best operating points (i.e., with
one or multiple operating points along the best engine efficiencies) as transients can
cause large emission peaks; on the other to maximize the efficiency of the overall
powertrain.

Operating in the best ICE points may result in larger ICE powers as required
to propel the vehicle. In such driving scenarios, the battery is used to buffer the
superfluous energy. Conversely, the superfluous energy must be consumed eventually.
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Such a combination of battery charge and discharge represents a duty-cycle operation,
which is typical of serial hybrid vehicles. This duty-cycle operation increases the
battery losses and thus should be limited.

The dynamic system description is given by two ODEs

(Iice + Imgl)d)ice(t) = T}ce(t) + ngl(t)
(Iveh + Ingi;'d)d)wh(t) = ideng(t) - Tbrk(t) - Troad(t)'

In matrix notation

Tice(t) + ngl(t) — Iice + Imgl 0 ) d)ice(t)
ideng(t) - Tbrk(t) - Troad(t) 0 Iveh + IngZ?'d d)wh([) .

I, cR2x2

Inversion of the left-hand side matrix yields the dynamic system as

|:d)ice(t)] _7-1 [ Tice(t) + 7-;ngl(t) i|

d)wh (t) e ideng(t) - Tbrk (t) - Troad(t)
1
Lice + 1 0
e [ Tice(t) + Tg1 (1) }
0 1 ifaTnga(t) — Tprk () — Troaa () |

Iveh + Ingijzfd
(10.121)
One can observe that (10.121) contains no algebraic constraints.

Serial hybrids are typically used in heavy-duty vehicles such as trucks and loco-
motives (Miller [42]), whereas serial hybrids for passenger cars have only been
demonstrated as prototypes or in combination with other powertrain concepts, e.g.,
GM Volt (Matthé and Eberle [41]).

10.4.4 Combined Hybrids

A combined hybrid is mostly a parallel hybrid configuration but with features from a
serial hybrid. The powertrain of the combined hybrid employs two electric machines.
One electric machine is connected on the engine’s output shaft and acts as a generator
to provide the electrical traction power or to charge the battery while the other is used
as a traction motor or generator for regenerative braking. For the case that MG1 works
as generator and MG2 as motor, the combined hybrid operates in powersplit mode
with €(¢) > 0 and €(#)<<1. A schematic of the energy flow of a combined hybrid
configuration is depicted in Fig. 10.26.
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Fig. 10.26 Energy flow of a
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At urban speed range, the purely electric drive mode is activated. If the state of
charge of the battery is too low, the IC engine kicks in and provides the traction
power including the recharge power for the battery.

In contrast to a serial hybrid configuration, a combined hybrid offers the option
of directly transferring a part of the mechanical power of the IC engine to the wheels
by engaging a clutch. Such a parallel mode is especially important at operating
conditions with a high power demand to reduce the € and thus to improve the overall
efficiency.

In some configurations, depending on the installed power of both electric machines,
both motors can be powered to provide an electric 4-wheel-drive car. The electri-
cal energy is provided either by the battery or the IC engine in a manner similar to
the serial concept. An example is the Porsche 918 Spyder with a totally installed
electrical power of 180kW and a maximal combustion power of 426 kW [48].

10.4.5 Plug-In Hybrids

A plug-in hybrid electric vehicle (PHEV) differs from a charge-sustaining HEV in
the usage of a high-capacity energy storage system with the ability to recharge inde-
pendently of the vehicle utilization and driving profile through the connection to an
electric power grid. While PHEVs need far less battery capacity than BEVs, they will
likely need at least five times the battery capacity of todays charge-sustaining HEVs.
In general, PHEVs can be realized using parallel, power-split, serial, or combined
hybrid configurations but with usually larger electrical prime movers. Nevertheless,
power-split PHEV configurations may suffer from the drawback of not being able to
decouple the ICE from the drivetrain. Under this circumstance, a drag torque always
applies.
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The power grid connection introduces an additional DOF compared with conven-
tional hybrids by controlling the major energy flow from either the battery or the IC
engine. This introduces the operating modes:

e charge-depleting;
e charge-sustaining; and
e charge-blended.

The charge-depleting mode refers to a purely electric drive mode that allows the
depletion of the battery’s state of charge down to a certain threshold. The all-electric-
range depends therefore on the size of the battery.

The charge-sustaining mode is used to maintain the state of charge of the battery
during the drive cycle. This mode is already used in conventional hybrids. Therefore,
conventional hybrids are sometimes called charge-sustaining hybrids.

As proposed by many authors, among them Zhang et al. [71], a predefined strategy
can be employed by selecting the charge-depleting operation mode at vehicle start
until the battery’s state of charge has been depleted to a certain threshold and then
transitioning to the charge-sustaining operation mode. This PHEV operating strategy
is probably the most frequent implementation in practice. However, in terms of
system efficiency and the smaller sizes of electric traction systems the charge-blended
mode has been regarded as more efficient. In the charge-blended mode, the IC engine
can be turned on depending on the system’s efficiency, which requires a more complex
control strategy.

10.4.6 Battery Electric Vehicles

Purely electric propulsion systems such as battery electric vehicles are characterized
by an electric energy flow only. This zero emission vehicle consists of a high-density
battery and an electric traction motor. The high-energy batteries are usually based
on lithium technology and the energy density ranges from 30 to 80 Wh/kg. The top
speed of the newly released VW UP reaches 130km/h and the range is more than
120km per charge [65].

Many arguments suggest that the most suitable application of BEVs is in use of
urban contexts, especially within car-sharing organizations.

The powertrain layout of a BEV can be simply derived by removing the fuel path
in the serial hybrid configuration (see Fig. 10.24). The rotational speed and torque
constraints (10.119) and (10.120) reduce to

Wmg ) = ifdwwh ()

1
ng(t) = l_ - Tn(1).
fd
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The dynamic system description is then given by one ODE of the form
() = Ly - [i 7 Tng (0) = Tori (0) = Tr0aa (1]

where Ip., € R is the inertia of the BEV and is given as lpe, = ([yen + Imgi_%-d).

10.5 Hybrid Vehicle Models

During the operation of hybrid vehicles, continuous-valued controls as well as dis-
crete decisions can be made to achieve a desired target. Continuous-valued controls
may include, for instance, a large set of parameters of the internal combustion engine,
such as ignition angle, throttle, crank-shaft positions and many others. Discrete deci-
sions can imply the gear choice of an automatic transmission, different clutch-states
as well as several discrete parameters in the operation of the ICE, such as the acti-
vation of the charge-motion-valve. A model, containing all these decisions and their
effects on the system, would be very expensive in terms of computation time and
would require a large set of information that is usually not easily available in the
early stages of the automotive calibration process. It is therefore advisable, to select
the controls and states needed in a model and to define the required depth of the
model carefully. In most cases, the basic operation parameters of the ICE will be
well defined before the calibration process of energy management for hybrid vehi-
cles begins. Consequently, these parameters can be assumed as given and the required
model dimension is significantly reduced.

In this section, the mechatronic submodels constructed from the previous sections
will be blended together to describe four major models for hybrid vehicles. All models
are quasi-static in terms of some dynamics:

e the first model is based on the quasi-steady fuel relationship and uses the torque
split in the hybrid vehicle between ICE and MG as continuous-valued control input
and a drive mode (hybrid or pure electric) as well as the gear selection as discrete
control input. This model allows for the optimization of these parameters under
the assumption that the vehicle is warmed up;

e the condition that the vehicle is warmed up cannot always be assumed. Especially
over the rather short cycles applied for homologation purposes, the thermodynamic
influence especially on the ICE cannot be entirely disregarded, since the heat-up
process amounts for a significant part of the entire drive cycle. Additionally, some
constraints that largely depend on thermodynamic conditions apply. Especially
noxious emissions are strongly limited by the diverse legislations and cannot be
disregarded in the calibration process. Therefore, the second model includes the
most important thermodynamic states and has the ignition angle as an additional
control variable to control the heat-up of the three-way catalytic converter;

o the third model applies the same model depth as the first model but for a power-split
hybrid; and
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e thelast model builds upon the first model but introduces an additional state (coolant
water temperature) and an additional continuous-valued control variable (mechan-
ical brake torque).

10.5.1 Quasi-static Model for Parallel Hybrids

The following model is described for a parallel hybrid vehicle architecture with a
Ngpi-speed automatic gearbox, as can be seen in Fig. 10.12. The proposed models
have in common the quasi-static relationships between the interacting torques and
a simple short-circuit analogy for modeling the electrical subsystem. The highly
nonlinear efficiencies for the MG and ICE are stored with blended splines or tensor-
product splines (see Sect. 10.7).

The parallel configuration allows different operating modes such as purely elec-
tric drive, electric launch, engine load shifting, engine torque assist, and regenerative
braking to be selected. If the clutch is commanded to be open, electric driving, launch-
ing, and regenerative braking are possible without the drag torque of the engine.
Conversely, if the clutch is engaged, the engine and the MG together provide the
torque required by the driver. Therefore, one can cast the numerous operating modes
to a clutch-dependent drive mode represented as

() = 0,  pure electric drive mode (clutch open)
N 1, hybrid drive mode (clutch closed).

For vehicles employing an automatic gearbox, the gear numbers are enumerated
in the set K = {1,2, ..., Ng,}. The active gear at time ¢ is given by the discrete
function « () € K. Consequently, the discrete decisions at time ¢ can be identified
by the function

q(t) = Ngbx <) + (1),

that assigns an unique value g(t) € ® ={1,2,...,2 - Ng,} to every possible com-
bination of gear and drive mode.

Assuming that the driver follows exactly a given vehicle speed trajectory v(t) >
0, Vr. Then, using the longitudinal vehicle dynamics from Sect. 10.2 the torque due
to acceleration can be calculated by

Tu(t) = Py - m -1y - 0(2).
The wheel torque

Ton (1) = To(t) + Troaa(t) (10.122)
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can then be determined directly from the vehicle speed trajectory. Using the governing
equation of the P2 driveline (10.75), the torque Tgy, (-) and angular speed gy, (-) on
the input side of the gearbox are obtained depending on the selected gear:

Tgbx,K(t) (t) =

it(Kl(t)) NAToon (@) + Tioss (1), Tyon (1), @y (1)) + Tpri (1)1

Webx k() (@) = i; (k@) 0y (2).

Here, the torque loss is a function of Tj,(k(¢), T,yn(2), wwn(t)). At any time ¢, the
gearbox input torque must be provided in sum by ICE and MG. That means,

Tgbx,k(t) (t) = ng,q(t) (t) + Tice([). (10123)

Please note, that the dynamic part of (10.65) is ignored for simplicity reasons. The
torque split between MG and ICE in (10.123) provides a continuous degree of free-
dom that can be used as control input to the system. The definition of the control
u(t) € U is herein somewhat arbitrary and hence the definition

u(t) = Tic.(t) (10.124)

is made. During pure electric drive mode, the ICE is disconnected from the powertrain
by a clutch and switched off. In this case (10.124) becomes

u(t) = Tic.(t) = 0.
The corresponding speeds are

Wmg i(t) @) = Webx k(1) ()

B 0 g(;):O

Thus, the set of admissible continuous-valued controls can be defined as
0, ¢t =0

Ug@®).n = hu(x) €U | T (@10 (1)) < u() < n’;?:X<wiw,q<,>(z>>], () = 1.

The battery power Pyq; 4()(-) (10.49) also depends on the discrete decision

Pbat,q(t)(u(t)) = _ng(ng,q(t)(t)s wmg,/((t)(t)) - Paux

where P, is assumed to be constant and T,,,, ,(;)(-) can be obtained from the torque
constraint (10.123). P,,,(-) is represented by a smooth map. Therefore, one finds that
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I =Voe§(®) + VVZE®) + 4Rpas Poar.q (u(D))
Qbat 2Rbat

1
= ——  Dpargy (E(), u(t)). (10.125)
Qbut

E() =

The vehicle model for backward simulation can now be concatenated from the
continuous-valued states of battery’s state of charge and fuel consumption

_|B® e |0
X(t) - |:§(t)i| ’ X(t()) - XO - |:'§Oi|

where the initial state &, is predefined. From the differential equations (10.125) and
(10.15) the switching character can easily be observed so that the system notation
follows definitions made in Chap. 3

B(t)

M x(2) = [é(f)jl =1, (x@),u®)) Vqe0. (10.126)

The system (10.126) consists of g subsystems, where each subsystem has one
continuous-valued control input and two continuous-valued states. The vector field
of the subsystems is defined by

fl,q(t) = yf : C(t) . bsfc(u(t), a)ice,q(t)(t)) : M([) : wice,q(z)(t)a Vq €06

1
“Mpargey (x2(t), u(t)), YVq € ©.
Qbat

frqm =

For optimization purposes the backward simulation approach where the vehicle
motion is treated as quasi-steady and thus the vehicle velocity is not be assumed as
a system state, but considered as a time-dependent fixed input. This helps to further
reduce the dimension of the model and makes the execution faster than forward
simulation models. Backward simulation means that a drive cycle is assumed in
advance and the torque and speed required at the wheel are calculated based on the
predefined drive cycle. Therefore, the driver behavior is not modeled. Very similar
models were derived by Wei [69], Guzzella and Sciarretta [20], de Jager et al. [27],
and others. Instead, the forward simulation approach mimics the causality of events
that take place in a real vehicle and requires the modeling of the complex behavior
of human beings. Model predictive control strategies are obvious candidates for this
task.

For the consideration of a vehicle’s energy management, a start of the IC engine
can be assumed to be executed within one time-instant without loss of accuracy for
most vehicles. An engine start will require some additional torque of ICE and/or MG
whereas an engine stop is usually performed by cutting of fuel injection and therefore
no additional energy is needed for the stop, nor is any kinetic energy recuperated.
The additional energy for the start is modeled with the jump-function


http://dx.doi.org/10.1007/978-3-319-51317-1_3

10.5 Hybrid Vehicle Models 377

_ [AB, AE£]T, ) =0Ac@H) =1
Scapearn ;) = [0 otherwise,

where AB and A& are the respective measured jumps that result from an engine start.
It should be noted that the model M is appropriate only for electrical start-up of the
vehicle. For simulation of start-stop systems with less or even no e-drive capability
the models have to be adapted. See therefore Koprubasi [31].

10.5.2 Thermodynamic Model for Parallel Hybrids Using
Spark Ignition Engines

The temperature evolution is a crucial quantity for all mechatronic components in the
hybrid powertrain. The evolution depends on the thermal masses of the components
and the connected cooling system. In terms of emissions, the TWC should be heated-
up to the light-off temperature as fast as possible to ensure its converting capability
but with the smallest air flow throughput, since a cold TWC is almost inactive. The
models described in the previous sections are based on a general quasi-static engine
description and are therefore valid for hybrid vehicles employing gasoline, diesel, or
any other engine type. Nevertheless, the rudimentary description implies that these
models are only valid for a heated-up engine with cooling water temperatures of well
above 330 K. The heating-process itself cannot be further investigated using this sim-
plified model. Therefore, in this section, a much more detailed SI model is described
that also incorporates a thermodynamic model (Schori et al. [56], see Fig. 10.27). In
the beginning of any drive cycle, certain attention needs to be paid to heating the
TWC in the exhaust system since the TWC operates with acceptable efficiency only
above a given temperature threshold. A common measure to achieve a quick heat-up
is the retardation of the ignition angle, which leads to higher exhaust enthalpies at
the cost of lower combustion efficiencies. To allow for very late ignition angles, a
homogeneous-split injection scheme (HIS) is commonly used (van Basshuysen [2]),
as opposed to the standard injection scheme (SIS). Additional DOF during TWC
heating come from the states of the clutches CO and C1. In contrast to the model
in the previous section, the ICE is not necessarily switched off, when CO is opened

Fig. 10.27 Sketch of the
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Table 10.3 Discrete decisions made at any time ¢ for a given value ¢(-)

q() Cco Cl ICE on/off Injection scheme
1 Closed Open On HIS

2 Open Closed On HIS

3 Closed Closed On HIS

4 Open Closed Off None

5 Closed Closed On SIS

but the engine can be operated in idling mode. The overall discrete decisions are
summarized in Table 10.3.

The modes for g(r) € {1, 2, 3} are modes designed specifically for TWC heat-
ing, the mode g (#) = 4 is the purely electric drive mode, and g(#) = 5 denotes the
conventional hybrid drive mode. Consequently, the discrete decisions at time ¢ are
uniquely identified by ¢ (t) € ® = {1, 2, 3, 4, 5}.

To reduce the already very high model complexity, the backward simulation
approach is used and the gearbox is not regarded in the system description. Instead,
measured or calculated trajectories of wgpy (-) and Ty, (+) serve as time-dependent
inputs.

For the engine speed

0, q(r) € {4}
Wice,q) (1) = | Widle, q@®) €{1,2}
wgbx(t)s CIU) € {3’ 5}
applies and for the MG speed
Widles q(r) € {1}

a)mg,q(t) (t) = [a)gbx(t)a q([) € {2, 3, 47 5}

where w;4, is a constant angular speed at engine idling. Again, the gearbox input
torque has to be supplied in sum by ICE and MG and hence the condition

Tgbx () = Tice(t) + ng(t)

holds. The vector of continuous-valued control inputs comprises the relative cylinder
charge my;(-) and the ignition angle x (-):

_ mcyl(t)
u(t)_|: £ (1) i|

The convex sets of admissible continuous-valued controls are defined as
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Ug(), 1) =

mmm(wice @) Mo (@jce,q() (1))
§] eyl q(1) :| |: cyl q(1) :| ] .
(u(t) < ’ [X;;;l (mcyl (t)a Wice,q(t) (t)) = u(t) = X‘;n(;z)x (mcyl (l), wice,q(t) (t))

For HIS injection, the ignition angle can usually be retarded much more, such that
tkle set of admissible controls is larger for ¢(¢) € {1, 2, 3}. For electric drive mode
U(g(t),t) = {0} applies.

Based on these control variables, the engine output torque 7;..(-) is formed as
follows: An optimal ignition angle is given by the smooth functions g;(-) and g,(-),
depending on whether HIS or standard injection is active. Throughout this section,
smooth mappings will be denoted as g; (-)

g1 (meyi (1), Wice.q(r) (1)), q(t) €{1,2,3}

opt,q(t) (f) =
Kot (1) [gz(mcy,a),w,-ce,qma)), 4(1) € (5)

Applying the optimal ignition angle would yield a theoretically optimal engine torque

Txop,,q(t) (t) = &3 (mcyl (t)a Wice,q(t) (t))

Deviating from the optimal ignition angle leads to a decrease in combustion efficiency

Ndy.q) () = 84(Xopt.qiy(®) — x (1))

which in turn reduces the inner engine torque

Tyqin () =Ty, .q0) (1) - Nay.q0) (1.

The engine output torque is then obtained by subtracting the temperature-dependent
frictional torque 7;(-)

Tice,q(t)(t) = Tx,q(t) (t) - Tl(ﬂcw(t))

Herein, the cooling water temperature ¥.,(-) is used to express the temperature
dependence. In general, the oil temperature would be a better measure to express the
internal friction loss but this would require the introduction of an additional state.
Assuming a constant air-fuel ratio A ¢, the fuel volume flow is proportional to the air
mass flow r1,;, (-) passing the cylinder, which gives

1
ﬁ(t) = )L_ “Vre ’hair(mcyl(t)’ a)ice,q(t)(t))-
f

Again, y is a product of different natural constants. The electrical subsystem is
modeled completely analogously to the preceding sections with the simple circuit
model. The thermodynamics of the system are modeled using a system of three
temperature states
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Vew(t)
ﬁ(t) = ﬁc‘yl (t)
Ve (1)

describing the temperatures of the cooling water, cylinder and manifold, and TWC.
The intermediate state ., (-) is a state that combines the wall temperatures of sev-
eral elements in the exhaust system, for instance cylinder, outlet valve, and manifold.
Modeling each pipe element in the exhaust system with a separate state as usually
done in commercial engine-simulation packages (e.g., GT-Power from Gamma Tech-
nologies) would again lead to a very high system dimension, which is to be avoided.
The raw exhaust temperature is given by a mapping

ﬂexh.q(z) @) = gS(mc_vl(t)a wice,q(t)(t))-

Retarding the ignition angle y (-) leads to an increase of the exhaust temperature and
the respective correction factors obtained from measurements are given by ge(-) for
HIS and by g7(-) for standard injection:

Veoxnqty (@) - 86Micyi (1), Wice,qr) (), q®) €{l,2,3}

ﬂexh.corr, (t) =
0 [ﬁexh,qm(t) g1 (Mt (1), Diceqy (1), q(1) € {5).

Owing to temperature losses to the cylinder wall, exhaust valves, and exhaust
manifold wall, the gas temperature in the manifold is reduced to

ﬁman,q(t) (t) = ﬁexh,corr,q(t) (t) — D1 (ﬁexh,corr,q(t) (t) - ﬁcyl (t))

and the evolution of the temperature state ¥, (-) is governed by the nonlinear dif-
ferential equation

écyl (t) =p2- (ﬁexh,corr,q(t) (t) - ﬂcyl (t)) — D3 (ﬁcyl (t) - ﬁcw(t))~

Here and in the following, the parameters p; include heat capacities, heat transfer
coefficients, and natural constants. Further, the gas temperature in the exhaust system
is reduced in the turbine and the reduction is described by

ﬁturb,q(t) (t) = gS(W.lexh ([), ﬁman,q(t) (t)) : ﬁman,q(t) (t)

It is assumed that the injected fuel has only a minor effect on the exhaust mass flow
and therefore 1., = mg;, holds. Finally, the catalytic converter temperature can be
modeled by the nonlinear differential equation

2.9twc(l‘) = P4 (ﬁturb,q(t) (t) - 29twc(l‘)) — D5 (ﬂtwc(t) - ﬁamb(t))
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Exothermic reactions caused by unburned hydrocarbon also play a role in the tem-
perature increase, when the TWC-light-off temperature is reached. As we are mostly
interested in the heating behavior, before the light-off temperature is reached, exother-
mic reactions are not considered. The time derivative of the cooling water temperature
is given by the energy flow balance

ﬁcw“) = P6 [Pfuel,q(l)(t) - Pice,q(f)(t) - i'exh.q(t) (t) - i—amb(t)] s (10127)

where Prierq0)(+)s Texn,qg) (), and T4, (-) denote the energy flows due to combustion,
losses to the exhaust and to the environment, respectively. P;c. 4() (-) is the mechanical
power of the ICE. The quantities of (10.127) are given by

Pruct,qiy(t) = Him fyer, () (t)
Texhqt) (1) = P11exn () Vman,q(r) ()
Tamp(t) = P8 - (Few(t) — Damp (1))
Pice,qity(t) = Tice () Wice,q() (1)

where 1 fye1 41y (+) denotes the fuel mass flow.

The modeling of noxious emissions has been a growing research area for many
years. On the one hand, the calculation times of most detailed emission models are
still too high for optimization purposes, however. On the other hand, it is well known
that quasi-steady map-based models do not provide sufficient accuracy to achieve
quantitatively reliable results (Silva et al. [58]). As a consequence, artificial states Z;
are introduced that resemble the emission components at least qualitatively. For every
emission component i € {1, ..., E}, a state governed by the differential equation

Zi (t) = me,i(mcyl (t)» Wice,q(t) (l), Q(f)) . (1 - ncnnv(ﬁtwc(t)))

with the initial state Z;(#p) = 0 is added to the system description. The function
M i(Mey (), Wice,q) (), g(¢)) is a map of raw emissions that may additionally
depend on the injection scheme applied and 7.,,, is the temperature-dependent con-
version efficiency of the TWC. The conversion efficiency can be approximated by
an arcus tangent function as shown by Kum et al. [32]:

1 ﬁtwc(t) - 79[0 T
Neonvy Prwe(t)) = — - {arctan | —— )+ — ) .
T 51 2

The parameters ¥;, and s; are the light-off temperature and a fitting parameter,
respectively. The average conversion efficiency of the emission component i in the
interval [y, t] can be expressed by

Zi(1)
me,i(t) '

r)twc(t) =1-
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The overall model is then given by the hybrid system and consists of 5 subsystems

— /.3‘(1‘) —_
0]
Vew()
?cyl(t)
ﬁgwc(t)
M, : k(1) = Z"(’) = £,y (x(1), u(t)), Vg € O. (10.128)
Zg(t)
Hie 1 (1)

L1, (1)

The heat-up procedure can be modeled with high accuracy. At higher temperatures
Urwe > 550K, the exothermic reactions in the catalytic converter have a significant
impact on the TWC temperature. The modeling of these chemical reactions, however,
is rather difficult. Since, up to this temperature, the heat-up process itself is of the
biggest interest, the model is still sufficiently reliable.

10.5.3 Quasi-static Model for Power-Split Hybrids

The power-split configurations allow operating modes similar to parallel configura-
tions without the necessity of decoupling the ICE from the planetary gear set. This
simplifies the modeling but requires the casting of the operating modes depending
on the injection command as
(@) = 0, pure electric mode (injection off) (¢ = 1)
1, hybrid mode (injection on) (g =2).
For this reason we have two discrete decisions and the subsystems are uniquely
identified by ¢(¢) € ® = {1, 2}.
Inserting the wheel speed differential equation from the dynamical system (IPS:
(10.95), OPS: (10.105), CPS: (10.117), etc.) into (10.70) yields the wheel torque,
which is now dependent on ICE, MG1, and MG2, respectively.

For instance, considering the compound power-split hybrid and putting (10.117)
into (10.70) yields

Ton () = Lyep - (P41Tice(t) + paoTugi (1) + P43ng2(t)) (10.129)
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where psy = 1/, is obtained by acomparison of coefficients. Rearranging (10.129)
for T),,¢>(-) and inserting the resultinto the engine speed differential equation (10.117)
yields the rearranged engine speed differential equation as

. P41 P42
Wice(t) = (Pn - 1713—) Tice(t) + (1712 - PIS_) Tng1 (1) —
P43 P43
P13
P43 Lyer,

+ “Tun () = p1a - (Troaa(t) + Tpri(1)). (10.130)

The reader should note that the p;; parameters are obtained from the matrix P.
The continuous-valued controls u(-) are defined on the control space U. The first
continuous-valued control i (-) is defined again as

M[(l‘) = Ti('e(t)

for the hybrid drive mode. During purely electric drive mode, the fuel injection of
the ICE is stopped but the engine is still connected on the planetary gear shaft. In
this case, the drag torque of the ICE

w1 (1) = Tice(1) = T ()
applies. The second control u, () is defined as
Mz(l‘) = ngl(t)‘

For the case, that both motor/generators are not sufficient for braking, the optional
third continuous-valued control u3(-) can be defined as

uz(t) = Tpri(1).
The input control vector can then be written as

Tice(2)
u(t) = ngl(t) . (10.131)
Tyric (1)

The sets of admissible continuous-valued controls are then defined as

_Zﬁ":ag (ice (1)) Tz‘jzag (@ice(1))
u(r)eU' Tt (@ice () | <u@) < | T (@ice@) | . @O =0
. 3 i 0 Tor*
“a.n = " e (1) T e (1)
u(t)eU' Toel @ice ) | =) < | TI (@ice () | 1 &) =1
i 0 T
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The first box constraint shows that #(-) is not usable for the drive mode ¢(-) = 0.
The battery’s state of charge now depends on two continuous-valued controls

ur () and uy(-)

1 . _Voc(g(t)) + \/V()Z(,(S(t)) + 4Rbaz Pbal,q(t)(u(t))
Qbat 2Rhat

E(r) = (10.132)

with
Pbat,q(z) (u()) = _ngl (ngl,q(t) ), Wingl () — ngZ(ngZA,q(t)(t)’ wng(t)) — Puux

where P, is assumed to be constant. 7,42 () () can be obtained from u(-) and the
torque constraint (10.129) whereas wy,¢1(-) and wy,g>(-) can be obtained from the
dynamic system, e.g., compound power-split (10.117).

The vehicle model for backward simulation can now be concatenated from the
continuous states of engine speed, battery’s state of charge, and fuel consumption

B() 0
x()=| &§@) |. x(to)=%x0=| &
wice(t) Wi cey

where the initial states w;.., and &, are predefined. Using the differential equations
(10.15), (10.130), and (10.132) the switched system can be formulated as

(1)
Ma:x(t)=| &) | =fpnx@®),u@), q@) € 0O. (10.133)
CZ)ice(l‘)

The system (10.133) consists of two subsystems, where each subsystem has at least
two continuous-valued control inputs and three continuous states. The vector field is
defined as

Jrqw = vy - §@) - bsfe(ui (1), x3(2)) - u () - x3(1), Vq(t) € ©

1
frgw = 0 Mpar gy 2 (@), ur (1), uz(t)), Vq@) € O,
bat
P p
Sagw = (Pll - P13i) cuq (1) + (P12 - Pnﬁ) “up(t)
P43 P43
P
+ 2 T (1) = pia (Troaa (1) +u3()) . Vg (1) € 6.
P431veh

The fixed trajectories Ty, () and T,,44(t) are determined from the drive cycle.
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10.5.4 Extended Quasi-static Model for Parallel Hybrids

The quasi-steady engine model (10.19)—(10.20) from Sect. 10.5.1 can be extended to
include the coolant water state. Including the ODE (10.127) yields the hybrid system

B(1)
My i x(t) = .S'(t) =1, (x(),u@®)), Yq(t) € O (10.134)
Ve ()
with
B() 0
x)=| & |, x()=x0=| &
Do (1) Do,

where the vector of continuous-valued controls is defined by

T;'ce(t)j|

ne) = [Thrka)

Thus, the set of admissible continuous-valued controls can then be defined as

|u(t) € U‘ m <u@®) =< [T;k“ =0

{u(,) . U‘ [Ti’é‘é"(wne,qma))} a0 < [Ti’?e“*x(wm,qu)(t))” .
0 T

Ug),1) =

10.6 Drive Cycles

For standardized assessment of the vehicle’s energy economy and pollutant emis-
sions several test procedures with associated drive (test) cycles are available. These
drive cycles consist of speed and elevation profiles, sometimes with gear selection
instruction, and differ according to de Jager et al. [27] with respect to the vehicle
type (light or heavy-duty), the vehicle use-case (e.g., short distances with typical
urban speed or long-range distances with high contributions of highway sections),
the regional homologation bodies (Europe, Japan, USA, etc.), and dynamic or static
operating regimes.
Relevant standard emissions certification tests are

e motor vehicle emission group (MVEG) (see Fig. 10.28). Also known as new Euro-
pean drive cycle (NEDC). This drive cycle is supposed to represent a typical
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Fig. 10.28 MVEG test cycle

vehicle usage in Europe and consists of urban, suburban, and highway parts. Since
1970, this cycle is used for emission certification in the European Union;

e assessment and reliability of transport emission models and inventory systems
(ARTEMIS) (see Fig.10.30). This European drive cycle is based on statistical
analysis of real world driving patterns (Andre [1]). Analogously to MVEG drive
cycle it consists of clearly separated urban, suburban, and highway part;

e federal test procedure (FTP-72) or (FTP-75). The FTP-72 cycle is depicted in
Fig. 10.29. The FTP drive cycles have been used for emission certification in the
United States since 1975 and are based on measured real drive cycles;

e urban dynometer driving schedule (UDDS) is equivalent to FTP-72;

e supplemental federal test procedure (US06) was additionally developed to address
the shortcomings with the FTP-75 cycle concerning aggressive and high-speed
driving;

e 10-15 mode is the official drive cycle for energy and emission certification in
Japan. This cycle has a relative low average velocity of 22.7 km/h and is especially
designed for urban traffic flows in Japan (cf. Khajepour et al. [29]); and

e worldwide harmonized light vehicles test procedures (WLTP) (see Fig. 10.31). A
globally harmonized drive cycle for light-duty vehicles. Final version is not yet
released.

These tests are carried out in controlled environments (temperature, humidity,
etc.), with strict procedures being followed to reach precisely defined thermal initial
conditions for the (hybrid) vehicle.

Ideally, the drive cycles will have been constructed in such a way that they provide
a realistic approximation of the actual conditions vehicles encounter on the road.
However, this is not always possible because the emission’s certification tests must
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have tight boundaries to ensure that results from different vehicles can be directly
compared, and that all vehicles sold in a given market are held to the same standards.
This situation has led that vehicle manufactures consider their regional characteristics
(e.g., varying topologies, acceleration profiles, stop probabilities, etc.) as realistic
use-cases. One such regional test cycle, specific to the area around the cities of
Wolfsburg and Braunschweig (both in Germany) as depicted in Fig. 10.32, with a
high contribution of urban and rural parts is shown in Fig. 10.33. The acceleration
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spectrum is obviously larger compared with homologation specific drive cycles in
order to represent better long-range driving profiles.

Some important statistical measures of time-dependent drive cycles can be
obtained by a time-average analysis as proposed by Guzzella and Sciarretta [20].
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A time-average analysis computes mean values for different time-window sizes At
according to
_ 1 t+At
P(AY) :maxi—/ P(r)dr] .
' At ),

For the two extreme cases: lim ;.o P (A7) = P(0)andlima,_, o P(Af) = P(c0)
one obtains the maximum value and the mean value of the drive cycle, respectively.

Figures 10.34, 10.35, 10.36, 10.37 and 10.38 show the evolution of the time-
average analysis of the drive cycles depicted in Figs. 10.28, 10.29, 10.30, 10.31,
10.32, and 10.33. These profiles can be consulted by sizing tasks of the powertrain
components.
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10.7 Static Function Representation

The efficiencies or power losses of individual powertrain elements are usually deter-
mined from measurements and need to be stored in some form for later evaluation in
the optimization procedure. These representations of static nonlinear functions are
commonly stored in tabular functions in ECUs. However, tabular functions are totally
inappropriate for SQP because of the only piecewise differentiability. It is of major
importance that a function g(-) is sufficiently smooth to ensure that the gradients of
the objective function or the constraints in the optimal control problem formulation
can be calculated in a predictable way, whereas in nonsmooth problems, kinks and
jumps may occur. Therefore, a function g(-) should have the following properties:

e The function g(-) should be twice continuously differentiable in the direction for
which gradients are needed;

e The optimization procedure needs a high amount of function evaluations. Conse-
quently, the evaluation needs to be fast; and

e Measured data are usually subject to noise, which might prevent convergence of
the optimization. The function should smooth the measured data up to a desired
extent.

Common techniques for the representation of function g(-) are interpolating least
squares (Boehme et al. [7]), blended splines, and tensor-product splines (Boehme
et al. [9]).

10.8 Switching Costs

Optimization of switched systems may result in frequent switchings that have to be
limited for some obvious reasons. For instant, switching of the electro-mechanical
clutch reduce the life span of this device by contact wear and tear. It is therefore a
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natural idea to penalize too many switchings by including an appropriate additional
cost term to the cost function ¢ (-) (see Stewart [59], Passenberg et al. [46]).
Three ways to account for switching costs are common:

e introducing state jumps: cost values related to the switching-energy can be added
to some of the physical states which mimics an average energy consumption at
each switching;

e penalty of the number of switchings: an additional cost term related to number
of switchings can be added to the cost function; and

e penalty of switching arc-lengths: an additional cost term related to the switching
arc-lengths can be added to the cost function.

The first method approach is motivated by selecting energy-based states and adding
penalty terms to these states in form of instantaneous state jumps at the switchings.
A higher number of switchings causes a higher energy consumption and hopefully
the optimization procedure reduces the number of switchings. However, this penalty
method introduces discontinuities in the state trajectories and leads thus to a nondif-
ferentiable optimization problem. Nonlinear programming methods, such as SQP,
may fail to find a solution, if the objective function or the constraints are not contin-
uously differentiable everywhere. This failure can have several reasons (Lemaréchal
[36], Sagastizdbal [53]), among them are:

e the objective function can be poorly approximated by smooth methods when
encountering points where the gradient does not exist and close to these points;

e stopping tests, that implement the norm of the gradient at a current iterate as
stopping criterion, cannot be used since the gradient might not exist at a KKT-
point; and

e calculating derivatives by finite differencing may yield poor approximations.

In the second approach, the number of switchings is penalized by adding a total vari-
ation term, which measures the changes in the discrete control signal. Minimization
of the total variation results in a minimization of the switchings (see Loxton et al.
[39D.

The third approach penalizes small switching arcs more directly. An additional cost
term related to the switching arc-lengths is added to the cost function. The challenge
of this methodology is to use a differentiable cost term which is a function of the
switchings arc-lengths. Such a cost term requires a reformulation of the optimal
control problem to a switching time optimization (STO) with parameterized switching
intervals as shown in Sect. 8.3.3.

A penalization can be realized by the inclusion of an additional term of the fol-
lowing form

. Nl 1 Sj—
b=y |5 | goszs = (10.135)

Jj=1



http://dx.doi.org/10.1007/978-3-319-51317-1_8

10.8 Switching Costs 393

to the cost function
¢ () =¢ ) +¢,

where y; is a constant weighting factor that increases monotonically by each iteration
[. Equation (10.135) represents a modified Gaussian bell-shaped curve with its max-
imum at ¢/2. Arc-lengths which are smaller than ¢ should be either forced to zero or
¢ by the nonlinear programming solver. The parameter c is chosen, in general, larger
than the smallest switching arc.

In order to save computing time, the first STO can be computed with the halved
desired accuracy. Every re-optimization due to penalizing and filtering of small
switching arcs should then be carried out with the desired numerical precision.
Optionally, many “state-of-the-art” sequential quadratic programming solvers allow
to provide the exact Hessian which can reduce drastically the number of iterations.

The filtering of small switching arcs is very important for the success of STOs.
Connected switching arcs with the same values of the binary control functions o (-)
can be filtered by simply removing a certain number of these small switching arcs. The
filtering procedure can be repeated which increases the iteration counter /. However,
for every filtering step the STO has to be solved again. This is necessary since a
strong filtering of the solution trajectories might result in bad initial conditions for
the succeeding optimization and finally to a badly conditioned STO which can be
poorly solvable or is even infeasible. It is therefore crucial to remove for every
filtering step only a small number of short switching arcs. The filtering approach
can be seen as an opposite method to interval insertion proposed by several authors,
among them Kaya and Noakes [28].

10.9 Bibliographical Notes

Several textbooks are available on the subject of hybrid vehicles, among them Miller
[42], Guzzella and Sciarretta [20], Hofmann [22], and Ehsani et al. [16]. An overview
paper of modeling methods for hybrid vehicles is presented in Rizzoni et al. [51].
A detailed treatment of modeling principles for mechatronic systems is given in
the textbook from Isermann [26]. Topics about numerical integration and model
representation forms are significant for simulation success and are discussed in Gao
etal. [17]. One is the resistive companion form. This method originates from electrical
engineering but is also suitable for modeling hybrid powertrains. Using the resistive
companion modeling technique, one can obtain high-fidelity physics-based models
of each mechatronic subsystem in modular format.

There is a wealth of literature available for treatment of high-complexity models
for feature-rich vehicle simulations, e.g., Gopal and Rousseau [19], Halbach et al.
[21], but less material for optimization suitable models with low complexity but good
fidelity.
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Feature-rich vehicle models for forward-oriented simulation may be developed in
different languages and interact with different numerical solvers. Such models arise
typically from a product development process, e.g., “V-chart,” with many coop-
erating disciplines. Experts on IC engines may use GT-Power whereas experts of
transmissions may prefer AMESim. Such models may also include additional hard-
ware prototypes of selected components. Some simulation packages to cope with
these challenges are commercially available. Notably, the powertrain system analysis
toolkit is a MATLAB®/Simulink®-based simulation software developed by Argonne
National Laboratory (Gao et al. [17]) and advanced vehicle simulator (ADVISOR)
developed by the National Renewable Energy Laboratory (Markel et al. [40]). A fur-
ther development is Autonomie, optimized for legacy code reuse. These simulation
environments are examples of quasi-static HEV simulators.

Verdonck et al. [63] presented a methodology to transform forward-oriented
dynamic models automatically to backward-oriented quasi-static counterparts.

Hybrids with fuel cell systems have been extensively considered by Ward et al.
[68].

A hybrid vehicle model for drivability and stability problems has been investi-
gated by Koprubasi [31]. The proposed longitudinal dynamics capture low-to-mid
frequency dynamics to provide more insight to the relevant effects that have impact
on the stability, drivability, and handling of a vehicle. Mixed-bandwidth HEV model
is discussed by Waltermann [66]. Here, the design of a vehicle stability controller
for a serial HEV is supported by a simplified longitudinal drivetrain model which is
combined with detailed lateral dynamics.

Earlier studies on power-split mechanisms can be traced back to the 1970s refer-
ring to the work by Gelb [18]. The prehistory of power-split-device development can
be found in the work of Miller and Everett [43]. A comparison of different single
and two-mode ECVT operating modes can be found in Conlon [13] and Boehme
etal. [5]. Liu [37] studied the automatic generation of power-split layouts based on a
universal format. More complex planetary gearboxes with more than 4 coaxial shafts
(e.g., Ravigneaux wheelset) is considered in Koprubasi [31].

Batteries are the Achilles heel of every electrified powertrain. Recently, many
research has been undertaken to investigate the life span of batteries. Generally,
battery aging benefits from a multitude of factors. In Wang et al. [67], aging tests
have shown a strong correlation of capacity fade to current rates and temperature.
It is therefore obvious to reduce these stress factors by applying an appropriate
control scheme. A quantity which can be related to battery aging is the state of
health. Some research has dealt with battery temperature variations without explicitly
considering aging and vice versa. Padovani et al. [45] proposed an ECMS strategy
with an additional soft constraint on the battery temperature. Ebbesen et al. [15]
used a state of health model to find an optimal control law which minimizes the
fuel consumption as well as the wear of the battery. Both aging effects have been
considered by Sciarretta et al. [57] and Hu et al. [24].
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Applications



Chapter 11
Advanced Vehicle Calibration

11.1 Introduction

Engineers aiming at efficient functional design and calibration of energy manage-
ments can benefit greatly from the numerical methods and theory of optimal control
in several ways. Being able to solve an optimal control problem (OCP) for a specific
drive cycle, the engineer can get a feeling of what the optimal solution must look
like and certain parameters can be adapted, such that an existing calibration comes
closer to the solution of the OCP. This procedure can be repeated for several drive
cycles to avoid results based on exceptional cases in which a calibration performs
well on one specific drive cycle only.

In this chapter, the problem of finding appropriate parameters and lookup tables
for rule-based energy management can be done by formulating open-loop energy
management as equivalent problem to the original problem. Open-loop energy man-
agement X is shown in Fig. 11.1.

Solving K for an arbitrary test cycle can retrieve calibration parameters, which
dramatically facilitates the calibration process and improves the calibration quality.

11.2 Offline Solution of Switched Optimal Control
Problems for Known Driving Profiles

In this section, we formulate OCPs for the optimal operation of a parallel hybrid
vehicle over test cycles and evaluate the advantages and disadvantages of numerical
methods described in the preceding chapters.

A Problem Without State Jumps

For the first three problems formulated, the quasi-steady model M; from Chap. 10
that includes two continuous-valued states (namely, fuel consumption B(-) and state
of charge £(-)) is used. The control problem aims at finding the optimal torque split
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Fig. 11.1 Energy management as open-loop control strategy

between internal combustion engine (ICE) and motor/generator (MG) characterized
by the ICE-torque T;..(-) that is defined as continuous-valued control u(-), as well
as the optimal engine on/off decision {(-). In the first problem, the costs for an
engine start that could be modeled using the state jump function 8@([ ). {(,Jr))( ) are
not considered. The formulation for this problem can then be summarized as Mayer
problem as follows:

min B(tr)
¢()e{0,1}, u(r)el(q@),1)
subject to M; (10.126)
E(tr) =05
B(t) =0

8 cunyeary X)) =0, VE@)), (1) € {0, 1.

A final boundary condition is herein imposed that demands the high-voltage battery
to have the same energy level (§(¢y) = 0.5) as at the beginning of the test cycle. This
is commonly demanded in many countries’ legislative homologation requirements.

Evaluating the first-order necessary conditions is helpful as it can provide useful
insight into the problem structure and hence facilitate the choice of an appropriate
algorithm for the solution of the switched optimal control problem (SOCP). Espe-
cially, the first-order necessary conditions yield some interesting results that can be
used to simplify the problem.

Recall that the state vector of the model M; is defined as

o=[2]

then the Hamiltonian of the Mayer problem is given as

Hx(1), g (1), (1), u(t)) = AT (1) - £, (x(2), u(t))
= () - B() + 2 (1) -E(1).
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Evaluating the transversality condition (4.124), the time derivative of the costates
results in

. oH
M(I)=—8—M(X(t),61(t),)»(t),u(t))=0 (11.2)

1 aIbaz q(f)

Onn 0¢ — @), u@)).

. oH
Aa(t) = ™ (x(#), q(0), A1), u(t)) = —
X

Hence, the first costate (11.2) remains constant. The total variation over a given
interval [fo, t7] of the second costate will also be small, since the last term in the
second costate’s time derivative yields

albat q(t) bar q(t) oc
T &@), (f))— 3V, (E@), u()) - s(~§(l))- (11.3)

For modern batteries, the last term in this equation takes on very small values, caused

by the minor dependence of the open-circuit voltage of the state of charge. Due to

the fact that for this problem & @) (x(tj_)) = 0 is assumed, the Hamiltonian as
J J

well as the costates are continuous on a switching (cf. (4.125) and (4.126)):

At =A0;)
H&X]), g, @), u(t)) = HX@;), 7)), A7), u(t))).

According to the transversality condition (4.124), the final value of the first costate
can then be calculated as

0B(tr) _

Alty) = 26,)

Thus, the first costate is constant in the Hamiltonian since Ai(f) = A((t7) = 1
applies and the second costate can be remapped to

AE) = A (2)
for simplicity. Then, the Hamiltonian can be rewritten as

HX(®), (1), (1), u(t)) = B(t) + 1) - £(1). (11.4)

According to the Hamiltonian minimum condition (4.123), the Hamiltonian needs
to be minimized by the continuous-valued control «(-) and the discrete state ¢ (-) for
almost every time ¢ € [fo, t7].

A solution to this problem can be efficiently obtained using the indirect single
shooting method (cf. Sect. 7.3) and the embedding method with either direct shooting
or direct collocation (cf. Sect. 8.3.1). Both outperform dynamic programming (DP)
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Table 11.1 Comparison of cost function value and computation time for P;

¢ (X(tf)) (ml) tcomp (S)
Indirect shooting 496.9 29.39
Embedding (direct shooting) | 497.1 10.28
Dynamic programming 496.9 4386.5

by far as they perform Newton-type optimizations, whereas dynamic programming
searches a discrete control and state space.

To benchmark the solution trajectories obtained from the indirect single shooting
method and the embedding method with direct shooting, the solution trajectories for
the motor vehicle emission group (MVEG) test cycle are compared to a DP solution.
The computation times can be seen in Table 11.1 and the trajectories are depicted in
Fig. 11.2. The DP requires an optimal control problem to be formulated as Bolza-type
without final state values. The final state values X|7,|(fs) = X can then be included
as a soft constraint in the endpoint function term.

The indirect single shooting method and the embedding direct shooting method
converge to the same solution and the difference from the DP solution is entirely
negligible. For the embedding direct shooting method, the relaxed discrete controls
are binary admissible, such that the solution trajectory of P is binary feasible and
no further rounding scheme has to be applied (see Sect.8.3.1). The computation
time of the embedding direct shooting method strongly depends on a number of
factors. For instant, gradients calculated using the compression methods from Chap. 9
reduce the computation time by more than 85%. Additionally, by transcribing the
problem as an embedded direct collocation problem instead of an embedded direct
shooting problem it is highly recommended to employ a SQP solver with sparse
matrix algebra to exploit the sparse problem structure. This reduces the computation
time significantly.

For longer test cycles or small step-lengths £, the indirect single shooting method
can be an efficient option if the initial costate A can be easily guessed and the total
variation of (11.3) remains small. If this simplification cannot be guaranteed, then
the indirect multiple shooting method must be applied. In case of state constraints
because of a limited battery capacity, the transcription of the problem P; as an
embedding direct collocation method is highly recommended.

Constant Binary Controls

The binary controls—o; for hybrid drive mode and o, for electric drive mode—
are for some arcs a priori known. For instant, the engine must not be switched on
if the minimal engine speed is not reached. For these time intervals X, the binary
controls must be set to o [IK] =0 and Eg’q = 1 and remain constant for the entire
optimization. Therefore, these intervals can be ignored for the optimization, which

reduces the optimization dimensionality for all methods.
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Fig. 11.2  Solution trajectories of problem P; for the MVEG test cycle obtained with the indirect
shooting method, the embedding method, and the dynamic programming method

Binary Feasible Controls

For some cases, binary feasible controls cannot be obtained. Then, problem P; has
to be modified with a penalty term, which is usually added to the cost function. This

yields

A 2 Iy
B(ty) == ﬂ(tf)+za/ 6,(t) - (1 —6,(n) dr,
q=1 "%

where « is increased in a homotopy approach.
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Fig. 11.3 Solution trajectories of problem P; for the ARTEMIS test cycle obtained with the
embedding direct collocation method. o is the discrete control for the hybrid drive mode

Constrained State of Charge

Figure 11.3 shows the solution trajectories of the ARTEMIS test cycle using the
embedding direct collocation approach. The dark thick blue line indicates a con-
strained state of charge due to a limited battery. The battery charge is increased in
the first half of the test cycle to avoid long boundary arcs, since sliding on the lower
limit would prevent to switch to the electric drive mode. For real-world drive cycles
it is impossible to predict the boundary arcs a priori, such that indirect shooting can
cope with that. Such problems appear also in the design phase of hybrid vehicles
where the proper battery capacities are only roughly known and therefore some-
times are too small designed. Thus, embedded direct collocation is recommended
for such problems as it can naturally handle state constraints without guessing the
constrained/unconstrained arcs.
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Frequent Switchings

Note that frequent engine on/off commands occur in both solutions. In Fig.11.3
this effect can be readily observed and is not a problem of the embedding direct
collocation approach. Instead, this effect can always be realized for highly dynamic
test cycles like ARTEMIS and WLTP if no cost is associated to an engine start.
Therefore, these solutions are optimal with respect to the formulation of P; which
may appear rather unrealistic. Nevertheless, the results obtained will be helpful for
the calibration of rule-based energy managements, which will be covered later in this
chapter. Certainly, additional switching costs will help to overcome this problem, but
that will introduce a lot more complexity in the optimization approach. We come back
to this later.

More Discrete Decisions: Gear Selection

The second optimal control problem considers additional discrete decisions, namely
the gear selection «(-) of the automatic transmission. This increases the number
of possible discrete decisions in the model up to N, = 12 to cover all possible
combinations of drive modes including ¢(¢) € {0, 1} and gears «(¢) € {1, ..., 6}.
The problem can then be formulated as follows:

min R Btr)
(1)€{0,1}, k()e(l,....6}, u(t)el (q(t),1)
subject to M; (10.126)
P, .= (1) =05 (11.5)
&) =05
B(to) =0

_3(;(rjf),;(t/.+)) =0, V¢(r;), f(f;—) € {0, 1}.

The indirect single shooting method can be preferable when a high number of dis-
crete decisions have to be managed because of less coding. The solution trajectories
obtained within 150 s are depicted in Fig. 11.4.

Aspects like driving comfort were not considered in model M. Therefore, the
highest gear x = 6 that is possible in a given driving situation is often selected
because it has the lowest drag loss and the possibility to operate the ICE as well as
the MG at higher loads. To get more realistic results in terms of drivability, the model
needs to be enhanced and either the cost function or the constraints of the problem
formulation will have to be altered.

Including State Jumps

In the following, we will consider that a start of the ICE requires some additional
amount of fuel and some electrical energy and therefore leads to jumps in the
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Fig. 11.4 Solution trajectories of problem P, obtained with the indirect shooting method

respective state trajectories. Consequently, to account for the losses during the engine
start, a jump function is defined as follows

- [AB, AEY. L) =0AC@E) =1
Scarycany X)) = [0, oth]erwise, ! (11.6)
where AB and A& are the amounts of fuel and the percentage of battery capacity
consumed for an engine start, respectively. The problem is then formulated by:

min B(ty)
¢()e{0,1}, u(t)et(q(@),t)
subject to M; (10.126)
Py = {6(10) =05 (11.7)
&(ty) =05
B(t) =0

| and (11.6).
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Table 11.2 Cost function value and computation time for P3

(b(x(tf)) (ml) tcomp (S)
Dynamic programming 505.75 9922
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Fig. 11.5 Solutions for P; obtained with dynamic programming

DP is an adequate solution method for P3, as the dimension of the continuous-valued

states can be reduced to 1. The Lagrangian term of the Bolza formulation accounts for

the fuel consumption and therefore the state 8(-) is not explicitly needed and hence

does not need to be gridded. Consequently, an optimum with respect to a chosen

discretization of the state £(-) can be found by DP in a feasible amount of time.
The continuous but nonsmooth jump function can be implemented as

8(5(17). £(r)) = max (0, [;(t,-*) - é(t,-‘)]) : [2’;} :

The height of the jump at an engine start was assumed to be [AB, A£]T =
[0.65 (ml), —0.00013]”. The results of DP are shown in Table 11.2 and Fig. 11.5.

Remark 11.1 The height of the state jump 8(((;;),;@/.*))(') is assumed to be small
compared with the variation of the state x(-) between two switchings.

Since the hybrid execution sequence is not known in advance, the embedding
method and indirect shooting method are only valid approaches if the state trajectories
are assumed to be continuous.

Optimal Catalytic Converter Heating

The following problem uses the much more complex model M, that uses the ignition
angle x (-) and the cylinder charge m.,,;(-) as continuous-valued controls and models
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different combinations of clutch states and injection schemes as discrete state values
as introduced in Sect. 10.5.2. The problem is formulated over the first 175 s of the
FTP-75 cycle, where the aim is to find a strategy for optimally heating up the ICE
and the exhaust system. In this case, the final state conditions for the SOCP are
formulated differently. It is imposed that the ICE is heated up to at least 353 K at
final time 7. The entire driving cycle is not regarded but 1 = 175 s is chosen such
that 0 < 7y < t.y. It is therefore not necessary to demand a fixed value for &(zy)
as £(-) needs to be balanced at least at #.,. but not for # € [0, ¢7]. However, if the
state of charge &(¢7) has a low value, more charging has to be performed over the
remaining drive cycle with ¢ € (¢f, t.,]. The function By, (§(tf) — &(tcyc)) gives
the fuel consumption for the remaining drive cycle, depending on the difference
between &(z) and the target value & (Z.,.). The function is shown in Fig. 11.6. Since
it is demanded that the ICE is heated up sufficiently at ¢, the function can be easily
set up by solving a SOCP for the time range (¢, fcy.] with the simpler model Mj;.
This is done on a grid of £(). Between the grid values, a cubic spline interpolation
is performed. The cost function is then defined as

B(x(ty)) = B(tf) + Brem(§(ty))

and the problem formulation becomes

min B(x(ty))
qe(l,....5}, u()ell(q(t).1)
subject to M, (10.128)
B(to) =0
Pa= 1 &(10) = 0.345 (1.8)

29cw(l‘O) = ﬁcyl (to) = Dswe(to) = 293 (K)
D (1) = 353 (K)
Z(ty) = Zmx,
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Only one artificial emission component is regarded, which is resembled by the state
Z(-) and an upper bound on Z(¢;) is imposed. State jumps are not considered.

Problem P, is much more complex than problems P;—P; due to the high dimen-
sion of the continuous states as well as the high number of discrete state values.
Consequently, dynamic programming is prohibitive due to the high dimensionality
of the system. Indirect shooting is unlikely to yield a solution because of its low con-
vergence region. It is also a difficult task to guess initial costates that will converge
to a solution satisfying the final boundary conditions. Applying embedding to the
problem will lead to a large optimization vector due to the high number of discrete
state values. An alternative is the two-stage method described in Sect. 8.3.2, which
works well for this type of problem (see also Schori et al. [23]).

The solution gives valuable information for defining the catalytic converter heating
phase. To evaluate the effect of different bounds on the artificial emission component
Z(-), optimizations were performed with three different upper bounds Z{"** = Z,,
2y =1.1-Z,e5, and Z5* =1.2- Z,,; to see, how a less stringent constraint
on emission affects the continuous-valued controls as well as the switching mode
sequence. The results can be seen in Fig. 11.8. Note that a lower upper bound leads to
only slightly decreased time span used for the three-way catalytic converter (TWC)
heating but to a significant retardation of the ignition angle, which causes a faster
TWC-heating. TWC-heating is mostly performed during idling with the clutch KO
closed and the MG connected (g () = 1). As soon as a TWC-temperature with a
good conversion efficiency is attained, the ignition angle tends to the lower bound to
increase combustion efficiency. The base ignition angle was set as the lower limit. The
late ignition angle also leads to lower values of £(+) at the end of the catalytic heating
process, since a lower output torque is provided by the ICE. During TWC-heating,
the exhaust mass flow is constrained, as high mass flow decreases the catalytic con-
verter efficiency. In the solution trajectory, the relative cylinder charge tends to the
respective bound.

The first subplot of Fig. 11.7 shows the convergence of the proposed algorithm.
The convergence is rather slow but monotonically decreasing. It has shown to be
very robust against initial guesses of ¢ (-) that differ considerably from the solution
found. The third subplot #H,,,;, illustrates, how far the optimality condition (4.123)
is satisfied for the current iteration. A value of 0.1 means that at 10% of the points
on the time grid, the value of the Hamiltonian function is not minimal.

The recovered costates are also depicted in Fig. 11.8. The costates offer in this case
aphysical interpretation. Whenever the costate for a respective state is low, increasing
the corresponding state at this point is more beneficial than at other times. For instant,
increasing the TWC-temperature 9;,.(-) early in the drive cycle is recommended
to quickly achieve good conversion efficiencies. Once the light-off temperature is
reached, a further increase of the temperature has hardly any effect. The costate
Ag,,.(+) tends to zero, as soon as the light-off temperature is exceeded.
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Fig. 11.7 Convergence of the two-stage algorithm for P4. #H,,;, is a measure for optimality.
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11.3 Analytical Calibration for Rule-Based Energy
Managements

The solution of optimal control problems is only a first step in the definition of
energy management for hybrid electric vehicles (HEV). The results obtained from
the numerical solution of OCPs only serve as a visual orientation, as the control and
state trajectories are cycle-specific and do not give any further information for other
unknown drive cycles or for different initial or final states. At the same time, the
solution of SOCPs online during the vehicle operation is usually prevented by the
very limited computational performance available in today’s electronic control units
(ECU). Especially direct methods are difficult to implement due to the high memory
requirements needed for storing the Jacobian and (approximated) Hessian matrices.
Most energy management systems for hybrid vehicles still rely on rule-based control
strategies because of their ease of implementation and the low computational demand.
Energy managements that only use the current state of the vehicle, consisting of all
values that can be measured or estimated at a certain time ¢ to determine the set values
for the powertrain, are called causal (Guzzella and Sciarretta [6]). If estimated future
information is also used to define the current set values, then energy management is
called predictive.
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Fig. 11.8 Solution trajectories and recovered costates obtained for P4 with different bounds for

the artificial emission state Z(-). The corresponding continuous state of each depicted costate is
written as subscript

Yet, by exploiting optimal control theory, the results can be generalized and
used for the determination of energy management parameters. Over the last decade,
research in this area has focused more and more on analytical methods. The most
attention has been paid to the Pontryagin’s minimum principal (PMP) and the related
equivalent consumption minimization strategy (ECMS) strategies. The use of these
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approaches is appealing due to the fact that the high-dimensional optimization prob-
lem is reduced to solve just a nonlinear equation and hence to finding a feasible
initial costate value. The problem is further simplified by assuming the costate to be
constant. An evaluation of the effect of this assumption will be given later in this
section. If the costate is known, the optimal continuous-valued controls that lead to
a desired final state of charge for a specific drive cycle are entirely defined, if only
continuous-valued controls are regarded. The problem then remains to define an ini-
tial costate value without knowledge of the drive cycle. Kim et al. [13] suggested
to select the costate based on heuristically defined values that represent the drive
pattern. A learning procedure that corrects the costate value, when a lower or upper
bound for the state of charge is hit, is described in the work of Chen and Salman
[2]. A study on the relationship between different road-type events and the costate
value that leads to a charge-sustaining operation of the HEV was performed by
Gong et al. [5].

11.3.1 Constant Costate Assumption

With a known costate, the optimal continuous-valued controls can be found by mini-
mization of the Hamiltonian function at each time instant via a numerical procedure.
Despite the fact that, for most powertrain architectures, the minimization problem
will involve only a single variable, the numerical procedure is not ready to imple-
ment on today’s ECUs. In this section, we show how lookup tables (LUT) storing
the optimal continuous-valued controls as well as optimal discrete controls can be
automatically generated. In Fig. 11.9, a sketch of an LUT-based energy management
is depicted. The set point values & (-), f(~), and ]A"mg(o), supplied to the lower level

Town(t), wuwn(t)

gear recommendation

lw)

gear selection

K(t)

Tybar(t), woba (t) . .
gearbox model drive mode recommendation

<)

drive mode selection

()

‘ mEN0 | Tt
torque-split recommendation torque-split limitation f——

Fig. 11.9 Sketch of rule-based energy management for hybrid electric vehicles



11.3  Analytical Calibration for Rule-Based Energy Managements 415

controller structures are herein determined by LUTs. Based on the current driving
condition that is represented by the torque demand at the wheel T,,;,(-) and the cur-
rent wheel speed n,,, (+), a gear recommendation denoted by < (+) is made based on a
LUT. Whether this gear is actually used will depend on the gearbox control strategy
and thus on many more conditions that are not covered in this book. With a simple
gearbox model, the gearbox input torque T, (-) and gearbox input speed wgp, ()
can then be calculated. Based on these values, a recommendation for the drive mode
Z‘(~) is again obtained from a LUT. If hybrid drive mode is selected, the torque split
between MG and ICE finally needs to be determined. The respective MG-torque
f"mg(~) is stored in a LUT.

Solving a SOCP with an indirect shooting method, a cycle-specific costate trajec-
tory is readily obtained. This trajectory can also be recovered from the embedding
solution, as shown in Sect.8.2.4. It can be seen from the solutions that the costate
remains nearly constant over the time. This is not surprising. Looking at Equation
(11.3), the derivative dV,./d& is usually small for modern battery types, since the
dependence of the open-circuit voltage is rather small. Thus, assuming

the costate remains constant over the entire time interval ¢ € [t, t7]. To further inves-
tigate the effect, when the variation of the state of charge is much larger, calculations
were performed for a charge-depleting scenario, where the initial state of charge was
set to 0.8 and the final state of charge to 0.3 (see Fig. 11.10). These calculations were
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Fig.11.10 Comparison of calculated trajectories for A(-) and &(-) with and without constant costate
assumption
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Table 11.3 Effect of the constant costate assumption on the fuel consumption

Fuel consumption (1) for Fuel consumption (1) for
varying A(-) constant A(-)

PHEV1 0.8691 0.8703

PHEV2 1.2718 1.2761

repeated for two vehicle configurations of different mass categories and for two dif-
ferent drive cycles. The resulting fuel consumptions can be seen in Table 11.3. One
can observe that the solutions with constant costate are acceptable.

11.3.2 Influence of Switching Costs

As has been pointed out in Sect. 10.8, switching costs (including both fuel and elec-
trical energy) can be modeled as state jumps. Compared with the constant costate
assumption, the influence of whether state jumps are regarded or disregarded is more
perceptible. Higher switching cost can lead to less ICE-starts. To compensate for
this, the engine is usually switched on for longer time intervals and the torque is
chosen slightly higher. A direct comparison of a solution obtained for a problem
considering state jumps of different heights is shown in Fig. 11.11 for the highly
dynamical FTP-72 test cycle.

Problem P; can only naturally be solved using DP, which is in turn slow and
limited to the problem size.

An alternative is the reformulation of the state jumps in form of switching costs
(cf. Sect.3.3.7.4). If this is possible and if the switching cost term can be formulated
in terms of switching arc-lengths, then the original state jumps can be substituted
with differentiable switching costs, such that nonlinear programming methods like
SQP can cope with that (cf. Sect. 10.8). The idea here is to enable the switching time
optimization (STO). Thus, we solve problem P3 without state jumps at first using the
embedding method and use the hybrid execution sequence to transform the problem
formulation P; to a STO (cf. Sect.8.3.3) as

min Br,—1(1) + ¢

£ (@el0,1), i;()et(G(x),)

subject to M; (10.126)
fPs =

%0(0) =0.5
Ev,1(1) =05
Bo(0) =0

where ¢ is given by (10.135).
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Fig. 11.11 Influence of different state jump heights on the switching sequence ¢ (-) of a part of the
FTP-72 test cycle using dynamic programming

Figures 11.12 and 11.13 show the optimization of the switching arc-lengths for
the WLTP test cycle. The optimization begins with an embedded direct collocation
where the gear sequence is only roughly known. The STO is able to eliminate the
unnecessary arcs and to allocate the hybrid drive mode arcs with at least 5 s duration.

In case for moderately present state jumps, the solution trajectories obtained from
P, will approximate the first-order necessary conditions for switched systems with
state jumps sufficiently well. In the case of larger state jumps, the results obtained
from P will still be valuable for the calibration of energy management. It is evident
from practical evaluations that additional nonlinear elements like hysteresis and delay
times can yield solution trajectories close to those obtained by DP.

11.3.3 Lookup Table Calculation

For a simplified rule-based energy management, we are interested in calculating
lookup tables for the optimal choice of the gear, the drive mode, and the torque split for
a given driving situation. Let us now use discretized variables because the numerical
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cycle using embedded direct collocation and STO

calculation is in focus. With the Hamiltonian defined as (11.4), we recapitulate that
k]
TICE

gearbox input torque Tgbx and engine torque Tl ce- Since the motor/generator, the
gearbox, and the engine are connected axial in a P2 hybrid conﬁguration the MG
speed n[k] equals the gearbox input shaft speed n[k] and the engine speed n nue equals

[k] for hybr1d drive mode and is zero for electnc drive mode and hence addltlonally

depends on the discrete decision i, that determines the drive mode. T b and _g‘;x

. . =kl . . .
is the continuous-valued control u(-), T[ ! is obtalned as the difference of the

in turn depend on the wheel torque demand Twh, the vehicle velocity v, and the
selected gear K x}, as described in Sect. 10.5.1. Itis assumed that the power required to
supply the auxiliary devices P,,, is known and we assume that the state of charge is
sustained to £ = 0.5. We can do so, as Elk] has only a minor effect on £, as explained
Sect. 11.3.1. This simplifies the Hamiltonian and reduces the size of the generated
LUTs by one dimension. Also, the costate value is assumed to be known for now.
Determining a costate value is one of the major challenges in energy management.
Different strategies for determining this value will be given in Sect. 11.4.
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For a given value of the costate, the Hamiltonian can be minimized for every
o . . Ik _ .
quantization point on a grid of Té b]x € Ur,,, and nll e G, With

gbx
1 2 Ng, _ 1 2 Ng,
To < o < < Tty O =Tl T Ty
and
1 2 Ng, _ 1 2 Ng,
ngbx < ngbx < e < ngbx s gngbx = {ngbx, ngbx, ey ngbx }

to find the optimal torque split in hybrid drive mode for a given driving situation.
The Hamiltonian minimum condition yields:

gbx> ~gbx» ice

~ L3 - . _ k] =lk]
Tice (Tgbx, ng;]x) = arg r%l[l]nH (n[k] T, ,A, T ) . (11.9)

ice
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Moreover, since the engine torque Twe is a continuous-valued control that appears
nonlinear in the Hamiltonian, we can even use the more manageable Hamiltonian
minimum condition with

T

gbx> " gbx» ice

dH (_m LY T[k]) 0.

In the next step, the LUT for the optimal choice of the drive mode Z(-) can be
calculated by

[k]

A (=[k] k] —[k]
C (Il Tgbx) = arg min H( Tgbx’ ice

gbx? k) gbx ’

)\,T'ﬁ‘), (11.10)
¢ {01}

on the same grid.

Since the drive mode Z[k] is not now regarded as fixed, TU(] has the arguments
(Mgbx> Topxs ). Forg‘[k] =1, T 1s interpolated from the previously calculated LUT
T;ce. For ;[k] =0, T = 0 applies. For both drlve modes, recommended gears K]

can be calculated over a quantization grid of i , € Gr,, and n[k] € G,,, with

Tv&h < vah <. < Tvxlgr, Gr, = [Twh, Tjh, e Tﬁlgr}
and
nl,o<nl, << ni:’f, Gn,, = {nvlvh, nZ, ., nv]:’f}
as follows:
I3 (Tﬁ‘,l,ﬁ{f;) = arg min H (ﬁ[kb]x, Top b, T[k]) . (11.11)

=1k]

Lkl .
by and T, are functions of T, ny, and

It should be noted that in this equation, n

k. The required ICE-torque for hybrid mode is again interpolated from LUT Tice.
Principally, these maps can be calculated for an arbitrary number of costate values

and the costate can be seen as an additional axis of interpolation. LUTs that have the

costate as additional input are depicted in Figs. 11.14 and 11.15. The first LUT shows

the MG-torque TL/: depending on gearbox input torque and speed and the costate as
an additional axis. It is more common in automotive practice, to store the MG-torques
instead of the ICE-torques. The lower LUT shows the torque limit ]A“mm As soon as
the gearbox input torque exceeds this torque limit for a given dr1v1ng situation, an
engine start is requested. Ts,m, can be calculated from the LUT { for a given costate.
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11.4 Rule-Based Strategies for Choosing the Costate

Having stored optimal continuous-valued and discrete controls for a given costate
value and for all driving situations in LUTs, the remaining problem for energy man-
agement is the determination of the costate value. A very appealing approach for
determining the costate A during vehicle operation is a predictive energy manage-
ment that uses available information on the future driving route to make a good
estimation of the costate. Predictive energy managements will be treated separately
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in Chap. 12. The focus in this section is on strategies that are implementable without
knowledge of the future driving profile.

11.4.1 Rule-Based Selection Using Costate Maps

For charge-sustaining (CS) of unknown drive cycles, the concept of costate maps
is introduced. The costate is herein selected depending on the current road type and
the current state of charge (see Fig. 11.16). Other information can also be used as
shown in Boehme et al. [1]. Each color represents one costate value and therefore
one set of LUTs. The LUT procedure described in the previous sections is employed
to calculate f“mg and YA},M maps for several costate values

)\1<)»2<)»3<)»4<)\.5,

where A; is chosen by solving the SOCP (11.1) or (11.5) for different urban scenarios.
A3 and A4 are selected to sustain £(-) on rural and highway scenarios, respectively.
A1 and As are chosen to reliably protect the high-voltage battery from being depleted
too far or from being overcharged. The current road type can either be obtained from
the navigation system using an electric horizon (cf. Sect. 12.3) but can also easily be
determined using the vehicle speed averaged over a short time span. Modern PHEV-
vehicles can also leave the choice of an operation mode to the driver. A charge-
depleting (CD) mode, that intends to minimize the fuel consumption used over an
unknown route until the next recharge facility is available, can be implemented by
using different costate maps where the next higher heuristically determined costate
value is employed until a low state of charge is reached. One can observe from
Fig. 11.16 that for the CD mode, higher costate values are employed for most of the
&-range than in the CS mode.

& 4 charge-sustaining mode ¢4 charge-depleting mode
O.Qh O.Qh

A A
As
A, A
A2
A A
0.1= : » 012 : >
urban  rural highway urban  rural  highway

Fig. 11.16 Exemplary costate maps for CS and CD mode
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11.4.2 Costate for Optimal CO» Emissions

If a CO,-optimal strategy is desired (cf. Schori et al. [24]), the objective function of
the SOCP can be stated as

¢co,(x(1)) =r1 - B(ty) +r2- (5o — E(ty)),

where r; is a constant factor, that expresses how much CO, is emitted for every
liter of fuel used, which corresponds to the engine brake specific CO, (Stockar et al.
[30]). The factor r, resembles the CO, cost for the electric energy consumed from
the battery and includes information about the energy mix in the respective country,
a charging efficiency 7,4, natural constants, and the battery capacity Qpq,. The
Hamiltonian can then be defined as

Heo, (xX(1), q(1), A1), u(t)) = Ai.co,(t) - B(t) + ra.co,(t) - E(2).

Evaluating the transversality condition (4.46) yields

d

o) = Goct ey =
o

Aaco,(ty) = Bg(ctj; (xX(tf)) = —ra.

The dynamics of the costates are given by

. oH
co,(t) = —%(x(r), q(t), A(t), u(t)) =0
. oH
Ao, (t) = —%(xa), q(t), A(t), u(t)) ~ 0.

The Hamiltonian for a CO,-optimal drive mode can thus be written as

Heo,(X(1), ¢(0), A1), u(0)) = r1 - f(1) —ra - E0). (11.12)

Again, we exploit the fact that dV,./d& is small for modern batteries. Minimizing
the Hamiltonian (11.12) for obtaining the continuous-valued control u(-) yields the
same result as minimizing the scaled Hamiltonian

~ o ry .
Heo,(x(1), g (1), A1), u(t)) = B(t) — . -&(1).
I
Note that for the CO, optimal drive mode, the costate can be determined by setting
Aco,(t) = —r2/r; to a constant value. It is remarkable that the CO, costate now
becomes an analytical expression, whereas for the fuel-optimal mode, the costate
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must be determined from an optimization procedure. The alternating and country-
specific factor r, can be transferred to the vehicle from the charging station or via
a wireless network connection. The costate calculated this way will usually lead to
a CD behavior. To prevent the battery from being depleted so far, the drive mode
switches to the rule-based mode using A-maps for low values of £(-).

11.5 Implementation Issues

Some implementation issues need to be considered when implementing rule-based
energy management strategies:

The LUT fmg can usually be implemented in a PHEV without further modifica-
tion. In some cases, the map might require further smoothing to avoid jumps in the
desired MG-torque. However, countless numerical experiments have shown that this
manipulation hardly affects the fuel consumption.

Equations (11.10) and (11.11) can easily be evaluated for systems without switch-
ing costs only. Switching costs introduce discontinuities in the state trajectory and
thus require the hybrid execution sequence to be known in advance, which is without
further aid for practical problems nearly impossible. However, practical experience
has shown that the LUTs derived from these equations can still be used for sys-
tems with switching costs. In combination with hysteresis and delay times, these
LUTSs obtain results close to those calculated offline using dynamic programming.
The number of hysteresis and delay parameters is low and can hence be found by
applying derivative-free optimization methods such as evolutionary algorithms (see
Sect.2.5.1).

To determine the recommended gears, additional constraints such as limitations
due to driving comfort apply. These factors are hard to account for in a mathematical
model. As a consequence, the gear-shifting recommendations cannot always be fol-
lowed and the calculated LUTs serve rather as a basis for further analysis and driving
experiments than ready-to-use vehicle applications. It has been shown to be helpful
to evaluate the effect of deviating from the recommended solution. If the values from
the LUTSs are used, in general, Eq. (4.126) holds and the Hamiltonian is continuous
during a change in the piecewise constant discrete state g (-). For instance, a transi-
tion from one drive mode to another or at gear changes. When deviating from the
recommended transitions, a difference in the Hamiltonian jump condition

AH =HEX]), g, A@]), u@t)) = HE@E), q;), A1), u@;))

occurs. The meaning of this difference is twofold: on the one hand, it constitutes a
deviation from the optimality conditions; on the other hand, with the interpretation
of the Hamiltonian as the weighted sum of battery current and fuel mass flow, it
indicates that a continuous-valued control u(-) with lower value of this weighted
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Fig. 11.18 Gear choice maps for electric and hybrid drive modes

sum exists, but cannot be used because of some constraints. Additionally, with the
constant costate assumption, the value of the Hamiltonian does not explicitly depend
on time, but on the current driving situation. Figure 11.17 shows the absolute value
| AH| depending on T, (-) and n gy, () for electric and hybrid drive mode. The recom-
mended switching is where the difference vanishes. If this recommended switching
cannot be followed, Fig. 11.17 allows for an evaluation of the effects. A deviation
from the recommended switching is more acceptable, when the value of | AH| is low.

Defining the gear map based on the costate-map might also cause the vehicle
behavior to change unexpectedly for the driver and is therefore not recommended.
However, defining separate gear maps for electric and hybrid drive modes can yield
considerable efficiency improvements, as the recommended gear choices may differ
strongly (see Fig. 11.18).
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Over the last decade, research in the area of hybrid vehicle calibration has focused
more and more on analytical methods. The most attention has been paid to the
PMP and the related ECMS-strategies. ECMS was originally proposed in Paganelli
et al. [18] and expanded in Chen and Salman [2], Musardo et al. [17] among others.
Tulpule et al. [32] applied a modified version of the ECMS strategy to PHEVs.

A fuel minimization strategy based on PMP is proposed in Kim et al. [13, 14],
and Serrao and Rizzoni [27] where at any time instant the continuous-valued control
is determined by minimizing the Hamiltonian. The costate necessary for setting
up the Hamiltonian is determined by evaluating driving patterns from the past. A
similar approach is presented in Stockar et al. [30] with a weaker focus on online
implementation but more stressed on the influence of different usage conditions,
environmental factors, and geographic scenarios. Additionally, the optimal parameter
choice of controller parameters for minimizing cumulative CO,-emissions strongly
depends on the local energy mix, which is demonstrated in Elgowainy et al. [3].

The problem of finding an appropriate costate value is tackled in different ways.
Kim et al. [13] suggested to select the costate based on heuristically defined values
that represent the drive pattern. A learning procedure that corrects the costate value,
when a lower or upper bound for the state of charge is hit, is described in the work of
Chen and Salman [2]. A study on the relationship between different road-type events
and the costate value that leads to a charge-sustaining operation of the HEV was
performed by Gong et al. [5]. The idea of storing the minimum of the Hamiltonian
with respect to the continuous-valued control was also proposed by Chen and Salman
[2] in the context of ECMS. Also with the ECMS-formulations, it was extended to
the gear choice by Sivertsson et al. [29].

A constant costate is widely assumed in the literature and its effect has been
investigated in several prior studies by Guzzella and Sciarretta [6], Kim et al. [14]
for charge-sustaining operation, where the state of charge varies only in a narrow
window. It is shown in Sivertsson et al. [29] and Schori et al. [21] that saving the
continuous-valued control on a quantized grid has only minor effects on the fuel
consumption.
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The embedding approach using a direct collocation method has been proposed
in Uthaichana et al. [33] for the optimization of a two-mode operation of a parallel
HEV.

Stochastic dynamic programming has been used by different authors to minimize
the fuel consumption; among them Kim et al. [12] and Tate et al. [31].

Control strategies for minimizing fuel consumption and emissions have been
regarded by many authors, among them Johnson et al. [10], Tate et al. [9],
Kum et al. [15].

Rousseau et al. [19] optimized the parameter of the energy control strategy using a
derivative-free algorithm called DIRECT. Similar instantaneous optimization strate-
gies have been proposed by Johnson et al. [10], Tate et al. [9], Huang et al. [8]
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Chapter 12
Predictive Real-Time Energy Management

12.1 Introduction

The optimal control solutions from the previous chapter cannot be implemented
directly on a real vehicle, since disturbances and changing drive conditions can effect
heavily the optimal solution trajectories. In order to make the feedforward results
robust against these disturbances we need some form of feedback of the current state.
This chapter concentrates on the closed-loop realization of energy management as
shown in Fig. 12.1. The feedback of the state in Fig. 12.1 can be realized as permanent
feedback or as event-based feedback.

In general, the real-time control strategies K(x(¢)) for energy management can
be classified as

e rule-based strategy;
e equivalent consumption minimization strategy;
e model-predictive control strategy.

Rule-based (RB) strategies (see Lin et al. [29], Schouten et al. [43, 44], Farrokhi
and Mohebbi [11], Karbowski et al. [21], and Schori et al. [39, 40]) as discussed
in Chap. 11 rely on multidimensional control maps and have the advantage of being
completely causal and hence directly applicable to given hybrid powertrain con-
figurations. However, a wide number of parameters depend strongly on the ad hoc
calibration, which is a time-consuming and cumbersome task. This limits the results
of a rule-based strategy usually to one hybrid powertrain configuration.

Equivalent consumption minimization strategies (ECMS) (Paganelli et al. [45],
Serrao et al. [35]) reduce an optimization problem to an instantaneous minimization
problem as shown in Sect. 1.3.2. The strength of this method is certainly the low
computation time, which makes it a candidate for the implementation as a real-time
control strategy. However, the determination of a meaningful equivalence factor can
be a hard task.

Model-predictive control (MPC) strategies, which are often cited in the litera-
ture as a promising control implementation for a more general energy management,
depend on accurate sensor information and powerful electronic control units (ECU).
This control strategy is often used for a rather short prediction horizon, as proposed
by many authors (see for instance Back [1], Borhan et al. [8]).
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Xref(1) fuel economy
- Hybrid Vehicle i
u [x(0)
q()
K(x(1)) <

Fig. 12.1 General structure of a real-time control strategy for energy management

The MPC strategies discussed here are closely linked to optimal control tech-
niques. However, the on-board solution of optimal control problems (OCP) is on the
one hand usually prevented by the limited computing capacity of the ECU. Despite
some online optimization strategies proposed by some authors (e.g., Ferreau et al.
[12]) in the recent past, their applications upon the ECU is still challenging. On the
other hand, the solution is based on a predefined drive cycle given by the trajectories
of velocity v(-) and road slope «(+), which are generally unknown for real-world drive
cycles. It is, however, possible, to predict the trajectories based on the information
provided by an intelligent traffic system (ITS) as it is included in many recent naviga-
tion systems [37]. The developments in this area are continuously growing such that
more and more additional road information will be known to energy management.
With the help of this finite set of information, an estimation of the trajectories can
be made and these estimations can be used for solving the OCP. The existence of
discrete phenomena makes the problems harder to solve. However, it has been shown
in Chap. 11, that the indirect shooting method is highly efficient on the problems P;
and P, if state constraints can be ignored. The switched optimal control problem
(SOCP) is reduced to find only a single initial costate. At the same time, as shown
in Sect. 11.5, the optimal continuous-valued controls for a given costate and a given
driving situation can easily be stored in lookup tables (LUT) without significant loss
of accuracy. These facts make the on-board implementation of a real-time control
strategy that is based on the solution of a SOCP possible.

This chapter discusses three different energy management problems for on-board
implementation:

e predictive real-time trip management for battery electric vehicles (BEV);

e predictive real-time energy management with medium prediction horizon and
event-based feedback for hybrid electric vehicles (HEV); and

e predictive real-time energy management with long prediction horizon for plug-in
hybrid electric vehicles (PHEV).
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12.2 Real-World Benchmark-Cycles

For evaluation of the predictive energy management strategies, several real-world
benchmark-cycles are chosen additionally to Sect. 10.6. All located in the north of
Germany, which should reflect typical driving scenarios. The real-world benchmark-
cycles, depicted in Figs.12.2, 12.3, and 12.4, contain different contributions of
urban, rural, highway, and mountain road traffic-situations. The second real-world
benchmark-cycle is characterized by low average speeds and a long driving part
through the city of Gifhorn with a high probability of stop events and therefore a
high number of accelerations and decelerations. The third benchmark-cycle is char-
acterized by a routing with urban, rural, and large highway parts with a day-time-
dependent high traffic volume. The fourth benchmark-cycle is a typical mountain
road which starts from Braunlage in Oberharz via Sankt Andreasberg and ends in
Braunlage again. As can be seen from Fig. 12.4 the trip consists of two valleys asso-
ciated with long up-hill and down-hill driving parts. Furthermore, the cycle includes
urban and rural parts as well.
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£ 5 ‘ !\aﬁ/ § <70km/h
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Fig. 12.2 Route map of the real-world benchmark-cycle 2
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12.3 Intelligent Traffic System 433

12.3 Intelligent Traffic System

In order to solve an OCP a predefined drive cycle based on the trajectories of velocity
v(-) and road slope «(-), which are generally unknown on real-world drivings, is
necessary. A state-of-the-art approach is to employ an electronic horizon provider,
which provides a finite set of routing information. This routing information is fed to
a driver model to obtain a good estimation of the desired trajectories, which can be
used for predictive energy management.

The electronic horizon is based on the transceiver/receiver principle. The trans-
ceiver is known as horizon provider and the receiver of an application is called the
reconstructor. A horizon provider is implemented in a MATLAB®/Simulink® envi-
ronment which accesses parts of the noncommercial OpenStreetMap database [48]
and runs on a Windows PC to mimic a modern navigation system with geographic
information system (GIS) conform database. The navigation system needs the vehi-
cle position to determine all relevant main-paths and sub-paths in the target direction
for the prediction horizon. At the initialization of the navigation system, the vehicle
position is determined from a differential GPS device. During the prediction the in-
vehicle increment sensor of the wheel is used to measure the vehicle speed and thus
the vehicle position. The communication between horizon provider and reconstruc-
tor is performed using the standardized advanced driver assistance systems (ADAS)
protocol [37] that provides in this implementation the following attributes:

speed limit;

form of way;

stop points (intersection without right of way); and
road inclination.

The curve radii is an attribute which is available in nowadays GIS systems, but seldom
used to improve the quality of energy management.
The route is then divided into segments on the spatial grid

Sseg,0 < Sseg,1 < "'+ < Sseg N, gseg = {Sseg,09 Sseg, 1+« sseg,N,-}

based on the changes of speed limits and the road inclination [5].

Since dynamic memory allocation is in general not allowed in today’s ECUs,
the first NV, 4+ 1 segments of speed limits and road slopes are then stored in static
allocated vectors

§Seg = [Sseg,Oa Sseg, 1y« > Sxeg,N,] (121)
Vseg = [Vseg,Ov Vseg 15+« V.reg,N,] (122)

&seg Aseg,05 Xseg 15+ -+ 5 aseg,N,] (123)
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and transferred to the driver model that generates a vehicle speed trajectory v(-),
which will be discussed in the next sections.

The reader should note that the segments are not equidistant due to the charac-
teristics of the topology of the trip. For example, some parts of the trip may contain
more changes in the altitude than other ones or contain a higher number of curves
which in both cases imposes a higher number of segments in order to describe the
topology as accurately as desired.

12.3.1 Time-Based Driver Model

The aim of using the driver model is to predict 10 min ahead the vehicle speed trajec-
tory as realistic as possible. The trajectories in the time domain are calculated over an
uniform grid (5.9) of constant size N, + 1. The time instances #, k =0, 1,..., N,
are stored in the vector

t= [l‘o,l‘],...,tN,].

The time grid is chosen to be equidistant, then the step-length
h=ti —ti_y=const, k=1,...,N;

applies.

Many investigations has been performed in the past six decades to model the
longitudinal interaction between adjacent vehicles. Those approaches can be roughly
distinguished between macroscopic or microscopic traffic simulations. Macroscopic
models try to predict the traffic behavior upon statistical quantities such as traffic
flow and traffic density, whereas microscopic models are based on self-organized
agents. A Markov chain model is often proposed as macroscopic model (Gong et al.
[17]), as it is able to reflect the statistical behavior in the real profile. However, the
expenditure for the determination of the respective transition matrices is quite high
and the matrices would require a large amount of storage in the ECU. Alternatively,
one popular agent-class is depending on the reaction of the adjacent vehicles in
front and is known as car-following model, where the most popular is the Gipps
model (Gipps [15]). An overview of different car-following models can be found
in [36]. A further development is the continuous-time single-lane intelligent-driver-
model (IDM) proposed by Treiber and Kesting [46]. It provides a set of differential
equations to imitate the driver’s behavior for different driving situations based on
the available information of obstacles in front. The time domain description makes
it easily parameterizable to different driver types § and motivated us to use parts of
the IDM to model acceleration and deceleration scenarios to the next speed limits
which are provided by the electronic horizon.
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The velocity derivation is approximated by the explicit Euler approach as follows:

1\’
v+ h 1—(L) e, d=1
Viim

s
<[k+1 | Vii
VL I vg‘]—h~ 1— | Zim e, d=2
=
P

—[k] 2
v Ay 1
viin {L2—) - - d=3
4 2Srem f

where e and f denote driver-dependent average accelerations/decelerations values,
srem and Av denote the actual spacing and the difference speed to the next speed
limit vy;,,, respectively. Since the difference speed Av to a nonmoving traffic sign is
the current vehicle speed the last term can be simplified to (Vg‘])2 /2Srem- The driving
situation d = 1 defines an acceleration on the free road to the speed limit above the
current speed, d = 2 models the deceleration situation when approaching a speed
limit below the current speed, and d = 3 describes a complete deceleration up to
standstill. The speed limits are treated as spatial fixed obstacles in the IDM model.
Defining the vectors

— T
Vp = [Vp'(),qul,...,vp'[vr,l] (124)
— T
a, = [apyo,apyl,...,ap,N,_l] (125)
— T
@, =[ap0.p1,....apn-1] . (12.6)

the predicted speed, distance, and acceleration are calculated as

v = max (0, vi}") (12.7)
Slk+11 _ glk] vkl
s, =S5, —}—h-vp (12.8)
lk+11 _ Ikl
v —V
—k] _ P )4
a) = - (12.9)

In each time instance, the driver model is computed with the quantities v;;;,, and s, .
The electronic horizon provides static allocated arrays to retrieve the speed limits vy;,,
and the spacing s,.,, to the next traffic signs. The adapted IDM model is enhanced
by a range-of-sight
—[k]\ 2 —[k
ryi=po- (V') +pi - 9]
where pg and p; again are driver-dependent values. This should imitate the human
perception and starts the braking procedure when a lower speed limit or a stop position
has been detected to be within the range-of-sight.
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Investigations have shown that the values of the costate for the state of charge deter-
mined from the predicted vehicle speed trajectory are close to the values which are
determined from experimentally measured vehicle speed trajectory. In other words,
the solution of the OCP is robust against some errors in the prediction. It should be
noted that the considered concept of spatial fixed speed limits can be easily extended
to incorporate fixed or moving traffic flow speed limits, e.g., moving traffic jams.

The depicted Algorithm 12.1 sketches the calculation procedure for the time-based
driver model.

Algorithm 12.1 Sketch of the time-based driver model

1: initialization: fill the static allocated vectors Seg, Vyeg, and @yeq
2: set the segment counter j < 0

3: for k := 0 to N; do
—[jl

4: Eg‘] < Oy
5 Srem = §£f€i, — stk
6: if 5,0, < threshold then
7: j=j+1
. . <1
8: Viim <~ Vseg
9: end if

10: compute V,, S,, and a,, using (12.7), (12.8), and (12.9), respectively
11: end for

12.3.2 Spatial-Based Driver Model

The distance can be thought as an alternative independent variable to time. This
makes it appealing to use spatial longitudinal coordinates instead of time variables in
order to reduce the problem size of optimization strategies for long-time predictions.
Therefore, it is essential to obtain the driver model from the previous section in
spatial coordinate. The equations can be transferred to the spatial domain by dividing
the right-hand side of the differential equation by v(-). This becomes clear, when
considering the following transformation:

dv dv dr _ dv 1

== (12.10)
ds dr ds dr v(t)
The reference trajectory is calculated over the spatial grid
O=sp <81 <--- <8 <--- <SN, = Sdgist, UGs = {so,sl,...,sM}. (12.11)

The grid can be chosen to be equidistant over Ny + 1 positions

As = s; — s;_1 = const
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or none equidistant
As; =s5;—si—1, 1=1,..., Ny

where s; is the cumulated distance up to i-th spatial discretization point and sg;, is
the total length of the driving cycle. For notational clarity, the enumeration in the
spatial domain is distinguished from the time domain by writing the index i instead
of index k. The number of N; + 1 discretizations depends certainly on the topology
of the trip and the optimization algorithm used.

As soon as the real distance exceeds the covered distance on the spatial grid
(12.11) or the route-planning is recomputed, the reconstructor triggers the electronic
horizon for an update of the spatial vectors (12.1)—(12.3).

Let us define the vectors

— T

Vp = [pr(), Vp,lv ceey Vp,NA.—]]
t= [lo, fHy.oon, l‘Nd_,l]T

— T

a = [Clp,o, ap,1s '“’ap,er]

— T

Clp = [Olp,o, Op1seens ap,Nx,l] .

Depending on the current driving situation d, the velocity’s spatial derivative is

given by
—[i] §
v
% N B Y , d=1
v, Viim

vt .\
—r_}_° 1_(V“'") Cd=2 (12.12)

ds <l <lil
VP VP

—[i] 2\ 2
! — . (Vp) , d=3.
L f ) VE;] 2Srem

The constants e and f have the same meaning as in Sect. 12.3.1. As can be noticed
from measurements, the velocity often exhibits oscillations around the speed limit
due to inharmonic traffic flow. To account for these oscillations, the sum of /-cosines
with different amplitudes A,, frequencies w,, and phase shifts ¢, is added to the
current speed limit with

Viim = Ve + v

I}
=¥+ DA, () - cosCor T+ 0
r=1
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The amplitudes, frequencies, and phase shifts can be identified from measurements
via Fourier analysis. With Eq. (12.12), an initial value problem (IVP) can be solved
using an explicit Euler approach as follows:

dvli!
<[i+1] _ —i] P
vV, =max| €V, + As - vl K (12.13)
The constant € is a lower bound for the speed. This is necessary, since (12.12) is
not defined for vl = 0. Knowing the predicted vehicle speed VB] over the spatial
domain, the corresponding values for the time and acceleration can be approximated
by

As

i =ty + — (12.14)
v
p
Sli+1] <li]
. v —V
ath=_r P (12.15)
it — t

The depicted Algorithm 12.2 sketches the calculation procedure for the spatial-based
driver model.

Algorithm 12.2 Sketch of the Spatial-based Driver Model

1: initialization: fill the static allocated vectors Syeg, Vseg, and @geg
2: set the segment counter j < 0
3: fori :=1to Ny do

4 @y

S: Srem = 5% - §[i]

6: if 5,0 < threshold then
7: Jj=Jj+1

8: Viim < VE{;,]g + vy

9: end if

10: compute Vg], f[i], ﬁg], and Eg] using (12.13), (12.14), and (12.15), respectively
11: end for

Figure 12.5 shows the validation of the driver model where only information on
speed limits V., road slopes @, and holding situations were fed to the driver
model. Not all traffic events, especially dense traffic situations, can be foreseen and
hence deviations from the predicted vehicle speed trajectory occur. However, due to
the satisfactory shape capturing of the true vehicle speed trajectory and the desired
robust energy management design, this has no significant performance impact.
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Fig. 12.5 Predicted and measured vehicle speed trajectories of the real-world benchmark-cycle 1

12.3.3 Estimation of Stop Events

It is assumed that stop events, which cannot be determined from our implementation
of the GIS database, are classified as stochastic. This classification holds for the
following traffic signs: right before left, grant right of way, traffic lights, roundabouts,
pedestrian crossings, etc. They are referred to as stochastic stop classes. A number of
independent experiments have shown that there is a correlation between the number
of stochastic stop events, the quasi steady velocity, and the day-time. The Fig. 12.6
shows the expected values for some stochastic stop classes depending on the quasi
steady velocity and Fig. 12.7 shows the expected values depending on the day-time.
It is obvious that the number of stops increases at the rush hours.

Fig. 12.6 Traffic signs with
stop probabilities of

the real-world
benchmark-cycle 1

traffic signs stopover probability
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68.6% |
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Fig. 12.7 Stop probabilities . -
depending on day-time of daytime stopover probability
the real-world
benchmark-cycle 1
in the morning 35.6%
atmidday

in the evening

atnight 14.1%

The probability distribution of each stop class has been estimated by a maximum
likelihood estimator which reveals in all cases a normal distribution. To avoid multiple
counting of the same stop event, due to inharmonic traffic densities, each stop event
must be observed with an individual observation radius around the traffic sign.

The confidence in the stop estimations is related to the requirement to learn the
probability distributions for unknown trips. It is therefore necessary to adapt the
distributions by an online calculation of the maximum likelihood estimator.

12.4 Predictive Energy Management for Battery Electric
Vehicles

The consideration of energy management in today’s BEVs is constrained to auxil-
iary consumer management. This is mainly due to the lack of available DOFs, which
the system provides. However, by introducing an “artificial” vehicle speed limit the
energy consumption can be influenced by advising the driver. A trip management
(TM) as a supervisory control for the BEV’s energy management can provide rec-
ommended maximal vehicle speeds to the driver under the condition to reach the trip
destination safely with the current battery status and the highest possible velocity,
i.e., yielding the best time/energy consumption trade-off, if this is possible at all.
Realization of such an algorithm can be classified as driver assistance.

A real-time implementable dynamic programming (DP) algorithm on spatial
domain is used (originally proposed by Gong et al. [16] and further developed in
[3]) using ITS information. Different random events which affect the & trajectory,
e.g., traffic lights, etc. are considered as external disturbances. The expected values
for some disturbances are used to relate £-values as pre-control, which are released at
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Fig. 12.8 Control structure of the predictive trip management

certain trip segments to improve the predicted E,e ¢ trajectory over the whole driving
trip.

The predictive trip management is implemented as a 2-DOF control structure
consisting of a trajectory planning unit and a feedback control law as shown in
Fig.12.8.

The control strategy consists of the following parts:

o ITS: determine the trip segmentation for the changing speed limits V., and road
slopes @;g;

o vehicle-model: calculates the trajectories T,[;L s 511[1}? - and l_),[jj,’ 2

e trajectory planning: calculates a reference trajectory for &,,, and an optimal
recommended maximal speed limit u* using DP; and

e instantaneous speed corrections: a feedback control law calculates a correction

Aﬁ[i] .

Based on the ITS information, the trajectory planning unit and the feedback con-
trol law determine together the recommended maximal vehicle speed trajectory
ylil

Viuax = Uj;; + Auy;). The trajectory planning unit consists of a DP paradigm that

calculates for each segment of the remaining trip an optimal maximal vehicle speed
trajectory @* and the corresponding predicted state of charge trajectory & Ele] - To
account for random stop events the trajectory planning unit also estimates the required
energy for these events on the trip, which is used to modify the initial state of charge
before the DP calculation starts. The feedback controller is designed to compensate
process disturbances (e.g., changing vehicle mass, energy consumption of the air
conditioning, etc.) and modeling mismatch, which takes place within the rough DP
griding.
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12.4.1 Vehicle Model

The predictive trip management is implemented on a BEV-prototype that belongs
to the subcompact vehicle class and employs a high-speed electric machine and
high-energy traction battery. The high-voltage battery used is based on Lithium-Ion
technology and has a capacity of 77 Ah. Some of the vehicle specifications are listed
in Table 12.1.

To reduce the dimensionality for the real-time DP, the state of charge (10.51)
must be converted from the time domain into the spatial domain. Using the spatial
transformation rule (12.10), the state equation is transformed from time domain to
spatial domain by simply dividing (10.51) by the recommended speed limit uj;; which
yields

Tlil
gl gl As T,
el I Qpar Ty

in discrete form. The recommended speed limit is also used to estimate the requested
battery power

il _
=il F, , g

Pbat,p = —i] —i]
Nmg (ng,p’ wmg,p)

where 1,,, () is the MG efficiency and P, is an electrical auxiliary power consump-
tion. The latter one is assumed to be constant for simplicity.

The predicted angular speed @,,,, , and the predicted torque T,, ¢,p €an be calcu-
lated by a simplified dynamics model with a single gear ratio as

+PLIHX

. u;
—i] . [i]
@ = lopy * —

mg, 8bx

&P T'wh
L] F'wh  xlil
T =—_ F

mg, ] w,

8. P Ighx p

Table 12.1 Vehicle parameters of the BEV-prototype (subcompact class)

Symbol Value Unit Description

m 1085 kg Vehicle mass

Obat 77 Ah Battery capacity

Voe 330 v Open-circuit voltage

ighx 9.8 - Fixed gear ratio

Agec * Cu 0.66 m?2 Drag area

Pog” 60 kW Motor’s maximum power
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where FE:] » 18 the predicted total friction force

Tlil
drag, p

~lil

F I =F +F, , +mgsinal),

~a - ll[l] “+aj - ll[,] +ap+mg smaE’e]g

The quadratic polynomial in the last equation is an approximation of the air-drag
force and rolling resistance force as described in Sect. 10.2.

The spatial domain procedure drastically reduces the number of grid points as
compared with the time domain procedure. A further positive side effect of this
transformation is that the final distance s is fixed, whereas in the time domain the
same task would result in a variable final time 7. In the latter case, the application
of DP is difficult.

12.4.2 Dynamic Programming for the Maximal Speed Limit

An essential element of solving the predictive trip management is to formulate the
energy limitation procedure as an OCP. Using the spatial grid (12.11), the OCP in
discrete form can be formulated as

. [Ns]
m]q m ( ref) + Zl u[l]
ujel; i—1
Fli]
g[i+1] _ S[z] As Ibm
936 = ref ref Qbat um (12.16)

=lil
Eref € ‘){l
=10]
A,
Ere} = éf

where &, and &7 are the boundary values at the beginning and the end of the trip,
respectively. The objective of Pg is to find the minimal energy consumption, which
implies a “virtual” limitation of the electricity consumption accumulated over the
trip distance up the target destination sy,. The “virtual” limitation is realized by
recommending the driver an optimal maximal vehicle speed u*. It is then a natural
choice to define the instantaneous cost function as

1 i

[(U) = = - Py, - As,

up;
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where As /uy;) is the time span for the i-th distance segment. The admissible sets in
the problem formulation are spanned by simple box constraints, which yields for the
admissible state set

X = [££’3f eX|&mn <E) < s} (12.17)

and for the admissible control set

U = [u[i] eU|vmn <ay < v;';?f] (12.18)

where £ and £ are box constraints of the continuous state and v’ and v/"%*
are speed limits obeyed by the ITS for each i-th distance segment.

In order to apply the dynamic programming Algorithm 6.1 in spatial domain [3,
16], the final state boundary condition in Pg must be realized as a soft constraint and
imposed on the cost function to penalize deviations from the desired target value &.
The penalty term is implemented as the end-point function m(-) in Pg as

m(EN) =k (B -2). (12.19)

where K ; is a weighting factor. Hence, the stored energy in the battery can be totally
consumed up to a reserve. The admissible state set (12.17) and the admissible control
set (12.18) are incorporated into the algorithm as an additional penalty function,
which is defined by

i+ _ _ o
P (fref ’“[i]) = Kp) - max (“[i] — v, 0) + K2 - max (Vi'r”" —up, O)

where K ,; and K ,, are weighting factors. The recommended maximal vehicle speed
u[;; depends on the power consumption P, of the electric auxiliary devices too.
The higher the electric loads the higher the recommended maximal vehicle speed
should be.

The DP algorithm proceeds backwards, beginning from the trip destination to the
trip start. Hence, the initial condition is imposed from (12.19) at N by

V(Ee) =m(E)

where V() is the cost-to-go function. The next step backwards is the cost-to-go
. =[N—115 . .
function evaluated at (sy,—1, & I,e f ]) in the spatial state-space as

=INs—1] . =IN—1]
\%4 (Eref , SNxfl) = min C (gref s U[Nxfl])

Upng—11€UNg -1
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where

=INs—11 — —IN,—1] _
C (Ergf , u[N:—l]) =Ilay,-1) +V [8 (Srgf ,U[Ns—l]) ’SNS]

=IN—1] _
+P; [g <§ref ,U[Ns—l]) 7u[NA—l]i| ,

. —li+1 . .
where g(-) calculates the consecutive state EEef ! This procedure is repeated up to
the trip start. Thus, minimizing the cost-to-go over the set of all feasible control
sequences u = {u1 e uNS} gives the optimal control solution.

12.4.3 Instantaneous Speed Limit Corrections

The feedback controller for obtaining Auj;; can be designed by calculating the ratio
of “remaining energy for the current segment Eeg to be released to the powertrain”
to the “remaining distance S,.,, of the current segment.” The ratio is evaluated at
each spatial grid point i, which yields

—lil [ - =lil
Eseg * Nmg (ng$p7wnl¢g,p) * Mbat (Pbat,p)
<lil

srem

(12.20)

Fseg,p =

and includes the powertrain efficiencies. Analogously, a ratio for remaining energy
to remaining distance must also be calculated for the measured vehicle signals and
is denoted by Fj,,. From a physical viewpoint, both ratios represent forces and the
difference

AF = Fypp p — Fyeg

indicates the force, which can additionally recommended to be applied to the vehicle.
Thus, the controller output Auy;; can be calculated by evaluating the force balance

Fiegp + AF = azvg + ave +ag + mg sinﬁygg

where ay, a;, and a; are the vehicle’s drag resistance factors and g is the acceleration
due to gravity. Solving for the corrected vehicle speed v, yields

—a + \/4(12 - (Fyeg.p + AF —mg sinal), — ap) +ai

seg

2612 B ﬁﬁ].
The controller output Auy;; can be optionally filtered using floor |-| and ceil [-]

functions in order to reduce small incremental speed updates at the driver’s display
panel.
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The deviations from the measured &-trajectory and planned gref-trajectory are
evaluated in the trajectory planning unit, which executes a reset in case the deviations
are beyond the tolerance of £5% of the battery’s state of charge.

12.4.4 Experimental Results

The predictive trip management is implemented in a BEV-prototype vehicle using a
real-time prototyping system on PC level. The real-time workshop of Mathworks©
has been used to generate real-time executable code for a small-scale computer with
2.8 GHz. The third benchmark-cycle (see Fig.12.3) has been used for real-time
validation and is discretized by 49 segments, which spans the discretization grid for
the DP. The final state of charge should be at the trip destination around 15%. Thus,
we set £, = 0.15. For the benchmark-cycle, a reserved energy contingent of 1.8%
was assumed for random stopovers, which will be specifically released as disturbance
compensation at the moment when a certain stop velocity pattern is detected.
Figures 12.9, 12.10, and 12.11 show the experimental results. The gray shaded
area in Fig. 12.9 is spanned by the speed limit and the minimal speed by traffic rules.
This area is the admissible speed set within which the driver can freely maneuver.
The gray shaded area in Fig. 12.10 is spanned by the recommended maximal vehicle
speed and the minimal speed by traffic rules. This area is restricted by the predictive
trip management such that the driver can safely reach the trip destination. If the driver
exceeds the admissible velocity set for more than 60s, a warning will be generated.
Figure 12.11 shows the &-trajectories for the planned and the measured state of
charge. During the test drive, two re-optimizations marked with red dots occurred
mainly because of the unexpected traffic flow, e.g., slow cars in front, stop-and-go,
and so on. The re-optimizations are performed with modified griding in an acceptable
time, since the trajectory planning unit always cover only the remaining trip distance.
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Fig. 12.9 The gray-filled area is the admissible vehicle speed U; determined by the traffic rules
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Fig. 12.10 The gray-filled area is the admissible vehicle speed Z{; determined by the TM. The blue
trajectory is the measured vehicle speed by a test drive
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Fig. 12.11 Planned and measured £ trajectories from the benchmark trip. The red-filled dots indi-
cate triggers points for re-optimization

It is also not usual that stressed drivers disregard the recommended speed advice.
The predictive trip management must, therefore, be robust to cope with that.

12.5 Predictive Energy Management for Hybrid Vehicles

This paragraph discusses predictive control designs for energy management problems
in hybrid vehicles, which is based on solving an OCP on-board. This technique has
been adopted in many ways. One natural way is trying to solve the OCP directly
on-board applying the indirect shooting approach. An indirect shooting approach
is probably one of the best choices for implementation on ECUs due to the less
computational demand compared with DP and direct approaches.



448 12 Predictive Real-Time Energy Management

We begin with the formulation of the OCP for a simplified P; to obtain fuel-
optimal driving. Then, going quickly to the steps of solving the problem to catch-up
the idea how to implement such a strategy on-board.

The task is to find the continuous-valued control u;; that minimizes the fuel
consumption for charge-sustaining operation

min By, (12.21)

k)

over the time grid (5.9) subject to system equations

Bucin =B +h-yy - bsfe (ﬁ[k]’ 5,[2) Uy - D (12.22)

£ £ h <

sy =& + O Tpars (12.23)
at

the boundaries

B =0 (12.24)
£l = & (12.25)
Evg=E&r (12.26)

and the control restraints

= —[k]
Wik — Ti’z-leax (mice)

Tiee" — Uy
Cg(ll[k]) = | =0k _ max (—Ik] (1227)
Tgbx,p — Uy — ng (([lzing)
in () g T
TnTgm (wmg) + U — Tgbx,p
where the continuous-valued control U is the engine torque Tl[fl the boundary val-

ues 7,70 (-), THZ";"(J, and T;7.7* () for motor/generator (MG) and internal combus-
tion engine (ICE), respectively, depend on the speeds. The speed-dependent engine
drag torque is approximated by a constant torque 7}"" @\)) = T}"" for simplic-
ity. Equations (12.22) and (12.23) are explicit Euler discretizations of the ODEs
(10.15)—(10.16) and (10.51)—(10.52), respectively.

The OCP (12.21)—(12.27) can then be solved using Algorithm 7.1, which needs

the definition of the Hamiltonian in discrete form

<lk]
S W %) W Vo
H(X[k], Uik, X[k]) =Yr- bsfc Uik, wice s Uk - wice + A.[k] . Q . (1228)

bat
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Observing from the Hamiltonian (12.28) that the fuel consumption has a constant
costate of 1, let us define the extended state as

o _|Ee
Y = [X; :

The time derivatives of these states yield

k]

Ibat

= = Qhat
G Yy Upy) = = =[k]
. A 9L,
Qbat BE[k]

where ig;]t depends on &, (k- The trajectory ¥, can be obtained by a simple explicit
Euler integration

y[k_H] = y[k] + h - G(y[k]’ ﬁ[k]) (1229)

In order to solve (12.29), we must guess an initial costate value Ao = A and solve
the Hamiltonian minimization problem at each time instant k

ﬁikk] =arg min H (y[k]vﬁ[k]) ’
g Ui

where the admissible control set is defined by
Z/?k = {ﬁ[k] el | Cg(ﬁ[k]) < 0}
This procedure is repeated until the boundary condition is satisfied

T (Fvy) = &g — &5 (12.30)

Implementing and solving the OCP online on the ECU has the advantage of having
low memory requirements. But the algorithm from above has one Achilles heel. The
most expensive operation in this algorithm is the minimization of the Hamiltonian to
find the optimal continuous-valued control. This operation is very costly and would
require a significant amount of resources on the ECU. This requirement prohibits
an online application in vehicles and makes it desirable to simplify the operation.
Fortunately, we can exchange this costly operation with less demanding LUT opera-
tion. In Sect. 11.3.3 we have seen how controls can be stored without significant loss
of accuracy in LUTs and this technique can be directly applied to solve predictive
energy management by calculating offline LUTs for a range of values of the costate.

In the succeeding sections, we demonstrate two control structures to embed the
operation (12.30) and LUT interpolation to perform predictive energy management.
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12.5.1 Event-Triggered Predictive Energy Management

We follow Musardo et al. [34] reasoning for the development of a control structure that
aperiodically solves the OCP (12.21)—(12.27) over a short-time prediction horizon
(receding horizon) of the driving profile to generate feedforward control. This open-
loop control strategy is transformed to closed-loop by embedding the open-loop
strategy into an event-based paradigm. We obtain then an event-triggered predictive
energy management, which closes the control-loop only at certain time instances.
The strategy is designed, implemented, and validated for a P2 HEV with a dry seven-
speed-dual-clutch transmission.

The key technology of this section is to solve (12.30) aperiodically. An event-based
control-loop has the property that the sampling is not invoked by an external clock but
by the system behavior exceeding certain bounds due to changes in the environmental
conditions. This control paradigm can reduce the usage of the feedback link within
a control-loop to time instants at which an event indicates the need for an new
information exchange in order to retain the desired closed-loop performance.

In this version of predictive energy management, we make the assumption that the
drive mode is modeled by a simple rule-based logic which depends on vehicle speed
and the requested wheel torque. This means, the switching structure is obtained by
simulation of a prediction model over the prediction horizon such that the SOCP is
simplified to an ordinary OCP (cf. Boehme et al. [6]).

The OCP can be formulated as Mayer problem as follows:

min E[N,]
Uk
— j— _ —k — —[k
By =By +h-yy-bsfc (“[k]» w,[cl,p) Uy - L,
—[k+1] =[k] h <k
= I
Py = 5_,, 5 F OQpar (12.31)
ﬂ[()] =0
(0]
£, =&
(N1
£, =&

The task of solving 7 is to find the continuous-valued control uj;, that minimizes

the fuel consumption with the predicted trajectories Tgbx, p> Dice,p> and @y,,q , OVET @
prediction horizon of 10 min. The control restraints in P; is defined as

ﬁ[k] _ max (Elkl )

ice ice,p
'min
cz(Up) = | =ik L _
Tgbx,p — U — Tn};ngux (wln;,p)

in (g1k] Tor — TN
TnTén (a)mg,p) + Uy — Tgbx,p

—a
(k] (12.32)
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Table 12.2 Vehicle parameters of the P2 HEV-prototype (compact class)

451

Symbol Value Unit Description

m 1520 kg Vehicle mass

Obar 1.1 kWh Battery capacity

ighx (1) 15.5 - First gearbox ratio

ighx(2) 9.3 - Second gearbox ratio

ighx (3) 6 - Third gearbox ratio

ighx (4) 4.1 - Fourth gearbox ratio

ighx (5) 3.1 - Fifth gearbox ratio

igbx (6) 2.5 - Sixth gearbox ratio

ighx (7) 2.1 - Seventh gearbox ratio
o 250 Nm Engine’s maximum torque

The™ 160 Nm Motor’s maximum torque

The vehicle configuration data is shown in Table 12.2, whose gear-numbers are
included in the set K = {1, 2, ..., 7}. The control strategy consists of the following
parts:

ITS: provides information on speed limit and road slope;

time-based driver-model: calculates v, over a 10 min prediction time horizon;
vehicle-model: calculates the trajectories Tgbx_ p> Dice,p» aANd @pyg p;

open-loop control generator: an online optimization that minimizes the OCP
over the prediction horizon and generates the battery’s state of charge trajectory
3 » and control trajectory u; and

e event generator: triggers a re-calculation of the open-loop control generator to
ensure closed-loop performance

and is depicted in Fig. 12.12.

The speed limit and the predicted road slope @, are provided by the ITS and
fed to the reconstructor, which is implemented on the dSPACE MicroAutoBox. The
time-based driver model uses the reconstructor as an interface to obtain updated
and preprocessed speed limits and road slopes to generate a predicted vehicle speed
trajectory v, over a 10 min time horizon. A simple vehicle model calculates the
required gearbox input torque Tgbx, p trajectory and the angular speed @, », Wmg, p
trajectories, which are then passed on to the open-loop control generator that solves
the OCP and determines a feasible value for A. Before the problem can be solved, the
predicted transitions ¢ » between the electrical drive mode and hybrid drive mode and
the predicted gear changes k, needs to be determined over the prediction horizon,

which is simulated and depends on the predicted vehicle speed Vg‘] and predicted

=k . _ =k .
wheel torque TL; , only. Together with the measured Vi, TEV;]l, and A the continuous-
valued control at any time are then interpolated from a LUT. The event generator

. . =k . .
repeats this process, as soon as the predicted L-‘E,] on the real trip deviates from the
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Fig. 12.12 Control structure of the event-triggered predictive energy management. The solid lines
represent continuous signals, whereas the dashed line indicates that the signals are only transmitted
at event time instants that are determined by the event generator

measured &, () more than a given threshold or as soon as the predicted driving trip
changes.

The continuous-valued control must be sent to the vehicle’s on-board ECU in
order to use the underlying software structure of the P2 parallel hybrid. Therefore,
the communication between the ECU and the MicroAutoBox is established using a
number of reprogrammed CAN signals. These CAN signals are in the ECU remapped
to provide access to the torque structure. A torque structure is a software layer below
the energy management and coodinates the degree-of-freedoms of the ICE and MG.

12.5.1.1 Vehicle Model
The predicted vehicle speed Vg‘], vehicle acceleration 5%‘], and road slope (Y%C] tra-
jectories are provided by the time-based driver model using the statically allocated
vectors (12.4), (12.5), and (12.6).

The angular wheel speed @, , and the predicted wheel torque Twh, » can be
calculated with a simplified longitudinal vehicle dynamics model as

ikl

v
k] _ P
wwh,p - Pk
Wi
alkl
=kl a, —=[k]
Twh,p = Iveh ’ Fooh + Fwh Fw,[’
Wi

LI . i
where FEV,][, is the predicted total friction force
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k] k]
Fw,p = Fdrag P + Frall p + mg s1na[k]

The gearbox input torque Tgbx » depend on the gear

ratio and are obtained as follows:

and the angular speed @' gbx »

Lkl

k] _ wh,p —[k] —[k]

Tgbx,p = T (=) + Tioss ( Twh » wwh,p
Lgbx (Kp )

—[k] _ [k1 | 7Lkl

wgbx,p - lgbx ( ) wwh,p’

where K[k] € K is the predicted active gear at time instant k.
Usmg I3 p» the speeds of the engine and motor/generator are

—[kl Syl K
wiCE,P - ;P “Pebx,p
=kl _ k]

a)mg,p - a)gbx,p'

The predicted signals Tgbx, p> Dice,p, and @, , are used as fixed trajectories for
P+ over the time horizon of 10 min.

12.5.1.2 Solving the OCP Online

The trajectories from the vehicle model can now be used to generate a control tra-
jectory u in open-loop. This task is sometimes also referred to as control generator.
Basically, in our case the problem P is reduced to a BVP and is solved by an indirect
single shooting approach with the scalar equation

. (12.33)

An optimal A* is then found by iteratively improving the initial guess of X such that
the boundary condition (12.33) is satisfied. This is done numerically by finding a
sequence {A;},_; » . suchthat|Y'| < € approaches an lower error limit up to a desired
exactness. This problem can be efficiently solved with the Pegasus method as shown
in Fig. 12.13. In all cases a valid value for A is determined within 5 iterations. In the
average, the determination lasts 0.3 s on the dSPACE prototyping MicroAutoBox.
During the determination of an appropriate constant value of the costate A using
the Pegasus method, the minimization of the Hamiltonian function is replaced by a
LUT interpolation, which reduces the computing time for solving (12.33) by more
than 90%. The optimal continuous-valued control is then fed to the powertrain.
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Fig. 12.13 Convergence of Pegasus method for solving the OCP (Boehme et al. [6])

12.5.1.3 Event Generator

The continuous-valued open-loop control U is applied to the powertrain until a new
event is triggered or the prediction horizon is exceeded. In both cases a re-calculation
of the open-loop control generator is started and a new computation thread starts.

On the one hand, in order to achieve closed-loop stability the prediction time
horizon T, should be chosen not too large, but large enough to ensure that the OCP
optimization operates efficiently. On the other hand, the T, should not approach zero
because of Zeno-behavior. The length of the prediction horizon is directly determined
by the maximum number of prediction steps and indirectly by the choice of the reset
threshold &,,, which is more or less intuitive. These two constraints are the major
lever for the controller design and should be chosen carefully. Also, one should keep
in mind that the sequence of events is not known in advance and therefore not equally
distributed.

The prediction time horizon T, is defined as the time between two trigger-events
and is limited to 10 min. For convenience, let us denote ¢; as the time where an event
is initiated. Then, the trigger logic for the event-triggered predictive controller can
be simply implemented as

ti+k-h, ifk= argrnkin (HEW —EZ(] H > ém)
tis1 = 1t; + N, h, if \g[k]_g'j‘H <&y k=0.1,....N,
ti+k-h, ifby =1

where the bit b,,; is triggered if the route has been changed.
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12.5.1.4 Experimental Results

The event-triggered control strategy is implemented for a charge-sustaining HEV.
For evaluation of the control strategy the real-world benchmark-cycles 2, 3, and
4 were used. The predicted velocity profile generated by the driver model does
not reflect different driver types nor does it include information on traffic density.
Instead, the parameters were determined to fit the measured data of an average driver.
Consequently, it predicts the same vehicle speed trajectory each time. Therefore, the
test-drives were conducted by different drivers and during different day-times to
investigate the robustness of the control strategy.

The reset threshold for &, is chosen to be 0.05 and N, = 1000 discretization
values which corresponds to 10 min. As benchmark-strategy serves a rule-based
energy management that uses optimized operation points of the ICE. On the given
benchmark-cycles, fuel savings of up to 6% compared to the already very well cali-
brated rule-based strategy could be achieved, as shown in Table 12.3.

The predictive control strategy increases the state of charge & for the real-world
benchmark-cycle 2 before the urban route part is entered as shown in Fig. 12.14.
This action increases the electrical drive capacity in urban surroundings and thus the
increased electrical drive feeling, which can be a significant promotional message.
The charging action is correlated by a high absolute value of the costate. The highest
fuel savings can be observed for the real-world benchmark-cycle 4 in Fig. 12.16. The
predictive control strategy decreases the state of charge more than rule-based energy
management in order to enlarge the buffering capacity of the high-voltage battery
before a long down-hill serpentine starts to overcome an altitude difference of nearly
400 m. The state of charge controlled by rule-based energy management decreases as
well, since the control strategy cannot compensate the electrical energy consumption
for short electrical drive modes during the up-hill driving. For the rural parts in the
plane the predictive control strategy decreases & notably as shown in Fig. 12.15. At
the highway part in real-world benchmark-cycle 3 the MG torque is reduced, which
can be observed from the low absolute value of the costate. The state of charge stays
nearly constant at this driving condition, because the power is kept constant due to
the higher speed of the MG.

Table 12.3 Comparison of fuel economy of event-triggered predictive energy management and
rule-based energy management

Benchmark-cycle, Mean fuel economy (predictive | Mean fuel economy Mean fuel
strategy) (I/100km) (rule-based strategy) savings (%)
(1/100km)
Second 5.58 5.63 0.8
Third 5.58 5.68 1.8
Fourth 5.38 5.74 6.2
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Fig. 12.14 Trajectories of the real-world benchmark-cycle 2
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12.5.1.5 Performance Issues

The question about stability of the proposed event-triggered nonlinear model-
predictive control for energy management cannot be answered easily and only con-
servative estimates can usually be obtained. This topic is beyond the scope of this
book and interested readers find valuable results in the following literature Chen and
Allgower [10], Findeisen et al. [13], and Fontes [14].

Therefore, we restrict the concerns about stability to the following comments:

e since the process is steered in open-loop until the threshold &, is exceeded, we
cannot expect asymptotic stability of the closed-loop, but ultimate boundedness
around the origin; and

e the open-loop model is stable and of first-order type. But the closed-loop system is
of second-order due to the measured state. Then, there might be an event-triggering
sequence such that the closed-loop system becomes instable or a limit cycle.

Let us assume for the remaining chapter that our closed-loop system is stable with
respect to ultimate boundedness (Khalil and Grizzle [26]). Loosely speaking, a solu-
tion trajectory is said to be uniformly ultimately bounded, if there exists a con-
stant b such that the solution trajectory is bounded |£(¢)| < b for any time. The key
point is that the solution trajectory is not asymptotically stable, which implies that
lim,;_, o, £(¢) = 0 can not be realized.

One practical way to assess the robustness of event-triggered predictive energy
management is to perturb several parameters of the nominal process model by intro-
ducing modeling errors and then to analyze the effects on the target value and the
number of iterations necessary to converge to the local minimum. Therefore, the val-
ues of the traffic limitation and the drag parameters ay, a;, and a, of the driver model
are disturbed with random variables subject to a normal distribution and a standard
deviation of 20% of the original value. Simulations over the same benchmark-cycle
were repeatedly performed with these uncertainties, but not used in the prediction.
In both cases, with undisturbed and disturbed model parameters, if the predicted and
measured & trajectories deviate more than &,;, = 0.05, than a re-optimization of the
OCP over a prediction horizon of 10 min is triggered. One can readily observe from
Fig. 12.17 that for the disturbed model parameters the deviations between predicted
and measured £ trajectories exceed far more frequent the 5% threshold and hence
requires more than twice as much re-calculations of the costate. However, the fuel
consumptions of the disturbed system deviate only in the range of 0.48-0.75% from
the fuel consumptions of the undisturbed system, which demonstrates the robust-
ness of predictive energy management in achieving the target value under model
uncertainties.

A high number of re-computations can certainly derogate the attractiveness of the
control strategy because modern ECUs are designed with less additional computing
capabilities. It is, therefore, desirable to reduce the computational base load of this
control strategy as much as possible and thus the number of triggered events without
deterioration of the fuel savings. The improvement of the accuracy of the predicted
vehicle speed trajectory is certainly one key element and can be accomplished by
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12.17 Predictions and number of optimizations for undisturbed and disturbed model

parameters

using more attributes of the route (e.g., curve radii) or traffic flow information (e.g.,
traffic density) in the driver model.

12.5.2 Predictive Energy Management with Long Prediction

Horizon

Energy management for PHEVs with large battery packs need long prediction hori-
zons to find the optimal controls. In case of the previously discussed event-triggered
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predictive control strategy a long prediction time horizon is prone to be interrupted
by disturbances. This lack of robustness of the event-triggered predictive control
strategy for long predictions can result in many re-optimization steps depending on
the driving profile, the quality of the vehicle speed prediction, and the accuracy of the
nominal vehicle model. In this section, we present a more robust predictive control
strategy for long prediction horizons that uses again an indirect shooting method to
solve a SOCP, involving the torque-split as continuous-valued control uj; and the
drive mode as discrete decisions Z[k]. The gear-selection strategy is not regarded in
the SOCP but is defined as rule-based gear-selection strategy similar to a real vehicle.
The necessary informations for solving the SOCP are derived again from a driver
model and a vehicle model. Instead of re-calculation of the SOCP in case of devia-
tions from the nominal model, the constant costate value is continuously adapted to
the new situation.

The predictive energy management is implemented for charge-depleting (CD)
and charge-sustaining (CS) drive modes but can be generalized to any situation,
where a certain target value of £ has to be attained over a predictable cycle. For
example, before driving through a zero-emission-zone it requires that the battery’s
state of charge is conditioned for correctly passing through this area without starting
the ICE. In other words, the predictive energy management has to decide when and
how intensive should the battery during the remaining drive cycle be charged before
reaching the zero-emission-zone to ensure that the vehicle can be propelled just with
the MG.

For the CD-strategy, whose target is to minimize the fuel consumption B under
the condition that the battery’s state of charge & be nearly minimal, when reaching
the target destination, the SOCP can be formulated in discretized form as follows:

_min By,
S W)
) - B,
—_ — — _ . ice,p
Bty =By + As-ys- Ly - bsfe (“[il’ “’:[lc]e,p) BT
. 0oAs T :
Pg 1= gmu _ E“J T . bar.g (12.34)
e T T G S
Bo =0
£lo]
Eref = EO
£V
kgref = Ef

where & is the desired target value for the state of charge at the end of the trip and
is defined to be nearby £,
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The control constraints are defined as

_ Lo — 1 —
0—¢&p
= —[i]
= ui) — Ti’:-leax (wice p)

cr (u[,»],;[,,) = ce \ice. <0 (12.35)

' Tiee" — g

Tgbx,p —u) = TnTgax (wnig,p)
—TrZZn (wnllg,p) +up — Tgbx,p—

where the predicted trajectories V,, Tepx, p, @ice,p, and @y, , serve as fixed values,
N corresponds to the total length of the route, and the boundary values T, (-),

Tmin(.), and T/"%*(-) for MG and ICE, respectively, depend on the speeds.

mg ice
The task of solving Py is to find the controls ;_‘E] and ﬁE‘i] that minimize the fuel
consumption over the spatial grid (12.11). This leads to a minimum of local CO,
emissions produced by the ICE. A CS-strategy is simply be obtained by exchanging
the final state boundary condition in Pg with

=[N ]

Eref = §0~

As depicted in Fig. 12.18, the robust predictive control strategy consists of the
following elements:

e ITS: provides information on speed limit and road slope;

e spatial-based driver-model: calculates the trajectories v, and T, , over the
spatial grid;

e vehicle-model: calculates the trajectories Tgbx, p>Dice,p, and @, , Over the spatial
grid;

e trajectory planning: calculates a reference trajectory for §,ef and a constant
costate Ayer;

o instantaneous costate updates: calculates an offset AA( to the constant costate
to assure that the reference trajectory is being followed; and

e LUTs: calculation of the instantaneous controls U and E[k].

We use again an ITS, which provides a prediction for the speed limit and the road
slope to the reconstructor on the application side. The quantities Vij] , c_ol[;]e p»and 6,[,’11’, »
are determined for the complete drive cycle from the spatial-based driver model and

the vehicle model and then passed to the trajectory planning unit. This unit calculates

areference trajectory for the battery’s state of charge EEIJf and a constant costate A, ¢
by solving Pg over the spatial grid. This calculation is performed once and only
repeated if the route has been changed. The constant costate is adapted to the current
driving situation at each time instant k. An offset A);, which depends on the deviation
of the measured & and the predicted £, ¢ trajectories and which is calculated by a PI
controller, is added to the costate. The instantaneous controls for the torque-split W
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Fig. 12.18 Control structure of robust predictive energy management

and the drive mode E[k] are then determined by LUTs using the measured vehicle

= [k -
speed Vi, the measured wheel torque TEW][ and the adapted costate Ap.

12.5.2.1 Solving the SOCP Online

For the online application of the indirect shooting approach we need to store

the controls for the MG and for the drive mode in LUTSs ng(_[[’,kb]x, ([g,k,)]x,k)

and Tm,, (co b A) according to Sect. 11.3.3. The predicted mode-sequence ;‘ pl
obtained from the predicted gearbox input speed @,y , as follows:

r —li]

U 1, C_Dggx_p > Tvmrt(_gbx P’ )ef)
Oa wgbx,p < Tstart(mgllx p’ ref)

The quantities w;’,ﬁx ,and T

in spatial domain.

The costate A, is assumed again to be constant and obtained from solving the
SOCP over the entire drive cycle. Once the IVP has been solved, the boundary value
E [rlzf] can be evaluated and the initial guess of A,.f,0 can be improved. The SOCP is
therefore reduced to solve the scalar equation

gbx , are obtained from the vehicle model (Sect. 12.5.1.1)

=1Ns]

&0 —&r=0. (12.36)

The Pegasus method is used again and performs efficiently and robustly even on a
rapid-prototyping platform.
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Fig. 12.19 Predicted vehicle speed trajectory v, and predicted optimal engine start/stop sequence

Figure 12.19 shows a comparison of the predicted and measured vehicle speed
trajectories, vV, and v, respectively, and the predicted and measured engine start/stop
trajectories, Ep and Z, respectively. Deviations can be noticed, especially, the pre-
dicted engine start/stop sequence deviates notably at some arcs. The unpredictable
behavior of the driver that demands sometimes more or less wheel torque as esti-
mated is one of the major sources for this behavior. Additionally, the torque structure
of the ECU can prevent mode changes dependent on further information, which is
not used for the prediction. However, these deviations are still acceptable.

When the trajectory &,, ¢ on the spatial grid contains a boundary arc for which

E ref < Emm

applies, an interior-boundary condition is added to the SOCP. The spatial instant s; ,,
that has the lowest value EE’jf is identified and the interior-boundary condition

gEi:fin] _ gmin — 0 (1237)

is added to the SOCP formulation, as proposed in de Jager et al. [18]. The SOCP is
then resolved, first over the interval [so, s;,,,,) with (12.37) as final state and then over
the interval [s;,,,, sy, ] with £ as initial value and & as final value. The procedure
is depicted in Fig. 12.20. The &, rer-trajectory 1 contains an arc that falls below a lower
boundary £""" = 0.2. The spatial instant s;, is identified with 47.7km which has

£limin]

the lowest value §,,. . An interior-boundary condition is then inserted that requires

this point to be on the lower state bound ", The &,, s-trajectory 2 is the solution
with interior-point condition as initial condition.
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Fig. 12.20 Procedure for obtaining a suboptimal trajectory fulfilling the state constraint. The blue
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12.5.2.2 Instantaneous Costate Updates

Several uncertainties in the trajectory planning make a controller inalienable, among
them model error and error due to discretization. As already said, the most influential
uncertainty, however, is the driver behavior, which can be only roughly predicted. The
costate A can well be used as control variable, as it has a direct influence on the torque-
split ng _gj?]x, Tg;,lx, A) as well as on the start torque R,L,,,(wgbx, A). A lower value
of the costate will lead to earlier engine starts and higher load torques for the ICE.
A simple PI controller can fulfill the task of disturbance rejection. Small deviations
from the planned €, r-trajectory are acceptable. Thus, the gains of proportional path
and integral path are kept rather low, which has shown to be advantageous for the

fuel consumption. The 1nstantaneous controls Tm, and E[k] can be determined using
the LUTs 7, (@) T Xy and Tyrer @), X4p) defined in (11.9) and (11.10)

gbx> “gbx> gbx>®
with the corrected costate A

Ay = hrer + Ay

and the current driving condition wg‘] and Tgbx Since the measured value E[k] is
only estimated in the real vehicle and the estimation is corrected from time to time,
jumps may occur. Due to the low controller gains, this will not cause instabilities.

12.5.2.3 Experimental Results

The predictive strategy is implemented in a PHEV with a battery capacity of 7.5
kWh. As prototyping unit a dSPACE MicroAutobox is used. The route is discretized
with Ny = 10000 discretization values. The calculation of the reference trajectory
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5_ Ele] Y and the constant value A,y on the MicroAutobox takes between 1 and 5 seconds,
depending on the number of iterations needed to solve (12.36). To avoid frequent
engine starts, a hysteresis around f}mn is defined and turn-on/turn-off-delays, whose
parameters were defined offline using a genetic algorithm, are implemented.

As drive cycle, the real-world benchmark-cycle 1 is used. The test-drives were
again conducted by different drivers and during different day-times to investigate the
robustness toward deviations from the predicted drive profile.

Charge-Blending Operation

The CD-strategy is employed when the target destination provides a charging facility
and the total driving distance exceeds the electrical range for the current state of
charge. In this case the entire electrical energy can be depleted but the ICE has to
be started several times, to prevent the battery from falling below its minimum value
before the target destination is reached. Itis the task of predictive energy management,
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Fig. 12.21 Planned and measured trajectories for £ and the corrected costate A for four measure-
ments over the benchmark-cycle 1 with different initial charging states for the CB mode. A DP
solution serves as reference & -trajectory
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Fig. 12.22 ICE efficiencies obtained with predictive energy management for the CB mode

to determine when the ICE is started and to determine the torque-split. The target
value for the state of charge & is set to 0.2.

Figure 12.21 depicts the reference trajectories & rey and the measured trajectories

& for the state of charge of four test drives. The reference trajectories can be followed
and the desired target value £ ; = 0.2 isreached with a narrow tolerance A& = 5[ AR
0.2 of £1.2% in all test cases. Even though the predicted vehicle speed trajectory is
close to the measured profile, the controller has to correct the costate visibly. This
is mostly due to the prediction error in the engine start/stop sequence Z‘p as can be
seen for the four test drives in Figs. 12.24, 12.25, 12.26, and 12.27. Figure 12.22
depicts the operation points of the ICE of the four test drives in the efficiency map.
Especially during the highway-drive, where higher engine speeds occur, the ICE
operates with nearly optimal efficiency. This is also the case for lower speeds, where
the spread is slightly higher due to the less constant driving conditions in urban or
rural driving situations. The best points obtained by predictive energy management
are tightly controlled compared with the operating points obtained from rule-based
energy management for two test drives. Certainly, rule-based energy management is

Fig. 12.23 ICE efficiencies
obtained with a rule-based
energy management for the
CB mode
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o

able to yield comparable results as shown in the upper plot of Fig. 12.23. However,
such strategies perform badly, if the conditions change significantly from the nominal
design expectation.

Figures 12.24, 12.25, 12.26, and 12.27 show a comparison of the ICE torques
selected by predictive energy management and the optimal solution obtained with DP.
Some measurements were provided to the DP procedure such that the same boundary
conditions apply and the vehicle speed profile and the gear sequence are assumed to be
exactly known. Hence, the figures show, how predictive energy management should
have performed, if the benchmark-cycles were perfectly known. As the prediction still
deviates from the real cycle, deviations from the optimal solution cannot be avoided.
However, the results are very close in terms of the engine start/stop sequence and
the ICE torques chosen. The differences in fuel consumption between the optimal
solutions by DP and the measured predictive energy management solutions were in
all cases below 2.5%.

The red signal indicates an intervention of a diagnosis function, which changes
the ICE torque selected by predictive energy management.
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Fig. 12.25 Second comparison of T;,-trajectories from the measured solution of predictive energy
management and the DP solution for the benchmark-cycle 1 for the CB mode. The upper plot shows
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Table 12.4 shows a quantitative comparison of the rule-based and predictive energy
management for the benchmark-cycle 1 of a total distance of 75 km.

The table entries are calculated with the following assumptions: charging effi-
ciency 1414 = 0.7, fuel cost 1.49 €/1, and electrical energy cost 26 ct/kWh.

Charge-Sustaining Operation:

The CS-strategy is an alternative DOF of the PHEV that can also be chosen manually.
In this case the battery’s state of charge is maintained. It is the task of predictive energy
management, to determine when the ICE is started and to determine the torque-split.

Figure 12.28 depicts the reference trajectories E rey and the measured trajectories
& for the state of charge of four test drives. Compared with the CB mode the costate
is adjusted more frequently by the PI controller to maintain the state of charge. The
best points obtained by predictive energy management as shown in Fig. 12.29 are
again more tightly controlled compared with the operating points obtained from
rule-based energy management as shown in Fig. 12.30 for four test drives. Notably,
the clusters for sub-urban parts at low engine torques and low engine speed are shifted
by predictive energy management to clusters at higher loads and therefore to better
efficiency.
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the trajectories over ¢ € [0, 2048], the lower plot shows the trajectories over ¢ € [2048, 4096]

Figures 12.31, 12.32, 12.33 and 12.34 show a comparison of the ICE torques
selected by predictive energy management and the optimal solution obtained with
DP. The differences in fuel consumption between the optimal solutions by DP and
the measured predictive energy management solutions were in all cases below 1.1%.

12.5.2.4 Robustness Aspects

Analogous to Sect. 12.5.1.5 several parameters of the nominal model are perturbed to
verify the robustness of the predictive strategy against modeling errors. The drag para-
meters ay, a;, and a, were disturbed with an equally distributed factorw € [0.9, 1.1].
The factor is applied to the simulated vehicle, but is not used in the prediction. Despite
the model error, {? V] — &y = 0 is still fulfilled with a narrow tolerance, as can be
seen from the left side of Fig. 12.35. From the scatter plot, it can be noted, that the
distribution of the fuel consumption, which is caused by the disturbance of the drag
coefficients, can be directly linked to the gearbox input energy
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Table 12.4 Exemplary comparison of the fuel economy of predictive energy management and
rule-based energy management

Rule-based strategy Predictive strategy
&0 () 0.83 0.83
Evg () 0.31 0.20
elec. energy (kWh) 4.44 5.43
Bing O 2.98 2.46
elec. energy cost (€) 1.63 2.00
fuel cost (€) 4.44 3.66
total cost (€/100km) 8.09 7.54
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ty

1
Egbx = ﬁ/z; Tgbx () - Wgebx (t) dt

required to propel the vehicle. To survey the robustness against different drivers and
traffic situations, simulations were performed over a diversity of 22 recorded velocity
profiles. The predicted vehicle speed trajectory generated by the ITS and the driver
model, as described in Sects. 12.3 and 12.3.2, respectively, does not reflect driver
types nor does it include information on traffic density. Consequently, it predicts the
same velocity profile each time. The effect on A is in this case stronger, but still
within acceptable bounds, as can be seen on the right side in Fig. 12.35.

12.6 Bibliographical Notes

In the literature on hybrid vehicle control, model-predictive control is often used for
a rather short prediction horizon, as in the works of [1, 8]. However, strategies based
on PMP or ECMS grow in importance as well. Many approaches based on finding
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Fig. 12.33 Third comparison of T;,-trajectories from the measured solution of predictive energy

management and the DP solution for the benchmark-cycle 1 for the CS mode. The upper plot shows
the trajectories over ¢ € [0, 2576], the lower plot shows the trajectories over ¢ € [2576, 5152]

the costate for a purely continuous OCP are explained in the literature. A general
framework for the adaptive control using ECMS by periodically updating the equiv-
alence factor, based on a prediction of the driving profile, is described in Musardo
etal. [34]. In Lee et al. [27] the costate is chosen from a table based on the predicted
vehicle speed profile and on the average requested wheel-power. The prediction is
then used to estimate an initial value of the costate. In the work of Kermani et al.
[25], a model-predictive controller is implemented to determine the costate over a
predicted driving profile. Predictive energy management that also incorporates dis-
crete decisions is proposed by Johannesson et al. [20]. Herein, the optimization of the
clutch-states and the optimization of the continuous-valued controls are performed
in two stages. Dynamic programming and approximate dynamic programming are
employed for the optimizations. In Katsargyri et al. [24], the route is decomposed into
a series connection of route segments with partially known properties (e.g., the road
class). Then, dynamic programming is applied to determine the sequence of the set-
points for the battery’s state of charge for each route segment. The authors proposed
for on-board implementation a receding horizon control strategy [23]. An alternative
to the sophisticated predictive control strategies are non-predictive strategies, which
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use information about the current driving situation provided by the navigation system
and on-board sensors to identify the current road type or other helpful properties.
Based on this instantaneous identification, a RB control strategy, which has been
optimized for these conditions, can be selected as shown by Lin et al. [30]. A similar
control strategy has been implemented by Boehme et al. [7] for a charge-sustaining
HEV.

A predictive control strategy for EVs using spatial domain dynamic programming
has been proposed by Boehme et al. [4, 5].

We showed in this chapter the usage of the indirect shooting method to implement
MPC control strategies. Indirect shooting algorithms can be easily implemented on
ECUs Schori et al. [41, 42], but have some tremendous drawbacks as discussed in
Chap. 7. In case of state constraints, de Jager et al. [18] presented an algorithm that
rewrites the state-constrained OCP as a sequence of OCPs without inequality state
constraints, which can be solved with the indirect shooting methods from Chap. 7.

Several suggestions have been made to increase the level of route information
mainly based on GPS, GIS, and historical data Lin and Peng [28] proposed a drive
pattern recognition with DP solutions. A deep investigation of the potential of an
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Fig. 12.35 Robustness of final state attainment and fuel consumption against modeling errors and
unpredictable behavior of drivers

ITS and the established statistical and heuristic relationships of road events, like road
profile, vehicle speed profile, trip distance, and weather conditions to the performance
of energy management can be found in Gong et al. [17], Tulpule et al. [47]. A
convenient way to get route information including speed limits, historic data on
traffic pattern speeds, the road slopes, and the positions of stop signs and traffic
lights is the ADAS research platform (Karbowski et al. [22]).

Many of the statistical relationships are based on Markov chain models, especially
when a number of drive cycles can be found statistically representative of the vehicle
utilization. Then, stochastic dynamic programming appears particularly appealing.
Recent research, among them Moura et al. [33], Liu et al. [32], showed improve-
ments in energy consumptions due to the ability to optimize the hybrid powertrains
for a probabilistic distribution of many drive cycles rather than one single drive
cycle. However, the stochastic dynamic programming approach is well-recognized
to require a significant amount of data for validation and large computation time
(Bertsekas [2], Johannesson et al. [19], Lin et al. [31]). The latter characteristic
makes it difficult to implement this technique in a real-time algorithm.
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The advantage of personalized driver models calibrated by machine learning tools
is discussed in Carvalho et al. [9]. A driver model in time domain has been success-
fully applied to predictive energy management for a power-split hybrid Boehme
et al. [6].

A nonlinear optimal regulation problem has been proposed by Sampathnarayanana
et al. [38] for energy management using a Control-Lyapunov function.
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Chapter 13
Optimal Design of Hybrid Powertrain
Configurations

13.1 Introduction

Traditionally, the structure and parameters of the powertrain of hybrid electric vehi-
cles (HEV) and its plug-in derivatives have been optimized first. Then, a control
strategy for energy coordination is designed (cf. Guzzella and Sciarretta [10]) based
on the hybrid vehicle configuration. In this design philosophy both tasks, structure
and parameter optimization and control design, are performed consecutively. In mod-
ern vehicle design approaches (cf. Cook et al. [7]), the strong interdependence of
the hybrid vehicle system and its powertrain components with the control strategy
are respected to increase the vehicle design success, which leads to a simultaneous
design approach.

The aspect of the strong interdependence can be illustrated by the problem state-
ment as shown in Fig. 13.1. We denote the parameters, which span the configuration
space of the vehicle designs, as design parameters. These design parameters influ-
ence the objectives, such as fuel economy, drivability, etc., in a contradictory way.
The control strategy X from Fig. 13.1 depends on the configuration space because
different design parameters stretch, compress, or even disjoin the reachable set and
makes a design feasible or infeasible.

It is therefore inalienable for a good design process to match the structure and
parameter optimization with the design of energy management such that the entire
powertrain ensemble achieves its optimal efficiency. This aspect makes the complete
design procedure a complex subject. We can only give some hints how to tackle such
vast subjects with the optimization methods proposed in the previous chapters. For
the sake of simplicity, we make the following assumptions:

e the powertrain structure is fixed to a P2 hybrid powertrain;
e the internal combustion engine (ICE) and the battery are preselected; and
e the number of gears are fixed.

Moreover, in order to keep the computational effort manageable the component mod-
els must be simple. This is achieved by considering only models with concentrated
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Fig. 13.1 Interdependence of design parameters and energy management

parameters such that FEM computations are avoided. The essential component char-
acteristics are gathered from measurements and mapped to tensor product surfaces
(see, e.g., Boehme et al. [6]).

In this chapter, we follow the argumentation of simultaneous optimization of both
powertrain configuration and energy management of the P2 HEV system through
use of a multi-objective optimization strategy. The studies made in Boehme et al.
[5, 6] are extended by solving batched optimal control problems (OCP), which are
embedded into a multi-objective genetic algorithm (MOGA).

13.2 Process Description

The process model for the hybrid powertrain design in Fig. 13.1 consists of design
parameters, continuous-valued controls u(-), binary controls & (-), continuous states
x(+), and performance outputs, which are described in the next sections.

13.2.1 Drivability Performance Index

One important performance output besides fuel consumption is the drivability perfor-
mance. The drivability performance of a vehicle can be assessed using a performance
index. There are different performance indices thinkable, e.g., the calculation of the
acceleration time from 0 to 100 km/h or the top speed or a combination of both. For
assessment of a vehicle equipped with a multispeed gearbox the criterion of weight-
ing an achievable acceleration of each gear has shown to give reliable solutions. The
weighting factors are normally obtained from drive performance tests assessed by
many drivers. We denote this performance index as subjective drivability perfor-
mance index (SDPI) to highlight the subjective character of these factors.

Formally, the SDPI is determined by computing an achievable acceleration at each
gear. These selected accelerations are then weighted. One can define different rules
to select a value from each acceleration profile. For instant, the maximum achievable
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acceleration for each engaged gear. The following rules for determination of an
acceleration point at each gear work well in practice. The first selected acceleration
is calculated by

sel th,j(v) - Fw(v)

a}® = max
1 ~ (.1
mym lgbx

where F,,(-) is the total friction force, 7,,(-) is the mass factor dependent on the
engaged gear, v is the vehicle speed, and

V'i[' V'i[‘ V'it' it'
max J max 5/ J J
th,j(v) = |:ng ( ) + T,'Cg ( ) — Tioss ( ):| .

wh I'wh Ywh I'wh

is the achievable wheel torque using the installed maximum engine and motor power
at the transmission ratio i; ; of the engaged j-th gear. The next selected accelerations
are then calculated by

trac

sel _ thxj(f}jfl) - Fw(i}jfl)

G = Ul
mm (ilh,)

forall j =2, ..., Ngp.. The maximal traction force F;*(-) is simply calculated by

v, = arg n\}ivn (F'"“x (V) — Fungj (v))

sy = e o

trac
v

The SDPI is then given by a weighted sum of all selected accelerations

Nepx

SDPI:= > acl;,
j=1

where the constant coefficients ¢,4,; are determined from a questionnaire of many
drivers and therefore different subjective impressions. A different version, where
the maximum achievable acceleration in each gear is used, has been presented by
Rechs et al. [25].

13.2.2 Design Parameters

A good fuel economy and a high drive performance depend strongly upon a proper
choice of the gear ratios. Consequently, the gear steps of the automatic transmission
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(10.41) are optimized within certain limits, whereas the highest transmission ratio i; |
is prescribed to fulfill the creep velocity and the maximum road inclination constraints
and is thus not considered for the optimization. Then, one obtains the optimization
vector for the gear steps as

T
Yy = [(ﬂl» 02, 93, ..., (PNE;,X—I] (13.1)

where the change of each gear step is constrained to

min max
P =0i=9;

where gojf”i” and ¢;"** is the minimum and maximum step of the j-th gear, respectively.

Using the gear steps from (13.1), the transmission ratios can be calculated by

. . . . . T

. . U1l U2 U3 U4 1 Ngpe—1

I, = [lt,l; T T T T ey T . (132)
o1 Q2 @3 P4 PNep—1

A proper scaled motor/generator (MQG) is also very important to obtain a good
efficiency/weight compromise. Therefore, the maximum power P;;¢* and the ratio of
base speed over maximum speed b,,, are used as design variables for the MG, which

gives the optimization vector
Pmax
o= [75]
mg

Since only permanent magnet synchronous machines (PMSM) are used, it is assumed
that the ratio b, lies in the admissible region (10.21).

13.2.3 Powertrain Dynamics

The powertrain dynamics of the P2 hybrid is based on the model M. The state vector
consists of

i

X = | B
k]

0]

cw

— — —k] . .
where & k] ﬂ[k], and 195; is the state of charge, the fuel consumption, and coolant

water temperature, respectively. The model has two continuous-valued controls
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=Lkl

_ T,

U = [_fﬁ } (13.3)
Tbrk

where TL",L provides the remaining braking torque if the battery’s charging limit or
T (m[k]) of the MG are reached.

The discrete decisions are the drive modes ¢, k1 € {0, 1} and the selected gears
K € {1,2,...,7}, which can be aggregated to the discrete state as

Q=7+ K

For reasons of the numerical optimization approach, the drive mode state Z‘[k] is
expressed as two Boolean variables: 7 ") for the hybrid drive mode and a[zk] for the
electric drive mode.

For later use in parametric sensitivity studies, we introduce the following para-
meters:

P1 battery capacity Qp,, Do scaled velocity

D2 battery resistance Ry, P1lo scaled MG power Pje* p
D3 auxiliary power P, P11 initial state of charge &
D4 vehicle mass m P12 final state of charge ¢
Ds wheel radius r,,, Pi3,...19  gear ratios

D6.,7.8 drag coefficients ay, a1, a» T 7 B

These parameters build the parameter space P and appear in the system dynamics
of model My as well as in the boundary conditions.

The state equations from model M4 can be discretized by any RK method from
Chap.5. Here, we use an implicit Euler scheme to discretize the state equations.
Then, the state of charge is calculated by

gl
Sian =& +h- Q(f[k+1]f ice 0[k+1])

2
— . h [k+1]
=&+ E UE,HI] > “Apar g (5[k+1],T- ), (13.4)
1
g=1

the fuel rate is calculated by

[k+1] mlk+1] —[k+1
B =By +h- Iy (’9 Ty Loy ])

:B[k] +h.E[}k+l] “yp - CFpe (E[ +1 1) - bsfe ( [k+1]’6[k+l]) T[k+1] 7[k+l] (13.5)

cw ice iwce l(,@

and the temperature of the coolant water is calculated by
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—[k+1 —[k —[k+1] =—=[k+1] _|
T ]=«9£.j+h-rﬂw(«9[. v ],a[f*”)

cw ce

= 19[CW] +h-cy- [Vcw “H,- T}y (19[ +1 T§k+l]’0_[lk+1j> _ k] ~w“‘+”]

cw > Tice ice ice

— o [0 =90 (13.6)
where I:(-), I'3(-), and Iy, (-) are the increment functions for the implicit Euler
integration scheme for state of charge, fuel consumption, and coolant water tem-
perature, respectively. H; is the lower heating value of the fuel and CFy.(-) is the
fuel correction for engine warm-up. The parameters ¢y, ¢3, yr, and y.,, include heat
capacity and natural constants.

The differential equations (13.4), (13.5), and (13.6) use the following quantities:

k] PoViK i

= 13.7
gbx 27 ps t ( )

—[k —[k]

o)) =0, (13.8)

By =y - By (13.9)

=K D5 [ _ NI
Tepe = 37 (p4a[k] + D6 + P1poViy + ps (PoVin) " + Ty + Tbrk)
1

t

—Voe (E[M) + \/Vozc (E[k]) + 4P2Pbat,q (T,[fj)

(13.10)

= mlkl
Ibal,q (f[k]’ Tice) =

2p;
k] =kl
k] Ty = Tice i
Pbat,l (Tice) = _ng = e 5 ;[nif —P3
P1o
Ikl
T,,
Pbat,Z = _ng ﬂ’ E[k] — D3
P1o e

<lk] T
L € [P13, P14, P15, P16> P17> P18s P19]

where a and V are the discretized vehicle acceleration and speed, respectively.

13.3 Multi-objective Powertrain Design

The design targets for a charge-sustaining HEV, which are commonly employed, can
essentially look like this (Ehsani et al. [9]):

1. satisfying the performance requirements (gradability, high traction force, maxi-
mum cruising speed, and top speed);
2. recovering brake energy as much as possible;
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achieving high fuel economy;

achieving low emissions;

maintaining the state of charge at reasonable levels; and

6. operating range of each components should not be exceeded.

kW

Classifying these design targets reveals the fact that design target 1 depends on the
design parameters of the vehicle, such as MG rated power and gear steps, whereas
targets 2—5 depend on the design parameters and the energy control strategy. These
not surprising facts will help us to structure the optimization algorithm in such
a way that design target 1 can be mastered independently from the energy control
design. For the other 5 design targets, this simplification does not apply. Furthermore,
the design targets 2 and 3 can be summarized to one goal, namely, saving energy.
The design goal 5 represents equality constraints and the design target 6 represents
inequality constraints. The design goal 4 is very demanding and requires additional
complex dynamics as shown in Sect. 10.5.2. We skip this goal in the presentation of
this chapter, but make some comments in Sect. 13.6 to deal with such problems.

Powertrain designs with respect to fuel economy only result in gear sizings with
small gear ratios at high gears, which are beneficial for low fuel consumption but
lead to poor drive performance. This suboptimal drive performance can be prevented
by describing the traction force requirement from design target 1 as SDPIL. The
optimization problem has now two objectives, minimizing the fuel consumption and
maximizing the subjective drivability performance index, which are contradictory
criteria and therefore no single optimum can be found. This inevitably leads to a multi-
objective optimization problem and the best achievable performance is characterized
by a Pareto front. The maximum cruise speed and top speed goals can be fulfilled by
fixing the first and the last gear to their required values (cf. Sect. 10.3.3.1).

A MOGA is often applied in numerical optimization practice to find simulta-
neously the best parameters for components and energy management (Cook et al.
[7]). This is mainly motivated by the fact that evolutionary algorithms can cope
naturally with multi-objective, discontinuous, and non-differentiable problems (cf.
Sect.2.5.1). In this chapter, a combination of MOGA and optimal control algorithms
for switched systems is proposed for the simultaneous optimization of design para-
meters and energy management controls. The structure of this approach consists of
a master problem and associated switched optimal control subproblems (SOCP). In
the master problem, the design parameters are varied and sorted by the NSGA-II
algorithm (Deb et al. [8]). The energy control problem is then casted into a batch of
SOCPs to generate more and more realistic optimal control and state trajectories. We
denote this optimization approach as multi-objective powertrain design (MOPD).
Since new design parameters imply a correction of the vehicle weight and efficiency
maps, the optimization strategy includes the steps of sizing and mass correction of
the powertrain components.

The proposed optimization procedure assumes that the test cycle is perfectly
known. This assumption is not realistic as has been shown in Chap. 12 and implies
that we find for each vehicle configuration always the best possible energy manage-
ment strategy K. It is certainly possible to generate automatically predictive energy
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management strategies with the methods demonstrated in Chaps. 11 and 12. But this
approach is not pursued.

13.3.1 Master Problem

The master problem coordinates besides searching for optimal design parameters
different subtasks: component scaling, vehicle mass correction, and energy manage-
ment design.

The design parameters for a P2 hybrid powertrain are the rated power and the
speed ratio of the MG and the gear steps of the transmission. The ICE and battery
are preselected and kept fixed. Then, the constrained master problem can be stated
as follows: find the optimal design parameters

— | Yms 13.11
y [yr]’ ( )

such that the static multi-objective function is minimized

=] Kb

subject to the design inequality constraints g(y) < 0, which restrict the parameters
to the ranges listed in Table 13.1.

13.3.2 Map Scaling for Powertrain Components

The electrical and mechanical component characteristics are scaled by linear or
polynomial relationships.

In case of sizing of the MG, the electrical input power is obtained by linear
scaling of the torque axis. The basis for the scaling procedure is a template map

Tal?le 13.1 P(.)wertrain Constraints Range
design constraints
Rated power P,'Z;" of MG 8-40
(kW)
Speed ratio b;,g of MG (-) 0.2-0.6
Gear step @1 (-) 1.60-2.10
Gear step @2 (-) 1.55-1.85
Gear step @3 (-) 1.40-1.60
Gear step ¢4 (-) 1.20-1.50
Gear step @5 (—) 1.12-1.50
Gear step ¢¢ (—) 1.12-1.45
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of the master efficiency, which is typically generated from measurements collected
from a test bench. The grid axis for speed and torque of the master template are
defined by

. 1 2 #G,
gx,mg = {x s Xy, X g,\‘mg}’

and

G = {91 3oy},

respectively. Then, the values of the electrical input power at the grid points Gy .
and G, ,,,, are represented by

1,1 2,1 #Gem
gz,mg:{z’ RN ,...,zg"g}.

Firstly, the maximum torque 7,%*(-) and the minimum torque Tr’,’g‘(o), which
envelopes the electrical input power, are calculated by

max

max mg
Tm g (wmg) =
Wimng
and

max

min _ mg

Tm g (wmg) - »
mg

respectively, for all w,,, € Gy, mg. The torques must be restricted to the maximal and
minimal achievable torques by

max
max _ : max mg
ng (a)mg) = min (ng (a)mg)a a)base)
mg
and

max
min _ min __mg
Toe (0mg) = max T (@), ot |’

mg

respectively, for all Wy, € Gy mg, Where

is the base speed of the MG and b, is the speed ratio. The reader should note, that the
maximum power P,;¢* and the speed ratio by, are design variables from Sect. 13.2.2,

which are passed from the master problem to the scaling procedure.
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Fig. 13.2 Principle of the
map scaling. The upper right
picture shows the unscaled
efficiency for the new P;’,:;" s
where the master template is
used as basis for the scaling.
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Secondly, the torque grid axis are scaled linearly by

max {77 (o,
Vwmg{ m& ( mg)}

5’i= pmax ')’i; V)’i Egy,mg

orig

where 7,5 is the maximum torque of the master MG and ¥ € Gimg is the new
scaled axis entry.

Calculating the stationary efficiency of the MG yields

A y ~xi . y’ , . .
”Erl;]é[]] = PT’ Vx' € gx,mg: Vy] € gy,mg, and, V7'V € gz,mg

where 7, is a constant to obtain the same unit of G ,,,,. Then, the new electrical input
power is computed on the scaled torque grid as

i~
3 — %, Vx' € Gy g and V5 € Gj mg- (13.12)
Hing
The principle of the map scaling is illustrated in Fig. 13.2.

This simple map scaling procedure can lead to some distortion at the field weak-
ening region. If these distortions cannot be ignored, then the scaling procedure must
split the speed axis G, ,, into the regions of constant torque and field weakening.
The electrical input power in these regions must then be scaled differently.

In other cases, where some characteristics of the new electrical input power are
not preserved, one can test if the power loss due to friction, heat loss, etc., do not
scale well with the power. If this is true, one can refine (13.12) by employing the
affine Willans method with
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oo XY =qi 2 — Py, VR € Gimg, VY € Gymg, and, 2V € Gz g

where Py is the aggregated power loss after the energy conversion and Gz ¢ is the
new scaled speed axis.

The mass of the MG can be scaled polynomially (cf. Boehme et al. [4]) with an
empirically found relationship

Mpyg = Q- /P;,’;gx-Tr’,’,’gx—f—b

where a and b are constant coefficients determined from an analysis of a series of
PMSMs.

The transmission size used in this work is fixed to a seven-speed dual-clutch
gearbox. However, if transmission resizing is desired, the efficiency maps for each
gear can be scaled by the same procedure.

Since gradients in x and y directions are needed, tensor product surfaces are used
to approximate the efficiency maps.

13.3.3 Batched Optimal Control Subproblems

The energy management problem for finding the optimal fuel consumption in pow-
ertrain configuration studies is defined as follows:

rflliD E[N,]
q,u
subjectto  (13.3), (13.4), (13.5), and (13.6)
{[0] =pn
&, =pn
21 o
Py = 1P (13.13)
J,, =293 (K)
¢z (W) <0, k=0,...,N,
cf(Z[k]) <0, k=1,...,N,— 1
Ciu € {0, 1}, k=0,...,N,
[ K[k ef{l,....,7}, k=0,...,N,.

If test cycles with many discretization points are used as fixed inputs for the SOCP, the
problem becomes prohibitive for the branch-and-bound (BB), Two-Stage method,
and dynamic programming (DP). Indirect shooting must also be excluded because
of active state constraints, which is likely due to the scaling of the rated power of the
MG. A promising optimization method for this problem type is direct collocation
since it can easily deal with state constraints. Problems with many discretization
points require a sparse SQP solver implementation from Chap. 9.


http://dx.doi.org/10.1007/978-3-319-51317-1_9

492 13 Optimal Design of Hybrid Powertrain Configurations

In order to obtain reliable solutions, some constraints are applied stepwise. This
leads to a methodology, which solves a sequence of individual optimal control prob-
lems (called batched optimal control problems).

First Reformulation

We start by reformulating the original problem Py as binary switched optimal control
problem (BSOCP). However, expressing the complete discrete state (N, = 14) as
Boolean variables needs a lot of coding. A trick to avoid a BSOCP with a high number
of binary decisions is to approximate the discrete gear ratio as a continuous-valued
gear ratio, i.e.,

=Lkl
i[ € [l'lj, i,’l] .

This relaxation mimics a continuously variable transmission (CVT) behavior and
allows to control the gear ratio as a continuous-valued control that enlarges the
control vector to
k]
ice
_ Lk
Ui = Tbrk . (1314)
51k]
ll

The discrete state reduces to qp; € {1, 2}, which are then only two Boolean variables.

These Boolean variables ;) € {0, 1}* are relaxed such that g[k] may take values
from the compact set [0, 1]%. The enhanced control vector is then defined as

Uy

P = [— } . (13.15)

G

The embedded optimal control problem (EOCP) can then be formulated based on
the time grid G; as:

Ny 2
- . Fy —lk]
¢ (p*) =min B+ 1o > [] 8,
’ k=0g=1
subject to (13.4), (13.5), (13.6), (13.14), and (13.15)
é[OJ =Pl
SN =p12
Pro:=1Fm =0 (13.16)
—0]
cw =293 (K)
< (Pi) = k=0,...,N,
%fw) <0, k=1,...,N—1
2
Z"Tg{] =1, k=0,...,N;
q=1
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where the state and control constraints are defined as

_ 2 rmax
¢ (6u) = S~ (13.17)
<Mt =&
and
B =kl =ikl —[k]
oy - Tice - Ti’geax (wice)
ke =k k] — k]
Tgbx -0y - Tice —Pio - Trr:;rl[)]:](mmg)
in (—Ik] Lkl = k]
pPio - an?;n (wm[g]g - Tgbx + o, - Tice
cogb'x — w”z;
w?blg mgbx
- T{nin _ _!k]
¢ (Pu) = e ice , (13.18)
Tbrk - Tb[r]ic]
Tpg' = Toe
AL
l[ - lt,l
. 7K
lt,7 : lf
=0
L 61 — Lo 1

respectively. The fixed trajectories @gpy, @pg, Mice, and Tgbx are obtained from
(13.7), (13.8), (13.9), and (13.10), respectively, and depend on the selected test
cycle. The speed dependent engine drag torque is approximated by a constant torque

Il (a)ll.cj,) = T7". For numerical reasons T}." is set to a small positive value to
[£]
ice = 0.

. . . —1k] =
ensure that a turned off engine is uniquely determined by ¢, and not by T,,,
This is important for the coherent calculation of the dynamic system and the con-

min

straints. The minimum values 77", ™", iy, and Tjy" and the maximum values

MY, gy s and Ty are fixed, whereas the minimum value Tyt (-) and the maxi-

mum values 7,72 (-) and 7377 (-) depend on the speeds at time instant k and therefore

depend on the gear ratio i,. The control constraints ¢;(+) remain autonomous. The
constraints below the horizontal line are implemented as box constraints. The lower
speed limit w;”,jg corresponds to the idle speed limit.

The EOCP is transcribed by a direct collocation method into a NLP and solved
using the sparse SQP method. The time grid G, is chosen to be equidistant. The step
length 4 must be chosen to tackle the compromise between accuracy and computing
time.

In order to obtain a bang-bang solution for the relaxed binary controls an iterative

penalization procedure for the relaxed binary controls has been applied. The term
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penalizes non-integer values and is added to the Mayer cost function. Problem Py
is solved several times with a steadily increasing weighting factor y, = 7,0y ;”l‘,
where y, 0 is a constant weighting factor. For the first NLP solution the factor y [}

o,l
is set to zero, such that only the weaker condition

2 — 1kl
Z"q =1
q=1

for k = 0,...,N, applies. If no binary feasible solution can be found within a
maximum number of iterations, then a sum-up rounding strategy is applied.

Second Reformulation
The second reformulation uses the integer-valued gear sequence ¥ obtained by round-
ing of the continuous-valued trajectory to the nearest gear ratio of (13.2) found by
NSGA-II as fixed control values for the EOCP. This has to be done with caution
because brute-force rounding can result in some serious violations of the constraints
and the procedure of the consecutive OCPs might fail. A common problem is the
nonachievement of the minimum engine speed. A remedy for this problem is a simple
gear down shifting if the lowest gear is not already applied. Otherwise, the engine
must be switched off;, i.e., E[lk] =0 and Elzk] =1.

By the usage of the integer-valued gear sequence as a fixed control the continuous-
valued control vector is reduced to (13.3).

The time grid G, can be chosen identically to problem formulation (13.16)—
(13.18). Then, the second reformulation yields the EOCP based on the time grid

G by

Ny 2
. . -~ —[k1
¢ (p*) =min B+ Vo z Haq
’ k=0 g=1
q
subject to (13.3), (13.4), (13.5), (13.6), and (13.15)
¢l =pu
$iv] =pn
Pii=1bu =0 (13.19)
—[0]
P =293 (K)
< (Pru) <0, k=0,...,N,
%@m) =0, k=1,...,N —1
2
—lk
2‘9;] =1, k=0,....N;
g=1
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with the state constraints (13.17) and the control constraints

B T!kl _ Tmax (a[k]) N

wce ice wce

Lkl =k ik [k]
T .T. Tmax ( m )

gbx 0 ice [k]
[k] [k] = —[k]
P1o - Tmm ( mg) Tghx + o, - Tice
K]

¢ (Pua) = T = T . (13.20)
Tbrk Tl:r;Zx
Tp — T,
_ —6 11
Gy — Lo |

Again, the continuous optimal control problem is transcribed by a direct collocation
method into a NLP and solved using the SQP method.

Third Reformulation
In order to reduce the number of switching arcs for the drive mode control command
and the gear shifting command, problem P;; is reformulated to a switching time
optimization (STO) with main and minor time grids.

According to Sect. 8.3.3, the main time grid

gl2 = {Tla T27 L) TN/Z}

contains fixed intervals with the length of 10 s and time instances which must not
be moved. Such time phases, e.g., the catalytic converter heating, must be known in
advance to fix these intervals. The minor time grid

gh = {t(), tyoon, [N,3}

contains movable time instances and is based on the switching arcs of the drive mode

binary commands 6 and the gear shifting commands .
One obtains state and control functions, which are defined on the time grid G,,

&(r) =W+ 7g)),
Bi(z) == Bt + 7).
Ve j (1) 1= Yoty + 7)),
u;(7) :=u(t + rgj),
6i(r) =0+ 7g)),
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forj=0,...,N,, — l and 7 € [0, 1]. Then, these functions are discretized on the
time grid G, individually for each switching arc ¢;, which yield

—[k+1] —[k] k11 =lk+1] _rg1)
&g g (B AE

Ikl 2 g 1 —lk+1] —{k+1]
:fj —|—]’l-gj- 0., 'Iba[,q fj ,T,'Cg,j s (13.21)
- D1
q=1
—[k+1] —I[k] —lk+11 = lk+1 1)
ﬂj zﬂj +hgjrﬁ 19cm ’TiceJ ’Gl,j

k]
=B +h-g (13.22)

—[k+1] —=lk+1] =+ k1)) =k ke
I:al,j “Vr CFfC (19cw,j - bsfc TiceJ > wice,j ’ Tice,j ' wiceJ >

and
—lk+11 <kl 1] =k 1 g
v cw,j = 19cw,j + h- Sj- I_;?)”,, cw,j 2 Ticej > al,j

—lk] k1] =lk+11 g1 =+ k1]
= 19cw,j +h- Sj- Hcl : |:yCW H; - Fﬁ (ﬁcw,j > Tice,j 501 - TiceJ ’ wiceJ
—lk+11  —=lk+1]
—C2 ﬂCWJ - 19(1me > (1323)

respectively. 7:(-), [} 7 (-), and I _(-) are the increment functions of the state of
charge, fuel consumption, and coolant water temperature, respectively. We use again
for the discretization of the dynamics the implicit Euler method to be coherent to
problem Py, but this is not mandatory. Without loss of generality, any RK scheme
from Chap. 5 can be employed.
With
%[k]

=lk ice.i
i A (13.24)

brk,j

problem Py, is reformulated as STO:
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=k . =[Nt] .
p(8)=_ min  By._1+d
u,¢ e R'3 i
subject to (13.21), (13.22), (13.23), and (13.24)
=[0]
0 = P11
=[N]
Niy—1 =Pi2
—0]
0 =0
—=[0]
P12 = Cw,(][k] =293 (K)
e () <0, j=1,....Ng—1, k=0,....N;
=1k .
c;(fj ) <0, j=1,...,Ny—1, k=0,...,N,
afiy1) -1
Z gj_Ti+l+Ti =0, i=1, ‘.,N[Z_l
J=aji
—¢j <0, j_ls --7Nt3_1
=[0]  =[M] ,
jo TSl =0, j=1,...,Ny—1
(13.25)

where T; are fixed grid points of the main time grid G,, and & assigns indices of the
main time grid to the indices of the minor time grid G,,.
The state and control constraints are defined as

=1kl
=1kl f — gmax
_ — J
c;c (fl ) o gmin E[k]
5
and “
= —1k]
icej — Til?eax (wifeaj)
—=1k] —[k] =Lkl —[k]
sbrg 01" Ticey = P10 T (“’ng)
i (=1 = g #ZK
- (ﬁ[k]) — Pio - T’rnn;n (wmg,j) - Tgbx,j 4 1,j° Tice,j
w\7 ) =K
min
Tice - Ticej
—=lk] max
brk,j Tbrk
Tmin %[k]
L brk brk,j .

The fixed trajectories Emg, o Em j» and 'i‘gbx, j are obtained from transforming of the

trajectories (13.8), (13.9), and (13.10).

To give the STO as many degrees of freedom as possible zero arcs are introduced
by switchings, which skip over intermediate gears. For instance, the gear sequence
4 — 6 will be transformed to the gear sequence 4 — 5 — 6, where the arc duration
of the engaged fifth gear is zero. If this transformation does not affect the optimality
we can expect that these artificially introduced arcs are squeezed out by the numerical

optimization.
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Problem P, is solved several times with a steadily increasing weighting factor
y; of the term ¢ (10.135) for penalizing small switching arcs. After each iteration
the connected switching arcs with the same discrete values are filtered by simply
removing a certain number of small switching arcs. The filtering and penalizing of
short switching arcs is very important for a successful solution of P;,. However, the
filtering procedure has to be performed with caution. Deletion of small but significant
switching arcs can result in badly conditioned or even infeasible optimization prob-
lems. It is therefore advisable to remove only a small number of small arcs during
each filtering step. We propose to filter and penalize the binary controls for the drive
mode 6, at first. After that the gear shifting &; should be filtered.

13.4 P2-Hybrid Design Study

For the powertrain design study a P2 hybrid with a dry seven-speed dual-clutch
transmission is exemplarily investigated. We assume that the drive cycle is a priori
known. The ARTEMIS test cycle (see Fig. 10.30) is chosen because of its realistic
speed profile and its acceptable length. In general, the choice of a proper test cycle
is very important and can strongly influence the design results. The parameters py;
and py; are set to 0.5.

A good practice for the design study is to perform optimizations on some of the
variables on fixed grids. We choose therefore a simplified model without coolant
water state and fix the maximum power of the motor/generator to the values Pye* =
I5kW, P,e* = 20kW, Pet = 25kW, PUe = 30kW, PUo = 35kW, and P,¢" =
40kW. The Pareto front needs not to be very accurate, so limiting the number of
generations to 20 should give us already good approximations of the Pareto fronts to
infer which power size of the MG is a good choice to carry on further investigations
and if the power size has an impact at all.

We obtain a set of non-dominated solutions for each fixed maximal MG power.
The Pareto fronts can be observed from Fig. 13.3. They illustrate the quantitative
increase of fuel consumption due to higher drivability performance. Inspection of
these plots gives us the hint that a MG with 40 kW outperforms vehicle configurations
with smaller P¢* in terms of the fuel consumption and the drivability performance.
Figures 13.4, 13.5, and 13.6 depict the corresponding speed ratio and gear ratios
along the Pareto fronts.

With this prior knowledge, we can expect that the MOPD algorithm using the

MG power as an additional variable and the coolant water 1§CW as an additional state
converge to a similar Pareto front, which gives us some confidence in the solution.
Applying now the algorithm to the enlarged problem, we obtain the Pareto front
as shown in Fig. 13.7a. The sub-figure shows the composition of the Pareto front
dependent on the gear spreads for all individuals of the population for 40 generations.
The increased fuel consumption in Fig. 13.7b is due to the fuel correction CF.(-) for
engine warm-up.


http://dx.doi.org/10.1007/978-3-319-51317-1_10
http://dx.doi.org/10.1007/978-3-319-51317-1_10
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Table 13.2 Adapted design

. Constraints Range
constraints for gear steps
Gear step @1 (-) 1.30-2.10
Gear step g2 (-) 1.40-1.85
Gear step @3 (-) 1.30-1.80
Gear step ¢4 (-) 1.20-1.50
Gear step @5 (-) 1.05-1.70
Gear step ¢g (—) 1.05-1.80

It is clearly observable from Fig. 13.7a that the Pareto front is not completely con-
nected. Especially, in the range of 0.57-0.60 of the subjective drivability performance
index there may be vehicle configurations, which cannot be reached. Inspection of
the gear spreads at this region suggests that especially gear spread 3 from Table 13.1
is too tightly bounded. As a remedy we assume that the mechanical construction
of the gearbox allows us to relax some of the gear spread constraints according to
Table 13.2. This assumption might not apply in general, since changing the ratios of
the spur gears corresponds to different radii of the gearwheels and thus to a different
gearbox volume.

Adapting the design constraints leads to the Pareto front as shown in Fig. 13.8.
The figure shows all 11,250 solutions for 150 vehicle individuals per generation.
The upper right picture zooms the Pareto front. The solutions below a subjective
drivability performance index of 0.56 are irrelevant for the analysis, since Pareto
solutions (red circles) dominate those. The gaps are now better covered, but could
not be completely avoided. Again, inspection of the gear spreads shown in Fig. 13.7b
reveals that gear spreads 1 and 4 are still too restrictive to obtain a smooth front.

0.7

o optimizations Zoom
0.65- ° pareto front
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7055~
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°
(<] oo oo

0.45-

0.4-
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Fig.13.8 All computed vehicle configuration solutions within 75 generations and with a population
size of 150 individuals
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Allowing these constraints to be relaxed even more should make it easier for the
algorithm to explore these gaps, if desired at all.

As expected, the output power of the MG in Fig. 13.9 is for all vehicle configura-
tions along the Pareto front constantly the maximum.

Considering Figs. 13.11 and 13.12, one can observe that the gear ratios approxi-
mate a progressive design, which means bigger steps for the lower gears and smaller
steps for the higher gears. One can clearly see from the Fig. 13.12 that small gear
ratios at higher gears lead to the best fuel economy. In Fig.13.11, an increase of
the vehicle agility leads to higher gear ratios at higher gears. Smaller gear steps are
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selected to support the higher demanded longitudinal vehicle dynamics up to SDPI
~ 0.6.

A further increase in the maximum acceleration can only be achieved by changing
a property of the MG. A proper action for a higher vehicle agility can be explained
by taking a view on the torque characteristics of the installed ICE. The maximum
torque of 250 Nm of the employed ICE is reached at a revolution of 1500 min~!
(in mechanical engineering textbooks often abbreviated with 250 @ 1500 min~'),
which implies that the MG must provide its highest torques at least to the revolution of
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Fig. 13.13 Left column shows optimal trajectories for the vehicle configuration with the best fuel
economy (SDPI = 0.5671 and f(t;) = 4.4639 (1)); Right column shows optimal trajectories for
the vehicle configuration with the highest agility (SDPI = 0.6175 and B(t) = 4.5571 (1))

1500 min~" before the field weakening region becomes active. This can be achieved
by decreasing the speed ratio b,,; as shown in Fig. 13.10.

Shifting the speed ratio to low values can be interpreted as an action to shift the
MG design to a “torque machine,” which means higher currents and therefore thicker
wire cross sections. This increases the mass of the MG and consequently the mass
of the vehicle. Shortening the gear steps has the positive side effect to apply higher
recuperation torques, which is beneficial for highly dynamical drive cycles.

Let us now investigate how the control strategies perform. Thus, the trajecto-
ries of the extremes of the Pareto solutions: a vehicle configuration with the best
fuel economy and a vehicle configuration with the highest agility are depicted in
Fig.13.13.

The controls of both energy control strategies do not differ much. It is then not

surprising that the state trajectories for the state of charge & and the coolant water
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Fig. 13.14 Comparison of the traction forces of each gear. Upper plot shows the vehicle config-
uration with the best fuel economy (SDPI = 0.5671 and f(tr) = 4.4639 (1)); Lower plot shows
the vehicle configuration with the highest agility (SDPI = 0.6175 and f(¢r) = 4.5571 (1)). The
colored dots indicate the optimization points for the acceleration in each gear

temperature J.,, of both vehicle configurations look quite similar. The temperature
increase of the coolant water is relatively slow because of frequent electrical driving.
It is clear that those energy management strategies are not optimal with respect to
emissions.

The vehicle agility measured by the SDPI criterion can be imagined as a measure
of how good the theoretical traction force can be approximated in each engaged
gear using the maximal torque of the aggregated ICE and MG at a vehicle speed v.
One can clearly see from Fig. 13.14 that the vehicle configuration with the highest
agility approximates the total traction force better than the vehicle configuration with
the best fuel economy. Especially, in the lower speed region below idle speed the
traction force generated by the MG only is visibly larger. A further indicator for a
good approximation are the optimization points, which are in the configuration with
the highest agility shifted to the left.
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Itis remarkable that the switching structure provided by both control strategies are
nearly insensitive to parameter variations, which suggests that the control strategies
are robust. This needs to be further investigated in the next section.

13.5 Post Optimal Parametric Sensitivity Analysis

Solving the MOPD problem provided us valuable information about the sizing
process of the components to achieve a hybrid vehicle design that is optimal with
respect to the specifications. The optimal vehicle configurations found so far can be
further used to gain even more information. For instance, to gain knowledge of how
a vehicle design responds to perturbations in the design parameters. The key are here
parameter sensitivities, which are powerful in analyzing the system behavior.

To calculate the parameter sensitivities two vehicle configurations are selected
from Fig. 13.8. The first configuration is nearby the Pareto front, the second con-
figuration is far away from the Pareto front. The parameters of the chosen vehicle
configurations are listed in Table 13.3.

An approximation of the sensitivity differentials of the cost function, the
continuous-valued controls, the continuous states, and some important vehicle mea-
sures can be obtained after computing the optimal solution of the nominal problem
NLP(py) of P, where p = [pl,pz, e ,plg]T is defined as the model parame-
ter vector. Problem P;, must be re-optimized using the SQP method with an exact
Hessian matrix. The re-optimization with the exact Hessian matrix is computational
demanding but mandatory in order to fulfill the optimality conditions. It is therefore
important to implement a compressed calculation of the Hessian of the Lagrangian
as discussed in Sect.9.2.4.3.

Once the optimal solution with the exact Hessian is obtained, Theorem 2.6
guarantees that a solution

Table 13.3 Vehicle configuration nearby the Pareto front

Design parameter Conf. 1 Conf. 2
Rated power P;,'l’g,x of MG (kW) | 40 26.2
Speed ratio by, of MG (-) 0.31 0.438
Gear step @1 (-) 1.6131 2.0191
Gear step @3 (-) 1.5505 1.8312
Gear step ¢3 (-) 1.3859 1.4104
Gear step ¢4 (-) 1.4369 1.3230
Gear step @5 (-) 1.3787 1.1256
Gear step ¢¢ (—) 1.3776 1.4357
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(Po) (df / dp)(po). (dwgbx ;/dp) (o), and (dTgbx 4/dp)(po) are directly obtained
from Corollary 2.2. The sensitivity differential of the cost function is obtained from

Corollary 2.4.
In order to assess the parameter sensitivities the maximal sensitivity and mean
sensitivity are introduced. The measures are described by

s = sen (max | oo ap] ) - | o0 - 0]

and

Ny

1
Smean = 5 ° _(pO) Ap:
N2

where y(-) represents the optimal solution function.

In order to compare the influence of the different parameters, it is important to
disturb only one parameter at each evaluation. Thus, each parameter is increased by
only 1% of the nominal value (i.e., 4py; = 0.01 - py ;) by the rule

pi = po,i + 4po,;.

In Table 13.4 the five largest sensitivities for vehicle configuration 1 and for the
ARTEMIS drive cycle are summarized. The sensitivities are sorted w.r.t. the relative
values.

Certainly, Table 13.4 needs some discussion. The highest impact on the fuel con-
sumption have the vehicle speed v and the drag coefficient a,. The latter one weights
the quadratic increase of the resistance force with the vehicle speed. This means,
that for the highly dynamic drive cycle the major influence on the fuel consumption
is performed by design parameters (po, ps, p4, and pg), which are independent from
energy management. Just the choice of the initial state of charge has a small effect on
the fuel efficiency. These results are not surprising for a drive cycle with a large speed
and acceleration spectrum (cf. Fig. 10.30). In case of low dynamic drive cycles, the
influence of &(#p) and &(#y) becomes more relevant as has been shown in the work of
Schifer [28].
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The continuous-valued control Tj is mainly sensitive with respect to the changes
in the initial and final state of charge. An increase in the vehicle speed plays also an
important role because of the higher resistance force. Interestingly, the fourth gear
ratio has the highest impact from all gear ratios on the engine torque. However, an
increase of 1% of this gear ratio has only negligible impact on the fuel consumption.

The continuous-valued control T;,,k has the largest relative change, which is the
result of very small optimal values. The absolute changes of this control have no
significant influence on energy management.

Especially important are the sensitivities of the switching intervals ¢, since a
change in the length of the switching intervals can result in a modification of the
control strategy. One can observe that the switching intervals are robust w.r.t. all
disturbed parameters. The maximum absolute change is in the range of 2 ms.

The gearbox input speed @, is clearly dominated by the changes in the wheel
radius and the gear ratios. If measured by the maximum sensitivity, the fifth gear
ratio has the highest influence from all gear ratios on the gearbox input speed. If
measured by the averaged sensitivity, the sixth gear ratio has the highest influence
from all gear ratios on the gearbox input speed.

An increase of 1% of the vehicle mass increases the negative torque of 'i‘g;,x and
thus the mechanical break torque. Surprisingly, the three largest sensitivities with

the parameters p4, ps, and pg have only minor effects on the engine torque Tice. This
means, that the optimal engine torque is robust against small disturbances of these
parameters if the MG is not constrained in the torque direction and can compensate
these perturbations.

Obviously, a small perturbation of 1% of the gear ratios and the rated power
of the MG have only minor effects on the fuel consumption. But what happens
for larger perturbations? In order to answer this question we have to approximate
the confidence region of each sensitivity parameter. Using the theory discussed in
Sect.2.4.4, the confidence region is rendered by the set of active constraints, which
are kept unchanged.

We obtain for the vehicle configuration 1 the confidence regions as shown in
Table 13.5. One can observe from this table that some design parameters have lower
and upper limits, which are fairly small. This means, that the optimal solution y*
has values, which are close to the constraints that change the active set. A remedy
to enlarge these limits is to identify the involving constraints and to adapt these if
possible at all. Using the lower and upper limits from Table 13.5, the maximal effect
on the objective function can be calculated as shown in Table 13.6.

One can notice from Table 13.6 that if we set the auxiliary power p3 to zero then
we save approx. 4.5% of fuel. Unfortunately, this is not an option for a proper vehicle
design, but gives us the hint to operate the electrical auxiliary devices only if needed.

With regard to the design parameters, an increase of the rated power P,;¢* and the
gear ratios i;, — i, increases the fuel consumption. Instead, a decrease of the rated
power and the gear ratios reduces only slightly the fuel consumption. This allows
us to infer that vehicle configuration 1 is indeed an optimal vehicle configuration
nearby the Pareto front.
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Table 13.6 Lower and upper limits of the sensitivities of the objective function. The calculations
are performed for the vehicle configuration 1 and for the ARTEMIS drive cycle

Parameter Smax Of the lower limit Smax Of the upper limit
Absolute Relative Absolute Relative

P1: Obar 0.00000012 0.0000% —0.00000047 —0.0000%
D2 i Rpar —0.06949813 —3.7650% 0.18589175 10.0706%
D3 Paux —0.08265268 —4.4777% 0.10619492 5.7531%
p4m —0.03316868 —1.7969% 0.04155660 2.2513%
D5 Fwh 0.00221054 0.1198% —0.00035382 —0.0192%
D6 : Ao —0.04466250 —2.4196% 0.27885754 15.1070%
p7a —0.03365011 —1.8230% 0.40348034 21.8584%
pg i az —0.02881488 —1.5610% 0.42305457 22.9188%
D9 @ sc.v —0.01159976 —0.6284% 0.11210965 6.0735%
P10 : sC.Pye* —0.00544826 —0.2952% 0.00457164 0.2477%
pn ;< (to) 0.02335170 1.2651% —0.00895937 —0.4854%
p12 = &(tr) —0.02165741 —1.1733% 0.07647240 4.1429%
P13 iy —0.00004000 —0.2200% 0.01088200 0.5895%
D14 tipy —0.00176085 —0.0954% 0.00333867 0.1809%
D15 tin —0.00039315 —0.0213% 0.00304432 0.1649%
Di6 ity —0.00012092 —0.0066% 0.00630128 0.3414%
P17 ¢ its —0.00038057 —0.0206% 0.00590944 0.3201%
P18 g —0.00008959 —0.0049% 0.00199637 0.1082%
D19 gy —0.00011858 —0.0064% 0.00090808 0.0492%

13.6 Further Work

13.6.1 Speedup of the Algorithm

For the evaluation of a population size of 150 individuals for 75 generations the
computational demand can be very high and can take weeks on standard computer
hardware even with parallelization. It seems obvious that parameter sensitivities can
be used to accelerate this process.

If vehicle configuration 2 is selected and the lower and upper limits of the sensi-
tivities of the objective function are calculated then it sounds reasonable to expect
that the rated power P;¢* and the gear ratios i, — i;, should be increased to lower the
fuel consumption. The calculated parameter sensitivities in Table 13.7 matches with
the expectations.

One strategy could be to double the population size virtually and to solve the
first half of the population using the MOPD procedure from Sect. 13.3. The second
half of the population is solved using the optimal solutions from the first half as
blueprints. It seems reasonable to use the lower and upper limits of the sensitivities
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Table 13.7 Lower and upper limits of the sensitivities of the objective function (only for the design
parameters). The calculations are performed for the vehicle configuration 2 and for the ARTEMIS
drive cycle

Parameter Smax Of the lower limit Smax Of the upper limit
Absolute Relative Absolute Relative

P10 : sC.Pyet 0.00000000 0.0000% —0.00256460 —0.1438%
D14 iy, 0.00000000 0.0000% —0.00000009 —0.0000%
D15 i 0.00000000 0.0000% —0.00037202 —0.0209%
Di6 ity 0.00000000 0.0000% —0.00129533 —0.0726%
P17 : s 0.00000001 0.0000% —0.00215873 —0.1210%
D18 g 0.00000000 0.0000% —0.00040805 —0.0229%
D19 < ity 0.00000001 0.0000% —0.00002093 —0.0012%

of the objective function (only the parameters from Table 13.7 are necessary) to adjust
the design parameters. The corresponding solution trajectories can be approximated
by perturbed solution trajectories using the following equations:

=% =k d¢ —%
#(T@.p) = (3) + g (Fm0) 4
—lk]
$[k] T* dTice,j y
ice,j(p) ~ (ice,j)[k] + dp (pO) 1Y
%[k]
=K =" brk.j
Ty (@) ~ @brk,j)[k] + dp L (po) 4p
« dg)
sip) = ¢/ + E(DO)AP

—I[k]
=lk] —* dfj
. ~ (&. — A
Em~(E), + 1 (B 4p
e
—[k] o~ (=* gbx,j
Baneg ) (@) + g (00) 40
— k]

—lkl —k dT :
~ ( gbx.j
Tgth (p) ~ Tgbe) (k] + dp (PO) Ap

forj=1,...,N, —land k =0, ..., N, as discussed in Sect.2.4.3. However, the
approximation of the perturbed solution is only allowed for disturbances, which do
not change the set of active constraints. This restriction is necessary since the Hessian
of the Lagrangian is invalid and render the sensitivity differentials incorrect.

It is expected that this modification should speed up the MOPD notably.
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13.6.2 Increase of Model Complexity

As we have already mentioned, it is sometimes necessary to increase the model com-
plexity in order to consider some effects on the choice of the design parameters. For
instant, the evolution of raw emissions or even of end-of-pipe emissions. From our
experience, it is not advisable to solve complex model aggregation directly with the
proposed optimization methodology. A more appealing approach could be homo-
topy by starting the multi-objective powertrain design with simple models first to
obtain the Pareto front in an acceptable time span. Then, selecting some promising
configurations from this front and using the solutions as initial conditions for fur-
ther exploration with more feature-rich models should keep the computational effort
manageable. These configuration candidates can then be extended with more features
like thermodynamics (see Sect. 10.5.2) or a model predictive control strategy.

13.7 Bibliographical Notes

Optimal design studies have investigated different PHEV configurations (Liu [18];
Kaushal et al. [14]), battery sizing (Shiau et al. [31]), engine and motor sizing (Assanis
et al. [1]; Patil et al. [21]), etc.

This optimization problem has been seen by many authors as an optimization
problem in a dynamic environment. Cook et al. [7] solved this optimization problem
by fixing the controller structure and applying a genetic algorithm (GA). The system
dynamics has been ignored by this procedure.

Different optimization techniques have been applied in the context of optimal
design to find the most efficient powertrain sizing. For instance, in Boehme et al.
[3, 4], a MOGA has been used to find the suboptimal gear ratios, battery capacity,
and MG rated power with respect to fuel consumption only. A comparison between
a former version of the MOPD approach with the MOGA approach has been con-
ducted in Boehme et al. [5, 6]. In Sundstrom et al. [34], a DP approach is applied to
optimize non-convex, mixed-integer powertrain models, whereas a convex optimiza-
tion scheme for component sizing is proposed in Johannesson et al. [12]. A direct
collocation method using DIRCOL and a BB method has been investigated by Jorg
et al. [13] for designing the electrical components like MG and supercap of a hybrid
vehicle with CVT.

The question about the optimal battery size for HEVs or PHEVs has been skipped
in this chapter. Patil [22] treated this topic for battery sizing for PHEVs using a
combined optimization approach to evaluate optimal battery sizes for minimum life
cycle CO, emissions. The CO, impacts associated with a certain battery’s life can
be categorized into CO, from materials and manufacturing, use cases, and recycling
phases. The amount of CO, resulting from the manufacturing phase ranges from 90
to 120 (kg/kWh), as reported in Sullivan et al. [33]. The author assembled the cost
function of the optimization problem using the CO, impact of the battery production
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per day, the CO, produced from fuel usage, and the CO, corresponding to the energy
mix of the grid charging. Investigations on the effects of the battery capacity on
the fuel economy can be found in Neglur and Ferdowsi [20], Moura et al. [19].
Moura et al. [19] showed that an optimized energy control strategy can reduce energy
consumption and hence reduces battery capacity requirements.

The battery’s state of health has been considered in Johannesson et al. [12] for
the entire life span of a hybrid bus. Hu et al. [11] proposed a convex programming
paradigm for optimizing a combination of lithium-ion cells and supercapacitors for a
hybrid bus. A dynamic state of health model is then used to examine the replacement
effects on the new hybrid energy storage system.

The requirements on the battery concerning, all-electric range, drive cycle, and
control strategy have been investigated by Rousseau et al. [26]. Battery aging effects
can have a tremendous effect on the hybrid vehicle design and have been investigated
by different authors, among them Serrao et al. [30], Smith et al. [32], and Sciarretta
et al. [29]. The effect of different driving patterns on the optimal sizing of battery,
MG, and engine of a series of PHEVs is studied by Pourabdollah et al. [24].

A crucial point of the vehicle design is the feasibility. A vehicle candidate with
optimized parameters can only be regarded as valid if all the design constraints
can be fulfilled. Kolmanovsky et al. [16] performed a multi-objective assessment
of the powertrain capability using a DP algorithm to check if its design targets and
constraints are met.

Sensitivities between control strategy parameters and fuel economy have been
performed based on correlation in Rousseau et al. [27]. Parameter sensitivities for
some important drive cycles have been investigated by Schifer [28]. The author
showed that parameter sensitivities with different ranking and height are yielded for
different drive cycles.

Drivability aspects have been considered by Koprubasi et al. [17]. The authors
proposed a separated design process for energy management and damping control
for the oscillations induced by gear shifts or tip-in/tip-out excitations. Pisu et al. [23]
treated the drivability objective as a control objective to design a decoupling control
to achieve smooth gear shiftings and minimal driveline vibrations. Barbarisi et al.
[2] also treated the state of charge as an individual control component, hence entirely
decoupling &(+) from fuel management and drivability control.

Emission constraints in the design of hybrid vehicles have been considered by
many authors; among them Kleimaier [15].
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Chapter 14
Graph Theoretical Fundamentals for Sparse
Matrices

We only state the graph theoretical concepts, which are in the scope of this book. A
comprehensive introduction to graph theory can be found in the textbooks of Diestel
[1], George et al. [2], Golumbic [3], and Wilson [4].

If we deal with sparse matrices graph theoretical methods play a greatrole, because
the structure of a sparse matrix can be visualized as a graph. Therefore, we review
some fundamentals of graph theory, which are needed to apply the proposed methods.

Important set operations are as follows:

e size of the set: | - |;

e union of sets: By UB, :={v | ve By vve DB}

e intersection of sets: 5, N B, :={v | ve By Av € B,}; and
o difference of two sets: B, \ B, :={v | ve By Av & B,}.

Definition 14.1 (Undirected Graph) An undirected graph G (V, B) is defined by a
set of vertices V' and a set of edges B C [V]?, such that the set of edges B consists
of 2-element subsets of the set of vertices V. A

A simple undirected graph is illustrated in Fig. 14.1.

Definition 14.2 (Directed Graph) A directed graph G(V, A) is defined by a set of
vertices V) and a set of edges .A C [V]?, such that the set of edges A consists of
2-element subsets of the set of vertices V, but in contrast to an undirected graph the
edges have an orientation and therefore uv € A is not the same as vuu € A. The
edges are visualized as arrows. A

A simple directed graph is shown in Fig. 14.2.

Definition 14.3 (Adjacency) Two vertices which are linked by an edge are said to

be adjacent. A
Definition 14.4 (Adjacency set) For a vertex v € V the set adj(v) consists of all
vertices, which are adjacent to v, and is called adjacency set. A
© Springer International Publishing AG 2017 521
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Definition 14.5 (Complete Graph) A graph G(V, B) is called complete graph, if
all its vertices are adjacent. A

Definition 14.6 (Path) A path is a subgraph P(V,, B,) € G(V, B) with

Vp=1{vo,vi,....w} SV, By ={vvi,viva, ..., vk} S B
where all v; fori = 1, ..., k are distinct. The vertices vy and vy are linked by the
path P(V,, B,). The number of edges k of the path P(V,, B),) is the length of the
path. A

Definition 14.7 (Cycle) A path P(V,, B,,) together with the additional edge v, vy is
called a cycle C := P(V,, B, U vivy with length k + 1. A graph which does not

contain a cycle as a subgraph is called acyclic. A
Fig. 14.1 A simple
undirected graph G(V, B) Vi fv.z\ V3

with the vertices

V = {v1, v2, v3, v4, vs} and
edges B= {V1V2, Viv4,
Va4, Vav3, V3Vs, V4vs} =
{vavi, vave, vava, vava,
V5V3, Vsv4a}

Fig. 14.2 A simple directed

graph G(V, A) with the V1 ’
vertices V = {v, v2, v3, 4}

and the edges A = {v|v4,

V1V2, V2V3, VaV4, V4Va, V4V3}

<
<
[N

Fig. 14.3 Illustration of a
path of length 2 (blue edges)
and a cycle (blue and red
edges)

Vi
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An illustration of a path and a cycle is shown in Fig. 14.3.

Definition 14.8 (Chord) An edge, which is not an element of a cycle C, but which
links two vertices of C, is called a chord of that cycle. A

Definition 14.9 (Chordal Graph) A graph G(V, B) is chordal if every cycle of
length greater than three has a chord. A

Definition 14.10 (Cligue) Any maximal set of vertices C.; € V of a graph G (V, B)
that is complete in G(V, B) is called a clique. Thus, a clique is not completely
contained in another clique. A

The blue edges in Fig. 14.4 show a circle and the blue-dashed edge between v, and
vs is a chord of that circle. Together with this chord the graph is chordal and contains
the three cliques Cy,1 = {vi, v2, v}, Cer2 = {v2, V4, vs}, and Ce 3 = {v2, v3, vs).

Definition 14.11 (Simplicial vertex) A vertex v € V is called simplicial if its adja-
cency set adj(v) is a clique. A

Definition 14.12 (Connected Graph) A graph G(V, B) is said to be connected, if
any two vertices are linked by a path in G(V, B). If any two vertices are not linked
by a path in G(V, B), the graph is said to be disconnected (see Fig. 14.5). A

A graph G(V, B) can be represented as a matrix called the adjacency matrix.

Fig. 14.4 A chordal graph

Fig. 14.5 A disconnected
graph
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Definition 14.13 (Adjacency Matrix) The symmetric adjacency matrix A with
dimension N, x N, and entries g; ; in the i-th row and j-th column of an undi-
rected graph G (V, B) with an N,-dimensional set of vertices V = {vl, Vo, ..., vNV}
is defined by

1, if ViV € B,

ajj = .
0, otherwise.

A

The adjacency matrix can also be derived from directed graphs. Then, transposing
of the adjacency matrix A changes the direction of the edges. An adjacency graph
with a corresponding adjacency matrix can be seen in Fig. 14.6.

Definition 14.14 (Bipartite Graph) A graph G(W, V', IB) with a set of edges B and
two distinct sets of vertices VW and V is called bipartite graph if every edge e € B
connects a vertex from the set VV with a vertex from the set V. A

o (N " 01010
10110
A=1010
110

() (2 001

Fig. 14.6 The graph from Fig. 14.1 and its adjacency matrix

—
=)

4%

oS O

Fig. 14.7 A bipartite graph and its biadjacency matrix B
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Definition 14.15 (Biadjacency Matrix) The biadjacency matrix B with dimension
N,, x N, and entries b; ; in the i-th row and j-th column of a bipartite graph
G(W, V, B) with a N, -dimensional set of vertices WV and a N,-dimensional set
of vertices V is defined by

b — 1, ifW,‘VjGB,
n 0, otherwise.

So, the vertices w; correspond to the i-th row and the vertices v; to the j-th column
of the matrix B. A

In Fig. 14.7 a biadjacency graph with its biadjacency matrix is illustrated.

Definition 14.16 (Vertex Coloring) A map ¢ : V — J is called a vertex coloring
of a graph G(V, B), if c(u) # c(v) for all adjacent u € V and v € V. The elements
of J are the available colors. A vertex coloring problem is the problem of finding a
coloring c(v) with the least possible number of colors | 7. A

Definition 14.17 (Distance-k Coloring) A distance-k coloring of a graph G (V, B)
isamapc:V — J, for which c(vg) # c(v) for every path P(V,, B,) € G(V, B)
of length k with

V,={vo,...,w} SV, B, = {vovi, ..., vk—1vi} € B.

A distance-k coloring problem is the problem of finding a distance-k coloring c(v)
with the least possible number of colors | 7. A
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A-stability, see Runge—Kutta

Absolutely continuous functions, 81, 160
Adjacency, 521

Adjacency matrix, 524

Adjacency set, 521

Advanced driver assistance systems, 433
Armijo condition, 35, 52

Autonomous, non-autonomous systems, 80

B

Batched optimal control problems, 482
Battery electric vehicle, 372, 446
BFGS update formula, 38

Biadjacency matrix, 525

Bipartite graph, 524
Branch-and-bound, 235

Butcher array, 174

C
Chord, 523
Chordal graph, 523
Clique, 523
Clutches, 333
Complete graph, 522
Connected graph, 523
Constrained nonlinear optimization, 39-54
constrained nonlinear programming
problem, 39
critical cone, 44
feasible set, 40
global minimum, 41
local minimum, 41
set of active indices, 40
strict local minimum, 41

© Springer International Publishing AG 2017

Constraint qualifications
linear independence, 43
Mangasarian—-Fromowitz, 42

Convergence Rates
Q-linear, 28
Q-quadratic, 29
Q-superlinear, 28, 39
R-linear, 29
R-quadratic, 29
R-superlinear, 29

Costates, 120

Cycle, 522

D
Dahlquist equation, see Runge—Kutta
Descent condition, 253
DFP update formula, 37
Direct collocation, 245
Direct multiple shooting, 242
Direct single shooting, 240
Directed graph, 521
Discontinuities, 195
Distance-k coloring, 525
Dominated decision vector, 68
Drivability performance, 482
Dynamic programming
continuous systems, 200, 206, 444

deterministic dynamic programming,

206
hybrid systems, 206, 210
principle of optimality, 141
switched systems, 403
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E

Electrical continuously variable transmis-
sion, 350

Electronic horizon, 433

Embedding, 250, 404, 419

Event-triggered predictive energy manage-
ment, 450

F
Feasibility of HOCPs, 100
Feasibility of SOCPs, 102
Filippov’s existence theorem for Mayer
problems, 157
First-order necessary condition for a mini-
mum of a functional, 120
First-order necessary conditions
affine optimal control problems, 139
continuous optimal control problems,
124
continuous optimal control problems
with control constraints, 130
continuous optimal control problems
with state inequality constraints, 134
Fritz John, 41
Karush-Kuhn-Tucker, 43
switched optimal control problems with
state jumps, 152
switched optimal control problems with-
out state jumps, 151
Fundamental Lemma of Calculus of Varia-
tions, 122

G
Gershgorin bound, 37

H

Hybrid electric vehicle
charge-sustaining mode, 371, 448
compound power-split, 361-364
input power-split, 353-357
output power-split, 357-361
P1 hybrid, 348
P2 hybrid, 347-348, 484
P4 hybrid, 348
plug-in hybrid, see Plug-in hybrid elec-

tric vehicle

serial, 366-370
two-mode power-split, 364-366

I
Indirect shooting method

Index

continuous systems, 216-225

hybrid systems, 225-228
Initial value problems, 168
Intelligent traffic system, 433

L
L-stability, see Runge—Kutta
Lagrange multipliers, 41, 44, 55, 56, 121
Lagrangian function, 41
parametric, 55
Lipschitz condition, 82
Lipschitz-condition, 126
Lobatto discretization, 192

M
Matching condition, 243
Mathematical program with complementary
constraints, 262
Measurable functions, 80
Mixed-integer nonlinear programming prob-
lem, 234
Multi-objective evolutionary algorithm, 68—
72, 486488
crowding distance, 71
fast non dominated sorting, 71
simulated binary crossover, 69
Multi-objective optimization, 67-72
Multistage decision processes, 207

N

Nonlinear programming problem relaxation,
235

(0]

Optimal control problem formulations
binary switched systems, 103, 238, 250
continuous systems, 98
hybrid systems with controlled switching

and with state jumps, 101
hybrid systems with controlled switching
and without state jumps, 100
switched systems with state jumps, 102
switched systems without state jumps,

102
P
Parametric nonlinear programming prob-
lem, 54

Parametric sensitivity, 54—67, 507-511
confidence region, 6667
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differentiability of optimal solutions, 56
error estimate, 65
implicit function theorem, 56
second-order sensitivity differential of
the objective function, 61
sensitivity differentials for linear pertur-
bation in the constraints, 63
sensitivity differentials of the constraints,
59
sensitivity differentials of the objective
function, 60
sensitivity differentials of the optimal
solution, 58
Pareto front, 68, 498
Pareto optimality, 68
Path, 522
Plug-in hybrid electric vehicle, 371
charge-blended mode, 372
charge-depleting, 422
charge-depleting mode, 372, 461
charge-sustaining, 422
charge-sustaining mode, 372, 461
Pontryagin’s minimum principle, 127
Predictive trip management, 441

Q
Quasi-Newton method, 37-39

R
Radau discretization, see Runge—Kutta
Road load, 347
Robust predictive energy management, 460
Route maps of real-world benchmark-
cycles, 431
Runge—Kutta
A-stability, 186
additional order conditions for dis-
cretizations of OCPs, 183
collocation polynomial, 174
dahlquist equation, 185
elementary differential, 178
elementary weights, 180
explicit classical Runge-Kutta dis-
cretization, 189
explicit Euler discretization, 187
explicit Hermite-Simpson discretization,
188
explicit Heun method discretization, 188
explicit, implicit schemes, 174
implicit Euler discretization, 190
implicit Hermite-Simpson method, 193
implicit trapezoidal rule, 192

529

L-stability, 186

order, 179

order conditions, 182
stability function, 185
symmetry and density, 179

S
Second-order sufficient conditions, 44
Sequential quadratic programming, 46-54
11 merit function, 52
interior-point method, 49
KKT matrix, 48, 56
modified BFGS update, 51
quadratic subproblem, 47
Quasi-Newton update, 51
second-order correction, 53
Spatial transformation, 436
SR1 formula, 38
Strict complementarity condition, 43
Switched systems
existence and uniqueness, 90
hybrid execution, 88
switching sequence, 88
switching time, 88
Switching time optimization, 257, 416, 495

T
Test cycles
ARTEMIS, 386, 406, 498
FTP-72, 386, 417
FTP-75, 386, 410
MVERG, 385, 404
Real-world benchmark-cycle, 388, 446,
455, 466
WLTP, 386, 407, 418
Three-way catalytic converter, 411
Total gear spread, 330
Traction battery, 334
Transversality conditions, 123, 147
Trapezoid rule, see explicit Heun method
discretization, Runge—Kutta
Two-stage algorithm, 253, 411

U
Unconstrained nonlinear optimization, 30—
39
descent condition, 34
global minimum, 31
globalization, 34-37
Kantorovich’s theorem, 32
local minimum, 30
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Newton—Raphson method, 31, 36
strict local minimum, 31
Unconstrained nonlinear programming
problem, 30
Wolfe conditions, 35
Undirected Graph, 521
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Value function, 268
Variable dichotomy, 236
Variable metric method, 37

Vertex coloring, 525
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