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Abstract

Self-driving vehicles are the future of automotive engineering. Systems that take over control
from the driver are developed to be able to interact with the conditions of the road and other
obstacles. To develop these systems, developers use vehicle models to simulate the behaviour
of the moving vehicle. The systems developed using these models are transferred the vehicle
and are expected to perform accordingly. Therefore it is important that the vehicle models
reflect the behaviour of the actual vehicle.

This thesis investigates the methods used to estimate the model parameters which influence
the resulting vehicle simulation. Experimental tests were carried out to acquire vehicle body
inertial measurement data. This data was used to minimize lateral acceleration and yaw-rate
error produced by the output of a single track vehicle model using a simplified Magic formula
developed by H. Pacejka. Deterministic gradient-based algorithms, such as multi-objective
Sequential Quadratic Programming (SQP), are frequently used as a way to optimize an initial
approximation of the model parameter set. It is shown that this initial parameter strongly
influences results of the algorithm due to local minima.

As an alternative, genetic algorithms were investigated to minimize the influence of the initial
parameter set. An adaptive component, Temporal Difference Q Learning (TDQL), was also
added to further reduce the input of the user and to increase the performance of the algorithm.

Four algorithms, of various complexity, were implemented in Matlab and executed. The
performance of the resulting parameter sets, as well as the performance of the algorithms
themselves, were analysed and compared. It is concluded in this thesis that the adaptive
genetic algorithm performs slightly better than a simple gradient-based algorithm with respect
to the objectives and the duration of the algorithm. However, a genetic algorithm without
TDQL is recommended for its good performance and the simulation flexibility of the results
for this simple vehicle and tire model.
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Chapter 1

Introduction

1-1 Background

The direction of developments in the automotive world is changing rapidly to accommodate
the demand of sustainable systems, a higher efficiency of transport and technological impro-
vements in general. Self-driving vehicles have always been a large part of society’s expectation
of the future. With the current technology where it is, this looks to become a reality. Cur-
rently, there are already vehicles on the roads of Europe which are able to control its own
operations to a certain extent with systems such as lane keeping and adaptive cruise control.
Manufacturers of cargo transport vehicles are also developing self-driving vehicles to relieve
drivers and to increase the capacity of the roads.

There will be a point when the majority of the vehicles on the road are automated to drive
on their own. It is therefore important that the infrastructure, and vehicles themselves, are
able to communicate and work with each other. The position and motion of every vehicle
will be the most important piece of information shared. This will most likely come from
real-time Global Positioning System (GPS) signals and vehicle state measurement systems
already installed in most modern vehicles. The measurement data from these systems may be
used to develop accurate models to predict vehicle behaviour for current and future driving
situations [4].

Driving control systems are developed based on vehicle and tire models. The accuracy of these
models depends on its design and the model parameters. Every vehicle and tire manufac-
tured has its own handling characteristics and therefore a different set of model parameters.
Obtaining these parameters may be difficult as information is kept private or are highly pri-
ced by the manufactures and testing institutions. This forces developers, such as those at
universities, to reverse engineer relevant vehicle components and their characteristics. These
are used to create and tune the vehicle models used in system development and research.

Vehicle and tire parameters are frequently roughly estimated or taken from models of similar
vehicles and further tune to produce the desired model results. Parameter estimation using
optimization algorithms are used but due to the rough estimate, the output can contain error
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2 Introduction

or will take a lot of effort to tune. With sufficient measurement data from the vehicle, this
process can retraced and the optimization algorithms investigated. This forms the focus of
this thesis.

1-2 Thesis and Research question

The Delft University of Technology (TU Delft) has a Toyota Prius available as a test vehicle
for, but not limited to, the development of vehicle control systems. The vehicle is equipped
with measurement systems to accurately record the state of the vehicle as well as its position
by means of a Global Navigational Satellite System (GNSS) receiver which also records the
vehicle’s inertia and motion.

Experimental manoeuvres were performed and the recorded data was used is to validate the
output of vehicle models and the incorporated tire model. Usually parameters are estimated
based on available knowledge and are later hand-tuned to achieve accurate results. To reduce
the duration of this iterative task, optimization algorithms are implemented.

Deterministic algorithms produce model parameters by iterations based on characteristics of
the data. This may include the model error and the gradient of that error with respect to
change in parameter values. The deterministic algorithms used in this study will primarily be
gradient based and requires an initial parameter set to be estimated as a starting point for the
optimization. A stochastic algorithm does not require an initial estimate of the parameters
as it is based on logical programming using a random search method.

This study aims to compare deterministic algorithms with stochastic algorithms with the
goal to determine if the latter performs better in terms of accuracy, reliability, flexibility and
computational efficiency. A better performing algorithm provides the option to increase the
model’s complexity as well as the ability to process larger datasets. Larger datasets provide
more information about the vehicle and therefore will be able to develop a more accurate
model.

Furthermore, the aim of this study is to reduce the number of variables that need to be pre-
defined by the user. This reduces the uncertainty of the model’s outputs due to the sensitive
algorithm parameters that may influence its output. These goals yield the main research
question for this thesis:

Does an adaptive genetic algorithm perform better at estimating tire model parameters
than gradient-based algorithms which use pre-defined initial tire model parameters?
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1-2 Thesis and Research question 3

Thesis structure

This thesis report is structured according to the to the work-flow of the research as follows:

• Chapter 2 reviews vehicle dynamics theory and forms a basis for the building of vehicle
and tire models. This chapter also gives an explanation of the parameters and outputs
that will be used by the optimization algorithms.

• Chapter 3 will cover the retrieval of measurement data from the test vehicle. This
includes explanations of the measurement instruments, experimental manoeuvres and
recorded data characteristics. The focus will be placed on how the data will be used in
later model optimization.

• Chapter 4 will cover in detail the deterministic and stochastic algorithms used in this
study. Explanations and illustrations will be given on the theory, processes and the im-
plementation of these algorithms in Matlab. The chapter also includes implementation
of the algorithms to ensure the results of these algorithms are comparable.

• Chapter 5 will cover the results of the model optimization using the different imple-
mented algorithms. The performance of these algorithms will be evaluated as well as
the simulation output based on the resulting parameter solutions. The characteristics
of the search space will also be investigated as well as other aspects of optimization
relevant to answering the research question.

• Chapter 6 contains the conclusion of this study as well as recommendations for future
work.

Master of Science Thesis D.H. den Hartog
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Chapter 2

Vehicle dynamics

The theory behind vehicle dynamics is based on simple free-body mechanical systems. This
can be made more complex depending on the vehicle and the purpose of the model. Simplifica-
tions of specific vehicle models are chosen to accommodate the limitations of the experimental
data as well as the availability of technical information on the vehicle. Limitations associated
with the duration of this study are also a factor in the choices made during the building of
models.

The first section of this chapter will describe the theoretical contributions made by the lite-
rature on this subject. The second and third section will cover the tire and vehicle models
while the fourth section is written as a precursor to the parameter estimation. The limits
and characteristics of the model that need to be optimized be explained. This includes the
model inputs and outputs. The last section concludes the chapter with an explanation of the
model’s implementation in Matlab as well as a discussion regarding the finished model and
the choices made in its construction.

2-1 Literature contributions to this study

Many textbooks such as Vehicle Dynamics and Control by Rajamani et al. [1] and Vehicle
Handling Dynamics by Abe et al. [3] explain vehicle handling dynamics with a goal to model
vehicle behaviour needed for automated control systems. For this study, these books provide
the basis for the single track model, transient dynamics and load transfer used.

While vehicle body dynamics can be considered straightforward multi-body dynamics, tire
dynamics are much more difficult to model. Therefore many models were created by engineers
to achieve this with various levels of accuracy and computational efficiency. Each model
having its own advantages and disadvantages when it comes to the type of manoeuvres that
it is able to simulate.

Hans Pacejka, a researcher at the TU Delft developed the magic formula which is widely
used in vehicle modelling to this day [2]. There are many publications by Pacejka and other
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6 Vehicle dynamics

researchers that have expanded and supplemented this initial semi-empirical model. Most of
the theory presented in this paper will be based on a simplified model version of these works.

2-2 Tire dynamics

The tires largely determine the handling characteristics of the vehicle as they produce the
lateral and longitudinal forces experienced by the chassis. These forces originate from the
tire contact patch, which is the area of contact between the tires and the road surface. Forces
are then transmitted through the tire structure to the solid wheel rim. Eventually further
through the suspension towards the vehicle’s chassis. Tire dynamics cover the force produced
by the contact patch and the deformation of the tires under the load along with the steering
and acceleration of the vehicle.
A tire is constructed out of many layers of material, moulded together to make up the side
walls, tread and interior components. This makes a tire very anisotropic which means that it
exhibits non-linear dynamic material behaviours. These are influenced by independent factors
such as tire wear, pressure and temperature [5]. How the tire is set up to interact with the
road also determines much of the handling characteristics. These operating factors include
tire load and its camber, toe, and caster angle.
While a complete physical model may be used to describe these tire dynamics, application of
these methods is very complex. It consumes a lot of time and processing power. Therefore,
other models are developed to describe these behaviours in a less complex way in order to
avoid long computational times. Some have been developed to do this by modelling the tire
composition with other components with simple dynamic principles. Examples are the brush
model, linearised spring/damper models, which use the principles of rigid beam deformation,
and springs.
Empirical models are based on the analysis of a large number of experimental datasets investi-
gating the behaviour of specific tire characteristics. These results reveal a set of reproducible
patterns which can be fitted by the outputs of a formula which can be used in a larger model.
The application of these models is limited to tire characteristics investigated to create the
model as there are minimal physical principles in place to accommodate situations outside
this scope.
Input and outputs (shown in table 2-1) describe a complete tire model encompassing lateral,
longitudinalforces and the various moments experienced by the tire. For all outputs to be
accurate, this accuracy must be reflected in the measurement data of the inputs. As not
all inputs of the table are accurately available, assumptions must be made to reduce the
inaccuracies of the outputs.
Power-train information such as wheel speed and torque, are primarily used to calculate the
tire’s slip-ratio. This is done with respect to the road surface, and as the power-train forces
are currently not obtainable, this makes modelling longitudinal dynamics not feasible for this
study. While longitudinal slip does affect the forces produced by lateral slip, it is assumed in
this study that this effect is minimal.
Other characteristic outputs of the model such as aligning torque, resistance moment and
overturning couple are also affected by the similar lack of measurement capabilities. The
input values for these behaviours are assumed to be zero.
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2-2 Tire dynamics 7

Table 2-1: Inputs and outputs of a complete tire model

Input vector Output vector
ρ Radial deflection Fz Normal load
κ Longitudinal slip Fx Longitudinal force
Ω Angular velocity My Rolling resistance moment
α Slip angle Fy Cornering force
φ Turnslip Mz Aligning torque
γ Camber angle Mx Overturning couple

Figure 2-1: Contact patch of a tire [1]

Lateral vehicle dynamics are largely determined by the forces produced within the area of
the tire in contact with the road surface, called the contact patch. Figure 2-1 illustrates the
deflection experienced by the tire during a cornering manoeuvre. It also shows the leading
edge where the rubber of the tire deforms and does not experience slip. The trailing edge is
where the rubber of the tire slowly detaches from the road surface and experiences a relative
slip. As the tire turns and moves forwards, a single point on the tire tread will go through
a complex dynamic deflection and experience friction which are difficult things accurately
model [1] [3].

The slip angle is the angle between the heading of the tire and the tire’s deflected leading
edge as seen in figure 2-1. This angle is essentially the direction the tire velocity relative to
the heading of the wheel.

αf = δsteer − tan−1
(vy + lf

.
Ψ

vx

)
(2-1a)

αr = − tan−1
(vy − lr .

Ψ
vx

)
(2-1b)

Equations 2-1a and 2-1b calculate the front and rear tire slip angle αf and αr measured in
radians. These are calculated using the global motions measured at the centre of gravity of
the car. The total lateral velocity of the front and rear tires is a combination of the global
lateral velocity of the vehicle vy and the lateral velocity produced by the yaw rate

.
Ψ multiplied

by the position of the wheels lf and lr with respect to the position of the centre of gravity.
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8 Vehicle dynamics

The longitudinal velocity in the direction of the tires is assumed to be the general velocity of
the vehicle due to the small angles involved.

The velocity angle of the tires with respect to the orientation of the tires can be calculated to
produce the slip angles of each tire. As the front wheels are able to turn to steer the vehicle,
this steering angle δsteer is compensated to ensure that the orientation definition of the slip
angle is kept constant.

Fyf = 2Kfαf (2-2a)

Fyr = 2Krαf (2-2b)

Initially, an assumption can be made that the tire lateral forces interact linearly with the
slip angle and can be calculated with (2-2). However, the condition of this assumption
is that this is only accurate for simulations where the side-slip angles are small. When
simulating manoeuvres that exhibit large side-slip angles, a non-linear behaviour is observed
which produces large errors when modelled with a linear tire model. This is shown in figure
2-2 where two manoeuvres are plotted showing the linear models inability.

Figure 2-2: Linear vs non-linear magic formula tire model showing the inability of a linear tire
model to cope with extreme lateral acceleration

The upper figure shows the vehicle at a constant steering angle and increasing speed. The
slip increases with velocity until the linear model starts to simulate larger lateral tire forces
than is measured in reality. This effect is also observed when applying the model to dynamic
steering manoeuvres as seen in the lower plot of figure 2-2. The first steering plateau seen in
the plot is executed at a higher longitudinal velocity and therefore slip angles while the second
is performed at a lower velocity thus remaining within the linear tire limits. It is therefore
essential to use non-linear models when all driving situations are expected to occur.
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2-2 Tire dynamics 9

2-2-1 Magic formula

The Magic formula is a semi-empirical tire model developed by a collaboration of TU-Delft
and Volvo [2]. It is developed using experimental data compiled by performing experiments in
laboratory conditions. The resulting formula is applied widely by developers in their research
into vehicle systems and control such as the works of [6] [7] [8].

y(x) = FzD
(
C arctan

(
Bx− E(Bx− arctan(Bx))

))
(2-3)

Equation 2-3 represents the basic form of the Magic formula. The formula can be used
to calculate lateral and longitudinal tire forces as well as aligning torque, this is done by
substituting Fy, Fx or Mz in the place of y. Input x can be substituted by the slip angle α
and the slip ratio κ for the respective output. The scalar coefficients B, C, D, and E are user
defined and are varied to fit the formula to a model tire and working conditions.

Figure 2-3: Illustration of the magic formula graph [2]. The x-axis signifies the side-slip angle
and the y-axis signifies the force produced by the tire.

The resultant curve of the Magic formula, as shown in 2-3, intersects the origin and increases
linearly with slip until it starts to saturate and reaches a peak. This is the maximum friction
obtainable by the tire. The gradient of the initial part of the curve, which is also called the
linear cornering stiffness, can be calculated by multiplying BCD. The D coefficient describes
the friction coefficient between the road and tire and is multiplied with the normal tire load
Fz which produces the maximum achievable lateral tire force according to the principles of
friction. The C coefficient determines the shape of the curve, this value found to lie between
1.2 and 1.6. This leaves the coefficient B which varies the previously mentioned cornering
stiffness BCD. The coefficient E is used to determine the shape of the maximum of the
curve and to vary the slip value where the maximum occurs. The curve then decreases and
moves towards a horizontal asymptote describing the dynamic friction force present when the
majority of the contact patch starts to slip across the road which produces lower lateral forces
than produced static friction.

Due to irregularities in the materials of the tire, it is possible that a force is produced when
no tire slip is present. To compensate for these phenomena the curve can be horizontally
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10 Vehicle dynamics

and vertically shifted using the parameters Sh and Sv respectively. These parameters are
implemented into the Magic formula using (2-4).

Xs = X + Sh (2-4a)

Y (X) = y(Xs) + Sv (2-4b)

This extended tire model shown in appendix A-1 takes other characteristics into consideration
such as the camber angle, tire temperature, pressure and vertical load. The basic Magic
formula is still used but the parameters are further split into further detailed parameters
related to these additional characteristics. This extended version is most likely used by tire
modelling software such as Delft Tyre developed by the Netherlands Organisation for Applied
Scientific Research (TNO). This is important as the initial parameters used in this study are
derived from tire files using parameters used by the extended version of this formula.

2-2-2 Relaxation length/Transient dynamics

Figure 2-4: The tire deformation during a cornering manoeuvre where ky is the lateral stiffness
of the tire. [3]

The magic formula is a steady-state model and as such will be less accurate during the
moments before a steady-state is achieved. To compensate for this inaccuracy during dynamic
manoeuvres, additions to the tire model are made which take these transient effects into
account. This modification takes places after the Magic formula has calculated the lateral
tire forces.

The sides of a tire are made of rubber which can be modelled as a lateral spring and damper
system. This model’s the deformation of the tire caused by lateral forces originating from the
tire contact patch. Translating this simple model for vehicle dynamics produces the relaxation
length which is the distance a tire needs to travel before the tire has finished deforming to
accommodate the new forces applied by the motion of the vehicle. This can be implemented
into the vehicle model as a delay produced by (2-5).

τyḞ
D
y + FDy = FSy (2-5a)
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2-3 Lateral single track model 11

τy = RL

vcp
(2-5b)

where FSy is the steady-state force produced by the vehicle model, FDy is the dynamic lateral
force which is the lateral force with consideration of relaxation length and a lag coefficient τy
[9]. Equation 2-5b shows how τy is calculated using the relaxation length RL and the velocity
of the tire going through the contact patch vcp, at that point in time. This means that the
response of the tire to sudden steering change will improve as the vehicle velocity increases.

2-3 Lateral single track model

A road going vehicle contains many complex moving parts such as the tires, wheels, sus-
pension, chassis, drive train and steering system. For the ultimate vehicle model, all these
components need to be modelled and be made to work together to globally simulate the
vehicle’s behaviour on the road.

The single track model is a simplified model that makes the assumption that the left and right
wheels behave the same and thereby reducing the model to a vehicle with a front and rear
wheel. This model is frequently referred to as the Bicycle model. This assumption reduces the
accuracy of the model as it disregards the differences in tire steering angle, velocity and the
lateral load of the tires during a cornering manoeuvre. However, these reductions in accuracy
have no major effect on the overall accuracy. This is proven by the fact that it is widely used
as a valid simplified vehicle model and it taught as such.

m(

ay︷ ︸︸ ︷
ÿ + Ψ̇vx) = Fyf (αf ) + Fyr(αr) (2-6a)

IzΨ̈ = lrFyf (αf )− lfFyr(αr) (2-6b)

Figure 2-5 illustrates the simplification and provides a basis for the equations of motion
(2-6). The motion of the vehicle’s body is calculated around the centre of gravity (P in the
illustration) which represents the position of the total mass of the vehicle m. Both front and
rear tires provide a lateral force to the body which results in the vehicles total translational
or rotational motion about P . The two outputs of this model are the inertial acceleration
and the yaw rate Ψ̇.

The inertial lateral acceleration ay, calculated using the equation of motion (2-6a), consists of
two components being the acceleration due to movement along the y-axis ÿ and the centripetal
acceleration due to the rotation of the vehicle about the path radius.

The yaw rate Ψ̇ results from the difference in the total moment applied to the vehicle body
by the tires. Equation (2-6b) is a rotational equation of motion that calculates the change in
yaw rate Ψ̈ by means of the vehicles moment of inertia Iz. The Ψ̈ is differentiated to produce
the yaw rate Ψ̇ which is used as an output in this study alongside the lateral acceleration.
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12 Vehicle dynamics

Figure 2-5: Illustration of the single track model [3]

2-4 Longitudinal load transfer

The single track model is called a planar model as it only models motion and forces in the
lateral and longitudinal directions. As described in section 2-2-1, the vertical load on the
tires significantly affects its performance and is, therefore, an important aspect of vehicle
dynamics to take into account. This is especially true when the longitudinal velocity of the
experimental data is not constant. The changes in longitudinal velocity cause the centre of
gravity to experience an acceleration. As the centre of gravity does not lie on the same vertical
plane as the wheels, a load transfer takes place due to the conservation of momentum.

∆Fz = axmhc
l

(2-7)

Equation (2-7) is the tire load difference for which a positive longitudinal accelerationax
ensures that the rear tires experience an increase in tire load as a function of the height of the
centre of gravity hc, total length of the wheel base l and the vehicle mass m. Respectively, the
front wheels experience a negative change in tire load when a positive longitudinal acceleration
is present.
This change in normal load Fx on a tire affects the maximum amount of a lateral force it can
produce as explained in section 2-2-1. It also affects the overall lateral force that a vehicle
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2-5 Complete model and implementation 13

Figure 2-6: The tire force consequence of load transfer during acceleration where P is the force
produced by either tire during zero load transfer and P1 and P2 represent the lateral force for the
front and rear wheels respectively during load transfer [3]

can produce while manoeuvring a corner as one tire experiences an increase in lateral force
and the other experiences an even greater loss of lateral force. The resultant force B of P1
and P2 during load transfer, as seen in figure 2-6, is collectively lower than its original value
P . This shows that load transfer reduces the overall handling performance of a vehicle and
is important to model as a model shouldn’t simulate forces that do not exist in reality.

2-5 Complete model and implementation

Figure 2-7: Visual model of the vehicle dynamics implemented in Simulink

The vehicle and tire models are implemented in Simulink, which is a block diagram environ-
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14 Vehicle dynamics

ment that is able to simulate the behaviour of the models. This was used because Simulink
efficiently builds models during the development phase despite it taking relatively longer to
simulate relative to if the models were implemented in Matlab.

The steering wheel angle, longitudinal velocity and acceleration are the model inputs and the
lateral acceleration and the yaw rate are the outputs that will later be used to compare to the
experimental data. The implementation of the vehicle model is illustrated in figure 2-7 where
the slip calculation are shown in red, the translational and rotational dynamics are shown in
green and yellow respectively.

Figure 2-8: Visual model of the tire dynamics implemented in Simulink

The tire model is shown in figure 2-7 as subsystem and is expanded in figure 2-8. The inputs of
this subsystem, found to the left of the figure, include the two outputs, lateral acceleration and
yaw rate from the previous time stamp, as well as the steering angle and longitudinal velocity.
The signal is split in such a way that the front and rear wheels are modelled independently
to give the overall vehicle model the freedom to adapt to differences in suspension, tire wear
and wheel set up not taken into account by the vehicle model. This drastically increases the
number of parameters that need to be optimized however the accuracy gained is worth the
extra computational power required.

The tire slip angle is calculated first followed by the functions related to the Magic formula
tire model. The MF block holds most of the tire parameters while the curve shift functions,
placed on both sides of this function, contain the last two parameters. The tire model outputs
the friction coefficient which is multiplied by the net tire load calculated by the load transfer
function. Finally, the resulting lateral force values are modified by the relaxation length
function to produce the lateral tire forces used in the rest of the vehicle model. The relaxation
length function contains the last two parameters. The relaxation length is unknown and can
not be easily measured, this is why it is being included in the parameter optimization. It also
gives the model a greater ability to adjust to non-linear changes found in the experimental
data and does not have to compromise on other parameters.
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X =



Df

Cf
Bf
Ef
Shf
Svf
Dr

Cr
Br
Er
Shr
Svr
RLf
RLr



(2-8)

Vector X, show in (2-8), contains all the parameters mentioned and are varied within their
respective function blocks during the parameter optimization. These are by far not the only
uncertain parameters present within a vehicle model. Parameters such as the vehicle mass,
moment of inertia and centre of gravity can be found in literature but may vary slightly with
the specific vehicle used in this study. With the exception of the moment of inertia, most
vehicle parameters can be directly measured and input into the model. Magic formula tire files
do exist, however, the tire parameters in these files describe a tire with a specific condition.
Tire characteristics change during its operating life and therefore may differ in reality to that
of the tire files. The parameters also tend to vary per vehicle and driving conditions.

2-6 Model limitations

As previously mentioned, the vehicle and tire models need to be simplified. It is done to later
be used in parallel with the data and equipment available to properly estimate the parameters
needed for an accurate model.

There are a few assumptions that have to be made when using this particular model. It is
a single track model which means it is assumed that the effects due to roll and that of the
suspension are negligible and therefore not modelled. The Magic formula in itself is a steady-
state tire model. However, with the modification of the transient dynamics in the form of a
relaxation length, the model can be used to model simple dynamic manoeuvres.

That being said, this model may show inaccuracies when the conditions of the tires start to
change such as the heat generated during cornering and the increase in tire pressure that
follows. For this reason, this model will not be able to simultaneously produce accurate
results for two very different models consisting of different changes in vehicle states that are
not covered by the tire and vehicle model.
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Chapter 3

Experimental data retrieval

Experiments were conducted using the Toyota Prius of the Delft University of Technology
(TU Delft) which is equipped to measure its position, movement and state. The executed
experimental tests executed consist of a steady-state and step response manoeuvre which
provide a broad database for optimization.

The first section reviews the Toyota Prius to determine the general characteristics which
may influence the deciphering of the measured data. The next sections cover the measuring
equipment, experimental manoeuvre and procedures used during the experiments. Finally,
the measured data is analysed and processed in preparation for optimization algorithms to
be implemented.

3-1 Test vehicle

The available test vehicle at the university is a 2010 third generation Toyota Prius which
is a mid-sized hybrid sedan. It is considered the personal vehicle that started the hybrid
revolution in the automotive industry and set a benchmark for many vehicles of its type.
Although being a hybrid is not relevant for this study, a consequence is that the vehicle
carries heavy batteries that have an influence on its weight characteristics compared to other
cars in the same size category.

The steering of the Toyota Prius is a rack and pinion system with Electronically assisted
Power Steering (EPS) attached to the steering column and has its own electrical control unit
which adjusts the steering assistance relative to the velocity of the vehicle. The speed of the
vehicle is measured at the wheels and is also used by other systems such as vehicle stability
control and ABS. The EPS provides the ability to turn the steering wheel electronically [10].

The technical information in table 3-1 were taken from the Toyota’s technical publication on
the model [10]. While this resource does contain the weight information of the vehicle, due
to the measurement equipment installed, the vehicle was weighed at a calibrated weighing
station with a platform accuracy of ±10kg. The weight measurement was taken with a full

Master of Science Thesis D.H. den Hartog



18 Experimental data retrieval

Table 3-1: Technical information used in vehicle models and simulation

Parameter Value
Wheel base 2.7 m
Steering ratio 15.1
Moment of inertia 2400 kgm2

tank and with the same amount of passengers that were to be on-board during the tests. The
result of this measurement is that the vehicle weighs 1590 kg. As both axles were measured,
the position of the centre of gravity is calculated to be 1.09 m behind the front axle. The
measurements can be found in appendix B.

3-2 Measurement instruments

The two main measuring systems are the Spacial Dual by Advanced Navigation and the
Move-box by the Netherlands Organisation for Applied Scientific Research (TNO) which
serve the goals of this study to measure global motion and to retrieve vehicle state information
respectively. Inertial information is measured by both systems and therefore an analysis needs
to be made between to choose the most reliable source of measurements.

3-2-1 Spacial Dual

The Spacial Dual utilizes the combination of outputs from a Global Navigational Satellite
System (GNSS) and is similar to the American Global Positioning System (GPS). It uses
signals from multiple satellites to triangulate the position and velocity of two antennae at-
tached to the roof of the vehicle. The accuracy of this system is increased by introducing
differential error filters such as Real-time Kinematic System (RTK) navigation that use phase
measurements from ground base stations to reduce the GNSS error. With these systems, the
accuracy of the Spacial Dual can be reduced to as low as 0.008 m from the original 1.2 m.

One of the biggest disadvantages of a system such as RTK is that it needs to be in the line of
sight of a base station. This is also the case for the GNSS signal with respect to the minimum
number of satellites. The high accuracy of the GNSS and RTK system may be momentarily
interrupted and therefore long-term accuracy is not assured. To compensate, an Inertial
Navigation System (INS) measures accelerations and calculates the integrals to determine

Table 3-2: Maximum accuracy of the Spacial Dual measurements

Input Accuracy Unit
Timing 20 ns
Position 1.2 m

Position (RTK) 0.008 m
Velocity 0.007 m/s
Heading 0.1 deg

Acceleration 0.001 m/s2
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Table 3-3: The outputs of the Move-Box

Input Resolution Unit
Epoch Time 1 s

Throttle pedal position 0.1 %
Brake pressed T/F NA

User steering torque 0.1 Nm
Longitudinal Velocity 0.01 m/s

Longitudinal acceleration 0.01 m/s2

Lateral acceleration 0.01 m/s2

Yaw-rate 0.002 rad/s
Steering wheel angle 0.01 rad

Wheel speed 0.01 m/s

velocity and position. The measurements made by the accelerometer are not accurate for a
long period of time due to noise and drift experienced by the accelerometer.

These measurements are used as a supplement and are refreshed once accurate GNSS me-
asurements return. An internal filter removes accuracy fluctuations and determines which
measurement is more accurate. The measurement module which contains the INS sensors is
located inside the vehicle, roughly 15 cm behind the actual centre of gravity [11].

Having two antennae on the roof of the vehicle enables the Spacial Dual to measure the
position and velocity at two points giving it the ability to calculate its heading and yaw rate
to an accuracy of 0.1 deg.

3-2-2 Move-box

The Move-Box is an interface system developed by TNO to collect information as well as
control low-level vehicle systems. The Move-Box is connected to the Engine Control Unit
(ECU) of the Toyota Prius where it requests, receives and sends Controller Area Network
(CAN) bus messages at a rate of 25 Hz. These messages contain information on the state of
the vehicle such as steering wheel angle, velocity and information such as the throttle position,
brake pedal switch and acceleration information from the build in accelerometer.

This system is considered to be a black box as there is little information on how the measure-
ments are being made. Throttle position, steering wheel angle and the velocity measurements
are assumed to be accurate as they are measured directly at the source and the resolution is
available in the systems documentation. Measurements from the accelerometer are conside-
red less accurate as there is no information on the sensor and its position in the vehicle. An
overview of the Move-Box output is provided in Table 3-3.
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3-3 Experiments

The tests were carried out on the 30th of January 2017 at the hanger terrain of Valkenburg
airport. The road surface is a mixture of tarmac and cement slabs as seen in figure 3-1
which shows the test vehicle moving towards the concrete slabs. The cement slabs provide
a relatively flat surface but contain irregularities in the form of the slab borders which will
likely provide high-frequency disturbances to the measurements.

The asphalted concrete does not have these irregularities but the surface is very uneven. The
width and breadth of the tarmac were not large enough to perform certain experiments up to
International Organization of Standardization (ISO) standards. The weather conditions on
the day of testing were considered wet during the steady-state test but were in the process
of drying during the execution of the step response test. This might show a difference in the
tire parameters, especially the road friction coefficient D.

Just before the test date, the vehicle went through its regular maintenance. The test site is
27 km from the TU Delft campus and is considered to result in sufficient driving time to bring
the vehicle and its tires up to normal working temperature. All tests are initiated when the
vehicle is stationary to give the measurement equipment time to initialize and calibrate.

Both the Move-box and Spacial Dual must be initiated sequentially and the timestamps later
synchronized. A sudden impulse of the throttle before the tests begins acts as a benchmark for
synchronisation which is done by the method of cross-correlation. The longitudinal velocity
was chosen for this synchronisation, as it has the highest measurement accuracy common
for both systems. The measurements from the Spacial dual are interpolated using the time-
stamps of the Move-box. The Move-box will provide the inputs for the vehicle model so it is
essential that these data points are not modified.

The tests manoeuvres were carried out multiple times to increase the significance of the
measurements as experiment errors can be avoided. The vehicle is not perfectly symmetrical
and may, therefore, affect the handling characteristics relative to the direction of the steering
input. Other reasons for this can be attributed to differences in wear, operating history and
bias of the components such as the steering system. To be able to analyse and compensate
for this, all tests were done in either direction.

The raw experimental data contains noise and irregularities that may originate from the open
loop test method or the irregular condition of the driving surface. These irregularities are
filtered by a zero-phase second-order Butterworth filter which damps out frequencies above
2 Hz [12]. This is done without any large phase changes as the filter does not produce a large
phase change at low frequencies.

The open loop nature of the experiments, the measurements must be scrutinized for abnormal
behaviour that might produce big errors in the simulation, for example, due to the unevenness
of the road surface. As the models used in this study are simplified, the data must roughly
fit the assumptions made during model creation. As the tire model only considers pure
lateral slip, the fluctuations of longitudinal velocity must be kept at a minimum to avoid
inaccuracies of the model’s results to occur. The datasets were also cropped to avoid low
longitudinal velocity which affects the accuracy of the model, especially the calculation of the
slip as shown in (2-1a).
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Figure 3-1: The test vehicle on the test site in Valkenburg

3-3-1 Steady-state manoeuvre

The steady-state test is an open loop test that can be used to investigate vehicle handling
such as understeer characteristics and cornering stability. This test exists in three variations,
each varying one of the three main parameters, path radius, vehicle velocity and steering
angle. For this study, the path radius was kept constant and the longitudinal velocity was
increased incrementally. This is illustrated in Figure 3-3 which shows the vehicles trajectory
and increasing speed in the form of a colour change. The choice of this method is due to
the limited testing area that was available. The test area containing the concrete slabs was
chosen due to its square area, the irregularities of the slab borders outweighed the restriction
of the area with asphalted concrete.
According to ISO standards, the path radius should be 100 m which was laid out by means
of cones which helped the driver keep the path radius as constant as possible. The Move-Box
was used to control the longitudinal velocity which was increased from a standstill at a rate
of 0.07 m/s2. The test continued until the handling limits of the vehicle were reached which
due to the weather conditions and the relatively small path radius, was about 60 km h−1 [13].
The Understeer characteristics of a vehicle describe the relationship between longitudinal
velocity and steering angle during a steady-state corner. Understeer occurs when the rear
tires exhibit a higher cornering stiffness than that of the front tires. Due to this discrepancy
with increasing longitudinal velocity, the yaw moment forces don’t produce the desired yaw
rate and therefore extra steering is needed to achieve the same cornering radius. Over-steer
is when the opposite is true and the front wheels have a larger cornering stiffness than the
rear, this leads a larger resultant yaw-rate and a counter steering compensation is needed.

δsteer =
(
1− m

2l2
lfKf − lrKr

KfKr
vx
) l
ρ0

(3-1)

Equation 3-1 gives the relationship as an equation where ρ0 is the steady-state cornering
radius for the manoeuvre. The main factor that determines if a vehicle exhibits under-steer
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Figure 3-2: The yaw-rate freqency distribution before and after going through a second-order
Butterworth filter

or over-steer is the value of ()lfKf − lrKr). Figure 3-4 shows that if ()lfKf − lrKr) < 0
then the vehicle exhibits under-steer and steering needs to increased. If ()lfKf − lrKr) > 0
over-steer occurs and the steering needs to be decreased. Lastly if ()lfKf−lrKr) = 0 then the
vehicle does not show any change in cornering radius when longitudinal velocity is increased.
This characteristic is important as it can be used as a form of validation of the algorithm
solution parameter sets.

3-3-2 Step manoeuvre

The step manoeuvre is a dynamic test that investigates vehicle handling behaviour during
sudden changes in driver inputs. The test is carried out by accelerating the vehicle stand-still
to a pre-defined longitudinal velocity of 60 km h−1 and kept constant. The heading of the
vehicle is kept constant during acceleration and is turned manually after the required velocity
has been obtained. The steering input is completed within 1 s to an amplitude large enough
to obtain the desired lateral acceleration.

The resulting steering wheel angle is held constant as long as possible before being released
to finish the test [14]. The original step response test procedure states that the steering angle
should be held until a steady-state has been reached. However, this was not possible due to
the limited testing area with the same road surface. The transition between the tarmac to
the concrete slabs would interfere with the measurements and was therefore avoided.

This test differs from the steady-state test as it includes dynamic changes in the vehicles state
and is, therefore, a better reflection of normal vehicle operating conditions. Vehicle modelling
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Figure 3-3: Plot of the vehicle trajectory during the steady-state test where the colours indicate
the longitudinal velocity. The green circle marker indicates the start position and the red circle
marker indicates the position where the test was ended due to loss of control

aspects such as component hysteresis and tire relaxation length are better reflected within
the dynamics manoeuvres of this test. This is, therefore, a test that will provide a greater
insight into the model optimization.

3-3-3 Validation data

The previous tests provide specific insight into how the test vehicle will behave in two diffe-
rent situations but does not reflect the driving conditions and manoeuvres of daily driving.
Therefore a validation test set was recorded of the vehicle during one of the journeys between
the university and the test site. The measurement equipment was initialised in the same way
as the steady-state and step tests but was left on during the journey. The path of this journey
is shown in figure 3-6 which shows the positional output of the GNSS and the longitudinal
velocity recorded by the Move-Box. The dataset contains many driving operation modes in-
cluding city, provincial and highway driving which is therefore separated into intervals limited
by moments the vehicle’s velocity was zero. Roads leading through areas with a lot of tall
buildings were also avoided during the selection as this leads inaccuracies with the GNSS.

When compared to the testing datasets, the validation exceeds the scope of these tests. This
is due to the larger velocity driven on the highway. As the optimization tests were performed
at velocities averaging 40 to 60 km/h, intervals need to be chosen that will most likely to
provide the best results. Figure B-8 and B-9 in the appendix show the intervals chosen that
resemble the testing speeds of the optimization. Looking at the lateral acceleration values
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Figure 3-4: Turning radius change during increasing longitudinal velocity for different understeer
characteristics [1]

in these tables, almost all of the manoeuvres seem to stay within the non-linear threshold of
the tires. This does not mean that a non-linear model is not needed as the error accumulates
over time due to the peaks of large lateral acceleration values, such as the maximum in the
first dataset interval (3 m s−1).

3-3-4 Discussion

The vehicle and the measurement systems provided the main limitations of the study, the
biggest limitation being the absence of enough accurate information on the longitudinal be-
haviour of the vehicle. The experiment set up did, however, perform very well for lateral
dynamics which is used extensively in this study.

The step and steady-state manoeuvre provide a diverse basis for a model to be optimized on
due to its inclusion of dynamic and non-linear effects which may be observed on the open
road. The ideal model must be able to simulate vehicle behaviour across a wide range of
manoeuvre if it is required to reflect general operating conditions.

Different manoeuvres are influenced by different vehicle characteristics. For example, steering
hysteresis is not a factor in a steady-state test due to the absence of oscillatory inputs while
it is important when simulating a slalom manoeuvre. Even when it comes to the simulating
for the same manoeuvre, every test dataset will have its unique uncertainties due to unseen
changes in test conditions. Repetitions of the experimental tests are made to be able to catch
these irregularities.

Each test was repeated three times in each direction but due to inaccuracies in the data,
some datasets had to be left out of the overall data used by the optimization algorithms
which leaves a total of 10 tests which are later used in the optimization of the vehicle model.
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Figure 3-5: The path of the step manoeuvre on a satellite image of the test grounds

The multiple datasets also allow for cross-validation of the estimated parameters ensuring
that the optimized vehicle model does indeed simulate the specific manoeuvre on which it
was optimized as well as on the other test manoeuvre. Ultimately the dataset recording
the return journey will be the final measure of how the model performs using the optimized
parameters.
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Figure 3-6: Trajectory plot of the return journey validation dataset where one part driven over
a highway and the second part while within the destination city. The points marked with an O
are moments when the vehicle was standing still.
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Chapter 4

Model optimization

The most accurate method to solve an optimization problem is to perform a grid search. This
evaluates every parameter value within the bounds to a certain resolution and is guaranteed
to find the global minimum. A simple two-dimensional problem will not take much time to
solve using a grid search. However, a multidimensional problem such estimating the Magic
formula parameters will take a longer time to solve. This is due to the size of the search space
which increases exponentially with the number of parameters to be optimized.

Optimization algorithms were created to decrease this search time by making use of the
patterns and characteristics of the data. Not all points need to be calculated to find the
global minimum and therefore trivial computations can be avoided. This also results in the
biggest disadvantage being that the ultimate solution can be missed and the algorithm fooled
to produce a lesser solution. Algorithms try to solve this problem using different methods
based on the data characteristics while others use random processes to expand the search
field and reduce the probability of premature convergence. Optimization algorithms can be
categorised into two groups, Deterministic and Stochastic.

All algorithms require tuning of the internal parameters that determine how the algorithm will
behave given the problem it is given to solve. Parameters for some algorithms, particularly
stochastic algorithms, greatly affect its performance. Ideally, the parameters of the algorithms
should be optimized themselves to ensure that the algorithm works at its best. The solution
of this problem comes in the form of an adaptive algorithm which uses machine learning such
as Temporal Difference Q Learning (TDQL).

This chapter will first cover aspects of model optimization such as the input parameter sets
required and the calculation of the objective functions and how both objectives can be optimi-
zed. Both algorithms will be explained with respect to their theory and to the implementation
within this study. This chapter will conclude with a method of standardization of termination
criteria and a discussion their differences.
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Figure 4-1: Flow chart for general parameter estimation
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4-1 Parameter set

A parameter set is evaluated and the outcome is used to generate the next set of a parameter
values for the next iteration. Local minima like troughs in the search space. They are able to
fool algorithms into converging into an area it thinks contains global minimum. These points
exist within the design space of vehicle models due to factors including model simplification,
noise and measurement uncertainty.

All mechanical systems have constraints based on physical principles and laws. Models which
include physical principles such as friction in the Magic formula must, therefore, have con-
straints to stop the optimization from providing impossible outcomes. Empirical models are
bounded by the observations they are based on, which gives an indication of the range of
parameter values that produce the best results. This range can also be set to force the al-
gorithm to search in a narrower search field if a specific vehicle provides further indications
that its parameters will not exceed a given range.

Bounds are the literal limits of a range of parameter values while constraints follow a specific
equation that constrains the outcomes of the algorithm. The product of the Magic formula
coefficients B, C, D produces the cornering stiffness at a slip angle equal to zero. This value
can be constrained to a range of realistic values.

This constraint function is called an inequality function, as a calculated value must be more
or less a given value. An equality constraint function constrains an output of an algorithm to
a specific value but does not appear in this study. To simplify the algorithms, only bounds
will be implemented while constraints are recommended for further research.

Table 4-1: Bounds and estimated initial parameter set

Parameters Upper Initial Lower
DF 0.65 0.75 0.95
CF 1.15 1.56 1.7
BF 5 17.09 20
EF -1 -0.88 1
SvF -0.01 0 0.01
ShF -0.005 0 0.005
DR 0.65 0.75 0.95
CR 1.15 1.56 1.7
BR 5 17.09 20
ER -1 -0.88 1
SvR -0.01 0 0.01
ShR -0.005 0 0.005
RLF 0.1 0.35 0.5
RLR 0.1 0.27 0.5

Parameter values of past tire experiments are used to make a rough estimate of the initial
parameter set and the reasonable bounds for these parameters. These values are presented in
table 4-1. These parameters are primarily used by the deterministic algorithms. Estimates
were made with the help of tire files with a similar tire type and dimension [15]. Parameters
such as the friction coefficient (DF and DR) were reduced due to the wet conditions prevalent
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during the measurement experiments. The values for relaxation length were determined as
estimates based on various literature [1, 9].

4-2 Objective function

Before a model has been optimized, the outputs of the model will not resemble the measured
data as there will be errors in the model parameters that produce inaccuracies in the simula-
tion output. Reducing this error is the goal of the optimization algorithm and therefore this
error must be quantitatively defined and is called an objective function.

There are many methods to do this but most are based on the absolute difference between
corresponding points on both datasets but there are also methods that use other statistical
methods such as the comparison of standard deviation.

Ri(x) = yi − fi(x) (4-1a)

S(x) = (Ri(x))2 (4-1b)

Equation (4-1a) refers the to the residual Ri(x) at data point i where yi is the experimental
data output and f(xi) is the model output at point i. Equation 4-1b is called the residuals
squared S(x) which is an dimensionless value that is used by many deterministic algorithms
that apply least squares method.

RMSD =

√∑n
i=1 Si(x)
n

(4-2)

Equation 4-2 shows the equation for the Root Mean Squared Deviation (RMSD). A modifica-
tion of RMS(x) to allow for comparison between data sets of different length. It does this by
calculating the average of the error over the number of data points. This equation produces a
function value with the same units as the data recorded and being simulated. This is good for
the understanding of the algorithm and model outputs but due to the multi-objective nature
of this optimization, comparing objective functions is even more useful.

While objective functions can be normalized during the process of the optimization, it is
easier to normalize the objective function values within the fitness function. To do this, the
RMSD is divided by the average of the experimental data values,ŷi, for that dataset as seen
in equation 4-3. This is called the Normalized Root Mean Squared Deviation (NRMSD).

NRMSD = RMSD

ŷi
(4-3)
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4-3 Multiple objectives

As explained in chapter 2, the vehicle model will be optimized for the yaw rate and lateral
acceleration. These values describe the rotational and translational motion of the vehicle
and are the focus of the equations of motion of the vehicle model. The error between the
model output and the measured data should be minimized for both motions which describes
a multi-objective optimization. The output of these optimization problem consists of multiple
solutions called a Pareto front. They span between the optimal solution for either motion as
the decrease in strength of one objective is compensated by the other.

Figure 4-2: Illustration of the Pareto fronts that exist within a objective search space

Figure 4-2 shows a number of Pareto fronts at intermediary points during the progress of a
multi-objective algorithm. The determination of which front an individual belongs to is made
by a process of elimination called non-dominated sorting which will be explained in detail in
section 4-5-2. Each front consists of solutions that are better than that of the previous front
although it is possible that some solutions remain the same and that the front is only made
more accurate. The objective is to minimize both objectives until the front lies as close to
the origin of the graph as possible.
To find the solution that is the most suitable for the vehicle model a decision must be made
which will be chosen as the final solution. While this decision is made internally when it
comes to deterministic algorithms, stochastic algorithms produce a set of solutions with a
large Pareto front where a solution can be manually chosen. The advantages of a Pareto front
is that one can make an informed decision depending on the various solutions produced by
the algorithm [16].
For this thesis, both objectives are just as desirable and therefore an even solution will be
chosen from the resulting Pareto front. The method used is to calculate the Euclidean distance
of the objective function values of all the Pareto solutions to zero and choose the solution
with the least distance.
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4-4 Deterministic algorithms

Deterministic algorithms use analytical properties such as the position, gradient and objective
function values to approximate the characteristics of the search space and move in the di-
rection of a minimum solution. As the name suggests, deterministic algorithms produce the
same results when run using identical data and starting positions. This type of algorithm will
most likely converge towards a local solution as it only obtains information about its imme-
diate surroundings and the data of previous iterations. Automotive engineers frequently use
this algorithm to tune model parameters based on knowledge of the tire behaviour and avai-
lable tire information. While this method might work well for optimization using tire forces,
body inertial data consists of more noise and uncertainty which may increase the prevalence
of local solutions in the area of the initial estimate.

Deterministic algorithms used in this thesis will be implemented using the algorithm functions
available in Matlab. The algorithms used by these functions are largely based on variations of
the Newton-Gauss method which is explained in appendix A-2. Specific information regarding
the functions used was found in the Matlab documentation of the Optimization toolbox [17].
Clarification was sought in papers documenting the developments of these algorithms [18].

First, the Trust-region-reflective algorithm is explained as this is the algorithm used in the
lsqnonlin Matlab function that will be used in this thesis. This is coupled with the Matlab
goal attainment algorithm fgoalattain to produce a multi-objective solution to both the lateral
acceleration and the yaw-rate.

4-4-1 Trust-region-reflective algorithm

The Trust-region-reflective algorithm is a constrained non-linear optimization algorithm that
is based on the Newton method and the principle of trust regions. A solution is found
by following iterative steps to approximate the locally bound search space surrounding the
current point in the iteration.

S(Xk + d) ≈M(d) = S(Xk) + ∆F(Xk)Td + 1
2dTHkd (4-4)

The approximation of the local search space is done by means of a second order Taylor series
as shown in equation 4-4. Where the function M(d) approximates the residual squared,
S(X) using Xk as the parameter set. ∆S(X) and H represent the gradient and Hessian at
Xk during iteration k.

minimize
d

Mt(d)

subject to ||dk|| ≤ ∆k

(4-5)

The goal of this algorithm is to determine the Newton step dk by solving the minimization
problem 4-5. This problem is subjected to conditions where ||dk|| is the norm of the newton
step and ∆k is a scalar radius that defines the trust region.
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∆M(dk) = ∆S(Xk) + Hkdk = 0 (4-6)
dk = −HT

k ∆S(Xk) (4-7)

Differentiating equation 4-4 with respect to dk produces equation 4-6 which is solved to obtain
dk. Consequently the new Xk+1 can be calculated by adding this step to the solution of the
previous iteration, Xk+1 = Xk + dk [20]. If the new Xk+1 < Xk the new parameter set is
accepted and the next iteration is begun. If this is not the case, the trust region radius is
decreased and the iteration is restarted [19].

The finite difference method is used to calculate an approximation of the gradient by varying
each parameter and recording the difference of the function value for the optimization pro-
blem, in this case the residual squared S(Xk). The Hessian matrix a matrix containing the
second order partial derivatives of the problem function with respect to the current parameter
set. While this too can be calculated using the finite difference method, this produces a poor
quality approximation and requires a lot of computational power. In general, obtaining an
accurate Hessian matrix requires large computational power and therefore is usually approx-
imated using data from previous iterations. A Hessian update method is a positive definite
quasi-Newton approximation called the Broyden Fletcher Goldfarb Shanno (BFGS) method
which updates the Hessian matrix after every iteration.

For a Newton method optimization to work, the Hessian matrix has to be positive definite,
which means that the approximated curvature of the search space must be positive. The
trust-region method goes about this by changing the trust region to accommodate indefinite
Hessian matrices and will try to make a large step to move into an area with better chance of
continuing . Another method to avoid not converging to a solution is called the Levenberg-
Marquardt method which changes the Hessian until it is feasible or until it forms close to
a identity matrix. This means that the algorithm is transformed into a steepest descent
algorithm [20].

When the algorithm reaches a boundary set by the user, it will try to change the direction of
the merit function to reflect and move back towards the centre of the search space. This is
why the algorithm is called the Trust-region-reflective algorithm.

4-4-2 Goal attainment algorithm

Most algorithms cater optimization problems with a single objective. To accommodate multi-
ple objectives modifications have been made to existing algorithms to make this possible. The
biggest challenge to multi-objective optimization is determining the priority of the objecti-
ves to produce a global solution. One of the Matlab functions that do this is the fminimax
function which prioritizes the weaker of the two objectives during each iteration. While this
method works well with normalized objective values, the possible solution of either objective
might differ. The overall progress might be hindered due to an objective given priority, while
no further improvements are possible.

fgoalattain is another multi-objective optimization function but differs as it does not aim
to minimize the objectives to zero but to a pre-determined set of goals. These goals are not
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known for this problem and therefore must first be determined by independent single objective
functions such as lsqnonlin, which is based on a non-linear least squares method using the
Trust Region algorithm explained in the previous section.
This method of goal attainment gives the algorithm more information to prioritize the ob-
jective that is furthest from its optimum solution. If one or both objectives have reached their
goals, the algorithm does not stop but will try to minimize the objectives further until one of
the termination criteria has been reached. This ensures that if the single objective algorithms
produce a false solution, the algorithm will continue until a better solution has been found.
These situations give further reason to distrust the initial parameter set and prove the faults
of deterministic algorithms.
The Matlab fgoalattain function uses a variation of an Sequential Quadratic Programming
(SQP) algorithm, which is the steepest descent method using the gradient of a local search
field to determine the search direction and the next iteration point. To allow a multi-objective
optimization, the objective function needs to be modified to accept both objective function
values for lateral acceleration and yaw rate.

minimize
x

f = max
i

Fi(X)−F∗i
wi

(4-8)

The new problem formulation is shown in 4-8 where F∗i is the objective goals and wi is the
weight of the specific objective. This term determines how strict the algorithms consider the
goals. With a wi more than 1, the algorithm aims to overachieve these goals as previously
mentioned while a wi of 1 aims to reach the goals precisely.
This goal attain problem formulation is a modification by Brayton et al. [21] of a previous
formulation which uses the separate objective functions as constraints. These constraints were
formulated in a way that the separate objective functions had to lie within their respective
goals for the solution to be feasible. This modification was made because it is difficult to
define which constraint is more important relative to other constraints such as the bounds.
Figure 4-3 shows a flowchart that illustrates the steps taken during the algorithm iteration.
The algorithm is initialized with the initial parameter set provided in the previous section
and a positive definite initial Hessian matrix. The parameter set is first evaluated and the
weakest objective value determines which objective will be used in the current iteration.

L(X,λ) = f(X)− λTB(X) (4-9)

The ensure that the model parameters do not exceed the bounds, a constraint equation needs
to be taken into account. The resulting equation is called a Lagrangian equation L and
is shown by (4-9) where B is the matrix containing the bounds and λ is the Lagrangian
Karush Kuhn Tucker (KKT) multiplier for the bounds. This multiplier indicates how active
a constraint influences the Lagrangian equation. Which means that λ > 0 indicates that the
constraint is strongly active while λ < 0 indicates that the constraint is inactive and can be
disregarded [22].

minimize
d

1
2(dTHd) + ∆fTd

subject to B(X) + ∆B(X)Td ≤ 0
(4-10)
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Figure 4-3: Flow chart of the Sequential Quadratic Programming algorithm used in fgoalattain

The search vector d is minimized by local quadratic programming. The differentiation of the
Lagrangian equation produces 4-10 which is the local quadratic sub-problem to be solved.
This problem is solved in the same manner as the Newton-Gauss method explained in section
A-2.

As mentioned before, the bounds can be either active or inactive depending on the location of
the search. The algorithm takes this into account by checking to see if the bounds are within
a unity distance of the search direction at every iteration. If this is the case the respective
bound is added to B(X) and is considered active during the next iteration. If in the next
iteration the KKT multiplier for that bound becomes negative, this means that the bound is
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no longer active and it removed from B(X).

Xk+1 = Xk + δalgod (4-11a)

Ψ(X) = max
i

Fi(X)−F∗i
wi

(4-11b)

The merit function, shown in equation 4-11b, is minimized by a line search, shown in equation
(4-11a), in the direction d which was obtained during the quadratic program. The algorithm
continues its iteration until one of the termination criteria have been met. This may include
the following, depending on the threshold set before the algorithm is initialized.

• The change in objective function value across an iteration drops below a certain value
indicating that a bottom of a trough has been found.

• The step value of the iteration or the sub-problem of the algorithm has decreased below
a certain value indicating that the approximated search area is too small to provide
large benefit for the objective function value.

• The number of iterations exceed a predefined value to ensure that the algorithm is
stopped when the algorithm fails or takes a very long time to converge to a solution.

There is also a criterion that evaluates the optimality of the objective function output. This
is the gradient of the output and assumes that this reduces to zero when an optimal solution
has been found. This criterion is not used in the name of comparison as there is no equivalent
for stochastic algorithms.

4-5 Stochastic algorithms

Stochastic algorithms are based on evaluating random parameter sets and basis its search only
on the objective function value of the problem. This makes stochastic algorithms simplistic
and applicable to many problems of all development disciplines as it does not need prior
knowledge. One of the biggest differences with deterministic methods is that it considers a
population of many individual points within the parameter bounds, also called the design
space. These points are evaluated and the resulting fitness function is used to determine the
population of the next iteration. The number and distribution of these points at the start of
the optimization is chosen by the user. This search method has larger parameter sets as it
needs many more points to get a proper representation of the search field. This can lead to a
disadvantage of having a longer computation time per iteration as all population points need
to be evaluated separately. Many of these algorithms are inspired by biological behaviours
such as natural selection and swarm theory. The basic knowledge of Genetic algorithms was
retrieved from books such as from Introduction to Genetic algorithms by Deepa et al. [23]
which provide a wide introduction to the topic of stochastic algorithms as well as a guide to
searching for other relevant literature.
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4-5-1 Genetic algorithms

The genetic algorithm is based on biological observation of the evolution of a population con-
sidering the change in individuals during pairing and mutation. A parameter set is considered
an individual and the parameters seen as the genes of this individual. A fixed population of
individuals are uniformly generated at random across the search field. The individuals are
then evaluated to produce their objective value before being sent to algorithm operators to
modify and change them for the next generation. An operator of a genetic algorithm can be
programmed to make any change to an individual or a pair of individuals as long as the basic
principles of the algorithm are upheld. The probability of an individual to be chosen for this
process depends on their fitness function and a set algorithm parameters set by the user.

The standard genetic algorithm use the following operators:

• A random selection is made for reproduction based on the fitness value of the individuals.

• Pairs are randomly chosen and are mated together to produce offspring. This operator
is known as a crossover as the offspring is made up of a cross of different genes.

• A mutation operator applies random deformation on the offspring to ensure that the
algorithm does not prematurely converge to a local minimum and increases the chance
of exploring other area’s of the search field.

• The new offspring are then evaluated to produce their fitness value.

• The last step is the placement of the offspring in the population which has entered into
a new generation. The offspring is compared with parent that fathered it and replaces
if it has a better fitness value.

This process is repeated until the solution of an iteration is determined to be the global
solution to a certain accuracy. As mentioned before, determining when a solution has been
reached is one of the biggest challenges for an algorithm as there are still many different
parameter combinations to check. Therefore termination criteria have been defined to help
determine this. For a stochastic algorithm, these are based on the current performance of
the algorithm as well as the progress of the objective function values of the population. Most
termination criteria work on the principle that the algorithm is terminated when a certain
aspect of the individuals drop below a pre-defined threshold. Some examples of these aspects
are:

• The change in objective function value of the best individual which indicates that the
algorithm can not find a better solution to replace the current best individual.

• The average change in objective function value over a consecutive number of generations
which gives the algorithm a chance to further search for a better alternative.

• The average of the entire population which gives an indication of the algorithms overall
progress.

• The objective function value of the worst individual to ensure that the algorithm has
achieved a minimum requirement and will only produce a better result.
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• A sum of all the individuals will give an overall measure of the the optimum area and
act as an criteria to stop the algorithm. However decisions need to be made if all the
individuals are sufficient enough to be considered [23].

The threshold for these termination criteria is difficult to determine as some require an abso-
lute objective function value which requires knowledge of the potential of the algorithm and
the results of the vehicle model. Relative criteria such as the average change in objective
value are easier to define but may cause the algorithm to continue searching which increases
the computational time unnecessarily.

Simpler forms of termination criteria include terminating the algorithm when a maximum
number of generations have passed. This criterion is mostly used when specifically comparing
algorithms with each other as it gives a good indication of the algorithm’s performance. This
criterion is used in this study as a way to ensure that algorithm runs that do not show the
required performance are stopped before too much computational power has been spent.

Multiple stopping criteria can be used to complement each other in a way that the overall
results of the algorithm are op to the required standard. For example, the main termination
criteria may be based on the rate of change of the main individual but can only be triggered
once all other individuals or the average of these individuals have passed a certain threshold
which gives certainty to the final solution.

4-5-2 Adaptive Algorithm: Demo-TDQL algorithm

The stochastic genetic algorithms work on the principle of exploring or exploiting the search
space. A large spread of test points, or individuals, is beneficial as these maybe reside in areas
which might contain the global minimum. Exploitation generally means that this chance is
high and that the algorithm must investigate the area further to determine if it truly does
contain the global minimum. During this time, exploration of other areas must also continue
in the case that this area is not what it seems. The two methods work against each other
as there is a fixed number of available individuals and therefore difficult to find a balance to
produce the best result.

The parameters such as the population size and the operator probabilities influence these
characteristics and therefore need to be chosen wisely to fulfil the needs of the data. For a
generic algorithm, these parameters are set and kept constant throughout the optimization.
Trial and error are used to determine which parameters perform the best while as explained
above, the effectiveness depends on the area that is being searched.

There are many methods to adapt this parameter during the optimization such one proposed
by Deepa et al. [23] which works by changing the mutation operator relative to the algorithms
rate of progress. The mutation probability is increased when minimal progress is made, this
improves the exploration of other areas. While if the population improves by large amounts,
it is seen as good path to exploit and the mutation probability is decreased.

A trial and error logic approach to this problem is proposed by Ortiz et al [24]. This algo-
rithm produces two populations per generation using different algorithm parameters. The
performance of these populations determines which parameter value will be used for the next
generation. This method is feasible for small datasets such as that of laboratory tire force
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model optimization in Ortiz et al but is not feasible for this study as the simulations are
much bigger. Producing two populations per generation will double the amount of time the
algorithm needs to converge to a solution.

Machine learning is a method that acts as a separate function that observes the state and
actions of the algorithm. This data is recorded by the function and a reward given to the
algorithm which influences its characteristics. The goal of machine learning is to determine the
best parameter policy to produce the highest return based on its interaction with algorithm
[25]. This adaptive function does not need prior knowledge of the system but gains knowledge
at every generation on how to improve the results.

A machine learning algorithm called Differential evolution for Multi-objective optimization
(DEMO) TDQL was studied as a genetic algorithm that uses machine learning to change
the probability of the mutation operator. The state transmitted to the machine learning
function is the population and its rank according to its fitness, the action to be monitors is
the outcome of a certain probability value for that generation and the reward is the chance of
that probability value being chosen again for that rank in the population. All this information
is stored in a Q-table which is updated after every generation.

This algorithm is described by Rakshit et al. [26] and will covered in the following sections
as well used as the adaptive genetic algorithm to answer the research question of this thesis.
Figure 4-4 is a flowchart that outlines the steps taken by the algorithm.
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Figure 4-4: Flowchart of the DEMO TDQL algorithm
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Non-dominated sorting

Figure 4-5: Dominating points and their fronts

The optimal solutions of a multi-objective optimization belong to a Pareto front, explained in
4-3. Determining which individual solutions belong to the optimal front is call non-dominating
sorting. The solutions behind the optimal front also belong to Pareto fronts and can be
considered as a non-dominated front when members of the previous dominating fronts are
not considered. This can be done for all solutions and determines which Pareto front PFi
a solution belongs to. This is illustrated in figure 4-5, which show the first front, otherwise
known as the optimal front, and the solutions that are dominated per solution in this front.
The second front also dominates a set of solutions per front solution and this continues until
all fronts have been identified [26].

One solution is said to dominate the other solution when two criteria has been met:

• The solution is not worse than the other in all objective function values.

• One of the function values of the solution must be strictly better than the same value
of the other solution.

Crowding distance

The crowding distance of the individual solution is a measure of how unique this solution is
within a Pareto front. If two solutions are situated close together in a Pareto front, one of
them has a reduced significance when it comes to defining the Pareto front. This is definitely
true for the solutions at the extreme ends of the Pareto front, if these are close together, a
front is difficult to define outside of these two solutions. A Pareto front is properly defined if
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Figure 4-6: Illustration of the method of calculating the crowding distance

its solutions are located a large distance from each other. To achieve this, solutions with a
large crowding distance are given a higher rank and are given priority.

CDi =


F(i+ 1)la −F(i− 1)la

Fmaxla −Fminla

+ F(i+ 1)yr −F(i− 1)yr
Fmaxyr −Fminyr

for 1 < i < end

∞ otherwise
(4-12)

The crowding distance CDi is calculated in equation (4-12) where i represents the solution
number in the Pareto front and The neighbours of the solution in question are F(i+ 1)m and
F(i− 1)m which together form a rectangle. The distance is normalised using Fmaxm and Fminm

with m ∈ la, yr which represent the maximum and minimum objective function value found
in that Pareto front.

The solutions that lie on the boundary of the Pareto front are considered to have an infinite
crowding distance and accordingly given the highest priority. If multiple situations arise where
two or more solutions hold the same fitness values, this method of crowding distance can lead
to instability due to the fact that many distances will be zero and do not productively take
part in the algorithm. After many algorithm runs, it is observed that this situation does not
arise frequently enough to produce this instability [27].

Ranking

At this point, every individual in the generation population has a Pareto front and a crowding
distance. A final rank can be given to each individual by sorting them by means of a ranking
policy which determines that individuals importance. In this case, the individuals are sorted
in ascending order depending on their value of PFi(t)/CDi(t)∀i. This means that individuals
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with low crowding distance will be given a lower rank while an individual with a larger
crowding distance might be given a higher rank despite being in a lower Pareto front. The
position of the individuals in the population does not change, but each individual’s rank is
listed in a separate vector Ri [26].

Mutation operator and Mutation factor selection

The purpose of the mutation operator is to produce an alternative individual V within the
search boundaries to later be evaluated by the algorithm and is the biggest factor of the
algorithms search behaviour. There are many mutation operators used by the literature
and differ from each other by their search characteristics. Some mutation operators are more
exploitative and focus their search near the last best results while other operators tend to focus
more on exploring the search area. Every operator has the option to tune these characteristics
with mutation coefficient [28]. Random difference vectors, which are created by taking the
difference between two random individuals chosen from the current population.

Vi(t) = X(t)i + F ′1(Xbest(t)−Xi(t)) + F ′2(Xrand1(t)−Xrand2(t)) (4-13)

Equation 4-13 shows the operator that was chosen for this study and is used by the paper
of this algorithm. It takes a point in between the current individual X(t)i and a random
individual taken from the best Pareto front Xbest(t) which is due to the fact that all the
individuals in this front are considered to be the best solution. A random difference vector
consisting of two randomly chosen individual from the population, Xrand1(t) and Xrand2(t),
is added to ensure that the operator does not only search towards the best individual.

Two mutation coefficients, F ′1 and F ′2, control how the operator mutates the individual. This
means that the algorithm requires two Q-tables to adaptively change each coefficient. However
to simplify the operator for this study the two mutation factors are set equal to each other
to reduce the number of Q-tables [26].

Q(t) =



0.1 0.2 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1
1 1 1 1 1 1 1 1 1 1 1
1 1 1 1 1 1 1 1 1 1 1
2 1 1 1 1 1 1 1 1 1 1
3 1 1 1 1 1 1 1 1 1 1
...

...
...

...
...

...
...

...
...

...
...

NP 1 1 1 1 1 1 1 1 1 1


(4-14)

Fj

Ri

P (Fj) = Q(Ri(t), j)
10∑
k=1

Q(Ri(t), k)
(4-15)

Equation 4-14 shows the newly initialized Q-table where columns signify the range of opti-
mization parameters, in this case, the mutation coefficient, and the rows signify the rank of
an individual Ri. The mutation factor Fj is chosen at random out of a range of 0.1 to 1.
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The probability of a mutation coefficient being chosen is determined by its respective Q-table
value for the rank of the individual and is calculated with equation 4-15. Q(R1(t), 8) is shown

in equation (4-14) is encircled in red and
10∑
k=1

Q(R1(t), k) is the sum of the values encircled in

black.

The parameter that results from the operator may lie outside of the bounds and therefore
needs to be rectified. There are many methods to do this, the simple method is to discard the
result and repeat the operator until a valid parameter set is found. This particular operator
has a rejection rate of 24 % which is considered high but as the computational power needed
to run the operator is very low and thus repeating the operator does not reduce the overall
performance of the algorithm. A penalty could also be added to the respective mutation
coefficient in the Q-table to a reduced probability of this error happening again but as larger
mutation factors have a higher chance of mutating the individual beyond the bounds, this
would skew the Q-matrix towards smaller mutation factors. Another method put forth by
[24] is to change the invalid parameter in the operator result until the individual is within the
bounds and then average it with the current individual. This, however, will bring it closer to
the current individual and reduce the explanatory aspect of the operator. A simple rejection
method was chosen for this study as this would not decrease the performance of the algorithm
and does not affect the Q-table.

Crossover

Uji(t) =
{
Vji(t) if randji < Cr or j = jrand

Xji(t) otherwise
(4-16)

The crossover operator is a method to further increase the algorithm’s search capabilities.
The crossover function that is used is called the binomial cross over function [26]. It chooses
a gene from either the original individual or the respective mutated individual at random
according to the crossover probability Cr.

The chosen genes are put together, according to equation (4-16), to form the candidate
individual Ui(t). For this study the value of Cr is set to 0.5, which means that there is a 50 %
chance that half of the original individual will be returned to the candidate. There is however
a chance that all the genes originate from the original individual which is not productive
for the algorithm. Therefore the probability of a mutated gene being chosen is increased by
adding the condition j = jrand where jrand is a random integer within the range of the length
of the individual.

Selection

Qreward(Ri(t), F ) =



∑
(fj(Xi(t))− fj(Ui(t))) if Ui(t) ≺ Xi(t) ∀j ∈ nObj
−Kpenalty if Xi(t) ≺ Ui(t)∑

(fj(Xi(t))− fj(Ui(t))) otherwise
∀j : fj(Xi(t)) > fj(Ui(t))

(4-17)
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The algorithm now must choose between the original individuals and the individuals pro-
duced by the algorithm operators. The objective function value of the candidate individual
is compared with that of its parent individual to see which individual dominates the other
following the rules in section 4-5-2. If the candidate individual dominates the original, the
candidate is added to the population while the original is discarded. This is repeated for
each pair and afterwards, a new generation is born to be used in the next iteration of the
algorithm. Figure 4-7 illustrates the process of the operators used to produce this generation
for one individual. The example individuals in this Figure has 5 parameter blocks of which
the shade of the parameter block indicates its value.

This means that the algorithm and the selected mutation factor were successful in improving
the solution. Therefore a reward, equal to the objective function value improvement, is added
to the reward table Qreward(t) which has the same dimensions as the Q-table. This reward
table exists only for this iteration and is used to update the Q-table at the end of the iteration.

If the original individual is dominant, the candidate is discarded and the original individual
remains in the population. The algorithm has failed to improve the solution and therefore
a pre-defined negative reward Kpenalty(t) is added to the reward table. In the case that the
original individual or candidate is not dominant both individuals are considered valid and
the candidate is appended to the population. The reward value added to the reward table is
equal to the objective value difference of the improved objectives.

Truncation

At this point the population may contain more individuals than the prescribed population
size and must be truncated to reduces its size back to the original population size. This trun-
cation occurs during non-dominated sorting and the crowding distance calculation explained
in section 4-5-2.

After the Pareto fronts and crowding distance has been determined for each individual, the
Pareto fronts are sorted in ascending order and each Pareto front is added to the new popu-
lation matrix until a Pareto front does not fit. The individuals are then added according to
their crowding distance until the original population number has been reached.

Q-table update

Once all the series of operators have produced the new population, the Q-reward table will
be filled with the rewards and penalties given to the mutation coefficient corresponding to
the results of the selection operator. This Q-reward table is then combined with the global
Q-table in preparation of the next iteration of the algorithm.

A simple update method would be to directly add the reward table per element to the current
Q-table. This would work for the first few iterations but due to the varying change in
search conditions during the duration of the optimization, mutation coefficients that initially
performed well might not produce the same results in later iterations. This is why a learning
rate α is introduced to give current rewards priority rather than the rewards achieved in the
past.
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Figure 4-7: An basic illustration of the Mutation, Crossover and Selection operators using
example parameter sets of 5 parameters
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Q(Ri(t), j) = (1− α)Q(Ri(t), j) + α(Qreward(Ri(t), F ) + γmax Q(Ri(t+ 1), j)) (4-18)

Equation 4-18 shows the Q-table update function which is evaluated for every individual in
the population of the current generation. Each individual has a rank Ri(t) which corresponds
to a row in the Q-table while the columns of the Q-table j correspond to the range of mutation
factors Fj. Every probability value in a row is updated with the condition that the value in
the Reward table at the same position is not equal to zero.

At this point in the algorithm’s work flow, the population of the next generation is already
determined and therefore can be ranked before the mutation operator is executed and the
values of the Q-table needed. With these two ranked populations a prediction can be made
by looking at the maximum possible performance an individuals offspring can achieve and
adds this prediction to the reward given to that rank in the Q-table. This ensures that the Q-
table is more optimistic by striving to achieve the best possible results in the next generation
[26, 29]. This principle is implemented into the update function with γmax Q(Ri(t + 1), j)
where γ is the discounting factor, which controls the influence future predictions have on the
Q-table.

4-6 Termination criteria

For multi-objective optimization the change in objective function can be difficult to deter-
mine, as new solutions might lie on a Pareto front and may not indicate an improvement
in the overall solution. Measurement methods such as the generational distance GDm, are
introduced [30]. Methods such as these determine the progress of a multi-objective algorithm
by focusing on the movement and deformation of the Pareto fronts. This can be compared
with the standard single objective termination criteria proposed in section 4-5-1 but instead
of taking the progress of the individuals into account, the rate of change of the best Pareto
front and average Pareto front can be used. A Pareto front with a wide range is desirable
as it gives the best insight into the available solutions between the optimum solutions for
either objective. Therefore a criteria can be set to only allow the algorithm to terminate if
the average crowding distance of the best Pareto front is above a certain level.

di = min‖Yi −Yj‖ for j = 1, 2., , , Ncurrent (4-19a)

GDm = 1
Nprevious

√√√√Nprevious∑
i=1

d2
i (4-19b)

Equation (4-19) calculates the generational spread of each individual in a Pareto front where
di in equation (4-19a) is the objective difference between an individual in the previous Pareto
front, given by index j, to the nearest individual in the corresponding Pareto front in current
generation given by index i.

The generational spread indicates the minimum distance that the algorithm has moved the
fronts forward and can, therefore, be used as a measurement of the algorithm’s progress.
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Termination occurs once the average change of the best Pareto front over a defined number
of stall generations decreases below a threshold. While the actual crowding distances will
not be taken into account for this study, a minimum number of 4 Pareto points in the final
solution is required for the algorithm to terminate.

Deterministic algorithms have singular results and therefore instead of calculating the distance
of a Pareto front, the termination criteria measures the change in the distance of the objective
function value to zero. This ensures that the main termination criteria for both types of
algorithms are similar and therefore comparable. Supplementary criteria such as the step size
and optimality criteria are left in place as a back up in case the main criteria does not stop
the algorithm. This can occur when a deterministic algorithm starts oscillating around its
intended solution.

Globally, a maximum iteration limit is placed as a method to save computation time and
stop an algorithm that fails to converge to an acceptable solution. Unless divergence takes
place, each algorithm has the ability to eventually converge to a solution with endless time to
do so, however as the duration of the algorithm is also a measure of its performance, a large
number of iterations are not desirable. This lack of performance is reflected in the duration
of the algorithm but also its objective function value as the algorithm has not had the chance
to converge fully.

4-7 Algorithm implementation

The algorithms described in this chapter were implemented in Matlab with the objective
function described in section 4-2. The following list shows the algorithms that were compared
in this study:

• The multi-objective function gamultiobj was used as a base-line for a multi-objective
genetic algorithm based on the basic principles explained in this chapter. This algorithm
will be referred to as Multiple Objective Genetic Algorithm (MOGA).

• The lsqnonlin function, which will be referred to as Mixed Least Squares (MLSQ), was
used as a base line for a deterministic algorithm and is a non-linear least mean square
curve fitting algorithm accepting only one objective which was taken as the average of
the normalized objective functions provided by the simulation.

• The goal attainment algorithm was implemented using sequential combination of the
lsqnonlin function to determine the independent objective goals and the fgoalattain
function put forth in section 4-4-2.

• The Demo-TDQL algorithm was completely implemented programmatically according
to the [26] with modifications with respect to the automotive problem such as bounds
and stopping criteria.

Standardisations were implemented to be able to compare the performance of the algorithms
with each other. This can be a daunting task considering the differences in algorithm principles
and datasets. Where common parameters exist, these were made equal.
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Figure 4-8: Flow chart of the algorithm comparison run procedure

The population size for the MOGA and the DEMO algorithms were kept constant at 20. The
size was difficult to define as a smaller population size would work in favour of the adaptive
component featured in DEMO as the number of generations would increase leading to more
information for the Q-table. However, a small population would hinder the searching ability
of MOGA. The finite difference step which is used by the deterministic algorithms MLSQ
and Goal attain was chosen to be 1e-3.

The termination criteria, which is the biggest factor of the algorithm’s final accuracy, was
chosen as the change in objective function and/or Pareto front per iteration. This act as
the main termination criteria for all algorithms and was standardized to be a change less
than 1e-3. A stricter criterion was investigated but did not show a significant increase in
accuracy but did increase the duration of the algorithms. Furthermore, a final limit placed
on all algorithms is the number of function evaluations allowed per algorithm run. This was
set at 800 iterations and would stop if this were reached. When this occurs, it is considered
an outlier result and is important as this is an indication of the algorithms reliability.
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The initial parameter set for deterministic algorithms is standardized for all algorithms during
a repetition of a dataset. This means that it is also added to the initial population of a sto-
chastic algorithm to ensures that if the chosen initial parameter set were already the optimal
solution, both algorithm types will have access to it and converge just as quickly. Determinis-
tic algorithms produce the same results when the settings and inputs are kept constant and
as the initial parameter set is pre-determined and is usually an educated guess. To simulate
the uncertainty of a guess based on previous data knowledge, a random element was added
to the initial parameter set per algorithm repetition. This simulates human uncertainty with
up to 20%.

To further standardize the inputs for comparison, the random seed function in Matlab set
to produce the same sequence of values. This ensures that the algorithms receive the same
random numbers and the behaviour of the algorithms can, therefore, better be compared.
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Chapter 5

Results

This chapter will examine the results of the execution of the four algorithms implemented in
the previous chapter. The algorithms were run sequentially on each of the datasets acquired
during experimental testing which compromise of 6 repetitions for the step manoeuvre and
4 repetitions for the steady-state manoeuvre. Multiple runs were executed for each dataset
partly due to the nature of the stochastic algorithm,Differential evolution for Multi-objective
optimization (DEMO) and Multiple Objective Genetic Algorithm (MOGA), but also as a
way to vary the initial dataset of the deterministic algorithms, Goal attain and Mixed Least
Squares (MLSQ). Many aspects of the algorithms were standardized using the same type
of termination criteria and have equal algorithm parameters where this is applicable. This
is done to ensure that the results are comparable. Focus will be placed on the objective
function of the algorithms, the Normalized Root Mean Squared Deviation (NRMSD). The
computational duration of the algorithm as well as the reliability of the resulting parameter
set will also be evaluated.

Validation of the resulting parameter sets is done by means of cross-validation between the
experimental datasets to determine which type of test manoeuvre produces an accurate and
flexible solution. A dedicated validation dataset mentioned in section 3-3-3 is then used to
evaluate the dataset further as this dataset better reflects normal operation. This chapter is
concluded with an overall discussion of the results including the limitations of the datasets
and algorithms observed.

Master of Science Thesis D.H. den Hartog



52 Results

5-1 Preliminary results

Before the primary results are evaluated, preliminary investigations were done to get a better
understanding of aspects of the implemented algorithms and how it interacts with the para-
meter search space. Firstly the influence of the initial position on the outcome of deterministic
parameters will be investigated. This is followed by a look into two different methods of using
the available data by deterministic algorithms. This is related to the choice of algorithm
to determine the goals of the goal attain algorithm. Lastly the sensitivity of the mutation
operator on genetic algorithm results will be investigated. This is important to understand
the need of the adaptive component implemented in the DEMO algorithm.

5-1-1 Deterministic initial position

The biggest disadvantage of deterministic algorithms mentioned in this study and in the
literature is the dependency on a pre-defined initial parameter set. Deterministic algorithms
tend to prematurely converge into local minima and therefore produce inaccurate solutions.
To investigate if this case applies for this set of data, a simple test was done using the
deterministic lsqnonlin algorithm.
Starting with the initial parameter set values chosen for this thesis (table 4-1), each parameter
is either increased or decreased by 10 % of its bounded range. After this change the parameter
set is used as the initial parameter set for the lsqnonlin algorithm. The change in resulting
parameter solutions is recorded before moving to the next parameter in the set. This is after
resetting the previous parameter to its original value.

Table 5-1: The change in the solution parameter set after the initial position has been varied by
10% per parameter

Percent change in re-
sulting parameter set
X0 − 10% X0 + 10%

RLF 2.3% 2.1%
RLR 7.6% 4.3%
DR 25.3% 8.0%
CR 3.0% 9.4%
BR 2.7% 7.5%
ER 6.8% 3.5%
SvR 4.1% 5.1%
ShR 7.0% 4.5%
DF 8.2% 18.8%
CF 1.7% 1.0%
BF 1.8% 12.0%
EF 42.1% 2.2%
SvF 6.7% 4.5%
ShF 4.9% 5.5%

Table 5-1 shows the percentage of the euclidean distance changed by the parameter set relative
to the initial parameter set vector X0. The results show that there are other areas of local
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minima which influence the path of a deterministic algorithm. If there was only one possible
solution in the area, the resulting parameter set produced by the algorithm would remain
the same and should not change with a different initial parameter set. The presence of these
local minima may stem from the inaccuracies in the measurement data and/or due to the
inabilities of a simplified model.

Figure 5-1: Histogram illustrating the areas of local minimal that attract solutions starting from
different initial parameter sets

To prove the presence of local minima in the area, the results of the main algorithm iterations
covered later in this chapter were used. The initial and final positions of the parameter set
produced by the goal function of the goal attain algorithm were analysed to see if a pattern
could be identified. The initial and final parameter sets were grouped into clusters with
similar values surrounding a centroid parameter set which is the component-wise median
of the cluster. Figure 5-1 shows a histogram plot of the clusters to which the initial and
final parameter sets belong. These clusters are ordered in the manner of distance from each
other and show how different starting points produce different results. This reaffirms the
disadvantage of a deterministic algorithm when it comes to this particular measurement data
and model optimization.

5-1-2 Lsq and fmincon

The goal attainment algorithm, fgoalattain, requires optimum values for both the lateral
acceleration and yaw-rate objective to act as goals optimize towards. There are two single
objective algorithms available in Matlab that can be used for this purpose. The first is the
lsqnonlin algorithm which is based on the least squares method and uses the raw data from
the simulation and the experiments to fit the curve. The other is the fmincon algorithm which
uses the value calculated by the objective function instead of the raw simulation outputs. The
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advantage of fmincon is that it directly uses NRMSD value and does not have to be calculated
afterwards such as with lsqnonlin.

Figure 5-2: Objective function value progress across iterations for the fmincon and lsqnonlin
Matlab functions

Figure 5-2 shows the change in NRMSD per iteration repeated at 5 randomly varied parameter
sets surrounding the initial parameter set. The least squares objective function performs
better at achieving the objective but has a higher chance of not converging to valid solution.
This instability is found to be the result of the algorithm diverging towards the parameter
bounds. Once situated at the bounds, the optimization converges to an unusually high local
minimum.

This is a problem if the solution was only based on this result. However, as these solutions
will be used as goals for the final fgoalattain algorithm, these erroneous goals will be quickly
overachieved and disregarded. The fgoalattain is expected to be require a longer duration to
optimize the problem without goals in place to determine which objective takes priority. The
lsqnonlin is used for this study as the advantages of accurate goals outweigh the advantages
of averagely less accurate goals but with a higher reliability.

5-1-3 Mutation operator coefficient sensitivity

One of the main parts of this study was to reduce the number of critical algorithm parameters
that the user needs to choose before an algorithm is run. The adaptive algorithm is a method
to reach that goal by providing a way to determine parameters during the optimization.
Figure 5-3 shows the average objective distance of the DEMO algorithm per generation.
The mutation coefficient, Fj , is varied and different characteristics are observed. For a low
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Figure 5-3: Solution progression with respect to mutation coefficient Fj

mutation coefficient, the algorithm converges quickly but stalls prematurely, while for a high
mutation coefficient, the algorithm does produce better results but after a longer period of
time. The figure also illustrates how the Q-table modification of the genetic algorithm, which
varies the mutation coefficient, improves these results by exhibiting both characteristics.
It is also noted that the number of generations needed to achieve the same objective function
value is reduced up to 15 generations when adapting the mutation coefficient in real time.
This does not provide much improvement for the current small scale problem that takes on
average 3 s per generation. However, a more complex version of the vehicle and/or tire model
could profit from this decrease in required computational power to provide a solution faster
that is just as accurate.

5-2 Algorithm results

As explained in section 4-7 all algorithms were run consecutively using the standardized
settings and inputs laid out in previous sections. The results of these comparative runs will
be presented and analysed in this section. Focus will be placed on the objective function
values, duration, and the quality of the solution produced by these algorithms.

5-2-1 Objective function value

The objective of the optimization algorithms is to reduce the NRMSD of both the model
outputs by iteratively varying the model parameters. A optimization algorithm that can
reliably produce an accurate solution is the biggest indicator of its performance.
Initially all algorithms were repeated 12 times on all datasets. As will become clear later
in this section, the step manoeuvre was further repeated to increase the significance of the
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statistical tests. The results of which will determine if one algorithm performs exceptionally
better.

Table 5-2 contains the mean and standard deviation of the respective NRMSD euclidean
distances values which will be regarded as the objective value unless otherwise stated. For
the algorithms that produce a set of Pareto solutions, the solution with the least NRMSD
euclidean distance is chosen as the objective value for that run.

Table 5-2: The NRMSD euclidean distance values for the datasets per algorithm with standard
deviation in brackets

Test Direction Set DEMO MOGA Goal attain MLSQ

Step
(N=80)

Left

1 0.1372 0.1573 0.1672 0.1417
(0.0115) (0.0212) (0.0528) (0.0172)

2 0.1284 0.1393 0.1946 0.1310
(0.0065) (0.0149) (0.2233) (0.0086)

3 0.1113 0.1147 0.1721 0.1190
(0.0056) (0.0081) (0.1706) (0.0072)

Right

1 0.1327 0.1488 0.5118 0.2214
(0.0095) (0.0188) (0.5254) (0.2325)

2 0.1118 0.1174 0.1926 0.1095
(0.0054) (0.0089) (0.2523) (0.0038)

3 0.1291 0.1375 0.4967 0.2147
(0.0052) (0.0099) (0.3068) (0.2245)

Steady-
state
(N=12)

Left

1 0.0487 0.0489 0.0522 0.0492
(0.0017) (0.0026) (0.0034) (0.0008)

2 0.0449 0.0449 0.0465 0.0455
(0.0010) (0.0011) (0.0024) (0.0010)

Right

1 0.0616 0.0915 0.0513 0.0516
(0.0087) (0.0209) (0.0013) (0.0017)

2 0.0574 0.0799 0.0458 0.0473
(0.0087) (0.0177) (0.0027) (0.0013)

Figure 5-4 shows two box-plots illustrating the results for the step and steady-state manoeuvre
of all the respective datasets combined. This representation of the objective distance data
shows that the DEMO and MLSQ algorithm produce the better results on average for the
step manoeuvre. The results for the steady-state test are not so clear but clearly indicate
that the goal attain algorithm does not perform as well as the other algorithms.

Manoeuvre verification

It was noted that the objective values for the steady-state manoeuvres are significantly lower
than that of the step manoeuvre. This was most likely due to the fact that the model is better
equipped to model steady-state manoeuvres and therefore provides a solution with a better
fit. In light of the added complexity of modelling a dynamic step manoeuvre, this makes it
difficult for the model to simulate everything accurately and therefore a larger NRMSD is
expected on average.
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(a) Step manoeuvre N = 80 (b) Steady-state manoeuvre N = 12

Figure 5-4: Box-plot of the Objective function distance values per manoeuvre and algorithm

In light of this fact, an investigation is done to determine how flexible the resulting parameter
sets are relative to the manoeuvre used to obtain them. Figure 5-5 shows a plot of the
cross validation for both steady-state and step manoeuvres. The parameter sets produced by
the algorithm solutions that were retrieved using the step manoeuvre are used to simulate a
steady-state manoeuvre and vice versa.

(a) Step solutions simulating a steady-state test
(b) Steady-state solution simulating a step test.
Note the y-axis shows a drastically larger scale than
normal

Figure 5-5: Cross validation of algorithm results

The results from these cross validation simulations show that the parameter set solutions from
the steady-state optimization produce large errors when simulated on a more dynamic dataset.
While some parameters produces comparable results to the step manoeuvre solutions, a large
part of the simulations produce large errors which lowers the reliability of the manoeuvre as
an optimization dataset.

Table 5-3 shows the objective function of the best simulations for either cross test. It shows
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Table 5-3: The minimum Objective distance values of the cross-validation for each algorithm
compared with the average of the original results retrieved in the previous section.

Cross validation DEMO Goal attain MLSQ MOGA Original average
Step 0.055 0.059 0.055 0.061 0.05

Steady-state 0.24 0.263 0.285 0.18 0.15

how the best solutions for either cross test fall short of the average objective function value
produced by the original optimization. This was to be expected as model optimization optimi-
zes the parameters for a specific dataset producing a situation where the model is over-fitted
to the particular dataset. This produces large errors when this model is used to simulate
other datasets that don’t resemble the original dataset.

Statistical analysis

Besides the conclusions that are made using the visualized data, statistical tests provide a
better indication on how the algorithms perform with respect to each other. For this reason,
tests were carried out to determine if any algorithm performed significantly better and a
pair-wise investigation for a better indication of which algorithms these are [31].

To improve the significance of the hypothesis tests, the number of algorithm runs per dataset
for the step manoeuvre was increased to 80. This was only done with the step manoeuvre,
as the results of the steady-state test have shown that optimization solutions do not show
reliable flexibility to simulate different vehicle manoeuvres.

The Friedman’s test is a two-way non-parametric test which investigates problems with two
different variables, in this case the dataset runs and the different optimization algorithms.
This test is frequently used as it adjusts for differences in algorithm runs but focuses on the
objective value difference between the algorithms. The null hypothesis states that all the
medians for the different algorithms are equal and is rejected when the probability of which
drops below the 5% threshold [32].

Table 5-4: The rank values resulting from the Friedman test on the resulting objective values.
Ranks indicate the performance of the algorithm with a lower rank indicating a better rank. The
null hypothesis probability indicates the probability of the null hypothesis being true.

Lateral acceleration Yaw rate Objective value
Null hypothesis probability 2.82e-49 1.53e-33 1.00e-40

Critical Difference 1.29 1.29 1.29
DEMO 1.99 1.98 2.00
MOGA 2.86 2.86 2.89

Goal attain 3.01 2.83 2.91
MLSQ 2.13 2.34 2.21

Table 5-4 show the results of the Friedman test where the values per algorithm are its mean
rank. If an algorithm produces a result with a mean rank lower than its counterparts by the
critical difference, then the null hypothesis, is rejected. DEMO and MLSQ algorithm rank
lower than the other two, but no one of the algorithms performed decisively better. The
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null hypothesis does have a very low probability overall which rejects the hypothesis that the
median values are equal.

This result leads to a more specific investigation of the algorithms. This is done by applying
the Wilcoxon rank sum test which is a robust test to compare two independent populations.
It is robust as it is able to investigate skewed distributions and make a normal approximation
of the data [32]. The test is run as a single tail test with a null hypothesis stating that
algorithm X does not perform better than algorithm Y.

Table 5-5: Single tailed Wilcoxon rank sum test. The algorithms were tested pair-wise using the
objective values. The results in this table show the probability of the null-hypothesis

Y
DEMO MOGA Goal attain MLSQ

X

DEMO 0.5 9.8e-17 2e-22 0.14
MOGA 1 0.5 6.6e-06 1

Goal attain 1 1 0.5 1
MLSQ 0.86 1.8e-10 1.6e-16 0.5

Table 5-5 shows the results of this test where the results in bold indicate significant results.
It confirms that the DEMO and MLSQ perform better than the MOGA and Goal Attain
algorithms. This also shows the the Goal attain algorithm performs the worst out of the
group.

5-2-2 Computation duration

Another measure of algorithm performance is the duration that it took for an algorithm to
converge to a solution. The duration is used as it gives a practical indication of the algorithms
computational efficiency.

Figure 5-7 is histogram illustrating the distribution of the objective and duration results per
algorithm. Both DEMO and MOGA have runs concentrated at the lower left side of the
distribution indicating a good objective value and short durations to produce a solution.

The Goal-attain algorithms perform visibly worse, having a larger deviation from the optimal
region and shows a certain amount of instability with many outliers. The algorithm was
already expected to have a longer computational time due to the fact that it first needs to
determine the objective goals before the fgoalattain algorithm can be executed to produce a
global solution. The MLSQ algorithm does not have this problem is indeed shows a better
performance and consistently produces low objective values but with longer durations than
that of the stochastic algorithms. The MLSQ algorithm does show singular outliers when it
comes to the objective value.

Just as with the objective values, the duration was subjected to the Wilcoxon test. The
results show that when it comes to the duration of the optimization, the MOGA performs
better than the DEMO algorithm.
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Figure 5-6

Figure 5-7: A histogram showing the algorithm results sorted into objective value and time where
an optimal result should have a low NRMSD within a short duration.

Table 5-6: Single tailed Wilcoxon rank sum test run pair-wise on the duration. The results in
this table show the probability of the null-hypothesis

Y
DEMO MOGA Goal attain MLSQ

X

DEMO 0.5 1 2e-151 3.9e-82
MOGA 5.6e-14 0.5 2.6e-158 1.1e-107

Goal attain 1 1 0.5 1
MLSQ 1 1 6.1e-64 0.5

5-2-3 Pareto results

While the previous results are based on the lowest magnitude of the objective function, the
entire Pareto range must be taken into account. Figure 5-8 shows the solutions of the step
manoeuvre for one dataset. It is immediately clear that the DEMO algorithm produces
the widest Pareto front compared to the other stochastic algorithm MOGA. The Pareto
front shows the range of solutions that are considered just as optimal for either the lateral
acceleration or the yaw-rate. The difference in lateral acceleration accuracy between the
Pareto front extremes can be up to 20 %, which shows that while an overall accuracy can
be achieved, the position of the solution on the Pareto front can make a difference in model
behaviour during a simulation.
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Figure 5-8: An example of the Pareto fronts based on one of the Step manoeuvre algorithm
results. The solutions resulting from the deterministic algorithms are also included for comparison

Figure 5-9: Lateral acceleration Pareto extreme

Figures 5-9 and 5-10 show how the simulation results differ when Pareto solutions from either
extreme is used by the model. This shows that while not very large, the difference between
the two solutions is capable of producing an error in either objective output data.
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Figure 5-10: Yaw-rate Pareto extreme

5-2-4 Parameter solution

After having determined the optimal solution per algorithm, the parameters of these solutions
can be evaluated to see how these vary. The ultimate optimal solution is unknown and
therefore a general investigation must be made to see if an optimal parameter set has been
frequently determined by the algorithms. The parameter set consists of 7 parameters for the
front and rear wheels which make a total of 14 parameters. As it is difficult to illustrate
the positions of the solutions in relation with each other within the search space, individual
parameters were simulated by the vehicle model to produce the results seen in figure 5-11.

The Magic formula coefficient D is a physical principle as it describes the friction between
the tire and the road. This coefficient depends on the road and weather conditions and
therefore can not be predetermined with respect to a specific tire. Ideally the algorithms
should converge to the same friction coefficient as this physical principle should be the same
across all datasets. Considering that the experimental tests were done under wet conditions,
a lower friction coefficient is expected and therefore a 0.75 value was used in the estimated
initial parameter set.

Figure 5-11 shows that the friction coefficient range per algorithm for both tests and tires.
The algorithms estimate a higher friction coefficient for the rear tires and a relatively low
value for the front tire. This could be due to the overall handling characteristics of a front
wheel driven vehicle that exhibits understear, having less grip at the front tires. For the step
manoeuvre, the averages lie around the same value range while the deviations of the data
vary greatly. This could be due to the nature of a dynamic test which tend to experience
a large range of friction values during the rapid changes of state experienced by the vehicle.
The steady-state parameters are more precise as part of the tests design is to determine the
tire friction which varies less as the slip values rise slowly.

Both DEMO and MOGA do not trend to a specific value for coefficient D, while the goal attain
algorithm performs the worst by producing a large range of values. MLSQ algorithm shows
significantly lower variance which may point to a higher parameter accuracy although outliers
do occur. The steady-state manoeuvre was performed on a wetter roads which coincides with
the low averages produced by the algorithms.
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(a) Front tire for Step test (b) Front tire for Steady-State test

(c) Rear tire for Step test (d) Rear tire for Steady-state test

Figure 5-11: Friction coefficient D results

Figures 5-12 and 5-13 show the simulation outputs for the lateral acceleration and yaw-rate
using the best results produced by the optimization algorithms. The lower plot, in both
figures, show the error with respect to the y axis. This illustrates the differences of the
algorithms in a clear manner.

As a verification of the model with respect to the test data, the parameter solutions were
used to calculate the linear cornering stiffness of each tire and subsequently the understeer
characteristics of the vehicle model as explain in chapter 3. Figure 5-14 shows the understeer
characteristics of the best solutions for each algorithm for all datasets. These are compared
with the experimental data and a loosely fit curve to indicate the trend in the data.

All algorithms show the same understeer characteristic while most lie below the data trend.
This can be explained due to the previously mentioned non-linear characteristics which are
not taken into account by the understeer characteristics. Only the MOGA algorithm shows
a steeper curve which may be due to apparent over estimation of coefficient D therefore
exhibiting less of an understeer characteristic.
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Figure 5-12: Lateral acceleration plot

Figure 5-13: Yaw rate plot
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Figure 5-14: Understear gradient of Solutions

5-3 Validation

Validation tests the models to investigate if they are able to properly simulate the vehicle
manoeuvres. If this is the case, the optimized models produced by the algorithms are reliable
enough to be used as simulation tools. While the ideal method of validation would be to have
tire data retrieved in a laboratory setting, this data is unavailable. Validation is done using
other datasets that were not used in the optimization process.
As mentioned in chapter 3 the return journey from the test site back to the university was
recorded. This dataset, reflecting general driving conditions, acts as a method of validation of
the parameters set produced by the four algorithms. This data is independent of the dataset
used to optimize the model parameters and therefore a good measure of the results. Having
concluded in the previous section, that the solutions produced by the step response data show
a great flexibility in simulating other datasets, these solutions have primarily been used for
this validation.
Figure 5-15 shows the box-plots for the lateral acceleration and the yaw-rate simulated over
all intervals of the validation dataset. Interestingly, the DEMO algorithm does not produce
consistent accurate results which is alternatively done by MOGA. The other algorithms do
not show any decisively different results although the goal attain algorithm again does not
perform well. The objective function used in the previous analysis is not used on these results
due to the large differences in the measurement mean which is used in the normalization of
NRMSD. Therefore the values in the plot and in Table 5-7 are given in Root Mean Squared
Deviation (RMSD) for each lateral acceleration and yaw-rate. The table shows the individual
results for each validation measurement interval, which are parts of the dataset recorded on a
return journey from the test site as explained in section 3-3-3. The 5th internal was recorded
while driving on a highway at high speed and is the reason for the high maximum values in
box-plot 5-15.
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(a) Lateral acceleration objective plot per algorithm (b) Yaw rate objective plot per algorithm

Figure 5-15: Objective value plots for the Validation datasets
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Table 5-7: RMS of the validation test set simulated with results produced by step response test
set

DEMO Goal-attain MLSQ MOGA
Dataset Interval LA YR LA YR LA YR LA YR

Left 1

1 0.1296 0.0119 0.1316 0.0119 0.1435 0.0131 0.1257 0.0121
2 0.0739 0.0055 0.0740 0.0054 0.0935 0.0067 0.0762 0.0058
3 0.0858 0.0059 0.0863 0.0059 0.1058 0.0068 0.0877 0.0062
4 0.0571 0.0032 0.0566 0.0032 0.0788 0.0044 0.0611 0.0036
5 0.2755 0.0120 0.2719 0.0118 0.2925 0.0127 0.2803 0.0122

Left 2

1 0.1528 0.0147 0.1573 0.0150 0.1499 0.0146 0.1437 0.0142
2 0.0859 0.0065 0.0930 0.0068 0.0902 0.0068 0.0892 0.0068
3 0.0975 0.0065 0.1068 0.0068 0.1033 0.0068 0.1031 0.0068
4 0.0599 0.0034 0.0683 0.0038 0.0666 0.0039 0.0664 0.0039
5 0.2403 0.0110 0.2518 0.0113 0.2534 0.0114 0.2558 0.0115

Left 3

1 0.1501 0.0142 0.1555 0.0147 0.1678 0.0164 0.1519 0.0146
2 0.0788 0.0059 0.1048 0.0075 0.1206 0.0087 0.0789 0.0061
3 0.0851 0.0056 0.1195 0.0075 0.1419 0.0090 0.0851 0.0058
4 0.0531 0.0029 0.0860 0.0049 0.0998 0.0058 0.0513 0.0029
5 0.2257 0.0103 0.2841 0.0124 0.2951 0.0130 0.2136 0.0100

Right 1

1 0.1665 0.0159 0.1498 0.0148 0.1396 0.0132 0.1633 0.0155
2 0.1917 0.0123 0.1592 0.0105 0.1277 0.0084 0.1648 0.0107
3 0.1909 0.0115 0.1591 0.0099 0.1323 0.0083 0.1613 0.0098
4 0.1924 0.0112 0.1570 0.0093 0.1205 0.0071 0.1638 0.0095
5 0.3195 0.0132 0.2883 0.0122 0.2763 0.0118 0.2771 0.0117

Right 2

1 0.1644 0.0160 0.1744 0.0166 0.1748 0.0167 0.1571 0.0149
2 0.1001 0.0072 0.1231 0.0084 0.1016 0.0073 0.0852 0.0063
3 0.0942 0.0066 0.1138 0.0075 0.0992 0.0068 0.0852 0.0059
4 0.0905 0.0052 0.1218 0.0069 0.0890 0.0050 0.0650 0.0037
5 0.1661 0.0084 0.1813 0.0089 0.1672 0.0085 0.1896 0.0091

Right 3

1 0.1723 0.0160 0.1804 0.0169 0.1621 0.0151 0.1663 0.0155
2 0.1302 0.0086 0.1534 0.0100 0.0904 0.0065 0.0991 0.0070
3 0.1258 0.0078 0.1493 0.0091 0.0927 0.0061 0.0989 0.0064
4 0.1227 0.0069 0.1497 0.0085 0.0693 0.0038 0.0819 0.0046
5 0.2227 0.0100 0.2487 0.0109 0.2123 0.0099 0.2041 0.0096
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5-4 Discussion

This section will summarize and discuss the specific results in relation with each other.

• The presence of local minima throughout the search space can be observed in the results
of the friction coefficient parameter DR and DR in section 5-2-4. All algorithm produced
solutions with a wide range of parameter values indicating many areas of local minima
which reinforces the results in section 5-1-1.

• The deterministic algorithms encounter problems when diverging towards the bounds of
the search space. This occurrence was witnessed in section 5-1-2 where both algorithms
stagnated at a high objective function before terminating. This irregularity may skew
the results of the algorithm’s performance, as seen in the standard deviations of the
goal attain algorithm in table 5-2. If it wasn’t for these outliers, the chances would have
increased that the MLSQ algorithm would statistically perform at par with the DEMO
algorithm.

• The parameter sets produced by while using the steady-state manoeuvre did not perform
well simulating the step manoeuvre. This due to over-fitting and the lack of dynamic
excitation to properly optimize the parameters for other handling situations. This over-
fitting can also be observed in section 5-2-4 where the friction coefficients are more
precise than that of the step manoeuvre.

• The DEMO algorithm was on average the better performing algorithm when the opti-
mization objectives are concerned. Its performance and reliability are matched by the
MLSQ algorithm which it failed to reject the null hypothesis of the single tailed Wil-
coxon test. The DEMO did, however, reject the null hypothesis of the computational
duration comparison.

• The MOGA algorithm did not stand out when its objective results were compared,
having only outperformed the goal attain algorithm. However, it did prove to converge
to a solution significantly quicker than the other algorithms which were unexpected
as the DEMO algorithm has an adaptive component which should help it to converge
quicker. This may be due to the small scale of the model being optimized and that the
Temporal Difference Q Learning (TDQL) component needs more iterations to properly
build a Q-table to improve its speed. In general for similar objective function values,
the DEMO and the MOGA algorithm performed much better than the deterministic
algorithms and have a more consistent objective value vs time distribution.

• The stochastic multi-objective algorithms produce a solution with multiple parameter
sets called a Pareto front. This gives them an advantage as more information is gat-
hered about the search space and the positions of different solutions. Comparing two
Pareto solutions with the maximum difference in objective values may produce a lateral
acceleration error of up to 0.5 m/s2 and a yaw-rate error up to 0.04 rad s−15-2-3. This
may not seem much but collectively it can add up when simulating large datasets.

• The simulation of the validation dataset using the parameter solutions test the accuracy
and flexibility of the resulting vehicle model. The results of which were observed in the
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last section of this chapter. It showed that the MOGA solutions produced the overall
best results having the lowest median value among all the other algorithms. This does
contradict the results of the previous analysis of the results. A reason for this may be
that the MOGA algorithm performs averagely and thus is not prone to over-fitting to
a dataset. This allows the solutions to be able to be applied to different datasets as it
stops short of optimizing a model perfect for a particular dataset.
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Chapter 6

Conclusion and Recommendations

6-1 Summary

The research question for this thesis is to determine if an adaptive genetic algorithm per-
forms better estimating vehicle lateral dynamic model parameters compared to deterministic
algorithm using user defined initial parameters. To answer this research question this study
covered all the steps required to produce an accurate model to simulate lateral vehicle hand-
ling behaviour. The models were build to accommodate the limitations of the experimental
set up. During the building of vehicle control systems, most studies rely on a linear tire
models due to its proficiency at simulating low side slip manoeuvres. A non-linear Magic
formula model was chosen for this study with goals in mind to produce an accurate model
for a large range of handling behaviour.

Deterministic algorithms are widely used by researchers aiming to estimate tire model pa-
rameters. This requires an initial guess of the tire parameters and while this method might
be accurate while optimizing models using tire force measurements, optimizing with vehicle
body accelerations suffer from inaccuracies due to model simplification or measurement noise.
This led to the idea that stochastic algorithms might perform better considering its global
approach.

Experimental tests were performed with a test vehicle to acquire measurement data required
for the optimization process. An extra validation dataset consisting of the return journey
from the test location, was recorded to further validate the simulation model containing the
parameter sets produced by the algorithms. This dataset reflects normal vehicle operation
on public roads which is ultimately is the focus of this thesis and automotive engineering.

Four different algorithms were implemented to optimize the vehicle models. This inclu-
des Differential evolution for Multi-objective optimization (DEMO) algorithm, which uses
Temporal Difference Q Learning (TDQL) as a method of adapting the algorithm parameters
during the optimization process. A generic multi-objective genetic algorithm, Multiple Ob-
jective Genetic Algorithm (MOGA) was used alongside to investigate if the adaptive compo-
nent improved the performance of DEMO. The Goal Attainment algorithm was implemented
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along with a simple Mixed Least Squares (MLSQ) algorithm which are deterministic algo-
rithms. They different as the goal attain algorithm is a multi-objective algorithm while the
MLSQ algorithm optimizes the average of the two objectives.

The four algorithms DEMO, MOGA, Goal attain and MLSQ were run repeatedly using the
10 datasets available. Standardization were carried out to ensure that the results were com-
parable such as a common random seed for the initial population for the stochastic algorithms
and initial parameter set for the deterministic algorithms. Initial parameters which were va-
ried 20% of the individual parameters bounded range with respect to the initial parameter
set chosen for this thesis based on similar tire files and prior knowledge of the Magic formula
tire model.

6-2 Conclusion

The results obtained from the algorithm runs shed much light on the nature of the problem
investigated by this thesis. The sensitivity analysis of the initial parameter, which is used by
deterministic algorithms, show that a small change in starting position can affect the outcome
of the optimization. This conclusion plays an important role in the answering of the main
research question laid out at the beginning of this thesis.

Does an adaptive genetic algorithm perform better at estimating tire model parameters
than gradient-based algorithms which use pre-defined initial tire model parameters?

It would seem that the results presented in chapter 5 do not point at a straightforward answer
to this question. When it comes to achieving the least Normalized Root Mean Squared
Deviation (NRMSD) for both objectives, the DEMO algorithm performs statistically better
than the deterministic Goal attain algorithm and the non-adaptive MOGA but did not manage
to completely outperform the MLSQ algorithm. However, when the computational duration
is taken into account, the DEMO algorithm does converge to a solution in less time. DEMO
was however not the fastest on average and was statistically outperformed by the MOGA
which brings doubt to the requirement of an adaptive component for smaller models and
datasets.

Both DEMO and MOGA supply a set of solutions belonging to a Pareto set. This was done to
cater to the requirement of the model to optimize two objectives. The Goal attain algorithm
was set up to do the same but did not perform well in all aspects of the analysis and is not
recommended as a method for this application due to the cascading error. As there has not
been a situation where a critical decision needed to be made between two Pareto fronts. It
is concluded that a combined objective, such as that of the MLSQ is sufficient. This is also
due to the low reliability of the cascading goal attainment algorithm design.

When analysing the parameter set of the step manoeuvre solutions, a large variance was
observed of the road friction parameters. This was the opposite of the steady-state test which
produced slightly greater consistency in parameter values yet did not perform well when
confronted with the step manoeuvre datasets. This leads to the conclusion that a better set
of training dataset may be required to produce flexible, yet accurate, model parameters.
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Lastly, the models using the optimized parameter solutions were used to simulate the vali-
dation dataset. This is a large recording the vehicle state and inputs. It was recorded while
driving on Dutch public roads and therefore it contains various driving situations. This is
relevant to what developers of automated control system want to simulate. Analysing the
simulation data, it was visually concluded that the MOGA algorithm produced that best
average result.

The final conclusion of this study is that the DEMO algorithm does perform better than
a deterministic algorithm. Although not statistically significant for the objective value, it
does perform better in the areas of reliability and computational duration. Compared to the
MOGA this study concludes that while the DEMO does produce better objective results, the
MOGA performs better when it comes to computational duration and the flexibility of the
results. Using the current vehicle models and test data, using the MOGA algorithm would
be sufficient.

6-3 Recommendation

Having finished this study, a few recommendations can be made for those seeking to work
with these algorithms in relation to vehicle or tire models.

• Increase the complexity of the vehicle model and the scope of the experimental data.
It increases the accuracy of the model and the flexibility of its application. Instead
of a bicycle model, 4 wheel models with more parameters to estimate will provide a
challenge to any optimization algorithm. This is where the DEMO algorithm will have
more opportunities to show its abilities. Not only in the realizing its objectives but also
performing at a faster rate than other algorithms that slow down with an increase in
dimension.

• When restricted to vehicle body inertial values, it is recommended to further investigate
test manoeuvres that will reduce the noise and uncertainty when it comes to parameter
estimation. A better test will lead to a clearer picture of the location of the global
optimum.

• The TDQL machine learning component of the DEMO algorithm is an efficient and po-
werful tool that was only applied to one algorithm parameter. It would be interesting to
see how this sort of machine learning can further be implemented in genetic algorithms.
The reward and penalty setting of this method can also be investigated to improve the
current results.
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Appendix A

Theory

A-1 Complete Magic formula

A tire can operate under an infinite number of conditions and while it is easy to assume
that these remain constant, this leads to inaccuracies and will invalidate the model when
a significant change has taken place [2]. To compensate for these changes, the coefficients
of the magic formula can be modified to vary with changes that include camber, tire load,
inflation pressure and tire deflection during driving. How these characteristics affect the
coefficients of the model are not known and must also be investigated before the model is
considered valid across different situations. The coefficients of these modifications can only be
determined when experimental data covering these characteristics are present, which can later
be included in the model optimization process. For this thesis, only tire load can accurately be
calculated from measured acceleration data. The coefficient names of the following equations
are taken from [2] but are based on the equations used by Netherlands Organisation for
Applied Scientific Research (TNO) in their manual [33]. Investigating this more advanced
model is important as the parameters used are considered a standard within the automotive
industry. When model optimization takes place, it is important to have a good indication
of similar tire parameters to produce accurate models. Further explanation can be found in
section 4-4 covering deterministic algorithms.

dFz = Fz − Fzo
Fzo

(A-1)

Equation (A-1) produces the normalized tire load change dFz where Fz is the tire load and
Fz0 is the nominal tire load.

Without the modification with respect to tire load , the magic formula is assumes that tire
load is constant at the nominal tire load , which is the load on which the current coefficients
are determined. An coefficient is added to the magic formula coefficients that determine the
effect of the normalized tire load change dFz on the tire characteristics.
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Figure A-1: Variation of cornering stiffness with respect to tire load

D = µFz (A-2)
µ = pDy1 + pDy2dFz (A-3)
E = pEy1 + pEy2dFz (A-4)

SHy = pHy1 + pHy2dFz (A-5)
SV y = pV y1 + pV y2dFz (A-6)

K = pKy1Fz0 sin(pKy4 arctan(
Fz
Fz0

pKy2
)) (A-7a)

B = K

CD
(A-7b)

Equations A-2,A-4 and A-7b show how the change in tire load is taken into account. These
are equations taken from [2] and are simplified by assuming that tire air pressure change and
camber angle is equal to zero. The primary coefficients D and E are split to include constants,
pDy1 and pEy1, and variables, pDy2 and pEy2, that is a function of the normalized load change
and a constant factor.

Coefficient B is calculated using equation A-7b, which comprises two other primary coeffi-
cients as well as K , which is the cornering stiffnessat low slip values. Equation A-7a which
determines the values of K contains three coefficients where pKy1 is the maximum values
of the coefficient at maximum cornering stiffness. The remainder of the equation is added
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to take changes in load into account. pKy2 is the tire load where the maximum cornering
stiffnessoccurs while pKy4 is the curvature of the curve which can be seen in figure A-1.

The coefficients presented here are the same that are used in tire information files used by
the industry. The Magic formula has also been implemented in a programs called Delft tire
which is developed by TNO which is a company working closely with the Delft University of
Technology (TU Delft).

A-2 Newton-Gauss method

Most deterministic algorithms use partial derivatives of the model output data with respect
to the varied model parameters called the search gradient. Newton and Gauss developed the
non-linear least mean squares which uses this gradient within an expanded Taylor series to
approximate the algorithms next iteration point. As the partial derivatives of the data are
not available, this needs to be calculated using a finite difference method which varies each
parameter with a small step δfd and calculates the difference which produces a value for the
Jacobian matrix Jij shown in equation A-8.

Jij = ∂fi
∂xj

= fi(x+ δfd)− fi(x)
δfd

(A-8)

where i is the data output and j refers to a model parameter in the vector X.

fk+1(X + δalgo) = fk(X) + (Jkδalgo) (A-9)

The Jacobian can now be used as part of a Taylor series, shown in (A-9), to compute
fk+1(δalgo) which is the approximated model output of the next iteration k + 1 where k
represents the iteration number. As the Taylor series is truncated to one degree, this pro-
duces a linear approximation of search space surrounding the current parameter set. The
new set of simulation outputs can then be substituted into equation 4-1b to produce the new
sum of squared residuals with respect to δalgo. As the goal of the optimization is to find the
minimum of this equation, the derivative ∂S

∂δalgo
is set to zero which produces equation (A-10).

δalgo = (JTJ)J
n∑
i=1

(yi − fi(x)) (A-10)

This can be used to solve for δalgo which is the value that is added to the current parameter
vector to produce the next iterations parameter vector. At this point the algorithms restarts
by determining the new Jacobian matrix for that point [34].

A-3 Genetic operators

There can be many operators that can be applied to a genetic algorithm. The mutation
operator is one that comes in many variations that influence the behaviour of the algorithm.
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For example a operator that includes the best individual will be more exploitative. An
operator that only includes random individuals will be the opposite and explore the search
space more.

Vi(t) = Xbest(t) + F ′1(Xrand2(t)−Xrand1(t)) (A-11)

Equation A-11 is an example of the former. It produces a point along a vector given by the
difference between two random points within the search boundaries. The factor F1 determines
how close that point is to the best solution of that generation and is therefore used to control
how far the algorithm searches. This operator does not take the current population individual
into account and therefore all solutions revolve around the best individual which can lead to
the operator being greedy. The validity rate when it comes to the bounds for this mutation
operator is 67 %. This means that a third of the time, the operator will have to repeat to find
a valid point within the bounds.
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Detailed results

Table B-1 contains the weight measurements taken at the weighing station.

Table B-1: Axel weight information for an empty vehicle and including the mass of two adults

Front (kg) Rear (kg) Total (kg)
Empty 860 570 1430
Occupied 950 640 1590

Figure B-1: ANOVA table for the lateral acceleration NRMSD Friedman test

Figure B-2: ANOVA table for the yaw-rate NRMSD Friedman test
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Figure B-3: ANOVA table for the NRMSD norm Friedman test

Figure B-4: ANOVA table for the Computational duration Friedman test

Table B-2: Minimum and Maximum NRMSD norms for the Step manoeuvre runs

min ObjDist max ObjDist min Time max Time
1 1 GaM 0.125 0.228 22 68
1 1 Goalattain 0.123 0.506 75 177
1 1 Demo 0.123 0.171 17 104
1 1 MixedSVO 0.124 0.201 36 104
1 2 GaM 0.119 0.196 22 52
1 2 Goalattain 0.118 1.177 57 259
1 2 Demo 0.119 0.160 18 73
1 2 MixedSVO 0.120 0.162 22 123
1 3 GaM 0.103 0.142 22 57
1 3 Goalattain 0.106 0.868 49 171
1 3 Demo 0.104 0.127 17 65
1 3 MixedSVO 0.107 0.132 16 109
2 1 GaM 0.122 0.216 22 69
2 1 Goalattain 0.128 1.695 50 225
2 1 Demo 0.116 0.159 20 91
2 1 MixedSVO 0.117 0.841 6 130
2 2 GaM 0.105 0.153 21 58
2 2 Goalattain 0.102 1.318 54 148
2 2 Demo 0.105 0.133 21 63
2 2 MixedSVO 0.104 0.119 25 102
2 3 GaM 0.122 0.161 20 52
2 3 Goalattain 0.120 1.198 59 191
2 3 Demo 0.119 0.144 17 60
2 3 MixedSVO 0.123 0.827 17 132
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Figure B-5: Box-plot of the individual datasets illustrating the objective value results of the Step
manoeuvre

Master of Science Thesis D.H. den Hartog



82 Detailed results

Figure B-6: Box-plot of the individual datasets illustrating the objective value results of the
Steady-state manoeuvre
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Table B-3: Minimum and Maximum NRMSD norms for the Steady-state manoeuvre runs

min ObjDist max ObjDist min Time max Time
1 1 GaM 0.048 0.057 47 62
1 1 Goalattain 0.049 0.059 95 167
1 1 Demo 0.048 0.054 37 63
1 1 MixedSVO 0.048 0.051 23 49
1 2 GaM 0.044 0.047 49 68
1 2 Goalattain 0.044 0.052 107 172
1 2 Demo 0.044 0.047 38 66
1 2 MixedSVO 0.045 0.048 28 45
2 1 GaM 0.064 0.133 54 198
2 1 Goalattain 0.050 0.054 123 331
2 1 Demo 0.052 0.081 72 134
2 1 MixedSVO 0.050 0.054 61 281
2 2 GaM 0.051 0.122 63 120
2 2 Goalattain 0.044 0.054 155 455
2 2 Demo 0.048 0.080 55 189
2 2 MixedSVO 0.045 0.050 70 246

Figure B-7: A scatter plot illustrating the individual results with respect to objective value
and computational duration. Square markers indicate that the algorithm reached the maximum
number of function evaluations and was terminated on that basis
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B-1 Validation

The validation dataset was recorded on the return journey from the test site back to the
university. Figure B-8 and B-9 show two intervals that resemble the conditions during the
measurement testing.

Figure B-8: Plot of a validation data-set interval with an average velocity of 30 km h−1

Figure B-9: Plot of a validation data-set interval with an average velocity of 50 km h−1

Table B-4 shows the results of the validation dataset using the parameter results produced
by the steady-state algorithm.
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Table B-4: Objective values of validation test set simulated with results produced by steady-state
test set

DEMO GaM Goal att. CLMSQ
Dataset Interval LA YR LA YR LA YR LA YR

Left 1

1 0.2338 0.0228 0.1927 0.0192 0.2368 0.0230 0.2589 0.0249
2 0.2958 0.0194 0.1942 0.0132 0.2932 0.0193 0.3394 0.0221
3 0.3510 0.0208 0.2333 0.0142 0.3518 0.0208 0.4050 0.0238
4 0.2871 0.0167 0.1788 0.0104 0.2834 0.0164 0.3324 0.0192
5 0.6393 0.0259 0.4319 0.0181 0.6415 0.0259 0.7370 0.0295

Left 2

1 0.2290 0.0226 0.1927 0.0193 0.2351 0.0230 0.2252 0.0220
2 0.2874 0.0190 0.1936 0.0132 0.2826 0.0187 0.2652 0.0176
3 0.3430 0.0204 0.2315 0.0141 0.3403 0.0202 0.3182 0.0190
4 0.2779 0.0162 0.1785 0.0104 0.2716 0.0158 0.2539 0.0147
5 0.6273 0.0255 0.4299 0.0181 0.6207 0.0252 0.5812 0.0237

Right 1

1 0.2887 0.0283 0.1607 0.0162 0.2871 0.0280 0.3003 0.0292
2 0.5351 0.0337 0.1912 0.0125 0.5154 0.0326 0.5487 0.0346
3 0.5435 0.0317 0.1890 0.0116 0.5235 0.0306 0.5584 0.0326
4 0.5756 0.0332 0.1935 0.0114 0.5511 0.0318 0.5885 0.0339
5 0.9242 0.0357 0.3156 0.0132 0.8787 0.0340 0.9485 0.0367

Right 2

1 0.2762 0.0268 0.2052 0.0208 0.3087 0.0296 0.3005 0.0292
2 0.4829 0.0305 0.3485 0.0221 0.5405 0.0341 0.5394 0.0340
3 0.4886 0.0286 0.3479 0.0205 0.5494 0.0320 0.5486 0.0320
4 0.5158 0.0298 0.3715 0.0215 0.5798 0.0333 0.5790 0.0333
5 0.8151 0.0316 0.5661 0.0221 0.9347 0.0362 0.9341 0.0361
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Glossary

List of Acronyms

TU Delft Delft University of Technology

TNO Netherlands Organisation for Applied Scientific Research

RMSD Root Mean Squared Deviation

NRMSD Normalized Root Mean Squared Deviation

GNSS Global Navigational Satellite System

INS Inertial Navigation System

RTK Real-time Kinematic System

GPS Global Positioning System

ECU Engine Control Unit

CAN Controller Area Network

ISO International Organization of Standardization

DEMO Differential evolution for Multi-objective optimization

TDQL Temporal Difference Q Learning

SQP Sequential Quadratic Programming

EPS Electronically assisted Power Steering

KKT Karush Kuhn Tucker

BFGS Broyden Fletcher Goldfarb Shanno

MOGA Multiple Objective Genetic Algorithm

MLSQ Mixed Least Squares
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List of Symbols

αf Front slip angle
αr Rear slip Angle
λ Lagrangian bounds multiplier
δfd Finite difference step change
δsteer Wheel steering angle
κ Slip ratio
.

Ψ Yaw rate

α Learning rate
Ψ̈ Change in vehicle yaw rate
ÿ Lateral acceleration produced by motion along the y-axis
∆S(X) Gradient vector
ŷi Average of the experimental data
dk Newton step in the direction of the local solution
H Hessian matrix
Jij Jacobian matrix
Qreward(t) Reward table
Ri Mutated population
V Mutated individual
X Parameter vector
B Bound constraint matrix
F∗i Objective goals
L Lagrangian equation
ρ0 Steady-state cornering radius
τy Relaxation length lag coefficient
ax Longitudinal acceleration
ay Inertial acceleration experienced by the centre of gravity
B Stiffness factor
C Shape factor
CDi Pareto front
Cr Crossover probability
D Peak value
dFz Normalized vertical load change
E Curvature factor
f(xi) Simulation data point
Fj Mutation coefficient
FDy Dynamic lateral force
FSy Steady-state lateral force output of the tire model
Fz Normal tire load
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Fz0 Nominal tire load
GDm Generational distance
hc Height of the centre of gravity
Iz Vehicle moment of inertia
K Cornering stiffness
Kpenalty(t) Penalty value
l Length of the wheelbase of the vehicle
m Total mass of the vehicle
M(d) Approximation simulation residuals produced by Xk

P Centre of gravity
pDy1 Friction coefficient
pDy2 Variation of the Friction coefficient with load
pEy1 Curvature coefficient
pEy2 Variation of the curvature coefficient with load
pKy1 Maximum values of coefficient B at maximum cornering stiffness
pKy2 Load where maximum cornering stiffness occurs
pKy4 Curvature of K vs Fz
PFi Pareto front
Ri(x) Residual
RL Relaxation length
S(x) Residual squared
Sh Horizontal shift
Sv Vertical shift
Ui(t) Candidate population
vcp Contact patch velocity
wi Goal attain objective weight
yi Experimental data point
Fx Longitudinal tire force
Fy Lateral tire force velocity
Fz Normal tire load
lf Distance to the front axle from the centre of gravity
lr Distance to the rear axle from the centre of gravity
Mz Aligning torque
vy Lateral velocity
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