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ABSTRACT

In this paper a new model and an optimal pole-placement
control for the Macpherson suspension system are inves-
tigated. The focus in this new modeling is the rotational
motion of the unsprung mass. The two generalized coor-
dinates selected in this new model are the vertical dis-
placement of the sprung mass and the angular
displacement of the control arm. The vertical accelera-
tion of the sprung mass is measured, while the angular
displacement of the control arm is estimated. It is shown
that the conventional model is a special case of this new
model since the transfer function of this new model coin-
cides with that of the conventional one if the lower sup-
port point of the damper is located at the mass center of
the unsprung mass. It is also shown that the resonance
frequencies of this new model agree better with the
experimental results. Therefore, this new model is more
general in the sense that it provides an extra degree of
freedom in determining a plant model for control system
design. An optimal pole-placement control which com-
bines the LQ control and the pole-placement technique is
investigated using this new model. The control law
derived for an active suspension system is applied to the
system with a semi-active damper, and the performance
degradation with a semi-active actuator is evaluated.
Simulations are provided.

1. INTRODUCTION

In this paper, a new model of the suspension system of
the Macpherson type for control system design and an
optimal pole-placement control for the new model are
investigated. The roles of a suspension system are to
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support the weight of the vehicle, to isolate the vibrations
from the road, and to maintain the traction between the
tire and the road. The suspension systems are classified
into passive and active systems according to the exist-
ence of a control input. The active suspension system is
again subdivided into two types: a full active and a semi-
active system based upon the generation method of the
control force. The semi-active suspension system pro-
duces the control force by changing the size of an orifice,
and therefore the control force is a damping force. The
full active suspension system provides the control force
with a separate hydraulic power source. In addition, the
suspension systems can be divided, by their control
methods, into a variety of types: In particular, an adaptive
suspension system is the type of suspension system in
which controller parameters are continuously adjusted by
adapting the time-varying characteristics of the system.
Adaptive methods include a gain scheduling scheme, a
model reference adaptive control, a self-tuning control,
etc.

The performance of a suspension system is character-
ized by the ride quality, the drive stability, the size of the
rattle space, and the dynamic tire force. The prime pur-
pose of adopting an active suspension system is to
improve the ride quality and the drive stability. To
improve the ride quality, it is important to isolate the vehi-
cle body from road disturbances, and to decrease the
resonance peak at or near 1 Hz which is known to be a
sensitive frequency to the human body.

Since the sky-hook control strategy, in which the damper
is assumed to be directly connected to a stationary ceil-
ing, was introduced in the 1970's, a number of innovative
control methodologies have been proposed to realize this
strategy. Alleyne and Hedrick[3] investigated a nonlinear



control technique which combines the adaptive control
and the variable structure control with an experimental
electro-hydraulic suspension system. Kim and Yoon[4]
investigated a semi-active control law that reproduces the
control force of an optimally controlled active suspension
system while de-emphasizing the damping coefficient
variation. Truscott and Wellstead[5] proposed a self-
tuning regulator that adapts the changed vehicle condi-
tions at start-up and road disturbances for active suspen-
sion systems based on the generalized minimum
variance control. Teja and Srinivasa[6] investigated a
stochastically optimized PID controller for a linear quarter
car model.

Compared with various control algorithms in the litera-
ture, research on models of the Macpherson strut wheel
suspension are rare. Stensson et al.[8] proposed three
nonlinear models for the Macpherson strut wheel sus-
pension for the analysis of motion, force and deformation.
Jonsson[7] conducted a finite element analysis for evalu-
ating the deformations of the suspension components.
These models would be appropriate for the analysis of
mechanics, but are not adequate for control system
design. In this paper, a new control-oriented model is
investigated.

Fig. 1 shows a sketch of the Macpherson strut wheel sus-
pension. Fig. 2 depicts the conventional quarter car
model of the Macpherson strut wheel suspension for con-
trol system design. In the conventional model, only the
up-down movements of the sprung and the unsprung
masses are incorporated. As are shown in Fig. 1 and
Fig. 3, however, the sprung mass, which includes the
axle and the wheel, is also linked to the car body by a
control arm. Therefore, the unsprung mass can rotate
besides moving up and down. Considering that better
control performance is being demanded by the automo-
tive industry, investigation of a new model that includes
the rotational motion of the unsprung mass and allows for
the variance of suspension types is justified.

Figure 1. A sketch of the Macpherson strut wheel
suspension

The Macpherson type suspension system has many mer-
its, such as an independent usage as a shock absorber
and the capability of maintaining the wheel in the camber
direction. The control arm plays several important roles:
it supports the suspension system as an additional link to
the body, completes the suspension structure, and allows
the rotational motion of the unsprung mass. However,
the function of the control arm is completely ignored in
the conventional model.

In this paper, a new model which includes a sprung
mass, an unsprung mass, a coil spring, a damper, and a
control arm is introduced for the first time. The mass of
the control arm is neglected. For this model, the equa-
tions of motion are derived by the Lagrangian mechanics.
The open loop characteristics of the new model is com-
pared to that of the conventional one. The frequency
responses and the natural frequencies of the two models
are analyzed under the same conditions. Then, it is
shown that the conventional 1/4 car model is a special
case of the new model. An optimal pole-placement con-
trol, which combines the LQ control and the pole-
placement technique, is applied to the new model. The
closed loop performance is analyzed. Finally, the optimal
pole-placement law, derived for the active suspension
system, is applied to the semi-active suspension system
which is equipped with a continuously variable damper
for the purpose of investigating the degradation of the
control performance.

The results in this paper are summarized as follows. A
new model for the Macpherson type suspension system
that incorporates the rotational motion of the unsprung
mass is suggested for the first time. If the lower support
point of the shock absorber is located at the mass center
of the unsprung mass, the transfer function, from road
disturbance to the acceleration of the sprung mass, of the
new model coincides with that of the conventional one.
Therefore, the new model is more general, from the point
of view that it can provide an extra degree of freedom in
determining a plant model for control design purpose. In
the frequency response analysis, the natural frequencies
of the new model agree better with the experimental
results. An optimal pole-placement control, which com-
bines the LQ control and the pole-placement technique,
is applied to the new model. The control law, derived for
a full active suspension, is applied to the semi-active sys-
tem with a continuously variable damper. It is shown that
a small degradation of control performance occurs with a
continuously variable damper.

2. CONVENTIONAL MODEL

Fig. 2 shows the conventional model that depicts the ver-
tical motions of the sprung and the unsprung masses. All
coefficients in Fig. 2 are assumed to be linear. The equa-
tions of motion are

mszs :_ks(zs_zu) _Cp(zs_ Zu)+ fa - fd

1
szu:ks(zs_zu)+cp(zs_zu)+kt(zu_Zr)_fa ( )



The state variables are defined as: x, =z, -z,, the sus-
pension deflection; x, =z, the velocity of the sprung
mass; X; = z, — z, , the tire deflection; x, = z, , the velocity
of the unsprung mass[10]. Then, the state equation is

%= Ax+ By f, +Byz, +Byfy 2)
where,
0o 1 0 -10
0 k c c, O
o— -—+& 0 -+ 5
0o 0 0 10
Dks CD kt CDD
o - ~_— 0
Oms m, m, m 0
0o 1 1
Bﬁg) — 0 -—oO

And, the transfer function from the road input z to the
acceleration of the sprung mass is.

Ha(S) - ZS(S) - kts(CDS+ks)

3
z(s) d(s) ©)

where

d(s) = mgm,s* + (mg +m,)c,s° +{(mg +m, kg + mek;}s?

+KiCpS+ Kk
fd
ZS

m, B.|

L %j }r

ke = ¢, f

r z

m, ]

Figure 2. Conventional quarter car model.
3. ANEW MODEL

The schematic diagram of the Macpherson type suspen-
sion system is shown in Fig. 3. It is composed of a quar-
ter car body, an axle and a tire, a coil spring, a damper,

an axle, a load disturbance and a control arm. The car
body is assumed to have only a vertical motion. If the
joint between the control arm and the car body is
assumed to be a bushing and the mass of the control arm
is not neglected, the degrees of freedom of the whole
system is four. The generalized coordinates in this case
are z;, d, 6, and 6,. However, if the mass of the control
arm is ignored and the bushing is assumed to be a pin
joint, then the degrees of freedom becomes two.

BUSHING
—— 1:ground 6"
pA 2 :chassis
3 :upper strut
4 i knuckle & tire
5 :controlarm =

Y ’ 1
Figure 3. A schematic diagram of the Macpherson type
suspension system.

As the mass of the control arm is much smaller than
those of the sprung mass and the unsprung mass, it can
be neglected. Under the above assumption, a new
model of the Macpherson type suspension system is
introduced in Fig. 4. The vertical displacement z, of the
sprung mass and the rotation angle 6 of the control arm
are chosen as the generalized coordinates. The
assumptions adopted in Fig. 4 are summarized as fol-
lows.

Figure 4. A new quarter car model.

1. The horizontal movement of the sprung mass is
neglected, i.e. the sprung mass has only the vertical
displacement z.

2. The unsprung mass is linked to the car body in two
ways. One is via the damper and the other is via the
control arm. 6 enotes the angular displacement of
the control arm.



3. The values of z; and 8 will be measured from their
static equilibrium points.

4. The sprung and the unsprung masses are assumed
to be particles.

5. The mass and the stiffness of the control arm are
ignored.

6. The coil spring deflection, the tire deflection and the
damping forces are in the linear regions of their oper-
ating ranges.

Let (ya,za)s (Yg,2g5) @nd (Yc,Zc ) denote the coordinates
of point A, B and C, respectively, when the suspension
system is at an equilibrium point. Let the sprung mass
be translated by z, upward, and the unsprung mass be
rotated by 8 in the counter-clockwise direction. Then,
the following equations hold.

Ya= (4a)
Zp = Zg (4b)
yg = lg(cos@ —8,) — cos(-6y)) (4c)
zg =z, +1g(sin(@ —6,) —sin(-6,)) (4d)
Yc =lc(cos - 6p) — cos(-6,)) (4e)
Z = 2, 1 (sin(@ - 6,) —sin(-6,)) (4f)

where 6, is the initial angular displacement of the control
arm at an equilibrium point. Let a'=a +6,. Then, the
following relations are obtained from the triangle OAB.

1
| =(13+12 -2 ,l5cosa’)?

1
I'= (12 +13 - 21 |l g cos@'-0))?2

where | is the initial distance from A to B at an equilib-
rium state, and |' is the changed distance from A to B
with the rotation of the control arm by 6. Therefore, the
deflection of the spring, the relative velocity of the
damper and the deflection of the tire are, respectively

@an?=(-1?
_ _ . AV 2 _
=23, — b (cor'+cos@'-0)) — Aa ailqlt] (52)
(cosa'+cos@'-8) + b’ cosa’cos@r'-6)} 2
Al=i—f=__D sin@'-6)8 (5b)
2(a - cos@-6)) 2
Zc =7, =z +1(Sin(@ —6y) —sin(-6,)) - z, (5¢)

where, a =12 +13, b =2l,l5.

3.1 EQUATIONS OF MOTION - The equations of
motion of the new model are now derived by the
Lagrangian mechanics. Let T, V nd D enote the
kinetic energy, the potential energy and the damping
energy of the system, respectively. Then, these are

1, 1, .

T=Emsz§+zmu(yé+zé) (6a)
V= 2@+ k(2 - 2)° (6b)
D= %cp(él)2 (6¢)

Substituting the derivatives of (4e), (4f) and (5a,b,c) into
(6a,b,c) yields

T :%(szg%wge%mccosee 7 (72)
V= %ks[Za, ~ b (cosa'+cos@'-9)) - 2(a - ah
cosa'+cos@r'-0)) + b? cosr 'COSO'—Q))%] (7b)

+ 2K [2 +1c(SiNG - 6,) ~sin(-6;) - 2.
_cpiysin*(a'-0)6
8(a —h cos@r'-9))

Finally, for the two generalized coordinates & =Zs and
g, =6 , the equations of motion are obtained as follows

(7c)

(Mg +m,)Z + Myl cosB —65)6 ~m,l¢ Sin@ - 6)6°

8
+k (2 +1c (sin@ = 65) =sin(-6p) - z.) = 4 ©

c b’ sin(a'-6,)6

4(3 - b cos@'-0))
+kilc c0s0 —6p)(zs +1c(Sin@ —6p) —sin(-65)) -z,)  (9)

d ]=-lgf
(¢ - d cos'-8) 2)

m,IZ6 +mlc cos@ - 6p)Z +

- %kssin(a‘—e)[q +

where

G =a’ —ab cos@ +6;) and d, =ab ~h’cos@ +6;) .

Now, introduce the state variables as

[x1 Xo Xa X4P = [zS z 0 QP . Then, (8)-(9) can be
written in the state equation as follows.

X =%
% = 1104, %00 X3, Xg Fa0 21, fg)
X3 =Xy
Xg = fo (%0, X0, %3, X, fas 2, fg)

where,

(10)

1 . 1 .
f= D—l{mulé sin(x =60)x = Ks SIN(@'~3) oSt ~60)9(x3)

+ch(x )9—k| sinz(x —0p)z(0)+1g f4cos(xg —6g) —Ic fy}
p X3 tlc 3~ bo Bla 3~ Y%)~Icld



fo = —Diz{mﬁlé sin(xg ~80) cosxs ~ 60) 4 + (M + M, )Cph(Xa)Xs
=2+ m, ks Sin@*5) g (x) * ekl 0t ~60) (7
+(mg +my)lg fa —mylc cos(xs —6o) fq}
and
Dy =mlc +mylc sin? (x; —65)
D, =mm,I& + mil & sin®(x; — 6,)
d

g(X3) = h + }/
(6 —d cos@r'~x3)) "2

h?sin?(a'-xs)
4(a —h cosr'-x3))

h(xg) =

z(Q= z(x, X0, Z,) = %+ (Sin(X3 — 6p) —sin(—6p)) — z, .

3.2 LINEARIZATION — In order to compare the charac-
teristics of (10) with that of the conventional model, (10)
is linearized at the equilibrium state where
Xe = (Xqer Xoe, Xges Xae) = (0,0,0,0) . Then, the resulting linear
equation is

Xx=Ax(t) + B f,(t) + Boz (1) + B3 fy (1), x(0) =%  (11)
where

oo 1 0 0O

of, of, of o0 LO 1 0 0O
% Ox. ox,B %1 0 ay ay-
A:%i OX; OXg 6x4|:| _ P21 23 Aoa]

0 0 0 17 0o 0 0 10O
o, A o dhp O 0
Bx, Ox; Ox3 Ox [Pa %z Aul

0 0 0

E lg cos(6,) E

= o o o0 B mic+micsin(-6) [
of, oapy o, U 0 O

0 (ms+m,)lg 0

Hmm,I& + i sin®(-65)

0 0 0

B k¢ sin?(—6,) B

5= Mg ME _gmicrmigsini(-8)

0 9z 0z, _, g 0 g

= 0  mklc cosE6,) O

0 , O

ommyI& +miiE sin®(=6p)

0 0 O

O le O

O . O

L o, 0 _Bmic+micsin?(-8,)

0 0
mylc cost-6y) 0

6fd 6fd Dd =0 E
1€ +m@IE sin?(-6,)

and

_ —kil¢sin®(-6p)

a
21 D,

1. .1 d, ,
a3 = —{[ ks(y + ———————-)(cos@'+6y)
D2 (g ~d) cos) 2
2 iyt
—%(kssina'cos(—eo)(—d' sna

2(c, —d, cosa')%

— k& sin®(-8o) cos(-8o)] [Iml ¢ +mylc sin?(-6p)]
d

+m,kglc sina’sin(-6) cos? (-8,)(by +—y)}
(¢ —d, cosa')’2

1 cpb|zsinza'
—r" - =

a -—
7D, 4(a -b cosa’)
—mgklc cos(-6
Ay = msthz (6o)
__ 1.1 . d
as3 ———2{[E(ms+mu)kscosa (by +—}/)
D2 (¢, —d, cosa')/2
2
_%(ms+mu)kssmal(—dl sha 3 )
2(c —d, cosa')é
2 2 L 212 cin2(_
+mgkil & cos(=6p)] Imsmyl& + Ml sin®(=6p)]
1 . d
+>(mg + m)mikd€ sina’sin(-6o)(by + )
(¢ —d, cosa')’2
1 D(ms+mu)cphzsin2a'
a44:—_

D, 4(ay — by cosa')

Now, let the output variables be y(t) :[Zs Q]T. Then the
output equation is

y(t) = Cx(t) + Dy fa (1) + Doz, (1) + D3y (1) (12)

where,

O Ig cos(6, O
_@By 0 @y ayl 8 C0s€5%)

_ . |
c=q [ D1 = Emd. +myl. sin?(-6,) o
O klcsin®(-6,) U 0 ~lc 0

— - rl
D2 = i + mylc sin?(-6,) S D3 = B’fk'c + rrhlgsmz(—eo) 0
= 0 B g £l

4. COMPARISON OF TWO MODELS

In the conventional model, where the road input is z , the
output variables were assumed to be the accelerations of
the sprung mass Zg and the unsprung mass Z,. In (12),
however, while the road input is the displacement z , the
outputs are the acceleration of the sprung mass Z; and
the angular displacement of the control arm 6. Thus, the
output variable that can be compared between the two



models is the acceleration of the sprung mass Z,. To be
able to compare the two models, the road input in the
new model is modified to the velocity z .

First, it is shown that the conventional model and the new
model coincide if the lower support point of the shock
absorber in the new model is located at the mass center
of the unsprung mass. Let Ig=I., Ig=I,cosa and
6, =0°. Then, equation (11) has the form

x= AX) + B fo(t) + Bz, () + By Ty (). X(O)=% (11

where,

o o0 1 0 0 O
05 kde Sle O

A:D ms rnS 0
g O 0 0 1 0
0k o _mermlk ko (M*M)CD
0 mjle mms m, mm, o

1 +m O d

B=® — 0 -""Mo popoo g,
o m mmlc 0 mylc O
o 1 1 d

B3:|__® [ —

The output equation of (12) becomes

y(t) = Cx(t) + Dy f,(t) + D3 fy (1) 12y
where,
0 kl. ColcD 010 010
o0 =t =5 o0 nh_-0-0
C=g ms MmO Dl'a”:m' D3=p myp.
M o0 1 0 E 00 o 00

For the above equations (11)' and (12) ', the transfer
function from a road velocity input sz to the acceleration
of the sprung mass is exactly the same as (3). That is,
the conventional model, as such, is a special case of the
new model where Iz =l and 6,=0. Thus, the new
model is more general, from the point of view that it has
an extra degree of freedom in validating the real plant
with experimental data.

For comparing the two models, the following parameter
values of a typical Macpherson type suspension system
are used:

m, =453Kg, m, =71Kg, c, =1950N [Sec/m,
ks =17,658N/m, k =183887N/m, f4 =ON,
I, =0.66m, |g =0.34m, and |; =0.37m.

As compared in Table 1, the first frequency of the conven-
tional model is located below 1 Hz, whereas the that of
the new model is located at 1.25 Hz. Since the real plant
has its first resonance frequency at 1.2 Hz, the results of
the new model better agree with the experimental results.
As it is important to decrease the resonance peak near 1

Hz to improve the ride quality, it is claimed that the new
model, which reveals the exact locations of resonance
frequencies, is a better model.

The frequency responses of the two models, with the
same road input, are compared in Fig. 5. There are sub-
stantial differences in the resonance frequencies and
peaks between the two models. A tendency of the new
model is that the smaller the I /I is, the lower the reso-
nance frequency is. All the above observations are sum-
marized as follows:

1. The conventional model is considered as a special
case of the new model where Ig =I¢.

2. The location of the first resonance frequency is
higher in the new model than it is in the conventional
one. This better agrees with the experimental results.
The damping ratio, however, is lower in the new
model.

3. For the second resonance frequency, both the loca-
tion and the damping ratio are lower in the new
model.

Table 1. Comparison of the two models for a typical
suspension system

New model
Conventional | =0.34m
model Ig =l B—™

lc =0.37m

Poles -1.85+5.79I -1.8545.79i -1.50+7.70i
-14.04+50.40i | -14.04+50.40i | -10.92+48.30i

Resonances

(Damping |0.97 Hz (0.30) | 0.97 Hz (0.30) | 1.25 Hz (0.20)
ratio) 8.33 Hz (0.27) | 8.33 Hz (0.27) | 7.88 Hz (0.23)

5. OPTIMAL POLE-PLACEMENT CONTROL:
ACTIVE CASE

In this section, an optimal pole-placement control which
combines the LQ control and the pole-placement tech-
nique for the new model is presented. The closed loop
system is designed to have desired characteristics by
means of the pole-placement technique, while minimizing
the cost function, as defined by the weightings of the
input, state and output of the system, as follows.

The considered linear time-invariant system and the per-
formance index are

x= Ax+Bu+B,z, xOR", udOR™ (13)

_17 1 T

J—EJ'{xQx+uRL}dt, Q=0, R>0 (14
0

where A, B, and B, are defined in (11). For given Q
and R, the optimal control law and the optimal closed
loop system are

— _plpT £
u=-R "B, M¢{x=-KXx (15)



A
x=(A-BR™B,"M)x = Fx (16)

where M, 20 is the solution of the Riccati equation
below.

ATM +MA-MBR'B/M,+Q=0 (17)

The solution of the Riccati equation, Mg, can be
obtained in another approach as follows. Let
S:BlR_lBlT. Introduce a Hamiltonian matrix H as

Ly _OA -sD 8
=0 0
FQ -A'f

The Jordan decomposition of H is of the form
HX = XA

where X and A contain the eigenvectors and the eigen-
values of H , respectively. Then, the following relation-
ship is known [9].

[Xs X0 XKs X,OA(F) 0O

H 0 NN O 19
Ele Yu O Ele Ywmo AT (19)

where F is the closed loop system matrix defined in
(16), A(F) denotes an eigen matrix in which the eigen-
values of F appear in diagonal terms, A, =-A(F),

[XsT YST]T consists of the eigenvectors of H corre-
sponding to the eigenvalues of F, and

[XI YuT]r =—[XsT YsT]r . Furthermore, Mg and M, are
determined as follows.

Mg =Y X! (20)
My =Y, X! 21)
where M, =-Mq.

In the problem of shifting the eigenvalues of the closed
loop system by —2a further to the left, where the a is
said to be the degree of relative stability of the optimal
pole-placement problem, the following theorem holds.

Theorem[9]: For given Q and R let Ag be the spectrum
of optimal system (16). Let the degree of relative stability
be a = p. Let Q be perturbed by

AQ =-2pM, (22)

where M, is the negative (semi) definite solution given
by (21). Then, A(F,), the spectrum of the optimal closed
system obtained with the modified weighting matrix,

Qp =Q+AQ,is
A(Fg) =N\g=2pl (23)

where Fo denotes the closed loop system matrix resulted
from Q.

Design Procedure

1. Select Q and R, and design a LQR controller.

2. Evaluate the performance of the LQR controller, and
determine the eigenvalues that need to be shifted.

3. Construct the Hamiltonian matrix H , and find the
eigenvectors of H corresponding to the eigenvalues
that need to be shifted.

4. Obtain

M; =YX (24)

where [Xi Yi]T is the matrix that is composed of the
unstable eigenvectors corresponding to the eigenval-
ues that need to be shifted, and the stable eigenvec-
tors corresponding to the eigenvalues that stay in
their original locations.

5. Let p, be the degree of relative stability of the eigen-
values that are to be shifted. Calculate

A=A_+pl, where A=A (25)
Q =Q.,-2pM,, where Q,=Q (26)

6. Solve the Riccati equation with the modified matri-
ces, or try the second method (20), to obtain the
desired closed loop pole locations.

5.1 LQR — In this paper, it is assumed that the main pur-
pose of the control system design is to improve the ride
quality. Thus, to reduce the vertical acceleration of the
sprung mass at the resonance frequency near 1 Hz,
more weights are put on the state variables X, and X,
that correspond to the displacement and velocity of the
sprung mass. The weighting matrices initially selected
are

Q=diagl0®® 10> 10! 107

(27)
R=102

The closed loop eigenvalues with (27) are
Ac ={-3.2042+7.1971, -10.8560+ 482377} .

Compared to the open loop system, the resonance peak
near 1 Hz of the controlled system is lower. Due to length
considerations, simulation results for (27) are omitted.

5.2 OPTIMAL POLE-PLACEMENT - In this section, the
damping ratios of the two dominant poles are raised for
the purpose of increasing the rise time. The damping
ratio of the first resonance frequency is increased from
0.407 to 0.841 by shifting the dominant pole, by -8, to the
left. Therefore, the eigenvalues of the closed loop sys-
tem are

Aopt ={~11.2042+7.1971, -10.8560+482377} .

Fig. 6 compares the frequency responses of the open
loop system and the optimal pole-placement controller. It
is shown that the performance in the low frequency
range, including 1 Hz, has been significantly improved
with the optimal pole-placement controller. Fig. 7 shows



the time domain responses when passing over a speed
bump which is 10cm in height and 0.5m in length. Also,

note the great improvement in the settling time.
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where fg, stands for a semi-active control force. The

system matrix A of (11) needs to be modified as follows.

oo 1 0O

A= %‘21 0 ay
0o 0 O
g

a1 0 &y

o0l
0
s
10
0
0g

(29)

frequency (Hz)

( Mbpen loop system, O optimal pole-placement)
Figure 6. Comparison of the frequency responses.

6. APPLICATION TO A SEMI-ACTIVE DAMPER

In this section, the optimal pole-placement technique,
discussed in Section 5, is applied to a semi-active
damper. The purpose of this section is to figure out how
much the control performance of the active control is
degraded when the control law, derived for an active
actuator, is applied to a plant with a semi-active actuator.

If the actuator in Fig. 4 is a semi-active type, the passive
damper and the actuation part involving the arrow sign
need to be combined as one variable damper. In deriving
the equations of motion for a semi-active damper, the
equation of motion for the coordinate z is the same as
equation (8). However, the equation of motion for @
needs to be modified as follows.

where ay;, a,;, a4, and a,; are the same as in Section
3.2.

6.1 CONTINUOUSLY VARIABLE DAMPER - Fig. 8 shows
the damping force characteristics of a typical continu-
ously variable damper used for the simulations in this
paper. Detailed descriptions for the variable damper are
omitted. In general, the damping force of a semi-active
damper is adjusted by changing the size of an orifice. In
Fig. 8, the x-axis represents the relative velocity of the
rattle space, and the Y-axis denotes the generated
damping force. The three curves represents three differ-
ent damping force characteristics corresponding to the
three current inputs of 0 ampere, 0.8 ampere, and 1.6
ampere. The curve with the highest slope denotes the
characteristics of 0 ampere control input, which denotes
the most hard damping effect.
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Figure 8. Damping force characteristics of a typical
continuously variable damper.

6.2 LIMITED CONTROL ACTION — Control law (15)
assumes that there are no limits, in terms of the magni-
tude and the direction, to the control input. However, if a
semi-active type actuator of Section 6.1 is used, the actu-
ating force is limited as follows

Hea i u2 foa

factual =g u if f sa <u<f sa (30)
0 _ —
Df_sa if us isa

where fsa and f, denote the maximum and the mini-
mum damping forces at a given relative velocity. As, for
example, in Fig. 8 when the rattle space is extended at a
relative velocity 1 m/sec, the maximum damping force is
about 2700 N . This corresponds to OA. At the same time
the minimum damping force is about 1400 N, which cor-
responds to 1.6A.

Fig. 9 compares the accelerations of the sprung mass of
passive, semi-active and active suspension systems,
when the magnitude and the frequency of the road input
are 0.01m and 1 Hz. Compared to the passive system,
both the semi-active and the active systems show a
reduction in the magnitude of the vertical acceleration.
Therefore, it is concluded that the control law, derived for
an active suspension system, may be applicable to a
semi-active suspension system without resulting in much
degradation of control performance. Fig. 10 compares
the control forces applied to the plant by the active and
semi-active dampers together with the relative velocity of
the damper. In the case of the semi-active damper, the
occurrence of the phase lag is due to the actuation limita-
tion. This also causes the phase difference in the
response of the sprung mass acceleration in Fig. 9. Fig.
11 shows the current input applied to the continuously
variable semi-active damper of Fig. 8.

Ventical Acceloration of the Sprung Mass

Acceleration, m/sec/sec
o
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time(sac)
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Figure 9. Comparison of passive, semi-active, and
active suspension systems.
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Figure 10. Control forces

Current Input
18

o] ( [

124

o8

Current, A

06}

UL UL

-0.2
o

[1X- 1 15 2 25 3 35 4 4.‘5 5
time(sec)

Figure 11. Current input applied to the continuously-
variable damper in Fig. 8

7. CONCLUSIONS

In this paper a new control-oriented model, for the
Macpherson type suspension system, that incorporates
the rotational motion of the control arm was investigated
for the first time. The nonlinear equations of motion have



been linearized at an equilibrium point. It was shown that
the conventional model is a special case of the new
model, i.e., if Ig =lc and 6, =0, then the transfer function
of the new model coincides exactly with that of the con-
ventional model. By changing the length of the control
arm, it is possible to design a wide range of plant models.
An optimal pole-placement controller, which combines
the LQ control and the pole-placement method, was
investigated. The control law was further applied to a
semi-active suspension equipped with a continuously
variable damper. When the active control law was
applied to the semi-active damper, a small degradation in
the vertical acceleration of the sprung mass was noticed.
However, the overall performance was acceptable. The
new model proposed in this paper has applications in the
areas of dynamics analysis and control system design.

REFERENCE

1. K. S. Lee, M. W. Suh, and T. I. Oh, "A Robust Semi-active
Suspension Control Law (with English abstract)," Korea
Society of Automotive Engineers, Vol. 2, No. 6, pp.117-126,
1994,

2. S. J. Huh, "Active Chassis Systems for Automotives (with
English abstract)," Journal of Control, Automation and Sys-
tems Engineering, Vol. 2, No. 2, pp. 57-65, 1996.

3. A. Alleyne and J. K. Hedrick, "Nonlinear Adaptive Control of
Active Suspensions," |IEEE Transaction on Control Sys-
tems Technology, Vol. 3, No. 1, pp. 94-101, March, 1995.

10

10.

11.

. H. Kim and Y. S. Yoon, "Semi-Active Suspension with Pre-
view Using a Frequency-Shaped Performance Index," Vehi-
cle System Dynamics, 24, pp. 759-780, 1995.

. A. J. Truscott and P. E. Wellstead, "Adaptive Ride Control in
Active Suspension Systems," Vehicle System Dynamics,
24, pp. 197-230, 1995.

. S. R. Teja and Y. G. Srinivasa, "Investigation on the Sto-
chastically Optimized PID Controller for a Linear Quarter-
Car Road Vehicle Model," Vehicle System Dynamics, 26,
pp. 103-116, 1996.

. M. Jonsson, "Simulation of Dynamical Behaviour of a Front
Wheel Suspension,” Vehicle System Dynamics, 20, pp.
269-281, 1991.

. A. Stensson, C. Asplund and L. Karlsson, "The Nonlinear
Behaviour of a MacPerson Strut Wheel Suspension," Vehi-
cle System Dynamics, 23, pp. 85-106, 1994.

. J. Medanic, H. S. Tharp and W. R. Perkins, "Pole Place-
ment by Performance Criterion Modification," IEEE Trans-
actions on Automatic Control, Vol. 33, No. 5, pp. 469-472,
May, 1988.

C. Yue, T. Butsuen and J. K. Hedrick, "Alternative Control
Laws for Automotive Active Suspension," Transactions of
the ASME, Journal of Dynamics System, Measurement,
and Control, Vol. 111, pp. 286-291, 1989

J. S. Lin and I. Kanellakopoulos, "Nonlinear Design of
Active Suspensions," IEEE Control System Magazine, \ol.
17, No. 3, pp 45-59, 1997.



