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Distributed leader-followers constrained platooning control of linear
homogeneous vehicles
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Abstract— This paper presents a feedback-distributed con-
troller that guarantees exponential synchronization of a vehicle
platoon described by linear dynamics. To achieve desired inter-
vehicle spacing between two vehicles and to improve pla-
toon cohesiveness, a leader-based bidirectional communication
scheme is employed. To take into account the constraints
of the system and to avoid collision between vehicles, safety
features are implemented using control barrier functions via
linear quadratic programming. String stability properties of
the platoon are analyzed, where we show via simulations that
the proposed design allows considering a gap-spacing policy
for inter-vehicle distance with zero headway. To conclude,
the effectiveness of the proposed controller is verified in a
simulation study.

I. INTRODUCTION

Highway capacity limits traffic systems, resulting in traffic
jams. Cooperative Adaptive Cruise Control (CACC) known
as platooning is deemed a promising solution to improve
traffic safety, reduce fuel consumption and vehicles emission
due to reduced air resistance, as well as increase traffic
throughput and road capacity [11], [20]. A platoon is a group
of closely spaced vehicles that drive safely and automatically
by regulating the inter-vehicle distance to a desired value and
employing wireless communication in addition to onboard
sensors [13]. Vehicle platoons have been an area of focus
for researchers and industry for decades [19], [13]. While
field experiments and real-world implementations of the
technology are still rare, research becomes more refined.

Due to the distributed nature of the problem, the majority
of existing solutions make use of multi-agent synchronization
tools, with a focus on string stability. Existing controllers
usually rely on inter-vehicle distance error feedback de-
signs. In [13], a controller for homogeneous platoons that
guarantees string stability was derived using Predecessor-
Following (PF) topology. The controller was tested and
evaluated on a platoon of passenger cars. Leveraging the
controller presented in [13], the authors of [25] presented
a bidirectional distributed consensus controller for homo-
geneous platoons, showing that bidirectional interaction can
potentially improve platoon cohesiveness. The approach was
further extended in [26] to consider velocity constraints. If
the former works mainly focused on vehicles described by
linear dynamical models, string stability of nonlinear systems
has been studied more recently for instance in [12] with L,
tools for heterogeneous platoons, or in [17] with integral
control. At the same time, recent works started to consider
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more real-life oriented scenarios, by taking into consideration
in the control design the presence of disturbances [12], [21],
or delays in the communication lines, see e.g. [3].

In this work, we consider a linear platoon of homogeneous
vehicles and we present a distributed-feedback control law
for CACC. In particular, we consider a leader-connected
network, where all the vehicles’ communication links are
bidirectional, with an exception for the first “virtual” leading
vehicle. We first propose a full-state feedback distributed
control law coupling the vehicles. In order to take into
account input and state constraints while assuring safety
requirements, we rely on the notion of Control Barrier Func-
tions (CBFs), see e.g. [1], [14], [7], implemented by means of
an online optimization problem via Linear Quadratic (LQ)
programming. To the authors’ knowledge, such a tool has
been employed in platooning for example in [15] with a PD
controller and recently in [8] with a two-layer controller.
Differently for the former designs, however, we rely on
a full state-feedback design rather than an error-feedback
one. We show via simulations, that such a difference allows
achieving string stability of the platoon while considering a
gap-spacing policy for inter-vehicle distance with (possibly)
a zero headway, contrarily from many literature results where
a minimum strictly positive bound is required.

The paper is structured as follows: In section II the platoon
model is presented and the challenges tackled in this paper
are laid out. Section III contains some preliminaries on the
main tools used. Section IV describes the proposed control
design. In Section V, some simulations to illustrate the per-
formance of the proposed approach are shown. Conclusions
can be found in Section VI.

Notation: N is the set of (non-negative) natural num-
bers. R = (—00,400), Ry = (0,+00) and R>o :=
[0, +00). We write A = [a;] to indicate that A is a matrix
where a;j, is the element in row 7 and column k. For b; € R
with i = {1,...,n}, diag{b;} is a n x n diagonal matrix with
b; on the main diagonal and zeros elsewhere. ||z||2 is the
Euclidean norm of z € R™. For f : R” — R", g : R" — R"
and h : R" — R sufficiently smooth, we let Lsh(z) =
O (1) f(x) and LyLsh(z) = 2L (2)g(2). Given r € N,

- (L7 h) .
we let Lih(z) = —4—=(x)f(x) with LYh(z) = h(x).

II. PROBLEM SETTING AND PRELIMINARIES
A. Single vehicle model

In this work, we consider an homogeneous platoon of
M vehicles as shown in Fig. 1. We indicate with v; the
velocity and with p; the position of vehicle V;, where
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i = {1,...,M}. Let a; be the acceleration of vehicle V;.
Following [18], [16], each vehicle is modeled as a linear
system of the form

#; = Aw; + Bu;, (D

T o . .
where x; = (pi v; ai) € R3 is the state of vehicle Vj,
u; € R is its input and where

01 0 0
A=[00 1|, B:=10 2)
00 -1 1

with 7 < 1 being the time constant of the engine. We take the
initial conditions of the system such that p;(0) > p;11(0).

B. Platoon interconnection

Interconnection between vehicles is modeled using graph
theory. In a general framework, the information exchange
between vehicles in the platoon is represented by a directed
graph (digraph) G(V, ), where V = {V, V1, Va, ..., Vs } is
a set of nodes (vehicles) and £ C V x V is a set of edges
representing the information exchange between vehicles. The
edge set £ can be described by an adjacency matrix A =
[@;x], with weights a;, = 1 if (V,V;) € € and @, = 0
otherwise. Define the weighted in—dejgree of vehicle V; as the
i-th row sum of A, that is, d; = 2:{1 a;, The diagonal in-
degree matrix is defined as D = diag{d;}. The Laplacian
matrix is defined as the difference between the in-degree
matrix D and the adjacency matrix A, i.e. L = D—A = [{;].
In particular, in this work, we consider a leader-followers
communication topology with bidirectional links. Vehicle V;
is allowed to collect and share information with both its
preceding vehicle V;_; and the following one V; 1, as shown
in Fig. 1. The only exception is Vj, which is a “virtual”
vehicle (i.e. it is not a real vehicle but part of the algorithm)
that shares the same dynamical model of V; but does not
receives any information from V7, i.e. it acts as a leader of
the network. Thus, the Laplacian £ € R(M+1Dx(M+1) jq

0 0 o --- 0
-1 2 -1 :
0 0
L = = c. t. t. 3
(521 £22) 0 . . . 0 3)
o -1 20—l
0 . 0 -1 1

with Lo9 € RMXM and £5, € RM. Such an interconnection
topology is summarized in the following.

Assumption 1. The graph G = {V,E} is leader connected
with Vy being the leader; i.e. it contains a spanning three
with Vy as the root. Moreover, the Laplacian L is defined as
in (3).

The choice of the communication graph has two main rea-
sons. On one hand, bidirectional links have been considered
to provide additional safety and avoid collisions [25]. On
the other hand, a leader-connected topology is considered
in order to improve performances. The role of the virtual

leading vehicle is only to follow the desired reference profile,
“imposing” the steady-state behavior of the platoon, while all
the rest of the vehicles have to follow it. By considering such
a single-leader network, the heading vehicle is not affected
by the rest of the platoon, but rather it acts as an autonomous
system.

Fig. 1. CACC-equipped homogeneous platoon of vehicles with bidirec-
tional communication (edited from [24]).

C. The control problem

In this work, we aim to solve a reference tracking
platooning control, namely, the state of each of the ve-
hicles has to follow a desired reference profile r*(t) =
(p*(t) v*(t) a*(t))T, while maintaining a spacing dis-
tance in between neighbor vehicles. We consider a gap
spacing policy for the desired inter-vehicle distance defined
as

di (vi(t)) = r + hoi(t), )

where r is the constant distance at standstill, and A is the
constant headway. Therefore, the inter-vehicle spacing error
e; 1s defined as:

ei = (pi—1 —pi — L) — (r + hwy) )

with L being the length of each vehicle.

To make the problem more challenging, we consider a
scenario in which constraints in the vehicle actuators and in
its state are taken into account. In other words, we assume
that, for all ¢, there exist u;,u;,a;,a;,v;,v; € R such that,
for all ¢ and for all ¢, the control problem has to be solved,
while satisfying

w < ui(t) <TG, a5 < ai(t) <a;, v; <vi(t) <T; . (6)

In order to assure the feasibility of the problem, we take a
reference profile that satisfies the bounds (6) and the desired
spacing distance with respect to the system’s dynamics.
The problem is to ensure that, for any constant cruise
speed, the inter-vehicle distance errors asymptotically tend to
zero, while satisfying the constraints and avoiding collision
between vehicles.

ITI. PRELIMINARIES
A. Synchronization of linear leader-connected networks

In this section we briefly recall the main tools that
will be used in the following. In particular, how to de-
sign a state-feedback distributed controller achieving leader-
synchronization for a network of linear systems is a well-
known result. A general overlook of the problem and of the
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tools can be found for instance in [10, Section V]. A standard
assumption for networks of linear systems is the graph to be
connected in the sense of [10, Definition 5.1] (some authors
also call this “weak connectivity”), namely the fact that there
exists one node V* in the network such that there exists a
path from V* to any other node or that, equivalently, the
Laplacian matrix has all the non-zero eigenvalue with strictly
positive real part. In our leader-followers framework, such a
condition holds through the leader-connectivity Assumption
1 where V* = Vj. From [10], [5], the following holds.

Proposition 1. Consider a homogeneous network whose
agents’ dynamics is defined by (1) and let Assumption 1 hold.
If there exists a symmetric positive matrix P = P > 0 and
P, A € Ryg such that

PA+ATP—pPBBTP < —2)\P, (7)

then there exists k* € Rsqg such that, for any k > kK%,
there exists k € R such that the network in closed loop
with u; = —k Y0t Uis1y; BT Pxj_y satisfies |x;(t) —
xj(t)] < k|z;(0) —z,(0)| exp(—At) for all initial conditions
z;(0),2,;(0) € R", forallt >0, and all i,j € {1,..., M}.

Remark 1. We recall that for the Riccati inequality (7) to
be solvable is equivalent to ask for the pair (A, B) to be
stabilizable. The resulting distributed control law is of infinite
gain margin [6], where the value of x* depends on the
constant p in (7) and on the smallest nonzero eigenvalue of
the Laplacian matrix £, while the overshoot gain k£ depends
on the ratio between the biggest and smallest eigenvalues of
the matrix P.

B. Control barrier functions

In many applications, to have the state of the system and
the control input to be confined within pre-defined bounds,
is usually a necessary requirement. This is asked in order to
keep into account the physical limitations of actuators and
of the system’s properties. In this context, Control Barrier
Functions (CBFs) (see for instance [1], [14], [7], [23], [22]
and references therein) have been found to be an efficient
tool. We recall in this section their main properties. Consider
a system of the form

&= f(z) + g(x)u (8)

with z € R™ u € R and f, g to be sufficiently smooth of
suitable dimension. Let ¢ : R™ +— R be a C'' function and
let r € N. We say that the function y = ¢(z) has a relative
degree' r with respect to system (8) and input u in the sense
of [9, Section 4] if i) LgL’]iq(q:) =0forall k<r—1and
ii) L_,]L;_lq(a:) # 0 for all x € R"=. Consider now the set

C:={zeR"™:q(zx)>0}. )

In the following, we assume C to be non-empty and with no
isolated points (i.e. C coincides with its interior). We have
the following definition.

IFor the sake of simplicity, in the following we will always assume the
relative degree to be globally defined.

Definition 1. Consider the system (8) and consider a func-
tion ¢ : R™ +— R with relative degree r. We say that ¢ is
a Control Barrier Function (CBF) if there exists a column
vector b = (bl bT)T € R” such that

sup [LgL‘;flq(x)u + Liq(x) + bTw(J;)} >0 VaeR"™,
u€R

- (10
where w(r) = (q(x) Lsq(x) L;_lq(x)) € R",
and the roots of the polynomial P(€) = " + bpe" 1 + - +
boe + by are all negative.

In such a framework, ¢ represents a function describing
the constraints to be satisfied while C in (9) is the set of x
satisfying such constraints. Suppose that the aim is to design
a control law u = u® := a(x) that solves a certain control
task while, at the same time, is such that if 2(0) € C, then
z(t) € C for all ¢ > 0. Define K as the set of Lipschitz
continuous functions « : R™* +— R such that

K := {a | LgL’}_lq(x)a(x) + Liq(x) + bl w(x) > O} .
(11)
The following result holds (see [22, Theorem 1]).

Proposition 2. Consider system (8) and let ¢ : R — R
be a CBF of relative degree v € N. Then for any u = a(x)
with o € K, there exists a subset C C C such that C is
asymptotically stable for the closed-loop system.

Similarly to [1], [14], the implementation of CBFs can
be performed through Linear Quadratic (LQ) programming
by means of an optimization problem. Indeed, for a known
control action u” = a(x) solving a certain control task,
system (8) can be fed with the control u = u® where

u® := argmin, Hﬁ —u

s.t. o(x)u < B(x)

where o(z) = —LgL;_lq(x) and B(x) = Lq(x)+b" w(x).
In such a way, the control input that is fed to the system is
u = u® = uP = a(x) whenever @ € K while, in case
a & IC, then u = 1 is the control action that minimizes the
Euclidean norm (12a) while satisfying (12b), that is, while
making the set C asymptotically stable for the closed-loop.

(12a)
(12b)

"Il

Remark 2. The optimization problem (12) takes into account
a single constraint since the function ¢ in (9) maps in R.
In case m > 1 constraints have to be taken into account,
the problem can be formulated following similar lines, by
treating each constraint individually. In such a case, o, [
become mapping in R™.

IV. PROPOSED CONTROL DESIGN

In this section, we show the proposed control design. We
first split the analysis into the leader control action (whose
role is to follow the desired reference profile) and the follow-
ers one (whose role is to synchronize to the leader). In short,
each vehicle control law (besides the leading vehicle) is
composed of two main blocks. The first block is a distributed
control law that follows the design proposed in Section III-
A. Vehicle V; embeds in its control action the knowledge of
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the preceding and of the following vehicle state. The role of
this block is to synchronize the state of all the vehicles. The
resulting control u” enters the second main block, which
corresponds to an online optimization algorithm. The role
of this second block is to guarantee the feasibility of the
constraints while assuring safety requirements. This is done
by relying on CBFs as in Subsection III-B, implemented
via LQ programming. An overview of the resulting control
action can be found in Fig. 2, where Ap; and Awv; are
the inter-vehicle distance and the relative velocity between
vehicle V; and vehicle V;_; and where Ap;; and Av, are
the inter-vehicle distance and the relative velocity between
vehicle V;; and vehicle V; defined as

Api \ _ ([ pi-i—pi—L

Av; ) Vi—1 — U; ’
Apiy1 \ _ [ pi —pi+1 — L
Avipy )7 Vi — Uiyl '

A. The leader (nominal) control action

(13)

Consider the virtual leading vehicle Vj with state zy. The
virtual leader shares the same linear dynamics of the vehicles
of the platoon and receives an exogenous input to track a
reference profile r*(¢). The chosen control law for the leader
is a proportional controller of the form

ug = KT (r*(t) — zo) (14)

with K being a matrix such that A — BK " is stable. Note
indeed that the pair (A, B) is controllable.

B. The followers (nominal) control action

The control law for the vehicles V; with ¢ = 1,..., M is
done following Proposition 1. Inequality (7) can be solved
with computational tools such as Linear Matrix Inequalities
by noticing that the pair (A4, B) is controllable and therefore
stabilizable. Nonetheless, in the following we provide an
analytical solution that is dependent only on the constant
7. While such a choice may seem too conservative in some
sense, it allows us to pursue a more detailed string stability
analysis as shown in the following section. In particular,
we select P, p, A solving (7) as p = 1, A = % and matrix
P =PT >0 given by

Py Py Pi3
P=|Pa Py P
Pi3 Pz Ps3

where in particular, we selected
(373 — 1372 4+ 187 — 8)?

Py =
H 73(57 — 6) ’
(1 —2)2(673 — 2372 4+ 297 — 12)
Py = 3 ;
72(57 — 6)
(1—2)2(372 - 71 +4)
Pz =— ,
7(51 — 6)
(1 —2)%(77% — 207 + 14)
P22 = — )
7(57 — 6)
P23:(T—2)2, P33:—’T2+2’7'.

where the positivity of P can be verified recalling that
7 < 1. Therefore, following Proposition 1, the distributed
synchronization-based control law is given by :

M+1
uP = —k Z Ly Ko (15)
j=1
with
T—2)2(372 =177 7—2)2
K= (-t = o).

C. Implementation of CBFs

In the CBFs’ implementation, we keep in consideration the
constraints (6) related to input u;, acceleration a;, velocity v;,
and position p;. Since the vehicle platoon is homogeneous,
we have that both the upper and lower bounds in (6) for
all the state and input variables do not depend on the index
i, i.e. each vehicle has to satisfy the same constraints. For
this reason, in the following, we drop the i-subscript when
referring to the constants in (6). Each vehicle implements an
online optimization problem of the form (12) as described in
Section III-B, where the vector fields f, g in (8) are defined
as f(x;) = Ax;,g(x;)) = B with A, B given in (2). We
define e; = (p;—1 — p; — L) —(r + hv;) as the distance error
between vehicle V; and its predecessor V;_;. Moreover, the
x-variable in (12) will be referred as x = (x;_1, ;) since the
constraints of each vehicle are related to its own input, accel-
eration, velocity, and position error with respect to the pre-
ceding vehicle. We treat each constraint individually (see Re-
mark 2). Thus we split 3(z) in (12) as B(z) = f(zi—1,2;) =
((B*@)7 (@) (8"(@)" (8%))7) . o indicate
that 8" is related to the constraints on the input, 3¢
on the acceleration, 3° on the velocity and 3% on the
distance between consecutive vehicles. Similarly, we split

oas o) = (0T (@97 )7 (¢)T)'. The
constraints will be represented by the function ¢(z) :=
_ _ _ T
(@ 9, 9 9, @ 4, )

Actuator constraints — The nominal controller u; of the i*"-
vehicle V; must not exceed the feasible range (6). Therefore,
we have that 0% = (1 1)—r and 8" = (u E)T
Acceleration constraints — We define g,(x;) := @ — a;.
Since L4g,(z;) # 0, it implies that acceleration constraints
have unitary relative degree. Thus, inequality (10) for the
(maximum) acceleration constraint with ¢ = g, translates as
L < a1 0ig (z:) (16)
Ui s 19a\ T3
where b’{l € R+ . Similarly, about the minimum acceleration
constraint, we can define ga(xi) = a; — a and follow similar
steps to get B%(x) = (La; +biq,(z;) —La;+ b%ga(xi))T
and 0% = (% —%)T, where b% € Ryo.
Velocity Constraints — Define g, (x;) = U—v;. The velocity
constraints have relative degree of two since L,q,(z;) =
0 but LyLsqG, = —=. Therefore, the maximum velocity
constraint in (10) is given by:

1 1 = T —U;
;< Za; + (B'U)T (U Uz)
T

T —a;

a7)
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T
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Vit+1

Fig. 2. Resulting control block-scheme

where BY = (b} bg)T € R? is chosen such that the
roots of €2 + b3e + by are negative definite. Similarly, the
minimum velocity constraint is given by g, (z;) = v; — v.
Therefore, following similar steps, we define ﬂ”(xl)r =

(v () oy ()

and 0¥ = (& —%)T. Where BY = (by b;) € R?
satisfies similar properties as its maximum velocity
counterpart.

Spacing Constraints — We define the spacing constraint in

terms of the error (5) as:

Op(Tiz1,2) =€, =pi—1 —pi — L —r—hv; (18)
The spacing constraints have relative degree of two since
Lggy(x;) = 0but LyLqy,(z;) = —2. Therefore, the spacing
constraint in (10) is given by:

h h i —pi—L—r—hu
iy < a_q— ( + 1> ai+(B")T (p'—l pi— L= =hu;
T T

Vi—1 — U; — hal-

19)
where B? = (0! #)" € R2 is such that the
polynomial € + bhe + b} has negative roots. There-
fore, we define B%(z;_1,2;) = ai-1 — (& + 1)a; +

(BT pi-1—pi—L—1r—hy
Vi—1 — Uy — hai

we only have one spacing constraint i.e. each vehicle tries

not to collide with its predecessor.

and o¢ = % Note that

D. String stability notion

String stability refers to the attenuation of oscillations in
upstream direction [4]. If the platoon is string unstable, any
disturbance from the leader is amplified along the string of
vehicles. For platoons with bidirectional communication, a
notion of string stability is proposed in [2].

In order to analyze string stability of the homogeneous
platoon, the closed-loop platoon dynamics are derived. To
simplify the analysis, we consider the reference signal
to impose only a desired acceleration profile r*(t) =
(p*(t) v*(t) a*(t)), with leader control law (14) having
gain matrix partitioned as K = (0 0 Kj3). For1 <i <
M, that is, all vehicles in the platoon excluding the virtual
leader and the last vehicle, the closed-loop dynamics (without

the optimization algorithm) can be described by:

Di 0 1 0 Di
Ul = 0 0 1 Ul
a 2(;5(7, K) —25(72—2)2 —1-2x(2—-7) a;
Fo
[0 0 0 17 pi-1 ]
+ 0 0 0 Vi—1
o - = R )
P
[ 0 0 0 71 pisr |
+ 0 ) 0 Vit1
| —p(r,r) 52 222D || g |
(20)
with
k(T —2)(312 =TT +4)
= : 21
(7, K) T E— @1
) The dynamics of the last vehicle (: = M) are described
by:
DM 0 1 0 PM
oy | = 0 0 1 VM
am o(7,K) _H(:;Q)z ~Lonelzo) am
Eo
0 0 0 pPM-—1
+ 0 0 ) 0 UM-1
7(25(7_) 5(7'722) N(2;T) ap—1
(22)

Finally, the dynamics of the virtual leading vehicle are
written as:

po O 1 O Po O
v | =10 0 I vo |+ | 0 [a*(@).
agp 0 0 71;K3 ao %
Wo
(23)
Define the platoon state X, = [z] @] ... z},;]" and the

platoon output Yy, = [ap a1 ... a )T, then write (23), (20)
and (22) in the following form:

Xp] = AplXpl + Bpla* (t) 24)
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with matrices:
Wo 0 O ... 0 O

FL Fob F, ... 0 0 %
Ap=| O FFo0 0 g |
0 0 0 .. F E 0
(25)
Finally, the output is given by:
Yo = Cpi Xy (26)
with the matrix
C 0 0
0 C 0
Cp1 = : 27
0 0 C
with C = [0 0 1]. Denote the elements
T
of (Ho,r(s) Hy.(s) HM,r(s)) = Cu(sl —

Apl)_prl, as the transfer functions from a* to a;, 0 <
1 < M. The authors of [2] proposed the following definition
of string stability for platoons with bidirectional communi-
cation, which will be used in the following.

Definition 2. The platoon described by the system (24) is
string stable if H; .(s) is stable and

|Hiy1,(jw)| < [Hir(jw)l,

with | - | indicating the magnitude of the transfer function.

Vw,1<i<M (28)

Remark 3. It should be pointed out that the common def-
inition of string stability [13], that is the transfer function
from V;_; to Vj is not applicable, since the response of each
vehicle depends on the response of both the preceding and
the following vehicle.

V. SIMULATIONS

In this section, the control approach is demonstrated on a
homogeneous platoon of M = 3 vehicles? with parameters?:
7=025[s], h=03]s], » =3 [m], and L = 5 [m]. The
maximum acceleration is selected as @ = 2 [m/s?], while

the maximum deceleration is @ = —6 [m/s?]. The maximum
control input is selected as @ = 2 [m/s?], while the minimum
control input is u = —6 [m/s?]. The maximum velocity is

¥ = 40 [m/s] and the minimum velocity v = 0 [m/s]. The
controller gains are chosen as K = 102 x (1 2 1) and
k = 15. The parameters of the CBFs are taken as b = 5,
$ =15, (B")" =(BY)" = (1 2) (roots at € = —1), and
(BP)T = (0.36 1.2) (roots at € = —3).

The comparison between the synchronization-based (nom-
inal) controller (with no CBFs) and the constrained controller
(with CBFs) will be done using three scenarios of collision
avoidance, emergency braking, and platoon forming.

2The choice of the value of M has been done as a good trade-off between
a sufficiently large value to show the effectiveness of the control law and a
sufficiently low value for clarity of the plots.

3In the following, the brackets [-] are used to indicate measurement units.

TABLE I
INITIAL CONDITIONS FOR COLLISION AVOIDANCE SCENARIO

Initial Condition Value Unit
Po(to) 81.66  [m]
p1(to) 54.44 [m]
p2(to) 27.22 [m)]
p3(to) 0 [m]
vo(to) 80/3.6  [m/s]
v1(to) 100/3.6  [m/s]
va(to) 120/3.6  [m/s]
v3(to) 140/3.6  [m/s]

A. Collision Avoidance

The collision avoidance feature is illustrated by the follow-
ing scenario: The virtual leader is keeping a constant speed,
while the following vehicles approach the leading vehicle
with high speeds. Table I lists the initial conditions for this

scenario. Fig. 3 shows that the proposed controller keeps
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Fig. 3. Collision Avoidance Scenario

safe distances to the preceding vehicles. It is observed that
the velocity of every vehicle follows the changes of that of its
preceding vehicle and the velocities converge exponentially
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to the desired reference velocity of vy = 80/3.6 [m/s].
It shows string stable behavior and the constraints are not
violated. The errors are regulated exponentially fast to zero
while keeping a velocity-dependent inter-vehicle distance.
Notice that the states under the synchronization-based con-
troller converge faster. However, the constraints are violated.

B. Emergency Braking

The emergency braking feature is illustrated by the follow-
ing scenario: After initial transients, the platoon is traveling
at a constant speed of vy = 80/3.6 [m/s], when at t = 40
[s], the virtual leader performs an emergency braking, at its
maximum deceleration, until a full stop. Fig. 4 illustrates a

U,

e;(m)

Time (s)

Fig. 4. Emergency Braking Scenario

good response of the vehicles to the emergency situation.
The proposed controller guarantees that each vehicle within
the platoon safely brakes from vy = 80/3.6 [m/s] to a full
stop while avoiding collision with the preceding vehicle and
satisfying the constraints.

TABLE I
INITIAL CONDITIONS FOR PLATOON FORMING SCENARIO

Initial Condition  Value Unit
p1(to) 150 [m]
P1 (to) 100 [m]
D2 (to) 70 [m]
p3(to) 20 [m]
vo(to) 15 [m/s]
v1(to) 20 [m/s]
v2(to) 25 [m/s]
v3(to) 30 [m/s]
ap(to) 1 [m/s?]
ax(to) 6 [m/s?]
az(to) 2 [m/s?]
as(to) -3 [m/s?]

C. Platoon Forming

Finally, the platoon forming feature is illustrated by the
following scenario: The vehicles are traveling at different
speeds and different accelerations, when at ¢ = 0 [s], the
platoon is formed and the virtual leader receives a constant
velocity reference profile of vy = 30 [m/s] . Table II lists
the initial conditions for this scenario. Fig. 5 shows that
the proposed controller ensures the forming of the platoon
from rather challenging initial conditions and the vehicles
reach the common reference velocity of vg = 30 [m/s],
while satisfying the constraints. The errors are regulated
exponentially fast to zero.

Fig. 6 demonstrates that for the set of parameters: x = 15,
K3 = 100, and 7 = 0.25 [s] , the effect of the exogenous
input a*(t) is attenuated over the homogeneous platoon (i. e.
|Hit1:(w)| < |Hir(jw)| Vw,1 <i< M). Notice that the
transfer functions do not depend on the headway h (i.e. the
platoon is string stable for any headway i > 0) .

VI. CONCLUSION

In this work, a controller for CACC of linear homogeneous
vehicle platoons with bidirectional communication involving
the presence of a leader is presented. The controller is based
on two terms. First, a distributed control law is implemented.
The resulting control action is fed to an online optimization
problem derived from control barrier functions in order
to satisfy the constraints of the system. The effectiveness
of the control law is tested in various simulations where
in particular, it was shown that string stable behavior can
be achieved for any nonnegative headway. Future works
will focus on using similar tools for platoons described by
nonlinear dynamics, analyzing the robustness of the proposed
control scheme, and deriving formal proof of stability.
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