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Abstract: This paper presents a comprehensive study on autonomous vehicle parking challenges,
focusing on kinematic and reverse parking models. The research develops models for various
scenarios, including turning, reverse, vertical, and parallel parking while using the minimum turning
radius solution. The integration of the A* algorithm enhances trajectory optimization and obstacle
avoidance. Innovative concepts like NTBPT and B-spline theory improve computational optimization.
This study provides a foundation for understanding the dynamics and constraints of autonomous
parking. The proposed model enhances efficiency and safety, reducing algorithm complexity and
improving trajectory optimization. This research offers valuable insights and methodologies for
addressing autonomous vehicle parking challenges and advocates for advancements in automated
parking systems.

Keywords: vehicle motion models; motion trajectory planning; trajectory optimization; automated
parking; parking lot problems

1. Introduction

Parking in congested urban areas is a challenge; moreover, non-standard parking can
easily cause traffic jams, and the specification of parking, in turn, can help ease urban traffic
jams. With the rapid development of automatic driving technology [1–6], automatic parking
has become a key aspect of automatic driving technology. Moreover, the influence of
efficient self-driving car parking is not limited to convenience [7–9], improving traffic flow,
reducing congestion, and optimizing parking space use. Smooth parking operation helps
to improve road safety and reduce accident risk [10–15]. Furthermore, automatic parking
can potentially reduce fuel consumption, emissions, and parking space requirements.
Automatic parking requires vehicles to self-maneuver in the parking space and requires
accurate and standardized parking, as well as not to hinder the normal passage of other
vehicles, which requires more advanced automatic parking technology.

In a domestic context, researchers have explored various methods of parking in self-
driving vehicles [16–18]. Some studies have focused on kinematics and reversing parking
models using concepts such as the minimum circular arc optimization formula [19–21] and
the trajectory optimization algorithm A* [21–24]. These methods are designed to optimize
the turning, trajectory, and obstacle avoidance capabilities of autonomous vehicles during
parking manipulation. While these methods show promise for improving parking efficiency
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and safety, their limitations lie in the complexity of the algorithm and the need for accurate
sensor data and real-time updates.

Internationally, researchers have also studied innovative technologies for self-driving
car parking. These include the integration of machine learning and AI algorithms such as
B-spline theory [25–31] to enhance parking space detection and selection. Reinforcement
learning algorithms have been used to train autonomous agents to perform parking tasks
effectively. In addition, researchers have explored the use of smart infrastructure, such as
smart parking systems and communication technologies [32–35], to facilitate autonomous
car parking. While these approaches offer potential benefits, there are challenges in scala-
bility, infrastructure requirements, and standardized requirements across different regions.

At present, fully autonomous driving has become a reality under various conditions,
with industry giants such as Volvo, Mercedes-Benz, Toyota, and Google being at the
forefront of developing cutting-edge automation systems [36–39]. They use advanced
technologies such as V2X communications and satellite navigation to constantly improve
automatic parking in intelligent transportation systems [40,41]. However, some challenges
remain. These measures include ensuring robustness in different real parking lot scenarios
through iterative algorithms [42–44], addressing complex and dynamic urban environ-
ments, and adapting to different parking regulations and cultural norms. In addition,
issues of cybersecurity, privacy, and user acceptance of automatic parking systems need to
be carefully considered and addressed [43–47].

Among the numerous challenges faced, path-tracking errors during automatic parking
remain an obstacle [48,49]. Our study introduces an automated parking path analysis
using pre-targeted PID [50–52] and a mixed path planning approach based on A * and
curve methods to optimize path tracking accuracy [53–55]. This improves the safety and
efficiency of the automatic parking system and reduces human error during parking, thus
improving the utilization of parking spaces and reducing the risks associated with manual
parking. This reduces the likelihood of road accidents. Previously, many studies focused
on analyzing and optimizing the manufacturing of car components or control systems to
improve the quality of components, reduce failure rates, and thereby reduce the likelihood
of accidents [56–59].

As shown in Figure 1, our study helps to advance autonomous vehicle parking systems
and address the challenges associated with manipulating and selecting the best parking
space. The subsequent sections of this paper present detailed methods and results that
demonstrate the effectiveness of our proposed computational optimization model.
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Figure 1. Parking lot plan with no parking areas.

To facilitate a consideration of the problem, the following assumptions are made in
this study while ensuring the accuracy of the model:

a. The autonomous vehicle is a symmetrical four-wheeled passenger car with a rectan-
gular body. It adopts front-wheel steering and rear-wheel driving;
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b. During the vehicle’s motion, the velocity direction at the control point aligns with
the direction angle of the trajectory point. The instantaneous turning radius is equal
to the curvature radius of the trajectory point;

c. The autonomous vehicle travels on an ideal and flat road surface, neglecting any
vertical motion of the vehicle;

d. Longitudinal and lateral aerodynamic factors are ignored;
e. The vehicle acceleration does not exceed 3 m/s2. During the acceleration phase, the

constant jerk is assumed to be 20 m/s3;
f. All turning maneuvers are assumed to be a constant jerk motion with a circular

arc trajectory;
g. The maximum centripetal acceleration during a turn is assumed to be equal to the

maximum deceleration during braking;
h. The time consumed by the friction between the vehicle tires and the ground is negligible;
i. Some relevant data of the vehicle included the following: it was 4.9 m long, 1.8 m

wide, had a maximum steering wheel angle of 470◦, and a steering wheel and front
wheel angle of transmission ratio of 16:1 (steering wheel rotation 16◦, front wheel
rotation 1◦).

The description of the symbols in this paper is shown in Table 1.

Table 1. The description of the symbols.

Symbol Meaning

L Unmanned vehicle captain (m)
W The width of the unmanned vehicle (m)
r Maximum steering wheel turning angle (◦)
ϕ Maximum front wheel turning angle (◦)

Rmin Minimum turning radius for unmanned vehicles (m)
vf The maximum speed of the steering wheel of the unmanned vehicle (m/s)
J Maximum acceleration and jerk (m/s3)

am1 Maximum throttle acceleration (m/s2)
am2 Ultimate brake acceleration (m/s2)
a1 The magnitude of the acceleration of uniformly accelerated motion during the acceleration phase (m/s2)
a2 The magnitude of the acceleration of uniformly decelerating motion during the acceleration phase (m/s2)
t1 Time of acceleration phase (s)
v1 Speed after acceleration t1 time (m/s)
t2 Duration of deceleration phase (s)
v2 Speed after acceleration t2 time (m/s)
v3 Unmanned vehicle turnaround speed when turning (m/s)
t3 The time of unmanned vehicles traveling at a constant speed during a turn (s)
θ Unmanned vehicle reversing process of the corner (◦)

2. Model Establishment

To better optimize the tracking accuracy, we should first consider constructing a suit-
able model. The establishment of the model needs to consider two main issues mentioned
earlier: one is to solve the problem of the minimum turning radius for unmanned vehicles,
and the other is to provide the parking trajectory of unmanned vehicles from their initial
position to the designated parking space.

2.1. Unmanned Vehicle Turning Minimum Radius Solving Problem
2.1.1. Solving the Minimum Radius of Unmanned Vehicles

(1) Vehicle steering principle

Modern cars use a technology called Ackermann steering. Prior to the advent of this
technology, vehicles (such as horse-drawn carriages) primarily used single-hinged steering
technology. Although single-hinged steering also allows the inner and outer steering wheel
paths to point to the same circle, it has many disadvantages. Because it has to turn around
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a single axis in the middle, there is too much room for oscillation, which causes a lot of
instability. And because the two front wheels are parallel, they tend to jam when turning
excessively and cannot brake.

Ackermann steering technology effectively avoids the disadvantages of single-hinge
steering. When the axle turns, the inner and outer wheels turn at different angles, and
the inner tire turning radius is smaller than the outer tire. This allows the center of the
circle of the four wheels’ paths to meet roughly at the center of the instantaneous steering
on the extension of the rear axle, allowing the vehicle to turn smoothly. To specify the
Ackermann steering geometry, we denote the wheelbase (the distance from the midpoint of
the front axle to the midpoint of the rear axle) as L, the axle length as W, the inner and outer
front wheel steering angles as Φi and Φo, respectively, and the distance from the vehicle
centerline to the instantaneous center of the rotation as R. The formula is as follows [60]:

tanΦi =
L

R−W/2
, tanΦo =

L
R + W/2

, tanΦ =
L
R

(1)

where φ is the steering angle of the wheel assumed to be located at the midpoint of the front
axle. Taking the inverse of tanφi and tanφo in the above formula and making the difference,
the Ackermann steering formula can be obtained as follows:

cotφo − cotφi =
R + W/2

L
− R−W/2

L
=

W
L

(2)

(2) Vehicle formulas of motion

The state of the vehicle can be described by (x, y, φ, θ).
Specifically, (x, y) denotes the position of the midpoint of the rear axle of the vehicle,

θ denotes the body orientation, and ϕ denotes the front wheel steering angle. To obtain
the vehicle motion state based on the front wheel steering ϕ and the vehicle speed v, the
following set of differential formulas are determined:

dy
dt

= f1(x, y, θ, v, φ),
dv
dt

= f2(x, y, θ, v, φ),
dθ

dt
= f3(x, y, θ, v, φ) (3)

The instantaneous direction of the motion of the midpoint of the rear axis is perpen-
dicular to the direction of the instantaneous center of the rotation; therefore, the formula is
as follows:

dx
dt

= v · cosθ,
dy
dt

= v · sinθ (4)

The variable v represents the velocity of the vehicle at the midpoint of the rear axle.
Next, it is necessary to determine the rotational velocity dθ/dt of the vehicle’s orientation.
If we use s to represent the distance traveled by the vehicle (the integral of velocity with
respect to time) then we have the following formula: ds = R·dθ. According to the Ackermann
steering geometry principle, we know that R = L/tan(φ), where R represents the turning
radius, L is the wheelbase of the vehicle, and φ is the steering angle.

dθ =
tanφ

L
· ds→ dθ

dt
=

v
L

tanφ (5)

Based on the above analysis, we obtained three differential formulas that describe the
motion of the vehicle:

.
x = v · cos θ,

.
y = v · sinθ,

.
θ =

v
L

tanφ (6)

In the established vehicle motion formulas, where v represents the vehicle speed, L
represents the wheelbase, and ϕ represents the front wheel steering angle. According to
these formulas, the vehicle’s motion state and trajectory can be reconstructed by performing
numerical integration, provided that the control parameters of the vehicle (front wheel
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steering angle and speed) are known as functions of time. The control parameters, which
vary with time, are controlled by the driver: the front wheel steering angle is controlled by
the steering wheel, and the vehicle speed is controlled by the throttle and brake.

(3) Vehicle kinematic model

During the parking process, the vehicle’s driving speed is relatively low. Therefore,
the lateral slip of wheels during low-speed driving can be ignored. The vehicle can be
considered a motion system with non-holonomic constraints. Its kinematic formulas can be
expressed as follows: 

x = νcos(θ)
y = νsin(θ)

θ = ν/R
xsin(θ)− ycos(θ) = 0

(7)

In the formula: x and y represent the coordinates of the vehicle’s rear axle midpoint
along the X and Y axes, respectively. v denotes the velocity of the vehicle at the rear axle
midpoint. θ represents the orientation angle of the vehicle’s body. R represents the turning
radius at the rear axle midpoint, which is determined by the Ackermann steering geometry
principle. The formula is as follows:

R = tan(ϕ)/L (8)

ϕ represents the equivalent steering angle at the front axle, and L denotes the wheel-
base of the vehicle (as shown in Figure 2).
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(4) Minimum turning radius solution

Without considering the assumptions, the turning process is illustrated in the following
diagram (shown in Figure 3).
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The formula for calculating the (minimum) turning radius of a vehicle is as follows:

R = L/2(sin ϕ); D = W + 2R (1 − cos ϕ) (9)

where:

1. R = minimum turning radius of the vehicle (minimum);
2. L = vehicle length;
3. W = vehicle width;
4. D = vehicle minimum turning lane width;
5. ϕ = vehicle direction maximum turning angle; (steering wheel maximum turning

angle/16 = 470/16 = 29.375).

By substituting the given values, we can calculate the turning radius as follows:

R = 4.99466 m

2.1.2. Unmanned Vehicles Accelerate in a Straight Line

After solving the minimum turning radius, the acceleration problem of unmanned
vehicles traveling in a straight line can be solved.

(1) Modeling.

The initial velocity of the car is v0, the acceleration is a0, and the acceleration and jerk
are J(t).

Therefore, the acceleration at any moment is as follows:

a(t) = a0 +
∫ t

0
J(t)dt (10)

The velocity at any given moment is defined as follows:

v(t) = v0 +
∫ t

0
a(t)dt = v0 +

∫ t

0

[
a0 +

∫ t

0
J(t)dt

]
dt (11)

The displacement at any given moment is calculated as follows:

s(t) =
∫ t

0
v(t)dt (12)

Given the following information: v 50
9 max.

The objective is to find a solution for the given problem: mins(t) =
∫ t

0 v(t)dt.
The constraints for the problem are as follows:

v0
∫ t

0 a(t)dt 50
9 max

J(t) ≤ 20m/s3

a(t) ≤ 3m/s2
}

 (13)

We can categorize the problem based on whether the initial acceleration and accelera-
tion and jerk are zero or not.

If the initial acceleration and speed are both zero (a = 0, v = 0), in this scenario, we
aim to maximize the value of parameter J(t), which represents the maximum achievable
acceleration, to minimize the distance traveled by the vehicle.

a(t) =
∫ t

0
J(t)dt =

∫ t

0
20dt = 20t, due, a(t) ≤ 3 m/s2, so, t ≤ 3

20
= 0.15s
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a. When t ∈ [0, 0.15], we assumed that t = 0.15 and the speed is v1. The route is s1. The
formula is as follows:

v1 =
∫ 0.15

0 20tdt
s1 =

∫ 0.15
0 v(t)dt

}
(14)

The solution is: v1 = 0.225 m/s; s1 = 0.03375 m.
b. When t > 0.15, thereafter, acceleration is a1 = 3 m/s2, and the acceleration is

J1 = 0 m/s3. Then, the distance s2 is as follows:

s2 =
v21max

2a1
2 (15)

The result is obtained as follows:

sall = s1 + s2 = 5.16935 = 5.17 m (16)

c. In other cases, the distance traveled during the acceleration phase can be calculated
using the following formula: a0 > 0, v0 > 0, J(t) as the maximum value.

s ≤ sall s0, s ∈ [0, sall]

2.1.3. Calculation of the Rate of Change of the Relative Path Curvature Length

According to Figure 4, assuming curve C is smooth, the arc on curve C from point B to
point B’ is denoted as ∆S, and the tangent angle is denoted as ∆α. We define K = |∆α /∆S|
as the average curvature of arc segment MM’. Since we are considering the rate of the
change of the relative path length, denoted as ∆θ, we have K = |∆θ/∆S|. In other words,
the numerical value of the rate of change ∆θ is equivalent to the tangent angle ∆α.
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2.2. Unmanned Vehicle Parking Trajectory
2.2.1. Unmanned Vehicle Reverse Parking Model

In the low-speed reversing range, without considering tire side slip, the trajectory
of the rear wheels at any given moment is primarily determined by the wheelbase, track
width, and Ackermann steering angle of the front wheel center point. This is independent
of the reversing speed of the vehicle, as shown in Figure 5. We can observe that there is a
relationship between the steering angle of the front wheels and the trajectory of the rear
wheels during the reversing process [61].

x2
a + (ya − lcot ϕ)2 = (lcot ϕ− Lrw2)2

x2
d + (yd − lcot ϕ)2 = (lcot ϕ− Lrw2)2 (17)
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Figure 5. Kinematic model of the car and diagram of the car position.

In Formula (17), (x0, y) and (xa, ya) represent the coordinates of the contact points a
and d of the rear wheels, respectively. L denotes the wheelbase, and Lrw represents the rear
wheel track width.

In Figure 5, A′B′C′D′ represents the parking space, ABCD represents the four corners
of the vehicle body, and abcd represents the contact points of the four tires. vf denotes the
absolute forward speed measured at the front axle center of the vehicle, where positive
values indicate forward motion and negative values indicate reverse motion. θ represents
the vehicle’s heading angle, with counterclockwise as positive and clockwise as negative. g
represents the Ackermann steering angle, with counterclockwise as positive and clockwise
as negative.

Based on the above formulas, the trajectory of the vehicle while in reverse can be
analyzed. The reverse trajectory is formed by connecting the initial position and the final
position of the vehicle using two tangent circular arcs, aiming to simplify the reverse
maneuver as much as possible, as shown in Figure 6.
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To simplify the reverse parking model, let us assume that the vehicle has neutral
steering, meaning the wheels are not turned during the reverse maneuver. We also restrict
the starting and ending positions of the reverse parking to have the same x-coordinate, as
shown in Figure 6. By analyzing one complete reverse parking cycle T, we can establish the
following model: 

∆xT = (R1 + R2)sin θ′−||S0||= 0
∆yT = (R1 + R2)(1− cos θ′) = h0

∆θT = (∆θ1 + ∆θ2) =
S1
R1

+ S2
R2

= 0
S1 = R1θ
S2 = R2θ

S0 = (R1 + R2)sin θ′

(18)
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The formulas can be obtained by analyzing the specific formulas and conditions of
the model:

cos θ′ = 1− h0

R1 + R2
(19)

R1 + R2 =
S2

0 + h2
0

2h0
(20)

In these formulas, R1 and R2 represent the turning radii of the right rear wheel of the
car when the steering wheel is turned left and right, respectively. S1 and S2 represent the
paths traveled by the car when the steering wheel is turned left and right, respectively. S0
and h0 represent the horizontal and vertical distances traveled by the car from the starting
position to the destination position. θ′ represents the instantaneous direction angle of the
car’s body when it reaches point f ′ and begins to reverse the steering wheel.

Next, we analyze the potential collision during the reversing process:

(1) Based on the collision analysis at the vertex D of the vehicle body, the width of the
parking space, Sy, is determined. As shown in Figure 7, the radius of the arc covered
by the vertex D of the car is calculated as:

R1D =
√
(R1 + Lrr2r)

2 + L2
ra2t (21)
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The minimum extreme value of the parking space width is obtained using:

Sylimit = W + [R1D − (R1 + Lrr2r)] (22)

The width of the parking space is:

Sy = Sylimit + δy (23)

As shown in Figure 7, Lrr2r represents the distance from the center plane of the right
rear wheel to the right side of the car; Lra2t represents the rear overhang; le2si represents
the safety clearance between the right side of the car CD and the inner side C′D′ of the
parking space after the successful reverse parking and aligning of the vehicle; W represents
the width of the car; δy represents the reserved safety clearance between the car and the
parking space in the y-axis direction, obtained using:

δy = δy_inner + δy_outer
δy_inner ≥ [R1D − (R1 + Lrr2r)] + le2si

(24)
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δy_outer represents the reserved safety clearance between the outer side of the vehi-
cle and the outer boundary of the parking space in the y-axis direction. For now, let
δy_outer = 0.00. δy_inner represents the reserved safety clearance between the right side of the
vehicle and the inner part of the parking space in the y-axis direction.

(2) To determine the length Sx of the parking space and the maximum value of R1 based
on the potential collision between the vehicle’s vertex C and the parking space’s
endpoint B′, the distance between the turning center O1 of the right rear wheel when
the steering wheel is turned left and the parking space’s boundary A′B′ is obtained
using [62]:

LO12s = (R1 + Lrr2r) + δy − Sy

R1C =
√
(R1 + Lrr2r)

2 + (L + Lra2t)
2 (25)

The minimum extremum of the parking space’s length is represented by:

Sxlimit =
√

R2
1C − L2

O12s (26)

The length of the parking space is obtained using:
Sx = Sxlimit + 2δx

(R1 + Lrr2r)
2 + (L− Lra2t)

2 −
[
(R1 + Lrr2r)− Sylimit

]2
= (Sx − rC2B′)

2

R1max =
(Sx−rC2B′)

2
+S2

ylimit−(L−Lra2t)
2

2Sylimit
− Lrr2r

(27)

As shown in Figure 8, in the formula, Rmin denotes the minimum turning radius of
the vehicle; rC2B′ represents the designated safety clearance between the vehicle vertex C
and point B′ of the parking space; δx denotes the reserved safety clearance between the
vehicle’s rear end and the left side of the parking space, as well as between the vehicle’s
front end and the right side of the parking space; L denotes the length of the vehicle.

R1min = Rmin
R1 = [R1min, R1max]

(28)
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the parking space.

(3) The minimum value of R2, denoted as R2min, is estimated based on the potential
collision between the vehicle vertex B and an obstacle on the other side of the parking
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space, as shown in Figure 9. The radius of the curvature of the arc covered by the
vehicle vertex B is obtained using:

R2B =
√
[(R2 − Lrr2r) + W]2 + (L− Lra2t)

2

h0 = δV2S +
(
Sy − δy

) (29)
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The required width of the parking space for reverse parking is obtained using:

H′ = R2B − (R2 − Lrr2r) + δV2S + Sy + lB2rs ≤ H

H′ =
√
[(R2 − Lrr2r) + W]2 + (L− Lra2t)

2 + h0 − (R2 − Lrr2r) =
(

H − lB2rs − δy
)
(R2min − Lrr2r) =

W2+(L−Lra2t)
2+(H−lB2rs−δy−h0)

2

2(H−lB2rs−δy−h0−W)

(30)

As shown in Figure 9, H is the width of the reverse parking space; the setup of the
parking space does not affect the normal driving of the vehicle. Simultaneously, it ensures
convenient entry and exit of the vehicle within the parking space, and it is estimated that
H = 6 m.

(4) As shown in Figure 10, based on the analysis of potential collisions between the
extended line of the wheel contact point ad and the right side of the vehicle body at
point e and the parking space, the maximum value of R2, denoted as R2max, can be
determined according to Figure 11. The following formula can be derived:

(R2 − re2B′ − Lrr2r)
2 − [R2 − (δV2S + Lrr2r)]

2 = [S0 − (Sx − δx − Lra2t)]
2 (31)
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Based on the range of values for R1 and Formulas (8)–(31), the maximum value of R2,
denoted as R2max, can be determined.

Finally, the preliminary reverse area of the autonomous vehicle can be determined
by defining the ranges of R1 and R2 values. The coordinates of the starting and ending
positions of the right rear wheel contact point d, as shown in Figure 12, can be expressed
as follows:

Starting position coordinates (xd0, yd0) = (xa− R1 × cos(g + δ), ya − R1 × sin(g + δ)).

Ending position coordinates (xd0, yd0) = (xa − R2 × cos(g − δ), ya − R2 × sin(g − δ)).
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Here, (xa, ya) represents the coordinates of the rear wheel contact point a, R1 and R2
are the turning radii of the right rear wheel, g is the Ackermann steering angle, and δ is the
predetermined safety gap.

By determining the ranges of the R1 and R2 values, the corresponding ranges of
the starting and ending position coordinates can be calculated, thereby determining the
preliminary reverse area of the autonomous vehicle.

Sp = S0 + Lra2t + δx
(xd0, yd0) =

(
Sp, δV2S + Sy + Lrr2r

)
=
(
S0 + Lra2t + δx, δV2S + Sy + Lrr2r

)
(xds, yds) =

(
Lra2t + δx, δy + Lrr2r

) (32)

In the above formulas, (xd0, yd0) and (xds, yds) represent the coordinates of the right rear
wheel contact point d when the vehicle is located at the preliminary reverse position and
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the endpoint position, respectively. The determined preliminary reverse area has a fixed
vertical coordinate. However, as shown in Figure 11, to increase the size of the preliminary
reverse area and facilitate the search for a reverse position, the value of the gap δv2s between
the vehicle’s body and the parking space at the preliminary reverse position can be adjusted
(increased or decreased). This adjustment will change the initial vertical coordinate of the
vehicle’s parking position. Then, based on the previously described method, the values
of R1 and R2 can be re-determined, thereby expanding the preliminary reverse area of
the vehicle.

2.2.2. Unmanned Vehicle Vertical Parking Space Parking Model

In the case of perpendicular parking, a simpler approach can be adopted where the
parking is completed in one maneuver by inputting a certain steering wheel angle. This
reduces the steps involved in the parking process. The vehicle moves from having 0◦

between the body and the horizontal plane to 90◦, and, then, it is vertically maneuvered
into the parking space, as shown in Figure 13. After completing the parking, β = 90◦.
During this process, collisions may occur at points A and B.

World Electr. Veh. J. 2023, 14, x FOR PEER REVIEW 15 of 27 
 

𝑣 = 𝑣0 + 𝑎𝑡 

5.56 − 6𝑡 = 0 

𝑡 = 0.93𝑠 

𝑥 = 𝑣0𝑡 −
1

2
𝑎𝑡2 = 2.5761𝑠 

𝑥𝑎𝑙𝑙 = 24 + 2.89 = 26389 

𝑡 =
26.89

5.56
= 3.69 

(38) 

2.2.3. Unmanned Vehicle Parking Path Model 

(1) Parking path tracking control law 

In the context of automatic parking systems, where the steering angle is a controlled 

input provided by the system, and the vehicle’s speed is controlled by the driver, which 

is considered a non-controlled input, it is possible to employ a Non-Time-Based Path 

Tracking (NTBPT) control law to guide the vehicle along the desired parking path. 

The NTBPT control law focuses on tracking the desired trajectory without explicitly 

considering time as a reference. Instead, it aims to maintain the vehicle’s position and 

orientation relative to the desired path using feedback control techniques. This approach 

allows for more flexibility in handling variations in vehicle speed during the parking pro-

cess (as shown in Figure 13). 

By utilizing the NTBPT control law, the automatic parking system can effectively 

guide the vehicle along the desired parking trajectory, taking into account the controlled 

steering input and adapting to the driver’s control of the vehicle’s speed. 

 

Figure 13. Parking path tracking. 

The NTBPT problem can be described as follows: Given a geometric path 

𝑓(𝑥𝑟 , 𝑦𝑟 , 𝜃𝑟) = 0, we select a non-time reference variable s that monotonically increases 

with time. Based on this non-time reference variable, denoted as 𝜉, we seek a feedback 

control law. For any given small positive number 𝑠𝑡, there exists a threshold value 𝑠𝑡. 

When s exceeds 𝑠𝑡, the goal paths |𝑓(𝑥, 𝑦, 𝜃) − 𝑓(𝑥𝑟 , 𝑦𝑟 , 𝜃𝑟)| < 𝜉 and 𝑓(𝑥𝑟 , 𝑦𝑟 , 𝜃𝑟) are de-

fined, along with the target positions 𝑥𝑟 , 𝑦𝑟 , 𝜃𝑟 on these paths. The vehicle’s X-axis coor-

dinate is denoted as 𝑥𝑟, and the mapping of the vehicle’s rear axle midpoint’s X-axis co-

ordinate onto the target path is represented by the Y-axis coordinate 𝑦𝑟. Additionally, 𝜃𝑟 

represents the orientation angle of the vehicle’s rear axle midpoint’s X-axis coordinate 

mapped onto the target path. 

In summary, the NTBPT problem involves selecting a non-time reference variable, 

defining goal paths and target positions on these paths, and establishing mappings be-

tween the vehicle’s coordinates and the target path. The objective is to design a feedback 

control law that enables the vehicle to track the desired path accurately based on this non-

time reference variable, as shown in Figure 14. 

Figure 13. Parking path tracking.

The collision that occurs at point B is similar to the collision that may occur during
parallel parking. The collision at point A involves the left rear part of the vehicle colliding
with the left side obstacle of the parking space. The trajectory of this collision has a radius
of R, as analyzed below [63]:

L1 = R− d−
√
(R− d− r)2 − L2

2
L2 = R− (r + d)

OC = R− (L1 + d)
R3 =

√
R2 + b2

(33)

The width of the parking space can be obtained using:

L3 =

√
R2 + b2 − (R− L1 − b)2 + 2r + d− R (34)

The length of the parking space is defined as:

L4 = L + r (35)

When parking using the minimum turning radius, the minimum parking space width,
denoted as L3, is determined. At the same time, the nearest starting position for parking
is obtained. The definition of the initial parking area is the same as in parallel parking.
Considering the reverse motion of the vehicle coming out of the garage, after avoiding
collision points A and B, a larger radius of curvature than Rmin is used to achieve a new
starting position for parking. It is also possible to use a radius of curvature larger than Rmin
for both maneuvers. However, in this case, as shown in Figure 12, the starting parking
position will be farther away from the horizontal obstacle in the vertical direction, and the
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vehicle’s entry into the parking space will be shallower. This requires a larger space on the
left side of the vehicle.

The process of parking in a perpendicular parking space can be divided into five
stages. Assuming a maximum speed of 2.78 m/s during the turning phase, we can calculate
the time duration for the first stage, denoted as t1. The subsequent stages include uniform
acceleration, constant velocity, and deceleration until reaching a complete stop, denoted
as t2. The reverse parking stage can be calculated to obtain the time duration, denoted
as t3. Finally, the total time for this parking process can be obtained by summing up the
durations of each stage:

(1) Steering system
s = π

2 R = 3.14
2 · 4.99 = 7.83

t1 = s
v = 7.83

2.78 = 2.82s
t2 = 0.93s

(36)

(2) Uniform acceleration and uniform linear travel
Uniform acceleration: t ≈ 0.93s
Uniform linear: t = 3.67; x = 3.86; t = 7.55

(3) Slow down and reverse parking

tanα = 4.99
5.3 = 0.942 α = 43.3

◦
L = 43.3×π×4.99

180 = 3.77
v = v0 + at

x = 1
2 at2

10t2 = 3.77
t4 = 0.61s t = 2.82 + 0.93 + 4.84 + 0.61 + 2.71 = 11.91s

(37)

negative acceleration motion:

v = v0 + at
5.56− 6t = 0

t = 0.93s
x = v0t− 1

2 at2 = 2.5761s
xall = 24 + 2.89 = 26389

t = 26.89
5.56 = 3.69

(38)

2.2.3. Unmanned Vehicle Parking Path Model

(1) Parking path tracking control law

In the context of automatic parking systems, where the steering angle is a controlled
input provided by the system, and the vehicle’s speed is controlled by the driver, which is
considered a non-controlled input, it is possible to employ a Non-Time-Based Path Tracking
(NTBPT) control law to guide the vehicle along the desired parking path.

The NTBPT control law focuses on tracking the desired trajectory without explicitly
considering time as a reference. Instead, it aims to maintain the vehicle’s position and
orientation relative to the desired path using feedback control techniques. This approach
allows for more flexibility in handling variations in vehicle speed during the parking
process (as shown in Figure 13).

By utilizing the NTBPT control law, the automatic parking system can effectively
guide the vehicle along the desired parking trajectory, taking into account the controlled
steering input and adapting to the driver’s control of the vehicle’s speed.

The NTBPT problem can be described as follows: Given a geometric path f (xr, yr, θr) = 0,
we select a non-time reference variable s that monotonically increases with time. Based
on this non-time reference variable, denoted as ξ, we seek a feedback control law. For any
given small positive number st, there exists a threshold value st. When s exceeds st, the
goal paths | f (x, y, θ)− f (xr, yr, θr)|< ξ and f (xr, yr, θr) are defined, along with the target
positions xr, yr, θr on these paths. The vehicle’s X-axis coordinate is denoted as xr, and
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the mapping of the vehicle’s rear axle midpoint’s X-axis coordinate onto the target path is
represented by the Y-axis coordinate yr. Additionally, θr represents the orientation angle of
the vehicle’s rear axle midpoint’s X-axis coordinate mapped onto the target path.

In summary, the NTBPT problem involves selecting a non-time reference variable,
defining goal paths and target positions on these paths, and establishing mappings between
the vehicle’s coordinates and the target path. The objective is to design a feedback control
law that enables the vehicle to track the desired path accurately based on this non-time
reference variable, as shown in Figure 14.
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According to the aforementioned tracking deviation, the path tracking deviation can
be represented by Formula (39) as follows:

xe = 0
ye = yr − y
θe = θr − θ

 (39)

According to the non-time reference quantity C, the state formula for the non-time
reference path tracking deviation can be established as follows [64]:

dye
−dx = − dyr

dx + dy
dx

dθe
−dx = −ρr

cos(θr)
+ tan(ϕ)

Lcos(θ)

}
(40)

d(yr−y)
−dx = −[ tan(θr)−tan(θ)]
d(θr−θ)
−dx = −ρr

cos(θr)
+ tan(ϕ)

Lcos(θ)

}
(41)

where ρr represents the curvature of the parking path.
Let x1 = yr − y, x2 = [tan(θr)−tan(θ)] be defined as the non-temporal reference for

the path tracking deviation. Then, the state formula for the path tracking deviation with
respect to -x can be expressed as Formula (42).

.
x1 = x2

.
x2 = −ρr

cos(θr)3 +
tan(ϕ)

L[cos(θ)]3

}
(42)

ϕ = arctan[L(cos(θ))3(
ρr

cos(θr)3 − k1(yr − y) + k2(tan(θr)− tan(θ)))] (43)

The control law for the front wheel equivalent steering angle can be expressed as formula:

.
x1 = x2.

x2 = −k1x1 − k2x2

}
(44)

The coefficients k1 and k2 in Formula (44) represent the feedback coefficients for the
position deviation and heading deviation of the vehicle, respectively.
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By choosing k1 > 0 and k2 > 0, according to the first stability theorem of Lyapunov, it
can be concluded that the origin is the unique equilibrium point of Formula (45), i.e., the
point where the system reaches a stable state [65]:

lim
x→−∞

[yr(x)− y(x)] = 0

lim
x→−∞

[θr(x)− θ(x)] = 0

 (45)

Based on Formulas (42)–(45), it can be observed that, as the X-axis coordinate of the
vehicle’s rear axle midpoint decreases, both the position deviation and heading deviation
of the vehicle gradually decrease. This implies that the vehicle is approaching the target
path and aligning itself with the desired trajectory.

(2) Parallel parking space parking model

As shown in Figure 15, to parallel park, the process can be divided into 10 stages.
Based on Formula (46).Firstly, during the first turning maneuver, the maximum velocity of
2.78 m/s is used to calculate the time t1. Then, the vehicle undergoes uniform acceleration,
followed by a period of constant velocity until reaching the second turning point. The
time for this stage is calculated as t2. The second turning maneuver takes time t3, and the
third turning maneuver takes time t4. Afterward, the vehicle accelerates uniformly and
maintains a constant velocity during straight-line driving until finally decelerating to a
stop. The time for this straight-line segment is denoted as t5. Lastly, the time for the reverse
parking maneuver is calculated as t6. By summing up the individual times, the total time
for the parallel parking process can be determined.
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a. First turn:
t1 = 2.82s

b. The first straight-line travel: ‘
Uniform straight line:

t2 = 10.43s

Deceleration:
t3 = 1.93s

c. Second turn:
t4 = 2.82s

d. Third turn:
t5 = 2.82s
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e. Second straight section
Uniform straight line:

v2 − v0
2 = 2ax

x = 3.86
v = v0 + at
t6 = 0.927

f. Slow down and reverse parking:

t7 = 6.24+9×5.3−3.86
5.56 = 9s

t8 = 0.657s

g. Find the total time:
22.404 + 1.1 = 23.504 s (46)

(3) Unmanned vehicle 45◦ inclined parking space parking model

To park in an inclined parking space, the process can be divided into six stages. Firstly,
during the first turning maneuver, the maximum velocity of 2.78 m/s is used to calculate the
time t1. Then, the vehicle undergoes uniform acceleration, followed by a period of constant
velocity until reaching the second turning point. The time for this stage is calculated as t2.
After the second turning maneuver, the vehicle maintains a constant velocity and travels a
certain distance forward. The time for this segment is denoted as t3. Finally, the time for
the reverse parking maneuver is calculated as t4. By summing up the individual times, the
total time for the parking process in an inclined parking space can be determined.

Just as in Formula (47), substituting the given data yields the following solution:

t = 2.82 + 0.46 + 10.43 + 2.82 + 2.76 + 1.08 = 21.47 s (47)

3. Problem Solving

Based on the discussion and solution of the above issues, the next step is to apply the
model to practical problem applications and solutions.

3.1. Optimal Parking Space Parking Model

Under the assumptions and considerations made in the model, let the speed of the
autonomous vehicle during the parking process, whether it is turning or driving straight,
be equal to the maximum speed limit of that road segment, denoted as the vehicle.

(1) Parking-oriented analysis

Let us define a coordinate system based on the given n parking positions, denoted as
(xi, yi, θi, ϕi), where:

xi represents the x-coordinate in the direction of the vehicle’s entrance.
yi represents the y-coordinate perpendicular to the entrance.
θi represents the orientation of the autonomous vehicle at the moment before reversing.
ϕi represents the direction of rotation needed during the reverse parking process, with

0 indicating the positive x-axis direction and values ranging from 0 to 2π for a complete
counterclockwise revolution.

We can establish the coordinate system using the entrance of the parking area as
the origin and the entrance line as the x-axis. Therefore, the position coordinates of the
autonomous vehicle can be represented as (x, y, θ) in this coordinate system.

(2) Curve Analysis

Let the number of curves be Wi, ∆θi = θ − θi

Wi =


0 ∆θi = 0;
1 ∆θi = π/2;
2 ∆θi = π;

(48)
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The total distance traveled on a curved path can be calculated as S1i = 2πR∆θi, where
R is the radius of the curve and ∆θi is the angular displacement.

To determine the time required for curved path traversal at a maximum speed v1, we
can use the formula:

t1i = S1i/v1 (49)

(3) Straight-line path analysis

Let ∆xi = x − xi and ∆yi = y − yi; then, the distance traveled in a straight line is:

S1i =


|∆x| ∆θi = 0;
∆xi + ∆yi ∆θi = π/2;
2b− (x + xi) ∆θi = π;

(50)

By calculating S1i for each curved path segment, we can determine the time required
to traverse them. Let us consider the following speed values:

V2: Speed within 5 m before the deceleration zone.
V3: Speed on other straight sections of the road.
Please note that V1 is the maximum speed for curved paths, V2 is the speed within the

5-m zone, and V3 is the speed on straight sections of the road.

(A) ∆θi = 0, time required ti:

1© b− x > 5, ∆x > 0 : t2i = (b− x− 5)/v3 + (−x)/v2
2© b− x ≤ 5, ∆x > 0 : t2i = (b− x)/v2
3© ∆x < 0 : t2i = (−∆x)/v2

(B) ∆θi = π/2, time required ti:

1© b− x > 5, ∆x > 0 : t2i = (b− x− 5)/v3 + (b− x + ∆yi)/v2
2© b− x ≤ 5, ∆x > 0 : t2i = (b− x + ∆yi)/v2

(C) ∆θi = π, time required ti:

1© b− xi ≥ 5, b− x > 5 : t2i = (2b− x− xi − 10)/v3 + (b− x + ∆yi + 5)/v2
2© b− xi ≤ 5, b− x > 5 : t2i = (b− x− 5)/v3 + (2b + ∆yi − x− xi)/v2
3© b− xi ≥ 5, b− x ≤ 5 : t2i = (2b + ∆yi + x + 5)/v2 + (b− 5− xi)/v3
4© b− xi ≤ 5, b− x ≤ 5 : t2i = (2b + ∆yi + x− xi + 5)/v2

(51)

(4) Reversing path analysis

Let S3i = 2πR·φi

a. reversing process vehicle position in the speed bump or reverse driving: t3i = S3i/V2.
b. reversing process of vehicle position in a straight line in addition to speed bumps:

t3i = S3i/V3.

In summary, let the decision coefficient of the unmanned vehicle for n parking spaces
be Ci; then, for the total interval t, there is an objective function:

t = ∑n
i=1 Ci(t1i + t2i + t3i) (52)

Presence of constraints:
∑n

i=1 Ci = 1 (53)

Substitute to solve for.
A study to try out a generic model (as shown in Figure 16).
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Figure 16. Simplified parking lot (the black square represents the car, and the circle represents the
parking space).

When entering the parking lot from the right side, the driver needs to walk to the
far-left exit after finding a parking space. If the driver decides to park immediately upon
entering the parking lot, they will have to walk a long distance after getting out of the car.
On the other hand, if the driver continues driving forward upon entering the parking lot
and actively seeks parking spaces near the exit, the walking distance after parking will be
shorter. However, the unfortunate reality is that parking spaces near the exit are often in
high demand, and drivers may end up empty-handed after spending time circling around
in search of a spot. This wasted time and effort on circling back and forth can be frustrating.

Utilizing the principles of the A* algorithm, the parking lot is conceptualized as a
graph. In this graphical representation, individual nodes correspond to available parking
spaces. The edges between nodes signify viable pathways connecting adjacent parking
spaces, with the weight of each edge representing the length of the respective path. This
abstraction aims to facilitate the identification of the optimal parking space, employing the
A* algorithm’s heuristic search capabilities. In response, three simple parking strategies
can be obtained (as shown in Figure 17).
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Figure 17. Schematic diagram of the three strategies: (a) car discovery target; (b) car selection of
parking space; (c) car final parking point.

Strategy A: After the car enters the parking lot, the first empty space found will be the
target. As shown in Figure 17a, the car (red square) will be parked to the left of the first
black square.

Strategy B: When the driver finds the first empty space, if there is still an empty space
to the left of that space, the car will be parked to the left of that empty space; if there is no
empty space to the left of that empty space, the car continues to drive forward to the end
and then back up to the empty space closest to the exit. As shown in Figure 17b, the car is
parked at the second vacant space at the entrance.

Strategy C: The driver keeps driving the car to the exit and then backs up to the empty
space closest to the exit. If backing up to the entrance does not reveal an empty space,
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the process is repeated until the parking space closest to the exit is found. As shown in
Figure 17c, the car is parked at the nearest empty space to the exit.

The drivers who adopt Strategy A do not waste time searching for parking spaces.
Once they find an available spot, they park their vehicles. However, they often miss out on
empty spaces near the exit. On the other hand, drivers who follow Strategy C take a gamble
when they choose to constantly search for a vacant spot near the exit. In this continuous
search, they waste time. Drivers who adopt Strategy B take a balanced approach. They pass
the first available space, betting that there is at least one other empty spot in the parking lot.

Through modeling Strategy A, a certain connection between this strategy and micro
dynamics was observed. For Strategy C and Strategy B, the study used differential formulas
for modeling. To simplify the representation of the costs associated with these two strategies,
the study graphically depicted the cost of time spent, as shown in Figure 18. When the
parking lot situation is as shown in the upper part of Figure 18a, Strategy B does not require
any backing up, whereas Strategy C requires some backing up, resulting in less time spent
on Strategy B. When the parking lot situation is as shown in the lower part of Figure 18b,
with no available parking spaces, both strategies require continuous backing up to find a
spot, resulting in similar time costs.
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Figure 18. Schematic diagram of the inter cost between Strategy B and Strategy C: (a) internal costs
of Strategy B; (b)internal costs of Strategy C.

In summary, Strategy B incurs the least amount of time cost, followed closely by
Strategy C, while Strategy A performs the worst. This is because Strategy A often results in
parking far from the exit, leading to a long walking distance to reach the exit.

In turn, one can try to organize this study with mathematical calculations to simulate
the coordinates of an ideal single-row parking lot (as shown in Figure 19).
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Figure 19. Single-row parking.

Let x be the probability that a parking space is occupied; then, obviously, 1 − x is the
vacancy rate, modeled after the 37% principle of one in a million.

Let k be the location where the driver starts to consider parking; then, the actual
location i where parking is possible must satisfy at i < k. There are two more constraints:

a. the driver parks at point i, which means there is no parking space in front of him,
otherwise he may consider the space in front of him;

b. If i is the optimal parking space, it means that there is no more parking space after
i. Summing up the above two points, the probability of successful parking can be
found as follows:
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P(k) = ∑k
i=1 ak−i × (1− a)× ai = ∑k

i=1 ak × (1− a) = (1− a)kak (54)

Derived:
P′(k) = (1− a)ak + (1− a)kaklna = ak(1− a + klna) (55)

Therefore,

k =
a− 1
ln a

(56)

The effect is optimal under this condition (as shown in Figure 20).
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Figure 20. Geogebra mapping.

This shows that, when the occupancy of a space is known to be a, the best choice is to
start away from the destination and find a space and park in it. Given a, the corresponding
k can be calculated.

3.2. Unmanned Vehicle Parking Modeling

The core idea of solving this problem is related to an iterative algorithm used to specify
the set of unoccupied parking spaces. In the previous question, this paper has obtained the
model of the parking process for different parking spaces and the model for determining
the optimal parking space based on a random environment. Treating one vehicle entry and
exit as a process, the random occupancy and release of parking spaces can be implemented
using the random function. Each change of parking location in the process is accompanied
by the calculation of the optimal parking model. After reiterating the algorithm 30 times,
i.e., 30 processes, the simulation results of the driving trajectory from the current position
in Figure 21 to the optimal parking space can be obtained.

a. In order to facilitate the study so that only one vehicle can enter at a time and adjacent
vehicles will not have an impact on each other.

b. The vehicles leave the parking space so that the neighboring vehicles enter the
parking lot between t1(x1).t2(x2), respectively; then, ∆t = t2(x2) − t1(x1).

c. The number of vehicles leaving this parking lot in the ∆t interval is randomly gener-
ated, and the corresponding parking space number is also randomly generated.

d. In the process of vehicles entering the parking lot until the completion of the parking
behavior, no other vehicles leave the parking space.

e. The above algorithm was implemented and simulated using MATLAB 2021a.
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3.3. Optimal Parking Space Driving Trajectory Simulation

Using MATLAB, the algorithm was implemented and simulated. Partial coding can
be found in the Supplementary Materials (as shown in Figure 22).
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4. Conclusions

In conclusion, this paper designs a model of automatic parking path analysis using
pre-target PID and a hybrid path-planning approach based on A* and the curve approach
to optimize path tracking accuracy and demonstrate their effectiveness when applied to the
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Ackerman vehicle model, demonstrating their potential in solving challenges of driverless
vehicles of various vehicle types.

The field of autonomous driving will reap huge benefits from the good functions of auto-
matic parking. This momentum of technological progress will quickly move forward beyond
traditional parking landscapes to include complex, dynamic, and unstructured environments.

A key avenue for further development is the convergence of real-time data and
machine-learning techniques. By seamlessly adapting to a changing environment and
drawing insights from previous experience, the automated parking system can iteratively
improve its performance. Symsymbiotic relationship between autonomous parking systems
and the transportation ecosystem. Through innovations such as vehicle-to-vehicle (V2V)
and vehicle-to-infrastructure (V2I) communication technologies, these systems can leverage
real-time insights to inform prudent parking decisions.

As the vision of technology expands, it becomes imperative to navigate its wider
social and moral dimensions. Considering unpredictable human behavior and unforeseen
circumstances is necessary. Furthermore, in the event of automatic parking system errors,
the legal and insurance landscapes deserve careful inspection.

Ultimately, while the promise of automated parking technologies is bright and hopeful,
they require a firm commitment to innovation, rigorous testing, and a comprehensive
exploration of their impact. Its multiple strengths—including security, convenience, and
efficiency—provide a fascinating canvas for continued research and development in the
field, highlighting its significance in shaping a transformative future.

Supplementary Materials: The following supporting information can be downloaded at: https://
www.mdpi.com/article/10.3390/wevj14120344/s1.
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