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Description

TECHNICAL FIELD

[0001] The present invention relates to vehicle steer-
ing systems used for motor vehicles such as automo-
biles.

BACKGROUND ART

[0002] Vehicle steering systems of a so-called steer-
by-wire type in which steering members and steering
mechanisms are not mechanically connected to each
other have been known as vehicle steering systems such
as automobiles. Japanese Unexamined Patent Publica-
tion No. 2002-225733, for example, discloses a steer-by-
wire type vehicle steering system including a transmitting
mechanism arranged between a steering member and a
steering mechanism and a clutch capable of mechani-
cally connecting the steering member and the steering
mechanism through the transmitting mechanism. In the
vehicle steering system, the steering member and the
steering mechanism are mechanically connected to each
other when an abnormality occurs in the steering mech-
anism, for example. Moreover, EP 1 698 539 A1 disclos-
es a vehicle steering system according to the preamble
of claim 1.

DISCLOSURE OF THE INVENTION

Problems to be Solved by the Invention

[0003] In the above-mentioned steer-by-wire type ve-
hicle steering system, a reaction force from a road sur-
face is steeply applied to the steering member when the
steering member and the steering mechanism are con-
nected to each other, a great variation TW may, in some
cases, occur in a steering reaction force bodily felt
through the steering member by a driver. That is, the
steering reaction force is lowered once and then rapidly
raised with the actual completion of the connection by
the clutch, to settle at a proper value through overshoot.

Means for Solving the Problems

[0004] Against such a background, the present inven-
tion is directed to providing a vehicle steering system in
which no discomfort is created in a steering feeling before
and after switching between connection of a steering
member and a steering mechanism and release of the
connection.
[0005] This object is achieved by a vehicle steering
system exhibiting the features characterised in inde-
pendent claim 1: a vehicle steering system includes a
first rotating member connected to a steering member,
a second rotating member connected to a steering mech-
anism, a switching member for switching between a con-
nected state where the first rotating member and the sec-

ond rotating member are connected to each other and a
connection released state where the connection between
the first rotating member and the second rotating member
is released, a reaction force actuator for applying a steer-
ing reaction force to the steering member, a steering ac-
tuator for driving the steering mechanism in the connec-
tion released state, and a control section for controlling
the steering actuator, the reaction force actuator, and the
switching member. The control section includes a steer-
by-wire mode, a power steering mode, and a first transi-
tion mode for transition from the steer-by-wire mode to
the power steering mode. In the steer-by-wire mode, the
control section controls the steering actuator for steering
while controlling the reaction force actuator for reaction
force in the connection released state. In the power steer-
ing mode, steering assistance control is carried out with
at least one of the steering actuator and the reaction force
actuator as an assist unit in the connected state. In the
first transition mode, the control section controls the re-
action force actuator for reaction force in a transition pe-
riod from the steer-by-wire mode to the power steering
mode. In the first transition mode, the reaction force ac-
tuator is controlled such that a reaction force generated
by the reaction force actuator is gradually increased to-
ward a target reaction force at the completion of the
switching previously set or is kept constant before and
after output of a connection signal.
[0006] According to the invention, in the transition pe-
riod from the steer-by-wire mode to the power steering
mode, that is, in a transition period in the case of switching
from the connection released state where the connection
between the first and second rotating members is re-
leased to the connected state where the first and second
rotating members are connected to each other, the re-
action force actuator is controlled for reaction force. This
causes the reaction force generated by the reaction force
actuator to be adjusted in the transition period, thereby
allowing a rapid variation in the steering reaction force
before and after the switching to be reduced. As a result,
no discomfort is created in a steering feeling of a driver
before and after the switching.
[0007] In order to eliminate the discomfort in the steer-
ing feeling by the transition, in the first transition mode,
the reaction force actuator is controlled such that the re-
action force generated by the reaction force actuator is
gradually brought closer to the target reaction force at
the completion of the switching previously set or is kept
constant before and after output of a connection signal.
Furthermore, the first transition mode is preferably start-
ed in response to the output of the switching signal to the
switching member.

BRIEF DESCRIPTION OF THE DRAWINGS

[0008]

Fig. 1 is a schematic view showing the schematic
configuration of a vehicle steering system according
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to an embodiment of the present invention.
Fig. 2 is a schematic sectional view of a transmitting
mechanism included in a vehicle steering system.
Fig. 3 is a diagram for explaining a control mode of
a vehicle steering system.
Fig. 4 is a flow chart showing the basic flow of control
carried out by a control section.
Fig. 5 is a control flow of a vehicle steering system
including a transition mode in the case of transition
from an SBW mode to an EPS mode.
Fig. 6 is a control flow of a vehicle steering system
in an SBW mode.
Fig. 7 is a graph showing the values of a steering
reaction force in a transition mode and mode before
and after the transition mode.
Fig. 8 is a control flow of a vehicle steering system
including a transition mode in the case of transition
from an EPS mode to an SBW mode.
Fig. 9 is a control flow of a vehicle steering system
in an EPS mode.
Fig. 10 is a graph showing the values of a steering
reaction force in a transition mode and modes before
and after the transition mode.
Fig. 11 is a schematic view showing the schematic
configuration of a vehicle steering system according
to another embodiment of the present invention.
Fig. 12 is a graph showing the values of a steering
reaction force in a transition mode and modes before
and after the transition mode.
Fig. 13 is a graph showing the values of a steering
reaction force in a transition mode and modes before
and after the transition mode in a further embodiment
of the present invention.
Fig. 14 is a diagram for explaining changes in a steer-
ing reaction force before and after connection of a
steering member and a steering mechanism in a con-
ventional vehicle steering system.

BEST MODE FOR CARRYING OUT THE INVENTION

[0009] Embodiments of the present invention will be
specifically described with reference to the drawings.
Fig. 1 is a schematic view showing the schematic con-
figuration of a vehicle steering system 1 according to an
embodiment of the present invention. Fig. 2 is a sche-
matic sectional view of a transmitting mechanism 4 in-
cluded in the vehicle steering system 1.
Referring to Fig. 1, the vehicle steering system 1 accord-
ing to the present embodiment is capable of switching
between a steer-by-wire mode and a power steering
mode. The vehicle steering system 1 includes a steering
wheel 2 serving as a steering member, a rack-and-pinion
mechanism 3 serving as a steering mechanism, and a
transmitting mechanism 4 and a connecting member 5
for mechanically connecting the steering member and
the steering mechanism.
[0010] The steering wheel 2 is connected to one end
of a steering shaft 6 so as to be integrally rotatable. The

steering wheel 2 is steered (rotated) so that steerable
wheels 7 are steered. The steering angle and the steering
torque of the steering wheel 2 are respectively detected
by a steering angle sensor 8 and a torque sensor 9 that
are provided around the steering shaft 6. Furthermore,
detection signals from the steering angle sensor 8 and
the torque sensor 9 are inputted to an ECU (Electronic
Control Unit) 10.
[0011] The steering shaft 6 is rotatably supported on
a housing (not shown) fixed to a vehicle body. Further-
more, a reaction force motor 11 serving as a reaction
force actuator for applying a steering reaction force (a
torque in the opposite direction to the steering direction)
to the steering wheel 2 is coaxially connected to a middle
portion of the steering shaft 6.
The rack-and-pinion mechanism 3 includes a rack shaft
12 serving as a steerable shaft extending in a right-and-
left direction of a motor vehicle, a pinion shaft 15 having
a pinion 14, which is meshed with a rack 13 formed in
the rack shaft 12, formed at its one end, and a steering
motor 16 serving as a steering actuator coaxially con-
nected to the rack shaft 12 for applying a steering force
to the rack shaft 12.
[0012] The rack shaft 12 is supported so as to be axially
movable within the housing (not shown) fixed to the ve-
hicle body. Tie rods 17 are respectively coupled to both
ends of the rack shaft 12. The steerable wheel 7 is con-
nected to each of the tie rods 17 through a knuckle arm
(not shown). The steering amount of the steerable wheel
7 is detected by a pair of stroke sensors 18 serving as
steered state detecting sensors. That is, the steering
amount of the steerable wheel 7 is detected from the
axial movement amount of the rack shaft 12 detected by
the pair of stroke sensors 18. A detection signal from
each of the stroke sensors 18 is inputted to the ECU 10.
Furthermore, a detection signal from a vehicle speed
sensor 30 for detecting the vehicle speed and a detection
signal from a yaw rate sensor 31 for detecting the yaw
rate of the motor vehicle are inputted to the ECU 10.
[0013] A converting mechanism 19 converts the rota-
tion of the rotation axis of the steering motor 16 serving
as a steering actuator into the axial movement of the rack
shaft 12. Examples of the converting mechanism include
a ball screw mechanism.
The connecting member 5 includes a first member 20
and a second member 21 that are opposed to each other.
The first member 20 is connected to the other end of the
steering shaft 6 (an end opposite to an end to which the
steering wheel 2 is connected) so as to be integrally ro-
tatable. The second member 21 is connected to a rotating
shaft 22, which is synchronized with the transmitting
mechanism 4, so as to be integrally rotatable. The first
member 20 and the second member 21 are connected
to each other upon control by the ECU 10 so that the
steering shaft 6 and the rotating shaft 22 are connected
to each other so as to be integrally rotatable. Examples
of the connecting member 5 include an electromagnetic
clutch, a friction clutch, and a meshing clutch.
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[0014] There is provided an actuator 5a for switching
between a connected state and a connection released
state by the connecting member 5. When the electro-
magnetic clutch is used as the connecting member 5, a
solenoid for switching between a connected state and a
connection released state of the electromagnetic clutch
is used as the actuator 5a. The actuator 5a functions as
a switching member for switching between a connected
state where the steering shaft 6 serving as a first rotating
member and the pinion shaft 15 serving as a second
rotating member are connected to each other and a con-
nection released state where the connection is released.
[0015] The ECU 10 outputs a switching signal to the
actuator 5a serving as a switching member. Specifically,
the switching signal is a connection signal for achieving
the connected state of the steering shaft 6 and the pinion
shaft 15 and a connection release signal for achieving
the connection released state of the steering shaft 6 and
the pinion shaft 15. Furthermore, the ECU 10 outputs a
signal for driving the reaction force motor 11 serving as
a reaction force actuator and the steering motor 19 serv-
ing as a steering actuator.
[0016] Referring to Figs. 1 and 2, the transmitting
mechanism 4 includes a pair of cables 23, a first pulley
25 rotatably held within a first casing 24, and a second
pulley 27 rotatably held within a second casing 26.
Each of the cables 23 includes an outer tube 28 formed
of a material having flexibility such as synthetic resin, for
example, and an inner cable 29 composed of a metal
wire, for example, movably inserted into the outer tube
28. One end of the outer tube 28 in each of the cables
23 is connected to the first casing 24, and the other end
thereof is connected to the second casing 26. Further-
more, one end of the inner cable 29 in each of the cables
23 is connected to the first pulley 25, and the other end
thereof is connected to the second pulley 27. The inner
cables 29 in the cables 23 are respectively wound around
the outer periphery of the first pulley 25 in opposite di-
rections. Similarly, the inner cables 29 in the cables 23
are respectively wound around the outer periphery of the
second pulley 27 in opposite directions.
[0017] The first pulley 25 is connected to the rotating
shaft 22 so as to be integrally rotatable and coaxially.
The first pulley 25 is rotatable in synchronization with the
steering wheel 2 with the steering shaft 6 and the rotating
shaft 22 connected to each other by the connecting mem-
ber 5. Furthermore, the second pulley 27 is connected
to the other end of the pinion shaft 15 so as to be integrally
rotatable and coaxially.
When the steering wheel 2 is steered with the steering
shaft 6 and the rotating shaft 22 connected to each other,
the first pulley 25 rotates with the steering shaft 6 and
the rotating shaft 22. At this time, one end of the one
inner cable 29 is wound around the first pulley 25, and
the other end thereof is wound off from the second pulley
27. This causes the rotation of the first pulley 25 to be
transmitted to the second pulley 27 while causing the
second pulley 27 to rotate with the pinion shaft 15. The

rotation of the pinion shaft 15 is converted into the cor-
responding axial movement of the rack shaft 12 by the
rack 13 and the pinion 14 so that the steerable wheels 7
are steered.
[0018] At this time, one end of the other inner cable 29
is wound off from the first pulley 25, and the other end
thereof is wound around the second pulley 27.
Fig. 3 is a diagram for explaining a control mode of the
vehicle steering system 1.
Referring to Fig. 3, the vehicle steering system 1 accord-
ing to one embodiment of the present invention has three
control modes. That is, the vehicle steering system 1 has
the above-mentioned steer-by-wire mode (hereinafter re-
ferred to as an "SBW mode") in which the steerable
wheels 7 are steered with the steering wheel 2 and the
rack-and-pinion mechanism 3 not mechanically connect-
ed to each other, the above-mentioned power steering
mode (hereinafter referred to as an "EPS mode") in which
the steerable wheels 7 are steered with the steering
wheel 2 and the rack-and-pinion mechanism 3 mechan-
ically connected to each other, and a transition mode
serving as a control mode in a transition period from either
one of the SBW mode and the EPS mode to the other.
[0019] The three control modes will be described in
detail below.
Fig. 4 shows a control flow of the vehicle steering system
1. Referring to Fig. 4, a currently set mode is first deter-
mined in step S1.
When the SBW mode is set, the operation proceeds to
step S2, where first processing is performed. On the other
hand, when the EPS mode is set, the operation proceeds
to step S3, where second processing is performed.
[0020] Fig. 5 is a flow chart related to the first process-
ing. The flow chart of Fig. 5 includes a control flow of the
vehicle steering system 1 in a first transition mode in the
case of transition from the SBW mode to the EPS mode.
Fig. 6 is a subroutine program in a case where the SBW
mode is executed. Fig. 7 is a graph showing the values
of a steering reaction force in the transition mode and
the modes before and after the transition mode.
[0021] Referring to Fig. 5, in the first processing in the
case where the SBW mode is set, the SBW mode is ex-
ecuted (step S21). The contents of the execution of the
SBW mode are shown in Fig. 6. That is, referring to Fig.
1, the steering wheel 2 is steered in the SBW mode with
the steering wheel 2 and the rack-and-pinion mechanism
3 not mechanically connected to each other. When the
steering wheel 2 is steered, the steering angle and the
steering torque of the steering wheel 2 are respectively
detected by the steering angle sensor 8 and the torque
sensor 9. At this time, the vehicle speed is detected by
the vehicle speed sensor 30.
[0022] Detected values of the steering angle, the steer-
ing torque, and the vehicle speed are inputted to the ECU
10 in step S211 shown in Fig. 6. The ECU 10 controls
the reaction force motor 11 and the steering motor 19 on
the basis of the inputted detected values.
That is, the ECU 10 controls the steering motor 19 for
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steering on the basis of the steering angle and the like
in step S212. Thus, a steering force is applied to the rack
shaft 12, so that the rack shaft 12 moves in the corre-
sponding axial direction. As a result, the steerable wheels
7 are steered with the steering wheel 2 and the rack-and-
pinion mechanism 3 not mechanically connected to each
other.
[0023] The ECU 10 controls the reaction force motor
11 for reaction force on the basis of the steering angle
and the like in step S213. Thus, a steering reaction force
is applied to the steering wheel 2 from the reaction force
motor 11, so that the same steering feeling as a steering
feeling in the EPS mode is given to a driver.
The ECU 10 then determines whether or not the transition
to the EPS mode is required in step S22. When an ab-
normality occurs in the steering motor 16, the stroke sen-
sor 18, or the like, for example, it is determined that the
transition to the EPS mode is required (YES in step S22),
a first transition mode in steps S23 to S25 is started.
[0024] On the other hand, when no abnormality occurs
in the steering motor 16, the stroke sensor 18, or the like,
for example, the ECU 10 determines that the transition
to the EPS mode is not required (No in step S22), and
the determination whether or not the transition to the EPS
mode is required is repeated in a predetermined period.
In the first transition mode, a connection signal (a switch-
ing signal) for connection by the connecting member 5
is first outputted from the ECU 10 in step S23.
[0025] When the connection signal is outputted from
the ECU 10 upon determination that the transition to the
EPS mode is required (the first transition mode is started),
the connection signal is inputted to the actuator 5a in the
connecting member 5. On the other hand, the ECU 10
starts transient control of the steering reaction force in
step S24 in response to the output of the connection sig-
nal.
That is, simultaneously with the output of the connection
signal, the reaction force motor 11 is controlled such that
the steering reaction force (the reaction force generated
by the reaction force motor 11) gradually comes closer
to a target steering reaction force RT1 at the completion
of the connection (a reaction force received from a road
surface) set from the values of the steering angle of the
steering wheel 2, the steering angle of the steerable
wheel 7, the vehicle speed, and so on at the time of the
output of the connection signal, for example.
[0026] When the target steering reaction force RT1 at
the completion of the connection expected from the val-
ues of the steering angle and the like is greater than a
steering reaction force RT2 at the time of the output of
the connection signal (RT1>RT2), for example, the ECU
10 increases the reaction force generated by the reaction
force motor 11, to gradually bring the steering reaction
force from the reaction force motor 11 closer to the target
steering reaction force RT1. When the connection by the
connecting member 5 is completed (YES in step S25),
the steering reaction force from the reaction force motor
11 is a steering reaction force RT1’ having a value ap-

proximated by the target steering reaction force RT1.
[0027] When the steering wheel 2 and the rack-and-
pinion mechanism 3 are mechanically connected to each
other upon completion of the connection by the connect-
ing member 5, the first transition mode is completed. After
the EPS mode is set in step S26, the operation then pro-
ceeds to step S1. When the EPS mode is executed in
step S31 shown in Fig. 8, described later, steering as-
sistance control of at least one of the reaction force motor
11 and the steering motor 10 is carried out, as shown in
Fig. 9, described later.
[0028] That is, in the EPS mode in the present embod-
iment, at least one of the reaction force motor 11 and the
steering motor 10 functions as a steering assisting motor.
For example, the ECU 10 instantaneously reverses the
rotation direction of the reaction force motor 11, to apply
a steering assist force to the steering wheel 2 from the
reaction force motor 11.
On the other hand, when the connection by the connect-
ing member 5 is completed, the reaction force from the
road surface is steeply inputted to the steering wheel 2
simultaneously with the completion of the connection, so
that the steering reaction force varies (the value of the
steering reaction force is RT3 in Fig. 7). In the conven-
tional vehicle steering system, therefore, a steering re-
action force bodily felt through the steering wheel 2 by
the driver greatly varies (see Fig. 14).
[0029] In the vehicle steering system 1 according to
the present embodiment, however, the reaction force mo-
tor 11 is controlled such that the reaction force generated
from the reaction force motor 11 gradually comes closer
to the target steering reaction force RT1 at the completion
of the connection previously set in the first transition
mode. Therefore, a torque variation width TW1 bodily felt
actually by the driver is a difference between the steering
reaction force received from the road surface at the com-
pletion of the connection and the steering reaction force
received from the reaction force motor 11 at the comple-
tion of the connection (a difference between the steering
reaction force RT3 and the steering reaction force RT1’
in Fig. 7). This allows the driver to steer the steering wheel
2 without feeling discomfort in a steering feeling even
before and after the connection by the connecting mem-
ber 5.
[0030] Fig. 8 is a flow chart related to the second
processing. The flow chart of Fig. 8 includes a control
flow of the vehicle steering system 1 in a second transition
mode in the case of transition from the EPS mode to the
SBW mode. Fig. 9 is a subroutine program in a case
where the EPS mode is executed. Fig. 10 is a graph
showing the values of a steering reaction force in the
second transition mode and the modes before and after
the second transition mode.
[0031] Referring to Fig. 8, in the second processing in
the case where the EPS mode is set, the EPS mode is
executed (step S31). The contents of the execution of
the EPS mode are shown in Fig. 9. That is, referring to
Fig. 1, the steering wheel 2 is stirred in the EPS mode
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with the steering wheel 2 and the rack-and-pinion mech-
anism 3 mechanically connected to each other by the
steering shaft 6, the transmitting mechanism 4, the con-
necting member 5, and the pinion shaft 15.
[0032] When the steering wheel 2 is stirred, the steer-
ing angle, the steering torque, and the vehicle speed of
the steering wheel 2 are respectively detected by the
corresponding sensors 8, 9, and 30, as in the above-
mentioned SBW mode, and their detected values are in-
putted to the ECU 10 in step S311 shown in Fig. 9.
The ECU 10 carries out steering assistance control with
at least one of the reaction force motor 11 and the steering
motor 19 as an assist unit on the basis of the inputted
detected values (step S312). That is, at least one of the
reaction force motor 11 and the steering motor 19 func-
tions as a steering assisting motor, so that a driving force
of at least one of the reaction force motor 11 and the
steering motor 19 is applied to the steering wheel 2 as a
steering assist force (a torque in the same direction as
the steering direction).
[0033] This causes the steering assist force to be ap-
plied to the steering wheel 2, causing the steering by the
driver to be assisted. That is, the steering assist force
from the steering assisting motor is applied to the rack-
and-pinion mechanism 3 in addition to the steering force
from the driver, so that the steerable wheels 7 are
steered. At this time, a reaction force from the road sur-
face by steering the steerable wheels 7 is applied to the
steering wheel 2 as a steering reaction force.
[0034] The ECU 10 then determines whether or not
the transition to the SBW mode is required in step S32
shown in Fig. 8. Conditions for determining that the tran-
sition to the SBW mode is required are that a difference
between a target yaw rate operated from the vehicle
speed and the steering angle and an actual yaw rate
detected by the yaw rate sensor 31 (see Fig. 1) exceeds
a predetermined threshold value. When the above-men-
tioned conditions are satisfied, the posture of the motor
vehicle must be stabilized. Therefore, the transition to
the SBW mode is required.
[0035] When it is determined that the transition to the
SBW mode is required (YES in step S32), a second tran-
sition mode in steps S33 to S35 is started.
On the other hand, when the ECU 10 determines that
the transition to the SBW mode is not required (NO in
step S32), the determination whether or not the transition
to the SBW mode is required is repeated in a predeter-
mined period.
[0036] In the second transition mode, a connection re-
lease signal (a switching signal) for releasing the con-
nection by the connecting member 5 is first outputted
from the ECU 10 in step 533.
When the connection release signal is outputted from the
ECU 10 upon determination that the transition to the SBW
mode is required (the second transition mode is started),
the connection release signal is inputted to the actuator
5a in the connecting member 5. On the other hand, the
ECU 10 starts transient control of the steering reaction

force in step S34 in response to the output of the con-
nection release signal.
[0037] That is, simultaneously with the output of the
connection release signal, the reaction force motor 11 is
controlled such that the steering reaction force (here, a
difference between the reaction force received from the
road surface and the steering assist force received from
the reaction force motor 11) gradually comes closer to a
target steering reaction force RT11 at the completion of
the release of the connection (the reaction force gener-
ated from the reaction force motor 11) set from the values
of the steering angle of the steering wheel 2, the steering
angle of the steerable wheel 7, the vehicle speed, and
so on at the time of the output of the connection release
signal, for example.
[0038] When the target steering reaction force RT11
at the completion of the release of the connection set
from the values of the steering angle and the like is small-
er than a steering reaction force RT12 at the time of the
output of the connection release signal (RT11<RT12),
as shown in Fig. 10, for example, the ECU 10 reduces
the steering assist force from the reaction force motor 11
to reduce the steering reaction force (the difference be-
tween the reaction force received from the road surface
and the steering assist force received from the reaction
force motor 11), to gradually bring the steering reaction
force closer to the target steering reaction force RT11 at
the completion of the release of the connection.
[0039] When the release of the connection by the con-
necting member 5 is completed (YES in step S35), the
steering reaction force is a steering reaction force RT11’
having a value approximated by the target steering re-
action force RT11.
When the release of the connection by the connecting
member 5 is completed, the second transition mode is
completed. After the SBW mode is set in step S36, the
operation then proceeds to step S1. When the SBW
mode is executed in step S21 shown in Fig. 5, steering
control of the steering motor 19 and reaction force control
of the reaction force motor 11 are carried out, as shown
in Fig. 6. That is, the ECU 10 instantaneously reverses
the rotation direction of the reaction force motor 11, to
apply a steering reaction force to the steering wheel 2
from the reaction force motor 11.
[0040] On the other hand, when the release of the con-
nection by the connecting member 5 is completed, the
reaction force from the road surface, which has been
applied to the steering wheel 2, is steeply eliminated, so
that the reaction force from the reaction force motor 11
is inputted to the steering wheel 2 (the value of the steer-
ing reaction force is RT13 in Fig. 10). In the conventional
vehicle steering system, therefore, a steering reaction
force bodily felt greatly varies simultaneously with the
release of the connection. In the vehicle steering system
1 according to the present embodiment, however, the
reaction force motor 11 is controlled such that the steer-
ing reaction force applied to the steering wheel 2 gradu-
ally comes closer to the target steering reaction force
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RT11 at the completion of the release of the connection
previously set in the second transition mode. Therefore,
a torque variation width TW2 bodily felt before and after
the release of the connection is reduced. In Fig. 10, a
difference between the steering reaction force RT13 and
the steering reaction force RT11’ is the torque variation
width RW2 bodily felt. This allows the driver to steer the
steering wheel 2 without feeling discomfort in a steering
feeling even before and after the release of the connec-
tion by the connecting member 5.
[0041] A reaction force generated by the reaction force
motor 11 may be kept constant before and after output
of a connection signal, as shown in Fig. 12, for example.
That is, the reaction force motor 11 is controlled such
that the reaction force generated by the reaction force
motor 11 is held in a reaction force generated by the
reaction force motor 11 before output of a switching sig-
nal. A torque variation width TW3 bodily felt in this case
is also smaller than the conventional torque variation
width TW bodily felt shown in Fig. 14.
[0042] As described in the foregoing, in the present
embodiment, control in the transition mode (the first and
second transition modes) is carried out in the transition
period from either one of the SBW mode and the EPS
mode to the other, so that the steep variation in the steer-
ing reaction force with the transition of the mode can be
reduced. Therefore, the driver can steer the steering
wheel 2 without feeling discomfort in the steering feeling
even before and after the transition from either one of
the SBW mode and the EPS mode to the other.
[0043] Furthermore, the impacts on the inner cable 29,
the connecting member 5, and so on, which are applied
at the time of the connection by the connecting member
5, can be reduced by reducing the steep variation in the
steering reaction force. Therefore, a thinner inner cable
29 and a smaller pulley can be used, as compared with
those in the conventional vehicle steering system. This
also enables the vehicle steering system 1 to be made
lightweight and miniaturized.
Note that either one of the first and second transition
modes may be abolished. For example, only the first tran-
sition mode may be provided.
[0044] Fig. 11 is a schematic view showing the sche-
matic configuration of a vehicle steering system 1a ac-
cording to another embodiment of the present invention.
In Fig. 11, the same components as those shown in Figs.
1 and 2, described above, are assigned the same refer-
ence numerals as those shown in Figs. 1 and 2 and
hence, the description thereof is not repeated.
Referring to Fig. 11, the vehicle steering system 1a
shown in Fig. 11 differs from the vehicle steering system
1 shown in Fig. 1 in that a transmitting shaft 32 is used
as a transmitting mechanism.
[0045] One end of the transmitting shaft 32 is connect-
ed to a second member 21 in a connecting member 5,
and the other end thereof is connected to a pinion shaft
15 through a universal joint 33. The transmitting shaft 32
can transmit the rotation of a steering wheel 2 to the pinion

shaft 15 with a first member 20 and the second member
21 in the connecting member 5 connected to each other.
According to the present embodiment, a transition mode
is executed in a transition period from either one of an
SBW mode and an EPS mode to the other, as in the
above-mentioned embodiment, so that a steep variation
in a steering reaction force with the transition of the mode
can be reduced. Furthermore, the transmitting mecha-
nism can be simplified by using the transmitting shaft 32
in place of the transmitting mechanism 4 including the
pair of cables 23 shown in Fig. 1.
[0046] Furthermore, a reaction force generated by the
reaction force motor 11 may be reduced after output of
a connection signal, as shown in Fig. 13. The reaction
force generated by the reaction force motor 11 is set such
that a torque variation width TW4 bodily felt in this case
is also smaller than the conventional torque variation
width TW bodily felt shown in Fig. 14.
While preferred embodiments of the present invention
have been described above, it is to be understood that
variations and modifications will be apparent to those
skilled in the art without departing the scope of the
present invention. The scope of the present invention,
therefore, is to be determined solely by the following
claims.

Claims

1. A vehicle steering system (1) comprising:

a first rotating member (6) connected to a steer-
ing member (2);
a second rotating member (15) connected to a
steering mechanism (3);
a switching member (5a) that switches between
a connected state where the first rotating mem-
ber (6) and the second rotating member (15) are
connected to each other and an unconnected
state where the first rotating member (6) and the
second rotating member (15) are unconnected
to each other;
a reaction force actuator (11) that applies a
steering reaction force to the steering member
(2) ;
a steering actuator (16) that drives the steering
mechanism (3) in the unconnected state; and
a control section (10) that controls the steering
actuator (16), the reaction force actuator (11),
and the switching member (5a),
wherein the control section (10) includes a steer-
by-wire mode, a power steering mode, and a
first transition mode for transition from the steer-
by-wire mode to the power steering mode,
in the steer-by-wire mode, the control section
(10) controls the steering actuator (16) for steer-
ing while controlling the reaction force actuator
(11) for reaction force in the unconnected state,
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in the power steering mode, steering assist con-
trol is carried out with at least one of the steering
actuator (16) and the reaction force actuator (11)
as an assist unit in the connected state,
in the first transition mode, the control section
(10) controls the reaction force actuator (11) for
reaction force in a transition period from the
steer-by-wire mode to the power steering mode,
characterised in that:

in the first transition mode, the reaction force
actuator (11) is controlled such that a reac-
tion force generated by the reaction force
actuator (11) is gradually increased toward
a target reaction force at the completion of
the switching previously set or is kept con-
stant before and after output of a connection
signal.

2. The vehicle steering system according to claim 1,
wherein the control section (10) enters the power
steering mode from the steer-by-wire mode through
the first transition mode in response to an occurrence
of an abnormality in a steered state detecting sensor
(18) that detects a steered state or of the steering
actuator (16).

3. The vehicle steering system (1) according to claim
1, wherein the control section (10) includes a second
transition mode for transition from the power steering
mode to the steer-by-wire mode.

4. The vehicle steering system (1) according to claim
3, wherein in the second transition mode, the reac-
tion force actuator (11) is controlled such that the
reaction force generated by the reaction force actu-
ator (11) is gradually decreased toward a target re-
action force (RT1, RT11) at a completion of a switch-
ing previously set.

5. The vehicle steering system according to claim 3 or
4, wherein the control section (10) enters the steer-
by-wire mode from the power steering mode through
the second transition mode in response to a fact that
a difference between a target yaw rate and an actual
yaw rate detected by a yaw rate sensor (31) exceeds
a predetermined value.

Patentansprüche

1. Fahrzeuglenksystem (1), mit:

einem ersten Drehglied (6), das mit einem Lenk-
glied (2) verbunden ist;
einem zweiten Drehglied (15), das mit einem
Lenkmechanismus (3) verbunden ist; einem
Schaltglied (5a), das zwischen einem verbun-

denen Zustand, bei dem das erste Drehglied (6)
und das zweite Drehglied (15) miteinander ver-
bunden sind, und einem nicht verbundenen Zu-
stand umschaltet, bei dem das erste Drehglied
(6) und das zweite Drehglied (15) nicht mitein-
ander verbunden sind;
einem Reaktionskraftaktuator (11), der eine
Lenkreaktionskraft an das Lenkglied (2) anlegt;
einem Lenkaktuator (16), der den Lenkmecha-
nismus (3) in dem nicht verbundenen Zustand
antreibt; und
einem Steuerabschnitt (10), der den Lenkaktua-
tor (16), den Reaktionskraftaktuator (11) und
das Schaltglied (5a) steuert, wobei der Steuer-
abschnitt (10) einen "Steer-by-wire"-Modus, ein
Servolenkmodus und einen ersten Übergangs-
modus zum Übergang von dem "Steer-by-wire"-
Modus zu dem Servolenkmodus aufweist, wo-
bei der Steuerabschnitt (10) in dem "Steer-by-
wire"-Modus den Lenkaktuator (16) zum Zwek-
ke des Lenkens steuert, während der Reakti-
onskraftaktuator (11) zum Aufbringen einer Re-
aktionskraft in dem nicht verbundenen Zustand
gesteuert wird,
wobei in dem Servolenkmodus eine Lenkunter-
stützungssteuerung durchgeführt wird, bei der
der Lenkaktuator (16) und/oder der Reaktions-
kraftaktuator (11) als eine Unterstützungsein-
heit in dem verbundenen Zustand dienen,
wobei der Steuerabschnitt (10) in dem ersten
Übergangsmodus den Reaktionskraftaktuator
(11) zum Aufbringen einer Reaktionskraft in ei-
ner Übergangszeitspanne von dem "Steer-by-
wire"-Modus in den Servolenkmodus steuert,
dadurch gekennzeichnet, dass
der Reaktionskraftaktuator (11) in dem ersten
Übergangsmodus derart gesteuert wird, dass
eine von dem Reaktionskraftaktuator (11) er-
zeugte Reaktionskraft graduell in Richtung hin
zu einer Soll-Reaktionskraft erhöht wird, und
zwar bei Beendigung des zuvor eingestellten
Schaltzustandes, oder vor und nach Ausgabe
eines Verbindungssignals konstant gehalten
wird.

2. Fahrzeuglenksystem nach Anspruch 1, wobei der
Steuerabschnitt (10) den Servolenkmodus ausge-
hend von dem "Steer-by-wire"-Modus über den er-
sten Übergangsmodus einleitet in Antwort auf das
Auftreten einer Abnormalität in einem Lenkzustand-
Erfassungssensor (18), der einen Lenkzustand er-
fasst, oder des Lenkaktuators (16).

3. Fahrzeuglenksystem (1) nach Anspruch 1, wobei
der Steuerabschnitt (10) einen zweiten Übergangs-
modus für einen Übergang von dem Servolenkmo-
dus in den "Steer-by-wire"-Modus aufweist.
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4. Fahrzeuglenksystem (1) nach Anspruch 3, wobei
der Reaktionskraftaktuator (11) in dem zweiten
Übergangsmodus derart gesteuert wird, dass die
von dem Reaktionskraftaktuator (11) erzeugte Re-
aktionskraft graduell in Richtung hin zu einer Soll-
Reaktionskraft (RT1, RT11) verringert wird, und
zwar bei Beendigung eines zuvor eingestellten
Schaltzustandes.

5. Fahrzeuglenksystem nach Anspruch 3 oder 4, wobei
der Steuerabschnitt (10) den "Steer-by-wire"-Modus
ausgehend aus dem Servolenkmodus über den
zweiten Übergangsmodus in Antwort auf eine Tat-
sache einleitet, dass eine Differenz zwischen einer
Soll-Gierrate und einer von einem Gierratensensor
(31) erfassten tatsächlichen Gierrate einen vorbe-
stimmten Wert überschreitet.

Revendications

1. Système (1) de direction de véhicule, comprenant :

un premier élément rotatif (6) relié à un élément
de direction (2) ;
un deuxième élément rotatif (15) relié à un mé-
canisme de direction (3) ;
un élément de commutation (5a) qui commute
entre un état relié, dans lequel le premier élé-
ment rotatif (6) et le deuxième élément rotatif
(15) sont reliés l’un à l’autre, et un état non relié
dans lequel le premier élément rotatif (6) et le
deuxième élément rotatif (15) ne sont pas reliés
l’un à l’autre ;
un actionneur de force de réaction (11) qui ap-
plique une force de réaction de direction sur
l’élément de direction (2) ;
un actionneur de direction (16) qui entraîne le
mécanisme de direction (3) dans l’état non relié ;
et
une section de commande (10) qui commande
l’actionneur de direction (16), l’actionneur de for-
ce de réaction (11) et l’élément de commutation
(5a),
la section de commande (10) comportant un mo-
de de direction à commande par câble (« steer-
by-wire »), un mode de direction assistée et un
premier mode de transition pour la transition du
mode de direction à commande par câble au
mode de direction assistée,
dans le mode de direction à commande par câ-
ble, la section de commande (10) commandant
l’actionneur de direction (16) en termes de di-
rection tout en commandant l’actionneur de for-
ce de réaction (11) en termes de force de réac-
tion dans l’état non relié,
dans le mode de direction assistée, une com-
mande d’assistance à la direction est effectuée

en utilisant au moins l’actionneur de direction
(16) ou l’actionneur de force de réaction (11) en
tant qu’unité d’assistance dans l’état relié,
dans le premier mode de transition, la section
de commande (10) commandant l’actionneur de
force de réaction (11) en termes de force de
réaction pendant une période de transition du
mode de direction à commande par câble au
mode de direction assistée, caractérisé en ce
que :

dans le premier mode de transition, l’action-
neur de force de réaction (11) est comman-
dé de telle sorte qu’une force de réaction
produite par l’actionneur de force de réac-
tion (11) soit progressivement augmentée
de manière à se rapprocher d’une force de
réaction cible à l’achèvement de la commu-
tation précédemment établie ou soit main-
tenue constante avant et après l’émission
d’un signal de liaison.

2. Système de direction de véhicule selon la revendi-
cation 1, dans lequel la section de commande (10)
passe du mode de direction à commande par câble
au mode de direction assistée en passant par le pre-
mier mode de transition en réponse à l’occurrence
d’une anomalie dans un capteur (18) de détection
d’état dirigé qui détecte un état dirigé ou d’une ano-
malie dans l’actionneur de direction (16).

3. Système (1) de direction de véhicule selon la reven-
dication 1, dans lequel la section de commande (10)
comporte un deuxième mode de transition pour la
transition du mode de direction assistée au mode de
direction à commande par câble.

4. Système (1) de direction de véhicule selon la reven-
dication 3, dans lequel, dans le deuxième mode de
transition, l’actionneur de force de réaction (11) est
commandé de telle sorte que la force de réaction
produite par l’actionneur de force de réaction (11)
soit progressivement diminuée de manière à se rap-
procher d’une force de réaction cible (RT1, RT11) à
l’achèvement d’une commutation précédemment
établie.

5. Système de direction de véhicule selon la revendi-
cation 3 ou 4, dans lequel la section de commande
(10) passe du mode de direction assistée au mode
de direction à commande par câble en passant par
le deuxième mode de transition en réponse au fait
qu’une différence détectée par un capteur de vitesse
de lacet (31) entre une vitesse de lacet cible et une
vitesse de lacet réelle dépasse une valeur prédéfi-
nie.
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