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Description

BACKGROUND OF THE INVENTION

Field of the Invention

[0001] The present invention relates to steering appa-
ratuses including a rack-and-pinion mechanism having
at least a set of gears.

Description of Related Art

[0002] In a steering apparatus for a vehicle, an electric
power steering apparatus in which an auxiliary force from
a motor is imparted to a steering force inputted from a
steering wheel, and this steering force is transmitted to
a steered road-wheel side via a rack-and-pinion mecha-
nism, is widely used.
[0003] For example, Japanese Patent Unexamined
Publication JP-A-2005-199776 proposes an electric
power steering apparatus. In the proposed electric power
steering apparatus, it is aimed to: increase, to the extent
possible, a pressure angle of a pinion provided at a pinion
shaft connected to a steering wheel, thereby reducing
engagement friction between the pinion and a rack pro-
vided at a rack shaft connected to a wheel; and appro-
priately set tooth specifications, thereby obtaining a fa-
vorable operation feeling.

SUMMARY OF THE INVENTION

[0004] In recent years, with the increase in vehicle
weight, the flattening of tires, a load applied to a rack
shaft has tended to increase, and to cope with this, a
rack-and-pinion mechanism having higher load capabil-
ity has been desired.
[0005] Further, when a road surface reaction force is
transmitted from a steered road-wheel to a rack shaft
during running and/or steering, deflection might be
caused at the rack shaft formed into a relatively elongated
shape, and an error might occur in the engagement of a
pinion and a rack.
Furthermore, it is also conceivable that due to an impact
transmitted from a road surface to a steering wheel via
a rack-and-pinion mechanism, such as so-called "kick-
back", a greater load might act on a portion at which the
pinion and the rack are engaged. In this case, the tooth
of the rack is formed by cutting the rack shaft whose cross
section is a long circular shaft, and the rack and pinion
engagement is ensured only by supporting a circular
back face of the rack by a rack guide mechanism. Ac-
cordingly, a rotation of the rack shaft around its axial di-
rection might also cause a deviation in the engagement
relationship between teeth of the rack and the pinion.
[0006] If an error, a deviation or the like has occurred
in the rack and pinion engagement as described above,
a contact relationship between tooth surfaces is
changed. Thus, although in the normal state, the teeth

of the rack and the pinion are brought into contact with
each other normally via two pairs of teeth, in such a case,
the teeth of the rack and the pinion might be brought into
contact with each other via only one pair of teeth. Even
in such a case, it is required to ensure durability by re-
ducing stress concentration or the like so as to suppress
tooth breakage or the like, and to maintain an operation
feeling by retaining engagement accuracy.
[0007] The present invention has been made in view
of the above-described conventional problems, and its
object is to provide a steering apparatus capable of fur-
ther improving durability and engagement accuracy of
gears constituting a rack-and-pinion mechanism.
[0008] According to an aspect of the invention, there
is provided a steering apparatus including:

a steering system including:

a pinion shaft connected to a steering wheel; and
a rack shaft connected to a steered road-wheel;
and

a rack-and-pinion mechanism including:

a pinion provided at the pinion shaft; and
a rack engaging with the pinion and provided at
the rack shaft,

wherein a pressure angle of a tooth root of the rack is
greater than that of a tooth tip of the rack.
[0009] In such a structure, the pressure angle of the
rack at the tooth root is set to be greater than that of the
rack at the tooth tip. Thus, when the rack is rotated around
its axial direction, the rack is effectively prevented from
biting into the tooth root side of the pinion, and the tooth
root side of the rack abuts against the pinion before the
tooth tip side of the rack abuts against the pinion. Ac-
cordingly, since the tooth root side of the rack, which is
thicker and stronger, is allowed to abut against the pinion,
the bending moment of the rack is reduced, thereby mak-
ing it possible to maintain and improve the durability and
engagement accuracy of the rack-and-pinion mecha-
nism, and to improve the operation feeling of the steering
apparatus.
[0010]  In this case, if the rack is set to have an ap-
proximate arc shape in which the pressure angle is grad-
ually increased from the tooth tip to the tooth root, the
rack and the pinion are brought into contact with each
other through the arc shape, and a load applied to a con-
tact portion is distributed therethrough, thereby making
it possible to improve not only the bending strength of
the rack but also that of the pinion.
[0011] According to the present invention, the pres-
sure angle of the rack at the tooth root is set to be greater
than that of the rack at the tooth tip. Thus, when the rack
is rotated around its axial direction, the rack is effectively
prevented from biting into the tooth root side of the pinion,
and the tooth root side of the rack abuts against the pinion
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before the tooth tip side of the rack abuts against the
pinion. Accordingly, since the tooth root side of the rack,
which is thicker and stronger, is allowed to abut against
the pinion, the bending moment of the rack is reduced.
Therefore, it is made possible to maintain and improve
the durability and engagement accuracy of the rack-and-
pinion mechanism, and to improve the operation feeling
of the steering apparatus.

BRIEF DESCRIPTION OF THE DRAWINGS

[0012]

FIG. 1 is an explanatory diagram schematically
showing an electric power steering apparatus ac-
cording to one embodiment of the present invention;
FIG. 2 is a partial cross-sectional front view showing
a structure of the periphery of a rack-and-pinion
mechanism of the electric power steering apparatus
shown in FIG. 1;
FIG. 3 is a cross-sectional view taken along the line
III-III of FIG 2;
FIG. 4 is a cross-sectional view showing how a rack
shaft is rotated when a load is applied to the electric
power steering apparatus shown in FIG. 3;
FIG. 5A is a partially omitted perspective view of a
rack shaft shown in FIG. 1;
FIG. 5B is an enlarged perspective view schemati-
cally showing a principal portion of a rack shown in
FIG. 5A;
FIG. 6A is a cross-sectional view schematically
showing a state of the rack shaft shown in FIG. 5A
prior to rotation;
FIG. 6B is a cross-sectional view schematically
showing a state of the rack shaft that has been ro-
tated from the state shown in FIG. 6A;
FIG. 7A is a cross-sectional view schematically
showing a state of engagement between a rack hav-
ing conventional tooth profile and a pinion in normal
times;
FIG. 7B is a cross-sectional view schematically
showing a state of engagement between the rack
and the pinion, in which a rack shaft has been rotated
from the state shown in FIG 7A;
FIG. 8A is a cross-sectional view schematically
showing a state of engagement between a rack hav-
ing tooth profile according to the present embodi-
ment and a pinion in normal times;
FIG. 8B is a cross-sectional view schematically
showing a state of engagement between the rack
and the pinion, in which a rack shaft has been rotated
from the state shown in FIG. 8A;
FIG. 9A is a cross-sectional view schematically
showing a state of engagement between a rack hav-
ing tooth profile according to a variation of the
present embodiment and a pinion in normal times;
FIG. 9B is a cross-sectional view schematically
showing a state of engagement between the rack

and the pinion, in which a rack shaft has been rotated
from the state shown in FIG. 9A;
FIG. 10 is a schematic diagram showing a structure
of an electric power steering apparatus according to
an embodiment of the present embodiment;
FIG. 11 is a schematic diagram showing a reduction
mechanism of the electric power steering apparatus
according to the embodiment of the present inven-
tion;
FIG. 12A is an enlarged cross-sectional view taken
along the line W-W of FIG. 11 to show a state of
engagement between a single thread worm gear and
a worm wheel in the electric power steering appara-
tus according to the embodiment of the present in-
vention;
FIG. 12B is an enlarged cross-sectional view taken
along the line X-X of FIG 11 to show a state of en-
gagement between the single thread worm gear and
the worm wheel in the electric power steering appa-
ratus according to the embodiment of the present
invention;
FIG. 13 is an explanatory diagram showing a deflec-
tion curve when the single thread worm gear in the
electric power steering apparatus according to the
embodiment of the present invention is regarded as
a single beam;
FIG. 14 is a schematic diagram showing a compar-
ative example of a reduction mechanism of an elec-
tric power steering apparatus;
FIG. 15A is an enlarged cross-sectional view taken
along the line Y-Y of FIG. 14;
FIG. 15B is an enlarged cross-sectional view taken
along the line Z-Z of FIG. 14;
FIG. 16 is a schematic cross-sectional view showing
a variation of the electric power steering apparatus
according to the embodiment of the present inven-
tion, in which a principal portion thereof is enlarged
to show a state of engagement between a single
thread worm gear and a worm wheel;
FIG. 17 is a schematic diagram showing another var-
iation of the electric power steering apparatus ac-
cording to the embodiment of the present invention,
in which a principal portion thereof is enlarged to
show a state of inclined engagement of a single
thread worm gear with a worm wheel;
FIG. 18 is a schematic diagram showing an installed
state of a conventional electric power steering ap-
paratus; and
FIG. 19 is a perspective view showing a reduction
mechanism installed on a conventional electric pow-
er steering apparatus.

DETAILED DESCRIPTION OF EXEMPLARY EMBOD-
IMENTS OF THE

PRESENT INVENTION

[0013] Hereinafter, preferred embodiments of electric
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power steering apparatuses according to the present in-
vention will be described in detail with reference to the
appended drawings.
[0014] FIG. 1 is an explanatory diagram schematically
showing an electric power steering apparatus 10 accord-
ing to one embodiment of the present invention. The elec-
tric power steering apparatus 10 according to the present
embodiment is a so-called "electric power steering ap-
paratus", which is installed on a side of a steered road-
wheel (front wheel) 14 of a vehicle 12 such as a four-
wheeled vehicle and thus serves to steer the vehicle 12.
[0015] As shown in FIG 1, the electric power steering
apparatus 10 includes: a steering system 20 extending
from a steering wheel 16 of the vehicle 12 to reach both
of steered road-wheels 14, 14; and an auxiliary torque
mechanism 22 for adding an auxiliary torque (auxiliary
force) to a steering torque (steering force) provided by
the steering system 20.
[0016] In the steering system 20, a pinion shaft (rota-
tion shaft) 28 is connected to the steering wheel 16 via
a steering shaft 24 and universal couplings 26, 26; a rack
shaft 32 is connected to the pinion shaft 28 via a rack-
and-pinion mechanism 30; and the steered road-wheels
14, 14 is connected to ends of the rack shaft 32 via right
and left tie rods 34, 34 and knuckles 36, 36.
[0017] The rack-and-pinion mechanism 30 is so-called
rack-and-pinion gears through which a rack 40 (see FIG.
5A) formed at the rack shaft 32 is engaged with a pinion
38 formed at the pinion shaft 28. Via this rack-and-pinion
mechanism 30, the pinion 38 is connected to the steering
wheel 16, and the rack 40 is connected to the steered
road-wheels 14, 14. Accordingly, a driver steers the right
and left steered road-wheels 14, 14 via the rack-and-
pinion mechanism 30 and right and left tie rods 34, 34
by using a steering torque generated by steering the
steering wheel 16.
[0018] The auxiliary torque mechanism 22 has a steer-
ing torque sensor 42 for detecting a steering torque of
the steering system 20 which is applied by the steering
wheel 16, and a control signal, generated based on a
torque detection signal sent from the steering torque sen-
sor 42, is transmitted from a control section 44 to an elec-
tric motor (drive source) 46. The electric motor 46 serves
to generate an auxiliary torque in response to the steering
torque. The auxiliary torque is transmitted to the rack-
and-pinion mechanism 30 of the steering system 20 via
a reduction mechanism 48 and the pinion shaft 28, thus
making it possible to steer the right and left steered road-
wheels 14, 14 through the rack-and-pinion mechanism
30 and the right and left tie rods 34, 34.
[0019] As described above, in addition to the control
section 44 and the electric motor 46, the auxiliary torque
mechanism 22 includes: the reduction mechanism 48 in-
terposed between an output shaft 50 of the electric motor
46 and the pinion 38; and the steering torque sensor 42
interposed between the reduction mechanism 48 and the
steering wheel 16 so as to detect the steering torque. In
this embodiment, the pinion 38 serves as a gear to which

an auxiliary torque generated by the electric motor 46 in
response to the steering torque of the steering wheel 16
is applied.
[0020] Accordingly, since the electric power steering
apparatus 10 has the auxiliary torque mechanism 22 in
addition to the steering system 20, a driver is allowed to
more smoothly and appropriately steer the steered road-
wheels 14, 14 by means of a torque provided by com-
bining the auxiliary torque generated by the electric motor
46 with the steering torque applied by the driver.
[0021] FIG 2 is a partial cross-sectional front view
showing a structure of the periphery of the rack-and-pin-
ion mechanism 30 of the electric power steering appa-
ratus 10.
[0022] As shown in FIG. 2, the rack shaft 32 having
the rack 40 is axially slidably accommodated in a housing
52 extending in a vehicle widthwise direction of the ve-
hicle 12 (i.e., in the lateral direction in FIG. 2). More spe-
cifically, the rack shaft 32 is a shaft whose longitudinal
ends protruded from the housing 52 is connected with
the tie rods 34, 34 via ball joints 54, 54. It should be noted
that the reference numerals 56 in FIG. 2 each denote a
dust seal boot for protecting a connection portion be-
tween the ball joint 54 and the tie rod 34.
[0023] FIG 3 is a cross-sectional view taken along the
line III-III of FIG. 2, and shows a longitudinal cross-sec-
tional structure of the electric power steering apparatus
10.
[0024] As shown in FIG. 3, in the electric power steer-
ing apparatus 10, the pinion shaft 28, the rack-and-pinion
mechanism 30, the steering torque sensor 42 and the
reduction mechanism 48 are accommodated in the hous-
ing 52, and an upper opening of the housing 52 is closed
by an upper cover portion 58. In this case, the electric
motor 46 is attached to the housing 52, and the steering
torque sensor 42 is attached to the upper cover portion
58.
[0025] Both of gears, i.e., both of the pinion 38 and the
rack 40 constituting the rack-and-pinion mechanism 30
are so-called "helical gears". In other words, the pinion
38 is a "helical pinion", and the rack 40 is a "helical rack".
[0026] The reduction mechanism 48 is a worm gear
mechanism, i.e., a biasing mechanism, for transmitting
the auxiliary torque generated by the electric motor 46
to the pinion shaft 28. More specifically, the reduction
mechanism 48 includes: a worm 60 provided at the output
shaft 50 of the electric motor 46; and a worm wheel 62
(hereinafter, also simply called a "wheel 62") coupled to
the pinion shaft 28 and engaged with the worm 60. It
should be noted that a preferred embodiment of the re-
duction mechanism 48 will be described later.
[0027] The housing 52 rotatably supports vertically ex-
tending upper portion, longitudinal center portion, and
lower portion of the pinion shaft 28 via three bearings 64,
65 and 66, and supports a rack guide 70 for urging the
rack shaft 32 toward the pinion 38. It should be noted
that in FIG. 3, the reference numeral 72 denotes a lock
nut, and the reference numeral 74 denotes an oil seal.
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[0028] In this case, in the steering torque sensor 42, a
first permanent strain portion 76 and a second permanent
strain portion 78, to each of which a permanent strain is
applied to change a magnetostrictive property thereof in
response to a torque acted thereon, are provided at the
pinion shaft 28. A detection portion 80 for electrically de-
tecting magnetostrictive effects generated in the first and
second permanent strain portions 76 and 78 are provided
around the first and second permanent strain portions 76
and 78. Thus, the steering torque sensor 42 serves as a
so-called magnetostrictive type torque sensor for output-
ting, as a torque detection signal, a detection signal of
the detection portion 80.
[0029] The first and second permanent strain portions
76 and 78 are formed of magnetostrictive films to which
opposite permanent strains are applied in the axial direc-
tion (longitudinal direction) of the pinion shaft 28.
The detection portion 80 includes: tubular coil bobbins
82, 83 through which the pinion shaft 28 is inserted; a
first multilayer solenoidal coil 84 and a second multilayer
solenoidal coil 85 wound around the coil bobbins 82, 83;
and a magnetic shield back yoke 86 surrounding the pe-
ripheries of the first and second multilayer solenoidal
coils 84 and 85.
[0030] The rack guide 70 serves as a pressing means
for the rack shaft 32 (the rack 40), and includes: a guide
portion 88 that is abutted against the rack shaft 32 from
the opposite side of the rack 40; and an adjusting bolt 92
for urging the guide portion 88 via a compression spring
(adjusting spring) 90.
In normal times, e.g., in a state where the rack 40 and
the pinion 38 are engaged with each other with substan-
tially no deviation during non-running time, stable running
time, etc., a slight gap G is formed between the guide
portion 88 and the adjusting bolt 92 in an adjusting direc-
tion of the adjusting bolt 92. It should be noted that in
FIG. 3, the reference numeral 94 denotes an abutment
member that is slid along a back face of the rack shaft
32, and the reference number 96 denotes a lock nut.
[0031] As described above, for the rack-and-pinion
mechanism 30, there is provided the rack guide 70 as a
pressing means capable of pressing one of the pinion 38
and the rack 40 (in this embodiment, the rack 40 is
pressed) in the direction in which they are engaged with
each other. Thus, the rack shaft 32 is supported so as to
be slidable in its axial direction and slidable in an oscil-
lation direction around the axial direction, while the move-
ment of the rack shaft 32 in the longitudinal direction of
the pinion shaft 28 is restricted by the guide portion 88
constituting the rack guide 70.
[0032] Accordingly, in the rack guide 70, the guide por-
tion 88 can be pressed with a suitable pressing force via
the compression spring 90 by means of the adjusting bolt
92 screwed to the housing 52, and therefore, a preload
can be applied to the rack 40 by the guide portion 88,
thereby allowing the rack 40 to be pressed against the
pinion 38. As a result, play in the engagement between
the pinion 38 and the rack 40 can be maintained at a

minimum level. Moreover, when the tooth of the pinion
38 and/or the tooth of the rack 40 have/has been worn,
the rack shaft 32 is pressed toward the pinion 38 by the
rack guide 70, thereby making it possible to maintain a
favorable engagement state.
[0033] FIG. 4 is a cross-sectional view showing how
the rack shaft 32 (rack 40) is rotated when a load is ap-
plied to the electric power steering apparatus 10 shown
in FIG. 3, e.g., when a large road surface reaction force
is transmitted to the steered road-wheel 14 during run-
ning, for example.
[0034] As shown in FIG 4, when the vehicle 12 has
received a large road surface reaction force during run-
ning or the like, for example, the rack shaft 32 (rack 40)
is slid along the abutment member 94 and rotated by a
predetermined angle θ while being supported by the
guide portion 88 due to a component of a rack shaft force,
which results from a pressure angle. At this time, the rack
40 and the pinion 38 are deviated from each other in the
direction in which they are engaged with each other, and
the rack shaft 32 presses, by its back face side (curve
surface opposite to the rack 40), the guide portion 88
toward the adjusting bolt 92 to move slightly backward.
[0035] Specifically, upon rotation of the rack shaft 32
around its axial direction in this manner, the gap G be-
tween the guide portion 88 and the adjusting bolt 92 is
changed from a state in which certain allowance is pro-
vided as shown in FIG. 3 to a state in which no allowance
is provided as shown in FIG. 4, and the gap G becomes
approximately zero. Therefore, an inter-shafts distance
between the rack shaft 32 and the pinion 38 is increased
from a distance C shown in FIG. 3 to a distance C + G
which is shown in FIG. 4 and obtained by adding the gap
G to the distance C. That is, the rack 40 and the pinion
38 have a backlash G, and a play G equivalent to the
added distance G is provided in the engagement be-
tween the tooth of the rack 40 and the tooth of the pinion
38. As a result, the play G serves as a gap through which
the rack 40 is rotated, and the rack 40 is consequently
rotated at the rotation angle (turning angle) θ.
[0036] Now, the change in the pressure angle of the
rack 40 concerning the engagement with the pinion 38
when the rack shaft 32 (rack 40) is rotated will be de-
scribed with reference to FIG. 5A to FIG 6B.
[0037] FIG. 5A is a partially omitted perspective view
of the rack shaft 32 provided with the rack 40, and FIG
5B is an enlarged perspective view schematically show-
ing a principal portion of the rack 40 shown in FIG 5A.
Further, FIG 6A is a cross-sectional view schematically
showing a state of the rack shaft 32 prior to rotation, and
FIG 6B is a cross-sectional view schematically showing
a state of the rack shaft 32 that has been rotated from
the state shown in FIG. 6A. It should be noted that in FIG.
6A and FIG. 6B, hatching of the cross-sectional views is
omitted in order to facilitate the understanding of the
drawings, and the same goes for FIG. 7A to FIG. 9B
described later. Furthermore, in FIG. 5A to FIG. 6B, for
simplification of description, there is shown tooth profile
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of the rack 40 having a shape that is used in general in
conventional technologies, and more specifically, there
is shown a pressure angle held constant from the tooth
tip of the rack 40 to the tooth end thereof. Therefore, the
tooth profile of the rack 40 shown in FIG. 5A to FIG. 6B
is different in shape from that of a rack 40 (40a) according
to the present embodiment shown in FIG. 8A to FIG. 9B
described later.
[0038] As shown in FIG. 5A, the rack 40 is formed at
one face side of the rack shaft 32. In this case, as shown
in FIG. 5B and FIG. 6A, a pressure angle of the rack 40
concerning the engagement with the pinion 38 in normal
times (i.e., during a time period in which the rack shaft
32 is not rotated) will be represented by α, and a tooth
height (i.e., a total tooth height) during this time period
will be represented by H.
[0039] On the other hand, as shown in FIG 5B and
FIG. 6B, if a pressure angle of the rack 40 at the time of
rotation, i.e., when the rack shaft 32 (rack 40) is rotated
by the rotation angle θ, is represented by β, a tooth height
at this time will be represented by H/cos θ.
[0040] Then, as shown in FIG 5B and FIG. 6A, in the
rack 40 in normal times, an angle of intersection of: a
straight line connecting a point P1 and a point Al; and a
straight line connecting a point P2 and a point A2 can be
represented as an angle 2α which is twice as large as
the pressure angle α. On the other hand, as shown in
FIG. 5B and FIG. 6B, in the rack 40 at the time of rotation,
an angle of intersection of: a straight line connecting the
point P1 and a point B1; and a straight line connecting
the point P2 and a point B2 can be represented as an
angle 2β which is twice as large as the pressure angle β.
[0041]  Accordingly, as can be understood from FIG
5B to FIG. 6B, the relationship between the pressure an-
gle α and the pressure angle β will be considered as
follows: tan α = x/H, tan β = x cos θ / H = tan α cos θ. In
this case, it should be tan α > tan β because 0 < cos θ <
1, and the relationship between the pressure angles α
and β will be obtained as α > β. In other words, upon
rotation of the rack shaft 32 at the rotation angle θ, the
pressure angle concerning the engagement between the
pinion 38 and the rack 40 will be decreased from α to β.
[0042] Now, first, a state of engagement between a
rack 41 and the pinion 38 in the case of using a rack shaft
33 formed with the rack 41, having conventional tooth
profile or more specifically a constant pressure angle
from a tooth tip to a tooth end, will be described with
reference to FIG. 7A and FIG. 7B. FIG. 7A is a cross-
sectional view schematically showing a state of engage-
ment between the rack 41 having conventional tooth pro-
file and the pinion 38 in normal times, and FIG. 7B is a
cross-sectional view schematically showing a state of en-
gagement between the rack 41 and the pinion 38, in
which the rack shaft 33 has been rotated by the rotation
angle θ from the state shown in FIG. 7A. It should be
noted that in FIG. 7A and FIG. 7B, a pitch line of the rack
41 is denoted by PR while a pitch line of the pinion 38 is
denoted by PP, and the same goes for the following de-

scription.
[0043] As shown in FIG 7A, in normal times (i.e., during
a time period in which the rack shaft 33 is not rotated),
this rack 41 is engaged with the pinion 38 at two engage-
ment points E1 and E2, and a load F is equally applied
on each of the engagement points E1 and E2. It should
be noted that the tooth profile of the pinion 38, located
between the pitch line PP and the tooth tip, is formed into
an approximate arc shape.
[0044] On the other hand, as shown in FIG. 7B, at the
time of rotation, i.e., in a state in which the rack shaft 33
(rack 41) is rotated by the rotation angle θ, the pressure
angle of engagement of the rack 41 is decreased from α
to β as mentioned above. Therefore, a load is concen-
trated only on an engagement point E3 between the tooth
tip of the rack 41 and the tooth root of the pinion 38, and
a load 2F, which is twice as large as the load F, will be
applied on the single point. This is because, as can be
understood from FIG. 7B, the actual pressure angle of
the rack 41 is decreased and the pitch of the rack 41 is
changed upon turning of the rack shaft 33, thus changing
a state of engagement, in which two teeth of the rack 41
and two teeth of the pinion 38 are engaged with each
other as shown in FIG. 7A, to a state in which only one
tooth of the rack 41 and only one tooth of the pinion 38
are engaged with each other as shown in FIG. 7B. Con-
sequently, in the state shown in FIG. 7B, the tooth tip of
the rack 41 is bitten into the tooth root side of the pinion 38.
[0045] Thus, in the case of using the rack 41 having
conventional tooth profile in which the pressure angle is
set constant from the tooth tip to the tooth end, upon
rotation of the rack shaft 33 and change of the engage-
ment relationship between the rack 41 and the pinion 38,
stress concentration occurs at the tooth tip of the single
tooth of the rack 41, which might give rise to tooth break-
age, degradation in engagement accuracy, and so on.
[0046] Next, a state of engagement between the rack
40 used in the electric power steering apparatus 10 ac-
cording to the present embodiment and the pinion 38 will
be described with reference to FIG. 8A and FIG. 8B. FIG
8A is a cross-sectional view schematically showing a
state of engagement between the rack 40 having tooth
profile according to the present embodiment and the pin-
ion 38 in normal times, and FIG. 8B is a cross-sectional
view schematically showing a state of engagement be-
tween the rack 40 and the pinion 38, in which the rack
shaft 32 has been rotated by the rotation angle θ from
the state shown in FIG. 8A.
[0047] As shown in FIG. 8A, a portion of the rack 40
ranging from the vicinity of the pitch line PR to the tooth
root is increased in pressure angle as compared with the
rack 41 having conventional tooth profile shown in FIG.
7A and FIG. 7B. Specifically, from the tooth tip side of
the rack 40 to the tooth root side thereof, the pressure
angle is set so as to be increased from α0 to α1 (α0 <
α1). In other words, the rack 40 has at least two pressure
angles α0 and α1, and the greater pressure angle α1 is
set at the tooth root side of the rack 40.
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[0048] Accordingly, as shown in FIG 8B, upon rotation
of the rack shaft 32 by the rotation angle θ, the tooth root
side of the rack 40 abuts against the pinion 38 before the
tooth tip side of the rack 40 abuts against the pinion 38
because a pressure angler β1 of the tooth root side of
the rack 40 is set to be greater than a pressure angle β0
of the tooth tip side of the rack 40. Therefore, it is possible
to prevent the problem caused in the rack 41 having the
conventional tooth profile shown in FIG. 7B, in which the
tooth tip of the rack 41 bites into the tooth root side of the
pinion 38 and a load is concentratedly applied on the tip
of the single tooth of the rack 41.
[0049] Specifically, as shown in FIG. 8A, prior to the
rotation of the rack shaft 32, the rack 40 and the pinion
38 are engaged with each other at two engagement
points E4 and E5, and the load F is applied on each of
the engagement points E4 and E5. On the other hand,
as shown in FIG. 8B, after the rotation of the rack shaft
32, the rack 40 and the pinion 38 are engaged with each
other only at a single engagement point E6, and the load
2F, which is twice as large as the load F, is applied on
the engagement point E6. However, in this case, the en-
gagement point E6 is provided at the tooth root side of
the rack 40 unlike the case shown in FIG. 7B.
[0050] As described above, in the present embodi-
ment, upon rotation of the rack shaft 32, the burden of
the load applied to the rack 40 is moved to the tooth root
side thicker than the tooth tip side. More specifically, the
pressure angle of the tooth root of the rack 40 is set to
be greater than that of the tooth tip of the rack 40, thereby
allowing the pinion 38 to abut against the tooth root side
of the rack 40, which is thicker and stronger. As a result,
the bending moment of the rack 40 can be reduced, there-
by making it possible to improve the strength thereof, and
to cope with a higher rack shaft force. Thus, the durability
of the rack 40 serving as the gear constituting the rack-
and-pinion mechanism 30, and the engagement accura-
cy of the rack 40 with respect to the pinion 38 can be
maintained or improved, and the operation feeling of the
electric power steering apparatus 10 can also be im-
proved.
[0051] It should be noted that in the rack-and-pinion
mechanism 30 provided in the electric power steering
apparatus 10 according to the present embodiment, a
rack having tooth profile other than that shown in FIG.
8A and FIG. 8B described above may also be used, and
it is essential only that the pressure angle of the tooth
root side of the rack be greater than that of the tooth tip
side of the rack. FIG. 9A is a cross-sectional view sche-
matically showing a state of engagement between a rack
40a having tooth profile according to a variation of the
present embodiment and the pinion 38 in normal times,
and FIG. 9B is a cross-sectional view schematically
showing a state of engagement between the rack 40a
and the pinion 38, in which a rack shaft 32a has been
rotated by the rotation angle θ from the state shown in
FIG. 9A.
[0052] As shown in FIG. 9A, the rack 40a is set to have

an approximate arc shape including a diameter R so that
a pressure angle α2 is gradually increased from the vi-
cinity of the pitch line PR to the tooth root. In this case,
the rack 40a is formed into an approximate arc shape so
that the pressure angle α2 of the tooth root side of the
rack 40a is gradually increased from the pressure angle
of the tooth tip (tooth end). Thus, as shown in FIG. 9B,
upon rotation of the rack shaft 32a, a pressure angle β2
of the rack 40a is also gradually increased from the tooth
tip to the tooth root.
[0053] Accordingly, as shown in FIG. 9A, prior to the
rotation of the rack 32a, the rack 40a and the pinion 38
are engaged with each other at two engagement points
E7 and E8, and the load F is applied on each of the en-
gagement points E7 and E8. When the rack shaft 32a is
rotated from this state as shown in FIG. 9B in which the
single tooth of the rack 40a is engaged with the single
tooth of the pinion 38, the tooth root of the rack 40a and
the tooth tip of the pinion 38 abut against each other at
a plurality of engagement points E9 to E11 via arc-shaped
surfaces.
In this embodiment, since the pressure angle β2 of the
tooth root of the rack 40a is set to be large similarly to
the tooth tip of the pinion 38, the tooth tip of the rack 40a
is prevented from biting into the tooth root side of the
pinion 38, and the tooth tip of the rack 40a and the tooth
root of the pinion 38 are prevented from strongly abutting
against each other. Thus, breakage due to the increase
in the bending moment of the rack 40a and/or increase
in surface pressure of the tooth tip portion of the rack 40a
are/is suppressed. Furthermore, the concave arc-
shaped tooth root of the rack 40a is brought into contact
with the convex arc-shaped tooth tip of the pinion 38,
thereby making it possible to effectively reduce the sur-
face pressure applied to the contact portion. Besides,
since the arc-shaped tooth root of the rack 40a and the
arc-shaped tooth tip of the pinion 38 are brought into
contact with each other at the contact portion as de-
scribed above, and are thus brought into contact with
each other at a plurality of the engagement points E9 to
E11, the load applied thereto becomes distributed loads
that are not applied to a single point but are applied to a
slightly wide range in a distributed manner, and a total
of all the distributed loads becomes the load 2F.
[0054] Furthermore, in this case, due to the effects of
the above-described distributed loads and the like, not
only the bending moment of the rack 40a but also the
bending moment of the tooth root of the pinion 38 can be
reduced, and the bending stress applied to the tooth roots
of the rack 40a and the pinion 38 can be reduced, i.e.,
the bending strength of the rack 40a and the pinion 38
can be improved.
[0055] It should be noted that in the rack 40a described
above, the diameter R of the pressure angle α2 (β2), of
course, does not have to be formed by a singular arc
shape, but may naturally be provided by an arc shape or
the like formed by a set of a plurality of straight lines.
[0056] As described above, according to the foregoing
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embodiment, the pressure angle of the tooth root of the
rack 40 (40a) is set to be greater than that of the tooth
tip thereof, thereby effectively preventing the rack 40
(40a) from biting into the tooth root side of the pinion 38
at the time of rotation of the rack shaft 32 (32a), and
allowing the tooth root side of the rack 40 (40a) to abut
against the pinion 38 before the tooth tip side of the rack
40 (40a) abut against the pinion 38 (see FIG. 8B and
FIG. 9B). Thus, the concentrated application of a load to
the tip of the single tooth, which has occurred in the rack
41 having conventional tooth profile shown in FIG. 7B,
is prevented. In other words, when the rack shaft 32 (32a)
is rotated, the burden of the load can be moved to the
tooth root side thicker than the tooth tip side. Accordingly,
the pinion 38 is allowed to abut against the tooth root
side of the rack 40 (40a), which is thicker and stronger,
and the bending moment of the rack 40 (40a) can be
reduced. Therefore, the durability of the rack-and-pinion
mechanism 30 and the accuracy of engagement of the
rack 40 (40a) with the pinion 38 can be maintained and
improved, and the operation feeling of the electric power
steering apparatus 10 can be improved.
[0057] The present invention has been described
based on the foregoing embodiment thus far, but the
present invention is not limited to this embodiment. For
example, the present invention is applicable not only to
helical gears but also to straight gears and the like, and
various structures can naturally be adopted without de-
parting from the scope of the present invention as defined
in the appended claims.
Further, although the electric power steering apparatus
that uses the assist mechanism has been described as
an example, the above-described rack-and-pinion mech-
anism may also be provided in a steering apparatus that
uses no assist mechanism, thus making it possible to
suppress deviation of engagement between a rack and
a pinion.
[0058]  Next, a preferred embodiment of the foregoing
reduction mechanism 48 will be described in detail. It
should be noted that the reduction mechanism 48 de-
scribed below may be used in combination with the fore-
going rack-and-pinion mechanism, and the above-de-
scribed effects of the rack-and-pinion mechanism ac-
cording to the present invention can be achieved even if
a commonly used reduction mechanism 48 is combined
with the foregoing rack-and-pinion mechanism. Howev-
er, an electric power steering apparatus, in which the
reduction mechanism 48 described hereinafter is com-
bined with the foregoing rack-and-pinion mechanism 30,
prevents a transmission torque transmitted via a steering
system from being lost along the way, and makes it pos-
sible to obtain a good operation feeling.
[0059] First, a conventional reduction mechanism will
be described.
FIG. 18 is a schematic diagram showing a conventional
electric power steering apparatus.
As shown in FIG. 18, as a power steering apparatus for
alleviating a steering force of a steering wheel 200, an

electric power steering apparatus 100 having electric mo-
tors 300, 300 as power sources has conventionally been
used (see the JP-A-2005-199776, for example). In gen-
eral, the electric power steering apparatus 100 assists
the rotation torque of the electric motor 300 by a reduction
mechanism 400 to supply the assisted rotation torque to
a rack shaft 500 via a rack-and-pinion mechanism, there-
by providing assistance to a steering operation per-
formed by a driver.
[0060] FIG. 19 is a perspective view showing the re-
duction mechanism of the conventional electric power
steering apparatus. As shown in FIG. 19, the convention-
al reduction mechanism 400 includes: a worm gear 410
disposed on a rotor shaft of the electric motor 300 (see
FIG. 18); and a worm wheel 420.
[0061] In recent years, with the widespread use of the
electric power steering apparatus 100 shown in FIG. 18,
the demand for installation of the electric power steering
apparatus 100 on a large vehicle has been growing. How-
ever, in a large vehicle, a large front axle load is applied,
and therefore, there have been problems that the electric
motor 300 must be increased in size to increase a gen-
erated torque in order to cope with the large front axle
load, and that the strength of the reduction mechanism
400 must also be increased in accordance with the in-
crease in the torque of the electric motor 300.
[0062] In order to increase the strength of the reduction
mechanism 400 and the bending rigidity of the worm gear
410, there have been problems that an outside diameter
Dw of the worm wheel 420 and an outside diameter of a
rotation shaft 411 of the worm gear 410 shown in FIG.
19 must be increased, and a transmission torque must
be increased while a tangential load P that can be with-
stood by this worm wheel 420 is maintained.
However, if the reduction mechanism 48 is increased in
size, there have been problems that a space located ad-
jacent to a knee of a driver and/or a space located around
a foot of the driver are/is reduced by the reduction mech-
anism 48, and a cabin of the driver is reduced as shown
in FIG. 18. Hence, it is desired that the size of the reduc-
tion mechanism 48 is reduced so as to reduce the size
of the entire electric power steering apparatus 100.
[0063] Therefore, the reduction mechanism according
to the embodiment of the present invention described
below makes it possible to increase the tangential load
that can be withstood by the worm wheel, and the trans-
mission torque while keeping the outside diameter of the
worm wheel unchanged.
[0064] As shown in FIG. 11, a rotor shaft 46a rotated
together with a rotor of an electric motor 46 is connected
with a worm gear shaft 481a via a coupling 46b formed
by an elastic body such as rubber, serration, etc., so that
the rotation and torque of the electric motor 46 is trans-
mitted to a worm gear 481 having a single thread tooth
trace.
[0065] The reduction mechanism 48 shown in FIG. 11
has the functions of increasing the rotation torque of the
electric motor 46 and transmitting the increased rotation
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torque to a steering shaft 28, and consists of a reduction
gear mechanism. For example, this reduction mecha-
nism 48 is formed by engaging the single thread worm
gear 481, which is connected to the rotor shaft (output
shaft) 46a of the electric motor 46 and rotated therewith,
with a worm wheel 482 provided at the steering shaft 28.

<Structure of Worm Gear>

[0066] As shown in FIG. 11, the worm gear 481 in-
cludes a screw having a single thread tooth trace formed
integrally with the worm gear shaft 481 a connected to
the rotor shaft 46a, and the worm gear 481 is pivotally
supported so as to be rotatable via bearings 483, 484
disposed at both ends of this worm gear shaft 481a. The
worm gear 481 is further preferably formed so that a tooth
thickness T1 thereof is greater than a tooth thickness T2
of the worm wheel 482.
As shown in FIG. 12A, the worm gear 481 is formed as
follows.
A plane orthogonal to a longitudinal axial direction of the
worm gear 481 is defined as W, a tangent line of an en-
gagement point A between the worm gear 481 and the
worm wheel 482, which appears in a cross section W-W
of the worm gear along the plane W, is defined as C, and
a rotation center of the worm gear 481 is defined as D.
Further, a straight line, which passes through the rotation
center D of the worm gear 481, which is parallel to a
straight line perpendicular to the tangent line C, and
which is located on the plane W, is defined as E. In this
case, the straight line E intersects a tooth periphery 481b
of the worm gear on the plane W.
Specifically, the worm gear 481 is formed so that the
straight line E and the tooth periphery 481b of the worm
gear 481 intersect with each other at a position radially
opposite to the worm engagement point A with the worm
gear shaft (rotation shaft) 481 a interposed therebe-
tween.
It should be noted that in FIG. 12A and FIG. 12B, a round
portion R that is normally provided at a tooth tip is not
shown.
No round portion R is shown in the example of FIG. 12A
and FIG. 12B, but in the case of providing the round por-
tion R, the worm gear may be designed so that settings
are made to allow the straight line E to intersect the tooth
tip periphery 481b as described above in a structure in
which no round portion R is virtually provided, and the
round portion R is provided thereafter. This is because,
with such a design, even if a plurality of worm gears hav-
ing different shapes are designed with the curvature of
the round portion R variously changed, the diagrams
such as FIGS. 12A and 12B serve as the standards for
dimensional control of the worm gears, thereby making
it possible to improve the dimensional accuracy.

<Structure of Worm Wheel>

[0067] In a so-called column type electric power steer-

ing apparatus 10 as shown in FIG. 10, the worm wheel
482 is provided integrally with the steering shaft 28, and
in the pinion type electric power steering apparatus 100
as shown in FIG. 18, the worm wheel 482 is provided
integrally with the pinion shaft. The worm wheel 482 is
provided in either of these electric power steering appa-
ratuses.
As shown in FIG. 11, the worm gear 481 is formed so
that the tooth thickness T1 thereof is greater than a tooth
thickness t1 of a worm gear 4810 (see FIG: 14) of a com-
parative example described later. Thus, conversely, the
worm wheel 482 is formed so that a tooth thickness T2
thereof is accordingly thinner than a tooth thickness t2
of the comparative example.
The bearings 483, 484 are formed by ball bearings, inner
rings of which are disposed so as to be rotated together
with the worm gear shaft 481a, and outer rings of which
are inserted into an inner wall of a gear housing (not
shown).

<Operation>

[0068] Next, operations of the reduction mechanism
48 of the electric power steering apparatus 10 according
to the embodiment of the present invention will be de-
scribed by making a comparison with those of a reduction
mechanism 4800 of the comparative example shown in
FIG 14.
FIG 13 is an explanatory diagram showing a deflection
curve when the worm gear in the electric power steering
apparatus according to the embodiment of the present
invention is regarded as a single beam. FIG. 14 is a sche-
matic diagram showing the comparative example of the
reduction mechanism of an electric power steering ap-
paratus. FIG. 15A is an enlarged cross-sectional view
taken along the line Y-Y of FIG. 14, and FIG. 15B is an
enlarged cross-sectional view taken along the line Z-Z
of FIG. 14.
[0069] First, the reduction mechanism 4800 of the
comparative example will be described.
In the reduction mechanism 4800 of the comparative ex-
ample, shown in FIG. 14 and FIGS. 15A and 15B and
provided in a commonly used electric power steering ap-
paratus, a reduction ratio is about 20, and this reduction
ratio is established by a worm wheel 4820 having a di-
ameter of about 100 mm. Therefore, a worm gear shaft
4811 of the worm gear 4810 is formed to have a diameter
of 10 mm or less. In the reduction mechanism 4800
formed in this manner, when a torque applied to the worm
wheel 4820 is large, the worm gear shaft 4811 causes
deflection to deviate from an engagement pitch line, and
the engagement state of the worm gear 4810 and the
worm wheel 4820 cannot be maintained. The load ap-
plied at this time is an allowable load. Specifically, if the
engagement state cannot be maintained, an engage-
ment position exceeds a pitch circle of the worm wheel
4820, and a bending moment applied to a tooth is in-
creased. Therefore, the load applied at this time is an
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allowable load.
[0070] As shown in FIG 15A, the tooth profile of the
worm gear 4810 of the comparative example is formed
so that a straight line E, passing through a rotation center
D of the worm gear 4810 in the direction perpendicular
to the axis with respect to a tangent line C of a worm
engagement point A between the worm gear 4810 and
the worm wheel 4820, does not intersect a periphery
4812 located more radially than the worm gear shaft 4811
of the worm gear 4810. In the worm gear 4810 of the
comparative example formed in this manner, in a cross
section Y-Y in the direction perpendicular to the axis, the
length ranging downward from a straight line E’ passing
through the rotation center D and parallel to the tangent
line C is denoted by h3 and is short. Furthermore, as
shown in FIG. 15B, the worm gear 4810 of the compar-
ative example is formed so that a width h2 of a cross
section Z-Z in the direction perpendicular to the axis is
small and shorter than an outside diameter h 1 of the
worm gear shaft 4811, and the structure of the worm gear
4810 thus has a relatively low rigidity. In other words, the
rigidity of the structure of the worm gear 4810 according
to the comparative example is too poor or too low to sup-
port a large load R.
[0071] In the cross section Y-Y in the direction perpen-
dicular to the axis, when the tangential load R acting on
the worm wheel 4820 in the direction perpendicular to
the tangent line C of the worm engagement point A on a
tooth portion starting curve B, and a reaction force Q of
this tangential load R are applied to the worm gear 4810,
a tangential load P (tangential load P = reaction force Q)
is applied to the rotation center D of the worm gear 4810.
If a transmission torque is increased, this tangential load
P is increased. In order to withstand the increase in the
tangential load P, the outside diameter of the worm wheel
4820 is increased in the reduction mechanism 4800 of
the comparative example, and therefore, the size of the
entire worm wheel 4820 is increased.
[0072] Next, the reduction mechanism 48 according to
the present invention will be described.
FIG. 12A is a cross-sectional view taken along the direc-
tion perpendicular to the axis, and shows the state in
which the worm gear 481 of the present invention starts
engaging with the worm wheel 482.
As shown in FIG. 12A, the cross-sectional shape (cross
section W-W) in the direction perpendicular to the axis
of the worm gear 481 is formed to have an involute tooth
profile. In the cross section W-W in the direction perpen-
dicular to the axis, the tooth profile of the worm gear 481
is formed so that the straight line E, passing through the
rotation center D of the worm gear 481 in the direction
perpendicular to the axis with respect to the tangent line
C of the worm engagement point A between the worm
gear 481 and the worm wheel 482 on the tooth portion
starting curve B, intersects the tooth periphery 481b of
the worm gear 481. The tooth profile of the worm gear
481 is formed so that the straight line E and the tooth
periphery 481b of the worm gear 481 intersect with each

other at a position opposite to the worm engagement
point A with the worm gear shaft (rotation shaft) 481a
interposed therebetween, and therefore, the cross sec-
tion of teeth in the direction perpendicular to the axis is
formed into an approximate fan shape.
Since the worm gear 481 formed in this manner, the
cross-sectional area ranging downward from the straight
line E’, parallel to the tangent line C and passing through
the rotation center D in the cross section W-W taken
along the direction perpendicular to the axis, is consid-
erably increased and widened as compared with the
above-described comparative example. In particular, a
length H3 from the rotation center D to the tooth periphery
481b of the worm gear 481 is considerably long.
[0073] As shown in FIG. 12A, during rotation of the
worm gear 481 and rotation of the worm wheel 482 en-
gaged therewith, in the cross section W-W taken along
the direction perpendicular to the axis, the tangential load
R acting on the worm wheel 482 in the direction perpen-
dicular to the tangent line C of the worm engagement
point A on the tooth portion starting curve B, and the
reaction force Q of this tangential load R are applied to
the worm gear 481. At this time, the tangential load P
(tangential load P = reaction force Q) is applied to the
rotation center D of the worm gear 481.
[0074] The worm gear 481 is formed so that the tooth
thickness T1 (see FIG. 11) is more than twice the tooth
thickness t1 of the worm gear 4810 of the comparative
example (see FIG. 14). Further, the worm gear 481 is
formed so that the tooth thickness T I thereof is thicker
than the tooth thickness T2 of the worm wheel 482.
Furthermore, the cross-sectional area of the cross sec-
tion W-W of the worm gear 481 is considerably increased
as compared with the cross-sectional area of the worm
gear 4810 of the comparative example (see FIG. 14).
Moreover, the worm gear 481 is formed so that, in the
cross section W-W taken along the direction perpendic-
ular to the axis, a width H2 of the cross section W-W in
the direction perpendicular to the axis is considerably
greater than an outside diameter H1 of the worm gear
shaft 481a. In particular, the worm gear 481 is formed so
that the width H2 of the cross section W-W in the direction
perpendicular to the axis is considerably greater than the
width h2 of the cross section Z-Z in the direction perpen-
dicular to the axis according to the comparative example,
and furthermore, the cross-sectional area in the direction
perpendicular to the axis is wider and the tooth thickness
T1 is thicker as compared with the comparative example.
Thus, a deflection δ due to the tangential load P shown
in FIG. 13 can be considerably reduced as compared
with the comparative example. As a result, the engage-
ment position deviation can be reduced, and the allow-
able load of the worm gear 481 can be considerably in-
creased. More specifically, when the large tangential load
R is applied to the worm gear 481, this tangential load R
is supported by a wide hatched tooth portion of the worm
gear 481 shown in FIG. 12A. Therefore, the rigidity
against the tangential load R is significantly enhanced,
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thereby making it possible to considerably reduce the
deflection δ. Consequently, the allowable load can be
considerably increased.
[0075] For example, if the width H3 of the cross section
W-W taken along the direction perpendicular to the axis
of the worm gear 481 is 24 mm and the width h3 of the
cross section Z-Z taken along the direction perpendicular
to the axis according to the comparative example is 12
mm, the deflection δ due to the tangential load P (see
FIG. 13) can be reduced to about 1/8 as compared with
the comparative example, and the allowable load can be
about eight times as large as that of the comparative
example.
[0076] Moreover, since the worm gear 481 is formed
so that the tooth thickness T1 (see FIG. 11) is more than
twice the tooth thickness t1 of the comparative example
(see FIG. 14), the worm gear 481 is increased in mass.
Therefore, heat generation due to the engagement be-
tween the worm gear 481 and the worm wheel 482 can
be suppressed by so-called "mass effect" of the gear
itself. Since the tooth thickness of the worm gear 481 can
be further increased, the pitch can be reduced, i.e., the
reduction ratio can be increased.
It should be noted that if the worm wheel 482 is made by
resin, creep caused by heat generation and load can be
suppressed, and hammering sound of the electric power
steering apparatus 10 caused by the increase in backlash
can be suppressed, thereby making it possible to en-
hance the marketability.
[0077] Since the reduction mechanism 48 is formed
as described above, strength, bending rigidity and creep
resistance can be increased by changing the tooth profile
of the worm gear 481 even if the outside diameter of the
worm wheel 482 is not increased and kept unchanged.
In other words, the tangential load P that can be withstood
by the worm gear 481 engaging with the worm wheel 482
can be considerably increased.
Thus, it is unnecessary to increase the size of the reduc-
tion mechanism 48 even if the electric power steering
apparatus 10 is installed on a large vehicle having a large
front axle load, and the reduction mechanism 48 of the
electric power steering apparatus 10 can be reduced in
size. As a result, even if the electric power steering ap-
paratus 10 is installed on a large vehicle, the cabin of a
driver will not be reduced.

<Variation>

[0078] It should be noted that the present invention is
not limited to the foregoing embodiment, but various
modifications and changes can be made to the present
invention within the technical idea thereof as defined in
the appended claims, and therefore, the present inven-
tion naturally includes these modified and changed in-
ventions.
FIG 16 is a schematic cross-sectional view showing a
variation of the electric power steering apparatus accord-
ing to the embodiment of the present invention, in which

a principal portion thereof is enlarged to show a state of
engagement between a single thread worm gear and a
worm wheel.
[0079] As shown in FIG 16, in a cross section W-W
taken along the direction perpendicular to the axis of a
worm gear 481A of a reduction mechanism 48A, a range
G from a tooth tip 481Ac to a pitch circle 481Ab is formed
into an approximate arc shape, and a range F from a
tooth root 481Ad to the pitch circle 481 Ab is formed into
an involute tooth surface including an involute curve.
Since the worm gear 481A is formed in this manner, at
a position I (see FIG 11) at which the engagement of the
worm gear 481A with the worm wheel 482A starts, the
interference of a subsequent tooth J (see FIG. 11) can
be suppressed, and the worm gear 481A and the worm
wheel 482A can be engaged with each other only at the
worm engagement point A.
[0080] When the worm gear 481A and the worm wheel
482A are engaged with each other and both of the worm
gear 481A and the worm wheel 482A are rotated, the
engaged tooth of the worm wheel 482A is elastically de-
formed. With this elastic deformation of the worm wheel
482A, a region L might be brought into contact with the
worm wheel 482A if the tooth of the worm gear 481A is
formed by only an involute curve used in a common worm
gear. Detailed description will be made about this below.
Originally, if the worm gear 481A or the worm wheel 482A
is not elastically deformed, the worm gear 481A and the
worm wheel 482A are brought into contact with each oth-
er only at the worm engagement point A. However, the
tooth tip of the worm wheel 482A is elastically deformed
in the rotation direction of the worm wheel (which is per-
pendicular to the plane of FIG. 16 and toward the front).
Therefore, the tooth of the worm gear 481A (i.e., the re-
gion L at the time of rotation in the forward direction, or
a region K at the time of rotation in the reverse direction),
originally due to be brought into contact with the worm
wheel 482A when the worm gear 481 A and the worm
wheel 482A are further rotated from the state shown in
FIG. 16, might be brought into contact with the elastically
deformed tooth tip of the worm wheel 482A.
Hence, in addition to the original tangential load P, the
load resulting from the above-described elastic deforma-
tion might be applied to the worm gear 481A, and the
deflection δ of the worm gear 481A might be increased.
Since contact points are further increased, frictional heat
generated at these contact points might be increased.
However, in the worm gear 481 A of the present invention
shown in FIG. 16, the tooth thickness is large as de-
scribed above, and the cross-sectional area in the direc-
tion perpendicular to the axis is large. Therefore, the
worm gear shaft substantially causes no deflection even
if the tangential load and/or the load resulting from the
above-mentioned elastic deformation are/is applied
thereto.
Moreover, the tooth of the worm gear 481A according to
the present invention shown in FIG. 16 is formed by the
involute curve at a region ranging from the tooth root to
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the pitch circle, and is formed into an arc shape at a region
ranging from the pitch circle to the tooth tip. Therefore,
unlike the worm gear whose tooth is formed by only an
involute curve, no tooth is formed at the hatched regions
K and L in FIG. 16. Accordingly, even if the tooth tip of
the worm wheel 482A is elastically deformed as de-
scribed above, the elastically deformed tooth tip of the
worm wheel 482A will not be brought into contact with
the tooth of the worm gear 481A.
Hence, the worm gear 481A can be brought into contact
with the worm wheel 482A only at the worm engagement
point A, and only the tangential load P is applied to the
worm gear 481A. Therefore, the allowable load of the
reduction mechanism 48A can be set at a high level. Ac-
cordingly, the electric power steering apparatus 10 can
be reduced in size.
Furthermore, if the worm wheel 482A is made by resin,
creep caused by heat generation and load can be sup-
pressed, and performance enhancement can be expect-
ed; in addition, hammering sound of the electric power
steering apparatus 10 due to the increase in backlash
can also be suppressed, thereby improving quietness.

<Another Variation>

[0081] FIG 17 is a schematic diagram showing another
variation of the electric power steering apparatus accord-
ing to the embodiment of the present invention, in which
a principal portion thereof is enlarged to show a state of
inclined engagement of a single thread worm gear with
a worm wheel.
As shown in FIG. 17, a worm gear 481B of a reduction
mechanism 48B, and a worm wheel 482B engaging with
this worm gear 481B may be slanted with respect to each
other by disposing a worm gear shaft 481Ba of the worm
gear 481B obliquely with respect to the worm wheel
482B.
[0082] Thus, in the reduction mechanism 48B, the
worm gear 481B and the worm wheel 482B are slantingly
engaged with each other, and therefore, the tooth of the
worm wheel 482B is located so as to be approximately
in parallel to the longitudinal direction of a steering shaft
28. Hence, the positional deviation at the start of engage-
ment of the worm gear 481B can be reduced with respect
to the axial movement of the steering shaft 28. As a result,
the load that can be withstood by the worm wheel 482B
can be increased.
[0083] It should be noted that the present invention is
also applicable to a structure (steer-by-wire structure) in
which a steering wheel of a steering system and a steered
road-wheel are mechanically separated from each other,
and an electric motor generates all steering forces for
the steered road-wheel.

Claims

1. A steering apparatus comprising:

a steering system (20) comprising:

a pinion shaft (28) connected to a steering
wheel (16); and
a rack shaft (32, 32a) connected to a
steered road-wheel (14); and

a rack-and-pinion mechanism (30) comprising:

a pinion (38) provided at the pinion shaft
(28); and
a rack (40, 40a) engaging with the pinion
(38) and provided at the rack shaft (32, 32a),

wherein a pressure angle (αl) of a tooth root of
the rack (40, 40a) is greater than (α0) that of a
tooth tip of the rack (40, 40a).

2. The steering apparatus according to claim 1,
wherein a tooth of the rack (40a) has an approximate
arc shape in which the pressure angle is gradually
increased from the tooth tip to the tooth root.

3. The steering apparatus according to claim 1 or 2,
further comprises:

a drive source (46) which supplies an auxiliary
force in response to a steering force inputted
from the steering wheel (16); and
a reduction mechanism (48, 48A, 48B) which
transmits the auxiliary force of the drive source
(46) to the steering system (20) and comprises:

a worm gear (481, 481A, 481B) having a
single thread tooth; and
a worm wheel (482, 482A, 482B) engaging
with the worm gear ,

wherein a plane orthogonal to an axial direction
of the worm gear (481, 481A, 481 B) is defined
as W,
a tangent line at an engagement point A be-
tween the worm gear (481, 481A, 481 B) and
the worm wheel (482, 482A, 482B), which ap-
peared in a cross section W-W of the worm gear
along the plane W, is defined as C,
a rotation center of the worm gear (481, 481A,
481B) is defined as D, and
a straight line, which passes through the rotation
center D, which is parallel to a straight line per-
pendicular to the tangent line C, and which is
located on the plane W, is defined as E,
the worm gear (481, 481A, 481B) has a shape
in which the straight line E intersects with an
outer periphery (481b) of tooth of the worm gear
(481, 481A, 481B) on the plane W.

4. The steering apparatus according to claim 3,
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wherein in the worm gear (481), an arc-shaped con-
nection is made between a tooth tip and an engage-
ment surface engaging with a tooth of the worm
wheel (482).

5. The steering apparatus according to claim 3 or 4,
wherein in the cross section W-W, the tooth of the
worm gear (481A) is formed by an involute curve at
a region (F) ranging from a tooth root (481Ad) to a
pitch circle (481Ab), and is formed into an approxi-
mate arc shape at a region (G) ranging from the pitch
circle (481 Ab) to a tooth tip (481 Ac).

6. The steering apparatus according to any of claims 3
to 5,
wherein the worm gear (481) is formed so that a tooth
thickness (T1) thereof is thicker than a tooth thick-
ness (T2) of the worm wheel (482).

7. The steering apparatus according to any of claims 3
to 6,
wherein the worm gear (481B) and the worm wheel
(482B) are slanted with respect to each other.

Patentansprüche

1. Eine Lenkvorrichtung umfassend:

ein Lenksystem (20) umfassend:

eine Ritzelwelle (28), welche mit einem
Lenkrad (16) verbunden ist;
und
eine Zahnstange (32, 32a), welche mit ei-
nem gelenkten Straßen-Rad (14) verbun-
den ist; und ein Zahn-und-Ritzel-Mechanis-
mus (30) umfassend:

ein Ritzel (38), welches an der Ritzelwelle (28)
angeordnet ist; und
eine Zahnstruktur (40, 40a), welche mit dem Rit-
zel (38) zusammenwirkt und in der Zahnstange
(32, 32a) angeordnet ist,
wobei ein Druckwinkel (α1) einer Zahn-Wurzel
der Zahnstruktur (40, 40a) größer als (α0) der-
jenige einer Zahn-Spitze der Zahnstruktur (40,
40a) ist.

2. Lenkvorrichtung nach Anspruch 1,
wobei ein Zahn der Zahnstruktur (40a) eine nähe-
rungsweise bogenförmige Form aufweist, in der der
Druckwinkel von der Zahn-Spitze zu der Zahn-Wur-
zel graduell steigt.

3. Lenkvorrichtung nach Anspruch 1 oder 2, ferner um-
fassend:

eine Antriebs-Quelle (46), welche als Antwort
auf eine durch das Lenkrad (16) zugeführte
Lenkkraft eine Hilfskraft zur Verfügung stellt;
und
ein Reduktionsmechanismus (48, 48A, 48B),
welches die Hilfskraft der Antriebsquelle (46) zu
dem Lenksystem (20) überträgt und umfasst:

eine Schnecke (481, 481A, 481B), welche
einen einzelnen gewindeförmigen Zahn
aufweist; und
ein Schneckenrad (482, 482A, 482B), wel-
ches mit der Schnecke zusammenwirkt,

wobei eine Ebene senkrecht zu einer axialen
Richtung der Schnecke (481, 481A, 481B) als
W definiert ist,
eine Tangente an einem Eingreifpunkt A zwi-
schen der Schnecke (481, 481A, 481B) und dem
Schneckenrad (482, 482A, 482B), welche in ei-
nem Querschnitt W-W der Schnecke entlang
der Ebene W erschien, als C definiert ist,
ein Rotationszentrum der Schnecke (481, 481A,
481B) als D definiert ist, und
eine gerade Linie, welche das Rotationszentrum
D durchläuft, welches parallel zu einer geraden
Linie senkrecht zu der Tangenten C und auf der
Ebenen W angeordnet liegt, als E definiert ist,
die Schnecke (481, 481A, 481B) eine Form auf-
weist, in der die gerade Linie E sich mit einer
äußeren Peripherie (481b) des Zahnes der
Schnecke (481, 481A, 481B) auf der Ebene W
schneidet.

4. Lenkvorrichtung nach Anspruch 3,
wobei in der Schnecke (481) eine bogenförmige Ver-
bindung zwischen einer Zahn-Spitze und einer mit
einem Zahn des Schneckenrads (482) zusammen-
wirkenden Eingreiffläche hergestellt wird.

5. Lenkvorrichtung nach Anspruch 3 oder 4,
wobei in dem Querschnitt W-W der Zahn der
Schnecke (481A) mittels einer Evolventen Kurve in
einer Region (F) geformt ist, welche von einer Zahn-
Wurzel (481 Ad) bis zu einem Wälzkreis (481Ab)
reicht, und in einer Region (G), welche von dem
Wälzkreis (481Ab) bis zu einer Zahn-Spitze (481Ac)
reicht, in eine näherungsweise bogenförmig geformt
ist.

6. Lenkvorrichtung nach einem der Ansprüche 3 bis 5,
wobei die Schnecke (481) derart geformt ist, dass
eine Zahn-Dicke (T1) von ihr größer als eine Zahn-
Dicke (T2) des Schneckenrads (482) ist.

7. Lenkvorrichtung nach einem der Ansprüche 3 bis 6,
wobei die Schnecke (481B) und das Schneckenrad
(482B) in relativ zueinander geneigt sind.
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Revendications

1. Appareil de direction comprenant :

un système de direction (20) comprenant :

un arbre de pignon (28) raccordé à un volant
(16) ; et
un arbre de crémaillère (32, 32a) raccordé
à une roue dirigée (14) ; et

un mécanisme d’engrenage à crémaillère (30)
comprenant :

un pignon (38) prévu au niveau de l’arbre
de pignon (28) ; et
une crémaillère (40, 40a) se mettant en pri-
se avec le pignon (38) et prévue au niveau
de l’arbre de crémaillère (32, 32a),

dans lequel un angle de pression (α1) de l’em-
planture de dent de la crémaillère (40, 40a) est
supérieur à (α0) d’une pointe de dent de la cré-
maillère (40, 40a).

2. Appareil de direction selon la revendication 1, dans
lequel une dent de la crémaillère (40a) a approxima-
tivement la forme d’un arc dans lequel l’angle de
pression est progressivement accru de la pointe de
dent à l’emplanture de dent.

3. Appareil de direction selon la revendication 1 ou 2,
comprenant en outré :

une source d’entraînement (46) qui alimente
une force auxiliaire en réponse à une force de
direction émise à partir du volant (16) ; et
un mécanisme de réduction (48, 48A, 48B) qui
transmet la force auxiliaire de la source d’entraî-
nement (46) au système de direction (20) et
comprend :

un engrenage à vis sans fin (481, 481A,
481B) ayant une seule dent de filetage ; et
une roue à vis sans fin (482, 482A, 482B)
se mettant en prise avec l’engrenage à vis
sans fin,

dans lequel un plan orthogonal à une direction
axiale de l’engrenage à vis sans fin (481, 481A,
481B) est défini comme étant W,
une ligne tangente au niveau d’un point de mise
en prise A entre l’engrenage à vis sans fin (481,
481A, 481B) et la roue à vis sans fin (482, 482A,
482B) qui apparaît en section transversale W-
W de l’engrenage à vis sans fin le long du plan
W, est définie comme étant C,
un centre de rotation de l’engrenage à vis sans

fin (481, 481A, 481B) est défini comme étant D,
et
une ligne droite qui passe par le centre de rota-
tion D, qui est parallèle à une ligne droite per-
pendiculaire à la ligne tangente C et qui est po-
sitionnée sur le plan W est définie comme étant
E,
l’engrenage à vis sans fin (481, 481A, 481B) a
une forme dans laquelle la ligne droite E coupe
une périphérie externe (481b) de la dent de l’en-
grenage à vis sans fin (481, 481A, 481B) sur le
plan W.

4. Appareil de direction selon la revendication 3, dans
lequel dans l’engrenage à vis sans fin (481), on réa-
lise un raccordement en forme d’arc entre une pointe
de dent et une surface de mise en prise se mettant
en prise avec une dent de la roue à vis sans fin (482).

5. Appareil de direction selon la revendication 3 ou 4,
dans lequel, dans la section transversale W-W, la
dent de l’engrenage à vis sans fin (481A) est formée
par une courbe involutée au niveau d’une région (F)
allant d’une emplanture de dent (481Ad) jusqu’à un
cercle primitif (481Ab) et est formée selon une forme
d’arc approximative au niveau d’une région (G) allant
du cercle primitif (481Ab) jusqu’à une pointe de dent
(481Ac).

6. Appareil de direction selon l’une quelconque des re-
vendications 3 à 5, dans lequel l’engrenage à vis
sans fin (481) est formé de sorte que son épaisseur
de dent (T1) est plus épaisse qu’une épaisseur de
dent (T2) de la roue à vis sans fin (482).

7. Appareil de direction selon l’une quelconque des re-
vendications 3 à 6, dans lequel l’engrenage à vis
sans fin (481B) et la roue à vis sans fin (482B) sont
inclinés l’un par rapport à l’autre.
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