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Description

BACKGROUND OF THE INVENTION

1. Field of the Invention

[0001] The present invention relates to a front wheel
supporting structure for a vehicle which supports a front
wheel by a front arm in a swing arm manner and which
has a suspension mechanism for suppressing swinging
motion of the front wheel.

2. Description of the Prior Art

[0002] A conventional technique of the swing arm man-
ner is described in JP 4833901 B1. A front arm which
supports a front wheel is supported on a front lower end
of a vehicle body frame such that the front arm can swing
in the vertical direction. A damper member (cushion unit)
of a suspension mechanism for the front wheel is dis-
posed along a vehicle-width direction. The damper mem-
ber is disposed on a lower side of the front arm.
[0003] According to the conventional structure, since
the damper member is disposed on the lower side of the
front arm along the vehicle-width direction, a height of
the damper member from a road surface becomes low,
and a large bank angle cannot be secured. Further, a
distance from the damper member to an arm supporting
portion is long and a structure thereof becomes compli-
cated.
[0004] US 2008/023 6923 A1 discloses features falling
under the preamble of claim 1.

SUMMARY OF THE INVENTION

[0005] The present invention has been accomplished
in view of the problems, and it is an object of the present
invention to provide a front wheel supporting structure
for a vehicle of a swing arm manner, capable of shorten-
ing a distance from the front arm to the damper member,
capable of enhancing responsiveness of the damper
member, and capable of securing a large bank angle.
[0006] To solve the above problems, the present in-
vention provides a front wheel supporting structure for a
vehicle according to claim 1.
[0007] According to this invention, in the front wheel
supporting structure for a vehicle including the front arm
of a swing arm manner, a size of the vehicle in the lon-
gitudinal direction can be reduced, a distance between
the damper member and the front arm can be shortened,
and it is possible to enhance responsiveness of the
damper member to vertical movement of the front wheel.
[0008] A pebble which is flicked during running is less
prone to hit the damper member, a barycenter of the ve-
hicle does not become low more than necessary, and a
large bank angle can be secured for a vehicle.
[0009] In the present invention, it is possible to employ
the following configurations in addition to the front wheel

supporting structure.

(a) The damper member is located to rearward of
the front wheel and the head pipe.
According to this configuration, it is possible to fur-
ther shorten the distance between the damper mem-
ber and the front arm, and to further enhance the
responsiveness of the damper member.
(b) The front wheel supporting structure further in-
cludes a link mechanism which supports the front
arm on a vehicle body-configuring member, wherein
the connecting member is connected to the front
arm.
According to this configuration, since a load applied
to the link member when the brake is applied is re-
duced, the link members can be made thin, and a
weight thereof can be reduced.
(c) The front wheel supporting structure further in-
cluding one more front arm and one more connecting
member, wherein the pair of front arms is respec-
tively disposed on left and right sides of the front
wheel supporting structure, the pair of connecting
members is respectively disposed on left and right
sides of the front wheel supporting structure, and the
left and right connecting members are respectively
connected to left and right ends of the damper mem-
ber.
According to this configuration, it is possible to sup-
port left and right sides of the front arm substantially
uniformly, rigidity of the front arm is enhanced, and
twist can be prevented.
(d) The connecting member is a bell crank member,
and an input end of the bell crank member is located
on a more outer side in a vehicle-width direction than
the both ends of the damper member in a vehicle-
width direction.

[0010] According to this configuration, the distance
from the front arm to the damper member can be short-
ened, the bell crank member can be operated without
interfering with other members, and it becomes easy to
secure a swinging stroke of the front arm.
[0011] In short, according to the present invention, a
size of the vehicle in the longitudinal direction can be
reduced, the distance from the front arm to the damper
member can be shortened, responsiveness of the damp-
er member can be enhanced, and a large bank angle
can be secured.

BRIEF DESCRIPTION OF THE DRAWINGS

[0012] The above and other objects, features and ad-
vantages of the present invention will be become more
apparent from the following description taken in connec-
tion with the accompanying drawings, in which:

Fig. 1 is a plan view of a two-wheeled motor vehicle
according to the present invention,
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Fig. 2 is a left side view of the two-wheeled motor
vehicle in Fig. 1,
Fig. 3 is a front view of the two-wheeled motor vehicle
in Fig. 1,
Fig. 4 is a perspective view of the two-wheeled motor
vehicle in Fig. 1 as viewed from front and above,
Fig. 5 is an enlarged plan view of an upper link mem-
ber,
Fig. 6 is an enlarged plan view of a lower link mem-
ber, and

DETAILED DESCRIPTION OF THE PREFFERED EM-
BODIMENTS

[First Embodiment of the Invention]

[0013] Figs. 1 to 6 show a two-wheeled motor vehicle
(a motorcycle) to which the present invention is applied,
and an embodiment of the present invention will be de-
scribed based on these drawings. Fig. 2 is a left side view
of the two-wheeled motor vehicle. In Fig. 2, a vehicle
body frame F includes a head pipe (head box) 1 which
supports a steering shaft 8 connected with handlebars,
a pair of left and right main frame members 2, and a pair
of left and right down tubes 3. The head pipe 1 supports
the handlebars through the steering shaft 8 such that the
handlebars can angularly move. Each of the main frame
members 2 is a rigid member having a rectangular ver-
tical cross section, and the main frame member 2 is in-
tegrally formed together with the head pipe 1 by alumi-
num casting. The main frame member 2 straightly ex-
tends rearward and downward from the head pipe 1. A
swing arm bracket 2a is integrally formed on a rear end
of the main frame member 2. The swing arm bracket 2a
extends downward. A mount portion 2b is formed on a
lower surface of a front end of the main frame member
2 such that the mount portion 2b projects downward. The
mount portion 2b has an inverted triangular shape as
viewed from side of the vehicle. Each of the down tubes
3 is connected to a lower end of the mount portion 2b,
and extends substantially downward. A lower end of the
down tube 3 is curved rearward, and a rear end of the
down tube 3 is couple to a lower end of the swing arm
bracket 2a. An internal combustion engine (engine) E is
mounted in a space surrounded by the main frame mem-
bers 2 and the down tubes 3 as a power unit which be-
comes a running driving source. The internal combustion
engine E is supported by the vehicle body frame F. An
electric motor may be mounted instead of the internal
combustion engine E. A radiator 9 for engine coolant is
mounted in front of the head pipe 1.
[0014] A front wheel supporting mechanism which sup-
ports a front wheel 5 includes a pair of left and right front
arms 10 for supporting the front axle 6, parallel link mech-
anisms 11 composed of a pair of left and right upper link
members 21 and a pair of left and right lower link mem-
bers 22, and a suspension mechanism 12 for the front
wheel for suppressing vertical swinging motion of the

front wheel 5. A front axle 6 is fixed to a front end of a
front arm 10 by bolts 29 (Fig. 3) which extends in the
longitudinal direction.

[Configuration of front arm 10]

[0015] In Fig. 2, the front arm 10 extends substantially
rearward and upward from a front axle supporting portion.
A rear end 10a of each of the front arms 10 is located
rearward of a rear end of the front wheel 5, and bends
downward into an L-shape from a main body of the front
arm 10. In this embodiment, the rear end 10a is formed
as a member which is independent from the main body
of the front arm 10 and is fixed to a rear end of the main
body of the front arm 10, but in the present invention, it
is also possible to integrally form the rear end 10a and
the main body of the front arm 10 together. No matter
which method is employed, in this embodiment, the front
arm 10 including the rear end 10a is formed into the L-
shape as viewed from the side of the vehicle, and is
formed as a rigid member.
[0016] The front arm 10 is formed such that an axis L0
of the front arm 10, which connects a core (a center line)
C0 of the front axle 6 and a front fulcrum C1 of the upper
link member 21 to each other, inclines rearward and up-
ward with respect to a horizontal line. Above the front
fulcrum C1 is a connecting point between the rear end
10a of the front arm 10 and the front end of the upper
link 21. That is, the main body of the front arm 10 inclines
upward as tending rearward, and an angle formed be-
tween the axis L0 of the front arm 10 and the horizontal
line is set smaller than 45 degrees. The front arm 10 is
formed longer than the link members 21 and 22 in the
longitudinal direction.
[0017] In a plan view of the two-wheeled motor vehicle
shown in Fig. 1, the front arm 10 inclines outward in a
vehicle-width direction as tending rearward, while taking
a steering angle of the front wheel into consideration.
More specifically, the front arm 10 includes an inclined
portion which inclines outward in the vehicle-width direc-
tion as tending rearward, and a parallel portion connected
to a rear end of the inclined portion and extending parallel
to a plane which extends in the longitudinal direction. The
rear parallel portion extends to rearward of a rear end of
the wheel.
[0018] Fig. 3 is a front view of the two-wheeled motor
vehicle. The pair of left and right rear ends 10a of the
front arms 10 is each other connected through a laterally
extending cross portion 10c behind the front wheel 5.
According to this, rigidity of the front arm 10 is enhanced.
Further, a cross section of the front arm 10 is formed into
a substantially rectangular shape which is long in the
vertical direction, and this configuration further enhances
the rigidity. Connected portions between the cross por-
tion 10c and the left and right front arms 10 are integrally
provided with triangular reinforcing plates 40. According
to this, rigidity of the left and right front arms 10 is further
enhanced.
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[Configuration of link mechanism 11]

[0019] In Fig. 2, front ends of the upper link member
21 and the lower link member 22 are connected to the
upper and lower ends of each of the rear ends 10a of the
front arms 10 through front fulcrum pins 21a and 22a
such that the front ends of the link members 21 and 22
can turn around pin axes of the front fulcrum pins 21a
and 22a. The upper link member 21 and the lower link
member 22 extend rearward substantially parallel to each
other. A rear end of the upper link member 21 and a rear
end of the lower link member 22 are connected to each
of link supporting brackets 25 through rear fulcrum pins
21b and 22b such that the rear ends of the link members
21 and 22 can turn around pin axes of the rear fulcrum
pins 21b and 22b. Each of the link supporting brackets
25 is detachably fixed to front surfaces of the down tubes
3 through bolts 26. The pair of left and right parallel link
mechanisms 11 extends rearward substantially straightly
and parallel to each other in a state where a constant
distance is maintained between the link mechanisms 11
in the vehicle-width direction.
[0020] A pitch between the front and rear fulcrums C
1 and C2 of the upper link member 21 and a pitch between
the front and rear fulcrums C3 and C4 of the lower link
member 22 are substantially equal to each other, and
the upper link member 21 and the lower link member 22
are disposed substantially parallel to each other as de-
scribed above. Strictly speaking, however, the lower link
member 22 is disposed substantially horizontally, but the
upper link member 21 is disposed such that a rear portion
thereof is slightly lowered. In other word, a pitch in the
vertical direction between the rear fulcrum C2 of the up-
per link member 21 and the rear fulcrum C4 of the lower
link member 22 is slightly shorter than a pitch in the ver-
tical direction between the front fulcrum C of the upper
link member 21 and the front fulcrum C3 of the lower link
member 22. According to this, a line L1 connecting the
front and rear upper fulcrums C1 and C2 to each other
and a line L2 connecting the front and rear lower fulcrums
C3 and C4 to each other intersect with each other at a
rear intersection point C5. Therefore, the front wheel 5
and the front axle 6 swing in the vertical direction around
the intersection point C5 as a fulcrum. A position of the
front axle 6 in the vertical direction is substantially the
same as heights of the lower fulcrum pins 22a and 22b
of the parallel link mechanism 11 in a state where no one
rides on the vehicle.
[0021] A line (L0-L1) which connects the core C0 of a
front axle 6, the front fulcrum C1 of the upper link member
21 and the rear fulcrum C2 of the upper link member 21
to each other has an inverted-V shape. The front arm 10
and the upper and lower link members 21 and 22 are
connected to each other such that they can angularly
move. Accordingly, the front arm 10 can swing in the
vertical direction together with the upper and lower link
members 21 and 22.
[0022] The upper and lower link members 21 and 22

extend in the longitudinal direction substantially parallel
to each other as described above. The upper link member
21 is formed such that its rigidity in a compression direc-
tion is greater than that of the lower link member 22. More
specifically, a cross section shape of the upper link mem-
ber 21 which is perpendicular to an axis L1 is greater
than a cross section shape of the lower link member 22
which is perpendicular to an axis L2. Further, the upper
link member 21 is disposed in a region closer to an ex-
tended line of the axis L0 of the front arm 10 than the
lower link member 22. The upper link member 21 is
formed into such a shape that a resistance force (com-
pression force) from a road surface can sufficiently be
propagated from the front arm 10 to the link supporting
bracket 25.
[0023] Fig. 4 is a perspective view of the two-wheeled
motor vehicle. In Fig. 4, the link supporting brackets 25
include a pair of left and right rail members 25a which
extends in the vertical direction and which connects the
upper and lower link members 21 and 22 to each other,
and a connecting member 25b which extends in the ve-
hicle-width direction and which connects both the rail
members 25a to each other. Upper and lower ends of
the link supporting bracket 25 are respectively connected
to upper and lower ends of the down tubes 3 of the vehicle
body frame F.
[0024] Structures of the upper and lower link members
21 and 22 and a connecting structure of the front and
rear ends of the link members 21 and 22 will be described
in detail.
[0025] In Fig. 4, a distance between the lower link
members 22 of the parallel link mechanism 11 in the ve-
hicle-width direction is shorter than a distance between
the upper link members 22 in the vehicle-width direction.
In other word, each of the lower link members 22 is lo-
cated on a more inner side in the vehicle-width direction
than each of the upper link members 21.
[0026] The upper and lower link members 21 and 22
and the front arm 10 are turnably connected to each other
in such a manner that front ends of the upper link mem-
bers 21 which are formed into U-shapes as viewed from
above cover the rear ends of the front arms 10 from both
sides in the vehicle-width direction, and the fulcrum pins
21a are inserted into through holes which penetrate the
link members 21 and 22 and the front arms 10 in the
lateral direction. By covering the front arms 10 with the
upper link members 21 from both sides in the vehicle-
width direction in this manner, inner side portions of the
upper link members 21 located on inner sides of the pair
of front arms 10 can be connected to each other through
a cross member 39. It is also possible to employ such a
configuration that the rear ends of the front arms 10 are
formed into U-shapes as viewed from above to cover the
both sides of the upper link members 21 in the vehicle-
width direction.
[0027] Similarly, in this embodiment, the link members
21 and 22 and the link supporting brackets 25 are turnably
connected to each other in such a manner that the rear
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ends of the upper link members 21 which are formed into
U-shapes as viewed from above cover upper ends of the
link supporting brackets 25 from both sides in the vehicle-
width direction, and the pins 21b are inserted into through
holes which penetrate the link members 21 and 22 and
the link supporting brackets 25 in the lateral direction. Of
course, it is also possible to employ such a configuration
that the upper ends of the link supporting brackets 25 are
formed into U-shapes to cover the both sides of the upper
link members 21 in the vehicle-width direction.
[0028] Fig. 5 is a plan view of one of the left and right
upper link members 21. The upper link member 21 is
formed into an H-shape as viewed from above. As al-
ready described above, the bifurcated-shaped front end
of each of the upper link members 21 sandwiches the
rear end 10a of the front arm 10 from left and right sides,
and is turnably coupled to the rear end 10a through the
upper front fulcrum pin 21a. Similarly, the bifurcated-
shaped rear end of the upper link member 21 sandwiches
the link supporting bracket 25 from left and right sides,
and is turnably coupled to the link supporting bracket 25
through the upper rear fulcrum pin 21b.
[0029] Fig. 6 is a plan view of one of the left and right
lower link members 22. The lower link member 22 is
formed into an I-shape as viewed from above, and a front
end of the lower link member 22 is sandwiched by the
bifurcated-shaped rear end 10a of the front arm 10 from
left and right sides, and is turnably coupled to the rear
end 10a through the lower front fulcrum pin 22a. Similarly,
the rear end of the lower link member 22 is sandwiched
by the bifurcated-shaped link supporting bracket 25 from
left and right sides, and is turnably coupled to the link
supporting bracket 25 through the lower rear fulcrum pin
22b.

[Configuration of suspension mechanism 12]

[0030] In Fig. 4, the suspension mechanism 12 in-
cludes a supporting bracket 31 which is fixed to the frame
F and which has a U-shaped cross section extending
along the vehicle-width direction, a pair of left and right
bell crank members (connecting members) 32 which is
turnably supported by vehicle-widthwise both ends of the
supporting bracket 31, a damper member 33 disposed
above the supporting bracket 31 along the vehicle-width
direction, and a pair of left and right tie rods 34 which
connects lower ends of the bell crank members 32 and
upper surfaces of the rear ends 10a of the front arms 10
to each other.
[0031] In Fig. 2, in this embodiment, the front arm 10
is disposed such that the line L0 and a line connects the
front fulcrum C1 of the upper link member 21 and a lower
end connecting shaft 34b of the tie rod 34 to each other
bend. Above the line L0 connects the axis C0 of the front
axle 6 and the front fulcrum C1 of the upper link member
21 to each other. The front axle 6, the front fulcrum C1
and the lower end connecting shaft 34b of the tie rod 34
extend in the lateral direction. Therefore, a lever ratio can

be adjusted by appropriately setting positions of the
shafts and fulcrums.
[0032] The supporting bracket 31 is located substan-
tially directly above the rear end 10a of the front arm 10
as viewed from the side of the vehicle. A mounting stage
35 is integrally fixed to a rear surface of the supporting
bracket 31. The mounting stage 35 is fixed to a front end
of the mount portion 2b of the vehicle body frame F by
welding, or detachably fixed thereto through a bolt or the
like.
[0033] The damper member 33 is a coilover unit
formed by combining a coil spring and a hydraulic damper
(hydraulic cylinder), and the damper member 33 is dis-
posed substantially directly above the rear end 10a of
the front arm 10 together with the supporting bracket 31.
More specifically, the damper member 33 is located in a
space between an upper surface of the front arm 10 and
a lower surface of the head pipe 1, located substantially
directly above the rear end 10a of the front arm 10, and
located to rearward of the head pipe 1 and the steering
shaft 8.
[0034] In Fig. 3, a length of the damper member 33 is
set to such a value that the damper member 33 falls within
a range located on a more inner side in the vehicle-width
direction than outer edges of the left and right main frame
members 2 in the vehicle-width direction. The damper
member 33 is disposed in front of and above an exhaust
port and an exhaust pipe of the engine. Accordingly, it is
possible to prevent the damper from being heated by
heat which is generated in an exhaust system.
[0035] Each of the left and right bell crank members
32 includes an upper arm portion 32a which projects up-
ward from a turning fulcrum C6, and a lower arm portion
32b which projects obliquely downward. The bell crank
member 32 is supported such that it can angularly move
around the turning fulcrum C6. An output shaft is set on
an upper end of the upper arm portion 32a. The upper
arm portion 32a is connected to operating portions on
both ends of the damper member 33 such that the upper
arm portion 32a can angularly move around the output
shaft. An input shaft is set on the lower arm portion 32b.
The lower arm portion 32b is connected to an upper end
of the tie rod 34 such that the lower arm portion 32b can
angularly move around the input shaft.
[0036] In this embodiment, each of the bell crank mem-
bers 32 is formed, as its name suggests, such that a line
which connects the output shaft of the upper arm portion
32a and the turning fulcrum C6 to each other, and a line
which connects the input shaft of the lower arm portion
32b and the turning fulcrum C6 to each other bend. The
turning fulcrum C6, the lower input shaft and the upper
output shaft extend in the longitudinal direction.
[0037] The damper member 33 is resiliently expanded
and contracted in the vehicle-width direction (length di-
rection of the damper member) by turning motion of both
the bell crank members 32 around the fulcrum C6. It is
possible to adjust a lever ratio which is a variation ratio
of an input end of the damper member 33 with respect
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to displacement of the front arm 10 by appropriately set-
ting positions of the turning fulcrum C6 of the bell crank
member 32, the output shafts and the input shafts of the
upper and lower arm portions 32a and 32b.
[0038] An input-side lower end (input shaft) of each of
the bell crank members 32 is located on a more outer
side in the vehicle-width direction than the turning fulcrum
C6 of the bell crank member 32, and located on a more
outer side than the end of the damper member 33 in the
vehicle-width direction.
[0039] In Fig. 4, the output-side upper arm portion 32a
of the bell crank member 32 is composed of bifurcated-
shaped wall portions, and the upper arm portion 32a is
connected to the damper member 33 in a state where
ends of the damper member 33 in the vehicle-width di-
rection is sandwiched between the bifurcated-shaped
wall portions.
[0040] A reserve tank 33a is located on a front side of
the damper member 33 and above this front side, dis-
posed substantially parallel to the damper member 33,
and mounted on a main body of the damper member 33.
[0041] An upper end of each of the tie rods 34 is turn-
ably connected to a lower end of the bell crank member
32 through a ball joint (pillow ball), and a lower end of
the tie rod 34 is turnably connected to an upper surface
of the rear end 10a of the front arm 10 through a ball joint.
That is, as shown in Fig. 2, the tie rod 34 is connected
to the rear end 10a of the front arm 10 such that the tie
rod 34 can angularly move around a core of a connecting
shaft 34b which extends in the vehicle-width direction.
[0042] Both the tie rods 34 are disposed substantially
perpendicular to a horizontal plane. Lengths of the tie
rods 34 can individually be adjusted by screw structures
like so-called turn buckles.
[0043] In this embodiment, directions (vehicle-width di-
rections) of the rear end 10a of the front arm 10 and the
lower end of the tie rod 34, and a direction (longitudinal
direction) of the input shaft of the lower arm portion 32b
of the bell crank member 32 are different from each other,
and their moving directions are also different from each
other. Therefore, the upper and lower ends of the tie rod
34 are connected to both the front arm 10 and the bell
crank member 32 through the ball joints. Accordingly,
power can be transmitted as described above.
[0044] A steering mechanism will be described below.
In Fig. 4, the front wheel 5 is rotatably supported by a so-
called hub-steering mechanism such that the front wheel
5 can be steered laterally with respect to the front axle
6. Although a general hub-steering mechanism is known,
this mechanism will be described briefly below. In Fig. 2,
a wheel-side steering shaft (not shown) is fixed to the
front axle 6. The wheel-side steering shaft is perpendic-
ular to the front axle 6 at right angles. The wheel-side
steering shaft has a core 02 which is substantially parallel
to a core O1 of the handlebars-side steering shaft 8 or
matches with the core O1. A hub supporting cylinder shaft
44 is supported by the wheel-side steering shaft such
that the hub supporting cylinder shaft 44 can be steered

laterally, and a hub 5a of the front wheel 5 is rotatably
supported by an outer periphery of the hub supporting
cylinder shaft 44 through a bearing 45. That is, the front
wheel 5 can be steered laterally together with the hub
supporting cylinder shaft 44 with respect to the front axle
6, and the front wheel 5 rotates with respect to the hub
supporting cylinder shaft 44.
[0045] In Fig. 4, wire connecting portions 47 for steer-
ing are provided on left and right ends of the hub sup-
porting cylinder shaft 44. A steering wire 49 is attached
between the wire connecting portions 47 and a handle-
bars-side bracket 48 which is laterally steered integrally
with the handlebars-side steering shaft 8. That is, the hub
supporting cylinder shaft 44 and the front wheel 5 are
laterally steered through the steering wire 49 by a lateral
steering operation of the handlebars 50.
[0046] In Fig. 2, a connecting structure of an end of the
steering wire 49 on the side of the wheel is omitted.
[0047] An operation will be described. In Fig. 2, when
the vehicle runs on a bumpy road, the front wheel 5, the
front axle 6 and the front arm 10 vertically swing together
with vertical swing of the front end of the parallel link
mechanism 11. More specifically, the intersection point
C5 between the straight line L1 connecting the front and
rear fulcrums C1 and C2 of the upper link member 21 to
each other and the straight line L2 connecting the front
and rear fulcrums C3 and C4 of the lower link member
22 to each other becomes a center of swinging motion,
and the front wheel 5 and the front end of the front arm
10 vertically swing.
[0048] In Fig. 3, the vertical swing of the front wheel 5
is propagated from the rear ends 10a of the left and right
front arms 10 to the left and right bell crank members 32
through the left and right tie rods 34. The bell crank mem-
bers 32 turns around the fulcrum C6 in a direction of
arrow A1, thereby compressing the damper member 33
in the vehicle-width direction, and this suppresses the
vertical swing of the front wheel 5.
[0049] In Fig. 2, when the brake is applied, a resistance
force (reaction force) is applied rearward from a road
surface to the front wheel 5. Most of the road surface
resistance force at the time of braking is applied to the
front arm 10 as a compression load in a length direction
(substantially longitudinal direction) of the front arm 10,
and the road surface resistance force is propagated from
the front arm 10 to the vehicle body frame F through the
parallel link mechanism 11. The vehicle body frame F
receives the road surface resistance force as a load in
the substantially longitudinal direction. Therefore, a large
front dive phenomenon which may be caused at the time
of braking is not generated unlike a front fork manner.
[0050] A force relation applied to the front arm 10 and
the like at the time of braking will be described below in
detail. In Fig. 2, in reality, the road surface resistance
force can be divided into a component force which is
applied rearward in parallel with a line connecting the
core C0 of the front axle 6 and the rear virtual intersection
point C5 to each other, and a component force to push
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up or down the front arm 10 with respect to the vehicle
body frame F. When the virtual intersection point C5 is
set higher than a road surface, this upward or downward
component force becomes a force to push down the front
arm 10. That is, this force becomes a component force
to move the front arm 10 in a direction separating away
from the head pipe 1. Since most of the resistance force
from a road surface becomes a component force which
is applied, in parallel, to a line connecting the core C0 of
the front axle 6 and the virtual intersection point C5 to
each other, this component force is received by the front
arm 10 as a compression force applied along the axis L0
and is eventually received as a rearward force applied
to the vehicle body frame F. Accordingly, front dive is
suppressed.
[0051] When the brake is applied, an inertia force is
applied to the vehicle body frame F in addition to the road
surface resistance force, this inertia force acts as a force
to make the vehicle body frame F approach toward the
front wheel 5, but since the virtual intersection point C5
is set higher than a road surface, the inertia force is at-
tenuated (canceled) by a component force of the road
surface resistance force which tries to push down the
front wheel 5. According to this, the front dive phenom-
enon of the vehicle body frame F caused by the inertia
force is suppressed.
[0052] Various adjusting operations will be described.
It is possible to adjust a height of the two-wheeled motor
vehicle by simultaneously adjusting lengths of the left
and right tie rods 34. It is possible to correct lateral incli-
nation of the front wheel 5 by individually adjusting
lengths of the left and right tie rods 34.
[0053] Since influence of front dive is small, it is un-
necessary to increase a spring force and a damper force
of the suspension mechanism 12 more than necessary
to prevent front dive, and it is possible to set character-
istics of a suspension mechanism to conform ride quality.
[0054] It is possible to appropriately change a lever
ratio in the bell crank members 32 by changing various
connecting positions in the bell crank members.

[Effects of the embodiments]

[0055]

(1) In Fig. 2, since the damper member 33 is dis-
posed along the vehicle-width direction, a size of the
vehicle in the longitudinal direction can be reduced.
Further, since the damper member 33 is disposed
in the vertical space between the head pipe 1 and
the front arm 10 as viewed from side, the distance
between the damper member 33 and the front arm
10 can be shortened, and it is possible to enhance
responsiveness of the damper member 33 to the ver-
tical movement of the front wheel.
(2) Since the damper member 33 is disposed in the
vertical space between the head pipe 1 and the front
arm 10, a pebble which is flicked during running is

less prone to hit the damper member 33. A baryc-
enter of the vehicle does not become low more than
necessary, and a large bank angle can be secured.
(3) The damper member 33 is located to rearward
of the rear end of the front wheel 5 and the head pipe
1. According to this, a distance between the damper
member 33 and the front arm 10 can further be short-
ened, and it is possible to further enhance the re-
sponsiveness of the damper member 33.
(4) The front wheel supporting structure for a vehicle
includes the parallel link mechanism 11 which sup-
ports the rear end 10a of the front arm 10 on the
vehicle body frame F, and the bell crank member 32
is connected to the rear end 10a of the front arm 10.
Therefore, when the brake is applied, a load applied
to the link members 21 and 22 is reduced, the link
members can be made thin, and a weight thereof
can be reduced.
(5) The front wheel supporting structure for a vehicle
further includes one more front arm 10 and one more
bell crank member 32, the pair of front arms 10 is
respectively disposed on left and right sides of the
front wheel supporting structure, the pair of bell crank
members 32 is respectively disposed on left and right
sides of the front wheel supporting structure, and the
left and right bell crank members 32 are connected
to left and right ends of the damper member 33.
Therefore, it is possible to support left and right sides
of the pair of left and right front arms 10 substantially
uniformly, rigidity of the front arm 10 is enhanced,
and twist can be prevented.
(6) An input end of the bell crank member 32 is lo-
cated on a more outer side in the vehicle-width di-
rection than the both ends of the damper member
33 in the vehicle-width direction. Therefore, the dis-
tance from the front arm 10 to the damper member
33 can be shortened, the bell crank member 32 can
be operated without interfering with other members,
and it becomes easy to secure a swinging stroke of
the front arm 10.
(7) The bell crank member 32 and the rear end 10a
of the front arm 10 are connected to each other
through the substantially vertical tie rod 34. This con-
figuration prevents the front arm 10, the damper
member 33 and the bell crank member 32 from in-
terfering with each other when the front arm 10
swings.
(8) In Fig. 2, the damper member 33 is located at a
position higher than the exhaust port formed in the
front surface of the engine E. This configuration pre-
vents the exhaust pipe and the damper member 33
from interfering with each other.
(9) In Fig. 3, an input side end (lower end) of each
of the bell crank members 32 is located on a more
outer side in the vehicle-width direction than the turn-
ing fulcrum C6 of the bell crank member 32 and an
output side end (upper end) of the bell crank member
32, and is located on a more outer side in the vehicle-
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width direction than an end edge of the damper mem-
ber 33 in the vehicle-width direction. Therefore, when
the vehicle turns and banks, it is possible to easily
prevent the input side end of the bell crank member
32 from interfering with other members.
More specifically, when the front wheel 5 moves up-
ward with respect to the swinging fulcrum (C5) of the
front arm 10 (when vehicle body sinks), the lower
end of the bell crank member 32 turns in a direction
of an arrow A1 such that the lower end swells out-
ward in the vehicle-width direction. Therefore, even
when the vehicle body banks and turns in a state
where the vehicle body sinks, since the bell crank
member 32 is located above the vehicle body, it is
possible to prevent the input side end (lower end) of
the bell crank member 32 from coming into contact
with a road surface.
(10) In Fig. 4, the upper end of each of the bell crank
members 32 is composed of bifurcated-shaped wall
portions 32a which project upward, and the damper
member 33 is connected to the bifurcated-shaped
wall portions 32a in a state where the an end of damp-
er member 33 in the vehicle-width direction is sand-
wiched between the bifurcated-shaped wall portions
32a. Therefore, it is possible to prevent the bell crank
member 32 and the damper member 33 from inter-
fering with each other when the damper member 33
expands and contracts.
(11) Since the reserve tank 33a of the damper mem-
ber 33 is disposed in front of and above the damper
member 33 in parallel to the damper member 33,
space can be saved.
(12) The damper member 33 is fixed to and support-
ed by the vehicle body frame F, and when the han-
dlebars are operated, the damper member 33 does
not angularly move together with the steering shaft
8. Therefore, as compared with a structure in which
the damper member 33 angularly moves together
with the steering shaft 8, it is possible to reduce a
driver’s force which is required for a steering opera-
tion.
(13) A portion of the front arm 10 which is connected
to the suspension mechanism 12, i.e., a lower end
of the tie rod 34 is located to rearward of the head
pipe 1. Therefore, a distance between the front arm
10 and the suspension mechanism 12 can be short-
ened. Especially, it is possible to further shorten a
distance between the damper member 33 and the
front arm 10 by connecting the tie rod 34 to the rear
end 10a of the front arm 10.
(14) Since the tie rod 34 extends substantially verti-
cally when the front arm 10 does not swing, it is pos-
sible to reduce a moving amount of the tie rod 34 in
the vehicle-width direction when the front arm 10
swings. For example, if the tie rod 34 is disposed
such that it inclines inward in the vehicle-width direc-
tion as tending upward when the front arm 10 does
not swing, it is possible to suppress an outward mov-

ing amount of the tie rod 34 in the vehicle-width di-
rection in a state where the front arm 10 moves most.
(15) Since the pair of left and right upper link mem-
bers 21 is connected to each other through the cross
member 39 which extends in the vehicle-width direc-
tion, rigidity can be enhanced, and the left and right
sides can go through the same motion.
(16) Since the upper link member 21 and the sus-
pension mechanism 12 are connected to each other
at a portion where the cross member 39 is disposed,
it is possible to prevent rigidity from being deterio-
rated.
(17) The pair of left and right upper link members 21
is connected to each other through the cross mem-
ber 39 which extends in the vehicle-width direction,
and the rear ends of the front arms 10 are connected
to each other through the cross portion 10c. There-
fore, it is possible to uniformly maintain movements
of the left and right tie rods 34, and to prevent the
damper member 33 from inclining when the front arm
10 swings.
(18) Since the reserve tank 33a is disposed in front
of the damper member 33, it is possible to bring the
damper member 33 close to the vehicle body frame
F, and it is possible to centralize a mass.
(19)In Fig. 2, when the brake is applied, a tire of the
front wheel 5 receives a resistance force (reaction
force) acting from a road surface rearward with re-
spect to a vehicle body. This resistance force is di-
vided into a component force to compress the front
arm 10 in the direction of the axis L0 and a substan-
tially vertical component force to move the front arm
10 downward, as described above. In this embodi-
ment, since the front arm 10 extends substantially in
the longitudinal direction, most of the resistance
force from a road surface becomes a component
force acting rearward toward the axis L0 of the front
arm 10 and eventually, when the brake is applied, a
force acting rearward from front is applied to the ve-
hicle body frame F. Therefore, as compared with the
conventional front fork structure in which most of a
resistance force from a road surface is applied in the
vertical direction when the brake is applied, it is pos-
sible to reduce rigidity of the vehicle body frame F
which eventually supports the front arm 10, and a
weight of the vehicle body frame F can be reduced.
(20) The front suspension mechanism 12 suppress-
es the turning motion of the front arm 10. Therefore,
as compared with a structure in which turning motion
of the link member is suppressed, it is possible to
reduce a force in a bending direction applied to the
link members 21 and 22, and it is possible to lower
the rigidity of the link members 21 and 22 and to
reduce their weights.
(21) Positions where the front arm 10 and the link
members 21 and 22 are connected to each other are
located to rearward of the rear end of the front wheel
5. Therefore, it is possible to rearwardly deviate a
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position of the front suspension mechanism 12 for
suppressing the turning motion of the front arm 10
as much as possible, and it is possible to move a
barycenter toward the centralization. Positions
where the front arm 10 and the link members 21 and
22 are connected to each other are located to rear-
ward of the rear end of the front wheel 5. Therefore,
for steering the front wheel, it is unnecessary to form
the link members 21 and 22 into curved shapes, and
the shapes of the plurality of link members 21 and
22 can be simplified into straight shapes.
(22) Most of a resistance force from a road surface
acts toward the axis L0 of the front arm 10. Therefore,
to prevent the front dive in which a front portion of a
vehicle body sinks down, it is unnecessary to in-
crease the spring force and the damper force of the
front suspension mechanism 12. That is, influence
of the front dive is small, and it is possible to set the
spring force and the damper force especially to en-
hance ride quality.
(23) Since the front suspension mechanism 12 re-
siliently supports the rear end of the front arm 10,
loads applied to the link members 21 and 22 are
reduced, rigidity of the link members 21 and 22 is
suppressed, and the vehicle can be made lighter in
weight. That is, by resiliently supporting the rear end
of the front arm 10, it is possible to bring the main
body of the front suspension mechanism 12 close to
a center of the vehicle body, or it is possible to re-
duce, in size, a buffer mechanism which is disposed
on a location extending from the main body of the
front suspension mechanism 12 to the front arm 10,
and the front wheel supporting structure can be sim-
plified.
(24) The axis L0 connecting the core C0 of the front
axle 6 and a turning connecting point C1 between
the front arm 10 and the upper link member 21 in-
clines such that the axis L0 projects upward with re-
spect to the horizontal line. Therefore, the front sus-
pension mechanism 12 can absorb energy generat-
ed at the time of collision. For example, if an obstacle
collides against the front wheel 5 from front, the front
arm 10 inclines, and a collision force is divided into
a direction of the axis L0 of the front arm 10 and a
direction intersecting with the direction of the axis at
right angles. In this case, a force acting in a direction
intersecting with the direction of the axis at right an-
gles is impact-absorbed by the front suspension
mechanism 12, and an impact at the time of collision
can be suppressed. A force acting in the direction of
the axis L0 is propagated to the vehicle body as a
compression load, and it is possible to enhance a
resistance against an impact as compared with a
case where a bending load is generated.
(25) Since the pair of left and right lower link mem-
bers 22 is disposed on a more inner side in the ve-
hicle-width direction than the pair of left and right
upper link members 21. Therefore, it is possible to

reduce leftward and rightward projecting degrees of
the lower link members 22, and to increase a bank
angle.
(26) Since the tie rod 34 of the front suspension
mechanism 12 is connected to the rear end 10a of
the front arm 10, the front suspension mechanism
12 can absorb vertical swinging motion of the front
wheel 5 without through the parallel link mechanism
11. Accordingly, a large load is not applied to the
parallel link mechanism 11 in the vertical direction,
and the link members 21 and 22 can be made lighter
in weight.

[Other embodiments]

[0056]

(1) The present invention can also be applied to a
two-wheeled motor vehicle which does not have the
link mechanism 11 and in which the front arm 10 is
supported directly by the vehicle body frame F.
(2) Although the parallel link mechanism 11 is mount-
ed on the supporting bracket 25 provided in the down
tube 3 of the vehicle body frame F in the embodiment,
the rear end of the parallel link mechanism 11 may
be supported directly by the front end of the engine
E supported by the main frame F.
(3) The present invention is not limited to the vehicle
including the steering device which utilizes the steer-
ing wire. For example, the handlebars-side steering
shaft and the wheel-side steering shaft may be con-
nected to each other through a link mechanism which
can be folded in the vertical direction, or other struc-
tures may be employed. More specifically, a force
required for cornering is transmitted from the han-
dlebars to the hub supporting cylinder shaft through
a link mechanism which is composed of a plurality
of link members connected to a steering shaft such
that the link members can angularly move from the
steering shaft.
(4) As another modification, the front arm 10 may be
formed such that a width thereof in the vertical direc-
tion becomes wider rearward as viewed from the side
of the vehicle, and front ends of upper and lower link
members 21 and 22 are turnably connected to a wide
rear end 10a. As another modification, the rear end
10a of the front arm 10 may be formed into a T-shape
projecting in the vertical direction as viewed from the
side of the vehicle.
(5) As another modification, the rear end 10a of the
front arm 10 can be formed into an L-shape extend-
ing upward as viewed from the side of the vehicle.
(6) Although the parallel link mechanism 11 is mount-
ed on the down tube 3 of the vehicle body frame F
in the embodiment, the rear end of the parallel link
mechanism 11 may be supported directly by a front
end of the engine which is supported by the vehicle
body frame F.
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(7) A line connecting the core C0 of the front axle 6
of the front arm 10 and the turning connecting point
(C1) between the front arm 10 and the link mecha-
nism 11 to each other may be formed such that the
line is lowered rearward with respect to the horizontal
line. Further, a line which connects the front axle, a
front turning connecting point and a rear turning con-
necting point to one another may be formed into an
inverted-V shape.
(8) The link supporting bracket which supports the
link members may be fixed to a case of a power unit
such as an engine. According to this, rigidity of a link
connecting portion in the power unit case need not be
(9) Although the front wheel supporting structure in-
cludes the pair of left and right front arms and the
pair of left and right link members in the embodiment,
the front arm and the link member may be provided
on only one of the left and right sides.
(10) It is not always necessary that the core O1 of
the handlebars-side steering shaft 8 and the core O2
of the wheel-side steering shaft match with each oth-
er. In this case, front side peripheries can neatly be
simplified, and the head pipe 1 can be made lighter
in weight.
(11) The present invention is not limited to the two-
wheeled motor vehicle only if the damper member
is disposed between the handlebars supporting por-
tion and the front arm, and the present invention can
also be applied to vehicles other than the two-
wheeled motor vehicle. For example, the present in-
vention can also be applied to a vehicle having front
and rear wheels, e.g., a straddle-type vehicle having
three or more wheels. Especially, the present inven-
tion can preferably be used for a vehicle which cor-
ners while inclining its vehicle body.
(12) To prevent muddy water thrown up by the front
wheel from splashing toward the suspension mech-
anism, a mud shield member may be interposed be-
tween the front wheel and the suspension mecha-
nism.
(13) The connecting member is not limited to the
above-described structure only if vertical swinging
motion of the front arm is converted into the lateral
movement toward the input end of the damper, and
other structures may be employed. For example, a
force may be input to only one end of the input portion
of the damper instead of its both ends.
(14) A position where the fulcrum is disposed may
appropriately be set such that a tensile force is ap-
plied to the damper member when the front arm
moves upward from its non-swing state, and a com-
pression force is applied to the damper member
when the front arm moves downward.

Claims

1. A front wheel supporting structure for a vehicle com-

prising:

a front arm (10) for supporting a front axle (6),
the front arm (10) extending rearward from a
front axle supporting portion and being able to
swing in a vertical direction; and
a suspension mechanism (12) for resiliently sup-
pressing vertical swinging motion of the front
arm (10), wherein
the suspension mechanism includes a damper
member (33) disposed along a vehicle width di-
rection, wherein a head pipe supports handle-
bars such that the handlebars can angularly
move, and
the suspension mechanism (12) further includes
a connecting member for connecting the front
arm (10) and the damper member (33) to each
other such that vertical swinging motion of the
front arm (10) is converted into lateral expanding
and contracting motion of the damper member
(33), characterised in that the damper member
(33)is located in a space between an upper sur-
face of the front arm (10) and a lower surface of
a head pipe (1).

2. The front wheel supporting structure for the vehicle
according to claim 1, wherein the damper member
(33) is located to be rearward of a front wheel (5)
and the head pipe (1).

3. The front wheel supporting structure for the vehicle
according to claim 1,
further comprising a link mechanism (11) connected
to a rear end (10a) of the front arm (10) and a link
supporting bracket (25) detachably fixed to a front
surface of a down tube (3) of a vehicle body frame (F),
wherein the connecting member is connected to the
front arm (10).

4. The front wheel supporting structure for the vehicle
according to claim 1,
further comprising one more front arm (10) and one
more connecting member,
wherein the pair of front arms (10) is respectively
disposed on left and right sides of the front wheel
supporting structure, the pair of connecting mem-
bers is respectively disposed on left and right sides
of the front wheel supporting structure, and the left
and right connecting members are respectively con-
nected to left and right ends of the damper member
(33).

5. The front wheel supporting structure for the vehicle
according to claim 1, wherein the connecting mem-
ber is a bell crank member (32), wherein a tie rod
(34) is provided which connects a lower end of the
bell crank member (32) and an upper surface of a
rear end (10a) of the front arm (10) to each other,
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wherein the one end of the bell crank member (32)
is located on a more outer side in a vehicle-width
direction than the both ends of the damper member
(33) in a vehicle-width direction.

Patentansprüche

1. Vorderradtragstruktur für ein Fahrzeug aufweisend:

einen vorderen Arm (10), der eine Vorderachse
(6) stützt, wobei der vordere Arm (10), sich von
einem Vorderachsenstützabschnitt nach hinten
erstreckt und imstande ist, in einer vertikalen
Richtung zu schwingen; und
einen Aufhängungsmechanismus (12) zum fe-
dernden Dämpfen einer vertikalen Schwingbe-
wegung des vorderen Arms (10), wobei
der Aufhängungsmechanismus ein Dämpfere-
lement (33) aufweist, das entlang einer Fahr-
zeug-Breitenrichtung angeordnet ist, wobei
ein Steuerrohr einen Lenker stützt, so dass der
Lenker eine Winkelbewegung ausführen kann,
und
der Aufhängungsmechanismus (12) ferner ein
Verbindungselement aufweist, das den vorde-
ren Arm (10) und das Dämpferelement (33) ge-
genseitig so verbindet, dass eine vertikale
Schwingbewegung des vorderen Arms (10) in
eine laterale Ausfahr- und Einfahrbewegung
des Dämpferelements (33) umgewandelt wird,

dadurch gekennzeichnet, dass
das Dämpferelement (33) an einem Raum, zwischen
einer oberen Fläche des vorderen Arms (10) und
einer unteren Fläche eines Steuerrohrs (1), ange-
ordnet ist.

2. Vorderradtragstruktur für das Fahrzeug nach An-
spruch 1, wobei das Dämpferelement (33) so ange-
ordnet ist, dass es sich hinter einem Vorderrad (5)
und dem Steuerrohr (1) befindet.

3. Vorderradtragstruktur für das Fahrzeug nach An-
spruch 1,
ferner aufweisend einen Schwingenmechanismus
(11), der mit einem hinteren Ende (10a) des vorderen
Arms (10) verbunden ist und eine Schwingenstütz-
klammer (25), die lösbar an einer vorderen Fläche
eines Unterrohrs (3) eines Fahrzeugkarosserierah-
mens (F) montiert ist,
wobei das Verbindungselement mit dem vorderen
Arm (10) verbunden ist.

4. Vorderradtragstruktur für das Fahrzeug nach An-
spruch 1,
ferner aufweisend einen weiteren vorderen Arm (10)
und ein weiteres Verbindungselement,

wobei das Paar vorderer Arme (10) entsprechend
auf linken und rechten Seiten der Vorderradt-
ragstruktur angeordnet ist, das Paar Verbindungse-
lemente entsprechend auf linken und rechten Seiten
der Vorderradtragstruktur angeordnet ist, und die lin-
ken und rechten Verbindungselemente entspre-
chend mit linken und rechten Enden des Dämpfer-
elements (33) verbunden sind.

5. Vorderradtragstruktur für das Fahrzeug nach An-
spruch 1, wobei das Verbindungselement ein Um-
lenkhebelelement (32) ist, wobei ein Verbindungs-
stab (34), der ein unteres Ende des Umlenkhebele-
lements (32) und eine obere Fläche eines hinteren
Endes (10a) des vorderen Arms (10) gegenseitig
verbindet, vorgesehen ist, wobei das eine Ende des
Umlenkhebelelements (32), an einer, in einer Fahr-
zeug-Breitenrichtung, weiter außenliegenden Au-
ßenseite als beide Enden des Dämpferelements
(33) in einer Fahrzeug-Breitenrichtung, angeordnet
ist.

Revendications

1. Structure de support de roue avant pour un véhicule
comprenant :

un bras avant (10) pour supporter un axe avant
(6), le bras avant (10) s’étendant vers l’arrière
depuis une partie de support d’axe avant et pou-
vant osciller dans une direction verticale ; et
un mécanisme de suspension (12) pour suppri-
mer élastiquement le mouvement d’oscillation
vertical du bras avant (10), dans laquelle
le mécanisme de suspension inclut un élément
amortisseur (33) disposé dans le sens de la lar-
geur d’un véhicule, dans laquelle un tube avant
supporte des barres de guidon de telle manière
que les barres de guidon peuvent se déplacer
angulairement, et
le mécanisme de suspension (12) inclut en outre
un élément de liaison pour relier le bras avant
(10) et l’élément amortisseur (33) ensemble de
telle manière qu’un mouvement d’oscillation
vertical du bras avant (10) est converti en un
mouvement d’extension et de contraction latéral
de l’élément amortisseur (33), caractérisée en
ce que l’élément amortisseur (33) est situé dans
un espace entre une surface supérieure du bras
avant (10) et une surface inférieure du tube
avant (1).

2. Structure de support de roue avant pour le véhicule
selon la revendication 1, dans laquelle l’élément
amortisseur (33) est situé pour être à l’arrière d’une
roue avant (5) et du tube avant (1).
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3. Structure de support de roue avant pour le véhicule
selon la revendication 1,
comprenant en outre un mécanisme de biellette (11)
relié à une extrémité arrière (10a) du bras avant (10)
et un élément de support de liaison (25) fixé de ma-
nière amovible à une surface avant d’un tube infé-
rieur (3) d’un châssis de carrosserie de véhicule (F),
dans laquelle l’élément de liaison est relié au bras
avant (10).

4. Structure de support de roue avant pour le véhicule
selon la revendication 1,
comprenant en outre un bras avant (10) de plus et
un élément de liaison de plus,
dans laquelle la paire de bras avant (10) est disposée
respectivement sur des côtés gauche et droit de la
structure de support de roue avant, la paire d’élé-
ments de liaison est respectivement disposée sur
des côtés gauche et droit de la structure de support
de roue avant, et les éléments de liaison gauche et
droit sont reliés respectivement aux extrémités gau-
che et droite de l’élément amortisseur (33).

5. Structure de support de roue avant pour le véhicule
selon la revendication 1, dans laquelle l’élément de
liaison est un élément de levier coudé (32), dans
laquelle une tige de fixation (34) est fournie qui relie
une extrémité inférieure de l’élément de levier coudé
(32) et une surface supérieure d’une extrémité ar-
rière (10a) du bras avant (10) ensemble, dans la-
quelle l’une extrémité de l’élément de levier coudé
(32) est située sur un côté plus extérieur dans le sens
de la largeur d’un véhicule que les deux extrémités
de l’élément amortisseur (33) dans le sens de la lar-
geur d’un véhicule.
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