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Description

[Technical Field]

[0001] This invention relates generally to an electric power steering system of a vehicle, and more particularly to
determining a steering angle of a steering column of a vehicle.

[Background Art]

[0002] A steering angle of a steering column of a vehicle can be used for controlling steering systems, suspension
systems, and braking systems. Typically, steering sensors are used for measuring the steering angle. The steering
sensors are installed and calibrated at the time the vehicle is manufactured. However, the re-calibration of the steering
sensors is needed whenever the steering system geometry is changed due to the operation of the vehicle.
[0003] Some conventional methods determine steering angle by detecting straight motion of the vehicle and adjusting
the steering offset of the steering sensor during that straight motion. See, e.g., U.S. 2010/235,052, U.S. 5,465,210 or
U.S. 2009/0125187. However, it is not always possible to accurately detect the straight movement of the vehicle due to
the curvature of the surface of the road. Also, there may be relatively few periods when the vehicle is actually driving
perfectly straight, and hence significant time may pass before the determination occurs. Accordingly, there is a need for
accurate determination of the steering angle without relying on the straight motion of the vehicle.
[0004] Some methods calibrate the steering sensor based on detailed models of the vehicle dynamics. See, e.g., U.S.
6,775,604 or U.S. 6,498,971. However, these models require knowledge of the road friction and various vehicle param-
eters, such as mass, inertia, tire stiffness, weight distribution, and suspension angles. Such knowledge is difficult and
almost impossible to obtain during an operation of the vehicle. Also, the models change over the time due to wear of
the tires and changes in the vehicle mass. Document DE102008063567 A1 is seen as the closest prior art and describes
a method, wherein the steering angle determination is updated, if the difference of a derivative of a measured steering
angle and the calculated yaw rate is below a predetermined threshold.
[0005] Accordingly, there is a need in the art to determine the steering angle during the operation of the vehicle. It is
also desired to determine the steering angle when the vehicle experiences the lateral motion. It is also desired to
determine the steering angle without the use of detailed vehicle models.

[Summary of Invention]

[0006] One objective of embodiments of the invention is to determine a steering angle of a steering column of a vehicle
during operation of the vehicle. Some embodiments determine the steering angle without a steering angle sensor. In
some embodiments, the usage of the steering angle sensor is avoided. Alternative embodiments determine the steering
angle to adjust or calibrate the steering angle sensor or to monitor possible faults in the steering angle sensors and/or
vehicle sensors.
[0007] Various embodiments of the invention are based on an observation that sometimes it is possible to represent
the steering angle as a sum of a shifted steering angle and an offset. In some situations, the shifted steering angle is
easier to determine or directly measure. In addition, the steering angle can be updated by adjusting the offset in response
to detecting incoherence between the steering angle and a lateral vehicle dynamic. Accordingly, it is possible to determine
the steering angle to minimize or to avoid the need for the steering angle sensor.
[0008] For example, some embodiments of the invention are based on a realization that some parameters of operation
related to the steering angle are also measured by sensors of electric power steering system (EPS). This introduces
redundancy of sensors that can be used to monitor the state of the steering system. Thus, measurements of the sensors
of the EPS can be used to determine the steering angle.
[0009] For example, the steering angle is a function of an angle of a steering motor of the EPS, such that the angle
of a steering motor is the shifted steering angle. Thus, the angle of the steering motor can be used to determine the
steering angle of the steering column. Such determination can be advantageous, because the steering motor of the EPS
is less influenced by the operation of the vehicle than the steering column, and thus the EPS can preserve the accuracy
of the measurements for a longer period of time.
[0010] Alternative embodiments are based on a realization that the shifted steering angle can be measured with a
relative encoder, rather than an absolute encoder. Relative encoders are simpler to construct and smaller, thus cheaper
and easier to package, than the absolute encoders. However, in the relative encoders, only the relative position, i.e., an
angle with respect to an unknown steering angle, is measured.
[0011] In addition, some embodiments are based on recognition that a value of the steering angle can be determined
in a presence of an error. For example, the steering angle can be measured by an absolute encoder, but a constant
error is present due to imprecision in the mounting of the encoder in the vehicle. Also, an effective steering wheel angle
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can be shifted by the offset due to errors and/or failures in the actuator in an active front steering system.
[0012] The offset is generally unknown. However, the offset can be determined during the operation of the vehicle
using at least one of the vehicle dynamics influenced by the steering angle. The steering angle can influence lateral
dynamics, such as a yaw rate, a lateral acceleration of the vehicle, a torque of the steering wheel, a steering torque,
and the rotational speed of each of the wheels of the vehicle. Notably, the usage of the lateral dynamics does not require
detecting the straight movement of the vehicle.
[0013] Specifically, the steering angle signal is coherent to a signal representing the lateral vehicle dynamic in a certain
frequency bandwidth of the vehicle dynamic. Hence, the steering angle can be determined as a function of the angle of
the motor, such that the signal of the steering angle is coherent with the signal of the lateral vehicle dynamic in a certain
frequency bandwidth.
[0014] Two signals are coherent, if their values at any point in time have the same sign. If the sign is the same, the
product of the two signals is always zero or positive (i.e., nonnegative). Thus, some embodiments detect incoherence
when the product of the steering angle and the lateral vehicle dynamic is negative.
[0015] When the product is negative, some embodiments adjust the offset to make such product zero. The procedure
is repeated until no incoherence is detected. For example, the offset can be initialized to a predetermined positive value
to detect incoherence. Next, the offset is modified at each iteration until a termination condition is met.
[0016] One embodiment adjusts the offset based on signals of the dynamics of the vehicle. This embodiment guarantees
that a maximal estimation error is not greater than the maximal estimation error obtained from a single sensor. For
example, one embodiment initializes the steering angle, determines estimations of the steering angle, each estimation
is coherent with one signal of dynamics of the vehicle, and adjusts the steering angle as a weighted average of the
plurality of estimations of steering angle. Also, in this embodiment, the errors due to external unpredictable factors
affecting different vehicle dynamics in different ways are reduced.
[0017] One embodiment determines the steering angle separately for anticlockwise (left) and clockwise (right) turns
of the steering wheel, and determines the steering angle as an average of the left and right estimations of the steering
angle. This reduces errors due to external factors and higher frequency in the vehicle dynamics.
[0018] In some embodiments, the steering angle is determined to have converged when difference of the current offset
estimate and the time-averaged offset estimate, and the offset variance are less than two predefined thresholds related
to the desired offset estimation precision. When such a condition is verified, the offset is stored in a memory and
maintained constant until the permanent power source of the vehicle electrical system is providing power to the vehicle
electrical system.
[0019] In some embodiments the difference between the average of the offset over time and the current offset, and/or
the variance of the offset, and/or the difference from the estimates between left and right turns, and/or the difference of
the estimates obtained from different sensors is used to provide a score related to an uncertainty of the current estimate
of the offset and the steering angle.
[0020] Accordingly, one embodiment of the invention discloses a method for determining a steering angle of a steering
column of a vehicle. The method includes determining the steering angle as a sum of a shifted steering angle and an
offset; and updating the steering angle by adjusting the offset in response to detecting an incoherence between the
steering angle and a lateral vehicle dynamic. Steps of the method are performed by a processor.
[0021] For example, the lateral vehicle dynamic can include at least one of a yaw rate, a lateral acceleration, a steering
alignment torque, a steering torque, and a rotational speed of at least one wheel of the vehicle. The shifted steering
angle can include at least one of an angle of a steering motor, a relative angle measured with respect to the steering
angle, a value of the steering angle determined in a presence of an error, and an effective steering wheel angle shifted
by the offset.
[0022] Another embodiment discloses a system for determining a steering angle of a steering column of a vehicle.
The system includes a processor for determining the steering angle as a sum of a shifted steering angle and an offset;
and updating the steering angle by adjusting the offset in response to detecting an incoherence between the steering
angle and a lateral vehicle dynamic.
[0023] Yet another embodiment discloses a motor vehicle having electric power steering system (EPS). The motor
vehicle includes at least one sensor for measuring at least one lateral vehicle dynamic of the motor vehicle; a sensor
for measuring a signal representing a shifted steering angle; and a processor for determining a steering angle of a
steering column of the motor vehicle as a sum of a shifted steering angle and an offset, and for adjusting iteratively the
steering angle in response to detecting an incoherence between the steering angle and the lateral vehicle dynamic.

[Brief Description of the Drawings]

[0024]

[Fig. 1]
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Figure 1 is a schematic view of an embodiment of a motor vehicle steering system according to one embodiment
of the invention.
[Fig. 2]
Figure 2 is a timing diagram of signals used by some embodiments of the invention.
[Fig. 3]
Figure 3 is a diagram of a method for determining a steering angle of a steering column of a vehicle using the
realization of Figure 2.
[Fig. 4]
Figures 4A and 4B is an illustration of determining the incoherence based on a product of corresponding values of
the steering angle and the lateral vehicle dynamics according to one embodiment of the invention.
[Fig. 5]
Figure 5 are graphs showing adjusting the offset according to one embodiment of the invention.
[Fig. 6]
Figure 6 is a graph of the iterative adjustment of the steering angle according to one embodiment of the invention.
[Fig. 7]
Figure 7 is a flowchart of a method for adjusting the steering angle iteratively according to one embodiment of the
invention.
[Fig. 8]
Figure 8 is a block diagram of a method complementing a method of Figure 7 with a dynamic filtering algorithm
iteratively adjusting the offset with a filtering gain according to one embodiment of the invention.
[Fig. 9]
Figure 9 is a block diagram of a sensor fusion method according to some embodiments.
[Fig. 10]
Figure 10 is a graph of the offset estimate, time-average of the offset estimate, and variance of the offset estimate
over time.
[Fig. 11]
Figure 11 is a graph illustrating determination of a termination condition based on a desired estimate confidence
interval according to one embodiment of the invention.
[Fig. 12]
Figure 12 is a graph showing an uncertainty in the current value of the steering angle.

[Description of Embodiments]

Overview of motor vehicle steering system

[0025] Figure 1 is a schematic view of an embodiment of motor vehicle steering system 100. The term "vehicle" or
"motor vehicle" as used throughout the specification and claims refers to any moving vehicle that is capable of carrying
one or more human occupants and is powered by any form of energy. The term "vehicle" or "motor vehicle" includes,
but is not limited to: cars, trucks, vans, minivans, SUVs, motorcycles, scooters, boats, personal watercraft, and aircraft.
In some cases, the motor vehicle includes one or more engines. The term "engine" as used throughout the specification
and claims refers to any device or machine that is capable of converting energy.
[0026] For purposes of illustration, some components of motor vehicle 100 are shown schematically. In one embod-
iment, the motor vehicle 100 can include steering wheel 10 that is further connected to steering column 12. The steering
column 12 can be connected to a rack 14, which can be further connected to the front wheels of motor vehicle 100 using
tie rods.
[0027] The motor vehicle 100 can include a power steering system 102. The power steering system 102 can be any
system designed to reduce the steering effort used by a driver to turn or steer a motor vehicle. In some cases, power
steering system 102 can be a hydraulic type power steering system. In other cases, power steering system 102 can be
an electric power steering system. In an exemplary embodiment, power steering system 102 can be an electric power
steering system (EPS) that uses an electric motor to provide assistance in turning or steering a motor vehicle.
[0028] Power steering system 102 can include a gearbox 130. Gearbox 130 can be any type of gearbox known in the
art. In some embodiments of power steering system 102, gearbox 130 can be of a rack-and-pinion type. In some
embodiments of power steering system 102, gearbox 130 can be of a dual pinion type. In some embodiments, gearbox
can be of a recirculating ball- and-rack type.
[0029] Figure 1 shows an embodiment having a rack-and-pinion gearbox. The function of gearbox 130 can be to allow
a turn of steering wheel 10 to turn motor vehicle 100. Steering wheel 10 turns in circles. The turn of the steering wheel
10 creates an angular force in steering column 12. In some motor vehicles 100 this angular force can be redirected to
turn the vehicle. In some embodiments, the angular force can be redirected into a sideways motion (lateral motion) of
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rack 14. Gearbox 130 can be a combination of gears that redirect the angular force from steering column 12 to a lateral
force in rack 14.
[0030] Power steering system 102 can include provisions for assisting a driver in turning a motor vehicle. In one
embodiment, power steering system 102 can include a steering motor 104. Generally, steering motor 104 can be any
type of motor. In an exemplary embodiment, steering motor 104 can be an electric motor that is configured to drive one
or more components of a motor vehicle to assist in turning the motor vehicle.
[0031] Steering motor 104 can be arranged in various locations within motor vehicle 100. Steering motor 104 can be
disposed proximate a steering column 12. Steering motor can be disposed proximate a gear of gearbox 130. As shown
in Figure 1, steering motor 104 can be installed concentrically around rack 14 to provide assistance in moving the rack
14 to the left or to the right. In other embodiments using different types of steering systems, the steering motor 104 can
be provided in various locations to provide assistance in turning the motor vehicle.
[0032] Power steering system 102 can include provisions for monitoring the rotation of steering column 12. In some
cases, power steering system 102 can include a position sensor that is configured to monitor the absolute position of
steering column 12. In other cases, power steering system 102 can include a rotation sensor of some kind that is
configured to directly monitor the rotation of steering column 12. In embodiments using the steering motor 104 to help
assist with turning, power steering system 102 can include a sensor configured to measure the angular rotation of the
motor. Because the rotation of a motor in a power steering system is typically related to the rotation of a steering column
by a fixed gear ratio, a measurement of the rotation of the motor can be related directly to a measurement of the rotation
of the steering column.
[0033] In some embodiments, the power steering system 102 can include rotation sensor 106. Generally, the rotation
sensor 106 can be any type of sensor configured to detect the rotation of steering motor 104. For example, in one
embodiment, a plurality of Hall effect sensors can be associated with steering motor 104 to measure movements of a
rotor. In some embodiments, a resolver or rotary electrical transformer can be used for detecting the rotations of a rotor
within steering motor 104. In still other embodiments, other types of sensors can be used for detecting the rotation of
steering motor 104.
[0034] Rotation sensor 106 can be arranged at various locations in the power steering system 102. The power steering
system 102 can employ different types of gearboxes 130. Each type of gearbox 130 can position gears in different
locations. Steering motor 104 and various sensors can be positioned in different locations based on the type of gearbox
130. For example, rotation sensor 106 can be positioned depending on many factors, including but not limited to the
placement of gears, the type of gearbox 130, the type of steering motor 104, the placement of steering motor 104, and
other factors.
[0035] Power steering system 102 can also include provisions for detecting torque applied by a driver to a steering
system. In one embodiment, power steering system 102 can include steering torque sensor 108. In some cases, steering
torque sensor 108 can be associated with gearbox 130. In other cases, however, steering torque sensor 108 can be
provided at any other location of a steering system. Using this arrangement, a power steering system can determine
the amount of steering assistance that can be required.
[0036] Motor vehicle 100 can include provisions for communicating, and in some cases controlling, the various com-
ponents associated with power steering system 102. In some embodiments, motor vehicle 100 can be associated with
a computer or similar device. In the current embodiment, motor vehicle 100 is associated with a power steering system
electronic control unit, hereby referred to as first Electronic Control Unit (first ECU) 120. In one embodiment, first ECU
120 can be configured to communicate with, and/or control, steering motor 104, rotation sensor 106 and steering torque
sensor 108 as well as other components or systems.
[0037] The first ECU 120 can include a number of ports that facilitate the input and output of information and power.
The term "port" as used herein refers to any interface or shared boundary between two conductors. In some cases, ports
can facilitate the insertion and removal of conductors. Examples of these types of ports include mechanical connectors.
In other cases, ports are interfaces that generally do not provide easy insertion or removal. Examples of these types of
ports include soldering or electron traces on circuit boards.
[0038] All of the following ports and provisions associated with first ECU 120 are optional. Some embodiments can
include a given port or provision, while others can exclude it. The following description discloses many of the possible
ports and provisions that can be used, however, it should be kept in mind that not every port or provision must be used
or included in a given embodiment.
[0039] In one embodiment, the first ECU 120 can include first port 121 for communicating with steering torque sensor
108, the second port 122 for communicating with the steering motor 104 and the third port 123 for communicating with
rotation sensor 106. In particular, using the first port 121, the first ECU 120 can receive information from the steering
torque sensor 108 related to the torque applied to the steering column 12. With this information, the first ECU 120 can
determine how much steering assistance is required and send a control signal to the steering motor 104, using the
second port 122 to operate the steering motor 104 in a manner that provides the required steering assistance. In addition,
the first ECU 120 can receive information from the rotation sensor 106 via the third port 123 about the rotation of the
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steering motor 104, which can be used to further determine the rotation of the steering column 12.
[0040] Motor vehicle 100 can include provisions for providing vehicle stability assistance during driving. In an exemplary
embodiment, the motor vehicle 100 can include a vehicle stability assist system 140 (VSA). The vehicle stability assist
system 140 can be any electric stability control system that is capable of modifying the operation of the vehicle by
detecting and preventing undesirable motions such as skidding. In particular, vehicle stability assist system 140 can be
configured to detect loss of steering control and provide individual braking at different wheels to help redirect a vehicle.
[0041] A vehicle stability assist system 140 can be associated with one or more sensors configured to receive infor-
mation related to operating conditions of the vehicle 100. In some embodiments, motor vehicle 100 can include accel-
eration sensor 162. Generally, acceleration sensor 162 can be any type of acceleration sensor. In one embodiment,
acceleration sensor 162 can be a gyroscopic sensor configured to receive information related to a yaw rate of a vehicle
and/or lateral acceleration information. Although a single sensor can be used in the current embodiment for detecting
yaw rate and lateral acceleration, in other embodiments more than one sensor can be used with a motor vehicle.
[0042] Acceleration sensor 162 can be positioned in various locations within motor vehicle 100. The location of ac-
celeration sensor 162 can be influenced by the type of gearbox 130, as well as other factors known to those in the art.
For example, the other factors can include a type of engine in motor vehicle 100 and a type of drive train. In some
embodiments, acceleration sensor 162 can be located within a vehicle stability assist system electronic control unit.
[0043] In one embodiment, the motor vehicle 100 can include set of wheel speed sensors 164. In some cases, the
set of wheel speed sensors 164 can comprise a set of four independent wheel speed sensors associated with the four
wheels of motor vehicle 100. In particular, each wheel speed sensor of set of wheel speed sensors 164 can be configured
to detect the speed of a corresponding wheel of motor vehicle 100. Using this information, vehicle stability assist system
140 can detect variations in wheel speed over each of the four wheels of motor vehicle 100 for detecting slipping, skidding,
or other undesirable vehicle motions. Furthermore, while four wheel speed sensors can be used in an exemplary em-
bodiment, other embodiments can include any other number of wheel speed sensors. In an alternative embodiment
including a vehicle with more than four wheels, for example, more than four wheel speed sensors can be provided on
the motor vehicle.
[0044] The wheel speed sensor 164 can be placed in various locations within the motor vehicle 100. The location of
the wheel speed sensor 164 can be influenced by many factors including, but not limited to, the type of drive train
employed by the motor vehicle and the configuration of the braking system. In some embodiments, the wheel speed
sensor 164 can communicate with first ECU 120.
[0045] In some embodiments, motor vehicle 100 can include vehicle speed sensor 166. In some cases, vehicle speed
sensor 166 can be a vehicle speed pulse sensor associated with a transmission of motor vehicle 100. In other cases,
vehicle speed sensor 166 can be any other type of sensor configured to provide vehicle speed information to one or
more systems of motor vehicle 100. By monitoring information received from vehicle speed sensor 166, vehicle stability
assist system 140 can be configured to detect abnormal operating conditions of the motor vehicle.
[0046] The motor vehicle 100 can include provisions for communicating, and in some cases controlling, the various
components associated with vehicle stability assist system 140. In some embodiments, motor vehicle 100 can be as-
sociated with a computer or similar device. In the current embodiment, the motor vehicle 100 can be associated with
the vehicle stability assist system electronic control unit, hereby referred to as second ECU 150. In one embodiment,
the second ECU 150 can be configured to communicate with, and/or control various sensors and systems of motor
vehicle 100 that are utilized in the operating vehicle stability assist system 140.
[0047] The second ECU 150 can include a number of ports that facilitate the input and output of information and power.
In one embodiment, second ECU 150 can include fourth port 124 for communicating with acceleration sensor 162. In
particular, second ECU 150 can be configured to receive information related to a yaw rate of motor vehicle 100 from
acceleration sensor 162. In addition, second ECU 150 can be configured to receive lateral acceleration information
related to motor vehicle 100 from acceleration sensor 162. Also, second ECU 150 can include fifth port 125 for commu-
nicating with set of wheel speed sensors 164. In particular, second ECU 150 can be configured to receive information
about the speeds of one or more wheels of motor vehicle 100. Also, second ECU 150 can include sixth port 126 for
communicating with vehicle speed sensor 166. In particular, second ECU 150 can be configured to receive vehicle speed
pulse information associated with a transmission of motor vehicle 100. With this arrangement, second ECU 150 can be
configured to determine various operating conditions of motor vehicle 100 to determine if motor vehicle 100 is skidding
or sliding.
[0048] The vehicle stability assist system 140 can also include provisions for controlling one or more systems of a
motor vehicle in order to provide stability control. In some embodiments, second ECU 150 can include seventh port 127
for communicating with braking system 180. For example, in some cases, upon detecting a skidding condition of a motor
vehicle, second ECU 150 can send control signals to breaking system 180 to apply individual breaking to the wheels of
motor vehicle 100 in order to stabilize the driving conditions and reduce skidding. In other embodiments, vehicle stability
assist system 140 can be associated with additional systems of a motor vehicle for assisting in controlling a motor vehicle
during skidding or other undesired operating conditions. For example, in another embodiment, second ECU 150 could
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be configured to control an engine in a manner that reduces power during situations where steering control fails.
[0049] The motor vehicle 100 can include provisions for providing communication between various systems. In one
embodiment, motor vehicle 100 can include provisions for providing communication between power steering system
102 and vehicle stability assist system 140. In some cases, motor vehicle 100 can include vehicle controller area network
190. In some cases, vehicle controller area network 190 can provide communication between any systems of a motor
vehicle utilizing some type of electronic control unit. In an exemplary embodiment, vehicle controller area network 190
is configured to provide communication between power steering system 102 and vehicle stability assist system 140. In
particular, first ECU 120 of power steering system 102 can communicate with vehicle controller area network 190 using
eighth port 128, while second ECU 150 of vehicle stability assist system 140 can communicate with vehicle controller
area network using ninth port 129.
[0050] A motor vehicle can include provisions for determining the steering angle for use in one or more subsystems.
For example, a vehicle stability assist system can require a steering angle for purposes of comparing the actual vehicle
motion (as measured by various sensors) with the intended motion of the driver (as measured by steering angle).

Steering Angle Determination

[0051] Various embodiments of the invention are based on an observation that sometimes it is possible to represent
the steering angle as a sum of a shifted steering angle and an offset. In some situations, the shifted steering angle is
easier to determine or directly measure. In addition, the steering angle can be updated by adjusting the offset in response
to detecting incoherence between the steering angle and a lateral vehicle dynamic.
[0052] For example, some embodiments of the invention are based on a realization that some parameters of operation
related to the steering wheel angle are also measured by sensors of electronic power steering system (EPS) which are
not available in classical hydraulic power steering systems. Specifically, the steering angle is a function of an angle of
a steering motor 104 of the EPS 102. Thus, the measurements of the angle of the steering motor can be used to determine
the steering angle. Such determination can be advantageous, because the motor of the EPS is less influenced by the
operation of the vehicle than the steering column, and thus can preserve the accuracy of the measurements for a longer
period of time.
[0053] One embodiment determines the steering angle based on a sum of the angle of the steering motor and an
offset. For example, the steering angle is related to the angle of the steering motor according to 

wherein SWA(t) is the steering angle as a function of time t, EMA(t) is a signal representing the angle of the steering
motor as a function of time, O is the time independent offset, which is equal to the difference between EMA and SWA
at time t=0.
[0054] The offset is constant as long as the memory of the motor vehicle is not cleared, but is generally unknown. The
memory is cleared only when the primary energy storage of the vehicle electrical system (usually a battery) is unplugged,
for instance when the vehicle is serviced. Various embodiments of the invention determine the offset during the operation
of the vehicle using at least one of the dynamics of the vehicle such as a yaw rate, a lateral acceleration of the vehicle,
and a torque of the steering wheel.
[0055] Various sensors, such as the yaw rate sensor, the lateral acceleration sensor, the wheel speed sensors, and
the steering wheel torque sensor synchronously measure quantities of the vehicle dynamics. The measurements of the
sensors can be read by any vehicle ECU and made available to the first ECU (EPS ECU) through a wired port or network
link (CAN), as described in connection with Figure 1. Additionally or alternatively, the VS can be determined from other
measurements. For example, yaw rate can be determined from the difference of wheel speeds. The steering alignment
torque can be determined from the steering torque sensed by an appropriate sensor connected to the EPS ECU, EMA
velocity, and friction characteristics of the EPS motor.
[0056] Some embodiments of the invention are based on the realization that certain vehicle dynamics values (VS)
obtained by filtering the measurement signals obtained by the sensors, are coherent with the correct steering angle
values, where in this context two values are coherent if they have the same sign. On the other hand if the steering angle
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value is incorrect, for instance due to an incorrect value of the offset, then the incoherence can occur.
[0057] Figure 2 shows a timing diagram illustrating that realization. The signal 210 is a EMA(t) signal representing the
shifted steering angle, such as the angle of the steering motor, as a function of time. The signal 230 is a SWA(t)
representing the steering angle as a function of time. As described by the Equation (1), values of the steering angle 230
are based on values of a signal 210 of the angle of the steering motor shifted with an offset 250, e.g., the steering angle
230 is a sum of the angle of the steering motor and the offset.
[0058] The coherency of the SWA(t) 230 with a signal of the vehicle dynamic, e.g., a signal of the yaw rate 240 can
be used to determine the offset. Specifically, an offset error 255 leads to an incorrect SWA(t) 220 that is incoherent with
the signal 240 at least for some values, e.g., the values in the ranges 260 and 265. Thus, some embodiments use
incoherence between the steering angle and VS to detect an incorrect value of the offset. According to Equation (1), by
using the EMA sensor, incoherence can only be due to a wrong calculation of the offset O. This wrong calculation induces
an offset error that is reflected in incoherence of the steering angle and the lateral vehicle dynamics.
[0059] Figure 3 shows a diagram of a method 300 for determining a steering angle of a steering column of a vehicle
using the realization of Figure 2. The steps of the method can be performed by a processor 301. The method 300
determines 310 the steering angle 315 based on an angle of a steering motor 325 shifted with an offset 320. Next, the
method updates 330 the steering angle by adjusting 340 the offset 320 in response to detecting incoherence between
the steering angle 315 and a lateral vehicle dynamic 345. The method 300 can be performed iteratively until a termination
condition is met.
[0060] Figures 4A-4B graphically shows the incoherence based on a product of corresponding values of the steering
angle and the lateral vehicle dynamics according to one embodiment of the invention. Specifically, some embodiments
determine the product of each pair of values of the steering angles and value of VS determined concurrently during the
movement of the motor vehicle, which allows to rapidly detect incoherence of the signals as soon the incoherence occurs.
In addition, in one embodiment using the product, only one variable is used to detect incoherence, hence minimizing
operations and the memory storage.
[0061] Figure 4A shows an illustration of a product curve 410 of product of corresponding values of two coherent
signals, such as VS signal 420 and SWA signal 430. The product 410 of corresponding values of two coherent signals
is always positive.
[0062] Figure 4B shows an illustration of a product curve 415 of corresponding values of two signals, such as VS
signal 425 and SWA signal 435, which are incoherent due to an offset error 255. The product 415 is not always positive
due to the region 440 where the incoherence occurs.
[0063] Figure 5 shows graphs for adjusting the offset in response to detecting the incoherence determined by a negative
value of a product curve 550. The product curve 550 is formed by products of corresponding values of the steering angle
520 and the vehicle dynamic 530. The corresponding values 510 of the steering angle 520 and the vehicle dynamic 530
are determined concurrently, e.g., the measurements of those values are synchronized in time. In some embodiments,
the measurements of the sensor are filtered with a low pass filter to remove the noise and to ensure that the signals are
synchronized.
[0064] The product 540 of the values 510 is determined and if the product is negative, the offset is adjusted 560. In
some embodiments, the old offset 580 is adjusted to determine a new offset 585, such that the value of the product 570
corresponding to the old value of the product 540 of the values 510 equals zero. In turn, the new offset 585 adjusts the
steering angles from the steering angle 520 to a steering angle 521, which in turn adjust a product curve 551.
[0065] For example, the product ρ of the values of the steering angle and the vehicle dynamic can be determined
according to 

and incoherence is detected when ρ<0. Advantageously, by testing the product of the values, incoherence is detected
by storing and operating on a single number, rather than by checking two values (SWA and VS).
[0066] When ρ<0 occurs, the offset calculation is updated by increasing/decreasing the offset such that the adjusted
value causes the incoherence on the current values to disappear. The values which makes this possible is simply the
value of the steering angle when incoherence is detected 
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[0067] Thus the updated offset steering angle becomes 0, the product ρ =0, and hence incoherence for that pair of
values is removed.
[0068] Some embodiments of the invention update the steering angle iteratively by repeating the incoherence detection
and the adjustment of the steering angle offset until a termination condition is met. By repeating the adjustment process
for a set of values, as contrasted with determining the steering angle once, possible errors due to incorrect determination
of the driving conditions can be minimized. Also, the lateral vehicle dynamics at different points of time are different and,
thus, effects of external disturbance can be reduced, which can further improve the determination of the steering angle.
[0069] Figure 6 is a graph of the iterative adjustment of the steering angle offset. Because the offset is unique, every
correction operated in a single value of steering angle affects all the other steering angle values in a positive way. For
example, adjusting the steering angle corresponding to the product curve 620 in a direction of modification 610 adjusts
not only the product of the specific values but the entire product curve 630, hence effectively reducing the steering angle
estimation error. Thus, some embodiments continually improves the offset estimation and always reduces the error of
the steering angle, by making smaller the region where incoherence occurs until the final product curve 640 corresponding
to the final offset estimate is determined.
[0070] Figure 7 shows a flowchart of a method for adjusting the steering angle offset iteratively. A product of corre-
sponding values of the steering angle and vehicle dynamic is determined 710. The steering angle can be initialized or
be determined from a previous iteration. The sign of product is tested 720, and if the product is negative, then the offset
is adjusted 730, e.g., to make the product zero, and the steering angle is adjusted 740 using the new offset estimate.
[0071] In effect, the abovementioned embodiments can adjust the offset when the vehicle is performing lateral move-
ment, i.e., when the vehicle is turning. Hence, the requirement that the vehicle is driving straight no longer applies. This
is beneficial because straight driving condition can be difficult to detect exactly, due to external effects such as road
bank angle, rough surfaces, and a curved road. Hence, the embodiments can determine the steering angle more rapidly.
Also, because the estimation of the offset and the steering angle can be performed in multiple driving conditions, the
effect of external factors is reduced, because these factors affect only certain lateral vehicle dynamics, and because the
embodiments can continue adjusting the estimate, iteratively, rather than performing a single calculation.
[0072] In contrast with a single estimation of the steering angle during the straight movement of the vehicle, some
embodiments determine the steering angle iteratively, so that if an external disturbance occurs at one point in time and
induces undesired effects, then these effects are reduced by subsequent iterations.
[0073] In addition, some embodiments are based on the realization that coherence is guaranteed in a certain low
frequency bandwidth of the vehicle dynamics. Thus, steering angle and VS signals needs to be appropriately filtered by
low pass filters to detect incoherence. This can require the use of synchronized filters which can be difficult and expensive
to implement. Also, an incorrect selection of the frequencies of the low pass filter can reduce accuracy of the determination
of the steering angle.
[0074] Accordingly, some embodiments perform a filtered offset update by determining the weighted average between
the previous and current offset estimates. For example, one embodiment adjusts the offset with a product of the steering
angle and a gain according to 

where 0 < γ ≤ 1. Thus, the filtered offset update is obtained by multiplying the correction ΔO (which is equal to the steering
angle when incoherence is detected, see Equation (3)) by a filtering gain γ.
[0075] Figure 8 shows a block diagram of a method complementing a method of Figure 7 with a dynamic filtering
algorithm iteratively adjusting the offset with a filtering gain. The steering angle 810 is determined as a sum 805 of an
angle of a steering motor 815 and an offset 820. In one embodiment, the offset 820 is initialized, e.g., with a current
value of the steering angle.
[0076] The steering angle 810 is multiplied 830 with a vehicle dynamic 825 to determine a product ρ. If the product is
negative 840 the offset is adjusted 850 with a product of the steering angle and a filtering gain. The larger the filtering
gain, the faster is the convergence and the larger the impact of external events, the smaller the filtering gain the slower
the convergence and the smaller the impact of external disturbances. Thus, one embodiment updates the gain γ according
to the difference equation 
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wherein k, α, β and c are positive coefficients. In some embodiments, the coefficient α (0) is set close to 1, the coefficient
β is set close to 0, and the coefficient c is between 0 and 1 to limit the gain for very large k, α (k)= β.
[0077] Some embodiments of the invention are based on a realization that the possible errors in estimation due to
inappropriate signal filtering have opposite signs on left and right turns due to the symmetry of vehicle dynamics. Thus,
some embodiments determine 860 two separated values for the offset in order to further reduce the impact of incorrect
filtering. A first offset O1 corresponds to the positive value of VS after the incoherence is detected (e.g., left turns). A
second offset Or corresponds to negative or zero values of the, VS≤0, (e.g., right turns). The value of the offset is
determined 865 based on estimates of the offsets of the steering angle obtained from left and right turn separately. For
example, one embodiment determines an average value of the left and right offsets according to 

[0078] Some other embodiments of the invention are based on a realization that external disturbances affect the
different VS in different ways. For example the road bank angle can have opposite effects in the lateral acceleration and
steering alignment torque. If the lateral acceleration is increased by the presence of the road bank angle, thus indicating
a yaw rate higher than what would be experienced on a flat road, the steering alignment torque is reduced, thus indicating
a torque lower than what would be experienced in a flat road. Thus, while the bank is present, the determination of the
steering angle based on the lateral acceleration can generate an offset larger than a true offset, but the determination
of the steering angle based on alignment torque can generate an offset lower than the true offset. Thus, some embod-
iments performs the determination of the steering angle multiple times from the same SWA value but different VS values
obtained from different vehicle dynamics, and take as final estimate the weighted average of all the estimates, e.g.,
using the process of convex sensor fusion.
[0079] Figure 9 shows a block diagram of a sensor fusion method according to some embodiments. Multiple estimators
910, 920, 930 of the offset are executed in parallel, all using the same angle of the steering motor 905, but different
vehicle dynamics. For example, the vehicle dynamic of the estimator 910 is the yaw rate 911. The vehicle dynamic of
the estimator 920 is the lateral acceleration 921. The vehicle dynamic of the estimator 930 is the steering alignment
torque 931. Accordingly, different estimators determine different offsets, e.g., 915, 925, and 935. Each estimator can
employ any steering angle offsets determination method described above.
[0080] The final offset 950 is determined 940 as a combination of all the different offsets. For example, one embodiment
determines the offset 950 according to 

[0081] Due to the nature of the determining the steering angle by adjusting the angle of the steering motor with offset
according to Equation (1), the steering angle offset is a constant. Thus, after the offset is correctly determined, no
incoherence should occur, if not due to external unpredictable effects. Thus, some embodiments test the correctness
of the offset and the steering angle by comparing the current offset with an average of the offset (O) over some time in
the past 

wherein t0 is the span of the time interval for determining the average of the offset (O).
[0082] The variance of the offset (Ov) in such interval can be determined according to 

[0083] Then, termination condition can be tested according to 
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where the positive constants εv , εm, that are the tolerances on variance and mean error, are set arbitrarily depending
on the desired termination precision.
[0084] Figure 10 is graph illustrating convergence of the offset 1010, the average of the offset 1020 and the variance
1030 of the changing of the offset 1010 over time. In some embodiments, the threshold on average difference and the
threshold in covariance in Equation (10) are set to 0. When the termination condition is achieved, the offset estimate is
stopped, and the current value of the offset is stored in permanent memory until the primary energy source of the vehicle
electrical system becomes inactive.
[0085] Figure 11 is a graph that shows how in some embodiments, εv, εm, are set according to confidence interval
tables assuming a specific distribution for O at steady state (for instance, Gaussian), in order to ensure that the offset
error is bounded within desired values, with at least a certain probability. For example, at time 1130, when the difference
between offset estimate and mean is 0 and the covariance 1110 enters the region of termination 1120, which is defined
according to the confidence interval 1150 on the assumed offset estimate distribution 1140 that guarantees that the
error in the offset estimation is below a certain value, with at least a requested predetermined probability, the estimation
is terminated. In such manner, the error of the offset is bounded by a predetermined value with a predetermined probability.
[0086] Accordingly, some embodiments determine the first and the second threshold using the confidence interval
1150 of a distribution 1140 of an error of the offset corresponding to a predetermined probability, such that the variance
1110 and the average of the offset satisfying the first and the second threshold guarantee that the error of the offset is
smaller than a desired value with the predetermined probability.
[0087] Some embodiments determine the average and variance in a memory-efficient way using exponentially de-
caying filters in discrete time. At sampling step n, the average and variance are determined according to 

wherein ϕ is the exponentially decaying gain. Computing the average and the variance according to Equation (11)
reduces the storage requirement, because the computation according to Equations (8), (9) requires the storage of all
data over the span of the time window.
[0088] Figure 12 shows a graph illustrating that the variance and average difference measures can be used to assess
the uncertainty in the current value of the steering angle. The overall uncertainty U 1210 of the steering angle knowledge
can be expressed as 

where σv, σm, σs are values greater or equal to 0. The value U(t)=0 indicates no uncertainty, since variance has to be
0, difference between average and current value has to be 0, and difference in estimation between left and right turns
has to be 0. This indicates that no external effects affect the accuracy of the estimate.
[0089] The above-described embodiments of the present invention can be implemented in any of numerous ways.
For example, the embodiments can be implemented using hardware, software or a combination thereof. When imple-
mented in software, the software code can be executed on any suitable processor or collection of processors, whether
provided in a single computer or distributed among multiple computers. Such processors can be implemented as inte-
grated circuits, with one or more processors in an integrated circuit component. Though, a processor can be implemented
using circuitry in any suitable format.
[0090] Also, the various methods or processes outlined herein can be coded as software that is executable on one or
more processors that employ any one of a variety of operating systems or platforms. Additionally, such software can be
written using any of a number of suitable programming languages and/or programming or scripting tools, and also can
be compiled as executable machine language code or intermediate code that is executed on a framework or virtual
machine.
[0091] In this respect, the invention can be embodied as a non-transitory computer-readable medium or multiple
computer readable media, e.g., a computer memory, compact discs (CD), optical discs, digital video disks (DVD),
magnetic tapes, and flash memories. The terms "program" or "software" are used herein in a generic sense to refer to
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any type of computer code or set of computer-executable instructions that can be employed to program a computer or
other processor to implement various aspects of the present invention as discussed above.
[0092] Computer-executable instructions can be in many forms, such as program modules, executed by one or more
computers or other devices. Generally, program modules include routines, programs, objects, components, data struc-
tures that perform particular tasks or implement particular abstract data types. Typically the functionality of the program
modules can be combined or distributed as desired in various embodiments.
[0093] Also, the embodiments of the invention can be embodied as a method, of which an example has been provided.
The acts performed as part of the method can be ordered in any suitable way. Accordingly, embodiments can be
constructed in which acts are performed in an order different than illustrated, which can include performing some acts
simultaneously, even though shown as sequential acts in illustrative embodiments.

Claims

1. A method for determining a steering angle of a steering column of a vehicle, comprising:

determining the steering angle as a sum of a shifted steering angle and an offset;
detecting an incoherence in response to determining a negative value of a product of corresponding values of
the steering angle and the lateral vehicle dynamic; and
updating the steering angle by adjusting the offset in response to said detecting the incoherence between the
steering angle and a lateral vehicle dynamic, wherein steps of the method are performed by a processor.

2. The method of claim 1, wherein the lateral vehicle dynamic includes at least one of a yaw rate, a lateral acceleration,
a steering alignment torque, a steering torque, and a rotational speed of at least one wheel of the vehicle, and
wherein the shifted steering angle includes at least one of an angle of a steering motor, a relative angle measured
with respect to the steering angle, a value of the steering angle determined in a presence of an error, and an effective
steering wheel angle shifted by the offset.

3. The method of claim 2, further comprising:

determining the lateral vehicle dynamic by low pass filtering a measurement of a vehicle sensor.

4. The method of claim 1, further comprising:

adjusting the offset to make the product nonnegative.

5. The method of claim 4, further comprising:

repeating the detecting and the adjusting for a set of values of the steering angle and a set of values of the
vehicle dynamics until a termination condition is met.

6. The method of claim 1, further comprising:

adjusting the offset with a product of the steering angle and a filtering gain.

7. The method of claim 6, further comprising:

initializing the filtering gain by α(0), such that 0<α(0)<1; and
decreasing the gain for each iteration until a termination condition is met, such that a final gain β is 0<β<α(0).

8. The method of claim 1, further comprising:

initializing the steering angle;
determining a plurality of estimations of the steering angle, wherein each estimation is coherent with a corre-
sponding lateral vehicle dynamic; and

adjusting the steering angle as a weighted average of the plurality of estimations of steering angle.
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9. The method of claim 1, further comprising:

initializing the steering angle;
determining a left estimation of steering angle for a left turn of the steering wheel;
determining a right estimation of steering angle for a right turn of the steering wheel; and
determining the steering angle as an average of the left and right estimations.

10. The method of claim 1, further comprising:

adjusting the offset iteratively until a difference between the offset and an average value of the offset over a
period of time is below a first threshold, and/or a variance of the offset over the period of time is below a second
threshold.

11. The method of claim 10, further comprising:

determining the average value of the offset and the variance of the offset using an exponentially decaying filter.

12. The method of claim 1, further comprising
determining an uncertainty of the steering angle based on a difference between the offset and a variance of the
offset over a period of time; and
adjusting the offset iteratively until the uncertainty of the steering angle equals zero.

13. The method of claim 12, further comprising:

determining the uncertainty of the steering angle based on a difference between offsets separately determined
from left and right turns of the vehicle.

14. The method of claim 12, further comprising:

determining the uncertainty of the steering angle based on a difference between offsets separately determined
for different lateral vehicle dynamics.

15. The method of claim 10, further comprising:

determining the first and the second threshold using a confidence interval of a distribution of an error of the
offset corresponding to a predetermined probability, such that the variance and the average of the offset satisfying
the first and the second threshold guarantee that the error of the offset is smaller than a desired value with the
predetermined probability.

16. A system for determining a steering angle of a steering column of a vehicle, comprising a processor for:

determining the steering angle as a sum of a shifted steering angle and an offset; detecting an incoherence in
response to determining a negative value of a product of corresponding values of the steering angle and the
lateral vehicle dynamic; and
updating the steering angle by adjusting the offset in response to detecting the incoherence between the steering
angle and a lateral vehicle dynamic

17. A motor vehicle, comprising:

at least one sensor for measuring at least one lateral vehicle dynamic of the motor vehicle;
a sensor for measuring a signal representing a shifted steering angle; and
a processor for determining a steering angle of a steering column of the motor vehicle as a sum of a shifted
steering angle and an offset for detecting an incoherence in response to determining a negative value of a
product of corresponding values of the steering angle and the lateral vehicle dynamic, and for adjusting iteratively
the steering angle in response to detecting the incoherence between the steering angle and the lateral vehicle
dynamic.

18. The motor vehicle of claim 17, wherein the signal represents an angle of a steering motor of an electric power
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steering system, and wherein the sensor is a steering motor sensor for measuring an angle of the steering motor.

19. The motor vehicle of claim 17, wherein the sensor is a relative encoder for measuring the signal representing an
angle with respect to the steering angle.

Patentansprüche

1. Verfahren zum Bestimmen eines Lenkwinkels einer Lenksäule eines Fahrzeugs, umfassend:

Bestimmen des Lenkwinkels als eine Summe aus einem verstellten Lenkwinkel und einem Versatz;
Erfassen einer Inkohärenz in Antwort auf die Bestimmung eines negativen Werts eines Produkts aus zugehö-
rigen Werten des Lenkwinkels und der lateralen Fahrzeugdynamik; und
Aktualisieren des Lenkwinkels durch Anpassen des Versatzes in Antwort auf das Erfassen der Inkohärenz
zwischen dem Lenkwinkel und einer lateralen Fahrzeugdynamik, wobei Schritte des Verfahrens von einem
Prozessor durchgeführt werden.

2. Verfahren nach Anspruch 1, bei welchem die lateraler Fahrzeugdynamik wenigstens eines von einer Gierrate, einer
lateralen Beschleunigung, einem Lenkausrichtungsmoment, einem Lenkmoment und einer Rotationsgeschwindig-
keit wenigstens eines Rades des Fahrzeugs einschließt, und bei welchem der verstellte Lenkwinkel wenigstens
eines von einem Winkel eines Lenkmotors, einem relativen Winkel gemessen in Bezug auf den Lenkwinkel, einem
Wert des Lenkwinkels, der bei Vorliegen eines Fehlers bestimmt wird, und einem effektiven Lenkradwinkel, der um
den Versatz verstellt ist, einschließt.

3. Verfahren nach Anspruch 2, weiterhin umfassend:

Bestimmen der lateralen Fahrzeugdynamik durch Tiefpassfiltern einer Messung eines Fahrzeugsensors.

4. Verfahren nach Anspruch 1, weiterhin umfassend:

Anpassen des Versatzes, um das Produkt nichtnegativ zu machen.

5. Verfahren nach Anspruch 4, weiterhin umfassend:

Wiederholen des Erfassens und des Anpassens für einen Satz Werte des Lenkwinkels und einen Satz Werte
der Fahrzeugdynamik, bis eine Beendigungsbedingung erfüllt ist.

6. Verfahren nach Anspruch 1, weiterhin umfassend:

Anpassen des Versatzes mit einem Produkt aus dem Lenkwinkel und einer Filterverstärkung.

7. Verfahren nach Anspruch 6, weiterhin umfassend:

Initialisieren der Filterverstärkung durch α (0), so dass 0 < α (0) < 1; und
Vermindern der Verstärkung für jede Iteration, bis eine Beendigungsbedingung erfüllt ist, so dass eine finale
Verstärkung β ist 0 < β < α (0).

8. Verfahren nach Anspruch 1, weiterhin umfassend:

Initialisieren des Lenkwinkels;
Bestimmen einer Vielzahl von Schätzungen des Lenkwinkels, wobei jede Schätzung mit einer zugehörigen
lateralen Fahrzeugdynamik kohärent ist; und
Anpassen des Lenkwinkels als einen gewichteten Durchschnitt der Vielzahl von Lenkwinkelschätzungen.

9. Verfahren nach Anspruch 1, weiterhin umfassend:

Initialisieren des Lenkwinkels;
Bestimmen einer linken Lenkwinkelschätzung des Lenkrads für eine Linkskurve;
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Bestimmen einer rechten Lenkwinkelschätzung des Lenkrads für eine Rechtskurve; und
Bestimmen des Lenkwinkels als einen Durchschnitt aus den linken und rechten Schätzungen.

10. Verfahren nach Anspruch 1, weiterhin umfassend:

iteratives Anpassen des Versatzes, bis eine Differenz zwischen dem Versatz und einem Mittelwert des Versatzes
über eine Zeitspanne hinweg unter einem ersten Grenzwert liegt, und/oder eine Varianz des Versatzes über
die Zeitspanne hinweg unterhalb eines zweiten Grenzwertes liegt.

11. Verfahren nach Anspruch 10, weiterhin umfassend:

Bestimmen des Mittelwerts des Versatzes und der Varianz des Versatzes unter Verwendung eines exponentiell
dämpfenden Filters.

12. Verfahren nach Anspruch 1, weiterhin umfassend:

Bestimmen einer Unsicherheit des Lenkwinkels basierend auf einer Differenz zwischen dem Versatz und einer
Varianz des Versatzes über eine Zeitspanne hinweg; und
iteratives Anpassen des Versatzes, bis die Unsicherheit des Lenkwinkels gleich Null ist.

13. Verfahren nach Anspruch 12, weiterhin umfassend:

Bestimmen der Unsicherheit des Lenkwinkels basierend auf einer Differenz zwischen Versätzen, die getrennt
aus Links- und Rechtskurven des Fahrzeugs bestimmt werden.

14. Verfahren nach Anspruch 12, weiterhin umfassend:

Bestimmen der Unsicherheit des Lenkwinkels basierend auf einer Differenz zwischen Versätzen, die getrennt
für unterschiedliche laterale Fahrzeugdynamiken bestimmt werden.

15. Verfahren nach Anspruch 10, weiterhin umfassend:

Bestimmen des ersten und zweiten Grenzwerts unter Verwendung eines Vertrauensintervalls einer Verteilung
des Versatzfehlers entsprechend einer vorbestimmten Wahrscheinlichkeit, so dass die Varianz und der Durch-
schnitt des Versatzes, die den ersten und den zweiten Grenzwert erfüllen, garantieren, dass mit der vorbe-
stimmten Wahrscheinlichkeit der Versatzfehler kleiner als ein gewünschter Wert ist.

16. System zum Bestimmen eines Lenkwinkels einer Lenksäule eines Fahrzeugs, umfassend einen Prozessor zum:

Bestimmen des Lenkwinkels als eine Summe aus einem verstellten Lenkwinkel und einem Versatz; Erfassen
einer Inkohärenz in Antwort auf die Bestimmung eines negativen Werts eines Produkts aus zugehörigen Werten
des Lenkwinkels und der lateralen Fahrzeugdynamik; und
Aktualisieren des Lenkwinkels durch Anpassen des Versatzes in Antwort auf das Erfassen der Inkohärenz
zwischen dem Lenkwinkel und einer lateralen Fahrzeugdynamik.

17. Motorfahrzeug, umfassend:

wenigstens ein Sensor zum Messen wenigstens einer lateralen Fahrzeugdynamik des Motorfahrzeugs;
einen Sensor zum Messen eines Signals, das einen verstellten Lenkwinkel darstellt; und
einen Prozessor zum Bestimmen eines Lenkwinkels einer Lenksäule des Motorfahrzeugs als eine Summe aus
einem verstellten Lenkwinkel und einem Versatz, zum Erfassen einer Inkohärenz in Antwort auf ein Bestimmen
eines negativen Werts eines Produkts aus zugehörigen Werten des Lenkwinkels und der lateralen Fahrzeug-
dynamik, und zum iterativen Anpassen des Lenkwinkels in Antwort auf ein Erfassen der Inkohärenz zwischen
dem Lenkwinkel und der lateralen Fahrzeugdynamik.

18. Motorfahrzeug nach Anspruch 17, bei welchem das Signal einen Winkel eines Lenkmotors einer elektrischen Ser-
volenkung darstellt, und bei welchem der Sensor ein Lenkmotorsensor zum Messen eines Winkels des Lenkmotors
ist.



EP 2 976 249 B1

16

5

10

15

20

25

30

35

40

45

50

55

19. Motorfahrzeug nach Anspruch 17, bei welchem der Sensor ein Relativgeber zum Messen des Signals ist, das einen
Winkel in Bezug auf den Lenkwinkel darstellt.

Revendications

1. Procédé pour déterminer un angle de braquage d’une colonne de direction d’un véhicule, comprenant :

la détermination de l’angle de braquage en tant que somme d’un angle de braquage déporté et d’un déport ;
la détection d’une incohérence en réponse à la détermination d’une valeur négative d’un produit de valeurs
correspondantes de l’angle de braquage et de la dynamique latérale de véhicule ; et
la mise à jour de l’angle de braquage par ajustement du déport en réponse à ladite détection de l’incohérence
entre l’angle de braquage et une dynamique latérale de véhicule, dans lequel les étapes du procédé sont
effectuées par un processeur.

2. Procédé selon la revendication 1, dans lequel la dynamique latérale de véhicule inclut au moins l’un d’une vitesse
de lacet, d’une accélération latérale, d’un couple d’alignement de direction, d’un couple de direction, et d’une vitesse
de rotation d’au moins une roue du véhicule, et dans lequel l’angle de braquage déporté inclut au moins l’un d’un
angle d’un moteur de direction, d’un angle relatif mesuré par rapport à l’angle de braquage, d’une valeur de l’angle
de braquage déterminée en la présence d’une erreur, et d’un angle effectif du volant de direction déporté du déport.

3. Procédé selon la revendication 2, comprenant en outre :

la détermination de la dynamique latérale de véhicule par filtrage passe-bas d’une mesure d’un capteur de
véhicule.

4. Procédé selon la revendication 1, comprenant en outre :

l’ajustement du déport pour rendre le produit non négatif.

5. Procédé selon la revendication 4, comprenant en outre :

la répétition de la détection et de l’ajustement d’un ensemble de valeurs de l’angle de braquage et d’un ensemble
de valeurs des dynamiques de véhicule jusqu’à ce qu’une condition de fin soit remplie.

6. Procédé selon la revendication 1, comprenant en outre :

l’ajustement du déport à l’aide d’un produit de l’angle de braquage et d’un gain de filtrage.

7. Procédé selon la revendication 6, comprenant en outre :

l’initialisation du gain de filtrage à l’aide de α(0), de telle sorte que 0 < α(0) < 1 ; et
la diminution du gain pour chaque itération jusqu’à ce qu’une condition de fin soit remplie, de telle sorte qu’un
gain final β soit de 0 < β < α(0).

8. Procédé selon la revendication 1, comprenant en outre :

l’initialisation de l’angle de braquage ;
la détermination d’une pluralité d’estimations de l’angle de braquage, dans lequel chaque estimation est cohé-
rente avec une dynamique latérale de véhicule correspondante ; et
l’ajustement de l’angle de braquage en tant que moyenne pondérée de la pluralité d’estimations de l’angle de
braquage.

9. Procédé selon la revendication 1, comprenant en outre :

l’initialisation de l’angle de braquage ;
la détermination d’une estimation gauche de l’angle de braquage pour une rotation du volant vers la gauche ;
la détermination d’une estimation droite de l’angle de braquage pour une rotation du volant vers la droite ; et
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la détermination de l’angle de braquage en tant que moyenne des estimations gauche et droite.

10. Procédé selon la revendication 1, comprenant en outre :

l’ajustement du déport de manière itérative jusqu’à ce qu’une différence entre le déport et une valeur moyenne
du déport sur une période de temps soit en dessous d’un premier seuil, et/ou qu’une variation du déport sur la
période de temps soit en dessous d’un second seuil.

11. Procédé selon la revendication 10, comprenant en outre :

la détermination de la valeur moyenne du déport et de la variation du déport à l’aide d’un filtre à décroissance
exponentielle.

12. Procédé selon la revendication 1, comprenant en outre :

la détermination d’une incertitude de l’angle de braquage sur la base d’une différence entre le déport et une
variation du déport sur une période de temps ; et
l’ajustement du déport de manière itérative jusqu’à ce que l’incertitude de l’angle de braquage soit égale à zéro.

13. Procédé selon la revendication 12, comprenant en outre :

la détermination de l’incertitude de l’angle de braquage sur la base d’une différence entre les déports déterminés
séparément à partir des virages à gauche et à droite du véhicule.

14. Procédé selon la revendication 12, comprenant en outre :

la détermination de l’incertitude de l’angle de braquage sur la base d’une différence entre les déports déterminés
séparément pour des dynamiques latérales de véhicule différentes.

15. Procédé selon la revendication 10, comprenant en outre :

la détermination du premier et du second seuil à l’aide d’un intervalle de confiance d’une distribution d’une
erreur du déport correspondant à une probabilité prédéterminée, de telle sorte que la variation et la moyenne
du déport satisfaisant le premier et le second seuil garantissent que l’erreur du déport est inférieure à une valeur
souhaitée avec la probabilité prédéterminée.

16. Système pour déterminer un angle de braquage d’une colonne de direction d’un véhicule, comprenant un processeur
pour :

la détermination de l’angle de braquage en tant que somme d’un angle de braquage déporté et d’un déport ;
la détection d’une incohérence en réponse à la détermination d’une valeur négative d’un produit de valeurs
correspondantes de l’angle de braquage et de la dynamique latérale de véhicule ; et
la mise à jour de l’angle de braquage par ajustement du déport en réponse à la détection de l’incohérence entre
l’angle de braquage et une dynamique latérale de véhicule.

17. Véhicule à moteur, comprenant :

au moins un capteur pour mesurer au moins une dynamique latérale de véhicule du véhicule à moteur ;
un capteur pour mesurer un signal représentant un angle de braquage déporté ; et
un processeur pour déterminer un angle de braquage d’une colonne de direction du véhicule à moteur en tant
que somme d’un angle de braquage déporté et d’un déport pour détecter une incohérence en réponse à la
détermination d’une valeur négative d’un produit de valeurs correspondantes de l’angle de braquage et de la
dynamique latérale de véhicule, et pour ajuster de manière itérative l’angle de braquage en réponse à la détection
de l’incohérence entre l’angle de braquage et la dynamique latérale de véhicule.

18. Véhicule à moteur selon la revendication 17, dans lequel le signal représente un angle d’un moteur de direction
d’un système à assistance électrique, et dans lequel le capteur est un capteur de moteur de direction pour mesurer
un angle du moteur de direction.
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19. Véhicule à moteur selon la revendication 17, dans lequel le capteur est un codeur relatif pour mesurer le signal
représentant un angle par rapport à l’angle de braquage.
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