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TH ALy a AT, BT 2), YAy a v O&RIZRICRb Y =7 iIEREMA L,
TOREKEZ A b= FT 5 2 LK SRR T ARy gy, BLOD
0 A MERCE TR L, A E 72T IR O AR X0 BEE b i 4 5 A
Y 2 X3 9 (Linked suspension)§ 7238 5. EOHTT 77 4 7Y AR T3 ST H
Ao ba sz B, APEABIEIZID 1989 FICHIA THIO TRERIZEH Sz [5] [6].
ZO%, ENTIEIATVREL EBIZ, 7774 7 RAOa X b, HEZRLX, BEEHR
M E RV BEWM L., —HTRINTIE A A LT —+HI2 Xk Y 1999 4(Z Active Body Control
ELTREHEICERASNBEELREZRE T TS [7]. 727 AZIXHEIC X 28 814
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Fig. 1-1 Controlled suspension trend
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— VR LT D FERLETHLEEZLND.

1.3.3. &= & MeEd
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® Semi-active damper ® Sensors = ECU

Fig. 1-2 Cost proportion of Semi-active suspension system

KEGIE, IRk ETFMEEY b OHE AT v ROMREE 2 HEE ) 5 Tk it
L, BT 7T 4 T XN OIFRRHEEBIET D720, WENEEBEFAT & LTE
L, EHEARICLIVAIEEZ R L [48]. WAL, Xk ETIEEYE DA% H
W, ABRHEEEA N T DRI AEE TOENE BE LREHETIEZREL, Bhz
BT D LTI IRMEER O ERENYGETE 5 2 L &R Lz [49] [50].
RO M Y2 AVWIREEHE FIEZREL, S#HEES IO —L LA N, By
FLA MEFERWIEA N~ 7 VB %8RG, WRGEECIEm A CHERER S LI
OO, I AT TIEE OFIRMERE TIXF%EMEREZ R Le [51]. FRHOIXESHEHO
TTH AR a ER SN EEECHESEZHWT, TR EOREEZHET 5 FiE
FIEE (521U, TR EHEEEEGI CIIEE LHETE D R L.

FRoOFREETMEEE  HIRBEINLD2 I T 7EHOE 2 AEE L, BEFO
ESC CTIEWEMIZHH SN D5 5% CAN N B%E L, TORE 5 &2 HW CIREHEE 217
WE T 7T S FIENER I TV D, GHRS (T A SN KV B 6T
LHRICER L, BEimsA b b EABRAHE L, WMEABEZ AN E LA 7 — N2k
D ETFEBEHEET D FIEEZREL TN D [53] [54]. HSIEHFAR v a U4 A N
LA v a BN ETT 5 LRiEBEI L, FmEN LR T 5 LICEA L, ETFEE
EHEET 2 FIEEREL T D [55]. £7-, Liu HIXHEEHHEOLE N HEG O Ly F2KH), =
ha— 2 b O EAIC X 5 LE L, REEHEE T 5 FIEZIRE L [56], &4
HIET AR a O E TN L DR BEOIERIE R BB T 5 FIEEREL, #HE
W& ECc&pZ &R LT [57].
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MAPEZZ L, FelEmt o 2 OB FET 1WE 7 L2 W HE D29, Hiftk o
BEPRE BT L L R TIRHEERENELT D LEXbND. —HTHAEY
T a2 HORWNFEE, FICHEEHE (LS HEET L2 HWTHEE L TWbH 72, HEERES
HEEA~OFISTHRERH D LEABND.
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FRFGEIR S I 1T DY A v g v D v AT AOHFHICE L CiE, HNILSIE ESC
DYEENTS U TN 2 BT 5 2 LI X 2RO M RICBILTRL [58], HHOIX
W HIENC X 2 tATESIE 2R L T D [59]. £, 77T 47 AN vavt
ABS & OFEAHIEIC L 0 HEWERE A [ E S-S 55 [60]. Boon 5 Kinetic A2
a7 rFua— AT AEDOKERI [61], Cho LiEr—LA— DIk EIH-
72 BSC L& X7 7 OfEHlE [62]4#RE L T\ 5.

LU S, EI 77 VAT L LM 2T K& WimiE L, BRAGEIERIC I T B AR
PERgm B2 A0 - 72 AFgEI X 70 .

1.4. AHFEOER

CNETIRA_EERICE Y, A TIIHE AR v g & U TR R ERENZ
WEIT T AT AR a rE2ERRE L, ¥IT 0T 4 TH AR T g UiliEE
WL VIRa A N THEROBWEIT 7T 4 7Ry a VERKETLHZLT, BI7
IT A TP AR Y g VEAR SO R AR S RN, Rt EN S LR etom
WHENHEZ RT AN BENASIRIT S 2L 2AMNET S, 22T, KANEEKT S
O, LD 4 DO E % 3 E T 5 (Fig. 1-3 /). SR DT OO FIEZREL, 0O
AMEE I 2L —y g v L EERRIC L VGRS .

(VH)EFBEAMEOR L E Y v — 7 1K

EHETOBEAEDON B &P Y — 7 ORI A FER TR MR NG A2 RE L, REFIE
DEIEEZ VI 2 b— g v EEHRRICE VBEET S,

(2)ym —/EomH

H—/VEZ A BT D700, v VS RV EIEE A2 2 b o — 7 IS T TO RN
RAETREREIT 7 L LTHEOBVW R — L LA NEEYF LA FOBERE LTERIEL,
ZOERE L HliZEE) 2 EBLT 572D OREDHEFELRE L, REFEOFIEL
Vialb—va L EERBICK Y BEET 5.
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(3)y B P aHlT Sk = 2 MEBd OB 3

Ko X Mz rREL o RBHEE FIELEHT L7120, HEmt Y ORE W THEBO
ETEBEHET D FIELRREL, BEFEOAIMEL Y I 2 b— 3 » EFEHERRRIC
D MRRET 5.

(4)BFHHIEC &k 2 BalEneErE e b

fins 27 L& DA K 5 BAEDEEMERE D72, G-Vectoring filf#l3s L TNESC & D)
A RREL, BEFEOAMMEEL VI ab—r g L FEFHARIC IV BEET 2.

Chapter 2
Damping force control considering Chapter 3
vehicle tunability and jerkiness Damping force control
based on considering roll feeling
Bi-linear optimal control theory

Tunability Roll feeling
Jerk reduction improvement

Emergency obstacle
System cost  Avoidance performance
reduction improvement

A

Chapter 5
Cooperation control of
damping force control

and brake control

Chapter 4
Vehicle vertical motion estimation
method only using height sensors

Fig. 1-3 Issue and target in this thesis

1.4.1. WUt

Aolal, WFZERtG L Uiz 27 7 ORI L AT L% Fig. 1-4 (2R, BE @R
BT 3 Mok EFIEEE Y E 4 HOEE T o S mIC Sk L, B,
RENGEEE, I — LA b, Hilg#7e % #Hil CAN(Controller Area Network)2» H i34 5. Zh
LOEFEKICHE Yy 7 2B # L= b e —2 THEESEERHT 5. Bl
L-Hlife i 5%, SimcBRe &4 v ICl i shifliEy v 4 Ko
WCHAO LB EIT 2T 4 7 X ORI & T 2.
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Electric Control Unit Sprung mass vertical
accelerometer x3

Height sensor x4

Semi-Active Damper x4

Fig. 1-4 Configuration of semi-active suspension system

Fig. -5\ X7 27 T 4 7 X L 3 OMERIBR (A A& Tz R
WENZHET DHE ALV TIIEA Ry ERETEZORSIIICER I TN D, B A
bR EFENCEWET S & & (A a UAMPORINCENE), A M DF =y 7 30T
FRAC, WMAHE LT 2@ S, vy MEESOWA AR E LT, TR b L—HFn
HER—=ZANNVTHBLTEAR M TFTEAGEINLD.

EA RN FHENCEET 5 & & (ALY g UBERINCENE), BEA R TF oy IR
NTIEBRE, ZO%E BB HEA LT ZmiET 5. 7y RMERE Oy & L, il
BANVTHZB LT Fabb—2MEEND. DFED, X OB F A0 LT,
TS HIEL S L 7R D T2, T ORI S LT OB A RIS 5 Z Slck v EE L%
AZETHZENTE, ZOMBEIITY LV /A NICEIF &N EREIC 5.

Fig. 1-SODIWC® I T 77 4 7 X RO Rt %~ d.

FEARBN T ETRAE I LB L CROE IR & < 72 DM BRI A2 F50. BIEMRV Y 7 N
PED LA NTITIREE TR U CHRIBRIIC IR I3 8N~ 2 Rtk &2 Fo. Lo LB &
— REFPEDOSG A IR RIS ) NI U721, #RIBRIICIBOE ) 38092 & 9 ZesR 9
50ms &ISEMERE <, B A R HEDHOSAETITHR K 10ms T 3000N DS 3ET 572
D, WUNCHIEI L 22N Py — 7 RRENEET .
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. P E
p— D -1 -05

Body valve

0 05 1
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(b) Damping force characteristics
(a) Hydraulic structure and oil flow

Fig. 1-5 Semi-active damper
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1 BEOHEFEO 445D 55 1 DAz TY H L7z 1/4 BfE7 /L% Fig. 1-6(a)lZ = L, I
T 0.1 5 1 OFAITET D BRMGEE 2 51X EIEE £ TolERE% Fig. 1-6(b)
T, kY, BEEZE 2Hz LT OEEBIZ B W T mBiR O IREM R ZENMES, £h
LA b oo JE e s e Tl T T AR A R A B < & ARMER L OIRBMAENMR N Z & A3
L. ZED, WEEREED Ry T H R ERND XY, WEEE RIS T T
EONCHIAE T IULEEIE CORBGEFMEZWETX L2 Lo THD. £, T
EHIRAFIT OFE VD LA Primary Ride, Z3UEL EOJEH O F 0 L H1% Secondly Ride & I
W, BN D LA RBLT 5 & X LRI % 7 U E(Floating), 134 B3GR &1X
TR A & 2 2d%Busyness), 142 EARA T % 7 VE(Shake), ($RTFIER L D @
JE S % 2 vV E(Isolation) & FEA [63].

Primary

20

: : I
(G I A R R R b I

Sprung mass .

o resonance | L4 ! Busyness IShake: Isolation
S : ; I
% 5 ¢ Floating N :
- Unsprung mass
A0k 5 g TN LR
my, O 200 — ¢ =0.5 - I \Q
=03 | :
Ky il e | L
-40 I i 1

1 Frequency [Hz] 10
(2) Vehicle model (b) Frequency response
Fig. 1-6 Frequency response of the vehicle depend on damping ratio

14.2. ISR AT A
Z I THEIERICOWTHIT 5. MEFR & IDRIEZMEB AL T O

m
x = Ax+ZBixui (1-1)
i=1

TRDOEIND LI RVAT ATHD. Z0O XD IRIEZEF R & FFofl I 81%, 4=kt
GLLTWEEITIZHRRENTHY, (A-DHRLV LML D ICVEIERITES x=0
TAS u MBI OARAHIE AR E D, OF Y, BUEHIEER & VO CHIERI 2 %
THZEIEIRFARETH Y, HIFEEEAHE L.
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1.5. AKX ORERK

Fig. 1-7 \ZARGRSCORERL &7~ T

Chapter 1 Introduction
-Back ground
-Controlled suspension
-Research trend and Issue
*Subject of thesis
-Structure of thesis

vehicle tunability and ! I Damping force control
Jerkiness based on H considering roll feeling || ! [only using height sensors and brake control

Bi-linear optimal control | i

|
|
|
|
estimation method |
|
|
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L _______________________ i 1 |

iRidecomfoft _ _ _____Handling _ _ . . _ Cost oo Safety ... |
_____________________________________________________________________________________________
| 1] ] I |
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! Tunability : I ::]Lml'_:;['l“f:::mg' I of cost reduction 1! obstacle avoidance |
| Vimprvement | | P! | | v tech. | v performance |
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i Chapter 2 I [
1 Damping force control I i Chanbter 3 I Chapter 4 Chapter 5
I considering ; P | i Vebhicle vertical motion Cooperation control of
i L
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! |
damping force control i
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Chapter 6 Conclusion

Fig. 1-7 Structure of this thesis

91 FETIE, A0 R EFFENGETH DY I 7 7 BT 506175, 2o
U7z, e BRY, R XOBRIZ OV TRRZHED0THD.

%2 ETIE, SATHIROBE CH DL EETOBAMEOM ELHENAE LD Yy —7
DA Z BHAZ, BHRIE R I A < A/ L L O e — L2 MS7 L GOm0y
FE 2 HEEE U, 5 72 DITIIARRHE IS U CRERBUCHIIR T 2 FiE L2 RET 5. REF
ED Y v — 7 &R R 2 EHRBRC L AEARGE L, REFIEIIANA 7 v 7l
RO EHIIRVERE & A A 7 v ZHIFHLL DY ¥ — 7 2K L7 i8 B0 725 0 LA
FHELTWDLZ L ERT.

B3 BT, TSIV TR — VD ROV EIZEEY AN E R ST e R A fig
RT 5728, G-Vectoring il m— L « ¥y FERRE & v — VIRIEIE & g L = — VA R
WELIZEEY 2 E R UL L, ERAE U7 B R B & BT D I A AR E T S, RETF
HEDVIab—var EFEERRICEVAEEZREEL, HOOZFEETH 5 v —/ 2]
LCRITAD L5y FOEREL, T4 NCK D EREHICI VT, RERHIFIR & g
L CRETFEITIR —VEORMAE N2 & Z2RT

FAETIE, BEIT 7 OKa R MuARI L, SR ARET D720 08I & LT, IR
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B BN AT A LRERELFEZBRTL0ICEREE P OLEHNTHGO BT
FWAEWE T DREBHEFIEEEET L. MELLFIEEI R IA AT EREANPES
TOHRICBW T LR WHEERE 2R T 25720, Ak - HIEEB LYy v X7 v 77,
TrTFEATI T MNZEDEEENEZEL T D. B, BEE{L~KIGT D720, H
FHEB L OEEOL(LEEZER LV FARREBHEETFIE L 5. REFiEL, IEE
Y EHWEV AT AEREL, EEtrVOLEHORETIEIINEE Y 2 H0
T2V AT A EREOITR EHIERETH D 2 L 2 EERHBRIC L W #ER L, EEMEDRS
FORTANAT EREANDBEET DRMFICB DT HREFIEOFIMEE =T,

95 T, WBAAHIEC L 5 BAEREERE D E & B AIC GVC, ESC & & X7 7 A
A INEGE « FERNC X DEMEAFERC Y 22 a oV A NIRRT AR &%
& L7- iRk A 42223 5 . R 4 =L 7 3ERIC I\ CRENT, EHERMEEIC L MERE
BREEL, $RE L7-WFAml#EIx, ESC OA L i L CERARMGERIC 1T 5 i KisiE B %
M ET&E5Z a2, £, BRARBBHEREOE 25 m LD, GVC 7 A > Db
TV, il b L7=GVC 7 A A AnD Z icky, mlamBfdzm LT b 2 & 2R,

BBIZE 6 TR W T, R Ofimzilt5.

ZE R L O Fm S B ka2 BRICEEHE T 2.
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F2E DB REHIEICE S REEEML Uy —27 2B R LT

=1

2.1.

ILC®HIZ

AWFFEICIBNTHITER G L Lc® X7 7 2 Vi Rbtom BIZBI$ Sk~ ZebFoEay /e

ENTWD. REICIZA A 7 v 7 I 21173

DI, WIS DR X 5 T Lo AL

PIRETH 5. £z, FERIE Hofili#]l [641038 % SHiE S omWilRIEZ FZH L TR0,

A CITIERIE T

Table 2-1
£ ROWEIFIZ

EICEVREGICT =
HlE(BLQ HilfE)Is & OFEBIE FRIFIEIL, HAZER LT U v FHERAR Y U v F A%

FaERBITREND D20, il
NET T THIER Z /G LT25 A1

THIFE O H HIER TH D [34].
(2 E 2R R o bel 2o
WETAHEODFEREF 2 —

LY, AhA Ty 7 IXHIERGNHE T, KT
SV TR ANA 7 VWERREEE T 5H T
=V TN TE DD, FERRIE Hooffill 10 H5 i il 11 (LQ il 1), XMHRIE it

WELY — VOB TOFEIIHELL, TrE—7
e —7, v—)L, By FOMILEASITE HICH

L 72D, LUy 6 BLQ HIENIHIEEREI N A DA 7 v 7 L0 HMETH I L OD,

T ORIBEAR O S ZENTE, EI 77 ofl#ElE LTOREN TH DL EEZ B
5.
Table 2-1 Comparison of control low
Contents Sky-hook Hoo LQ BLQ Nonlinear Model
Control Control Control Control predictive control
MIMO + 1R 158 158 158
S Not Applicable Applicable Applicable Applicable
application .
applicable
++++ ++ e + +
Gain only Frequency Weight Weight Weight
C(()ir;tsrioller weight Linear- Model | Linear- Model Non-linear-
en Linear- Model Model
Horizon etc.
Bi-linear + + + +++ 4+
system Not Not applicable Not applicable Applicable Applicable
application | applicable
+++ ++ ++ ++ ++
Tunability Gain Calculation tool | Calculation tool Calculation Calculation tool
on vehicle change required Riccati required tool required required
testing inequality Riccati equation Riccati
equation
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% 2T, ARFETIE BLQ Hl#l [29NZHES & K BT & v — /WIS L7CHlElR 2 2 hTh
ML TREEFLMET D22 B LT, TORGLIEETA » LIRT A Ol NT A =4
BRDTA VAT 2a— ) T NTG A—=2T5 UTHITEINT A —F AR L 0 ko
DA AT Y a—=) T ERENTHIE TTFa—=r 7 Homn Ex2XY, FITHRhHEE
2 U7 R R B IIR 2B INT 5 2 & TH L omW R LOHIMERE 20 > 72 & 7 7 il
FEZRETD. #ETLHLEITV7HEHFEONT, ZOFIMEEZ S I 2L —Ta &5
HERBRIZ KV oRT.

22, AIA T v rHIE

RV DHIFHIE & L TRERR AT A 7w 7 HiliNE, 1332 b & EROFIZERY 11T Sz A
AT 7 ZROFRERBRWEICEBRL, ZORIA T v 7 XU 3OE %13k
CIERTHIZIRY AT 2T 7 F axz— 22 Ko TREWICHASE, [XTR EofliRM L
[l LT 5HIETHS.

Csky

L L
my, mp
ki ks
t
m;
ki

Zt 7
m;
A k, A
20 Z0
(a)Sky-hook damper (b)Sky-hook damper control

Fig. 2-1 Sky-hook damper control

ATA T v 7 HIE O BEEEEE T Fdg, 13 Fig. 2-1(0)D 1/4 T T VDR EE AL T v 7
WS Coay ZHHOWVCHAT 2 &, WA TETZENTE S [21].
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Fdsky = Csky ) Zbr if Zb(zb_zt) >0
(2-1)
Fdsky = 0, if Zb(zb_zt) <0

Fig. 22 [ZA A 7w 7 W55 L AR E OBRE =T, Ko FEHRITRR-DF D%
TR BT AN A 7 7 WBIRIHE D & Fdgyy = Coxy * 2p & LIZIBERFES S ARRHHE
DOBRER LTS, FHFOSBITIRQ-1) DB Y 122, (2, —2,) DAL DA T 7HO
B2, FARP)IITHEFEREEr L LIZGEE R LTS, LY, AA 7 v 7l

TIIAEHE R ICB W TN ENNERE L 70D, DFED, BEINBE LY ¥ — 7 BEOR
T UV RENT ERDND.

3000

Controllable

2000 | Uncontrollable

1000

-1000 -

b \

_3000 1 1 1 1 1 1 1
-04 -0.3 -0.2 -0.1 0 0.1 0.2 0.3 04
Relative velocity [N]

Damping force command [N]
o

Fig. 2-2 Comparison of Sky-hook damping force command vs relative velocity

ZDAIA Ty 7 HliEE BB EHOE I 7 7l & L TEET H5E121F Fig. 2-3 IR
FTEOICHERT L ZENTE S, KmoiEi LK E,Wﬁﬁfkiou~wv4kiﬁg
1-4 R T RN LIS LERICESE A IS, BAEMICIES IO LT
(T4 b BT 25y UCoReD, R BN 2 oy LTk b, m—Lb LA b
(XA EROIZ A B O A A 2 % e A TR BERECEl - TR 5.

BHLZEREDO ETFTBIOa—L LA MK L, AL T v P A ERREL, &
MNED ETFANA 7 v 7 BAERET) &R MNE D — VAT A 7 v 7 BAERET) %R
L. RRICENADEME L, ZOHEEEEEA N EEL 2D ~ v SIS LENE
TEPRESND.
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Sprung mass
vertical velocity FL + Current command FL
Csky Fr Y=f(D.F.,P.S.) —>

Piston Speed FL + ) *

\ 4

Sprung mass
rolirate CskyrollFr D.F. command

\ 4

Sprung mass Y c ¢ 4FR
rtical velocity FR urrent comman
vortea veorly »{Csky Fr Y=f(D.F.P.S.) —»

Piston Speed FR

Current command RL

— e,

|
Rear controller  'Current cé)mmand RR

D.F.: Damping force
P.S.: Piston speed

Fig. 2-3 Sky-hook control block diagram

2.3, fHlEREGET

Fig. 2-4 (ZBA%& L7-HE R OB E 2~ d. B Sl il B R (LU T BLQ)IIZ S < & R
77 BN B EE IS LTS A VA Y a— ) T A L, BEIREEREOHEE I ITIE R
BN &R Y OfE S A iz, BLQ HIEFE S IIEER AR BRI A T SR E A K
VRIS UCHIBEE S M IE S, & o SREEA LR L~ v IS X 0 IR B Ak
I, FOERMEICESE X A_OBEIBHIESND.

Disturbance(road, inertial force)

n

Damping force Vehicle >
.| Semi-active | ’ Sprung mass
Control “|__damper X vertical
current BLQ oSt . B acceleration
Controller ¢ ate estimatorj«
Damper Damping J
characteristics map [« coefficient ]
Y=f(D.C.,P.S.) limitation Road |
A y Y estimation Relative
Piston Speed displacement

D.C.: Damping coefficient
P.S.: Piston speed

Fig. 2-4 Overview of control systems
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2.3.1. fHlEREET IV
R EE A G & LR REE T VICIL Fig. 2-5 1SR /4 Bl E T VA A L7z,

Iﬁl m, Sprung mass

my Unsprung mass

A k,

Fig. 2-5 Quarter-vehicle model

ZIT, BHRDOM ETFEN & zp, (X3 TFOME B TR Z 2, BT OREXE TR % 20,
HAREREE mpy, (TRTER m, HEREIRTHOIRESZ kK A VIEZRELE b, F
PR T ¢, RS ITRTHICEBSHENEZ fE LTS, 22T, iFRE—FRaTH
DI N % 2, 1 XHT—EE B ORI ENLE 20 & T 5 &

Zpe = Zp — Zt (2-2)
Zeo = Zt — Z (2-3)
Lien. REGTEAE
X =Ax + Bu + Gw (2-4)
y=Cx+Du

L L, %ﬁﬁ%iﬁ%X= [th Zb Zto Zt], Hjjj%y= [Eb Zb Zt Zt], s iﬂikﬁi@TF’aﬁﬂl
B<HTT u=F, WELEITRTEHE w=2,. L LTW5. Tz, REFENOKERIX

[ 0 1 0 —1] [ 0 ]
|_ﬁ _c L [ L] 8
_1my my my _1mMy _
A=109 0o o 1 ’ B=1" ¢=1_1
ksoe ko e 1 0
my M my My mg
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[ s € o ] [1]
| m, my my | my |
_1 0 1 0 0 _10 .
¢= ks c k, c ’ b= 1 (2-5)
_mt mg -mt _mt _mt
0 0 0 1 0

THD. IRITAKH

=
e

HEREHE T L 2 O T2 HIRGHI DV TR~ 5.

2.3.2. B EMEHIEERICE S L TESRIERORG
BRI B B A PR |2 D < B TFEENHIEHRMAT, EF BLQ LIET)DRFHEIZOWNT
BT 5. BN OREETFERATIERIE ) £ &2 T8, BB Y AT AOBEITIEAT) &6
PR u L LTS . LoT, (Q-HRMBLUUTO L 9 7Rt citkEns.
x = Ax + Bx*u, + Gw (2-6)
ZIT, X IIREBEE x 2B DEBO OGN f 2 BEEREAT] ue EAHHE TET
LD X HITh B,
f=ud, ~2) 27
£oT
¥ == (2-8)
Thb.
—HRICAABABNTH % HE IR BELE D HERLK & 72D DT, FHEBEIEITHFFiE
TRINEZXQ9YEHNS.

T
Ju,) =E {J-[xTCTQCx +u.xTRx"u,] dt} (2-9)
to

7220, QIRIRBEEICNTDEATHY, RITHFEATNINT 2EATH D, AL TILE
(RORERINMELE, A, HR-1TR TR AL, 13T O, W, X3 F-Fi
AR ENIC B AT L, 2006 OIRE) 2 AR 5 filiHds 2 5G4 2.

ZZT,

Jwd) = umci(g] (ue) (2-10)

LR L) EEEAT ul R D, FEROMEE XA FI v s TIa I 07tk
TRE, AN ul ITEFHEEEZ D LR L > Ik 55 [29].

w = —(x*TR) B px (2-11)
7L, (10RO p I3k o S EEMTH 5.
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0=A"p+pA—pBRB™p + C"QC (2-12)

2.3.3. m—)VEBFIEROFKE (=2 —/V BLQ)

AR O _ETEBOHIE R & FERIC LT, a— a2l 2 PEREHIEERICE S m—
JVEBNHIERAT, 7—/L BLQ LWEIARENT 5. HByET VIE, SFEHLE SRR &
i T EEIR L OV e — LEE) A ERCE S FEE L T 5729,  Fig.2-6 (Zn 3 b EE)
Lo —/VIEBORZEE L= 1 AHERERES T T L2 .

P

9

Wy
Fi (ks Cs| F (ks Cs
l@§ kstb §

xozT o . Txm

Fig.2-6 Half-vehicle model

2T, HIKOw— A, WO COM ETFENM A EILEL X0, xo, BAR
o —/UEMEE— AV b & I BEERIZRTEOIERERE b, A¥ T4 FOIXRERE ka,
Z U NBERE o, BURLITRTRICMH < EAWm TOSN & F, Fré LTV, Fig2-6
X v o—JrmoES TR,

csL? ks + kgp)L? L L
1§ =—= ¢—LL7§Q—¢—EE+EE (2-13)

cl , . . (ks+kgep)L
+ % (X0 — Xpo) + SZ—Stb (x10 — Xr0)

LEHEND. REEFEAE
xroll = Arollxroll + Brollxroll*uc roll + Grollwroll (2-14)

Yiou = CrouXrou
LD, D THRRIEY AT LD TSR L X T ENICE < ZEA TR TOI T E AR O
BRI ¢, o1 & AT N ENOMREELY — %, —Lp — %, TET ERXD L H 12725,
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Fr=c.(Lp—x) (2-15)

Fy=c(—Lp—x)
TIT, REEHEw =10 o, X" =[Lop—% —Lo—x)T, Hh% y, =19 @I,

&ﬂjj % U; rouu = [Cr Cl]T, - LT%EL% Wiyoll = [5(;« —X‘l Xr —xl]T&’é‘é L. %ﬁ.%ji*%ft@
HEHRIT

_CsL2 _(ks + ksttb)L2 __L i
Aoy = 21 21 Biou =121 21
1 0 ) 0 0
g (ks + kstb)L 1 0
Grall =121 21 CTO” = [0 1
0 0 , . (2-16)
L.

ZOREFERL Y, HEROr— L, B—L LA MIEAFTL, ZhbOEE) 2K
T oM 2 RE T D70, L TIRBIOHIER & HlH & R S HE A Jud, . % K 2
&

[ T -1 T ;
Ueron = _(xroll* Rroll) Broll P, Xroll- (2 17)

L%, ZZTpalFIRADO—FEEMR TH 5.

O = AmllTprull + prullAmll - pmllBrullRrullBrullTprull + CrullTQrullCrull (2-18)

2.34. EEMM EZH o7 ETF BLQ & v—/V BLQ DHiA & EEH L~
W ClTd A VAR a—Y T

EF, m—AZn s L CHIER AR L), ThbEeRATILERDD.
2T, EF, B—, TNEROREHEANZRERL, WEHE LT ETFyLa—
Moy IR U CREROIBREARE A RO DM & L CHIlf = & > 7 % Fig. 2-7 O X 5 ITHESE
L7z, ZZ TP gsp IXima %k 4%,
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| Current command FR
F—>

C V I look up table

T
x* ! Heave controller front left

X E R-IBTp 50

I
I
I
i
I
' Current command FL
I
I
I
I
I
I

C-V-I look up table‘

Current command RR
—_—

Current command RL

Fig. 2-7 Heave and roll integrate controller block diagram

ETF vz 0N oKEHEATIXQ2-11), Q-1 THLHDT, TRENENLEN
%ﬂ x’ 5 X" ron ff%%‘j—é Z & G:.J: D

xTud = —R'B"px (2-19)

x*rollTugroll = _Rroll_lBrollTpm”xroll (2-20)
ETED. 22T VRO x (T ETFREFMUEF SO EE x” & EZ D Z LR
T&50T

(2-21)
Ta,0 — -1 T
x Ucron = —Ron "Brou P, uXroll-

ET D, INBHDORK (2-20) , (2-21) OLEIFARREE IHEREE RE LBENEO D
DTHLHOT, ZOHDOXEHNTHwROBMENZENT L2 &L Lz, v— Ll 0
XU o VX OIS & 72 D728, FDEE ZNE A O BTl O T &
%Lf%%@ﬁ%ﬁ&?é.:@iéﬂbf%ﬁbtﬁﬁﬁﬂf@ﬁﬁﬁﬂ WTTH % R
Hd 52 L CHBEREIRS 2RI T 5. ZOMHIZ 2.3.5 THIC THRIR T 2 IR ECRIBR 2 410
Lo R e A C-V-I ~ v 7 (AR —AR R i — ) A5 Z & THRAE
MEFRHL, KRoOL L ESHEETD.
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Z Z T Fig.2-7 ® invRBp(gsp) , invRBproll(gsp,)iX(2-19) , (2-20)X 434D
—R7'B™p, —Ryou "Brou DProu ZRLTEY, gsp IXEMOIRENIRIEIIGE U7 A v A
2— U TNIGA=HThD. ZOgsp DFR/NIIECTEID Y TENT=7 A > invRBp ,
invRBproll % ¥ LW 2 H 9 5. gsp 13 Fig. 2-8 \RT & 9 KO HE & o HE =
o iER EIRMEOIRE 2 L, ZOIRE L ~/UZJE U T gsp BT 5 K O ITHEEE L

7=.
BTUNEINBES . o i Gsp calculation
resonance Vibration level calculation
1 [ —— —_—
- t d T IGSPh.- ¢
N\ | eiete b T heti
[ [max 0 T
Band pass Abs - Heave

et calcguslstion ooen

o
—— - Roll
[

Fig. 2-8 gsp calculation block diagram
Fig. 2-9 ITIRT A VB L ORE T A N gsp RE LTZGA OB Z RS, gsp IZRTH O ET/m

D 4 DDfEEFFD, TNTNORIEG D7 A 1% GSPh OEIZ LV RTEFHETH 572
, GSPh & EHT 5720 THSITHEAD HETH S,

High gain setting

Low gain setting

g | I el g 1 T====
o 1 8 !
> 0 = 0
1 1
L L
0 Time 0 Time

Fig. 2-9 Example of gsp calculation setting

Table 2-2 (ZIREFIE LICRFIEDOBEAEMEZ B LI R ERT. Fa—=0 7T X—
2%, WEPEDEY Sky-hook il & Ll U CIREFIEIZFRK TH L. £z, EFLr—
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VERIRFICEE L2 12 iz H L7e BLQ flf#i i, EF - m— A &ML TFa—

YITTHINETA ATV a— ) U ZIFEHATE WD, EAEZEETHEICERY S
v FHRREMHL VERDH Y, BEF 2 —=0 JIRCERY —ANBEE R D, —T, R
FETIEET v — V&ML L CEFHLTA AT a— U REEEHA L2720, VD
v FHRERZ S MER 72 BT v —/L &ML UTHIERD GSPh IZ L W Fa—=" 7 /HE
ThVY, ANA7 v 7 RAEOHEEEEZHLTND.

Table 2-2 Comparison of tunability

Proposed
Sky-hook BLQ control Gain scheduled
Contents Control
(Heave + Roll) (Heave + Roll) BLQ control
(Heave + Roll)
. 1/4 Heave
Vehicle model None 1/2 Heave, Roll 1/2 Roll
No. of tuning 4 9 4
parameter
Independent
Tuning Fr and Rr,
Heave and Roll Possible Impossible Possible
without solving the
Riccati equation
Calcul.atlon tqol on | o required Requl.red fpr SOIV}ng the Not required
vehicle testing Riccati equation
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2.3.5.

Ty — 7 EBIE I o TAEE BTG U 7z B AR SRR

Z ZTIE Fig. 2-7 PO copo ZAARBEIIE CTRIEL, ANA T v 7 ORETHL Y ¥ —7
AR L SOl HRIERE & HEFRF 92 FHEIC W CEBI 9%, Fig. 2-10 ISFERFSEE 125 U 7280526k

H#IBRFVEO DFD & HWE R
BLQ controller

X , Damping
u=-(x'R)"B, px = > Coefficient
Vehicle command
state

*
X Piston speed

Cmax

Piston speed =0 : Cmax = Small
other : Cmax = Big

Jerk reduction
Body control

i Damping coefficient
upingionc: P ping : |
" Improve Ride
G 1\
/ \ smoothness
/ \
:'l . Cmax(x")
1
I’ —————————— *
———————————— ] - % x
/ Piston speed Body
-’ control
———————————————— x*

Piston speed

Fig. 2-10 Damping coefficient limitation depend on piston speed

TEARBGHI IR & BLQ © AR /1 Fdpo 12(2-8),2-11): kv, WA THEFTZ LN T 5.

Fdpo=ul- (zp—2), 0<ul<cpmax (2-22)
22T e TEBREHIRETH S, LLARND, —EOREREHIR T S50
WHITRMEREZ EBLT 5 Z I3 LW & B 2, BLQ #lEFESICX L CER R IS T
BEEREHIIRE 2 AT RIS T2 2 L TR OEmWHIRMRE TE D L& 2. RERLIE
BRI DY HZAT K o TE U DIRBNIMXHEE N 0 (5L THRAET D720, FxhE
FEDMEWE AR O R EHIRE & 372 2 & CRED OB ME L, fHxHHEEN S
HREREEVIS I RREHIREL RELS 752 L THIREEZEDONLHT2DTH 5.
AARETFIED Fdpro 1T E A Nl BEIZIS U TSR EHIBRAE & FIZE & U7 cmax (Zp—20) £ 0

RATRT LN TED.

Fdpro =ul" (Zpy=2), 0 <ul < Cpax(Zp—2) (2-23)

AREFIETQR-23)NTART L O ITREHEA I Y 2 v X 2R T 570, fwthiEsk
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baR, BECEIT 7T 4 T X0 X IEEIZ L o> THIAETE DWEITHIKIN H
L, EM EEFMERNEZ X2, FEAEKOY 2 v 2 2Q- ) ATERINDIADA T v 7
TR Coy WM T2 ERATET M TES.

Fdgy = Cay 2 0 < Cay < Cmax(@p—20) (2-24)

Z 2 C-23)A A5, BLQ TR HIEE T ul & AR (2,—2, ) DRI TR SN D 72
b, FXREEED 0 DBFEITIE Fdpro H %7701 ﬁé.ﬂbf,aagﬁwxﬁ47y7ﬁﬁ
FREE Cooy (ARG U2 Y R v # & L2 B A I8 W T, BER R HI TR a1
FARCHIEa EHENE 2 HERF T 5 72012 0 X 0 REWEWBI 2 1 2000N/(m/s) R ) % 3% &
D128, FRHRED 0 DFE THFdgy T 0127225720, 20720, RN 0 (T
T DB OBEEHILTER2W D U, AROHIEERIME T 5 B2 biLs.

Fig. 2-11 {ZHAHEFE (206 U CREEREGRIPRE 2 7128 & L7- BLQ #Il1H (Flh) & A A
7 v 7§l RERR) OFENENRIETES 2R E R DRSOV Y 2 RIC BT
Lt T, ZE D AIA 7y 7 HHFEESIEQR- DR OFREE=0 12351T D Gt ik %
BT HBBCHESMENEELTLEY. Uk L, BLQ Hl#EFESITIE A b sl IZIR U
THEREHIRZ AL L L= BIC LY, EX P rlENRRKE L 2D THRAIC
HAERELTHIETHEANOLDENIHI CTETEY, WHNIOMENHIFTES.

Damping force command

). BLQwith
)~ P.S.depend DCL

Piston
velocity

Sky-hook ~ /

Fig. 2-11 Comparison of damping force command vs piston velocity
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2.4. fENTIREE

BEHEHONREMRT D20, VAEMIIEIT 7T 4 72 _ET IV MIA T
T NEHOCTHAE L. 1/4 BHEE7 11E Fig.2-6 (R LIZHIHEETT L ERLETH 5.
BT T4 THENNET VR MEETAVELTETMEL, VLT (AR N, AT 1,
Y I T 7T 4 )OI EZEERMEE look-up T—T7 LV E LTEBELE. Y al—Y
3 NIHWIZEWET L& X RET )V Dkt % Table 2-3 (2, g U7 ill##1HI 4 Table 2-4
IZEnEThRT.

Table 2-3 Vehicle and semi-active damper model parameters

Parameters Value Unit
Sprung mass weight mp 488.1 | kg
Unsprung mass weight m; 56.9 | kg
Suspension spring stiffness ks 32300 | N/m
Tire spring stiffness ki 272100 | N/m
Semi-active damper switching response 11(Rise)
- First order lag system time constant 2(Drop) e
- Dead time 5 | msec

Table 2-4 Compared controls

DCL
No. | Control
(Damping coefficient limitation)
1 | Sky-hook -
2 Low(2500N/(m/s))
BLQ
3 High(10000 N/(m/s))
(Heave only)
4 Piston speed dependent

Fig. 2-12 |2 A ) % (X EEE B # & &7 1.25Hz 1E5%H, #RIE 0.04m & L CHiF
Brifzex b oadfE, HIEESE, BEEE L ONER B « s « 220 ORR I
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EaErRT. INHORICBWT, BERADA 7 v 7§, §F— 28408:BLQUE DCL 3% iE);
TR AEH:BLQ(E DCL 8% E) ;#kAl#R:BLQ HIlEI(E° A b s IZ)E UC DCL A[ &) Z /R LTV 5.
INB XY, ZIA 7y il KOO BERAREHIIR A 5 E L 72 BLQ i3 Ehmd
R LOEM MRS HHREEE N OOV vy — 7 BREN LD L. —JF, ROER
bl R 2 3% E L7z BLQ filflxiZa BIsE S L OEM A K E SHEERENL 0D, Yy
— NS N ERDnY, HliRMEE Vv — 7 IRBUZ XD 60 DM TE TR
e LU b, BRFETHHEA b BEIDE U CRE AR R E 2 a4
& L7z BLQ NI A A 7 7 filliHlF X O\ IBELRERHIIR 2 3% & L 72 BLQ HilfHE %
FIRVERE &, RV BEAREHIIR 2 3% L 7= BLQ HIf#l & AL LW b & 2B TE TV
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Fig. 2-12 Comparison of time history data on 0.04m sprung mass natural frequency sinusoidal input
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Fig. 2-14 Comparison of time history data

on 0.001m unsprung mass natural frequency sinusoidal input
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Fig. 2-16 Comparison of time history data on pitch and jounce road 54km/h
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Fig. 2-19 Comparison of floor acceleration PSD on swell and head toss road 73km/h
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Thb. ZZTHIBEMOATY VI BLOS v ABRETH O THD. ZOR%E
FLODLEXADEIITHODLTZENTED.
2',,] [1/mbw 1my,  1/my, 1/mbw][fﬂ1

6 =l /1, =l /1, L/ L/L, (4-2)
/2L, —1,/21, 1,/2L, —1,/2I, [;IJ
rr

%
Z 2T, HoEa b — BE AN E gk TDH EKERTAT Y 7L H SRR
T L8 fE, FwOIXRR S, AZERNBEIRT U ROBEITHDLZ LD
fri = —ksZpos1 = kstvr (Zvos1 = Zbosr) = fa(Zbogu, is1) (4-3)
frr = ~ksZpogr = Kstof (Zvogr = Zbop1) = fa(Zvogr ifr)
fri = —ksZvort = Kstvr (Zvort = Zvorr) = fa(Zborv, i)
frr = =kszZporr = kstor (Zborr = Zbor1) = fa(Zborr: irr)

Thd. ZIZTLIIBWMOETME, f;(Zpew )ITAT 2 X0 — BRI O 2.,
W E L, HAOZBEAE LB THY, MRmTNETnoeITrT7 47X 850
B A N B, EIRICKHS L7z ) & FiiE S 72 Look-Up-Table(RiiiH, M) Hu
2. ZRED, BECHEAET D ALITIEA L TR ORI ZE N 2., & ARRE 2, 7B
ThhIHETE 2.

Fig. 4412, L NN 2HET LT 0y 7 2T,

; : Coil spring and f
Height sensor signal
¢ & Zbo* stabilizer bar force

calculation

f‘d*

Damping force

Damper control current  I* > calculation

Fig. 4-4 Spring and damper force estimation of each corner

ZOEIICHE LMl E@-2)RURAL, ETF, EvF, o—/LOIEEEZHEE LGS
THZ LRV FEAHETDH. 72720, BRI CIIEMREIC LY, #HELX S
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ESHET DL LITTERWED, WEREEDONA S22 AT 57 4 VX
BB K > TIMREE D B 2 HEE T 5.

44.2. HEZL~DOXIG

FIREIE R D8 T A — 2 BT, 50 % FIV 7o SR AR HE T 12 35\ C I s FE oD T
1k, SISV CIMERERN I LT 2 B0 5. APROE TR LEZL IS~ 7 4
VB ERRE B R RERE TN A RAT 2 HABRE NN, T A— 2 EBHILY
WIS HE ML T B AREAS & 5 . Table 4-2 (C /2B /T A — 4 & Z OABYATREME 4 77,
ZohTIEh TR, REAMBLOWMYORA TS LICE Y KESEBHT 5. 22T,
HRREHEE RIS B W T R ZL A EHEEET 2 2 L CEREOm 2] 5.

Table 4-2  Vehicle parameter and risk of variance

Parameter Risk of Variance
mp Sprung mass High
ks Spring rate Low
c Damping coefficient Low
my Unsprung mass Low
ki Tire spring Low

WIEEBHEE DO EICHOWTIAT 5. Fig. 2-5 © 1/4 HEET VL0, EHRS04H
WEZZ D EPRERZZBETE LD TORD Y LD,

AFsteady = KksZp; (4-4)
T I, ZEHURRED) b OEF IR SN E A sronqy, ERIZR T OIZRERE &, 1372 k-
(XTI O EN 2 2z & LTWND. BRI IEACAFpoqayl®, HEZELAM,IZ K> TIH
ELTNDHEBZDE, EHMEEgEZHNTUTOX IR,

AFsteady = Amyg (4-5)
SF Y, TR EEEENAMILE-4), -5 E VR TETZENTES.
Amy, = kezp /g (4-6)

ZhE&y, EEtrbroEEEN 2 OEFKRTE R —/ AT 4 VAKX VHT 52
ET, 1Y 720 oiFh FPEEE(bAm, 2 HETHZ LN TE 5. 2L, migin e
Bk XBRDOR— R TH DT, BB CRRLNTA—ZEMHEHAL, o=
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FE A i D'E %#%ﬁ?ﬁb HEELDE TS zo (T TROTFEMEZER+ 2. £, N
Yﬁi S L ORI W B E AL AET D720, IEGEE F 7= 13 hER LTb\éiEA
Ei%‘ém%%iﬁ#é LT, RO IR S, £ LT, HEEERITIZTh EARE

@fmﬁ;% o EBIRERO 1 852572 0 OB REE(bAmy,, Amy, & BT 2 EICE D, UTFO#EY
5.
Mpy = 20my; + 20my, + My, (4-7)
F I HEE R T — VBN, HEEEIR Y FEML I R 070, BEEICHEIT D &K
EL, UTom) HHT 5.
= Mpw /Mpw I (4-8)
= My /Mpw I (4-9)
Lo, #EE IR HE By, HEERET — VIEEET, HEERRY Y FIEEZT, & LT
-D)IRAT D &
Zy = (ffl + fer+ fr t frr)/ﬁlbw
0 = (=lefr = Ufpr + bfu + Lfr) /1,
b= (L= o+ f = 2 £, )
L0, ZoXEHWVIVUTEEZABE L CHEl L FEENHEETE 5.
Fig. 4-4 |2, L TFhHEHEEEZH O CE ETFIEE, vy FAINEE, o— MK
EEENT7ay 72 LT, ZOXIZHEMN LIEEEZFHR L7 ¢ L X 0BT 5
Zricky, EFEE, EyFLAh, v A MNEHETHIENTES.

I,
IZV

(4-10)

Vertical force f°
» Sprung mass .
heave acceleration 1/s Estimated
. N vertical velocity
> calculation
» Sprung mass .
i i : itch lerati U Estimated
Estimated sprung mass iy, . Pitch and roll | pitchacce e.ra on s pitch rate
inertia calculation g calculation
» Sprung mass .
llp gl G 1 Estimated
| roll acceleration s roll rate
> calculation

Fig. 4-5 Vehicle mass compensation for vehicle vertical motion estimation

4.4.3. INEGEE L OSEENC & 2 B2

RS 4 AN ATCARE T 2B & OBERNC & 2 R BI/ERT 2B hic ko, 75y
PRIV TC bIEA L L IER FHOMEMAELT 5. L LAass, Fig 4-6 105
+ 5 AR B OB B BT % Bt L E B DL B IE, IS & ORI

65



L7-ESEETH 50, BWEADTERT 5 EHEGELRONTHNERVE WS EE LT
MER S D, DFED, MEeEF X ONERNER L7z Em b a ZEE T, andoHEE %179
EIMEOR R L OWERNC K 2 HmA b2 T~ TRmANICER LIcbo L LTHESh DT
W, HEERBRENRKESHAEL, ROOLHMPELLTLES.

Vehicle Motion from
Driver Maneuver

Relative
Displacement
(Height Sensor Signal)

Road Input

Fig. 4-6 Cause of relative displacement change

T, RIANNANNTERK T 2 IB0EF L OWERNC & 5 Em 2 bz Rt - BINEE O
HE, EEmtrPEENLZOHE LIESZERET S 2 L THREADEROHE S
fbzhhiti L, Z okt L7emANEROESZ(bZ AW T 441 HOHEEZ MWL Z L L
L.

Fig. 4-7 \ZHIBGHBEIR SC B E 0 7 v 7 [ a2~ 3. IBOEBER 58 L 5 dm 28 kld 3
(R - IR OHEE L, RN OB EBET D708 I 7 7 X U ~O&E e
Th, HEEMEZBET D20 442 THE LZEEHEHEL AN L LTHYTWS

Height sensor signal Zp9 +o
> . f

Vertical force
Damper control current i calculation

L 1 lerati P Relative displacement
ateral acceleration g Eimation due to

Longitudinal acceleration—» lateral and longitudinal
Estimated sprung massﬁlbw—» motion

Fig. 4-7 Block Diagram of Dynamic event compensation
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PAINEOE 3 X OERNC K 2 B @ Z b OHEE FIEIZ DWW TR 5. Injdas s L OeElE
WX DHEESEZRIIMERBIB IO A v a v VA NIRRTy v X T v 7 H
BIORXT U TFHEATAI Yy ML TRETDHEREL, WEEEIER IO A~
varyUAANNERTAIHERENL, XATEEZEALZET 1 AHEREET L
DOEBLEMEBESEL L O A a4 A MVICRRT A a2 L LTEEL,
ZON N EETEIBFEXAES ZLICIVREET L L L.

Fig. 4-8 |Z/~9 1 HHJED 1/4 €7 /L&A L7z,

b

L

Sprung
mass

mp

Z0

Fig. 4-8 1DOF quarter-vehicle model

T T, HHR DM BN A zp, BEIEIOME BN AN A 2o, 1 85272 D O HIKE B A m,
HERITRTHOXRERE k& 2 NBEREE ¢, EIRBHA D Z il LTS, 22
THER R,

myz, = —ks(z, — 20) — (2, — 20) — f}, (4-11)
ThHY, BHAT zg BRI D &,
mbib = —kszb - Cib - flt (4'12)

INEY, BEERIEA fim AT LT, EBFEREA4-12) %2 < 2 &I X 0 g &
OBEENC X2 HEEELE RO D ZENTE D, 22T, Ak CHEMB TN RRD Z b
A in T A 2N ENASL T BT, 4 BlSTCTH T fi 23R8, ROTAT) fi % 4 TSI H
BLEBFREREZM ZLICL Y digosEEmElbERD TN D,

Fig. 4-9 IZFERIFFICRAT 2 HEA L Z RS, 2O LD ITBEENICK Y, JERISMUO HE
PMEL 720, FEENRIOER TS 225, 2 OEESZEIHIEE IC LA WEBE L 2 1 ¥
BENCERNT VY v X7 v 7L D20, ETREINETNMEBBIEL VY v %7 v
TN ERIEE» HENT 5.
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Lateral acceleration

Fig. 4-9 Relative Displacement from Lateral acceleration

I CHUIMEEAG, s?], LR L ELAECOESE h, [m], Aifge
—LEUHESE b [m], Blin— AU X ESE by [m], Bl EREEEEM,,
[kgl, bl FiEZL, [m], Ao —2 MRS 267, &ime — VMRS 26 85
&, BRI X 2 AT& O BB RAF,,r, AR, ZRATRI LR TED [71]

My l (4-13)
AF,,; = 3wy<qh,+%hJ
MG l (4-14)
A%W=J%l<wm+§m)
w
7272 L, i e — VEIPERL Y G, il e — VIRIPERL ) G D BEER I
Gi+G =1 (4-15)

ThHD.

CxvXT v T T = AE AN g VA A NVICRRAL, A YOI H0T
bHbH. EIT, XAYNEEMRHET DIITZAYEEVANS XA YET VE W TH
ETHFEND DN, KRFEITEEERREO B EELEHE CXIUIR WO, & HERIE
(BRI E & & A YRR BIBIR R D 5 S ROE L, BIMEE»DHE T 52 & & L.
F£72, Fig. 4-10 IR T RIICHA YN LY v vFT v 77 4 —AZHONTHHAIBAKRT
KTZENTEDD (74, INHOBBREY Vv v X7 v 77 4 — ZF, (3HINEHEIZ

BLTRETDEEZDZENTE, WK THEHHMNTED.
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Juck up/down force = Tire lateral force-tany

Roll center

,,,,,,,,,,,,,,,,,,,,,

re lateral force

Jack dup force Ti

Tire lateral force

Jack down force .

Fig. 4-10 Relationship between Jack up/down force and tire lateral force

Z 2 CRUIEEEASG), > 00D & &

Fiup, = PCg, Gy, (4-16)
Frurr = —=NCg, G,y (4-17)
Frun, = PCr, G, (4-18)
Frure = —NCg,G, (4-19)
Z 2 CHIIMEENG, <00 & &,
Fiup, = NCr, G, (4-20)
Frurr = —PCr,G, (4-21)
Frunt, = NCx, G, (4-22)
Fjurr = —PCR,G, (4-23)

ZITpc & NC WFTFa—=uIRIGA=ETHY, FEHERABRICELY, EEFRREZIT-T
FHAIL 7o EH S A L HEE B A LD EN RN E T2 D KO IEERE LT,

Fig. 4-11 I[ZNBGERFIC R AT 2 S E LA RT. ZO LD ITEMEICE Y, MRS Y
TOHEEMES RV, 7y FOEEIEIEL 25, FOFIZRUERFIZIT 7 7 o F OHE KL
w0, VT OEENFEL D ZOERBITRIEIEE I X D EBE) & & A PRI% I
BRE LT v F XA T AT Fy ML D72, ENENVGEBBIRE T VF XA TR
oy N ERTEIEE DRI 5.
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Longitudinal acceleration

Pitc

Fig. 4-11 Relative Displacement from Longitudinal acceleration

Z I CHIRILEEZG, [m/s?], BELAESZhy [m], HEilFiTh LEEEY m,, kg, &A
—ILR— 2% Ly[m]E T 5 &, FIBINEEIZ L DKM O W EBEIAE RN TRT Z LN T
X5, IR VEIBINEEGHOMEBSELZFINTE S,

AR, = "% (4-24)

2lyp

TUFEALTAIE Y NIEH AL a P4 A NYRRAL, X4 YRiBRIICED B0
Thbh. I T, AYHEEMIMHEET HITITXATAY v TENLX A YET LEHN
THETDIFENDHD. IEFFO X A Y%, B#Elm CaETHiENEZRELTNDLD, £
FmDOR S 1:1 EACET D L RTEIMEE L HFlT 2L BER D ENTE D, FIBEEFIC
XA & BRI TC A A RAET D, BEOMET L—F THIUTHZE T —ETHY, ZD
Yra bRTRINEE & Z A YRR FIBRR H 2 E X bND T, Z A Yiltk JIEaiEin
WENGRENTL 2L & L.

F72, Fig. 412 ICRTEICHFAVRIBNET VT XA T AT F v MO T S LIRS
RCRTZENTED12D [14], TNOHDOBMRED T F XA T AT F v N IIF 4 XRTEIN
BB L CRAET D B2 DL ENTE, KATHENTE S.

Anti dive/squat force = Tire longitudinal force-tana

Link instant center of rotation

Tire longitudinal force

Fig. 4-12  Relationship between Anti dive/squat force and tire longitudinal force

Z 2 CHIBIEE NG, > 0D & &
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Faasrr = _ACFer (4-25)

Foasrr = ACg, Gy (4-26)
Z 2 CHIRIMEE DG, < 0D & &

Foaspr = —DCr Gy 4-27)

Faasprr = DCg Gy (4-28)

ZIZTAC & DCFF a—=2 IR A=FThHY, EERBRIZLY, NNEGHEFD FEH 5
ol EHETE B S — T D K O ITEERIRGE L7z

ZHEY, IEGEERENC X AR EEE R E AR v a VA A NVICERT D EET
RITEIlew, A fil I EBBIEXAF,;, ARy, AF,, Y¥vyXx7 v 7 HF,BI0
TUTFHAT AT N OV TIRA TR T LR TES.

fiepr = —BFgyp — AFpx + Fjy + Fogs (4-29)
fiegr = AFgyp — AFp + Fjy + Fogs (4-30)
furt = —AFyy + AF,y + Fjyy + Fogs (4-31)
furr = DFgyp + DFpe + Fyy + Foas (4-32)
F7o, HEAEBE L 1 X470 Onitking BHEEMITE-5XL0
Mpp = Ay + Mys (4-33)
My = Ay + Myf (4-34)

LD, ko TA-12)TRLIEES TR IO EZRAL, B Z &Ik RIA4NA
INTHER T B IR L ONERNC X A2 EE A b A HETH Z LN TE D.

4.5. SEERE

4.5.1. FEEREAERK
HESE U R PR A ERIC TR 570, 2 ELRICER 2 VT EHRBRE{T-
7=,

4.5.2. HETENE EERRAERS SR

KFEOIT R EHEEHE TR E 2 BT 5720, KAE» L& E ToOREANNES
T HWEHENIC CRBRAEIT o 72, Fig. 4-13 [T BEEOHEER R 2 /~T. 2 2 CTEA LT
EEMSTL2ILICI VAN LEER EEEEETHY, EVRAFEICTHLE LEZEZAL
HETHDH., ZORRLY, RPETEME LB L TRY, AHETIEOA ML R
THILERTE.
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Sprung mass vertical
velocity FR [m/s]

Estimation error FR
absolute value [m/s]

Sprung mass vertical
velocity RL [m/s]

25 26 27 28 29 30 31 32 33 34 35

0.51

0 MMAN/IV\ MW
5 26 27 28 29 30 31 32 33 34 3

2

Estimation error RL
absolute value [m/s]

5

Fig. 4-13 Sprung mass vertical velocity estimation result

WATHIBGE I L OBERNC 1T 5 B b OHEENE S A feid 5~ 272, AR L & BHINH
FEMNRIRFIZ A AT 2 SIS THGEETT o 72, BBRSIFIE Fig. 4-14 1279 &L 9 IS HGE 40km/h,
NAB B 1ISmMOAT B —LTHD.

40[km/h]

e

Fig. 4-14 Relative Displacement estimation evaluation condition
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Fig. 4-15 \ICH S L OHER R E/RT. ZZCTERAESE U IOESTHY, FNRAFE
WCCHEE LT-HEZ (L TH D, ZO/RMELY, KFETHE L BEmA kiZdgE o Tk
MU7cEEZEE LS —BLTRY, AMEFIEORIMEEZHR T2 LN TS

= Sensor Value

— Estimation Value

E 002 ’/§
E N\ AN
2g O N . 7 Q§N~
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2 004
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T 005
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20 J > y 4 Y
85 O §g;;
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displacement[m]
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Fig. 4-15 Relative displacement estimation result on slalom

4.53. FV OHIERERIER R

Bt 4lERA L, AifiE CICRE L7 FEORY DHIMEZRFET 57280, 17—
v, B TFREET DO BRI THREEZ T o 72, Wl gL, 13 BInEEE 3 3 &
Hmt Y 4l & V72 G-Sensor & AT A EIRE DNy 7 K 3G P5# L 72 Conventional
BIXOATEZEH L-ESE Y 4@E2HW-H4 VAT A THD. Fig.d-16127u7 k
T hnEEE PSD(Power Spectrum Density) % bL# L 72 #2739, 2 kv, H4 AT AL G-
Sensor AT A LI LT, 20 DiEWEH D H DD, Conventional & bl L T4 E W kT
ICBWTRE L~V Z R TE TR Y, AFIEOHNTH D G-Sensor & A7 A &IZIE[FE
OVEfEEHEE DAL EHW-HE VAT ATRATEZ L 2R LTz,
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5 T T T T 1T T

— Conventional
= Gsensor system ||
/| = Jnproved H4 system

-15 \/

—20

—25 \

0 10° 10'
Frequency [Hz]

Fig. 4-16 Comparison of Floor Acceleration PSD

WIE EME DN RZ R T H 72, HEZ GVW(Gross Vehicle Weight) ¥ THIN S &7
St DRV DHLMERE 2 B EAE A & B CLHREE L7z, HEIT Fig. 4-17 [T d80, AH
KE 7 FfEo TR LT,

Fig. 4-17 Increasing Rear Sprung Mass Weight
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Fig. 4-18 1T 9 22V BICHB W THRREZ (T o 1o iR 7. & OB S A 13K OO - SEAfiE
ML LT, 7a7 EFIEEBLI O vy F LA F2EBTE TR, ERMEONEE
BT HZ LN TEL.

—— Without Weight Corrpensation
% 6 —wmwgtwm
4 1 ] 3 y [}
= | | A
ER.
sg—4 [
= % 2 4 6 8 10
1
15
ER AR A
P NN | \/
A L LY
S5 |
SalRaaaAaa
0 2 4 6 8 10
Tire [secl

Fig. 4-18 Sprung Mass Weight Compensation Result

WIZHEHE AT & BT A NSATDBEEBNAE T 2 Gtk TRFIEO T Y L 6E % R
THIZH, A7 —LLRN6 90 EEETT 28R %E Fig. 4-19 [ORTREICTH Z
725 7=. Fig.4-19 )N HEH O FHEELEZ R L, KH OSBRI 570 BAEE STk
D, Fig. 4-19 DIZED H> RV BOKE 71 7 7 A Vo wd
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Fig. 4-19 Combined Motion Compensation Evaluate Condition

RGBT D IECEFERIER & A4 RERY T — & Tl L7-f5 % % Fig. 4-20 12”7,
INEXY, #ta Lo EFEMBRRESEELTND I EnG, BT & BE AT
BAEMERA L CWAERMTHD Z Endbnd. -, NEGEREHES & ol BEE
DHEERER EFR TN RR>TND.
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= Without Dynamic event compensation

50 = With Dynamic event compensation \
= S —
@ 0 50 hﬁh'\?_ —
3%
—100
0) 1 2 3 4 5 6 7
005

(
<
<

. <

o
I EPNIA\WA W VN
is VRVALY/
3 _(1)20 1 2 3 4 5 6 7

—

L

(@]
3
E
C

Cortra
command [Al
2
7

4 5 6 7

t [sec]

OO
—_
N
w

Fig. 4-20  Swell Road with Handling test result

Fig. 4-21 \ZHT#RALE b T ON#EE PSD(Power Spectrum Density) % bt L 725 R4~ Zh
L0, DEGEBE R E A TR & el UC, R BRI TR ORE) L UL & HERF L 72
N5 4-10HZ IZBWTIRB) LN LA B TE TWD 2 ER3bnnd. AFEITHWERBY, #
AT EBEE AT DPEEENAEH L T DRI W TR Y LHtEREZ M L TE 5 2 L %
R C& 7z,
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Fig. 4-21 Comparison of Front Tower accelerometer PSD on Swell Road with Handling

4.6. FLO

AKETIIEIT VDOV AT LA MERET 5720l HEG b OR%z A, INEEE
HEHNTE AT LAEFRIFEMEEZILNVE LT RIANANEEERLEBE LT 7 L E—
I NVET N HIONTOREEHEE FIEARE L, EHEBREZITWLLUT Offim 2157,
(DHESECYOHREANWTI AT LA2RHT 5720, Emt PRS0 OEEITENTS
NEHEL, ZOERNHOBERICHEAET 2IMEEAR L L, IHEEARES T2 L1
v ore—IsEeTAror—), EyF, b—TEBEHTET HIREHTE TIEEEE
L7z, ZORE, EEE 2 HWTHESE o HEZOLNE TNV E =T VBT IV
HH L7507 FIEIC X0 B N RE OHEE 2 FBLLTZ.
(2)VEEEIRZEZET 5720, Embt o HMER O EEREHET 2 FiE L REHETF
ECTHVWOIHERERICHEEREZAVD 2 & THEREE BB LIIRIEHEE TIE 21
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LT, ZOfRE, BRE(EZBE LICRERELFEB L

(3)MBEHFEENZ K D KT A /S ATy & BHE AT & KB 5728, Fitk - BINEE R L O =
Ry a A A NIRRTy vXT v TN, ToF ATV 7 N hEEELT
KT A NANRROEREEACEZHE L, EEt o M50 OHE Lz @A b E 4
HZElCk, BEANEROEGZEL AL, ZOEEEHWCORERET 2 Fik%
E LT, ZOME, FIAANADEREBADNZXRIL, RI7ANANRFO T 2siE
TEOREE F 2 F2H LT

(HRBFELZ FERALCBOTILEE V2 AW AT AL L, BEE 0k
ERWEREZETEINEE Y 2ROV AT AL RSOIERE ETFIEE PSD &
EHLTWAHZEND, HNThoREDOIXNR EHIEMEETHS Z L 2R L, BE
MENRIB L O RN T A NSNS EBIEATIDEET 2RIV T I 2 KR T =
TNDZENOREFIEOHR MR L.
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BEHE WRIHIE L 7 L — X O

51. EXL®HIC

TAVE CIIEARMRETH 2 0 LHIPERE, 7 — /LR B3 JOMK = 2 MEEATIZ oW T
B PoTELMN, AETIHEICHRENIR LI T 7 B TIIAR WY 27 AL O
\Z LD W72 DMEREM EICIZOWTHRDY i 5.

B BRI E W OWROE L K7 A SOBHFEANCH T D+ 07 3 —ILBEWEREETH
% —fRENCREERIE & I —F— A2 M X A YICRAET HEIB I EANTEY, 20
FERE LCHmEH)E LTr—L, EyTFBIOEmRDOA ha—2 Bz 4E U5, bl
BAXYDT T4 A NECEN LAA Y EEZ 2D, XA YDa—F—V T AT
A 7 ARG ETHERFEREICEET LN A v a VHNZ S W CTHEIF R IT & C
LEETHDS. T E TITEEBIE(GVC:G-Vectoring Control), E— A > MEHI(ESC), &
7 7 Hil#E(SAS: Semi-active Suspension Control) & ¥ L Tk v, ZH L7 LIZH T,
KIEZRYERER NG SN TN D [67] [70]. F7o, 443 THHLIZE 27 L—F 3% A
YHHUSIZHAET D720, U272 LT R v a v RAOERETS. b L, BEfiRT
VFEATRTUFV T MU FANIRRESNTND & AR g VRONEEE BT
FNCHAET 5. FRIZ BSC IZFEMNAIC T L —F & RET D720, ZOERIZL Y X
ANy a VRABFIRTIESIEOIERT 2720, m— @0y FEEHHPREAELTL
£9.

Z 2 CHEEESIMAE S L T b EEH I N2 REMEON EOT-w, Zi b ORI &
T—AY MIHOT L —FHIHOBRB LR INL T L —FHIEIC L > TRAETHr—
Jb e By FEENE BE LIBEE DHIECER L.

AREIZBWTIE, £9 GVC & ESC OfliiZEE 2k ~%. £D#%, GVC & ESC, SAS D
AR DWW TR 724, AFIERAIOFDIMEEZ S I 2 L — 3 U TRIET 2. &ZICAT
WHIOFIMNEZE R AT A7 70 Mg EEFKIZH T 5 FEHERBRIZI VD THREE L 72k RIS
DNTHRET 5.
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5.2. PEROEHFHIHOL E 22—

5.2.1. G-Vectoring Control (GVC) D#fE
WP B 2 E TOMFSET, BREENCIL U CRIEZIES 28R S 25 72D O AR 722 Hilf#H
fREtE LT, LFOXERZEL [75], [G-Vectoring Control] [65]1& FEA TV 5

(-1

G, =—sen(G, G)]CT G,

T 2 TG T EM R F R ONGREER S, G X B AR [ O NGRE, G, I% 7 OB
— B C o BRI CTlo 5. SEAMIHUMINEEE G 7 A v Cok i, —RIEBN
EAHG U A RTINS A2 T2 L0 5 S T ARBEITH 5.
f@n@MHL%@% B U7 EEEENZ OWT, BRI BT — 2 E LG
T 5. Fig. 5-1 1%, BEAHERK A, @EXRE B, EWERIXE C, EIEXRHE D, BEEXHEE &
5, a—F~DHEA, PO ETEEL TN 5.

M Straight section E: G =0— G, =0
ITranS|entsect|on D: G‘ is decreasing

- G, >0
. Isteadycomenng
section C: G =
1, 7
“g-g” diagram
Te -—/
""""" - ITranS|entsect|on B: G Jis increasing
M Straight section A: G
N
- G,=0 G, <0

Fig. 5-1 G-Vectoring control concept

FPHEMIIEER XM A2 a—FIZEAT S, wmEXHB (R 1~K3) Tk, K74
ASDMRAZATHEZ G0 ISR, BEmOBINEE G, BNl Tn. 2ok x, X (1) &
0, BIEE G, O, T 72 b BN E OFEI L, Ge WAL 2D, B IXEE S
N5, 0%, BEEPEFERIXMEC (M 3~585 ICADE, RIANTEMEOEI D B L
Ak, BAEf A IR, T L x, K G, 120 & 72 B7-, MHOEIES G 13
0&L72%. O, WEXKMD (F5~7) TIE, RI7AOEFEOYIY R LIZ K > CTHEEO
BOIEEE G, 2 LTV L 20k XM OB G, 1ZA L 720, X (1) X0k
HIER G MIEERY, EIIIMES NS, £HEERE E CRAIMIEE G, 230 L7425
7o OHAENIAT DAL 7RV,

UbDX oz, BeBitto 2 —o A U (R 1) o7V v 7R A (R 3) 122
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FCHGE L, ERMBEEE (R 3~aR5) ICIIEeE R (R, HEU 0 R LBRAARE (51 5)
Ba—FBHEE GR7) \TET 5. Z o8 Z, i IEEE A R, AR A i
LV, HMICHAEL TWOIEEREERZ RS “g-g? X AT 77 L [T6]ICKT L, =F A/R—
bR T A L RERZRTE B DR BRI OER T 2 FrEi) 2 @82 72 5 [76]. 2D X 91T, 1LY
513 G-Vectoring Hlf1 2 A3 1UE, N7 A NFERIO 7D OFFEE T 57217 T, =F AR
— M E RO, BGESNELR L7 ek & v 5 B ES) 2 KA E L 72 5 G-Vectoring
Control Z#H£LE L T\ 5 [65].

5.2.2. Direct Yaw-moment Control (DYC) OHEZE

1992 280 5 1F, W O IEMIEHEE T-H LT, HEED AT 7 Rk & i3
5 FB & LT B-Method 22 L7= [69]. B-Method (25U CE i & (344 O « BRE) /)12
ZEEFCEDL T EICRY, Bt L ZEMEEZ REICH T2 28N TELZ 2B LM
LT, 2% DYC E4FGHT7= [69]. 1996 42 DYC Hiia % FIH L T Van Zanten 73 4 A s7
T =X, HEOT Y A5/ < T 572D O, Vehicle Dynamics Control (VDC)
BERL (17, ZHNBAED ESC ORI L /oo TN 5,

Fig. 5-2 |2 ESC ORI MEEN 2R T, 72 X — AT 7 OEAITITERINHI O %G 7 L
—XNEMEL, WEBIOEEI—F— A2 MlNC I 0 T v X —AT T &25IET 5. &
—N— 2T T OEEITIX, FERSMUOFIRERIC T L —X D a5 L, B —F— A 2 Ml
LV A== T T ZBIET 5. 2 LIIRLMERE L T D ESC @ US HilfHIE, 4
TU—FICEDWHIC LY, EENCME R a—F— 1 7T — R ERA S0, BRI
REINTWDLa—F =Y 774 — R HFMAT 5720, BEERFERNREE—X 2 b
EHNERO T L —FIC IV RAESEDLZETT VA —AT T 2BIEL TS, [78]
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N — wo/Control

Target
) trajectory
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(1 T T - Braking force
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Fig. 5-2 Behavior of ESC

53. HFRHIH

53.1. GVC & ESC OfiARE&

Fig. 5-3 12 ESC & GVC OfilfifEREE A7~ 9. 5.2.1 Tilk~_7= GVC 1%, FIINEEEIZS T
CHWEOWGEEZHIE LT D, )y, AR ESC X, HEHOBIE Y IIG T Ta—F—
AU PEHIIL TN D.

T UHE— AT THIEERE T, KERBUEE A AT D GVC ORIEBKE <, ESC 114
BORTTHERINGIC T L—F a5 5720, RERE—A L PRRETETHEN
NSV, =, A== T TR IEEE T, GVC MG M & 22 ) KR ol %t
L, ESC ¥ EOH - 12w 7 L—F Nt 535720, RERE—A L MBFRAE
TEIRDREWN. 2FD, 7o —=ATTHili#lZ GVC, A —/3—X7 T ilifla ESC & ¥
D2 & ORI EIEEERE A ETE D EFE X HND.

INERBT L0, X4 YICE D7 L—F O WNEROFI(ETE ) Z HIE+ 5 05 G-
Vectoring I C, 4 " #wEDES (I —FT— A2 MEHIEIT DN ESC £ExDE, 2
D OFIENE, FRGGS 21k L, SIEEBE 4 THLLLIETHTHD. Lo TG
LI—F— A MM L CHEIATE LMD 7 L —F NS AFREE 2D, I—F—A
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> MERLEHEE TN OEEwO T LV —F HEGET oA T U v Rz B2 5 2 LT
x5 [67].

ESC(DYC) GVC
Yaw moment(M,) Longitudinal
Control acceleration(G,)
target Lj @t | | :@ B
Under + +++
steering Small braking force due to Large braking force
. less vertical force
prevention
+++ +

Over Large braking force Accel. control needed
steering .
prevention (0 @T _ ﬂ Pl

<=3 7’~<=:7 - = —— 2

Fig.5-3  Performance comparison of ESC(DYC) vs GVC

532. 7T UL—FHlH LAV a VI OMAE DY

Fig. 5-4 \2& X 77 & 7 L—FHlE o X LR se ki 2 ox 3. v — L miliEsE T,
BEEINZ LD v — VAR X7 7 OMRPRE L, T —F TEIHEE L I —F—
A SRR, E—A L bEHEIT LY V7 KNCR Y m— B3 FAELTL
9, —H, By TFBLIEMERETIE, BENCLY Ey TMHlREERE I 7T 7 OBENKEL,
T U —X TR & 3 —F— 2 MR HIERI G072, BOREEE— A v MR
YT WRFEALTLED.
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Semi-active susp. Brake
Damping force Longitudinal G/
Control Fad Yaw moment
target @) |
== - -
il Transient cornering Rolling due to
link force
+++ ---
Pitch Transient accel. Pitching by
and braking braking and moment

Fig. 5-4  Body motion control performance comparison of Semi-active susp. and Brake

¥ 3 EICTORLEZ K OIS, 27 7 OWEAER OB TR IEERIFHCAT T 23 0 O # i LS %
FBLT HHEHCHDH. £72, 521 I THH L7 GVCIZBW T HIBEEIZ L VAT 2D O Hi]
ZHEben, OFEV, EI T 7HEE GVC ZHMICHAGDE D &, WER Y v FEH;N
HAEL, RTANOERK, XA YHEMWEOREOBEN L X A Y EREDOT T4 A2 NE
B2 ERFAELTLEY, fiRE LT, BtLEMDERTIZORB ) . £z, 7L
— X NEXA YEMSICHEAET D720, Vo2 LTHAR v a U RNDERATS. b
L, EERT o FHATRT TV T RIFAPIRRESNTND EF AT g UK
ESC MM T L—F Na AT DL, ZOFERHICE
DHAR L a URDBBERTESIEXDIMENT D720, v— A ZEE800 y FEEENIEA

INFEM BT ICRET S.

LTLZED.

Fig. 5-5 [27 L—F L2 7 7 OWFAGEEOFIE 7 v v 7 2R,
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Control [ Q
Semi-active
suspension
control

Braking force

Fig. 5-5 Cooperative control block diagram of braking and semi-active suspension

Fig. 5-6 IC7 L—% hEBRE LI T 7 WMt 7 2 v 7 KE2rd, Af#ECEY, &
ST 7%, GVCIZ LD E ESC D 48l 7 L —F I k5 ARy g VR DEEBL

7o ETCHEMICEAET HEWER) (m—1, EvF) Z2TRL, ZOTHLEEZmEd 5
E DI 4 E L OWEAHIEH 21TV, M EROEAL RIS 5. £/, BERs U AR
EyFLA b7V —FICL o THRETOHEL v F LA FEHKL, AEHELYREL
By FRRET D HEIIEE y FHE AL L, v — A flEZmEE L T D,

Steer angle,

Velocity

Vehicle Model

Wheel

Lateral G

Roll and pitch

Roll rate

Anti-Roll Moment
»

estimation

Braking torque .

Deceleration
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Bl

Anti-dive/lift
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—

4
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Fig. 5-6 Cooperative semi-active suspension control of considering braking force

and anti-dive/lift force
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5.3.3. FEMTIRGE

BAHEE O R ERIET D720, Va2l —arE{To7z. NTICIZ3.24 THWZE
TNER—AZCEH T L —FT 7 Fax—v 3, GVC BL W ESC OEWFET V%
Matlab/Simulink® (2 TERK, B0 L7z Fig. 5-7 (SR 3BT /L& V.

CarSim® vehicle model

> <y

- Piston Velocity
. 8

Sensor Signals

Semi-Active |«
Damper
Model

Damping Force

- Current ECU |

Caliper Cylinder
Pressure Electrical actuation | Brake Torque
and ESC model |

Fig. 5-7 Simulation model

F9°, BAEEYEGEMEREZ MREET 57290, BARRORER & LT Fig. 5-8 IR /L7
RER BT D W iAEIE ORh B A2 MeZh 4+ 5 728, Table 5-1 12773 ESC D & ESC+SAS+GVC
O W REIE A2 AT L7-. 33X % 60 kmh & L, RT7A3ET /v [79]1%2 AW =it 2 AT
L7

I1m 12.5m

Fig. 5-8 Course layout for the elk test (ISO3888, part 2)

Table 5-1 Compared controls

No. | Control ESC GVC SAS
1 | ESC Enable Disable Disable(Passive mode)
2 | ESC+SAS+GVC Enable Enable Enable
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FEAT A S & Fig.5-9, Fig5-101Z"7. ZNHDOKEY, ESC DI LRy gy
2 ROFAHA B TR K EAE A A 260deg (2%F L, ESC & GVC, SAS OFAAHH TIE
140deg L 72> THE Y, FrlZ 2~3 WRERAERF OERREA & BV AOEBI/EH L TS, =
DhEIT ESC DA L Hfz LT ESC & GVC, SAS DfiAGDHEIL, GVCIZL D 7 L —H
HOITANFNTZD, Fr ~OHRFEBE) L HHIC LD USTHIDRICL 26D THD.

Fio, m—/LZEENE, ESC DAL #Z LT, ESC & GVC, SAS DAL HE TIIRE
<a—bA RN TE TIN5,
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Fig.5-9 Simulation results for ESC only (Vx=60km/h)
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Fig.5-10 Simulation results for ESC with SAS and GVC (Vx=60km/h)

Fig.5-11 IZRIEV A L I3 — LA NOMFEFR 7 7 > hERT. Zhi Y, ESC & GVC, S
AS DIAEDETIE, ToOM L ik L THHO 3 —i&Enm EL TV, ESC DALl
L TR D AR TE TV D, ZORHIE, ESC SAS OMAADHEN Z DEE
[RGB DT 3 —IRE M e RE LB A2 EHTETNDL I L 2R LT05.

INHORFRLY, REFEOHNEY OFEE RN ECHERT N TE
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Fig.5-11 Comparison on s — , phase plane (Vx=60km/h)

5.4. WA O ZEFHE

5.4.1. RERSMHE

GVC & ESC,SAS Ol OB R A el 2720, FaRBRA 1T o 72, HBRIL, Fig. 5-8
VR FRHTIZ TIT o T St & ARk 0 B AlalilE 4 48E L 7c =L 7 SUBRIC ISV T Table 5-1 127
L 72 ESC D7 & GVC+ESC+SAS Ol e K74 7 A7 7 v b L EFEIZI T FE
Lz, A ZRBRTIE, 2—ARARNLT 7847 L, BB ORI L5 [EREEETT
VY, BROKIEIE BLE FS OV 258 (T & 0 BB RDRE e 2 Rl S .

54.2. EBRE

FERE O A Fig. 5-12 (T3, EBREIIH 2 HEHH 5 4 B CHW 2RO B &2 Fv
GVC DOWGEHIEH 7 7 F 2 —& & L TIEE— % OREES) 4 B UER) L8 L CEE T
L—XMEEITHOBEN T L—F 7 7 Faxz—X M., £, GVC O7 L—FHilf#l &
CITHER L7 T 7 adl I = o b e —Z BN EE L.

TAIVE T L RERICHE OEAEA, BOINEE, 3—1 4 MR X OHRmEITHE CAN L v
BT5. INHOESNLay be—Z ZTHIBFES ZHIN L, B Lkl % 25
XTI T4 THEN, BT L—FT I Faz—FICHEND. EET IV Faz—F T
#RIEFE 23 CAN FEHICTH A SN 5.
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Fig. 5-12 Configuration of test vehicle

543. FIAT A7 7))V FTORIE

B 65 km/h [IZBWTC KT A4 7 A7 7L hTO, ESC D& & Ak O gt 217 -
7ok S % Fig. 5-13, Fig. 5-14 (TR,

ESC D FA TO R KRAEF 1F 208deg TdH 543, ESC & GVC, SAS DA A Tl 170deg
IR CTE TV D, 72, m—/LEECBWTH ESC & GVC, SAS OflAAH Tk ESC
DFE I L TR TE TV D, B IEREIE, ESC OAD 2 IREHFEDO X A I T DHT
ESC fEENZ L W AL TV D DIZKF L, ESC & GVC, SAS OflAAbEIE, GVCIZL DA
BRGHEIHONANRENZ LIZXY 1| REFEO XA I T MBRELTEY, AR IEE
DIFENFRES>TND.

ZHB &Y, ESC DAL, ESC & GVC, SAS OflAEHE TIL GVC I L 5 HE
B X DA EBENC X v BIgEMEA A L, BAEREHCRB W T b EE LBl il T
HHLZEMEBEZOND., FloEITZICKDEMBEIENZ LD 7 A4 OGN LES
L5 EDOWMEEZ T, I —AFEBOMEIZ LY, T A SOEHEDLEL OIR S AU HME
Iz izksreBERbNS.
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Fig. 5-14 Test results for ESC with SAS and GVC (Vx=65 km/h)

WIZHRIB VAL 3 — LA NOMMTFE 2 v b % Fig. 5-15 12779, 2k v, ESC &
GVC, SAS DFHAADLEITEIEMIN/ NSV E b b a—L A FOVH ERY Zh 1
TETHEY, ZFEHLEL/NIWI D005, 2L, HAGDOEIZX Y BRARRESMICE
WCHE R R R A2 EHTE TWHEELLND. TR LT, V32—
5 TILESC d7 & ESC & GVC, SAS DALAGHE TITHIE W A L Tz b Do,
EHTIIRERUENAON N oT-, UL, RTIANETIVE RTANNOMHREENKE
WZ b EHHEHN R oD EE X DD,
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Fig. 5-15 Comparison on /3 — r phase plane (Vx=65km/h)

FIZ, HROBEmEEHIC OV TCERICHER L=, #iHE % Table 5-2 IZ/R"79. ZDOFRLYD,
ESC D& & g LT GVC & SAS DFAAEDOEHIZ LY 14%LL EDm EEER L.

Table 5-2 Comparison of maximum passable speed

maximum passable

speed[km/h]
ESC 64.8
GVC+SAS+ESC 74.0

5.4.4. JEFHK TORGE

JEEK COMRELZRIET D720, RIAT A7 7V MEEREODa—AL AT 7 T
FHRBRAIT o 72, BT 45kmh ThDH. #ER% Fig. 5-16, Fig. 5-17 IZRT.

e RERAE A 13 ESC D A28 179deg 12%F L, ESC & GVC , SAS OflAE DN 135deg &
K T&, v—/L LA MIESC DAL bl LT 50%E C& 7.

R4 7 A7 7)v NERRICHITBILEE X, ESC O&N 2 REFED X A 2 2 7 DIHT ESC
EENZ LV AL T D DXL, ESC & GVC, SAS OfAE I, GVC T X 2 H Bl
WHENC LD BNF A I 7D L IRBREN S AL TV D,
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Fig. 5-16 Test results for ESC only on a snowy road surface (Vx=45 km/h)
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Fig. 5-17 ESC with SAS and GVC test results on snowy road surface (Vx=45km/h)

FIZ, HOBmEEIC OV TCERICHER L=, #i%E % Table 5-3 12", ZDOFRLD,
ESC D& & i LT GVC & SAS DFAGEDLEIZLY 6% LD EamR L.

Table 5-3 Comparison of maximum passable speed on snowy road surface

maximum passable speed[km/h]

ESC 47.5

GVC+SAS+ESC 50.7
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Fig. 5-18 IZH# 50.7km/h (23T ESC DA & ESC & SAS BLUNGVC % kil L 7= B
Xy T TFy LSRR E T, Thb i b, FTBRIRT ESC & SAS BLUY A GVC T
X2 a~vHD 1 REFEIZB O TEIEAMIB S 2T —AB LOMBEIENRRE WD &
Wonsd, 3 a~vHTIEEBIIRT ESC DA R aA—AT T FLTWAHDIZK L, Wik
Fam 2 yFT5Z L 2EHEICAN, 74 FL—ATETW5. 4 a~vHLK
1% EBC/RT ESC DA — AL T D D3 L, TEOHBHAGELT —RIZ FL—
A LEE LI AR LT 5.

Fig. 5-18  Comparison of ESC vs ESC with SAS and GVC
on snowy road surface (Vx=50.7 km/h)
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Fig. 5-19 AEB of SUBARU CORPORATION [80]

ZZTET, 533 HIOMTET L EHANT, =7 R ERIZEB W TiokmibEE 2 i Kb
T 5 GVC KT A =& &R 5 A ROl LR & LCTESRME L, FERERHRE [811%
HWTHERINIRD D 2L L Lie. 22T, KT 537 A—% & LTGVC DERT A
YTHDHG-DERFD Cy & LTz, FHERIEL J 1%, BEEMIELECS O Ti/hO AT (Hitf)
EHItE - BUIEENEE LW EE X
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J=[" (06, +4:6.} +q.G,*)dt (5-2)
T D, ZITS,, HEA, GETRINERE, 6 BN, q, ¢ 3L IUVEAEA, INEEIC
T HEBLTHD.

BIEIZ R I ANET VT Lo TIT I Y, BB 2 RESNDE RTANET AN D
FLEFETEP AL TEH720, EIRICBWTI—fMA, 3—L A bR 0225 L9 ITHES
IR AD L O ITERE L.

o(t)=0 (5-3)
r(tr) =0 (5-4)

ZITe I, rE—LA b, 4 S TH D,

Z D& ITERE LT i bR 2 FEREEHENE T 538K 2 REHEE [81]4 HVTfig
X, TAIRBRICBWCEREEZ KT D GVC i T A —F & Rdi. TOREE,
Table 5-4 O X D IZHHIEICEE A2 b RERMENHG O, FKREBEHEIZOWNTH A ET

ETWA.

Table 5-4 Comparison of passable speeds and GVC gains

maximum passable speed
GVC gain CXy
[km/h]
Initial 69.1 0.25
Optimized 71.6 0.63

WIZZDOET A ZRANWT, ZiE TLREEORBRSLMIC CRERBR 21T 72, Amii
B A Table 5-5 IZ/RT. BT AL ETHZEICXV@BEDOF A v &l Ll K@i
WA 5.7%0 ETE WD Z EnD, GVC 7 A v OEINXERHEREZ S ICHERI TH 5.

Table 5-5 Comparison of maximum passable speed with normal and high gain

maximum passable speed
[km/h]
GVC+SAS+ESC
74.0
with normal GVC gain
GVC+SAS+ESC
78.2
with high GVC gain
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Fig. 5-20 (28 78.2km/h 1233 T ESC DA & ESC & SAS BLUE ST A GVC %t
LB Z %y 7 F v LIERRZ R, b X0, TERIZRT ESC & SAS BLUEY
A2 GVC T 2 a~HD | KEBFEICE O TERIEAMER S, 3 2~ B CiIX BB RT
ESC ODHNPAA B o R TND DKL, WHldiEI A e 2y F3F252&%2< 2K
BEICAN T D, 4 2~ UL EBHIRT ESC OAM a2 —ABMBLL TV D DIZHf L,
TEOWHMEIEIZ a2 — A FL— A LRELZEEBZ2 57 LT 5.

>/ \StGVCHESC —Tl» = SAS+GVC+ESC

Fig. 5-20 Comparison of ESC vs ESC with SAS and GVC (Vx=78.2 km/h)

PEXD, 27 LA ATR0L—%— 1 —7p EOIRR#E vV OE# % I8 alm
HEIRAE AT L, @ E SEI Tl OO/ NS WA & L, BRERMREBICIS W TIERE
RIAETHEINTRUUTISCTERETLIFELTHNWD 2 LT XY, HERHLEEMEDN
EEEHTED.
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56. FL1®

GVC,ESC &t 27 7 & D INEOE « HERNC & D2EHENFRRICY AR g oy
FANVICERT DK% B LT R L, RAEMEE~DO B L RIELT-.
AR 2 =L 7 SRBRIC 5T DT, FEHMREEIC K D MERBZMEE L7z, EORER, ULk

DHRBHE ST,

(1) 2R L7-1HaRHIEIE, ESC 04 & i U CRARLRERIC I DRk K@EiR#EE K7 A
T A7 7V MBIZEWT 14% (64.8 725 74.0km/h), JEFEKIZIBU T 6.7% (47.5 725 50.7
km/h) & KIEICEEINTE 5 Z & 2 HEsd Uiz,

(2) BREDEEMERED 7R DM L7z, BREREIZAfE e GVC 7 A v & i bl K 0 sk,
Rt L7z GVC 7 A U H V5D Z LI L0 o Kisi B % 5.7% (74.0 to 78.2 km/h)iA) =
L7c. ZORREY, AT VAT AT 2RFET DR o OFHRIZ LV BRE
BERREZ fER ) A7 L LTHlr L, £0fERY X 72 U T GVC 7 A v & BPERIIC A
BT DS FIEICELY, BRDEREERZ M LN TE LA REENH DL Z L 2R LTz,
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PO fEam

AILTIE, I 77 HEEMC LV ERa A N CHREOBRNEI T 7 2T HZ LT,
T IT7 7 OHE~OE Kk AR S EEEL EM S L OREEORm VBB A R AN - 5
B~EL RIS 5 2 L 2 BIICLLT O 4 SORF58% Eliti L 72
(D)EFBEAMEOR L E Y v — 7 1K

(2)ym —/LEDm

(3t ZHlET 518 = 2 MEBATOBHSE

(4)IFRHIEIC X 2 BRalehiEE e b

ARG T B ATz BARI 22 R % DL R ISHRE T 5.

1 ETIE, RSO R EFRANGE TH D I 7 7 BT 2T, 2 20 Bl
L7-i8, W9t BRY, AGRSCORERIT DV TR~z

92 ETIE, JATHIEOME CH 2 EHETOMANE L HENRALICL DY ¥ — 7 DR
DWISLZ HEIZ, VR I 08 B 1 255 < Alfli/ s K OV — v 2 QN7 U 72 i@ APk oo
EOVHEIE AR Lz, P — 7 2R 5 72 O IR G U TR HI R %2 3%
J5FEEEAT 2 FEERE U, IREFIEAEHEARRICL VEMEEABGEL, EFIE
ZATA 7y 7§l E RO ERIEERE A DA 7 v ZHEILL ED Y v — 27 ZAKRE L
WO DA TR L TSI EE2R L. 2RISR, RIFSEO BO—2>ThH %
FHFEAME L V¥ — 7 KB O ML 2 2Rk L7z

F3ETIHE, B OKRE I TEFENRWEEEICE R LI ss Sha v, i
TlE o — VA B W BB N E R L S TO AR W IRBE 2 R4 5 725, G-Vectoring 4]
Du—/L By FRRE L 0 — VR A il L o — VA RO Em RS o E Ak L, £k
L 7o Bl 8 4 KB T 5 NI FELRE L. REFIEOADMEEZMRIEL, H D2
HTHLHE— /B L TRITAD 25y FEEHL, FI7A4NZK 5 EREEhICK
WT, RESREIEEA & el U IR R R 0 — VRO A SN D & AR S T L THB
PeaRm L. ZHICEY, RAEOBRO—2>TH L e —/VEDM LA ER LT
FATETIE, BT 7 OR= A MuE FHE L T DIRIEHEE LA RBLT 5720, IHEE
Y ERWE VAT A ERFEEREEZIAVE LTHEE T OAZHWTHEE O EF2EH) %
HeE T DIRIEHEE TR AL L2, ML TIRII R IANAN EBBAADDPEST 545
THZBWTH BmWHEERE 2 FBLT 2720, Atk - BIHES L OV Yy v X7 v 7, 7
FHEAT V7 VK DHEEEEER L. BIZ, HEEb~IET 5720, BEHER
FOEEOEEZE Loy T VIRREBHEEFIE L Uiz, BEFIEA FERGEICHE N T
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IEEE 2N AT AL, BHEE 0L E QOB FIETINEE
TEHWE AT A EREOITR EHRMERETH D Z L 2R L, EEMEDIRBLIOR
FTANATIEBBANDPEE T HRICEB N THREFEORZHR L. Zicky,
KD HINDO—2ThH DT AT A A MR Z ATRE & 3 2 JRREHEE B O B % & 2R L
7z

95 BT, WA X o BARLErERE D[ B A BRYIC GVC, ESC && 27 7 A
A INEGE « FERNC K DEMEARERC Y 22 a oV A NIRRT AR &%
& U 7= bl 2 4228 U, AWFasE 2 =L 7 3B W CRENE, FEEMGEIC L 0 tERE%
RMGEL, 22 L7z WhaamlfL, ESC D7 & il U CERARRERER I I51T 2 5 K B 4
KT AT A7 70 FEIZEWT 14%(64.8 7>5 74.0km/h), EEFEIZIBNT 6.7% (47.5 15
50.7 km/h)EEIN L7z, F 72, BABREMREDOE D m LD 72, GVC 7' A » Db 2170,
i b L7 GVC 7 A WD Z LI L0 Kl #E % 5.7% (74.0 to 78.2 knvh)[A] | L
fo. ZOREREY, AT LA AT w2 RGE ET DR o OFRIC L0 BRAEGRK RS
WL, Z ORI RIZIE U T GVC 7 A 2 BRI s FEIC LY, H72p 5 RhkEM:RE
A BN CTXARHRERSGDH I EER L. ZHAUTEY, AFSEO HEIO—2>Th HilL A
T & OB K D EBAEREMERE O A R LT

b Xz, I 7 7HEMOBRBICEY I 77 AT 20Kz A MEAZFEBLL,
PR L OB REEOMWEBNEE KT 1 N - RERHET 2 AR A R LT
BB, BT 7 ORENCE LT, 4% B MR EFRREIC OV TR S . AFRSCT
35 2 B, O3 mETENRENRD OMOLEEE MR DIRE), Bl ENE O I (He
WX T DINE)EBE L TREILTEBY, TNOLRFREHIREE LIZGAITE, FREhotE
GHEENA L7 FTHHERE L TVWDZ D, LFLH D LML Bz &M 2 i 7
TETWRWIERFETH D720, TV LM E BRERENEZ W 558 L 72l 0 BRF A
VETHD, 77, FAETRLIZLIICZ A MEED 8, et 0Lz AV 2REE
HEEFIEZIER LTINS, [53]1[54]1[55]1[56] (571D & 5 eMt v aa Ak b=
A NRREEHEE TIEIC OV T OISR D 5 R & LB 2TV 5. ITF, AEREECEE LA
EHHINHBED 100 FO—EOEEHE SO TWD. FRICHENERIC/RD L, RTA4
MEMEL 72 < 72D 2 B, RTA /SRS D Bl % 5T 9 2 it 22 & M D vk
TR, D LHIMERRANEREIC o T 5B bND. FEEII N Y T U QIR TEE
L DEMEZEE DN ERA VR A NVE— X2 XD ETEBHENRESNTEY [82]
[83][84][85][86], A& DIEEMAIIFFIND.
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AD/ADAS HIZIEME LD kR4 e 58kt v 2 W 7 L e = —filil 871087 7
DIIIE D OFERIE I FitE 2 B8 LIz 2 7 7 Ofcli 22 fili B L Cifgextgi & LT
B> T ZEEBEZTWD., BIZiE, Ry ¥ 27 [88], MaaS (Mobility as a
Service : [¥—2Z ) [89)FETHT —HEH- D DI X ERNTFROT WD, ZTHETEHE
DERAINTWRWT 77 4 THAOEAR LT W EB LN, 7774 7% A2EZHN
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