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Description
BACKGROUND OF THE INVENTION

[0001] The presentinvention relates to a method and
a system for evaluating driving conditions of a vehicle
whereby drivability is evaluated as the vehicle is driven
under different driving conditions.

[0002] In WO 2008/032656 A1 there is described a
method for evaluating steering performance of a vehicle,
a related evaluation device, and a related program. A
time series myoelectric potential signal is acquired, which
is representative of time series activity amount of a mus-
cle of a driver when the driver is performing a driving
operation of the vehicle, the muscle being involved in the
driving operation. Based on the acquired time series
myoelectric potential signal, a parameter value indicative
of a fluctuation amount of the time series myoelectric
potential signal and an average value of the myoelectric
potential signal are obtained. The drivability of the vehicle
is evaluated based on the obtained parameter value and
the obtained average value.

[0003] Further, in recent years, various proposals
have been made to provide ways of detecting biological
information on a driver driving a vehicle and using such
information for vehicle control. Further, various proposals
have also been
[0004] made to provide methods for evaluating driva-
bility of a vehicle by using a driver's myoelectric poten-
tials.

[0005] For example, JP 2005-087485 A describes a
method whereby a driver's myoelectric potentials such
as those of his/her deltoid muscles are measured as the
driver steers a vehicle in order to evaluate the drivability
thereof.

[0006] JP 2005-087485 A proposes a device for eval-
uating the degree of operation comfort felt during oper-
ation. The device therein described uses a detection sen-
sor to detect myoelectric potentials of a plurality of mus-
cles generated by the muscle activities of the human body
as the driver steers a vehicle or otherwise operates the
vehicle. The detected myoelectric potentials are ampli-
fied to produce myoelectric potential waveforms, which
are used to generate a simultaneous contraction intensity
of those muscles. On the other hand, the level of opera-
tion load intensity generated during operations is calcu-
lated at the timing of the generation of a simultaneous
contraction intensity to normalize the simultaneous con-
traction intensity with the calculated operation load inten-
sity level in order to evaluate the degree of operation
comfort. This enables evaluation of the degree of oper-
ation comfort according to the description.

[0007] JP 2007-000280 A, on the other hand, de-
scribes adevice that measures signals from such biomar-
kers as brain waves, respiration, body temperature, nic-
titation, and cardiac beats and uses these biomarkers to
determine the driver’ s wakefulness level in order to ac-
curately determine his/her decreased wakefulness as
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he/she drives.
SUMMARY OF THE INVENTION

[0008] According to the device described in JP
2005-087485 A, the degree of operation comfort is eval-
uated by normalizing a simultaneous muscle contraction
intensity that is obtained from biological information of
a test subject and which changes greatly according to
the mental stresses felt by the test subject. The simulta-
neous contraction waveform thereof alone, however,
cannot necessarily guarantee sufficient evaluation of the
operation comfort and ease of operation.

[0009] On the other hand, the device described in JP
2007-000280 A is proposed for determining the de-
creased level of a driver’s wakefulness and not for eval-
uating the drivability of a vehicle felt by the driver.
[0010] Itis an objectofthe presentinvention to provide
a method and a system for evaluating driving conditions
of a vehicle whereby drivability of the vehicle can be eval-
uated accurately and objectively.

[0011] To achieve the above object, the present in-

vention provides a method of evaluating driving condi-
tions of a vehicle whereby drivability of the vehicle driven
by a driver under different driving conditions is evaluated
according to claim 1.
[0012] The different driving conditions comprise driv-
ing conditions in which the vehicle and a track used for
driving are identical and tires attached to the vehicle are
varied.

[0013] The biological information is information on
muscle activities measured as the driver makes voluntary
movements to drive the vehicle.

[0014] The biological information contains at least one
of a stationary component of a muscle activity in a given
time and a nonstationary component of a muscle activity
in a given time out of information on muscle activities
measured as the driver makes the voluntary movements.
[0015] The biological information is at least one infor-
mation selected from myoelectric potentials, brain
waves, respiration rate, body temperature, nictitation fre-
quency, cardiac rate, pulse rate, blood flow rate, amount
of perspiration, and electrodermal activity.

[0016] The movementinformation of the vehicle con-
tains at least one of a steering angle imparted by the
driver to a steering wheel, a steering angular velocity
imparted by the driver to the steering wheel, a steering
torque imparted by the driver to the steering wheel, steer-
ing power imparted by the driver to the steering wheel,
aforward/backward acceleration at a vehicle barycenter,
aforward/backward jerk at the vehicle barycenter, lateral
acceleration at the vehicle barycenter, a lateral jerk at
the vehicle barycenter, a vertical acceleration at the ve-
hicle barycenter, a vertical jerk at the vehicle barycenter,
a yaw angular velocity about the vehicle barycenter, a
yaw angular acceleration about the vehicle barycenter,
a roll angle about the vehicle barycenter, a roll angular
velocity about the vehicle barycenter, a side slip angle
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at the vehicle barycenter, and a side slip angular velocity
at the vehicle barycenter.

[0017] The driving load information is measured for a
plurality of drivers, and the representative values of the
driving load information are values obtained by normal-
izing data of the driving load information for each of the
drivers.

[0018] Each of the weighting coefficients is a value of
each component of eigenvectors obtained by performing
major component analysis on the representative values
of the driving load information.

[0019] In the step of selecting the group of weighting
coefficients, when a cumulative contribution ratio is de-
termined by adding contribution ratios of eigenvalues ob-
tained by the principal component analysis to the sum of
all the eigenvalues in descending order, eigenvalues
contributing to the cumulative contribution ratio are taken
out on the condition that the cumulative contribution ratio
is less than 0.8, and values of components of eigenvec-
tors corresponding to the eigenvalues are used as values
of the weighting coefficients.

[0020] In the step of selecting the group of weighting
coefficients, the group of weighting coefficients is select-
ed by referring to a result of a sensory evaluation by the
driver.

[0021] The presentinventionfurther provides asystem
of evaluating driving conditions of a vehicle whereby driv-
ability of the vehicle driven by a driver under different
driving conditions is evaluated according to claim 11.
[0022] In the present invention, biological information
on a driver driving a vehicle and movement information
on the vehicle being driven are used as driving load in-
formation to provide a weighted linear sum of represent-
ative values of a plurality of pieces of driving load infor-
mation as an index for an overall or integrated evaluation
as to the drivability of the vehicle. A weighted linear sum
is obtained by selecting one from among a plurality of
groups of weighting coefficients that are set according to
representative values of driving load information ac-
quired by measurement. Thus, use of the weighted linear
sum allows an accurate overall evaluation of drivability
under various driving conditions in a way that reflects the
driver’s sensations.

[0023] Further, the integrated evaluation of drivability
achieved using the weighted linear sum reduces to a min-
imum the effects of variations attributable to the driver's
sensory evaluation and thus enables an objective overall
evaluation excluding the driver’s subjectivity.

[0024] In particular, selection of a group of weighting
coefficients by referring to the driver’s sensory evaluation
result enables an integrated evaluation using values cor-
responding to the driver's sensory evaluation result.

BRIEF DESCRIPTION OF THE DRAWINGS

[0025] This and other objects, features, and advan-
tages of the present invention will be apparent from the
following detailed description and accompanying draw-
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ings in which:

Fig. 1 is a view illustrating a configuration of an em-
bodiment of the system for evaluating driving condi-
tions of a vehicle according to the invention.

Fig. 2 is a view for explaining a method of measuring
biological information used in the method for evalu-
ating driving conditions of a vehicle according to the
invention.

Fig. 3 is a flow chart for explaining the method of
evaluating driving conditions of a vehicle according
to the invention.

Figs. 4A to 4F are graphs illustrating examples of
data of driving load information acquired in the meth-
od for evaluating driving conditions of a vehicle ac-
cording to the invention.

Fig. 5 is a table showing examples of representative
values of driving load information used in the method
for evaluating driving conditions of a vehicle accord-
ing to the invention.

Figs. 6A and 6B are tables showing examples of prin-
cipal component analysis results obtained in the
method for evaluating driving conditions of a vehicle
according to the invention.

Figs. 7A and 7B are graphs showing other examples
of principal component analysis results obtained in
the method for evaluating driving conditions of a ve-
hicle according to the invention.

Figs. 8A and 8B are graphs illustrating relationships
between evaluation results and a driver’'s sensory
evaluation results obtained in conventional evalua-
tion methods.

Fig. 9A illustrates an example of result of distribution
analysis of driver’s sensory evaluation; Figs. 9B and
9C illustrate examples of results of distribution anal-
yses of principal components obtained in the method
for evaluating driving conditions of a vehicle accord-
ing to the invention.

DETAILED DESCRIPTION OF THE INVENTION

[0026] Now the method and the system for evaluating
driving conditions of a vehicle according to the invention
will be described in detail below by referring to preferred
embodiments illustrated in the accompanying drawings.

[0027] Fig. 1 illustrates a configuration of an embodi-
ment of the system for evaluating driving conditions of a
vehicle according to the invention.

[0028] An evaluation system 10 illustrated in Fig. 1
measures a plurality of pieces of driving load information
as a driver drives a vehicle under a plurality of driving
conditions to find representative values of the driving load
information obtained from the measurement results. Us-
ing the representative values, the evaluation system 10
performs principal component analysis to extract some
principal components. Then, using a weighted linear sum
oftherepresentative values for the principal components,
the evaluation system 10 performs an overall or integrat-
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ed evaluation of drivability under each driving condition.
The embodiment described below uses information on
the myoelectric potentials of a driver’s right and left del-
toid muscles as biological information in the driving load
information on the one hand and information on a vehi-
cle’s steering angle and steering torque as the vehicle’s
movement information in the driving load information on
the other.

[0029] The evaluation system 10 comprises a meas-
uring device 12 for measuring information on myoelectric
potentials, a steering angle/steering torque meter 14,
and an evaluation device 16.

[0030] As illustrated in Fig. 1, the evaluation device
16 comprises a driving load information acquisition unit
18, a principal component analysis unit 20, an entry op-
eration unit 22, and an integrated evaluation unit 24, and
is connected with an output device 26. The evaluation
device 16 does not perform online processing while the
vehicle is actually being driven by the driver but performs
offline processing by recording measurement data ob-
tained by the measuring device 12 and the steering angle/
steering torque meter 14 in arecording medium and then
reproducing the recorded data.

[0031] The measuring device 12 comprises myoelec-
tric sensors 30, 32, a ground electrode 34, and a biolog-
ical amplifier 36.

[0032] The myoelectric sensor 30 comprises a pair of
Ag/AgCL dish-shaped electrodes, which are attached to
skin surface with a given distance, say several millime-
ters, from each other. In this embodiment, the myoelectric
sensor 30 is a pair of dish-shaped electrodes attached,
with a distance of about 5 mm from each other, to skin
surface of the left shoulder where the left deltoid muscle
is located to detect myoelectric potentials of the deltoid
muscle of the driver’s left shoulder. The Ag/AgCl elec-
trodes are formed by coating the surface of a metallic
silver material with an AgCl film and possess effective
electric properties among re-usable general-purpose
electrodes. The electrodes of the myoelectric sensors
30, 32 need not necessarily be Ag/AgCl electrodes and
may be formed of stainless steel, carbon, carbon com-
posites, platinum, gold, silver, titanium, a conductive res-
in, a conductive polymer gel and other materials as ap-
propriate.

[0033] The myoelectric sensor 32 is a pair of
dish-shaped electrodes as is the myoelectric sensor 30,
and attached with a distance of about 5 mm from each
other to skin surface of the right shoulder where the right
deltoid muscle is located to detect a myoelectric potential
of the deltoid muscle of the driver’s right shoulder.

[0034] The myoelectric potential signals obtained by
the myoelectric sensors 30, 32 are feeble and, therefore,
a ground electrode 34 is used to remove ambient noise.
The ground electrode 34 is connected to the biological
amplifier 36 and grounded through the biological ampli-
fier 36.

[0035] The biological amplifier 36 is connected with
the myoelectric sensors 30, 32 through lead wires. Since
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most myoelectric potentials detected by the myoelectric
sensors 30, 32 are as feeble as on the order of several
microvolts to several millivolts and, therefore, their volt-
ages are amplified by the biological amplifier 36 to a level
permitting an analog-to-digital conversion. The myoelec-
tric potential signals amplified by the biological amplifier
36 are subjected to an analog-to-digital conversion at a
given sampling frequency to produce digital signals,
which are transmitted to the evaluation device 16.
[0036] Fig. 2 illustrates how the myoelectric sensors
30, 32 are attached. A deltoid muscle is a triangular mus-
cle covering a large area of the shoulder and used to
rotate the arm outwardly, bend the shoulder joint, and
move it inwardly. Now, the myoelectric sensor 32 will be
described as an example. The myoelectric sensor 32 is
attached to a position Y, which is spaced from an outer
end X of the clavicle by a distance of three fingers in a
longitudinal direction of the arm. The electrodes of the
myoelectric sensor 32 are spaced a given distance apart
from each other. The pair of electrodes of the myoelectric
sensor 32 is attached to the belly of a muscle to be meas-
ured so as to be parallel with the muscle fibers.

[0037] Before the myoelectric sensor 32 is attached
to the skin surface, the skin surface is scrubbed and
cleaned by using alcohol to minimize the resistance be-
tween the skin and the electrodes of the myoelectric sen-
sor 32. The electrodes are attached using an electrode
paste. The electric resistance between the skin and the
electrodes of the myoelectric sensor should be 30 kQ or
less when the myoelectric sensor 32 is attached. The
electric resistance between the skin and the electrodes
of the myoelectric sensor is preferably 5 kQ or less when
the myoelectric sensor 32 is attached to the skin surface.
[0038] The myoelectric sensor 30 is likewise attached
to the deltoid muscle of the left shoulder.

[0039] The steering angle/steering torque meter 14 is
attached around the shaft of the steering wheel of the
vehicle to measure the steering angle and the steering
torque of the steering wheel. Measurement signals are
amplified by an amplifier, which is not shown, digitalized,
and transmitted to the evaluation device 16.

[0040] The driving load information acquisition unit 18
of the evaluation system 16 calculates representative val-
ues from the driving load information (e.g., information
on myoelectric potentials, steering angle, and steering
torque) transmitted from the biological amplifier 36 and
the steering angle/steering torque meter 14.

[0041] The driving load information acquisition unit 18
comprises a signal processor for calculating represent-
ative values of the myoelectric potentials.

[0042] The signal processor performs full-wave recti-
fication and smoothing processing. An RMS (root mean
square) for a myoelectric potential signal before the
full-wave rectification in a given time range is found, and
a change between adjacent data of the myoelectric po-
tential signal after the full-wave rectification and smooth-
ing processing using a low-pass filter is extracted to cal-
culate the amount of change in myoelectric potential.
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Then the RMS in said given time range for the signal of
the amount of change is obtained. Such calculation of
the RMS is performed for each myoelectric potential of
the right and left deltoid muscles.

[0043] Further, the signal processor finds a geometric
average of the myoelectric potentials of the right and left
deltoid muscles after the full-wave rectification and
smoothing processing to obtain a waveform from the ge-
ometric average as a simultaneous contraction wave-
form for the right and left deltoid muscles. Further, an
RMS for this simultaneous contraction waveform in said
given time range is obtained. Further, a change between
adjacent data in the simultaneous contraction waveform
is extracted to calculate the amount of change in the si-
multaneous contraction waveform. Then, an RMS in said
given time range for the waveform of this amount of
change is obtained.

[0044] Thus, the signal processor obtains the RMS
(value of the stationary component) of the myoelectric
potentials of the right and left deltoid muscles, the RMS
(value of the nonstationary component) of the amount of
change of the myoelectric potentials on the right and left
sides, the RMS (value of the stationary component) of
the simultaneous contraction waveform of the right and
left deltoid muscles, and the RMS (value of the nonsta-
tionary component) of the waveform of the amount of
change in the simultaneous contraction waveform, all
these for the myoelectric potentials of the right and left
deltoid muscles.

[0045] The signal processor further obtains the RMS
(value of the stationary component) in said given time
range forthe steering angle and the steering torque trans-
mitted from the steering angle and steering torque meter
14. Further, the signal processor extracts the amount of
change between adjacent data of the steering angle and
the steering torque to calculate the amount of change in
the steering angle and the amount of change in the steer-
ing torque and obtains the RMS (value of the nonstation-
ary component) in said given time range for the waveform
for each amount of change. That is, the signal processor
uses the signals from the steering angle and steering
torque meter 14 to obtain the RMS for the steering angle
and the steering torque and the RMS of the amount of
change in the steering angle and the steering torque.
[0046] Thus, the ten RMS values obtained by the sig-
nal processor are allowed to undergo the principal com-
ponent analysis to follow as representative values of the
driving load information.

[0047] Although the present embodiment uses the
RMS of the waveforms of the myoelectric potentials of
the right and left deltoid muscles before the full-wave
rectification as values of the stationary components, the
invention allows using the RMS of the smoothed wave-
forms of the driving load information in said given time
range after the full-wave rectification and smoothing
processing as values of the stationary components. One
may also use standard deviation, dispersion or distribu-
tion range of the value of the smoothed waveform of the
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driving load information after the full-wave rectification
and smoothing processing.

[0048] Thedriving load information is measured under
various driving conditions to acquire representative val-
ues thereof. The driving condition may be varied, for ex-
ample, by replacing the vehicle or may be varied by re-
placing the tires attached to the vehicle. Further, the driv-
ing condition is considered to vary also where a change
is made in driver, running mode, weather condition, road
surface condition, time of the day, or traffic situation.

[0049] Further, according to the invention, one may
use an average of the RMS values acquired each time
measurement is repeated a plurality of times under the
same driving condition as representative values of the
driving load information used for principal component
analysis. The acquired representative values of the driv-
ing load information are transmitted to the principal com-
ponent analysis unit 20 and the overall integrated eval-
uation unit 24.

[0050] The principal component analysis unit 20 per-
forms principal component analysis using the transmitted
representative values of the driving load information.

[0051] The principal component analysis is made us-
ing a known analysis method. The representative values
of the driving load information are 10 pieces of data as
described above, and a group of 10 pieces of data are
therefore acquired for each driving condition.

[0052] In the principal component analysis, a group of
data of representative values for each driving condition
is plotted as points in an assumed 10-dimensional space
where coordinate axes normal to each other represent
the respective items of driving load information in order
to determine the directions of straight lines along which
the dispersion (scattering) of a group of points is small.
First, the direction of a straight line along which the dis-
persion is the smallest is determined as a principal com-
ponent 1, a principal component along which the disper-
sion is the second smallest and which is normal to the
principal component 1 is determined as a principal com-
ponent 2, and a principal component along which the
dispersion is the third smallest and which is normal to
the principal component 1 and the principal component
2is determined as a principal component 3. Thus, agroup
of 10 pieces of data is divided into principal components
to examine the characteristics of each principal compo-
nent.

[0053] The principal component analysis unit 20 per-
forms the principal component analysis to find eigenval-
ues and calculate eigenvectors that determine the direc-
tions of a plurality of principal components. The value of
each component of the eigenvectors is a weighting co-
efficient used for the weighted linear sum which is an
index of the integrated evaluation as to drivability of a
vehicle described later.

[0054] Because a weighting coefficient is obtained for
each principal component, a plurality of groups of weight-
ing coefficients exist for the respective eigenvalues. From
these, principal components that yield a weighted linear
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sum appropriate for sensory evaluation are selected by
referring to the result of driver’s sensory evaluation.

[0055] The weighting coefficients thus selected are
transmitted to the integrated evaluation unit 24. The re-
sult of the driver’ s sensory evaluation referred to for se-
lecting weighting coefficients is data entered through the
entry operation unit 22 comprising a keyboard and a
mouse.

[0056] Theintegrated evaluation unit 24 uses selected
weighting coefficients and representative values of the
driving load information transmitted from the driving load
information acquisition unit 18 to calculate a weighted
linear sum (principal component score) and uses this
weighted linear sum to perform overall integrated evalu-
ation of drivability under each driving condition.

[0057] An overall integrated evaluation obtained is
supplied to the output device 26 and displayed on screen.
[0058] Now, the evaluation method by the evaluation
device 16 will be described more specifically below.
[0059] Fig. 3 is a flow chart showing a sequence fol-
lowed in the method of evaluating driving conditions of a
vehicle according to the invention. In the following, a case
is described where the myoelectric potentials of the right
and left deltoid muscles of the driver are used as biolog-
icalinformation whereas the steering angle and the steer-
ing torque about the shaft of the steering wheel are used
as movement information on the vehicle.

[0060] Besidesthe myoelectric potentials of the deltoid
muscles, the biological information may be the myoelec-
tric potentials of the driver’s right and left hand side mus-
cles used for voluntary movements to drive the vehicle.
Further, the biological information may be information
selected from brain wave’s, respiration rate, body tem-
perature, nictitation frequency, cardiac rate, pulse rate,
blood flow rate, amount of perspiration, and electroder-
mal activity besides myoelectric potentials.

[0061] The vehicle movement information preferably
includes, besides the steering angle and the steering
torque, at least one of a steering angular velocity impart-
ed by the driver to the steering wheel, a steering power
imparted by the driver to the steering wheel, a forward/
backward acceleration at the vehicle barycenter, a for-
ward/backward jerk at the vehicle barycenter, a lateral
acceleration at the vehicle barycenter, a lateral jerk at
the vehicle barycenter, a vertical acceleration at the ve-
hicle barycenter, a vertical jerk at the vehicle barycenter,
a yaw angular velocity about the vehicle barycenter, a
yaw angular acceleration about the vehicle barycenter,
a roll angle about the vehicle barycenter, a roll angular
velocity about the vehicle barycenter, a side slip angle
at the vehicle barycenter, and a side slip angular velocity
at the vehicle barycenter. A jerk is a physical quantity
obtained by differentiating an acceleration with respect
to time.

[0062] First, the measuring device 12 measures the
biological information (step S10), and the steering angle/
steering torque meter 14 measures the vehicle move-
ment information (step S20).
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[0063] The biological information and the vehicle
movement information are measured in the same meas-
uring time range. The biological information is amplified
by the amplifier 36 and transmitted after sampling and
digitization to the driving load information acquisition unit
18 of the evaluation device 16. The vehicle movement
information is amplified and digitalized by the steering
angle/steering torque meter 14 and transmitted to the
driving load information acquisition unit 18 of the evalu-
ation device 16.

[0064] Measurements are made under a plurality of
driving conditions. The driving condition is considered to
be varied herein when the vehicle differs, the vehicle has
different tires attached, the vehicle is driven on a different
track, the driving mode such as a running speed differs,
the vehicle is driven on a different track surface condition
(dry track surface, wet track surface, snow-covered track,
etc.), the vehicle is driven at a different time of the day,
or the surrounding traffic situation differs.

[0065] Next, the driving load information acquisition
unit 18 calculates the representative values of the bio-
logical information and the vehicle movementinformation
based upon the transmitted information (step S30).
[0066] As regards the biological information, the RMS
values of the right and left hand side myoelectric poten-
tials in a given measuring time range are calculated to
provide representative values. Further, the driving load
information acquisition unit 18 performs full-wave rectifi-
cation and smoothing processing on the myoelectric po-
tential to obtain a smoothed waveform, whereupon dif-
ferentiation is performed on this waveform to calculate
the amount of change between adjacent data, thereby
working out the RMS of said amount of change in the
given measuring time range. Furthermore, the driving
load information acquisition unit 18 performs geometric
averaging processing on values for an identical time in
the smoothed waveforms of the myoelectric potentials of
the right and left deltoid muscles to calculate an RMS for
a geometric average thus obtained in the given measur-
ing time range. Further, the amount of change between
adjacent data is found by differentiation of the waveform
obtained by the above geometric averaging processing
to find the RMS of said amount of change in the given
measuring time range. The waveform obtained by the
geometric averaging processing is used as simultaneous
contraction waveform as described in JP 2004-049622 A.
The waveform selected as having the smaller value out
of the smoothed waveforms of the right and left myoe-
lectric potentials obtained after smoothing processing in
lieu of the geometric averaging processing may be used
as simultaneous contraction waveform.

[0067] In general, a driver steers the vehicle by oper-
ating the steering wheel of the vehicle. To steer the ve-
hicle rightwards, for example, the deltoid muscle of the
driver’s left shoulder contracts to rotate his/her left hand
holding the steering wheel upwards. Meanwhile, the del-
toid muscle of the driver’s right shoulder relaxes since
the driver’s right hand need only be placed on the steer-
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ing wheel. To steer the vehicle leftwards, on the other
hand, the deltoid muscle of the driver’s left shoulder re-
laxes whereas the deltoid muscle of the driver’s right
shoulder contracts. The driver’s steering operation per-
formed as described above by contracting one of a pair
of deltoid muscles located symmetrically on the right and
left sides of the human body and relaxing the other of the
pair corresponds, in the present invention, to the antag-
onistic operation performed by a pair of muscles located
symmetrically on the right and left sides of the human
body.

[0068] However, where a mental load on the part of
the driver or difficulty in steering should cause an unnec-
essary force to be applied to his/her hands holding the
steering wheel, a pair of the right and left deltoid muscles
contracts in synchronism in the supposedly antagonistic
steering operation performed by a pair of the right and
left deltoid muscles. A given waveform for the myoelectric
potentials obtained from the waveforms of the myoelec-
tric potentials measured at this time is called a synchro-
nous contraction waveform. In this embodiment, such a
synchronous contraction waveform is called simultane-
ous contraction waveform and, as described above, a
waveform obtained by geometric averaging processing
performed on the waveforms of the myoelectric potentials
of a pair of the right and left deltoid muscles is used as
simultaneous contraction waveform.

[0069] Such contraction of the deltoid muscles pro-
duces a force with which the driver holds the steering
wheel. However, the force with which the driver holds the
steering wheel is information that cannot be acquired as
physical measurement data representing a behavior of
the vehicle equipped with measuring sensors such as
acceleration meters and load cells.

[0070] Thus, six RMS values in all are calculated in
the step S30: the RMS of the right and left myoelectric
potentials, the RMS of the amount of change of the right
and left myoelectric potentials, the RMS of the simulta-
neous contraction waveform of the right and left deltoid
muscles, the RMS of the amount of change of the simul-
taneous contraction waveform.

[0071] By way of example, Fig. 4A illustrates a wave-
form of the myoelectric potential of the left deltoid muscle
before the full-wave rectification; Fig. 4B illustrates a
waveform of the myoelectric potential of the right deltoid
muscle before the full-wave rectification. Fig. 4C illus-
trates a smoothed waveform of the myoelectric potential
of the left deltoid muscle after the full-wave rectification
and smoothing processing; Fig. 4D illustrates a
smoothed waveform of the myoelectric potential of the
right deltoid muscle after the full-wave rectification and
smoothing processing.

[0072] Further in the step S30, representative values
are calculated according to the steering angle and the
steering torque. Alsoin this case, the RM5 for the steering
angle in the given measuring time range is calculated,
and the RMS for the steering torque in the given meas-
uring time range is calculated.
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Further, the amount of change between adjacent data is
found by differentiation of the time waveform of each of
the steering angle and the steering torque to find the RMS
of each of the above amount of change in the given meas-
uring time range.

[0073] That is, the RMS for the steering angle, the
RMS for the steering torque, the RMS for the amount of
change in steering angle, and the RMS for the amount
of change in steering torque, i.e., four RMS values in
total, are calculated as representative values for the in-
formation on the steering angle and the steering torque.
[0074] Fig. 4E illustrates an example of waveform of
the steering torque; Fig. 4F illustrates an example of
waveform of the steering angle. In Figs. 4E and 4F, the
steering torque and the steering angle resulting from turn-
ing the steering wheel rightwards are shown as positive
values.

[0075] The six representative values of the biological
information and the four representative values of the ve-
hicle movement information constitute a group of repre-
sentative values of driving load information under one
driving condition. The driving load information acquisition
unit 18 acquires groups of representative values of the
driving load information respectively for a plurality of driv-
ing conditions and transmits these groups to the principal
component analysis unit 20.

[0076] Next, the principal component analysis unit 20
acquires groups of representative values of the driving
load information respectively for a plurality of driving con-
ditions to perform principal component analysis (step
S40).

[0077] The principal component analysis is made by
a known method. In the present embodiment, weighting
coefficients used for each weighted linear sum are cal-
culated in such amannerthat the scattering or dispersion
of the weighted linear sum caused by differences in driv-
ing condition is minimal when the weighted linear sum
composed of 10 representative values is obtained for 10
representative values for each driving condition. One of
weighted linear sums thus obtained can be expressed
as evaluation result corresponding to the sensory eval-
uation obtained from the driver and the like.

[0078] Specifically, a variance-covariance matrix for
a group of representative values for each driving condi-
tion is calculated to find eigenvalues and eigenvectors in
the variance-covariance matrix. The eigenvalues are ar-
ranged in descending order and accumulated in de-
scending order until a group of eigenvalues is reached
where the cumulative eigenvalue exceeds 80 % of the
sum of all the eigenvalues. The values of the vector com-
ponents of the eigenvectors for these eigenvalues are
the weighting coefficients used for a weighted linear sum
of each principal component.

[0079] A variance-covariance matrix herein is a matrix
of which the nm components are expressed as a covar-
iance (variance when n = m) of a representative value
designated for the nth place and a representative value
designated for the mth place for a plurality of driving con-
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ditions.

[0080] Fig. 5 shows examples of 10 representative
values obtained in a case where drivers P1 to P8 drove
a vehicle equipped with three kinds of tires A, B, and C
on the same track at the same running speed and in the
same driving mode. Each of the representative values is
an average of measurements obtained by repeatedly
driving the vehicle under the same driving condition six
times. Each of the representative values is a value nor-
malized in such a manner that the average of the repre-
sentative values with respect to each driver is 1. For ex-
ample, the average of the RMS values for the steering
angle in the case of the driver P1 using the tires A, B,
and Cis 1.

[0081] A normalized representative value herein may
be one obtained by dividing each representative value
by an average of the representative values for the drivers
P1. to P8. Alternatively, one may use a value obtained
by subtracting the above average from each represent-
ative value. Alternatively, one may use a value obtained
by dividing a value obtained by subtracting the above
average from each representative value by a standard
deviation of the representative values for the drivers P1
to P8. Further, one may use a representative value for a
reference tire in lieu of the above average. Such normal-
ization of the representative values allows evening out
the magnitudes of the representative values that vary
among drivers and eliminates the effects caused by in-
dividual differences among drivers.

[0082] Fig. 6A shows the result of principal component
analysis made for 24 driving conditions involving 8 drivers
and 3 kinds of tires. The eigenvalues are 4.92, 2.96, and
0.86 as arranged in descending order. Here, eigenvalues
whose cumulative contribution ratio to the sum total of
the eigenvalues (= cumulative eigenvalue/total sum of
the eigenvalues) is less than 0.8 are 4.92 and 2.96. That
is, eigenvalues contributing to this cumulative contribu-
tion ratio are taken out on the condition that the cumula-
tive contribution ratio is less than 0.8. Accordingly, the
eigenvalue 4.92 and its eigenvector are matched as prin-
cipal component 1; the eigenvalue 2.96 and its eigen-
vector are matched as principal component 2.

[0083] Next, a weighted linear sum is calculated from
the ten representative values using the eigenvectors cor-
responding to the eigenvalues of the principal component
1 and the principal component 2 as weighting coefficients
(step S50).

[0084] The eigenvectors are obtained using the above
variance-covariance matrix and the eigenvalue of the
principal component 1 and the eigenvalue of the principal
component 2. That is, a group of weighting coefficients
as many as or fewer than the number of pieces of the
driving load information is obtained.

[0085] Fig. 6B shows amounts of principal component
loads in the representative values given in Fig. 5. An
amount of principal component load represents a corre-
lation coefficient between the value of the weighted linear
sum calculated using the weighting coefficients and the
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representative values obtained from the eigenvectors in
each principal component (value of the principal compo-
nent score) on the one hand and the respective repre-
sentative values on the other hand. There are six pieces
of driving load information having an amount of principal
component load for the principal component 1 greater
than 0.7 and two pieces of driving load information having
an amount of principal component load for the principal
component 2 greaterthan 0.7. Thus, itappears therefrom
that the principal component 1 has a closer correlation
with the data shown in Fig. 5 than the principal component
2.

[0086] Meanwhile, the results of sensory evaluations
conducted by the eight drivers as they drove a vehicle
under each driving condition is entered through the entry
operation unit 22, whereupon the principal component
analysis unit 20 finds a correlation coefficient between
the sensory evaluation result and the weighted linear sum
obtained in the step S50. One of the principal component
1 and the principal component 2 having the greater ab-
solute value of the correlation coefficient is determined
as evaluation index that agrees with the sensory evalu-
ation. Thatis, an evaluation index of drivability is selected
by referring to the drivers’ sensory evaluation.

[0087] Next, the overall integrated evaluation unit 24
finds a weighted linear sum in a selected principal com-
ponent 1 to perform evaluation for each driving condition
(step S60).

[0088] Fig. 7A is a graph illustrating a correlation be-
tween the driver’ s sensory evaluation result and the
weighted linear sum of the principal component 1. As is
apparent from Fig. 7A, the weighted linear sum in the
principal component 1 has a high negative correlation
(correlation coefficient =- 0.70) with the sensory evalua-
tionresult. Accordingly, the lower the weighted linear sum
in the principal component 1 is, the higher, it may be
judged, the sensory evaluation is. Thus, the driving con-
ditions can be evaluated using the weighted linear sum
in the principal component 1 without relying upon the
sensory evaluation.

[0089] Fig. 7B is a graph illustrating a correlation be-
tween the weighted linear sum ofthe principal component
1 and the weighted linear sum of the principal component
2. It appears from the graph that the tires A, B, and C
each form separate groups. Thus, the weighted linear
sum of the principal component 2 may be said to be a
different evaluation index from the weighted linear sum
of the principal component 1.

[0090] Since the principal component 2 has a high
amount of principal componentload in the steering torque
and the steering angle among the amounts of principal
component loads shown in Fig. 6B, the principal compo-
nent 2 may be said to be an evaluation index that eval-
uates the driver’s steering load that vary with the magni-
tude of the steering force applied.

[0091] Fig. 8A is a graph illustrating a correlation be-
tween the driver’ s sensory evaluation and the RMS
(dRMS. STA) of the amount of change in the steering
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angle (correlation coefficient =- 0.59) used convention-
ally for evaluation. Fig. 8B is a graph illustrating a corre-
lation between the driver’s sensory evaluation and the

RMS (RMS.DItLR) of the simultaneous contraction wave-
form of the driver’s deltoid muscles (correlation coeffi-
cient =- 0.61) used conventionally for evaluation.
[0092] Itappears therefrom that the correlation shown
in Fig. 7A exhibits higher absolute values of correlation
coefficients than the correlations shown in Figs. 8A and
8B, and the evaluation using the principal component 1
corresponds to the driver’s sensory evaluation (the small-
er the value of the evaluation using the principal compo-
nent 1 is, the higher the driver's sensory evaluation is).

[0093] Fig. 9A illustrates averages and standard de-
viations obtained by variance analysis of the sensory
evaluations conducted by the drivers P1 to P8. The tire
A and the tire B partially share a common range of stand-
ard deviation in such a manner that a judgment as to
whether the tire A and the tire B significantly differ is dif-
ficult to make. Fig. 9B illustrates averages and standard
deviations obtained by variance analysis of the weighted
linear sum in the principal component 1. The tire A and
the tire B do not share a common range of standard de-
viation and it is apparent that the tire A and the tire B
differ significantly.

[0094] Fig. 9C illustrates averages and standard de-
viations obtained by variance analysis of the weighted
linear sum in the principal component 2. The tire A and
the tire B do not share a common range of standard de-
viation and it is apparent that the tire A and the tire B
differ significantly.

[0095] Thus, according to the invention, a plurality of
pieces of driving load information including biological in-
formation on a driving driver and movement information
of a vehicle being driven are measured to acquire the
respective representative values, and principal compo-
nent analysis is made using these representative values
to calculate a weighted linear sum whereby an accurate
overall integrated evaluation of drivability is achieved un-
der each driving condition in a way reflecting the driver's
sensations. Further, the overall evaluation of drivability
achieved using a weighted linear sum reduces to a min-
imum the effects of variations attributable to the driver’s
sensory evaluation. Further, narrowing down from ten
representative values to two principal components
achieved using such values as a correlation coefficient
and a cumulative contribution ratio of an eigenvalue as
in the above embodiment enables an objective integrated
evaluation of drivability under various driving conditions.
[0096] Further, suitability of a tire to a particular vehicle
can be evaluated under a driving condition where the
same vehicle is driven on the same track, with the tires
replaced with different ones. Alternatively, vehicles can
be evaluated and their suitability to a particular tire can
be evaluated by replacing vehicles, with the other factors
unchanged.

[0097] Although the above embodiments use the prin-
cipal component analysis, a factor analysis may be used
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in lieu of the principal component analysis.

Claims

1. A method for evaluating driving conditions of a ve-
hicle whereby drivability of the vehicle driven by a
driver under different driving conditions is evaluated,
comprising:

a step (S10, S20) of measuring both biological
information on a driving driver and movement
information of the vehicle being driven as driving
load information, and acquiring a group of rep-
resentative values, which is obtained from a
measurement result of such driving load infor-
mation, for each driving condition; the method
being characterized by comprising:

a step (S40) of selecting a group of weight-
ing coefficients in a number equal to or less
than a number of the representative values
of the driving load information from groups
of weighting coefficients that are setaccord-
ing to representative values of the driving
load information for each driving condition;
and

a step (S50) of obtaining a weighted linear
sum using a selected group of the weighting
coefficients and the group of representative
values, and using the weighted linear sum
to perform an integrated evaluation of the
drivability under each driving condition.

2. The method of evaluating driving conditions accord-
ing to claim 1, wherein said different driving condi-
tions comprises driving conditions in which the ve-
hicle and a track used for driving are identical and
tires attached to the vehicle are varied.

3. The method of evaluating driving conditions accord-
ing to claim 1, wherein said biological information is
information on muscle activities measured as the
driver makes voluntary movements to drive the ve-
hicle.

4. The method of evaluating driving conditions accord-
ing to claim 3, wherein said biological information
contains at least one of a stationary component of a
muscle activity in a given time and a nonstationary
component of a muscle activity in a given time out
of information on muscle activities measured as the
driver makes the voluntary movements.

5. The method of evaluating driving conditions accord-
ingtoany one of claims 1to 4, wherein said biological
information is at least one information selected from
myoelectric potentials, brain waves, respiration rate,
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body temperature, nictitation frequency, cardiac
rate, pulse rate, blood flow rate, amount of perspira-
tion, and electrodermal activity.

The method of evaluating driving conditions accord-
ing to any one of claims 1 to 5, wherein said move-
ment information of the vehicle contains at least one
of a steering angle imparted by the driver to a steer-
ing wheel, a steering angular velocity imparted by
the driver to the steering wheel, a steering torque
imparted by the driver to the steering wheel, steering
power imparted by the driver to the steering wheel,
a forward/backward acceleration at a vehicle baryc-
enter, a forward/backward jerk at the vehicle baryc-
enter, lateral acceleration at the vehicle barycenter,
a lateral jerk at the vehicle barycenter, a vertical ac-
celeration at the vehicle barycenter, a vertical jerk at
the vehicle barycenter, a yaw angular velocity about
the vehicle barycenter, a yaw angular acceleration
about the vehicle barycenter, a roll angle about the
vehicle barycenter, a roll angular velocity about the
vehicle barycenter, a side slip angle at the vehicle
barycenter, and a side slip angular velocity at the
vehicle barycenter.

The method of evaluating driving conditions accord-
ing to any one of claims 1 to 6, wherein said driving
load information is measured for a plurality of drivers,
and the representative values of the driving load in-
formation are values obtained by normalizing data
of the driving load information for each of the drivers.

The method of evaluating driving conditions accord-
ing to any one of claims 1 to 7, wherein each of said
weighting coefficients is a value of each component
of eigenvectors obtained by performing major com-
ponent analysis on the representative values of the
driving load information.

The method of evaluating driving conditions accord-
ing to claim 8, wherein in said step (S40) of selecting
the group of weighting coefficients, when a cumula-
tive contribution ratio is determined by adding con-
tribution ratios of eigenvalues obtained by the prin-
cipal component analysis to the sum of all the eigen-
values in descending order, eigenvalues contribut-
ing the cumulative contribution ratio are taken out on
the condition that the cumulative contribution ratio is
less than 0.8, and values of components of eigen-
vectors corresponding to the eigenvalues are used
as values of the weighting coefficients.

The method of evaluating driving conditions accord-
ing to any one of claims 1 to 9, wherein in said step
(S45) of selecting the group of weighting coefficients,
said group of weighting coefficients is selected by
referring to a result of a sensory evaluation by the
driver.
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11. A system for evaluating driving conditions of a vehi-

cle, whereby drivability of the vehicle driven by a driv-
er under different driving conditions is evaluated,
comprising:

a unit (12) for measuring a plurality of pieces of
driving load information containing biological in-
formation on a driving driver and movement in-
formation of the vehicle being driven, and ac-
quiring representative values of driving load in-
formation obtained from a measurement result
of such driving load information; the system be-
ing characterized by comprising:

a unit (20) for selecting a group of weighting co-
efficients in a number equal to or less than a
number of the representative values of the driv-
ing load information from groups of weighting
coefficients that are set according to represent-
ative values of the driving load information in
order to use a weighted linear sum of the repre-
sentative values of the driving load information
as an index of an integrated evaluation of the
drivability of the vehicle; and

a unit (24) for obtaining the weighted linear sum
using a selected group of the weighting coeffi-
cients and the representative values, and using
the weighted linear sum to perform the integrat-
ed evaluation of the drivability under each driv-
ing condition.

Patentanspriiche

1.

Verfahren zum Bewerten von Fahrbedingungen ei-
nes Fahrzeugs, wobei die Fahrbarkeit des Fahr-
zeugs, das von einem Fahrer unter verschiedenen
Fahrbedingungen gefahren wird, bewertet wird, um-
fassend:

einen Schritt (S10, S20) des Messens sowohl
biologischer Informationen Uber einen fahren-
den Fahrer als auch von Bewegungsinformatio-
nendes Fahrzeugs, das gefahrenwird, als Fahr-
belastungsinformationen, und

des Erfassens einer Gruppe von reprasentati-
ven Werten,

welche aus einem Messergebnis solcher Fahr-
belastungsinformationen erhalten wird, fur jede
Fahrbedingung; wobei das Verfahren dadurch
gekennzeichnet ist, dass es umfasst:

einen Schritt (S40) des Auswahlens einer
Gruppe von Gewichtungskoeffizienten in
einer Anzahl, die gleich einer oder kleiner
als eine Anzahl der reprasentativen Werte
der Fahrbelastungsinformationen ist, aus
Gruppen von Gewichtungskoeffizienten,
welche entsprechend reprasentativen Wer-
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ten der Fahrbelastungsinformationen fur je-
de Fahrbedingung festgelegt sind; und
einen Schritt (S50) des Gewinnens einer
gewichteten linearen Summe unter Ver-
wendung einer ausgewahlten Gruppe der
Gewichtungskoeffizienten und der Gruppe
von reprasentativen Werten, und des Ver-
wendens der gewichteten linearen Summe,
um eine integrierte Bewertung der Fahrbar-
keit unter jeder Fahrbedingung vorzuneh-
men.

Verfahren zum Bewerten von Fahrbedingungen
nach Anspruch 1, wobei die verschiedenen Fahrbe-
dingungen Fahrbedingungen umfassen, unter de-
nen das Fahrzeug und eine zum Fahren verwendete
Strecke identisch sind und die an dem Fahrzeug
angebrachten Reifen unterschiedlich sind.

Verfahren zum Bewerten von Fahrbedingungen
nach Anspruch 1, wobei die biologischen Informa-
tionen Informationen Uber Muskelaktivitdten sind,
die gemessen werden, wenn der Fahrer willkirliche
Bewegungen ausflhrt, um das Fahrzeug zu fahren.

Verfahren zum Bewerten von Fahrbedingungen
nach Anspruch 3, wobei die biologischen Informa-
tionen mindestens eine stationare Komponente ei-
ner Muskelaktivitat in einer gegebenen Zeit und eine
nichtstationdre Komponente einer Muskelaktivitat in
einer gegebenen Zeit aus Informationen Gber Mus-
kelaktivitaten, die gemessen werden, wenn der Fah-
rer die willkirlichen Bewegungen ausflhrt, enthal-
ten.

Verfahren zum Bewerten von Fahrbedingungen
nach einem der Anspriiche 1 bis 4, wobei die biolo-
gischen Informationen mindestens eine Information
sind, die aus myoelektrischen Potentialen, Hirnstrd-
men, Atemfrequenz, Kérpertemperatur, Blinzelfre-
quenz, Herzfrequenz, Pulsfrequenz, Blutflussrate,
Schweillmenge und elektrodermaler Aktivitat aus-
gewahlt ist.

Verfahren zum Bewerten von Fahrbedingungen
nach einem der Anspriiche 1 bis 5, wobei die Bewe-
gungsinformationen des Fahrzeugs mindestens ei-
nes von einem Lenkungswinkel, der durch den Fah-
rer an einem Lenkrad erzeugt wird, einer Lenkungs-
winkelgeschwindigkeit, die durch den Fahrer dem
Lenkrad verliehen wird, einem Lenkungsdrehmo-
ment, das durch den Fahrer auf das Lenkrad aus-
gelbt wird, einer Lenkkraft, die durch den Fahrer auf
das Lenkrad ausgeUbt wird, einer Vorwarts-/Ruck-
wartsbeschleunigung an einem Fahrzeugschwer-
punkt, einem Vorwarts-/Riickwarts-Ruck an dem
Fahrzeugschwerpunkt, einer lateralen Beschleuni-
gung an dem Fahrzeugschwerpunkt, einem latera-
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10.

1.

len Ruck an dem Fahrzeugschwerpunkt, einer ver-
tikalen Beschleunigung an dem Fahrzeugschwer-
punkt, einem vertikalen Ruck an dem Fahrzeug-
schwerpunkt, einer Gierwinkelgeschwindigkeit um
den Fahrzeugschwerpunkt, einer Gierwinkelbe-
schleunigung um den Fahrzeugschwerpunkt, einem
Wankwinkel um den Fahrzeugschwerpunkt, einer
Wankwinkelgeschwindigkeit um den Fahrzeug-
schwerpunkt, einem Schwimmwinkel an dem Fahr-
zeugschwerpunkt und einer Schwimmwinkelge-
schwindigkeitan dem Fahrzeugschwerpunkt enthal-
ten.

Verfahren zum Bewerten von Fahrbedingungen
nach einem der Anspriiche 1 bis 6, wobei die Fahr-
belastungsinformationen fir mehrere Fahrer ge-
messen werden und die reprasentativen Werte der
Fahrbelastungsinformationen Werte sind, die durch
Normieren von Daten der Fahrbelastungsinforma-
tionen fiir jeden der Fahrer gewonnen werden.

Verfahren zum Bewerten von Fahrbedingungen
nach einem der Anspriiche 1 bis 7, wobei jeder der
Gewichtungskoeffizienten ein Wert jeder Kompo-
nente von Eigenvektoren ist, die gewonnen werden,
indem eine Hauptkomponentenanalyse an den re-
prasentativen Werten der Fahrbelastungsinforma-
tionen durchgefiihrt wird.

Verfahren zum Bewerten von Fahrbedingungen
nach Anspruch 8, wobei in dem Schritt (S40) des
Auswahlens der Gruppe von Gewichtungskoeffizi-
enten, wenn ein kumulatives Beitragsverhaltnis
durch Addieren von Beitragsverhaltnissen von Ei-
genwerten, die durch die Hauptkomponentenana-
lyse erhalten wurden, zu der Summe aller Eigenwer-
te in fallender Reihenfolge bestimmt wird, Eigenwer-
te, die zu dem kumulativen Beitragsverhaltnis bei-
tragen, unter der Bedingung ausgenommen werden,
dass das kumulative Beitragsverhaltnis kleiner als
0,8 ist, und Werte von Komponenten von Eigenvek-
toren, die den Eigenwerten entsprechen, als Werte
der Gewichtungskoeffizienten verwendet werden.

Verfahren zum Bewerten von Fahrbedingungen
nach einem der Anspriiche 1 bis 9, wobei in dem
Schritt (S45) des Auswahlens der Gruppe von Ge-
wichtungskoeffizienten die Gruppe von Gewich-
tungskoeffizienten durch Bezugnahme auf ein Er-
gebnis einer sensorischen Bewertung durch den
Fahrer ausgewahlt wird.

System zum Bewerten von Fahrbedingungen eines
Fahrzeugs, wobei die Fahrbarkeit des Fahrzeugs,
das von einem Fahrer unter verschiedenen Fahrbe-
dingungen gefahren wird, bewertet wird, umfassend:

eine Einheit (12) zum Messen mehrerer Ele-
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mente von Fahrbelastungsinformationen, wel-
che biologische Informationen (ber einen fah-
renden Fahrer und

Bewegungsinformationen des Fahrzeugs, das
gefahren wird, enthalten, und zum Erfassen re-
prasentativer Werte von Fahrbelastungsinfor-
mationen, welche aus einem Messergebnis sol-
cher Fahrbelastungsinformationen erhalten
werden; wobei das System dadurch gekenn-
zeichnet ist, dass es umfasst:

eine Einheit (20) zum Auswahlen einer
Gruppe von Gewichtungskoeffizienten in
einer Anzahl, die gleich einer oder kleiner
als eine Anzahl der reprasentativen Werte
der Fahrbelastungsinformationen ist, aus
Gruppen von Gewichtungskoeffizienten,
welche entsprechend reprasentativen
Werten der Fahrbelastungsinformationen
festgelegt sind, um eine gewichtete lineare
Summe der reprasentativen Werte der
Fahrbelastungsinformationen als einen In-
dex der integrierten Bewertung der Fahr-
barkeit des Fahrzeugs zu verwenden; und
eine Einheit (24) zum Gewinnen der ge-
wichteten linearen Summe unter Verwen-
dung einer ausgewahlten Gruppe der Ge-
wichtungskoeffizienten und der reprasenta-
tiven Werte, und zum Verwenden der ge-
wichteten linearen Summe, um eine inte-
grierte Bewertung der Fahrbarkeit unter je-
der Fahrbedingung vorzunehmen.

Revendications

Procédé pour évaluer des conditions de conduite
d’un véhicule de sorte que la maniabilité du véhicule
conduit par un conducteur sous différentes condi-
tions de conduite est évaluée, comprenant :

une étape (S10, S20) de mesure tant d'informa-
tions biologiques concernant un conducteur
conduisant que d’informations de mouvement
du véhicule en train d’étre conduit en tant qu’in-
formations de charge de conduite, et d’acquisi-
tion d’'un groupe de valeurs représentatives, qui
est obtenu a partir d’'un résultat de mesure de
telles informations de charge de conduite, pour
chaque condition de conduite ; le procédé étant
caractérisé en ce qu’il comprend :

une étape (S40) de sélection d’un groupe
de coefficients de pondération en un nom-
bre égal ou inférieur a un nombre des va-
leurs représentatives des informations de
charge de conduite en provenance de grou-
pes de coefficients de pondération qui sont

10

15

20

25

30

35

40

45

50

55

12

fixés selon des valeurs représentatives des
informations de charge de conduite pour
chaque condition de conduite ; et

une étape (S50) d’obtention d’'une somme
linéaire pondérée en utilisant un groupe sé-
lectionné des coefficients de pondération et
le groupe de valeurs représentatives, et en
utilisant la somme linéaire pondérée pour
effectuer une évaluation intégrée de la ma-
niabilité sous chaque condition de conduite.

Procédé d’évaluation de conditions de conduite se-
lon la revendication 1, dans lequel lesdites différen-
tes conditions de conduite comprennent des condi-
tions de conduite dans lesquelles le véhicule et une
piste utilisée pour la conduite sont identiques et les
pneus attachés au véhicule sont variés.

Procédé d’évaluation de conditions de conduite se-
lon la revendication 1, dans lequel lesdites informa-
tions biologiques sont des informations concernant
des activités musculaires mesurées lorsque le con-
ducteur effectue des mouvements volontaires pour
conduire le véhicule.

Procédé d’évaluation de conditions de conduite se-
lon la revendication 3, dans lequel lesdites informa-
tions biologiques contiennent au moins l'une d’'une
composante stationnaire d’'une activité musculaire
dans un temps donné et d’'une composante non sta-
tionnaire d’'une activité musculaire dans un temps
donné parmi des informations concernant des acti-
vités musculaires mesurées lorsque le conducteur
effectue les mouvements volontaires.

Procédé d’évaluation de conditions de conduite se-
lon 'une quelconque des revendications 1 a 4, dans
lequel lesdites informations biologiques sont au
moins une information sélectionnée a partir de po-
tentiels myoélectriques, d’ondes cérébrales, de ryth-
me respiratoire, de température corporelle, de fré-
quence de nictation, de rythme cardiaque, de fré-
quence du pouls, de débit sanguin, de quantité de
transpiration, et d’activité électrodermale.

Procédé d’évaluation de conditions de conduite se-
lon 'une quelconque des revendications 1 a 5, dans
lequel lesdites informations de mouvement du véhi-
cule contiennent au moins I'un d’un angle de direc-
tion communiqué par le conducteur a un volant,
d’'une vitesse angulaire de direction communiquée
par le conducteur au volant, d’'un couple de direction
communiqué parle conducteurau volant, d’'une puis-
sance de direction communiquée par le conducteur
au volant, d’'une accélération avant / arriére au ni-
veau d’'un barycentre de véhicule, d’'une secousse
avant/ arriére au niveau du barycentre de véhicule,
d’une accélération latérale au niveau du barycentre
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de véhicule, d'une secousse latérale au niveau du
barycentre de véhicule, d’'une accélération verticale
au niveau du barycentre de véhicule, d’'une secous-
se verticale au niveau du barycentre de véhicule,
d’une vitesse angulaire de lacet autour du barycentre
de véhicule, d’'une accélération angulaire de lacet
autour du barycentre de véhicule, d’'un angle de rou-
lis autour du barycentre de véhicule, d’'une vitesse
angulaire de roulis autour du barycentre de véhicule,
d'un angle de dérapage latéral au niveau du bary-
centre de véhicule, et d’'une vitesse angulaire de dé-
rapage latéral au niveau du barycentre de véhicule.

Procédé d’évaluation de conditions de conduite se-
lon 'une quelconque des revendications 1 a 6, dans
lequel lesdites informations de charge de conduite
sont mesurées pour une pluralité de conducteurs, et
les valeurs représentatives des informations de
charge de conduite sont des valeurs obtenues en
normalisant des données des informations de char-
ge de conduite pour chacun des conducteurs.

Procédé d’évaluation de conditions de conduite se-
lon 'une quelconque des revendications 1 a 7, dans
lequel chacun desdits coefficients de pondération
est une valeur de chaque composante de vecteurs
propres obtenus en effectuant une analyse en com-
posantes principales sur les valeurs représentatives
des informations de charge de conduite.

Procédé d’évaluation de conditions de conduite se-
lon la revendication 8, dans lequel dans ladite étape
(S40) de sélection du groupe de coefficients de pon-
dération, quand un rapport de contribution cumulatif
est déterminé en ajoutant des rapports de contribu-
tion de valeurs propres obtenues par 'analyse en
composantes principales a la somme de toutes les
valeurs propres dans l'ordre décroissant, des va-
leurs propres contribuant au rapport de contribution
cumulatif sont extraites a condition que le rapport de
contribution cumulatif soit inférieur a 0,8, et des va-
leurs de composantes de vecteurs propres corres-
pondant aux valeurs propres sont utilisées en tant
que valeurs des coefficients de pondération.

Procédé d’évaluation de conditions de conduite se-
lon 'une quelconque des revendications 1 2 9, dans
lequel dans ladite étape (S45) de sélection du grou-
pe de coefficients de pondération, ledit groupe de
coefficients de pondération est sélectionné en se ré-
férant a un résultat d’'une évaluation sensorielle par
le conducteur.

Systeme pour évaluer des conditions de conduite
d’'un véhicule, de sorte que la maniabilité du véhicule
conduit par un conducteur sous différentes condi-
tions de conduite est évaluée, comprenant :
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une unité (12) pour mesurer une pluralité de
morceaux d’informations de charge de conduite
contenant des informations biologiques concer-
nantun conducteur conduisant etd’informations
de mouvement du véhicule en train d’étre con-
duit, et pour acquérir des valeurs représentati-
ves d’'informations de charge de conduite obte-
nues a partir d'un résultat de mesure de telles
informations de charge de conduite ; le systéme
étant caractérisé en ce qu’il comprend :

une unité (20) pour sélectionner un groupe
de coefficients de pondération en un nom-
bre égal ou inférieur a un certain nombre
des valeurs représentatives des informa-
tions de charge de conduite en provenance
de groupes de coefficients de pondération
qui sont fixés selon des valeurs représen-
tatives des informations de charge de con-
duite afin d’'utiliser une somme linéaire pon-
dérée des valeurs représentatives des in-
formations de charge de conduite en tant
qu’indice d’'une évaluation intégrée de la
maniabilité du véhicule ; et

une unité (24) pour obtenirla somme linéai-
re pondérée en utilisant un groupe sélec-
tionné des coefficients de pondération etles
valeurs représentatives, et en utilisant la
somme linéaire pondérée pour effectuer
I'évaluation intégrée de la maniabilité sous
chaque condition de conduite.
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FIG.4D
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