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Summary

Mazda’s development of vehicle dynamic performance has been consistently performed with “Jimba Ittai”
concept, defined as “oneness feel between car and driver” and “vehicle moves as driver intends”. Mazda
accumulated researches for the realization of the concept, and the outcomes have been incorporated in
production vehicles.

For Mazda’s next generation cars starting with All-New Mazda3, aiming to achieve a vehicle that moves
as a part of the driver’s body, linear vehicle behaviors matching human basic behavioral characteristics
without delay and noise is targeted, so that vehicle dynamic behaviors are synchronized with human’s

natural behaviors. This paper introduces the new driving force control system for the realization of the

“Jimba Ittai” concept.

Key words : Vehicle Dynamics, Vibration, Noise, and Ride Comfort, Body Vibration While Driving,
Motion Control, Device Technology/Control Technology, Driving Force Control System
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Fig. 3 Concept of the Driving Force Control
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Fig. 7 Improvement of the Observer Model
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Fig. 8 Added the Mount Model
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Fig. 15 Model of the Feedforward Control
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