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AIR CONDITIONER FOR VEHICLE AND
AIR CONDITIONING UNIT DRIVING
APPARATUS

CROSS REFERENCE TO RELATED
APPLICATION

This application is based on and incorporates herein by
reference Japanese Patent Application Nos. Hei. 11-338392
filed on Nov. 29, 1999, Hei. 11-353394 filed on Dec. 13,
1999, Hei. 11-366466 filed on Dec. 24, 1999, 2000-173920
filed on Jun. 9, 2000, 2000-224084 filed on Jul. 25, 2000,
and 2000-269078 filed on Sep. 5, 2000.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present invention relates to an air conditioner for a
vehicle for performing switching of outlet modes in con-
junction with an operation position of temperature control
means for controlling outlet temperature into a vehicle
compartment, and an air conditioning unit driving apparatus
for driving an air conditioning unit such as an air passage
opening/closing door.

2. Description of Related Art

Conventionally, an air conditioner for a vehicle is pro-
vided with an inside/outside air switching door, a tempera-
ture control means (air mixing door, hot water valve, etc.),
and an air outlet mode door, and these instruments are
independently operated by a manual operation mechanism
or a motor actuator, respectively.

Recently, in the air conditioner for the vehicle, for the
purpose of improving the operationality by a passenger, the
number of apparatuses in which a motor actuator is operated
by a switch operation so that the above respective instru-
ments can be quickly operated, is increasing. Such an
apparatus requires dedicated motor actuators for inside/
outside air switching, temperature control, and outlet mode
switching, which increase the cost of the air conditioner.

In order to decrease the number of motor actuators, the
present inventors considered performing temperature con-
trol and outlet mode switching through one motor actuator.
That is, the present inventors paid attention to the fact that
the outlet mode switching correlates to the operation posi-
tion of the temperature control means, and considered per-
forming both the temperature control and the outlet mode
switching through one motor actuator, by sequentially
switching the outlet mode to a face mode, a bi-level mode,
and a foot mode as the operation position of the temperature
control means is shifted from a low temperature side posi-
tion (maximum cooling side) to a high temperature side
position (maximum heating side).

However, if the temperature control and the outlet mode
switching are simply performed by one motor actuator, since
the number of doors simultaneously driven by the one motor
actuator is increased, the necessary operation torque
(workload) of the motor is increased, and a high power
motor is required, so that the cost of the motor actuator is
increased. Since motor current is increased by the high
power motor, the cost of an airconditioning control unit
(ECU) is also increased.

Although JP-A-11-115463 discloses an apparatus in
which an air mixing door as temperature control means and
an inside air foot door are operated in conjunction with each
other by one motor actuator, also in the apparatus disclosed
in this publication, since the air mixing door and the inside
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2

air foot door are simply operated in conjunction with each
other by one motor actuator, there occurs the foregoing
disadvantage due to the increase of the number of doors
driven by one motor actuator.

Besides, if the temperature control and the outlet mode
switching are simply performed by one motor actuator, the
relation between the operation position of the temperature
control means and the outlet mode switching is always fixed
to a one-to-one relation. Thus, there occurs a disadvantage
that a defroster mode can not be arbitrarily set at the time
when a window glass is fogged, irrespective of the operation
position of the temperature control means.

JP-A-11-115463 discloses the apparatus in which the air
mixing door as the temperature control means and the inside
air foot door are operated in conjunction with each other by
one motor actuator, the inside air foot door is operated to a
fully open position of a foot passage at the maximum heating
and partitions an inside air passage and an outside air
passage, and can originally interlock with the operation
position of the air mixing door. Thus, even if the air mixing
door and the inside air foot door are operated by the one
motor actuator, any trouble does not occur.

According to JP-A-11-115463, since the air mixing door
and the inside air foot door are simply operated by the one
motor actuator, it can not be applied to a switching mecha-
nism of outlet modes including the defroster mode.

When the temperature control and the outlet mode switch-
ing are simply performed by one motor actuator, since the
relation between the operation position of the temperature
control means and the outlet mode switching is always fixed
to a one-to-one relation, the following problem occurs. That
is, it has been found that when the operation position of the
temperature control means is corrected in accordance with
the temperature change of a cooling heat exchanger in order
to keep a outlet temperature into a vehicle compartment
constant when the temperature of the cooling heat exchanger
constituted by an evaporator of a cooling cycle is changed,
the outlet mode is changed by the operation position change
of the temperature control means, and there occurs a case
where an air conditioning feeling is damaged.

This problem will be described more specifically with
reference to FIG. 48. The horizontal axis of FIG. 48 indi-
cates an opening degree (hereinafter referred to as an A/M
opening degree) of an air mixing door as temperature control
means. The A/M opening degree of 0% indicates the maxi-
mum cooling position of the air mixing door, and the A/M
opening degree of 100% indicates the maximum heating
position of the air mixing door. The vertical axis of FIG. 48
indicates an outlet temperature into a vehicle compartment.

In FIG. 48, solid lines indicate control characteristics
between the A/M opening degree and the outlet temperature
at the temperature of the cooling heat exchanger
(specifically, air temperature immediately after outlet from
the cooling heat exchanger) TE=0° C. Among them, line @
indicates a foot outlet temperature in a foot mode, line

indicates a face outlet temperature in a bi-level mode, line

indicates a foot outlet temperature in the bi-level mode,
and line
mode.

Broken lines indicate control characteristics between the
A/M opening degree and the outlet temperature at the
temperature of the cooling heat exchanger TE=15° C., and
lines @ to indicate outlet temperatures respectively
corresponding to the above lines (1) to ().

When the outlet temperature into the vehicle compartment
under the condition of TE=0° C. is controlled at a predeter-

indicates a face outlet temperature in a face
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mined A/M opening degree “a”, and when a compressor of
a cooling cycle is stopped for power save (economy) control
or the like, the temperature TE is raised to a suction air
temperature of the cooling heat exchanger. The line of
TE=15° C. in FIG. 48 indicates the state which occurs at the
time of stop of the compressor like this. In this case, in order
to keep the outlet temperature into the vehicle compartment
constant, it is necessary that the A/M opening degree is
decreased as indicated by an arrow X from the opening
degree “a” to the opening degree “b”, and the A/M opening
degree is corrected to the maximum cooling side by a
predetermined amount.

Since the A/M opening degree “b” after the correction is
in the region of the face mode, a warm air of higher than 30°
C. is blown from a face opening portion to the head side of
a passenger according to the temperature control character-
istics of the broken line , and an air conditioning feeling
is damaged.

SUMMARY OF THE INVENTION

A first object of the present invention is to provide an air
conditioner for a vehicle for operating temperature control
means and an outlet mode door by using one motor actuator,
in which an increase in necessary operation torque of the
motor actuator is suppressed.

A second object of the present invention is to provide an
apparatus for driving an air conditioning unit such as an air
passage opening/closing door by a motor actuator, in which
an operation force of the air conditioning unit is lowered.

A third object of the present invention is to provide an air
conditioning unit driving apparatus which enables the trans-
mission of rotation over 180°.

According to a first aspect of the present invention, an air
conditioner for a vehicle includes temperature control means
for controlling a outlet temperature into a vehicle
compartment, a plurality of outlet opening portions for
blowing air into respective portions in the vehicle
compartment, outlet mode doors for opening and closing the
plurality of outlet opening portions to switch a outlet mode,
and one motor actuator for driving the temperature control
means and the outlet mode doors, and is characterized in that
an operation position of the temperature control means is
controlled between a maximum cooling position and a
maximum heating position by a change of an operation
angle of the motor actuator, the outlet mode doors are driven
to open and close the plurality of outlet opening portions,
and the outlet mode doors and the temperature control
means are alternately driven in response to the change of the
operation angle of the motor actuator.

According to this, even in the structure where the tem-
perature control means and the outlet mode doors are driven
by the one motor actuator, the temperature control means
and the outlet mode doors can be driven at different timing,
and it is possible to suppress the increase of the necessary
operation torque of the motor actuator due to simultaneous
driving. Thus, it is possible to avoid disadvantages, such as
an increase in costs and an increase in consumed power, due
to the change to a high output motor.

Incidentally, “alternate driving of the outlet mode doors
and the temperature control means” includes not only a case
where alternate driving is always made in all range of the
operation angle of the motor actuator, but also a case where
simultaneous driving is made in a part of the operation angle
of the actuator. With respect to the partial simultaneous
driving, a countermeasure is taken such that the driving is
limited to only a region where the necessary operation
torque becomes small in the operation angle of the motor
actuator.
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According to a second aspect of the present invention, an
air conditioning unit driving apparatus for driving a plurality
of air conditioning units, such as an air passage opening/
closing door, by a motor actuator, includes driving side
members rotated by an operation force of the motor actuator,
a rotatable follower side member coupled to the air condi-
tioning units, for driving the air conditioning units, and
coupling trods for transmitting the operation force of the
motor actuator from the driving side members to the
follower-side member, and is characterized in that at least
two coupling rods for coupling both the members in parallel
are used as the coupling rods, both ends of the two coupling
rods are rotatably coupled to both the members, and a total
value of angles (o) between directions (C) of the operation
forces transmitted to the follower side members from the
two coupling rods and rotation directions (D) of the follower
side members is always kept a predetermined angle or less
with respect to a change of an operation angle of the motor
actuator.

When the operation force is transmitted from the coupling
rod to the follower side member, if the above angle (o)
becomes a value near 90°, there occurs a state (change point)
where it is impossible to apply the force in the rotation
direction from the coupling rod to the follower side member.

In view of this, the two coupling rods are used, and the
total value of the angles (o) of the two coupling rods is
always kept the predetermined angle or less, so that it is
possible to avoid the worst state where the angles (c) of both
the two coupling rods become 90° (change point). Thus,
even if the operation angle of the motor actuator is changed
to any value, the operation force can be always easily
transmitted from the coupling rod to the follower side
member.

According to a third aspect of the present invention, an air
conditioning unit driving apparatus includes a motor
actuator, a distribution link rotated by an operation force of
the motor actuator, a follower side link coupled to a plurality
of air conditioning units, and a pin coupled to the follower
side link, and is characterized in that a cam groove in which
the pin is slidably fitted is provided in the distribution link,
the pin is displaced by rotation of the distribution link, and
a plurality of idle portions for stopping displacement of the
pin against an operation angle change of the distribution link
are provided in the cam groove.

By this, it is possible to concentrate the idle function for
stopping the operation of the plurality of air conditioning
units in a predetermined operation angle range against an
operation angle change of the motor actuator to the one
distribution link. As a result, as compared with a case where
the idle function is set for each of the driving links of the
plurality of air conditioning units, the entire link mechanism
can be miniaturized and simplified by the concentration of
the idle function.

According to a fourth aspect of the present invention, an
air conditioning unit driving apparatus includes a motor
actuator, a distribution link rotated by an operation force of
the motor actuator, a first pin coupled to a first air condi-
tioning unit, a follower side link coupled to a plurality of
second air conditioning units, and a second pin coupled to
the follower side link, and is characterized in that a first cam
groove in which the first pin is slidably fitted, and a second
cam groove in which the second pin is slidably fitted are
provided in the distribution link, the first pin and the if
second pin are displaced by rotation of the distribution link,
and a plurality of idle portions for stopping displacements of
the first pin and the second pin against an operation angle



US 6,702,008 B1

5

change of the distribution link are provided in the first cam
groove and the second cam groove, respectively.

By this, it is possible to concentrate the idle function for
stopping the operation of the first air conditioning unit and
the plurality of second air conditioning units in a predeter-
mined operation angle range against the operation angle
change of the motor actuator to the one distribution link. As
a result, as compared with a case where the idle function is
set for the driving link of the first air conditioning unit and
each of the driving links of the plurality of air conditioning
units, the entire link mechanism can be miniaturized and
simplified by the concentration of the idle function.

According to a fifth aspect of the present invention, an air
conditioner for a vehicle includes temperature control means
for controlling a outlet temperature into a vehicle
compartment, a plurality of outlet opening portions for
blowing air into respective portions of the vehicle
compartment, outlet mode doors for switching a outlet mode
by opening and closing the plurality of outlet opening
portions one motor actuator for driving the temperature
control means and the outlet mode doors, and a distribution
link rotated by rotation of the motor actuator, and is char-
acterized in that first cam grooves for driving the tempera-
ture control means and second cam groove for driving the
outlet mode doors are provided in the distribution link, an
operation position of the temperature control means is
controlled between a maximum cooling position and a
maximum heating position in accordance with rotation dis-
placements of the first cam grooves by rotation of the
distribution link, and the outlet mode doors are driven in
accordance with rotation displacements of the second cam
grooves to open and close the plurality of outlet opening
portions.

According to this, it becomes possible to drive both the
temperature control means and the outlet mode doors by the
first and second cam grooves provided in the one distribu-
tion link, and as a result, the number of parts of the driving
link mechanism from the output side of the one motor
actuator to the temperature control means and the outlet
mode doors can be greatly decreased. By this, miniaturiza-
tion of the link mechanism and reduction in costs can be
achieved well.

According to a sixth aspect of the present invention, an air
conditioner for a vehicle includes temperature control means
for controlling a outlet temperature into a vehicle
compartment, a plurality of outlet opening portions for
blowing air into respective portions of the vehicle
compartment, outlet mode doors for switching a outlet mode
by opening and closing the plurality of outlet opening
portions, one motor actuator for driving the temperature
control means and the outlet mode doors, a first link includ-
ing first cam grooves for driving the temperature control
means, a second link including second cam grooves for
driving the outlet mode doors, and coupling means for
coupling the first link to the second link, the first link and the
second link being rotated in conjunction with each other by
the motor actuator, and is characterized in that an operation
position of the temperature control means is controlled
between a maximum cooling position and a maximum
heating position in accordance with rotation displacements
of the first cam grooves by rotation of the first link, and the
outlet mode doors are driven in accordance with rotation
displacements of the second cam grooves by rotation of the
second link to open and close the plurality of out let opening
portions

According to this, since the first link and the second link
are dedicatedly provided for driving the temperature control
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means and for driving the outlet mode doors, the first and
second links can be designed into dedicated shapes for
respective driving objects, and the degree of freedom of
design is improved. Thus, the interconnection relation
between temperature control characteristics in the vehicle
compartment and outlet mode switching characteristics can
be set to various modes.

According to a seventh aspect of the present invention, an
air conditioner for a vehicle includes temperature control
means for controlling a outlet temperature into a vehicle
compartment, outlet mode doors for setting a face mode, a
foot mode, and a defroster mode, one motor actuator for
driving the temperature control means and the outlet mode
doors, control means for controlling an operation angle of
the motor actuator, and defroster instruction means for
issuing an instruction of the defroster mode, and is charac-
terized in that as a range of the operation angle of the motor
actuator, there are provided a temperature control region (A)
in which an operation position of the temperature control
means is controlled between a maximum cooling position
and a maximum heating position, the outlet mode doors are
driven to set the face mode in an operation region at a
maximum cooling side of the temperature control means,
and the foot mode is set in an operation region at a maximum
heating side of the temperature control means, and a
defroster setting region (B) in which when the instruction of
the defroster mode is issued from the defroster instruction
means, the operation angle of the motor actuator is made to
2o out of a range of the temperature control region (A), the
outlet mode doors are driven, and the defroster mode is set.

By this, in the temperature control region (A) of the
operation angle range of the motor actuator, the face mode
and the foot mode can be automatically set in conjunction
with the change of the operation position of the temperature
control means between the maximum cooling position and
the maximum heating position. Further, when the instruction
of the defroster mode is issued, the defroster mode can be set
by forcibly making the operation angle of the motor actuator
go out of the range of the temperature control region (A).
Thus, in the air conditioner for the vehicle, both the tem-
perature control means and the outlet mode door are driven
by using the one motor actuator, so that the number of motor
actuators to be used can be decreased, and the costs can be
reduced, and further, the function capable of arbitrarily
setting the defroster mode on the basis of the instruction of
the defroster mode can be secured.

According to an eighth aspect of the present invention, in
an air conditioner for a vehicle for switching and setting a
outlet mode in conjunction with a change of an operation
position of temperature control means by using one motor
actuator, an objective operation angle of the motor actuator
is determined so that the temperature control means is
operated to an objective position to keep a outlet tempera-
ture into a vehicle compartment an objective temperature,
the objective position of the temperature control means is
corrected in accordance with a temperature of a cooling heat
exchanger, and correction of the objective position through
the temperature of the cooling heat exchanger is restricted
within a range where a outlet mode determined in a state
before the correction is kept.

By this, when the outlet temperature into the vehicle
compartment is controlled, even if the objective position of
the temperature control means is corrected in accordance
with the temperature of the cooling heat exchanger, it is
possible to prevent the outlet mode from being switched due
to this correction.

Thus, in the air conditioner for the vehicle which can
simplify the actuator portion by carrying out the operation
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position control of the temperature control means and the
switching and setting of the outlet mode by one motor
actuator, deterioration of an airconditioning feeling due to
unreasonable switching of the outlet mode can be prevented
from occurring.

BRIEF DESCRIPTION OF THE DRAWINGS

Additional objects and advantages of the present inven-
tion will be more readily apparent from the following
detailed description of preferred embodiments thereof when
taken together with the accompanying drawings in which:

FIG. 1 is a schematic sectional view of a main portion of
an air conditioner for a vehicle (first embodiment);

FIG. 2 is a structural view showing a specific example of
a link mechanism for door operation (first embodiment);

FIG. 3 is a front view showing an air conditioning
operation panel (first embodiment);

FIG. 4 is a block diagram of electric control (first
embodiment);

FIG. 5 is a flowchart showing an outline of air condition-
ing control (first embodiment);

FIG. 6 is a flowchart of a main portion of FIG. 5 (first
embodiment);

FIG. 7 is an explanatory view of operation characteristics
(first embodiment);

FIG. 8 is an explanatory view of operation characteristics
(second embodiment);

FIG. 9 is an explanatory view of operation characteristics
(third embodiment),

FIG. 10 is an explanatory view of operation characteris-
tics of (fourth embodiment);

FIG. 11 is an explanatory view of operation characteris-
tics (fifth embodiment);

FIG. 12 is an explanatory view of operation characteris-
tics (sixth embodiment),

FIGS. 13A and 13B are graphs showing motor actuator
operation torque (fourth embodiment);

FIG. 14 is an explanatory view of operation characteris-
tics of a link mechanism (seventh embodiment);

FIG. 15 is an explanatory view of a main portion of a door
driving mechanism according (eighth embodiment);

FIG. 16 is an explanatory view of a link mechanism for
explaining a problem to be solved (ninth embodiment);

FIG. 17 is an explanatory view of a main portion of a link
mechanism (ninth embodiment);

FIGS. 18A to 18C are operation explanatory views of the
link mechanism (ninth embodiment);

FIG. 19 is an operation explanatory view of the link
mechanism (ninth embodiment);

FIG. 20 is an explanatory view of a link mechanism (tenth
embodiment);

FIGS. 21A and 21B are explanatory views of a link
mechanism (eleventh embodiment);

FIG. 22 is an explanatory view of a link mechanism
(twelfth embodiment);

FIG. 23 is a side view of an airconditioning unit equipped
with a link mechanism (thirteenth embodiment);

FIG. 24 is an explanatory view of the link mechanism
(thirteenth embodiment);

FIG. 25 is an enlarged front view of a distribution link
(thirteenth embodiment);

FIG. 26 is a front view showing gear coupling between
links (fourteenth embodiment);
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FIG. 27 is a side view of an airconditioning unit equipped
with a link mechanism (fifteenth embodiment);

FIG. 28 is a side view of an airconditioning unite quipped
with a link mechanism (sixteenth embodiment);

FIG. 29 is a side view of an airconditioning unit equipped
with a link mechanism (seventeenth embodiment);

FIG. 30 is an explanatory view of operation characteris-
tics (eighteenth embodiment);

FIG. 31 is a flowchart of a main portion (nineteenth
embodiment);

FIG. 32 is an explanatory view of operation characteris-
tics (twentieth embodiment);

FIGS. 33A and 33B are characteristic views of air volume
control for explaining a problem to be solved (twenty first
embodiment);

FIG. 34 is a flowchart of a main portion (twenty first
embodiment);

FIG. 35 is a graph showing operations (twenty first
embodiment);

FIG. 36 is an operation characteristic view(twenty first
embodiment);

FIG. 37 is an explanatory view of operation characteris-
tics (twenty second embodiment);

FIG. 38 is an explanatory view of operation characteris-
tics (twenty third embodiment);

FIG. 39 is a characteristic view of air volume control for
explaining a problem to be solved (twenty third
embodiment);

FIG. 40 is a flowchart showing control (twenty third
embodiment);

FIG. 41 is an explanatory view of operation characteris-
tics (twenty third embodiment);

FIG. 42 is an explanatory view of operation characteris-
tics (twenty fourth embodiment);

FIG. 43 is an explanatory view of operation characteris-
tics (twenty fifth embodiment);

FIG. 44 is a flowchart showing air conditioning control
(twenty seventh embodiment);

FIG. 45 is an explanatory view of correction of evaporator
outlet temperature TE (twenty seventh embodiment);

FIG. 46 is an explanatory view of motor actuator opera-
tion characteristics (twenty seventh embodiment);

FIG. 47 is an explanatory view of correction of hot water
temperature TW (twenty eighth embodiment), and

FIG. 48 is an explanatory view of a problem to be solved
by the present invention.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENTS

First Embodiment

FIG. 1 is a sectional view of an air conditioning unit
portion of an airconditioner for a vehicle. The airconditioner
of this embodiment is a so-called semi-center layout one,
and in the inside of an instrument board at the front of a
vehicle compartment, an air conditioning unit 10 is disposed
substantially at the center portion in the right-and-left direc-
tion of a vehicle. Arrows in FIG. 1 indicate mounting
directions of the air conditioning unit 10 with respect to the
vertical and lengthwise directions of the vehicle.

An air blower unit (not shown) for blowing air-
conditioning air to the airconditioning unit 10 is arranged to
be offset at the side of the air conditioning unit 10 (at the side
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of the assistant driver’s seat). This air blower unit includes,
as well known, an inside/outside air switching box for
switching and introducing inside air and outside air, and a
centrifugal electric blower fan for blowing air (inside air or
outside air) sucked from this inside/outside air switching
box toward the air conditioning unit 10.

The airconditioning unit 10 includes an airconditioning
case 11 made of resin, and an air passage where blown air
passes through an evaporator 12 and a heater core 13 and
flows from the front side of the vehicle to the rear side of the
vehicle is formed in the inside of this air conditioning case
11.

In the air passage within the air conditioning case 11, the
evaporator 12 is disposed at the front side of the vehicle, and
the heater core 13 is disposed at the rear side of the vehicle.
The evaporator 12 is, as well known, a cooling heat
exchanger in which heat equivalent to latent heat of vapor-
ization of a coolant of a cooling cycle is absorbed from the
air-conditioning air to cool the air-conditioning air. The
heater core 13 is a heating heat exchanger in which hot water
(cooling water) of a vehicle engine is made a heat source
fluid to heat the air-conditioning air. In the air conditioning
case 11, an air inlet 14 into which the blown air from the
not-shown air blower unit flows is formed in the side portion
at the headmost side of the vehicle (front position of the
evaporator 12) and at the side of the assistant driver’s seat.

Acool air bypass passage 15 is formed at an upper portion
of the heater core 13, and a plate-like air mixing door 16 is
disposed immediately at the downstream side (vehicle rear
side) of the evaporator 12 to be rotatable around a rotary
shaft 16a. This air mixing door 16 can adjust the temperature
of blown air into the vehicle compartment to a desired
temperature by adjusting the air volume ratio of cool air
passing through the cool air bypass passage 15 to warm air
passing through a core portion 13a of the heater core 13, and
constitutes temperature control means of the blown air
temperature.

A warm air passage 17 toward an upper portion is formed
at a portion immediately after the heater core 13, and the
warm air from this warm air passage 17 and the cool air from
the cool air bypass passage 15 are mixed in an air mixing
portion 18.

A plurality of outlet opening portions are formed at the
downstream side of the air passage of the air conditioning
case 11. Among the outlet opening portions, a defroster
outlet 19 is provided at the upper surface portion of the air
conditioning case 11, at substantially the center portion in
the rear-and-front direction of the vehicle, and in the inside
of the air conditioning case 11. The defroster outlet 19 is
designed to blow air-conditioning air toward the inner
surface of the vehicle window glass through a not-shown
defroster duct. The defroster outlet 19 is opened and closed
by a plate-like defroster door 20 rotatable around a rotary
shaft 20a.

Next, a face outlet 22 is provided at the upper surface
portion of the air conditioning case 11 and at a vehicle rear
side portion as compared with the defroster outlet 19. This
face outlet 22 is designed to blow air to a passenger’s head
in the vehicle compartment through a not-shown face duct.
The face outlet 22 is opened and closed by a face door 23
rotatable around a rotary shaft 23a.

Next, a foot outlet 24 is provided at the lower side of the
face outlet 22 in the air conditioning case 11. The down-
stream side of the foot outlet 24 communicates with a foot
outlet port 25 disposed at both sides of the air conditioning
case 11, and warm air is blown to the foot portion of the
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passenger from this foot outlet port 25. The foot outlet 24 is
opened and closed by a plate-like foot door 26 rotatable
around a rotary shaft 26a.

Incidentally, although the example of FIG. 1 has such a
structure that the outlets 19, 22 and 24 are respectively
opened and closed by the dedicated three doors 20, 23 and
26, as well known, the defroster outlet 19 and the face outlet
22 may be switched and opened/closed by one common
door, or the face outlet 22 and the foot outlet 24 are switched
and opened/closed by one common door.

In the air conditioning unit 10, one end portion of each of
the rotary shaft 16a of the air mixing door 16, the rotary
shaft 20a of the defroster door 20, the rotary shaft 23a of the
face door 23, and the rotary shaft 26a of the foot door 26 is
made to project to the outside of the air conditioning case 11,
and the one end portion of each of the rotary shafts 16a, 20a,
23a and 26a is coupled to an output shaft 284 of a common
motor actuator 28 through a link mechanism 27. By this,
both the air mixing door 16 for temperature control and the
doors 20, 23 and 26 for outlet mode switching are opened
and closed by the one motor actuator 28. Here, the motor
actuator 28 can be constituted by a DC motor.

FIG. 2 shows a specific structure of the link mechanism
27. A temperature controlling link 270 is coupled to the
output shaft 28a of the motor actuator 28, and the output
shaft 284 and the temperature controlling link 270 rotate in
a body. The temperature controlling link 270 is formed into
a substantially semi-circular shape, and a cam groove 271 is
formed along its outer peripheral portion.

On the other hand, one end of a driving lever 272 is
coupled to the rotary shaft 16a of the air mixing door 16, and
a pin 273 provided at the other end of the driving lever 272
is slidably fitted in the cam groove 271. By this, the air
mixing door 16 is rotated and operated between the maxi-
mum cooling position and the maximum heating position
over an angle Oa through the rotation of the temperature
controlling link 270.

A plurality of arc-shaped idle portions 271a each having
a radius of curvature with the output shaft 28a as the center
are formed in the cam groove 271 of the temperature
controlling link 270. When the pin 273 is fitted in the idle
portion 271a, even if the temperature controlling link 270 is
rotated, the pin 273 is not displaced, and the opening degree
of the air mixing door is kept constant. A plurality of driving
portions 271b in which the pin 273 is displaced by the
rotation of the temperature controlling link 270 are formed
alternately with the idle portions 271a.

An outlet mode link 274 is a plate-like member rotating
around a rotary shaft 275, and is coupled to the temperature
controlling link 270 through two coupling rods 276 and 277.
By this, the outlet mode link 274 receives rotation displace-
ment of the temperature controlling link 270 and is rotated.
Three cam grooves 278, 279 and 280 are formed in the outlet
mode link 274 along its outer peripheral portion.

Ends of driving levers 281, 282 and 283 are respectively
coupled to the rotary shaft 20a of the defroster door 20, the
rotary shaft 23a of the face door 23, and the rotary shaft 26a
of the foot door 26. Pins 284 and 285 provided at the other
ends of the driving levers 281 and 282 are respectively
slidably fitted in the cam grooves 278 and 279. On this
account, the defroster door 20 and the face door 23 are
rotated and operated in the range of an angle 6b and 6¢ by
the rotation of the outlet mode link 274 through the driving
levers 281 and 282.

On the other hand, a groove portion 286 is formed at the
other end portion of the driving lever 283 coupled to the
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rotary shaft 26a of the foot door 26, and a pin 288 at a tip
end portion of a relay lever 287 is slidably fitted in the
groove portion 286. The relay lever 287 is rotatable around
a rotary shaft 289. A pin 290 is also disposed at an inter-
mediate portion of the relay lever 287 between the rotary
shaft 289 and the pin 288 at the tip end portion, and this pin
290 is slidably fitted in the cam groove 280.

By this, when the outlet mode link 274 is rotated, the
rotation is transmitted to the relay lever 287 through the pin
290, so that the relay lever 287 is rotated around the rotary
shaft 289, and here with, the foot door 26 is rotated and
operated within the range of an angle 6d through the driving
lever 283.

A plurality of arc-shaped idle portions 278a, 279a and
2804 and driving portions 278b, 279b and 280b are alter-
nately formed in the three cam grooves 278, 279 and 280 as
well. The idle portions 2784, 279a and 280a are portions in
which similarly to the idle portion 271a, even if the outlet
mode link 274 is rotated, the pins 284, 285 and 290 are not
displaced, and the opening degree of the respective outlet
mode doors 20, 23 and 26 are kept constant.

The driving portions 278b, 279b and 280b are portions in
which the pins 284, 285 and 290 are displaced by the
rotation of the outlet mode link 274 and the opening degree
of the outlet mode doors 20, 23 and 26 is changed.

Further, in connection with the change of the operation
angle of the output shaft 284 (temperature controlling link
270) of the motor actuator 28, when the pin 273 is positioned
at the idle portion 271a of the cam groove 271 of the
temperature controlling link 270, at least one of the pins 284,
285 and 290 is positioned at the driving portions 278b, 279b
and 280b of the three cam grooves 278, 279 and 280 in the
outlet mode link 274, and on the contrary, when the pin 273
is positioned at the driving portion 271b of the cam groove
271 of the temperature controlling link 270, all of the pins
284, 285 and 290 are positioned at the idle portions 278a,
279a and 280a of the three cam grooves 278, 279 and 280
in the outlet mode link 274.

That is, in connection with the change of the operation
angle of the output shaft 284 (temperature controlling link
270) of the motor actuator 28, such structure is adopted that
an idle function in which the door opening degree is not
changed and a driving function in which the door opening
degree is changed are alternately produced through the
temperature controlling link 270 and the outlet mode link
274.

Next, FIG. 3 shows an air conditioning operation panel 30
disposed near the front instrument board in the vehicle
compartment. In this example, a temperature setting part 31
having a rotary knob as an operation member manually
operated by the passenger is provided at the front of the air
conditioning operation panel 30, and an auto-switch 32, a
defroster-switch 33, an air conditioner switch 34, and an
inside/outside air switch 35, which are manually operated
through press buttons are provided.

The temperature setting part 31 generates a set tempera-
ture signal of the inside of the vehicle compartment. The
auto-switch 32 outputs a start signal of air conditioning
automatic control, and output a signal for intermitting the
operation of an electric air blowing fan (not shown). The
defroster switch 33 constitutes defroster instruction means
of this embodiment, and outputs a signal of an instruction of
a defroster mode.

The airconditioner switch 34 outputs a signal to intermit
the operation of a compressor (not shown) of a cooling cycle
for air conditioning. The in side/out side air switch 35
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outputs a signal to perform inside/outside air switching of an
inside/outside air switching box (not shown) of the lower
unit.

Next, the outline of an electric control portion in this
embodiment will be described with reference to FIG. 4. For
automatic control of air conditioning, detection signals are
inputted to an air conditioning electric control unit 41 from
a well-known sensor group 42 for detecting inside air
temperature TR, outside air temperature TAM, solar radia-
tion amount TS, evaporator outlet temperature (evaporator
cooling degree) TE, hot water temperature TW of the heater
core 13, and the like.

Besides, in addition to a set temperature signal Tset of the
inside of the vehicle compartment inputted from the tem-
perature setting part 31 of the air conditioning operation
panel, operation signals from the respective switches 32 to
35 are inputted to the air conditioning electric control unit
41. A potentiometer 43 is coupled to the output shaft 28a of
the motor actuator 28 to detect an actual operation angle
(rotation angle) of the motor actuator 28, and the detection
signal of the operation angle of the motor actuator 28 is input
from this potentiometer 43 to the air conditioning electric
control unit 41.

The air conditioning electric control unit 41 is constituted
by a well-known microcomputer made of CPU, ROM, RAM
and the like, and its peripheral circuits, and a predetermined
arithmetic processing is performed in accordance with a
predetermined program to perform current application con-
trol of the motor actuator 28, a motor actuator 44 for driving
the inside/outside air switching door (not shown), a motor 45
for driving the air blowing fan (not shown), an electromag-
netic clutch 46 for intermitting the compressor operation,
and the like.

Next, in the above structure, the operation of this embodi-
ment will be described. A flowchart in FIG. 5 shows the
outline of a control processing executed by the microcom-
puter of the air conditioning electric control unit 41, and a
control routine in FIG. 5 is started when the auto-switch 32
of the air conditioning operation panel 30 is switched on in
the state where an ignition switch of a vehicle engine is
turned on and power is supplied to the control unit 41.

First, at step S100, a flag, a timer and the like are
initialized, and at next step S110, the detection signals from
the sensor groups and potentiometer 42 and 43, the operation
signals from the air conditioning operation panel 30, and the
like are read in.

Subsequently, at step S120, on the basis of the following
numerical expression, an objective outlet temperature TAO
of air-conditioning air blown into the vehicle compartment
is calculated in accordance with the heat load conditions
(inside air temperature TR, out side airtemperature TAM,
solar radiation amount TS) of air conditioning. This objec-
tive outlet temperature TAO is an outlet temperature neces-
sary for keeping the inside of the vehicle compartment the
set temperature Tset of the temperature setting part 31.

TAO=KsetxTset—-KrxTR-KamxTAM—-KsxTS+C

Here, Kset, Kr, Kam, and Ks are control gains, Tset, TR,
TAM, and TS are the foregoing set temperature, inside air
temperature, outside air temperature, and solar radiation
amount, and C is a constant for correction.

Next, the procedure proceeds to step S130, and an objec-
tive value SW of an operation angle of the motor actuator 28
for driving the air mixing door 16 and the outlet mode doors
20, 23 and 26 is calculated. A specific calculation method of
the objective value SW of the operation angle will be
described later on the basis of FIG. 6.
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Next, at step S140, an objective blowing air volume BLW
of air blown by the air-blow fan of the blower unit is
calculated is on the basis of the TAO. A method of calcu-
lating this objective blowing air volume BLW is well
known. The objective blowing air volume is made large at
the high temperature side (maximum heating side) of the
TAO and the low temperature side (maximum cooling side),
and the objective blowing air volume is made small in an
intermediate temperature region of the TAO.

Next, at step S150, the inside/outside air mode is deter-
mined in accordance with the TAO. As well known, with
respect to this inside/outside air mode, as the TAO is raised
from the low temperature side to the high temperature side,
switching and setting such as inside air mode—outside air
mode is carried out, or switching and setting such as full
inside air mode—inside and outside air mixing mode—=full
outside air mode is carried out.

Next, at step S160, the ON-OFF operations of a com-
pressor are determined. Specifically, on the basis of the TAO
and the outside air temperature TAM, an objective evapo-
rator outlet temperature TEO is calculated, and an actual
evaporator outlet, temperature TE is compared with the
objective evaporator outlet temperature TEO. When
TE>TEO, the compressor is turned ON, and when
TE=TEO, the compressor is turned OFF.

Next, at step S170, various control values calculated at the
respective steps S130 to S160 are outputted to the motor
actuators 28 and 45, the motor 44 for driving the air blowing
fan, and the electromagnetic clutch 46, and air conditioning
control is performed. That is, the operation angle of the
motor actuator 28 is controlled so that the actual operation
angle detected by the potentiometer 43 coincides with the
objective operation angle SW of the step S130.

Besides, in the blowing fan driving motor 44, an applied
voltage is controlled and the number of revolutions is
controlled so that the objective air volume BLW of the step
S140 is obtained. The inside/outside air switching motor
actuator 45 controls the operation position of an inside/
outside air door (not shown) so that the inside/outside air
mode of the step S150 is obtained. The electro magnetic
clutch 46 makes the ON-OFF control of the compressor
operation so that the actual evaporator outlet temperature TE
becomes the objective evaporator outlet temperature TEO.

Next, a specific calculation method of the objective value
SW of the operation angle of the motor actuator 28 will be
described with reference to FIG. 6. At step S131, a temporal
operation angle objective value SWD is calculated on the
basis of the objective outlet temperature TAO. This temporal
objective value SWD is concretely calculated from the
following numerical expression.

SWD={(TAO-TE)/(TW-TE)}xK(°)

Here, K is a coefficient for converting an objective value
of an opening degree ratio of the air mixing door 16
calculated through (TAO-TE)/(TW-TE) into an objective
value of the operation angle of the actuator 28, TE is the
foregoing evaporator outlet temperature, and TW is hot
water temperature of the heater core 13.

Next, at step S132, it is determined whether the instruc-
tion of the defroster mode is issued from the defroster switch
33. When the instruction of the defroster mode does not
exist, the procedure proceeds to step S133, and the objective
value SW of the operation angle of the motor actuator 28 is
made SW=SWD.

Here, the operation at the step S133 will be specifically
described with reference to FIG. 7. In FIG. 7, the horizontal
axis indicates the operation angle (°) of the motor actuator
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28, and the vertical axis indicates the opening degree (%) of
the air mixing door 16 and the rotation angles (°) of the
outlet mode doors 20, 23 and 26. Region A of the horizontal
axis indicates a temperature control region of the operation
angle of the motor actuator 28. This temperature control
region A includes an operation angle range (range from 0° of
the horizontal axis of FIG. 7 to a predetermined value 65)
determined by the above temporal objective value SWD.

When SWD=0°, the actual operation angle of the motor
actuator 28 is made 0°, and the opening degree of the air
mixing door 16 is made the maximum cooling position of
0%. This maximum cooling position is a position where the
air passage of the heater core 13 is fully closed as indicated
by the solid line of FIG. 1, and the cooling air bypass
passage 15 is fully opened.

As the objective value SWD of the operation angle is
sequentially increased from O to 61, 62, 63 and 64, the
opening degree of the air mixing door 16 is increased, and
when the SWD is increased to 05, the air mixing door 16 is
operated to the maximum heating position of the opening
degree: 100% by the motor actuator 28. This maximum
heating position is, as indicated by a two-dot chain line of
FIG. 1, a position where the cool air bypass passage 15 is
fully closed and the air passage of the heater core 13 is fully
opened.

Like this, in the temperature control region A of the
operation angle of the motor actuator 28, the opening degree
(operation position) of the air mixing door 16 is continu-
ously changed from the maximum cooling position of 0% to
the maximum heating position of the door opening degree=
100%, so that the mixing ratio of the cool and warm air is
adjusted and the outlet temperature into the vehicle com-
partment can be controlled.

At the same time as this, in the temperature control region
A, the outlet mode is changed in conjunction with the
change of the opening degree of the air mixing door 16 as
follows: That is, in an interval where the operation angle
(objective value SWD) of the motor actuator 28 is O to 61,
the rotation angles of the defroster door 20 and the foot door
26 among the three outlet mode doors become 0 through the
link mechanism 27 of FIG. 2, and the defroster opening
portion 19 and the foot opening portion 24 are fully closed.
On the other hand, the rotation angle of the face door 23
becomes maximum (rotation angle=6c), and the face outlet
22 is fully opened, so that the face mode in which air is
blown to the head side of the passenger is set.

Next, in a range of the operation angle=61 to 02, the
defroster door 20 keeps the fully closed state of the defroster
outlet 19, and the face door 23 and the foot door 26
respectively open the face outlet 22 and the foot outlet 24 at
a predetermined opening degree, so that the bi-level (B/L)
mode in which air is blown to both the head side of the
passenger and the foot side is set. In this range of 61 to 62,
the opening degree of the air mixing door 16 can be kept
constant. In a range of the next operation angle=02 to 63, the
doors 20, 23, and 26 are not displaced, and the bi-level mode
is kept.

Next, in a range of the operation angle=63 to 64, the
rotation angle of the face door 23 becomes 0 so that the face
outlet 22 is fully closed, and further, the rotation angle of the
foot door 26 becomes maximum (rotation angle=6d) so that
the foot outlet 24 is fully opened. Besides, the defroster door
20 is rotated by a small angle, and the defroster outlet
portion 19 is opened by a small opening degree. By this, the
foot mode in which air is mainly blown to the foot side of
the passenger and a small amount of air is blown to the side
of the window glass is set. Also in this range of 63 to 64, the
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opening degree of the air mixing door 16 is kept constant. In
a range of the next operation angle=04 to 05, the doors 20,
23 and 26 are not displaced, and the foot mode is kept.

Here, in intermediate ranges of the operation angle=61 to
62, and 63 to 0, the outlet mode doors 20, 23, 26 rotate, so
that the opening degree of the air-mixing door 16 is con-
stantly maintained.

As described above, in the temperature control region A,
the change of the opening degree (outlet temperature
control) of the air mixing door 16 and the switching
(switching among the respective modes of face, bi-level and
foot) of the outlet mode can be alternately carried out by the
change of the operation angle of the one common motor
actuator 28.

When the passenger determines the necessity of removing
fog of the window glass and the defroster switch 33 is
switched on, at the step S132 of FIG. 6, it is determined that
the instruction of the defroster mode has been issued, and the
procedure proceeds to step S134. At this step S134, a
predetermined value a is added to the foregoing objective
value SWD, and the objective value of the operation angle
of the motor actuator 28 is calculated as SW=SWD+a.

This predetermined value « is for forcibly increasing the
operation angle of the motor actuator 28 to an angle range
larger than 66 (06>65) of FIG. 7, and by addition of this
predetermined value a, the operation angle of the motor
actuator 28 is shifted to the defroster setting region B
positioned-outside of the range of the temperature control
region A.

In this defroster setting region B, the rotation angles of the
face door 23 and the foot door 26 become 0 so that both the
face opening portion 22 and the foot opening portion 24 are
fully closed, and further, the rotation angle of the defroster
door 20 becomes maximum (rotation angle=6b) so that the
defroster opening portion 19 is fully opened. Thus, the
defroster mode is set. By this, the whole amount of blown air
can be blown to the side of the window glass, and the power
to remove the fog of window glass can be exerted at the
maximum. Also in the defroster setting region B, by chang-
ing the predetermined value a, the opening degree of the air
mixing door 16 is changed and the outlet temperature can be
controlled.

Further, according to this embodiment, since the air
mixing door 16 and the outlet mode doors 20, 23 and 26 are
alternately operated by the one motor actuator 28 through
the link mechanism 27 shown in FIG. 2, the following
effects can be obtained.

Here, in an intermediate range of the operation angle =05
to 06, the foot door 26 and defroster door 20 rotates for
switching into the defroster mode, so that the opening degree
of the air-mixing door 16 does not change to maintain the
maximum heating position.

That is, as already described on the basis of FIG. 2, the
link mechanism 27 is constructed such that in response to the
change of the operation angle of the output shaft 28a of the
motor actuator 28, the idle function where the door opening
degree is not changed and the driving function where the
door opening degree is changed are alternately produced
through the temperature controlling link 270 and the outlet
mode link 274.

Thus, as shown in FIG. 7, in response to the change of the
operation angle of the output shaft 284 of the motor actuator
28, it is possible to alternately set the intervals 0 to 61, 62
to 63, 64 to 05, and 06 to 67 where the opening degree of
the air mixing door 16 is changed and the outlet mode doors
20, 23 and 26 are not changed, and the intervals 61 to 62,03
to 64, and 05 to 66 where at least one of the outlet mode
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doors 20, 23 and 26 is rotated and displaced, and the opening
degree of the air mixing door 16 is not changed.

By this, since the one motor actuator 28 does not drive
both the air mixing door 16 and the outlet mode doors 20,
23 and 26 at the same time, the number of doors driven by
the one motor actuator 28 at the same time can be decreased,
and the increase of the necessary operation torque (work
amount) of the motor actuator 28 can be suppressed.

Besides, the intervals 61 to 62, 63 to 64, and 05 to 06 are
intervals where switching of the outlet mode is performed by
the change of the opening degree of the outlet mode doors
20, 23 and 26, and since transit is made in a very short time
of about several seconds, use of the outlet mode doors 20, 23
and 26 in a state of a minute opening degree can be avoided.
Thus, it is also possible to prevent such disadvantage as
generation of an abnormal sound due to abrupt reduction or
abrupt enlargement of air flow by the state of the minute
opening degree of the door.

Second Embodiment

In the above embodiment 1, in the temperature control
region A of the operation angle of the motor actuator 28, as
the operation angle of the motor actuator 28 is increased, the
outlet mode is changed in the sequence of face mode—=bi-
level mode—foot mode. In the embodiment 2, in the tem-
perature control region A, a foot defroster mode is set
subsequently to the foot mode.

The foot defroster mode is generally used at a cold time,
and is a outlet mode in which substantially the same amount
of air is blown to the window glass side and the foot side of
the passenger from the defroster opening portion 19 and the
foot opening portion 24, so that both the removing power of
the fog of the window glass and the heating power of the foot
of the passenger are raised.

In view of this, in the second embodiment, as shown in
FIG. 8, in a region of the temperature control region A where
the operation angle of the motor actuator 28 becomes
maximum, that is, in a region (65a to 65b) where the A/M
opening degree is adjacent to the maximum heating position
and becomes maximum, the foot defroster mode is set.

Thus, in the second embodiment, as the operation angle of
the motor actuator 28 is increased, the outlet mode is
changed in the sequence of face mode—bi-level mode—foot
mode—foot defroster mode in the temperature control
region A.

Third Embodiment

In the second embodiment, in the region of the tempera-
ture control region A where the operation angle of the motor
actuator 28 becomes maximum, the foot defroster mode is
set. However, both the defroster mode and the foot defroster
mode may be set in the defroster mode setting region B. The
embodiment 3 relates to a setting pattern of such outlet
modes.

Specifically, as shown in FIG. 9, at the side (side of 66 to
06') where the operation angle of the motor actuator 28 is
small in the defroster setting region B, the defroster door 20
is fully opened to set the defroster mode. Besides, at the side
(side of 67 to 87") where the operation angle of the motor
actuator 28 is large in the defroster setting region B, both the
defroster door 20 and the foot door 26 are operated to the
positions of substantially the same opening degree, so that
the foot defroster (F/D) mode is set.

Incidentally, in the example of FIG. 9, at the time of the
defroster mode, the air-mixing door 16 is kept at the fully
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opened position (maximum heating position) to keep the
power to remove the fog of the window glass maximum.

Fourth Embodiment

FIG. 10 shows the fourth embodiment, and in the case
where both the defroster mode and the foot defroster mode
are set in the defroster mode setting region B, the foot
defroster (F/D) mode in which both the defroster door 20
and the foot door 26 are operated to positions of substan-
tially the same opening degree is set at the side (side of 06)
where the operation angle of the motor actuator 28 is small.
Besides, at the side (side of 67) where the operation angle of
the motor actuator 28 is large, the defroster door 20 is fully
opened to set the defroster mode.

In the example of FIG. 10, in both the defroster mode and
the foot defroster mode, the opening degree of the air-
mixing door 16 is changed so that the blown air temperature
can be adjusted.

Fifth Embodiment

According to the above-described first through fourth
embodiments, as shown in FIGS. 7 to 11, in the intervals 01
to 62, 63 to 04, and the like where the outlet mode is
changed, only the outlet mode doors 20, 23 and 26a
rerotated and displaced, and the air mixing door 16 is
stopped so that the opening degree of the air mixing door 16
is not changed. In the embodiment 5, as shown by the solid
line of FIG. 11, the air mixing door 16 is slightly returned to
the opening degree decreasing side (maximum cooling side)
in the interval 01 to 02.

By this, there is a merit that an adjustment range (that is,
a outlet temperature adjustment range into the vehicle
compartment) of the opening degree of the air-mixing door
in the bi-level mode can be enlarged.

According to the fifth embodiment, in the interval 61 to
62 where the outlet mode doors 20, 23 and 26 are rotated and
displaced, the air mixing door 16 is also rotated and dis-
placed at the same time. However, since the amount of
displacement of the air mixing door 16 is made small as
compared with the other intervals 80 to 81, 82 to 63, and the
like, an increase in the amount of work by driving of the air
mixing door 16 is slight and there is no problem.

Besides, in the control characteristics of FIG. 11, although
the opening degree of the air-mixing door 16 is kept constant
in the interval of 83 to 064, the air mixing door 16 may be
slightly returned to the opening degree decreasing side also
in this interval of 03 to 04.

Sixth Embodiment

In the sixth embodiment, as denoted by the solid line of
FIG. 12, contrary to the fifth embodiment, the air-mixing
door 16 is slightly increased to the opening degree increas-
ing side (maximum heating side) in the above range 61 to
02.

Here, a two-dot chain line in FIG. 12 indicates operation
characteristics in which only the outlet mode doors 20, 23
and 26 are rotated and displaced in the interval 61 to 62 like
the embodiments 1 to 4, and the air-mixing door 16 is
stopped so that the opening degree of the air-mixing door 16
is not changed. When the face mode is changed to the
bi-level mode, air having a large ratio of cool air is blown
from the side of the face outlet 22, and air having a small
ratio of cool air is blown from the side of the foot outlet 24.
Thus, when the face mode is changed to the bi-level mode
while the opening degree of the air mixing door 16 is
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constant like the operation characteristics of the two-dot
chain line in FIG. 12, there is a case where the face side
outlet temperature becomes lower than that at the time of the
face mode immediately after the switching to the bi-level
mode, so that the passenger feels that something is wrong.
On the other hand, according to the sixth embodiment,
with the switching to the bi-level mode, the air-mixing door
16 is slightly changed to the opening degree increasing side
(maximum heating side). Thus, the face side outlet tempera-
ture immediately after the switching to the bi-level mode can
be made a level equal to that at the face mode. By this, the
face side outlet temperature can be continuously (linearly)
changed from the face mode to the bi-level mode, and the air
conditioning feeling of the passenger can be improved.

Seventh Embodiment

FIGS. 13A and 13B show results where operation torque
of the motor actuator 28 is measured under the condition of
blower speed: highest speed (Hi), and show variations of the
operation torque in the case where the air-mixing door 16
and the outlet mode doors 20, 23 and 26 are alternately
driven by the operation pattern of the fourth embodiment
(FIG. 10). FIG. 13A shows measurement values of the
operation torque in the case where the outlet mode is
changed from the face mode to the defroster mode, and FIG.
13B shows measurement values of the operation torque in
the case where the outlet mode is changed from the defroster
mode to the face mode contrary to the former case.

As is understood from the results of FIGS. 13A and 13B,
in accordance with the variations of the operation position of
the air mixing door 16 and the outlet mode doors 20, 23 and
26, the operation torque is largely varied in the range of 0.1
to 0.5 N-m. The operation torque of the air mixing door 16
is increased to 0.5 N-m in the case where the air-mixing door
16 is changed from the maximum heating position (position
of the two-dot chain line of FIG. 1) to the maximum cooling
side against wind pressure.

The reason why the operation torque is increased to 0.4
N-m by the driving of the outlet mode doors 23 and 26 when
the face mode is changed to the bi-level mode is that the face
door 23 and the foot door 26 have relatively large door areas,
and the amount of door rotation is also large. Under any
operation condition other than the above, the operation
torque becomes a small value of 0.3 N'-m or less.

In the seventh embodiment, as the motor actuator 28, a
motor which can operate if the operation torque is 0.7 N-m
or less, is used. Then, in the seven the embodiment,
especially, only under a condition where the operation
torque is increased to a value larger than 0.7 N'm, the air
mixing door 16 and the outlet mode doors 20, 23 and 26 are
alternately driven, and under a condition where the opera-
tion torque is decreased to 0.7 N'm or less, the air-mixing
door 16 and the outlet mode doors 20, 23 and 26 are driven
at the same time.

At the time of mode switching from the face mode to the
defroster mode side, as shown in FIG. 13A, if air mixing
door driving (driving of maximum heating position—door
opening degree decreasing side) at the foot defroster mode
and mode switching before or after that are performed at the
same time, the total of the operation torque is increased to
0.8 N'm or more, and the motor actuator 28 becomes
inoperative.

On the contrary, at the time of mode switching from the
defroster mode to the face mode side, as shown in FIG. 13B,
when air mixing door driving (driving of maximum heating
position—door opening degree decreasing side) at the foot
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mode and mode switching of foot mode—=bi-level mode are
performed at the same time, the total of the operation torque
is increased to 0.8 N'm or more, and the motor actuator 28
becomes inoperative.

Thus, in the seventh embodiment, in an operation region
other than the above conditions where the motor actuator 28
becomes inoperative, the air-mixing door 16 and the outlet
mode doors 20, 23 and 26 are driven at the same time.

FIG. 14 shows a specific example of an operation pattern
according to the seventh embodiment. Rotation angles of the
face door 23 and the foot door 26 are continuously changed
in the range of 61 to 64 of the operation angle of the motor
actuator 28, so that an upper and lower outlet ratio in the
bi-level mode is changed, and further, the opening degree of
the air mixing door 16 is continuously changed.

Besides, rotation angles of the defroster door 20 and the
foot door 26 are continuously changed in the range of 66, to
07 of the operation angle of the motor actuator 28, so that an
upper and lower outlet ratio in the defroster mode is
changed, and further, the opening degree of the air mixing
door 16 is continuously changed.

That is, in the ranges of 61 to 64 and 06' to 07 of the
operation angle of the motor actuator 28, the air mixing door
16 and the outlet mode doors 20, 23, and 26 are driven at the
same time. However, in the operation angle ranges, as is
understood from FIG. 13, the operation torque of the motor
actuator 28 is lowered, so that a harmful effect of an increase
in operation torque by concurrent driving does not become
a problem in practice.

Like the seventh embodiment, by providing the interval
where the air mixing door 16 and the outlet mode doors 20,
23 and 26 are concurrently driven under the condition where
the operation torque is lowered, the whole operation angle of
the motor actuator 28 can be decreased, and the door driving
link mechanism 27 can be simplified by the decrease of the
whole operation angle.

Eighth Embodiment

In the first embodiment, both the temperature controlling
link 270 and the outlet mode link 274 of the door driving link
mechanism 27 are made to have the idle function where the
door opening degree is not changed, so that the air mixing
door 16 and the outlet mode doors 20, 23 and 26 are
alternately driven in response to the change of the operation
angle of the one motor actuator 28. In the eighth embodi-
ment shown in FIG. 15, the idle function of the link
mechanism is not used, but the air mixing door 16 and the
outlet mode doors 20,23 and 26 are alternately driven by an
in termittent operation gear mechanism.

The intermittent operation gear mechanism of the
embodiment 8 will be specifically described. A driving lever
50 is integrally coupled to the output shaft 28a of the motor
actuator 28, and a pin 51 is provided at the tip portion of the
driving lever 50. First and second follower shafts 52 and 53
are disposed at both sides of the output shaft (driving shaft)
28a in parallel with each other. The first follower shaft 52 is
coupled to the rotary shaft 16a of the air mixing door 16
through a suitable link mechanism, and the second follower
shaft 53 is coupled to the rotary shafts 20a, 234 and 26a of
the outlet mode doors 20, 23 and 26 through a suitable link
mechanism.

Geneva gears 54 and 55 are integrally coupled to the first
and second follower shafts 52 and 53, respectively, and
groove portions 54a and 55a with which the pin 51 can be
engaged (fitted in) are formed at the outer periphery of the
Geneva gears 54 and 55 at intervals of 60°.
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Thus, when the output shaft 284 makes a turn, the first
follower shaft 52 and the second follower 53 are alternately
intermittently rotated every 60° through the Geneva gears 54
and 55. Like this, the air mixing door 16 and the outlet mode
doors 20, 23 and 26 can be alternately driven by using the
intermittent operation gear mechanism.

Ninth Embodiment

The ninth embodiment relates to a door (air conditioning
instrument) driving apparatus including the link mechanism
27 shown in FIG. 2. First, a problem to be solved by the
ninth embodiment will be described with reference to FIG.
16. FIG. 16 shows a basic structure of a door-driving link in
an air conditioner for a vehicle, in which a driving lever 62
is integrally coupled to an output shaft 61 of a motor actuator
60, and this driving lever 62 is coupled to a follower link 63
through one coupling rod 64. Coupling portions of both ends
of this coupling rod 64 form movable joints rotatable with
respect to the driving lever 62 and the follower link 63.

Like this, when the driving lever 62 is coupled to the
follower link 63 through the one coupling rod 64, the
relation between a transmission direction C of operation
force from the coupling rod 64 and a rotation direction D of
the follower link 63 is always changed by the position
(angle) of the coupling rod 64. Here, the operation force
transmission direction C is a longitudinal direction of the
coupling rod 64, and the rotation direction D is a right-angle
direction to a normal connecting a rotation center 63a of the
follower link 63 and the coupling portion (movable joint) of
the coupling rod 64.

An angle o between the operation force transmission
direction C and the rotation direction D is always changed
by the position of the coupling rod 64. In FIG. 16, at a solid
line position of the coupling rod 64, the angle =0, and in
this state, since the operation force transmission direction is
coincident with the rotation direction D, an operation force
(force in a pushing direction or force in a pulling direction)
is most easily transmitted from the coupling rod 64 to the
follower link 63.

On the other hand, in the case where the operation force
transmission direction C is positioned on the rotation center
63a of the follower link 63, the angle a.=90°, and in this
state, since the operation force transmission direction C is
deviated from the rotation direction D by 90°, the operation
force (force in the pushing direction or force in the pulling
direction) can not be transmitted from the coupling rod 64 to
the follower link 63.

Specifically, when the angle a is increased to 60° or more,
it becomes hard to transmit the operation force from the
coupling rod 64 to the follower link 63. On this account, in
the door driving link mechanism of FIG. 16, in order to
prevent the angle o from increasing to 60° or more, the
operation angle (rotation angle) of the link mechanism is
restricted within the range of about 120°.

Incidentally, when the coupling rod 64 is located at the
position of angle a=90°, this positional relation is such that
transmission of the operation force from the coupling rod 64
becomes impossible, and the position of this angle a=90° is
called a change point in the present specification.

When there occurs a necessity of setting the operation
angle of the link mechanism to 180° or more, in the door
driving link mechanism of FIG. 16, the coupling rod 64
passes through the change point in the middle of the opera-
tion (rotation) without fail, and there occurs a state where the
operation force can not be transmitted from the coupling rod
64 to the follower link 63. Thus, in the door driving link
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mechanism of FIG. 16, it is impossible to drive the follower
link 63 at the operation angle exceeding 180°, and it cannot
cope with a request of setting a wide operation angle range.

In view of the above, the ninth embodiment has an object
to provide a door driving apparatus in which even if an
operation angle of a link mechanism is changed, an opera-
tion force can be always easily transmitted from the cou-
pling rod 64 to the follower link 63, and the follower link 63
can be driven over a wide operation angle range.

FIG. 17 shows a door driving link mechanism according
to the embodiment 9, and two driving levers (driving side
members) 62a and 62b are integrally coupled to the output
shaft 61 of the motor actuator 60. Here, the two driving
levers 62a and 62b are arranged such that their center lines
in the respective longitudinal directions are deviated from
each other by a predetermined angle (specifically 90°), and
are coupled to the output shaft 61. On this account, coupling
portions between two coupling rods 64a and 64b and the two
driving levers 62a and 62b are deviated from each other by
90° with respect to the center (rotation center of the driving
lever) of the output shaft 61.

Tip portions of the two driving levers 62a and 62b are
coupled to the disk-shaped follower link (follower side
member) 63 through the separate coupling rods 64a and 64b
in parallel. Coupling portions of both ends of the two
coupling rods 64a and 645 form movable joints rotatable to
the driving levers 62a and 62b and the follower link 63.

Rotary shafts of air conditioning doors to be driven are
respectively coupled to the output shaft 61 and the follower
link 63, and the air conditioning doors are opened and closed
in accordance with the rotation displacement of the out put
shaft 61 and the follower link 63. In this example, the two
coupling rods 64a and 64b are set into linear shapes of the
same size.

Because of the structure as described above, an angle 8
between a normal El connecting the rotation center 63a of
the follower link 63 to the coupling portion (movable joint)
of the one couplingrod 64a and anormal E2 connecting the
rotation center 63a of the follower link 63 to the coupling
portion of (movable joint) of the other coupling rod 64b is
always kept to the same value (90°) as the angle y as shown
in FIGS. 18A to 18C.

FIGS. 18A to 18C are operation explanatory views of the
link mechanism according to the ninth embodiment. FIG.
18A shows a state of operation angle=0°, FIG. 18B shows a
state of operation angle=80°, and FIG. 18C shows a state of
operation angle 160°.

FIG. 19 is a characteristic view showing a state where the
angles a of the two coupling rods 64a and 64b are changed
in accordance with the operation angle of the link mecha-
nism. Since the angle § between the normal E1 of the one
coupling rod 64a and the normal E2 of the other coupling
rod 64b can be always kept 90' as described above, the
angles a of the two coupling rods 64a and 64b are changed
reciprocally.

That is, at the point of operation angle=c., when the angle
a of the one coupling rod 64a becomes the maximum value
(90°), the angle o of the other coupling rod 64b becomes the
minimum value (0°). Besides, at the point of operation angle
=c, when the angle o of the one coupling rod 64a becomes
the minimum value (0°), the angle o of the other coupling
rod 64b becomes the maximum value (90°). When the
operation angle is an intermediate point b between the points
“a” and “c”, the angles o of both the coupling rods 64a and
64b become the same value (450). That is, when the angles
a of both the coupling rods 64a and 64b are summed, it
becomes always 90°.
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Like this, since the total of the angles of both the coupling
rods 64a and 64b is always kept 90° with respect to the
change of the operation angle, even if one of both the
coupling rods 64a and 64b is positioned at the change point
of the angle a=90°, the other coupling rod is positioned at
the angle o and in a state where the operation force is most
easily transmitted. As a result, the follower link 63 can be
rotated and driven in a wide operation angle range exceeding
the upper limit (about 120°) of the operation angle range of
the link mechanism of FIG. 16, for example, in the range of
about 160° in the specific example of FIGS. 17 through 18C.

Further, since the total of the angles a of both the coupling
rods 64a and 64b is always kept 90°, even if the operation
angle is arbitrarily changed, the operation force can be easily
transmitted from the coupling rods 64a and 64b to the
follower link 63. Further, since the total of the angles a of
both the coupling rods 64a and 64b is always kept a constant
value of 90°, the operation force of the follower link 63 can
be always kept substantially a constant value. From these, it
becomes possible to reduce the necessary torque of the
motor actuator 60 and to use an inexpensive and low output
one as the motor actuator 60.

Tenth Embodiment

In the above described ninth embodiment, since the two
coupling rods 64a and 64b are set into the linear shapes of
the same size, as shown in FIG. 18C, when the operation
angle of the link mechanism becomes 160°, the positions of
the two coupling rods 64a and 64b become close to each
other. Thus, when the operation angle exceeds 160°, inter-
ference between the two coupling rods 64a and 64b occur,
and the link mechanism becomes inoperative. That is, the
operation angle range of the link mechanism is restricted by
the interference between the two coupling rods 64a and 64b.

Then, the tenth embodiment has an object to further
enlarge the operation angle range of the link mechanism, and
for that purpose, as shown in FIG. 20, two coupling rods 64a
and 64b are respectively formed to be bent into C-shape, so
that the center portions of the two coupling rods 64a and 64b
are respectively made to become hollow like a concave
shape. Then, the two coupling rods 64a and 64b are arranged
so that the C-shaped bent shapes of both are directed outside
(in other words, the concave bottom portions come away
from each other).

In the tenth embodiment, a disk-shaped driving link 65
serving as the two driving levers 62a and 62b of the ninth
embodiment is integrally coupled to the output shaft 61 of
the motor actuator 60.

This driving link 65 is coupled to the follower link 63
through the two coupling rods 64a and 64b. Coupling
portions of both ends of the two coupling rods 64a and 64b
form movable joints rotatable to the driving link 65 and the
follower link 63, respectively.

In FIG. 20, when a solid line position of the two coupling
rods 64a and 64b is made an operation angle=0° of the link
mechanism, a two-dot chain line position is a position of an
operation angle=180°. In the range of this operation angle
=0° to 180°, since the two coupling rods 64a and 64b have
respectively the C-shaped bent shape, the one side coupling
portions of the respective coupling rods are positioned in the
opposite side C-shaped concave portion each other, and the
interference between the coupling rods can be avoided. By
this, C, in the tenth embodiment, it becomes possible to
increase the operation angle range of the link mechanism to
180°r more.

Besides, the connection portions between the two cou-
pling rods 64a and 64b and the driving link 65 are arranged
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so that they are deviated with respect to the center of the
output shaft 61 by a predetermined angle (specifically, an
angle near 90°). Like this, by setting the deviation angle of
90° between the coupling portions of the two coupling rods
64a and 64b, the characteristics of the angle . shown in FIG.
19 can be obtained with respect to the change of the
operation angle of the link mechanism. On this account, also
in the tenth embodiment, the operation force can be always
and easily transmitted from the coupling rods 64a and 64b
to the follower link 63 without fail.

Incidentally, the link mechanism of FIG. 2 explained as
the door driving link mechanism 27 of the first embodiment
embodies the idea of the tenth embodiment. In the link
mechanism 27 in FIG. 2, the output shaft 28a of the motor
actuator 28 corresponds to the output shaft 61 of the motor
actuator 60 of the tenth embodiment, the temperature con-
trolling link 270 corresponds to the driving link 65 of the
tenth embodiment, the outlet mode link 274 corresponds to
the follower link of the tenth embodiment, and the coupling
rods 276 and 277 correspond to the coupling rods 64a and
64D of the tenth embodiment, respectively.

The coupling rods 276 and 277 in FIG. 2 are also formed
into C-shaped bent shape similarly to the tenth embodiment,
and further, the coupling portions between the coupling rods
276 and 277 and the temperature controlling link (driving
link) 270 are arranged so that they are deviated with respect
to the center of the output shaft 28a by a predetermined
angle y (specifically, an angle near 90°).

From the above, the link mechanism 27 in FIG. 2 exerts
the same function and effect as the tenth embodiment, and
the operation angle of the motor actuator 60 is made 190° as
indicated by the horizontal axis of FIG. 7.

Eleventh Embodiment

In the ninth and tenth embodiments, the two coupling rods
64a and 64b are arranged at one surface side of the follower
link 63. In the eleventh embodiment, as shown in FIGS. 21A
and 21B, the coupling rods 64a and 64b are arranged at both
surfaces of the follower link 63 and the driving link 65. That
is, in the example of FIGS. 21A and 21B, the one coupling
rods 64a is disposed at the rear surface side of the follower
link 63 and the driving link 65, and the other coupling rod
64D is arranged at the surface side of the follower link 63 and
the driving link 65.

According to the eleventh embodiment, the interference
between the two coupling rods 64a and 64b disappears. In
FIGS. 21A and 21B, reference numeral 66 designates a
rotary shaft of the follower link 63.

Twelfth Embodiment

The twelfth embodiment is a modification of the eleventh
embodiment. As shown in FIG. 22, the rotary shafts 66 and
61 of the follower link 63 and the driving link 65 are
disposed to be apart from both the links 63 and 65 by a
predetermined interval in an axial direction, the driving link
65 is integrally coupled to the rotary shaft 61 through a
coupling lever 67a and a coupling pin 68a, and the follower
link 63 is integrally coupled to the rotary shaft 66 through a
coupling lever 67b and a coupling pin 68b.

One end of a coupling rod 64a disposed at the back sides
(surfaces at the side of the rotary shafts 61 and 66) of the
driving link 65 and the follower link 63 is rotatably coupled
to the coupling pin 68a of the driving link 65, and the other
end is rotatably coupled to the coupling pin 68b of the
follower link 63. The front surface sides of the driving link
65 and the follower link 63 are coupled by another coupling
rod 64a.
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By this, offset arrangement of both the rotary shafts 61
and 66 of the driving link 65 and the follower link 63 can be
made in the range where interference with the coupling rod
64a does not occur. Thus, when the follower link 63 rotates
around the rotary shaft 66 and the driving link 65 is rotated
around the rotary shaft 61, the interference between the
coupling rod 64a positioned at the side of the rotary shafts
61 and 66 and the rotary shafts 61 and 66 disappears. As a
result, the follower link 63 can be rotated many times by
360° or more by the operation force transmitted through the
two coupling rods 64a and 64b from the driving link 65.

Thirteenth Embodiment

FIGS. 23 to 25 show the thirteenth embodiment, which
intends to simplify the link mechanism 27 in FIG. 2.

The link mechanism 27 in FIG. 2 is constructed such that
the temperature controlling link 270 is coupled to the output
shaft 284 of the motor actuator 28, and the outlet mode link
274 is coupled to this temperature controlling link 270
through the two coupling rods 276 and 277.

Thus, the plurality of idle portions 271a, 278a, 279a, and
2804 and the plurality of driving portions 271b, 278b, 279b,
and 280b are alternately formed in the cam groove of the
temperature controlling link 270 and the cam grooves 278,
279, and 280 of the outlet mode link 274, respectively, and
the air mixing door 16 and the outlet mode doors 20, 23 and
26 are alternately driven.

As a result, the long and complicated shape cam grooves
278, 279 and 280 must be formed in the outlet mode link
274, which cause complication and enlargement of the link
mechanism 27.

Then, in the thirteenth embodiment, as shown in FIGS. 23
to 25, a distribution link 70 is additionally provided at the
input side (motor side) of the outlet mode link 274, so that
the cam groove shape of the outlet mode link 274 is
simplified. In the thirteenth embodiment, the temperature
controlling link 270 in FIG. 2 is removed, and instead
thereof, a link mechanism including a temperature control-
ling intermediate lever 80 is provided.

FIG. 25 is an enlarged view showing the distribution link
70. The distribution link 70 is a plate-like member, and the
output shaft 28a (FIG. 24) of the motor actuator 28 is
coupled to a center hole portion 71 so that the distribution
link 70 is rotated integrally with the output shaft 28a. First
and second cam grooves 72 and 73 are formed along the
outer peripheral portion of the distribution link 70. The first
cam groove 72 is for driving the air-mixing door 16, and the
second cam groove 73 is for driving the outlet mode doors
20, 23 and 26.

In FIG. 24, the temperature controlling intermediate lever
80 is rotated around a rotary shaft 81, and includes a pin 82
slidably fitted in the first cam groove 72. Besides, one end
portion 83a of a coupling rod 83 is rotatably coupled to the
intermediate lever 80, and the other end portion 83b of the
coupling rod 83 is rotatably coupled to the driving lever 272
of the air-mixing door 16.

An outlet mode intermediate lever 84 is rotated around a
rotary shaft 85, and includes a pin 86 slidably fitted in the
second cam groove 73. One end portion 87a of a coupling
rod 87 is rotatably coupled to the intermediate lever 84, and
the other end portion 87b of the coupling rod 87 is rotatably
coupled to the outlet mode link 274.

The outlet mode link 274 is rotated around a rotary shaft
275 similarly to the link mechanism 27 in FIG. 2, and three
cam grooves, that is, a defroster cam groove 278, a face cam
groove 279, and a foot cam groove 280 are formed.
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However, in the thirteenth embodiment, as described later,
since the idle function for alternate driving is concentrated
to the first and second cam grooves 72 and 73 of the
distribution link 70, the idle function for alternate driving
becomes unnecessary for the cam grooves 278, 279 and 280
of the outlet mode link 274. Thus, it becomes unnecessary
to provide portions corresponding to the arc-like idle por-
tions 278a, 279a, and 280a of FIG. 2 in the cam grooves
278,279 and 280 of the embodiment 13, and mainly, groove
shape portions corresponding to the driving portions 278b,
279b and 280b of FIG. 2 have only to be provided.

A first pin 89 of a defroster intermediate lever 88 is
slidably fitted in the defroster cam groove 278, and this
intermediate lever 88 is rotatable around a rotary shaft 90.
Besides, the intermediate lever 88 includes a second pin 91,
and this second pin 91 is slidably fitted in a groove portion
281a formed in the driving lever 281 of the defroster door
20. By this, when the intermediate lever 88 is rotated, the
defroster door 20 can be rotated around the rotary shaft 20a
through the driving lever 281.

A pin 285 of the driving lever 282 of the face door 23 is
slidably fitted in the face cam groove 279. Similarly, a pin
290 of the driving lever 283 of the foot door 26 is slidably
fitted in the foot cam groove 280.

In the distribution link 70, the first cam groove 72 for
driving the air mixing door and the second cam groove 73
to for driving the outlet mode door are provided with idle
portions and driving portions alternately formed to realize
the operation pattern in FIG. 10 (fourth embodiment). By
that, the pin 82 and the pin 86 are alternately displaced by
the operation angle of the distribution link 70.

First, an example of a specific shape of the first cam
groove 72 for driving the air-mixing door will be described.
In FIG. 25, a first idle portion 72a is a portion for idle
operation between the operation angle 61 and 62 in FIG. 10,
and a second idle portion 72b is a portion for idle operation
between the operation angle 63 and 64 in FIG. 10. A third
idle portion 72¢ is a portion for idle operation between the
operation angle 05 and 06 in FIG. 10, and a fourth idle
portion 72d is a portion for idle operation between the
operation angle 66' and 67'in FIG. 10.

Driving portions 72e to 72i are provided alternately with
the respective idle portions 72a to 72d in the first cam
groove 72, and by this driving portions 72¢ to 72i, driving
(opening degree adjustment) of the air-mixing door 16 in the
interval of the operation angle 80 to 61, the interval of 62 to
03, the interval of 64 to 65, the interval of 66 to 06', and the
interval of 67' to 07 are carried out.

Next, an example of a specific shape of the second cam
groove 73 for driving the outlet mode door will be described.
A first idle portion 73a is a portion for idle operation
between the operation angle 60 and 61 (at the time of the
face mode) in FIG. 10, and a second idle portion 73b is a
portion for idle operation between the operation angle 62
and 63 (at the time of the bi-level mode) in FIG. 10. A third
idle portion 73c is a portion for idle operation between the
operation angle 684 and 65 (at the time of the foot mode) in
FIG. 10, a fourth idle portion 73d is a portion for idle
operation between the operation angle 66 and 66' (at the time
of the foot defroster mode) in FIG. 10, and a fifth idle portion
73e¢ is a portion for idle operation between the operation
angle 87" and 67 (at the time of the defroster mode) in FIG.
10.

Driving portions 73f to 73i are provided alternately with
the respective idle portions 73a to 73e, and by this driving
portions 73f to 73i, driving (outlet mode switching) of the
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outlet mode doors 20, 23 and 26 in the interval of the
operation angle 01 to 62, the interval of 63 to 64, the interval
of 05 to 066, and the interval of 06' to 67" are carried out.

According to the thirteenth embodiment, since the idle
function for alternate driving is concentrated to the first and
second cam grooves 72 and 73 of the distribution link 70, it
is unnecessary to set the idle function for alternate driving in
the cam grooves 278, 279 and 280 of the outlet mode link
274. Thus, in the cam grooves 278, 279 and 280 of the outlet
mode link 274, it is unnecessary to provide portions corre-
sponding to the arc-shaped idle portions 278a, 279a and
280a in FIG. 2, so that the cam grooves 278, 279 and 280
can be made to have greatly shortened and simple groove
shapes as compared with those in FIG. 2.

Besides, by concentrating the idle function to the second
cam groove 73 of the distribution link 70, the lengths of the
cam grooves 278, 279 and 280 of the outlet mode link 274
can be made short, so that it becomes possible to decrease
the rotation angle of the link 274. Thus, the distribution link
70 has only to be coupled to the outlet mode link 274
through the one coupling rod 87.

Besides, by concentrating the idle function for the air-
mixing door to the first cam groove 72 of the distribution
link 70, it is possible to make the distribution link 70 serve
also as the temperature controlling link 270 in FIG. 2. Thus,
only the simple link mechanism including the temperature
controlling intermediate lever 80 is sufficient for the link
mechanism for driving the air-mixing door 16.

In the thirteenth embodiment, the operation force of the
distribution link 70 is transmitted to the driving lever 272 of
the air-mixing door 16 through the intermediate lever 80 and
the coupling rod 83. However, when the driving lever 272
can be disposed in the vicinity of the distribution link 70, the
driving lever 272 is disposed at the position of the interme-
diate lever 80, the pin 282 fitted in the cam groove 72 is
provided at the driving lever 272, and the driving lever 272
may be directly driven by the distribution link 70.

On the contrary, when the distance between the driving
lever 272 and the distribution link 70 is large, both 272 and
70 may be coupled by using a cable or the like instead of the
coupling rod 83. Similarly, the distribution link 70 may be
coupled to the outlet mode link 274 by using a cable or the
like instead of the coupling rod 87.

Fourteenth Embodiment

In the link mechanism 27 in FIG. 2 (first embodiment), the
temperature controlling link 270 is coupled to the output
shaft 28a of the motor actuator 28, and this temperature
controlling link 270 is coupled to the outlet mode link 274
through the two coupling rods 276 and 277. In the fourteenth
embodiment, as shown in FIG. 26, both the links 270 and
274 are made disk-shaped, gears 270a and 274a are respec-
tively formed at the outer periphery of both the disk-shaped
links 270 and 274, both the gears 270a and 274a are made
to engage with each other, and the operation force is
transmitted from the temperature controlling link 270 to the
outlet mode link 274 by gear coupling.

Fifteenth Embodiment

FIG. 27 shows embodiment 15. An air blower portion 101
having a built-in centrifugal fan 100 is integrally formed in
an air conditioning unit 10 of this embodiment, and an
evaporator 12 (not illustrated), an inside/outside air switch-
ing box, and the like are connected to a suction port 102 of
the air blower portion 101.
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Besides, in this embodiment, a heater core 13 is substan-
tially horizontally disposed in an air conditioning case 11,
and blown air passes through a core portion 134 of the heater
core 13 from an upper portion to a lower portion. A plate-like
air-mixing door 16 is positioned above the heater core 13
and is rotatable around a rotary shaft 16a.

Besides, in this embodiment, as an outlet mode switching
door, one rotary door 103 is rotatably disposed in the air
conditioning case 11. This rotary door 103 includes a rotary
shaft 104 and a door surface 105 formed concentrically with
the rotary shaft 104 and made of a semi-cylindrical shape.
Then, such structure is adopted that the door surface 105 is
rotated at a predetermined position in an outward radius
direction of the rotary shaft 104, so that a defroster outlet 19,
a face outlet 22, and a foot outlet 24 are opened and closed.

One end of the rotary shaft 104 of the rotary door 103 is
protruded outside of the air conditioning case 11, and is
integrally coupled to one end of a driving lever 106. The
other end of this driving lever 106 is rotatably coupled to one
end of a coupling rod 107. The other end of this coupling rod
107 is rotatably coupled to one end of a link lever 108, and
the other end of this link lever 108 is integrally coupled to
a rotary shaft 109.

One end of a link lever 110 is integrally coupled to this
rotary shaft 109, and a pin 111 is provided at the other end
of this link lever 110.

On the other hand, a distribution link 70 has the same
function as the distribution link 70 of the embodiment 13
(FIGS. 23-25), and is a disk-like member rotating integrally
with the output shaft 28a of the motor actuator 28. A first
cam groove 72 for driving the air mixing door 16 and a
second cam groove 73 for driving the rotary door 103 are
formed in the distribution link 70. The pin 111 is slidably
fitted in the second cam groove 73.

One end of a driving lever 112 is integrally coupled to the
rotary shaft 16a of the air-mixing door 16, and a pin 113 is
provided at the other end of this driving lever 112. This pin
113 is slidably fitted in the first cam groove 72.

In order to alternately drive the air mixing door 16 and the
outlet mode switching rotary door 103, similarly to the
thirteenth embodiment, idle portions and driving portions
are alternately formed in the first cam groove 72 and the
second cam groove 73, and by that, the pin 111 and the pin
113 are alternately displaced by the operation angle of the
distribution link 70.

According to the fifteenth embodiment, the first and
second cam grooves 72 and 73 for alternately driving the air
mixing door 16 and the outlet mode switching rotary door
103 are provided together in the distribution link 70 made of
one disk-like member, and the pin 113 of the driving lever
112 at the side of the air mixing door 16 and the pin 111 of
the link mechanism at the side of the rotary door 103 are
engaged with the first and second cam grooves 72 and 73, so
that the air mixing door 16 and the outlet mode switching
rotary door 103 can be alternately driven. Thus, the link
mechanism for driving both the doors 16 and 103 can be
simplified and the number of parts can be greatly reduced.

In the fifteenth embodiment, both the driving lever 112 at
the side of the air mixing door 16 and the link mechanism
(106 through 11) at the side of the rotary door 103 are
disposed at the back side (deep side of the paper face of FIG.
27) of the distribution link 70. However, the driving lever
112 at the side of the air mixing door 16 may be disposed at
one side of both the front and back surfaces of the distri-
bution link 70, and the link mechanism (106 through 111) at
the side of the rotary door 103 may be disposed at the other
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side. By doing so, there does not occur interference between
the driving lever 112 at the side of the air-mixing door 16
and the link mechanism (106 through 111) at the side of the
rotary door 103.

Sixteenth Embodiment

FIG. 28 shows the sixteenth embodiment, and in this
embodiment, both an air-mixing door 16 and a outlet mode
switching door 114 are constituted by film doors. Here, the
film door is made of a well-known film-like member in
which an opening portion is provided in a flexible resin film
material.

One end portion of the air mixing film door 16 and one
end of the outlet mode switching film door 114 are respec-
tively coupled to driving shafts 115 and 116, and the other
end portions are respectively coupled to follower shafts 117
and 118. Besides, intermediate guide shafts 119, 120 and 121
for guiding movement of the film doors 16 and 114 are
disposed between the driving shafts 115 and 116 and the
follower shafts 117 and 118.

On the other hand, a distribution link 70 is rotated
integrally with an output shaft 28a of a motor actuator 28
similarly to the distribution link 70 in the thirteenth or
fifteenth embodiments, and a first cam groove 72 for driving
the air mixing film door 16 and a second cam groove 73 for
driving the outlet mode switching film door 114 are formed
in the distribution link 70.

Besides, a gear 1154 is formed in the driving shaft 115 of
the air mixing film door 16, a gear 122 is engaged with this
gear 1154, and one end of a link lever 123 is integrally
coupled to a rotary shaft 1224 of this gear 122. A pin 124 is
provided at the other end of this link lever 123, and this pin
124 is slidably fitted in the first cam groove 72.

The driving shaft 116 of the outlet mode switching film
door 114 is also coupled to the second cam groove 73
through a similar mechanism, that is, a gear 116a, a gear
125, a link lever 126, and a pin 127. Reference numeral 1254
designates a rotary shaft of the gear 125. The rotation of the
input side is increased and transmitted to the output side by
the engagement between the input side gear 122 and the
output side gear 1154 and the engagement between the input
side gear 125 and the output side gear 116a.

Also in the sixteenth embodiment, when the distribution
link 70 made of one disk-like member is rotated by the
motor actuator 28, the driving shaft 115 of the air mixing
film door 16 and the driving shaft 116 of the outlet mode
switching film door 114 are alternately rotated and driven,
and the air mixing door 16 and the outlet mode switching
rotary door 103 can be alternately driven.

In the sixteenth embodiment, both the air-mixing door 16
and the outlet mode switching door 114 are made of the film
doors. However, the sixteenth embodiment can be applied to
he a case where the air mixing door 16 and the outlet mode
switching door 114 are made of slide doors. Here, the slide
door is such that a rigid plate door is linearly slid and moved.

Seventeenth Embodiment

FIG. 29 shows the seventeenth embodiment, and in this IS
embodiment, similarly to the first embodiment, all of an air
mixing door 16, a defroster door 20, a face door 23, and a
foot door 26 are made of plate doors. Pins 273, 284, 285 and
288 are respectively provided at tip end portions of driving
levers 272, 281, 282, 283 (the reference characters are the
same as those in FIG. 2) coupled to rotary shafts 16a, 20a,
23a, and 26a of the doors 16, 20, 23 and 26.
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On the other hand, a cam groove 72 (corresponding to the
cam groove 271 in FIG. 2) for driving the air mixing door
16, a cam groove 278 for driving the defroster door 20, a
cam groove 279 for driving the face door 23, and a cam
groove 280 for driving the foot door 26 are provided in a
distribution link made of a disk-like member integrally
rotating with the output shaft 28a of the motor actuator 28.
The pins 273, 284, 285 and 288 are slidably fitted in the cam
grooves 72, and 278 to 280, respectively.

Also in the cam grooves 72, and 278 to 280, idle portions
and driving portions are alternately formed to alternately
driving the air mixing plate door 16 and the outlet mode
switching plate doors 20, 23 and 26.

According to the seventeenth embodiment, when the
distribution link 70 is rotated by the motor actuator 28, it is
possible to alternately rotate and drive the air mixing plate
door 16 and the outlet mode switching doors 20, 23 and 26
through the driving levers 272, 281, 282 and 283.

Eighteenth Embodiment

In the system of the first embodiment shown in FIGS. 1-7,
also in the defroster setting region B, the outlet temperature
can be automatically controlled by changing the predeter-
mined value as follows: That is, FIG. 30 schematically
shows the change of the opening degree of the air mixing
door 16 and the switching of the outlet mode in response to
the change of the operation angle of the motor actuator 28,
and when an instruction of the defroster mode is issued, an
objective value SW of the operation angle of the motor
actuator 28 is calculated by the following numerical expres-
sion.

SW = kl(6x — SWD) + 0x

=SWD+a

In the above expression, OX is an intermediate operation
angle of the range 65 to 66 where the opening degree of the
air-mixing door 16 is kept the maximum heating position.
The coefficient k1 is for correcting a difference between a
ratio (inclination) of an opening degree change of the air
mixing door 16 with respect to the operation angle of the
motor actuator 28 in the foot mode and a ratio (inclination)
of an opening degree change of the air mixing door 16 with
respect to the operation angle of the motor actuator 28 in the
defroster mode. In the case where the ratios of the opening
degree change of the air mixing door in both the modes are
the same, the coefficient k1=1, and in this case, a=2 (6x-
SWD).

Like this, in the defroster setting region, the air mixing
door opening degree is changed by the increase of the
operation angle of the motor actuator 28 from the maximum
heating position of the opening degree=100% to the side
where the opening degree is decreased, and the operation
angle o of the addition is determined in accordance with the
difference between the operation angle 0x of the motor
actuator at the maximum heating position of the air mixing
door opening degree=100% and the SWD, so that the air
mixing door opening degree immediately before the
defroster mode setting can be continued even after the
defroster mode setting.

Thus, the control of the outlet temperature can be
smoothly continued before and after the defroster mode
setting, and the outlet temperature can be excellently auto-
matically controlled even in the defroster setting region B.
Incidentally, the operation angle o of the addition may be
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corrected by the objective outlet temperature TAO and the
outside air temperature TAM. Specifically, as the objective
outlet temperature TAO is high, and as the outside tempera-
ture TAM is low, the heat load of heating becomes high.
Thus, the operation angle o of the addition is made small,
and the air mixing door opening degree in the defroster
mode may be made large.

Nineteenth Embodiment

In the eighteenth embodiment, the existence of the
instruction of the defroster mode is determined through the
DON/OFF state of the defroster switch 33 to be manually
operated. In the nineteenth embodiment, as shown in FIG.
31, at step S132aq, it is determined whether the outside air
temperature TAM is a predetermined value (for example,
-10° C.) or less, and when TAM=-10° C., the procedure
proceeds to step S134, and the defroster mode is set.

Thus, according to the nineteenth embodiment, when
TAM =-10° C,, the instruction of the defroster mode is
automatically is sued without the passenger’s manual opera-
tion to the defroster switch 33, so that the power to remove
the fog of window glass by the defroster mode can be
exerted. Thus, in the nineteenth embodiment, the step S132a
constitutes the defroster mode instruction means.

As the information for the defroster mode instruction, in
addition to the outside air temperature TAM, for example,
the humidity in the vicinity of the inner surface of the
vehicle window glass is detected by a humidity sensor, a fog
condition of the vehicle window glass is determined on the
basis of a detection signal of this humidity sensor, and on the
basis of this determination result, the instruction of the
defroster mode may be automatically issued.

Besides, the defroster mode may be set by either one of
the manual instruction and the automatic instruction by
judging the existence of the manual instruction of the
defroster mode with the defroster switch 33 and the exist-
ence of the automatic instruction of the defroster mode
based on the outside air temperature TAM, the humidity in
the vicinity of the inner surface of the vehicle window glass,
and the like.

Twentieth Embodiment

In the eighteenth embodiment, in the defroster setting
region B of the operation angle of the motor actuator 28,
only the defroster mode in which air is blown to the side of
the window glass is set. In the twentieth embodiment, both
the defroster mode and the foot defroster mode are set in the
defroster setting region B. In the twentieth embodiment, a
foot defroster switch (not illustrated) for issuing the instruc-
tion of the foot defroster mode is added to the air condi-
tioning operation panel 30 in FIG. 3.

FIG. 32 shows operation characteristics of the motor
actuator 28 according to the embodiment 20, and corre-
sponds to FIG. 7 of the first and eighteenth embodiments. In
the twentieth embodiment, the defroster door 20 is fully
opened in a predetermined range (range of 66 to 86') at the
side where the operation angle of the motor actuator 28 is
small in the defroster setting region B, so that the defroster
mode is set.

As the operation angle of the motor actuator 28 is
increased from 06' to 67, the opening degree of the defroster
door 20 is gradually decreased, and the opening degree of
the foot door 26 is gradually increased. By this, it is possible
to set the foot defroster (F/D) mode in which both the foot
opening portion 24 and the defroster opening portion 19 are
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opened by the defroster door 20 and the foot door 26. In the
example of FIG. 32, the foot defroster mode in which the
opening degree of the defroster opening portion 19 is large
as compared with the foot opening portion 24 and the
defroster mode is main, is set in the first half portion of the
operation angle range from 06' to 87, and the foot defroster
mode in which the opening degree of the foot opening
portion 24 is large as compared with the defroster opening
portion 19 and the foot mode is main, is set in the latter half
portion of the operation angle range from 06' to 07.

As described above, by setting the foot defroster mode, air
can be blown to the side of the window glass and the side of
the passenger’s foot from both the defroster opening portion
19 and the foot opening portion 24, and the heating power
to the foot of the passenger can be exerted while the
removing power of the fog of the window glass is secured.

As explained in the eighteenth., in the foot mode, the
blown air volume from the defroster opening portion 19 is
much small as compared with the blown air volume from the
foot outlet 24. However, in the foot defroster mode, as
compared with the foot mode, the opening degree of the
defroster opening portion 19 is made large, and the defroster
blown air volume to the side of the window glass is
increased, so that the power to remove the fog of the window
glass can be greatly improved from the time of the foot
mode.

Besides, also in the defroster setting region B of the
embodiment 20, control of the outlet temperature in the
defroster mode and the foot defroster mode can be made by
operating the opening degree of the air mixing door from the
maximum heating position of the opening degree of 100% to
the opening degree decreasing side by a predetermined
amount.

Twenty-first Embodiment

In the twenty-first-embodiment, the defroster mode and
the foot defroster mode in the defroster setting region B of
the embodiment 20 are automatically switched in accor-
dance with the conditions of the outside air temperature
TAM and the opening degree (hereinafter referred to as A/M
opening degree) of the air mixing door 16.

First, the idea of control (automatic switching of the
defroster mode and the foot defroster mode) according to the
embodiment 21 will be described. FIG. 33A is a map of
basic control of an objective air volume BLW determined by
the TAO at the step S140 of FIG. 5. As shown in FIG. 33A,
the objective air volume BLW is made large at the high
temperature side (maximum heating side) and the low
temperature side (maximum cooling side) of the TAO, and
the objective air volume BLW is made small in the inter-
mediate temperature region of the TAO.

On the other hand, FIG. 33B is an objective air volume
map of the control at a heating start time to prevent cool air
from blowing into a vehicle compartment since heater core
hot water temperature Tw is low at a heating start time in
winter. When the heater core hot water temperature Tw is
lower than a first predetermined temperature (for example,
30° C.), power application to the fan driving motor 45 of the
blower unit is cut off to stop the blowing fan, and when the
heater core hot water temperature Tw exceeds the first
predetermined temperature, the blowing fan is started at the
minimum air volume Lo.

When the heater core hot water temperature Tw is raised
from the first predetermined temperature to a second pre-
determined temperature (for example, 60° C.), an applied
voltage to the fan driving motor of the air blower is
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increased in conjunction with this, and by this, the objective
air volume BLW is raised from the minimum air volume Lo
to the maximum air volume Hi. When the water temperature
T2 becomes higher than the second predetermined tempera-
ture (60° C.), the control at the heating start time is ended,
and subsequent to this, the control shifts to the steady state
for determining the objective air volume BLW by the basic
control map in FIG. 33A.

At the cold time when the outside air temperature
becomes 0° C. or less, and at the initial transitional time of
heating start (that is, at the warm-up time as the initial time
of the start of heating in the vehicle compartment and as a
period to a time when the temperature in the vehicle com-
partment becomes stable), the outlet temperature into the
vehicle compartment is low, and the blown air volume is
decreased, so that there occurs a state where the temperature
of the water glass is lowered and the window glass is apt to
be fogged. On the other hand, in the steady state after the end
of the warm-up, since both the outlet temperature and the
blown air volume into the vehicle compartment are
increased, the window glass temperature is raised and it
becomes easy to prevent the fog of the window glass.

Then, attention has been paid to the point that the fog
generation state of the window glass is changed between the
warm-up time and the steady time at the heating in winter,
and in this embodiment 21, the defroster mode is selected at
the IF time of warm-up to increase the power to remove the
fog of the window glass, and the foot defroster mode is
selected at the steady time to cope with both ensuring of the
power to remove the fog of the window glass and exertion
of the performance of heating the vehicle compartment.

A flowchart in FIG. 34 shows a specific example of
switching control of the defroster mode and the foot
defroster mode at the time when the defroster switch 33 is
switched on according to the twenty-first embodiment.

First, at step S131, on the basis of the objective outlet
temperature TAO, a temporal operation angle objective
value SWD is calculated by the foregoing numerical
expression, and an objective value of the opening degree (%)
of the air mixing door 16 (hereinafter simply referred to as
the A/M opening degree) is calculated by the expression of
{(TAO-TE)/(TW-TE)}x100.

At next step S132, when it is determined that the instruc-
tion of the defroster mode is not issued, the procedure
proceeds to step S133, and the objective value of the
operation angle of the motor actuator 28 is made SW=SWD.

On the other hand, when the instruction of the defroster
mode is issued by switching on the defroster switch 33, at
next step S135, it is determined whether the outside air
temperature TAM is a first predetermined value (for
example, —=20° C.) or less. When the determination is YES
(at very cold time), the procedure proceeds to next step
S136, and it is determined whether the A/M opening degree
is a first predetermined value (for example, 90%) or more at
the maximum heating side.

When the determination at step S136 is YES, it is assumed
that the warm-up state (transitional state) immediately after
the start of heating occurs, the procedure proceeds to next
step S137, and the objective value of the operation angle of
the motor actuator 28 is made SW=SWD+a.1. The term al
indicates a value by which the defroster mode position is
obtained, and SWD+a.1 indicates a value near 66 in FIG. 32.

By this, in the warm-up state immediately after the start
of heating at the very cold time, the defroster mode is set by
switching on the defroster switch 33, so that the power to
remove the fog of the window glass can be exerted by
priority.
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On the other hand, when the inside air temperature is
raised by execution of the defroster mode and the A/M
opening degree becomes smaller than 90%, the determina-
tion at step S136 becomes NO, and it is determined that the
warm-up state (transitional state) has been shifted to the
steady state. By this, the procedure proceeds from step S136
to step S138, and the objective value of the operation angle
of the motor actuator 28 is made SW=SWD+02. The term
a2 indicates a value by which the foot defroster mode
position is obtained, and SW=SWD+62 indicates a value
near 07 in FIG. 32.

By this, even at the time when the defroster switch 33 is
switched on, the mode is automatically switched to the foot
defroster mode, so that the heating power to the foot of the
passenger can be raised, and it is possible to prevent a
burning sensation of the face of the passenger by continu-
ation of the defroster mode from occurring.

On the other hand, when the outside air temperature TAM
is higher than the first predetermined value (for example,
-20° C)), the procedure proceeds from step S135 to step
S139, and it is determined whether the outside air tempera-
ture TAM is lower than a second predetermined value (for
example, —10° C.). When the outside air temperature is
lower than -10° C., the procedure proceeds to next step
S1391, and it is determined whether the A/M opening degree
is a second predetermined value (for example, 80%) or more
at the maximum heating side.

When the determination at step S1391 is YES, it is
assumed that the warm-up state occurs, the procedure pro-
ceeds to the foregoing step S137, the objective value of the
operation angle of the motor actuator 28 is made SW
SWD+al, and the defroster mode is set.

When the inside air temperature is raised and the A/M
opening degree becomes smaller than 80% by execution of
the defroster mode, the determination at step S1391
becomes NO, and it is determined that the warm-up state has
been shifted to the steady state. By this, the procedure
proceeds from step S1391 to step S138, the objective value
of the operation angle of the motor actuator 28 is made
SW=SWD+a2, and the foot defroster mode is set.

Next, when the outside air temperature TAM is higher
than the second predetermined value (for example, -10° C.),
the procedure proceeds from step S139 to step S1392, and
it is determined whether the outside air temperature TAM is
lower than a third predetermined value (for example, 0° C.).
When the outside air temperature TAM is lower than 0° C.,
the procedure proceeds to next step S1393, and it is deter-
mined whether the A/M opening degree is a third predeter-
mined value (for example, 70%) or more at the maximum
heating side.

When the determination at step S1393 is YES, it is
assumed that the warm-up state occurs, the procedure pro-
ceeds to the foregoing step S137, the objective value of the
operation angle of the motor actuator 28 is made
SW=SWD+al, and the defroster mode is set.

When the inside air temperature is raised and the A/M
opening degree becomes smaller than 70% by execution of
the defroster mode, the determination at step S1393
becomes NO, and it is determined that the warm-up state has
shifted to the steady state. By this, the procedure proceeds
from step S1393 to step S138, the objective value of the
operation angle of the motor actuator 28 is made
SW=SWD+a2, and the foot defroster mode is set.

From the above, when the outside air temperature TAM is
-20° C. to 0° C., in the warm-up state immediately after the
start of heating, the defroster mode is set by switching on the
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defroster switch 33, so that the power to remove the fog of
the window glass can be exerted by priority. When the
warm-up state is shifted to the steady state, even at the time
when the defroster switch 33 is switched on, the mode is
automatically switched to the foot defroster mode, so that
the heating power to the foot of the passenger is raised, and
it is possible to prevent a burning sensation of the face of the
passenger by continuation of the defroster mode from occur-
ring.

Next, when the outside are temperature TAM is higher
than 0° C., the procedure always proceeds from step S141 to
step S137, and the defroster mode is set. The reason is as
follows: In general, when the outside air temperature TAM
is higher than 0° C., in the steady state, the temperature of
the window glass is raised so that the window glass is in a
state where it is not easily fogged. Nevertheless, when the
passenger switches on the defroster switch 33 to issue the
instruction of the defroster mode setting, it is conceivable
that the window glass is fogged by some specific factor.

Then, when TAM>0 C., the defroster mode is always set
at step S137, so that the heating power is concentrically
exerted for removing the fog of the window glass.

At the time of heating in winter, as the outside air
temperature TAM becomes low, the load of heating becomes
high. Thus, at the time of low outside air temperature, the
opening degree of the air-mixing door 16 is stabilized at a
large value at the maximum heating side.

Then, in the twenty-first embodiment, the determination
values (first through third predetermined values) for deter-
mination of the warm-up state (transitional state) and the
steady state are sequentially increased to the third predeter-
mined value (70%)—>second predetermined value (80%) —
first predetermined value (90%), with the lowering of the
outside air temperature TAM as described above. By this,
even under a very cold condition, the shift to the steady state
is certainly determined and the automatic switching to the
foot defroster mode can be made. Thus, even at a very cold
time, it is possible to prevent a burning sensation of the face
of the passenger by long continuation of the defroster mode
from occurring. FIG. 35 summarizes the operation of the
automatic switching of the defroster mode and the foot
defroster mode according to the twenty-first embodiment.

In the foregoing description of the operation, the objective
value of the operation angle of the motor actuator 28 for
setting the foot defroster mode is made SW=SWD+0a2, and
a specific method of setting a2 is not explained. However,
as shown by arrows and @, as the temporal operation
angle objective value SWD becomes large (in other words,
as the A/M opening degree becomes large), o2 is made
small, so that-in the case where the foot defroster mode is
set, at the side where the SWD and A/M opening degree are
large, it is possible to set the foot defroster mode in which
the defroster blown air volume is large as compared with the
foot blown air volume.

Then, as the SWD and A/M opening degree become
small, the defroster blown air volume is sequentially
decreased, and the foot blown air volume can be increased.
The arrow (1) in FIG. 36 indicates al at the time of setting
the defroster mode.

Twenty-second Embodiment

In the above twentieth and twenty-first embodiments, in
the defroster setting region B, the defroster mode and the
foot defroster mode are set. In the twenty-second
embodiment, the foot defroster mode is set in the tempera-
ture controlling region A.



US 6,702,008 B1

35

The foot defroster mode is generally used at a cold time,
and it is required to raise both the power to remove the fog
of the window glass and the heating power to the foot of the
passenger.

In view of this, in the twenty-second embodiment, as
shown in FIG. 37, in the region of the temperature control-
ling region A where the operation angle of the motor actuator
28 becomes maximum, that is, at the side where the A/M
opening degree is largest and adjacent to the maximum
heating position, the defroster mode is set.

Thus, in the twenty-second embodiment, as the operation
angle of the motor actuator 28 is increased, the outlet mode
is switched in the temperature control region A in the
sequence of face—bi-level—=foot—foot defroster mode. In
the defroster mode setting region B, only the defroster mode
is set.

Twenty-third Embodiment

First, a problem to be solved by the twenty-third embodi-
ment will be described. FIG. 38 corresponds to FIG. 7 of the
first embodiment, and shows the relation between the opera-
tion angle of the motor actuator 28 and the temperature of
blown air into the vehicle compartment and between the
operation angle and the outlet mode. The defroster mode is
set in the interval (=region B) of the operation angle=66 to
07.

In the defroster mode, the opening degree of the air
mixing door 16 is set, as shown in the lower stage of FIG.
7, in the range between the maximum heating state (opening
degree 100%) and an intermediate opening degree at which
the opening degree is decreased from the maximum heating
state by a predetermined rate. Thus, the outlet temperature
into the vehicle compartment in the defroster mode becomes
the highest temperature in the maximum heating region to
40° C. on the basis of the opening degree of the air-mixing
door. That is, in the defroster mode, the lower limit value of
the outlet temperature into the vehicle compartment is
restricted to about 40° C. The lower limit of this outlet
temperature inevitably occurs from the restriction in the
structure of the link mechanism 27 shown in FIG. 2.

Thus, in the state where air conditioning in the vehicle
compartment is performed in the face mode or the bi-level
mode in an intermediate period of spring or fall or in
summer, when the passenger switches on the defroster
switch 33 (FIG. 3) to remove the fog of the window glass
and the defroster mode is set, the outlet temperature into the
vehicle compartment is raised to a temperature near the
lower limit value.

Then, the inside air temperature (temperature in the
vehicle compartment) Tr is raised, so that the objective
outlet temperature TAO calculated from the numerical
expression 1 is shifted to the low temperature side. As a
result, the air volume of the blown air into the vehicle
compartment is increased. This will be specifically
described with reference to air volume control characteris-
tics of FIG. 39. FIG. 39 is substantially LA the same as FIG.
33A. In an intermediate temperature region (T1=TAO=T2)
of the objective outlet temperature TAO, the air volume level
(objective air volume BLW) of the blown air into the vehicle
compartment becomes a minimum air volume LO. In a low
temperature region (TAO<T1) of the TAO, the blown air
volume is increased as the TAO becomes low. On the other
hand, in a high temperature region (TAO>T2) of the TAO,
the blown air volume is increased as the TAO is raised.

In the steady operation of the intermediate period, the
TAO is in the vicinity of T3 (point a) of the intermediate
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temperature region, and the air volume level becomes the
minimum value LO and is stable. However, when the
defroster mode is set in the intermediate period, there occurs
a cycle of rise in blown air temperature—>rise in inside air
temperature Tr — drop in TAO— increase in air volume.
The example in FIG. 39 shows a case where the TAO is
lowered from t1 (point a) to T4 (point b) by setting of the
defroster mode. By the drop in the TAO, the air volume level
is increased from the minimum level LO to a predetermined
intermediate level ME1 by a predetermined amount. There
occurs such a vicious circle that the supply heat quantity Q
into the vehicle compartment is increased by the increase in
the air volume level, and the rise in the inside air temperature
Tr is further accelerated.

Also in summer, for example, when the defroster mode is
set in the case where the air volume level is at the interme-
diate level ME1 (point b) in FIG. 39 before the defroster
mode is set, the TAO is lowered from T4 (point b) to T5
(point ¢), and the air volume level is increased to the
intermediate level ME2 in FIG. 39, and after all, there occurs
such a vicious circle that the rise in the inside air temperature
Tr is accelerated.

Like this, when the defroster mode is set in the interme-
diate period of spring or fall or in summer, the supply heat
quantity Q into the vehicle compartment is increased and the
inside air temperature Tr is raised, so that the passenger feels
a burning sensation and an air conditioning feeling is
deteriorated.

Then, in view of the above, the twenty-third embodiment
has been devised for the purpose of preventing the deterio-
ration of an air conditioning feeling due to the setting of the
defroster mode in the intermediate period of spring or fall or
in summer.

For that purpose, in the twenty-third embodiment, under
the environmental condition of the intermediate period or
summer, an increase in the supply heat quantity Q into the
vehicle compartment resulting from the setting of the
defroster mode is suppressed.

FIG. 40 is a flowchart showing control at the time of the
defroster mode according to the twenty-third embodiment.

First, at step S120, the objective outlet temperature TAO
is calculated by a method similar to the step S120 in FIG. 5.
At next step S132, similarly to the step S132 in FIG. 6,the
existence of the instruction of the defroster mode is deter-
mined based on whether the defroster switch 33 (FIG. 3) is
switched (ON, OFF).

When the instruction of the defroster mode is not issued,
the procedure proceeds to step S180, and normal air condi-
tioning control based on the TAO is performed. That is, in
the respective outlet modes of face, bi-level and foot, the
control processing of the step S130 to the step S160 in FIG.
5 is performed on the basis of the TAO.

On the other hand, when the instruction of the defroster
mode is issued, the procedure proceeds from step S132 to
step S190, and it is determined whether the TAO is in a low
temperature region lower than a predetermined temperature
T1 (for example, 10° C.) in FIG. 39. Here, the predetermined
temperature T1 is a TAO determination value used for
determination as to whether it fulfills the condition that the
supply heat quantity Q into the vehicle compartment is
increased by execution of the defroster mode.

This will be further described with reference to FIG. 41.
FIG. 41 shows a case where the air volume control charac-
teristic view of FIG. 39 is combined with a outlet tempera-
ture control characteristic view of the defroster mode, and
the outlet temperature Ta of the defroster mode can be



US 6,702,008 B1

37

controlled between a lower limit value Tal (for example, 40°
C.) shown in FIG. 41 and a highest value Ta2 (for example,
65° C.) by maximum heating. However, from the restriction
by the foregoing link mechanism 27, when the TAO is lower
than a predetermined temperature T6 (for example, 40° C.)
of the intermediate temperature region, the outlet tempera-
ture Ta of the defroster mode is kept fixed to the lower limit
value Tal.

Thus, when the TAO is in a low temperature region lower
than the predetermined temperature T1 (for example, 10° C.)
at the time of setting the defroster mode, it can be deter-
mined that this case fulfills the condition that under air
conditioning conditions in the intermediate period or in
summer, the supply heat quantity Q is increased through a
rise (rise to Tal) in the outlet temperature Ta by execution
of the defroster mode o rise in the inside air temperature
Tr—drop in the TAO—increase in the air volume.

Thus, when the TAO is lower than the predetermined
temperature T1, the procedure proceeds to step S200, and
defroster mode control with restriction of heat quantity Q is
performed. That is, the blown air volume BLW is controlled
so that the supply heat quantity Q is kept the supply heat
quantity immediately after the defroster mode instruction.

Here, although the outlet temperature Ta may be con-
trolled for the control of the supply heat quantity Q, under
the environmental condition in the intermediate period or in
summer, that is, when TAO<T1, since the outlet temperature
Ta in the defroster mode is fixed to the lower limit value Tal,
the outlet temperature Ta can not be lowered for the control
of the supply heat quantity Q. Thus, the supply heat quantity
Q at the time of the defroster mode is controlled by restric-
tion of the blown air volume BLW.

More specifically, at step S200, the blown air volume
BLW determined by the TAO immediately after the
defroster mode instruction is kept irrespectively of a subse-
quent drop in the TAO. That is, when TAO<T1, the blown
air volume BLW is limited (fixed) to the air volume imme-
diately after the defroster mode instruction. As a result, it is
possible to prevent a vicious circle of rise in the inside air
temperature Tr—=drop in the TAO— increase in the blown
air volume BLW—>rise in the inside air temperature Tr from
occurring after execution of the defroster mode.

Thus, even at the time of the defroster mode in the
intermediate period or in summer, it is possible to suppress
a burning sensation of the passenger due to the increase in
the supply heat quantity Q (inside air temperature Tr).

On the other hand, when it is determined that the TAO is
higher than T1 at step S190, the procedure proceeds to step
S210, and normal defroster mode control is performed. That
is, in the normal defroster mode control, as already
described in the first embodiment, the operation angle of the
motor actuator 28 is determined on the basis of the TAO, the
opening degree of the air mixing door is determined accord-
ing to this, and from this, the outlet temperature Ta is
determined as shown in FIG. 41. Besides, the blow nair
volume BLW is also determined on the basis of the TAO as
shown in FIG. 41.

In the twenty-third embodiment, at step S200, the blown
air volume BLW immediately after the defroster mode
instruction is kept irrespectively of the subsequent drop in
the TAO.

However, when the blown air volume BLW immediately
after the defroster mode instruction is larger than the mini-
mum air volume LO, the blown air volume can be lowered.
Thus, the blown air volume BLW may be lowered to the
minimum air volume LO or the blown air volume BLW may
be lowered by a predetermined amount.
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That is, since the outlet temperature in the face mode or
the bi-level mode used in the intermediate period or in
summer is normally lower than the lower limit value Tal of
the outlet temperature Ta in the defroster mode, when the
outlet mode is switched to the defroster mode, the outlet
temperature is raised. Then, when the blown air volume can
be lowered, it is more preferable for improvement of an air
conditioning feeling that the rise in the outlet temperature
resulting from the switching to the defroster mode is sup-
pressed (cancelled) by the lowering of the blown air volume.

Twenty-fourth Embodiment

In the twenty-third embodiment, the description has been
made on the case where only the defroster mode is set in the
defroster setting region B as shown in FIG. 38. The twenty-
fourth embodiment relates to a case where as shown in FIG.
42, both the defroster mode and the foot defroster mode are
set in the defroster setting region B.

FIG. 42 is a view corresponding to FIG. 32 of the
embodiment 20. In FIG. 42, the defroster mode is set in an
interval of the operation angle=06 to 66' of the motor
actuator 28. An interval of the operation angle=06' to 07" is
for switching the defroster mode and the foot defroster
mode, and the foot defroster mode is set in an interval of the
operation angle=07' to 67.

Like this, in the case where both the defroster mode and
the foot defroster mode are set in the defroster setting region
B, under the environmental condition in the intermediate
period or in summer, the control with the heat quantity
restriction by the step S200 of FIG. 40 is performed in both
the defroster mode and the foot defroster mode. By this,
even at the time of setting the foot defroster mode, it is
possible to suppress a burning sensation of the passenger
due to the increase (rise in the inside air temperature Tr) of
the supply heat quantity Q and to suppress deterioration of
an air conditioning feeling.

Here, the twenty-fourth embodiment may be structured
such that in the control flowchart of FIG. 40, it is determined
at step S132 whether the instruction of the defroster mode or
the foot defroster mode is issued or not, and when the
instruction is issued, the processing of the defroster mode or
the foot defroster mode is carried out at steps S190, S200
and S210.

Twenty-fifth Embodiment

As described above, since the outlet temperature in the
face mode or the bi-level mode used in the intermediate
period or in summer is generally lower than the lower limit
value Tal of the outlet temperature Ta in the defroster mode,
when the outlet mode is switched to the defroster mode (or
the foot defroster mode), the outlet temperature is raised,
and the supply heat quantity into the vehicle compartment is
increased. However, when the blown air amount BLW
immediately after the defroster mode instruction is the
minimum air volume LO, the increase of the supply heat
quantity into the vehicle compartment can not be suppressed
(cancelled) by lowering of the blown air volume.

Then, in the twenty-fifth embodiment, as shown in FIG.
43, at the time of the defroster mode or the foot defroster
mode, as the control characteristic of the blown air volume
BLW, a minute air volume (ultra LO) ULO further smaller
than the lowest air amount LO at the normal control time can
be set.

According to the twenty-fifth embodiment, since the
blown air volume BLW can be lowered to the minute air
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volume ULO further smaller than the lowest air amount LO
at the normal control time, it is possible to suppress the
increase of the supply heat quantity into the vehicle com-
partment by compensating, through the lowering of the
blown air volume, the fact that the outlet temperature Ta can
not be lowered from the lower limit temperature Tal.

As a result, according to the twenty-fifth embodiment,
under the environmental condition in the intermediate period
or in summer, it becomes possible to keep the supply heat
quantity into the vehicle compartment before and after the
setting of the defroster mode or the foot defroster mode
constant, and the deterioration of the air conditioning feeling
can be further effectively suppressed.

Twenty-sixth Embodiment

As shown in FIG. 39, when the defroster mode or the foot
defroster mode is set under the environmental condition in
the intermediate period or in summer, there occurs a vicious
circle of rise in the inside air temperature Tr due to the rise
in the outlet temperature Ta (heat quantity Q—=drop in the
TAO — increase in the blown air volume BLW—srise in the
inside air temperature Tr, and this vicious circle is caused by
the drop in the TAO.

Then, in the twenty-sixth embodiment, attention has been
paid to this point, the TAO immediately after the instruction
of the defroster mode or the foot defroster mode is stored
(fixed) as a reference TAOa, and the subsequent air condi-
tioning control of the defroster mode or the foot defroster
mode is carried out on the basis of this reference TAOc.

According to this, even if the inside air temperature Tr is
raised by execution of the defroster mode or the foot
defroster mode, the blown air volume BLW can be deter-
mined on the basis of the reference TAOS. Specifically,
when the TAO immediately after the instruction of the
defroster mode or the foot defroster mode is T8 in FIG. 41,
T8=reference TAOQ. is stored. Thereafter, even if the inside
air temperature Tr is raised, the blown air volume BLW is
fixed to the minimum air volume LO on the basis of the
reference TAOa (=T8).

By this, the increase in the supply heat quantity into the
vehicle compartment due to the increase in the blown air
volume can be suppressed and the deterioration of the air
conditioning feeling can be suppressed.

Twenty-seventh Embodiment

In the structure of the first embodiment shown in FIGS. 1,
3 and 4, the operation of the twenty-seventh embodiment
will be described. A flowchart in FIG. 44 shows control
processing executed by a microcomputer of the air condi-
tioning electric control unit 41, and a control routine of FIG.
44 is started when the auto-switch 32 of the air conditioning
operation panel 30 is switched on in the state where an
ignition switch of a vehicle engine is turned on and power
is supplied to the control unit 41.

First, at step S1100, a flag, a timer and the like are
initialized, and at next step S1110, detection signals from the
sensor groups 42 and 43, operation signals from the air
conditioning operation panel 30, and the like are read in.

Subsequently, the procedure proceeds to step S1120, and
on the basis of the following numerical expression, the
objective outlet temperature TAO of air-conditioning air
blown into the vehicle compartment is calculated in accor-
dance with the heat load conditions (inside air temperature
TR, outside air temperature TAM, solar radiation amount
TS) of air conditioning. This objective outlet temperature
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TAO is an outlet temperature necessary for keeping the
inside of the vehicle compartment a set temperature Tset of
the temperature setting part 31.

TAO=KsetxTset—-KrxTR-KamxTAM—-KsxTS+C

Where, Kset, Kr, Kam, and Ks are control gains, Tset, TR,
TAM, and TS are the foregoing set temperature, inside air
temperature, outside air temperature, and solar radiation
amount, and C is a constant for correction.

Next, the procedure proceeds to step S1130, and the outlet
mode is determined on the basis of the objective outlet
temperature TAO. Specifically, the time when the evaporator
outlet temperature TE is 0° C., that is, the time (see FIG. 45
described later) when A/M opening degree correction by TE
is not performed, is made a standard, and the outlet mode is
determined as set forth in the following example.

1. TAO<30° C.: face mode

2. 30° C.<TAO<40° C.: bi-level mode

3. TAO>40° C.: foot mode

Next, the procedure proceeds to step S1140, and the
correction calculation through the evaporator outlet tem-
perature TE is performed by the following numerical
expression, and the objective A/M opening degree is calcu-
lated.

SW={(TAO-TE)/(75-TE)}x100 (%)

Where, in the above expression, the value of 75 is a
typical value of the hot water temperature TW of the heater
core 13. In the calculation at this step S1140, a correction
amount at TE=0° C. becomes 0, and when the TE is a
positive value, as shown by a broken line in FIG. 45, the
objective A/M opening degree SW becomes small, and the
A/M opening degree is corrected to the side of the maximum
cooling side. On the contrary, when the TE is a negative
value, as indicated by a chain line in FIG. 45, the objective
A/M opening degree SW becomes large, and the A/M
opening degree is corrected to the maximum heating side.
Incidentally, TE=-15° C. of FIG. 45 occurs at the time of
introducing the outside air in a cold district.

Next, the procedure proceeds to step S1150, and the outlet
mode determined at step S1130 is determined. When the
outlet mode is the face mode, the procedure proceeds to step
S1160, and the objective A/M opening degree SW at the face
mode is finally determined as follows: That is, when the
objective A/M opening degree calculated at step S1140 is
40% or less, the calculated objective A/M opening degree
SW is directly made the final objective A/M opening degree
at the time of the face mode.

When the objective A/M opening degree SW calculated at
step S1140 is larger than 40%, the final objective A/M
opening degree at the time of the face mode is made
SW=40%. That is, at the time of the facemode, the upper
limit of the objective A/M opening degree SW is clamped to
40%.

On the other hand, when it is determined at step S1150
that the mode is the bi-level mode, the procedure proceeds
to step S1170, and the objective A/M opening degree SW at
the bi-level mode is finally determined as follows: That is,
when the objective A/M opening degree calculated at step
S1140 is 40% or less, the opening degree is made constant
and is SW =40%, and when the calculated objective A/M
opening degree SW is 53% or more, the opening degree is
made constant and is SW=53%.

That is, at the time of the bi-level mode, the lower limit
of the objective A/M opening degree SW is clamped to 40%,
and the upper limit is clamped to 53%. When the calculated



US 6,702,008 B1

41

objective A/M opening degree SW is between 40% and
53%, the calculated objective A/M opening degree SW is
directly made the final objective A/M opening degree at the
bi-level mode.

On the other hand, when it is determined at step S1150
that the mode is the foot mode, the procedure proceeds to
step S1180, and the objective A/M opening degree SW at the
foot mode is finally determined as follows: That is, when the
objective A/M opening degree SW calculated at step S1140
is 53% or more, the calculated objective A/M opening
degree is directly made the final objective A/M opening
degree.

When the objective A/M opening degree calculated at step
S1140 is less than 53%, the final objective A/M opening
degree at the foot mode is made SW=53%. That is, at the
foot mode, the lower limit of the objective A/M opening
degree is clamped to 53%.

Next, the procedure proceeds to step S1190, and the
objective operation angle SWO(°) of the motor actuator 28
is calculated on the basis of the objective A/M opening
degrees SW (%) determined at the steps S1160, S1170, and
S1180. That is, from the expression SWO=SWxK (°), cal-
culation is made. Here, K is a coefficient for converting the
objective A/M opening degree SW (%) into the operation
angle (°).

Next, the. procedure proceeds to step S1200, a control
value determined on the basis of the objective operation
angle SWO and a value of the potentiometer 43 indicating
an actual operation angle of the motor actuator 28 is out-
putted to the motor actuator 28, and the actual operation
angle of the motor actuator 28 is made coincident with the
objective operation angle SWO.

Next, control characteristics between the operation angle
of the motor actuator 28 and the outlet temperature control
and between the operation angle and the outlet mode switch-
ing will be described concretely with reference to FIG. 46.
In FIG. 46, the horizontal axis indicates the operation angle
(°) of the motor actuator 28, and the vertical axis indicates
the A/M opening degree (%) and the rotation angle (°) of the
outlet mode doors 20, 23 and 26.

Region A of the horizontal axis indicates a temperature
control region of the operation angle of the motor actuator
28. This temperature control region A has an operation angle
range (range of 0° to a predetermined value 65 of the
horizontal axis in FIG. 46).

At the operation anglef=0° of the motor actuator 28, the
opening degree of the air mixing door 16 is made the
maximum cooling position of 0%. This maximum cooling
position is a position, as shown by the solid line in FIG. 1,
where the air passage of the heater core 13 is fully closed and
the cool air bypass passage 15 is fully opened.

The operation angle of the motor actuator 28 is sequen-
tially increased from O to 61, 62, 63 and 64, and the opening
degree of the air mixing door 16 is increased, and when the
operation angle is increased up to 85, the air mixing door 16
is operated to the maximum heating position of the opening
degree:100% by the motor actuator 28. This maximum
heating position is a position, as shown by the two-dot chain
line in FIG. 1, where the cold air bypass passage 15 is fully
closed and the air passage of the heater core 13 is fully
opened.

Like this, in the temperature control region A of the
operation angle of the motor actuator 28, the opening degree
(operation position) of the air mixing door 16 is continu-
ously changed from the maximum cooling position of 0% to
the maximum heating position of the door opening degree=
100%, so that the mixing ratio of cool air to hot air is
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adjusted and the outlet temperature into the vehicle com-
partment can be controlled.

At the same time as this, in the temperature control region
A, in conjunction with the change of the opening degree of
the air mixing door 16, the outlet mode is changed as
follows: That is, in the interval of the operation angle=0 to
01 of the motor actuator 28, the rotation angles of the
defroster door 20 and the foot door 26 of the three outlet
mode doors become 0 through the link mechanism 27 in
FIG. 2, and the defroster opening portion 19 and the foot
opening portion 24 are fully closed. On the other hand, the
rotation angle of the face door 23 becomes the maximum,
and the face outlet 22 is fully opened, so that the face
(FACE) mode in which air is blown to the head side of the
passenger is set.

Next, in the range of the operation angle=62 to 63, the
defroster door 20 keeps the fully closed state of the defroster
opening portion 19, and the face door 23 and the foot door
26 respectively open the face opening portion 22 and the
foot opening portion 24 by a predetermined opening degree,
so that the bi-level (B/L) mode in which air is blown to both
the head side of the passenger and the foot side is set.

Next, in the range of the operation angle=04 to 65, the
rotation angle of the face door 23 becomes 0 so that the face
opening portion 22 is fully closed, and the rotation angle of
the foot door 26 becomes maximum so that the foot opening
portion 24 is fully opened. Besides, the defroster door 20 is
rotated by a small angle and the defroster outlet 19 is opened
by a small opening degree. By this, the foot (FOOT) mode
in which air is mainly blown to the foot side of the passenger
and a small amount of air is blown to the window glass side
is set.

Here, the range of the operation angle=01 to 62 and the
interval of the operation angle 63 to 64 are intervals where
the outlet mode doors 20, 23 and 26 are rotated and
displaced to switch the outlet mode, and thus, the opening
degree of the air mixing door 16 is not changed in the
intervals but is kept constant.

As described above, in the temperature control region A,
by changing the operation angle of the one common motor
actuator 28, the change of the opening degree (control of the
outlet temperature) of the air mixing door 16 and the
switching of the outlet mode (switching between the respec-
tive modes of face, bi-level and foot) can be carried out in
conjunction with each other.

The defroster switch 33 (FIG. 3) constitutes defroster
mode instruction means for issuing the instruction of the
defroster mode. When the passenger determines that
removal of fog of the window glass is necessary and the
defroster switch 33 is switched on, at the foregoing step
S190, the operation angle SWO of the motor actuator 28 is
calculated by SWO=SW xK+a(°)

This predetermined value ax is for forcibly increasing the
operation angle of the motor actuator 28 to an angle range
larger than 06 (86>05) in FIG. 45, and by addition of this
predetermined value «, the operation angle of the motor
actuator 28 is made to shift to the defroster setting region B
positioned outside of the temperature control region A.

In this defroster setting region B, the rotation angles of the
face door 23 and the foot door 26 become 0 so that both the
face opening portion 22 and the foot opening portion 24 are
fully closed, and further, the rotation angle of the defroster
door 20 becomes maximum so that the defroster opening
portion is fully opened. Thus, the defroster (DEF) mode is
set. By this, the whole amount of blown air can be blown to
the window glass side, and the power to remove the fog of
the window glass can be exerted to the utmost.
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Here, the range of the operation angle=65 to 66 is an
interval in which the foot door 26 and the defroster door 20
are rotated and displaced for switching to the defroster
mode, and thus, the opening degree of the air mixing door
16 is not changed in this interval and is kept at the maximum
heating position. Also in the defroster setting region B, the
outlet temperature can be automatically controlled by chang-
ing the predetermined value c.

Next, “control characteristics of TE correction at A/M
opening degree correction and outlet mode switching” of the
main part of the present invention will be described more
specifically. In this embodiment, with respect to the change
of the evaporator outlet temperature TE, the upper limit of
the objective A/M opening degree SW is clamped to 40% at
the face mode, the lower limit and the upper limit of the
objective A/M opening degree SW at the bi-level mode are
respectively clamped to 40% and 53%, and the lower limit
of the objective A/M opening degree SW at the foot mode
is clamped to 53%.

Like this, since the lower limit and the upper limit of the
objective A/M opening degree are clamped (restricted)
within the predetermined opening degree range according to
the respective outlet modes, the TE correction of the objec-
tive A/M opening degree is performed in this restricted
opening degree range. As a result, the outlet mode is not
switched even if the TE correction of the objective A/M
opening degree SW is performed.

Thus, air of a outlet temperature of 30° C. or less can
always be blown at the face mode, air of a outlet temperature
0f 30° C. to 40° C. can always be blown at the bi-level mode,
and air of a outlet temperature of 40° C. or higher can always
be blown at the foot mode.

Thus, in an air conditioner fora vehicle for performing the
A/M opening degree control (outlet temperature control) in
conjunction with the switching of the outlet mode (switching
between the respective modes of face, bi-level and foot) by
changing the operation angle of the one common motor
actuator 28, even if the TE correction of the objective A/M
opening degree SW is performed, it is possible to prevent the
occurrence of such disadvantage that the warm air exceeding
30° C. is blown at the face mode or the low temperature air
of 40° C. or lower is blown at the foot mode.

Twenty-eighth Embodiment

In the twenty seventh embodiment, when the objective
A/M opening degree SW is calculated, the SW is calculated
by applying the value of 75° C. as a typical value of the hot
water temperature TW of the heater core 13 to the numerical
expression 2, and correction calculation of the SW through
the hot water temperature TW of the heater core 13 is not
performed. In the twenty-eighth embodiment, when the
objective A/M opening degree SW is calculated, the correc-
tion calculation through the hot water temperature TW is
added to the TE correction based on the following numerical
expression.

SW={(TAO-TE)/{(TWD-TE)}x100 (%)

Where, TWD is a temperature in which an upper limit and
a lower limit of the actual hot water temperature TW
detected by a water temperature sensor of the sensor group
24 are clamped.

In the example of FIG. 47, the upper limit of the TWD is
clamped to 75° C., and the lower limit is clamped to 20° C.

In the case where the upper limit and the lower limit of the
hot water temperature TW are not clamped, for example,
when the objective A/M opening degree is corrected toward
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a high opening degree side at the time of low water
temperature, with that, the outlet mode is switched from the
bi-level mode to the foot mode, and therefore, there can
occur such a disadvantage that the low temperature air is
blown to the foot side of the passenger.

On the other hand, in the twenty-eighth embodiment, in
the case where the correction calculation through the hot
water temperature TW is performed, since the hot water is
clamped to the predetermined range of 20° C. to 75° C., for
example, at the time of low water temperature, correction to
the high opening degree side of the objective A/M opening
degree SW is restricted to prevent the outlet mode from
switching from the bi-level mode to the foot mode, and it is
possible to prevent the low temperature air of 40° C. or
lower from being blown to the foot side of the passenger.

On the contrary, at the time of high water temperature,
correction of the objective A/M opening degree SW to the
low opening degree side is restricted to prevent the outlet
mode from switching from the bi-level mode to the face
mode, and it is possible to prevent the high temperature air
of 30° C. or higher from being blown to the head side of the
passenger.

Modifications

According to the above-described embodiments, as tem-
perature control means for controlling the temperature of
blown air into the vehicle compartment, the air mixing door
16 for adjusting the air volume ratio of the cool air passing
through the cool air bypass passage 15 to the warm air
passing through the heater core 13 is used. However, a hot
water valve or the like for adjusting the flow rate of hot water
passing through the heater core 13 may be used as the
temperature control means.

According to the above-described embodiments, although
the description has been made on the front seat side air
conditioner in which the defroster mode is set, the present
invention may be applied to a rear seat side air conditioner
in which the defroster mode is not set, but only the face,
bi-level and foot modes, or only the face and foot modes are
set as the outlet modes.

Besides, in an air conditioner for independently control-
ling air conditioning of a plurality of regions such as a
driver’s seat side region and an assistant driver’s seat side
region in a vehicle compartment, air conditioning control of
the plurality of regions may be carried out by providing one
motor actuator for controlling the operation of temperature
control means and the operation of a outlet mode door for
each of the plurality of regions.

Besides, in the link mechanism 27 in FIG. 2, the cam
groove 271 for driving the air-mixing door 16 is formed in
the temperature controlling link 270c¢ on stituting the driving
link, and the air mixing door 16 is driven by this link 270.
However, the cam groove 271 for driving the air-mixing
door 16 may be formed in the outlet mode link 274 consti-
tuting the follower link, and the air-mixing door 16 can also
be driven by this link 274.

In the link mechanism 27 of the first embodiment (FIG. 2)
and the fourteenth embodiment (FIG. 26), three cam
grooves, that is, the cam groove 278 for driving the defroster
door 20, the cam groove 270 for driving the face door 23,
and the cam groove 280 for driving the foot door 26 are
provided in the outlet mode link 274. However, by using an
integral door part such as the rotary door 103 in FIG. 27 or
the film door 114 of FIG. 28 as the outlet mode door, the cam
groove of the outlet mode link 274 can be constituted by one
cam groove 73 in FIG. 27 or 28.
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In the embodiment in FIG. 46, although only the defroster
mode is set in the defroster setting region B, in addition to
the defroster mode, the foot defroster mode in which sub-
stantially the same amount of air is blown from both the foot
opening portion 24 and the defroster opening portion 19 may
be set in the defroster setting region B.

The foot defroster mode may be set in the temperature
control region A. That is, mode setting may be made such
that as the operation angle of the motor actuator 28 is
increased, the outlet mode is switched in the sequence of
face modes bi-level mode—foot mode—foot defroster mode
in the temperature control region A, and only the defroster
mode is set in the defroster mode setting region B.

What is claimed is:

1. An air conditioner for a vehicle, comprising:

temperature control means for controlling an outlet tem-
perature into a vehicle compartment;

a plurality of outlets for blowing air into respective
portions in the vehicle compartment;

outlet mode doors for opening and closing the plurality of
outlets to switch an outlet mode; and

one motor actuator for driving the temperature control
means and the outlet mode doors, wherein

an operation position of the temperature control means is
controlled between a maximum cooling position and a
maximum heating position by a change of an operation
angle of the motor actuator,

the outlet mode doors are driven to open and close the
plurality of outlets,

the outlet mode doors and the temperature control means
are alternately driven in response to the change of the
operation angle of the motor actuator,

the plurality of outlets include at least a face outlet for
blowing air to a passenger head side in the vehicle
compartment and a foot outlet for blowing air to a
passenger foot side in the vehicle compartment,

a face mode in which air is blown from the face outlet is
set in an operation region at a maximum cooling side of
the temperature control means,

a foot mode in which air is blown from the foot outlet is
set in an operation region at a maximum heating side of
the temperature control means,

a bi-level mode in which air is blown from both the face
outlet and the foot outlet is set between the operation
region at the maximum cooling side and the operation
region at the maximum heating side,

an operation angle range of the motor actuation includes
a first region, a second region, a third region, a fourth
region, and a fifth region,

when the operation angle range is within the first region,
the temperature control means is controlled between
the maximum cooling position and a first intermediate
position, and the outlet mode doors are fixed so that the
outlet mode is the face mode,

when the operation angle range is within the second
region, the temperature control means is fixed to the
first intermediate position, and the outlet mode is doors
are controlled so that the outlet mode is controlled to
switch between the face mode and the bi-level mode,

when the operation angle range is within the third region,
the temperature control means is controlled between
the first intermediate position and a second intermedi-
ate position, and the outlet mode doors are fixed so that
the outlet mode is the bi-level mode,
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when the operation angle range is within the fourth
region, the temperature control means is fixed to the
second intermediate position, and the outlet mode are
controlled so that the outlet mode is controlled to
switch between the bi-level mode and the foot mode,
and

when the operation angle range is within the fifth region,
the temperature control means is controlled between
the second intermediate position and the maximum
heating position, and the outlet mode doors are fixed so
that the outlet mode is the foot mode.

2. An air conditioner for a vehicle according to claim 1,

wherein

when the outlet mode doors are driven to switch the outlet
mode, the temperature control means is kept in a stop
state, and

after completion of switching of the outlet mode, the
outlet mode doors are kept in a stop state and only the
operation position of the temperature control means is
changed.

3. An air conditioner for a vehicle according to claim 1,

further comprising:

link members driven by an operation force of the one
motor actuator;

a first pin coupled to the temperature control means;

a second pin coupled to at least one of the outlet mode
doors;

a first cam groove which is provided in the link members
and in which the first sin is slidably fitted; and

a second cam groove which is provided in the link
members and in which the second pin is slidably fitted,
wherein idle portions and driving portions for alter-
nately driving the temperature control means and at
least one of the outlet mode doors are alternately
formed in the first cam groove and the second cam
groove.

4. An air conditioner for a vehicle, comprising:

temperature control means for controlling an outlet tem-
perature into a vehicle compartment;

a plurality of outlets for blowing air into respective
portions in the vehicle compartment;

outlet mode doors for opening and closing the plurality of
outlets to switch an outlet mode; and

one motor actuator for driving the temperature control
means and the outlet mode doors, wherein

an operation position of the temperature control means is
controlled between a maximum cooling position and a
maximum heating position by a change of an operation
angle of the motor actuator,

the outlet mode doors are driven to open and close the
plurality of outlets,

the outlet mode doors and the temperature control means
are alternately driven in response to the change of the
operation angle of the motor actuator;

the plurality of outlets include at least a face outlet for
blowing air to a passenger head side in the vehicle
compartment and a foot outlet for blowing air to a
passenger foot side in the vehicle compartment,

at least a face mode in which air is blown from the face
outlet is set in an operation region at a maximum
cooling side of the temperature control means and a
foot mode in which air is blown from the foot outlet is
set in an operational region at a maximum heating side
of the temperature control means,
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the plurality of outlets include a defroster outlet for a defroster setting region in which when the instruction of
blowing air to a vehicle window glass side, the defroster mode is issued from the defroster instruc-
defroster instructiqn means f.or. issuing an instruction of a tion means, the operation angle of the motor actuator is
defroster mode in which air is blown from the defroster

outlet is provided, and P made to go out of the temperature control region, and

an operation angle range of the motor actuator includes ) - ) ) )
a temperature control region in which the operation 5. An air conditioner for a vehicle according to claim 4,

position of the temperature control means is controlled wherein an air volume of an air blower for blowing air into
between the maximum cooling position and the maxi- the vehicle compartment through the plurality of outlets is
mum heating position, and the outlet mode doors are 19 decreased at switching to the defroster mode.

driven to switch at least the face mode and the foot

mode, and ® ok % % %

the defroster mode is set.



