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Abstract: This paper presents a method to determine the rear steering angle in integrated chassis control with electronic
stahility control (ESC) and rear wheel steering (RWS). A control yaw moment needed to stabilize a vehicle should be
distributed into the tire forces generated by the ESC and RWS. Weighted pseudo-inverse control alocation (WPCA) is
adopted to determine the tire forces. Four methods are proposed to calculate the rear wheel steering angle. To validate
the proposed methods, a simulation is performed using a vehicle simulation software package, CarSim. The simulation
results show that the proposed method for determining the rear wheel steering angle improves the performance of the
integrated chassis control.
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