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(54) AUTOMATIC TWO-WHEELED VEHICLE AND CONTROL DEVICE THEREFOR

(57) Provided is a device for an automatic two-
wheeled vehicle, which can properly detect a turn of the
vehicle.

A device for an automatic two-wheeled vehicle is pro-
vided with a sensor for detecting the rotation speed of a
front wheel, and a sensor for detecting the rotation speed

of a rear wheel. The control device calculates a value
representing the relative magnitude of the rotation speed
of the rear wheel with respect to the rotation speed of the
front wheel as a value corresponding to a bank angle,
and determines that the vehicle is turning on condition
that the value corresponding to the bank angle is higher
than a threshold value.
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Description

Technical Field.

[0001] The present invention relates to a two-wheeled
motor vehicle, and in particular to a technique for detect-
ing turn of the vehicle.

Background Art

[0002] Japanese Patent Laid-open Publication No.
2009-127689 discloses a device for detecting a turn of a
two-wheeled motor vehicle. When a vehicle turns with
the steering rotated rightward or leftward, the front wheel
runs on a course outside the course of the rear wheel.
This is utilized in Japanese Patent Laid-open Publication
No. 2009-127689, and it is determined that a vehicle is
turning when the rotation speed of the front wheel is faster
than that of the rear wheel.

Summary of Invention

Technical Problem

[0003] However, a two- wheeled motor vehicle running
at a high speed turns by inclining the vehicle body, that
is, by banking, without rotating the steering. In such a
case, the difference in the course between the front wheel
and the rear wheel is small, and therefore, the device
disclosed in the patent document mentioned above can-
not appropriately detect turn of the vehicle.
[0004] An object of the present invention is to provide
a two-wheeled motor vehicle and a control device there-
for capable of appropriately detecting turn of a vehicle
running at a high speed, in particular.

Solution to Problem

[0005] In a two-wheeled motor vehicle having a control
device according to the present invention, the curvature
radius of a cross section of a tire mounted on one of the
front wheel and the rear wheel is larger than the curvature
radius of a cross section of a tire mounted on the other
wheel. The control device has a sensor for detecting a
rotation speed of the one wheel; a sensor for detecting
a rotation speed of the other wheel; and a turn determin-
ing section for determining that the vehicle is turning on
condition that a value corresponding to an bank angle of
the vehicle is higher than a threshold. The value corre-
sponding to the bank angle of the vehicle is a value in-
dicating the relative amount of the rotation speed of the
one wheel relative to the rotation speed of the other
wheel. According to the present invention, it is possible
to appropriately detect turn of a vehicle at high speed
running.

Brief Description of Drawings

[0006]

FIG. 1 is a side view of a two-wheeled motor vehicle
having a control device according to an embodiment
of the present invention;
FIG. 2 schematically shows a structure of the above
mentioned two-wheeled motor vehicle;
FIG. 3 outlines turn determination according to the
present invention, schematically showing the rear
wheel of a vehicle banking;
FIG. 4 outlines turn determination according to the
present invention, schematically showing the front
tire and the rear tire;
FIG. 5 is a graph showing a relationship between the
difference in the rotation speed between the rear
wheel and the front wheel and an bank angle;
FIG. 6 describes usage of banking and usage of ro-
tating a steering, in which the line A6 shows change
in the bank angle relative to the vehicle speed, and
the line 6B shows change in the steering angle rel-
ative to the vehicle speed;
FIG. 7 is a graph showing a relationship between the
difference in the rotation speed between the rear
wheel and the front wheel and the vehicle speed;
FIG. 8 is a block diagram showing a function of the
control device;
FIG. 9 shows an example of a shift map used in
processing by the control device;
FIG. 10 is a flowchart showing an example of
processing executed in the control device;
FIG. 11 describes shift restriction processing exe-
cuted by the control device;
FIG. 12 is a flowchart showing another example of
processing executed in the control device;
FIG. 13 is a flowchart showing another example of
processing executed in the control device;
FIG. 14 is a flowchart showing another example of
processing executed in the control device;
FIG. 15 is a block diagram showing a function of a
control device according to another embodiment of
the present invention;
FIG. 16 is a flowchart showing an example of
processing by  a brake detecting section of the con-
trol device shown in FIG. 15;
FIG. 17 is a graph schematically showing a relation-
ship between an acceleration of the vehicle and a
relative speed value of a vehicle running straight at
a certain vehicle speed;
FIG. 18 is a flowchart showing an example of
processing executed in a control device according
to a yet another embodiment of the present inven-
tion;
FIG. 19 is a flowchart showing another example of
the processing shown in FIG. 18;
FIG. 20 is a block diagram showing a function of a
control device according to another embodiment of
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the present invention;
FIG. 21 is a flowchart showing an example of
processing executed by a traction control section of
the control device shown in FIG. 20;
FIG. 22 is a block diagram showing a function of a
control device according to another embodiment of
the present invention; and
FIG. 23 is a flowchart showing an example of
processing by a coefficient updating section of the
control device shown in FIG. 22.

Description of Embodiments

[0007] In the following, an embodiment of the present
invention will be described with reference to the draw-
ings. FIG. 1 is a side view of a two-wheeled motor vehicle
1 having a control device 10 according to the present
invention.
[0008] The two-wheeled motor vehicle 1 has a front
wheel 2F, a rear  wheel 2R, and an engine unit 11. The
front wheel 2F is supported at the lower end of a front
fork 4. The upper portion of the front fork 4 is connected
to a steering shaft 5. The steering shaft 5 is connected
to a steering 6 to be steered by a driver. The steering
shaft 5 is rotatably supported by a vehicle body frame
(not shown), and the steering 6, the front fork 4, and the
front wheel 2F rotate leftward or rightward around the
steering shaft 5 with steering by a driver. The steering 6
has a brake lever and an accelerator grip to be operated
by a driver. The front wheel 2F and the rear wheel 2R
are braked by operating the brake lever. A seat 7 is
mounted at the rear of the steering 6 for a driver to sit
thereon while straddling. The rear wheel 2R is mounted
at the rear of the engine unit 11 and driven by a drive
force output from the engine unit 11.
[0009] FIG. 2 schematically shows a structure of the
two-wheeled motor vehicle 1.
[0010] The engine unit 11 has an engine 12 and a
transmission 13. Further, the engine unit 11 has a clutch
14 mounted between the engine 12 and the transmission
13. Still further, the engine 12 has a throttle valve for
controlling the amount of air to be supplied to the engine
12, a fuel injection device for injecting fuel to be supplied
to the engine 12, and an ignition plug for igniting the fuel
supplied. These components are controlled by the control
device 10.
[0011] Further, the engine unit 11 has a shift actuator
13a for actuating the transmission 13 and a clutch actu-
ator 14a for actuating the clutch 14. The clutch actuator
14a makes engagement  and disengagement of the
clutch 14. The transmission 13 is a gear- type one, for
example, and has a plurality of gear pairs corresponding
to shift levels, respectively. Each gear is actuated by the
shift actuator 13a. That is, the shift actuator 13a causes
engagement and disengagement of the gears constitut-
ing a pair to thereby achieve a target shift level. The shift
actuator 13a and the clutch actuator 14a are controlled
by the control device 10. The transmission 13 is not lim-

ited to the above mentioned transmission, and may be a
belt- type transmission, for example. The two- wheeled
motor vehicle 1 has a front wheel sensor 9a, a rear wheel
sensor 9b, a steering angle sensor 9c, and a brake sensor
9d. An output signal from each sensor is input to the
control device 10.
[0012] The front wheel sensor 9a is a rotation sensor
for detecting the rotation speed (that is, a rotation angle
(a rotation number) per a unit period) of the front wheel
2F. A rear wheel sensor 9b is a sensor for detecting the
rotation speed (a rotation angle (a rotation number) per
a unit period) of the rear wheel 2R. The front wheel sensor
9a and the rear wheel sensor 9b are mounted on the front
wheel 2F and the rear wheel 2R, respectively, and each
output a pulse signal having a frequency corresponding
to the rotation speed. The control device 10 calculates
the rotation speed of the front wheel 2F and that of the
rear wheel 2R, based on the output signals from the front
wheel sensor 9a and the rear wheel sensor 9b, respec-
tively. Alternatively, the rear wheel sensor 9b may be
mounted on the output shaft of the transmission 13; the
rear wheel sensor 9b may be mounted on the input shaft
of the transmission  13. In this case, the control device
10 calculates the rotation speed of the rear wheel 2R,
based on the transmission ratio of the transmission 13
and an output signal from the rear wheel sensor 9b.
[0013] The steering angle sensor 9c is mounted on the
steering shaft 5, and outputs a signal corresponding to
the steering angle (the rotation angle of the steering shaft
5). The control device 10 detects the steering angle,
based on an output signal from the steering angle sensor
9c.
[0014] The brake sensor 9d is for detecting a brake
operation by a driver, mounted, for example, on a brake
lever of the steering 6, and outputs an ON/OFF signal
according to presence or absence of a brake operation.
The control device 10 determines presence or absence
of a brake operation, based on an output signal from the
brake sensor 9d.
[0015] In the example shown in FIG. 2, the two-
wheeled motor vehicle 1 has an engine rotation speed
sensor 9e for detecting the engine rotation speed; a throt-
tle opening sensor 9f for detecting the opening degree
of a throttle valve (in the following, referred as "a throttle
opening degree"); a shift switch 9g to be operated by a
driver, for outputting a shift instruction (a shift-up or shift-
down instruction) to the control device 10; and an accel-
erator operation sensor 9h for detecting the amount of
operation of an accelerator grip of the steering 6. Output
signals from these sensors as well are input to the control
device 10. A ship-up switch and a shift-down switch are
provided as the above shift switch 9g.
[0016] The control device 10 has a CPU (Central
Processing Unit) and  a memory, such as a ROM (Read
Only Memory) and a RAM (Random Access Memory).
The control device 10 causes the CPU to execute a pro-
gram stored in the memory to control the engine 12, the
transmission 13, and the clutch 14. That is, the control
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device 10 adjusts the opening degree of the throttle valve,
the amount of fuel to be injected by the fuel injection
device, and igniting timing for the ignition plug, to thereby
control the engine torque. Further, the control device 10
activates the clutch actuator 14a and the shift actuator
13a to switch the transmission ratios.
[0017] The control device 10 determines whether or
not a vehicle is turning, based on the rotation speed of
the front wheel 2F and that of the rear wheel 2R. Gener-
ally, a two-wheeled motor vehicle running at a high speed
turns by banking. That is, a two-wheeled motor vehicle
inclines its own vehicle body to turn. The control device
10 calculates a value corresponding to the bank angle
of the vehicle body, based on the rotation speed of the
front wheel 2F and that of the rear wheel 2R, and deter-
mines that the vehicle is turning on condition that the
value is higher than a threshold. The control device 10
restricts a shift of the transmission when the vehicle is
turning.
[0018] Below, turn detection will be outlined. FIG. 3
schematically shows the rear wheel 2R with a vehicle
banking. FIG. 4 schematically shows a front tire 2f mount-
ed on the outside circumference of the front wheel 2F
and a rear tire 2r mounted on the outside circumference
of the rear wheel 2R. For brevity of description, it is as-
sumed here that the diameter of the front wheel 2f is
equal to that of the rear wheel 2r in the description here.
[0019] When running straight, a vehicle is standing up-
right with the top portion (the middle P0 in the width di-
rection of each tire 2f, 2r) in a cross section (a cross
section including the axle A) of each tire 2f, 2r in contact
with the ground surface. In this case, the distance from
the axle A to a contact point (a portion in contact with the
ground surface) of each tire 2f, 2r corresponds to the
radius R of the tire 2f, 2r. Meanwhile, when a vehicle is
banking, a position Pf1, Pr1 displaced from the middle
P0 in the width direction of each tire 2f, 2r is in contact
with the ground surface (see FIG. 3). Therefore, the dis-
tance Rf1, Rr1 from the axle A to the contact point on
each tire 2f, 2r is smaller than the distance R with a vehicle
standing upright.
[0020] According to a study by the inventor of the
present application, it has been found that the reduction
(R- Rr1, R- Rf1) of the distance Rf1, Rr1 from the axle A
to a contact point depends on the curvature radius Cf,
Cr (a crown radius of the tire 2f, 2r) of a cross section of
the tire 2f, 2r. In the two- wheeled motor vehicle 1 ac-
cording to this embodiment, the curvature radius Cr of
the tire 2r of the rear wheel 2R, that is a drive wheel, is
larger than the curvature radius Cf of the tire 2f of the
front wheel 2F, that is a follower wheel. According to a
study by the inventor, as shown in FIG. 4, the reduction
ΔRr (ΔRr=R- Rr1) of the distance Rr1 from the contact
point Pr1 of the rear tire 2r to the axle A is larger than the
reduction ΔRf (ΔRf=R- Rf1) of the distance Rf1 from the
contact point of the front tire 2f to the axle A. That is, with
the bank angle θ of a vehicle, the below is held: 

Because the curvature radius Cr of the rear tire 2r is larger
than the curvature radius Cf of the front tire 2f, ΔRr be-
comes larger than ΔRf. Further, a larger bank angle θ
leads to a larger reduction ΔRf, ΔRr. Still further, a larger
bank angle θ leads to a larger difference (ΔRr- ΔRf) in
the reduction.
[0021] When a vehicle is running straight, the rotation
speed of the front wheel. 2F is equal to that of the rear
wheel 2R. That is, supposing that the radius of the front
tire 2f is equal to that of the rear tire 2r, the below is held
with a vehicle running straight: 

wherein ωf is the rotation speed of the front wheel 2F,
which is detectable by the front wheel sensor 9a, and ωr
is the rotation speed of the rear wheel 2R, which is de-
tectable by the rear wheel sensor 9b.
[0022] When a vehicle is banking, on the other hand,
even though the actual vehicle speed is equal to that of
the vehicle running straight, the rotation speed of the front
wheel 2F and that of the rear wheel 2R increase because
the distance from the axle A to the contact point on the
tire 2f, 2r becomes shorter, as described above. That is,
when a vehicle banks at the same speed (R3ωr, R3ωf)
as the speed in running straight, the below is held:

wherein ωf1 is the rotation speed of the front wheel 2F
with the vehicle banking, and ωr1 is the rotation speed
of the rear wheel 2R with the vehicle banking. As ex-
pressed by these expressions, the rotation speed ωr1 of
the rear wheel 2R and the rotation speed ωf1 of the front
wheel 2F of a vehicle banking are higher than the rotation
speeds ωr, ωf, respectively, of the vehicle running
straight. The rotation speed ωr1, ωf1 becomes higher as
the bank angle θ becomes larger
[0023] As described above, the reduction ΔRr for the
rear wheel 2R is larger than the reduction ΔRf for the
front wheel 2F. Therefore, an increase rate of the rotation
speed of the rear wheel 2R due to displacement of a
contact point with a vehicle banking is larger than that of
the front wheel. 2F. Further, a larger bank angle leads to
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a larger difference (ΔRr- ΔRf) in the reductions, as de-
scribed above. That is, a larger bank angle leads to a
larger difference (ωr- ωf) in the rotation speed between
the rear wheel 2R and the front wheel 2F. Therefore,
supposing that the radius of the tire 2f is equal to that of
the tire 2r, the below is held with a vehicle banking. 

wherein Δω becomes larger depending on the bank an-
gle.
[0024] FIG. 5 is a graph showing a relationship be-
tween the difference (ωr-ωf) in the rotation speed be-
tween the rear wheel 2R and the front wheel 2F and the
bank angle. As shown in the diagram, when the bank
angle becomes larger, the difference in the rotation
speed between the rear wheel 2R and the front wheel
2F, that is, a value (ωr-ωf) indicating the relative amount
of the rotation speed of the rear wheel 2R relative to that
of the front wheel 2F also becomes larger. Therefore, the
control device 10 determines that a vehicle is turning on
condition that the value indicating the relative amount of
the rotation speed of the rear wheel 2R relative to the
rotation speed of the front wheel 2F is higher than a
threshold (in the following, a turn determination thresh-
old).
[0025] The similar to the above is held with wheel
speed, which is a product of the radius of the tire 2r, 2f
multiplied by the rotation speed ωr, ωf, when the radius
of the rear tire 2r differs from that of the front tire 2f. Spe-
cifically, supposing that the radius of the tire 2r of the rear
wheel 2R is defined as Rr and that of the tire 2f of the
front wheel 2F is as Rf, the below is held with the vehicle
running straight: 

wherein ωr3Rr is the rear wheel speed, and ωf3Rf is the
front wheel speed.
[0026] When the vehicle is banking, the below is held.

The difference becomes larger as the bank angle be-
comes larger. That is, in both of the cases in which the
radii Rf, Rr of the tires 2f, 2r are equal to and differ from
each other, it is possible to detect banking of a vehicle
[0027] A two-wheeled motor vehicle running at a slow
speed turns mainly by rotating the steering 6. FIG. 6 de-
scribes usage of banking and usage of rotating a steering.
The line A6 in FIG. 6 indicates change in the bank angle
relative to the vehicle speed; the line 6B indicates change
in the steering angle relative to the vehicle speed. As
shown in the diagram, a two-wheeled motor vehicle run-

ning at a slow speed (at the vehicle speed V1 or lower
in FIG. 6) turns by rotating the steering 6 without banking.
Meanwhile, when the vehicle speed exceeds V1, the
steering angel of the steering 6 becomes gradually small-
er, and the bank angle becomes gradually larger. At a
high speed, a two-wheeled motor vehicle turns mainly
by banking.
[0028] When the steering 6 is rotated, the rear wheel
2R runs on the inner side than the course of the front
wheel 2F. Therefore, in this case, the rotation speed of
the rear wheel 2R becomes lower than that of the front
wheel 2F.
[0029] FIG. 7 is a graph showing a relationship be-
tween the difference (ωr-ωf) between the rotation speed
ωr of the rear wheel 2R and the rotation speed ωf of the
front wheel 2F and the vehicle speed. In the diagram, the
line A7 indicates a relationship between the vehicle
speed and the difference in the rotation speeds  attributed
to banking; the line B7 indicates a relationship between
the vehicle speed and the difference in the rotation speed
attributed to rotation of the steering 6; the line C7 indi-
cates the sum of the value indicated by the line A7 and
that by the line B7.
[0030] As described above, a two-wheeled motor ve-
hicle running at slow speed (at the vehicle speed V1 or
lower) turns mainly by rotating the steering 6. Therefore,
at a slow speed, the rotation speed of the front wheel 2F
tends to become higher than that of the rear wheel 2R.
As a result, when the radius of the tire 2f is equal to that
of the tire 2r, the difference (ωr-ωf) in the rotation speeds
attributed to the steering angle of the steering 6 takes a
negative value, as indicated by the line B7. Meanwhile,
the difference in the rotation speeds attributed to banking
is 0 at a slow speed (see the line A7). When the vehicle
speed is in excess of V1, the steering angle of the steering
6 becomes gradually smaller as shown in FIG. 6, and
accordingly, the difference in the rotation speeds attrib-
uted to the steering angle of the steering 6 becomes grad-
ually closer to 0, as indicated by the line B7. Meanwhile,
at a vehicle speed in excess of V1, the bank angle be-
comes gradually larger, and accordingly, the difference
in the rotation speeds attributed to banking becomes
gradually larger as indicated by the line A7.
[0031] The rotation speeds calculated based on an out-
put signal from the front wheel sensor 9a and that from
the rear wheel sensor 9b are a value reflecting both of
the influence of rotation of the steering 6 and the influence
of banking. Thus, the difference in  the rotation speeds
calculated by the control device 10 is a value indicated
by the line 7C, that is the sum of the line A7 and the line
B7. Therefore, the above mentioned turn determination
threshold used the control device 10 is set to 0, for ex-
ample, and thereby turn of the vehicle is detectable in a
driving region with the vehicle speed higher than V2. That
is, turn can be appropriately detected at high speed run-
ning.
[0032] In the following, processing executed by the
control device 10 will be specifically described. FIG. 8 is
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a block diagram showing a function of the control device
10. As shown in the diagram, the control device 10 in-
cludes a shift control section 10a, a turn determining sec-
tion 10b, and a shift restricting section 10c. These sec-
tions are achieved by the CPU by executing a program
stored in the memory of the control device 10. Further,
the control device 10 has a storage unit 19. The storage
unit 19 is implemented, using the memory of the control
device 10.
[0033] The shift control section 10a executes control
for changing the transmission ratio of the transmission
13 (in the following, shift control). In this example, the
shift control section 10a includes an actuator driving sec-
tion 10e and a timing detection section 10f. The actuator
driving section 10e actuates the clutch actuator 14a and
the shift actuator 13a, following a predetermined proce-
dure, to thereby shift up or down the shift level. Specifi-
cally, after the clutch actuator 14a releases engagement
of the clutch 14, the actuator driving section 10e switches
the gear pair for transmitting a drive force in accordance
with a shift instruction, and then engages the clutch 14
(this control is  referred as the shift control).
[0034] The timing detection section 10f detects timing
to start the shift control. The actuator driving section 10e
starts the shift control when the shift timing is arrived.
Processing by the timing detection section 10f is execut-
ed as follows, for example.
[0035] The timing detection section 10f detects arrival
of shift timing, based on a map (in the following, a shift
map) stored in the storage unit 19 (an automatic shift
mode). FIG. 9 shows an example of a shift map. The shift
map correlates each driving state (a driving state defined
by the vehicle speed and the amount of operation of the
accelerator, in the example in FIG. 9) to either shift level.
The timing detection section 10f monitors the current driv-
ing state while a vehicle is running, and determines that
the shift timing arrives when a shift level correlated to the
current driving state is changed. Referring to FIG. 9, shift
lines L1 to L4 for changing the shift level are defined in
the shift map. The timing detection section 10f deter-
mines that the shift timing arrives when the current driving
state exceeds each of the shift lines L1 to L4.
[0036] Further, the timing detection section 10f may
detect shift timing, based on a shift instruction (specifi-
cally, operation of the shift switch 9g) made by a driver
(a manual shift mode) . That is, the timing detection sec-
tion 10f may determine that the shift timing arrives when
the shift switch 9g is turned on.
[0037] Note that only one of the manual shift mode and
the automatic shift mode may be provided. The automatic
shift mode and the manual shift mode may be selectable
by an operation of a driver for a switch.
[0038] The turn determining section 10b determines
whether or not a vehicle is turning, based on the rotation
speed of the front wheel 2F and that of the rear wheel
2R. In this embodiment, when a value corresponding to
the bank angle of a vehicle, obtained based on the rota-
tion speed of the front wheel 2F and that of the rear wheel

2R, is higher than the above-described turn determina-
tion threshold, it is determined that the vehicle is turning.
Specifically, when a value indicting the relative amount
of the rotation speed of the rear wheel 2R relative to the
rotation speed of the front wheel 2F (hereinafter referred
to as a relative speed value) is higher than the turn de-
termination threshold, it is determined that the vehicle is
turning. Alternatively, the turn determining section 10b
may determine that a vehicle is turning upon when not
only the above mentioned condition concerning the rel-
ative speed value but also any other condition (for exam-
ple, a condition concerning a vehicle speed or a steering
angle) are satisfied.
[0039] When the vehicle is determined as being in turn-
ing, the shift restricting section 10c executes processing
for restricting the shift control by the shift control section
10a (in the following, shift restriction processing).
[0040] FIG. 10 is a flowchart of an example of process-
ing executed by the turn determining section 10b and the
shift restricting section 10c. The processing shown in
FIG. 10 is repetitively executed while a vehicle is running.
[0041] Initially, the control device 10 calculates the ro-
tation speed of the front wheel 2F and that of the rear
wheel 2R based on output signals from the front wheel
sensor 9a and the rear wheel  sensor 9b, respectively
(S101) .
[0042] Then, the turn determining section 10b calcu-
lates a value indicative of the relative amount of the ro-
tation speed of the rear wheel 2R relative to that of the
front wheel 2F (that is, the above mentioned relative
speed value) (S102) . In this example, the turn determin-
ing section 10b calculates the relative speed value in
consideration of the difference in the radius between the
front tire 2f and the rear tire 2r. Specifically, the turn de-
termining section 10b multiplies a coefficient k corre-
sponding to the difference in the radius between the tires
2f and 2r to one or both of the rotation speed of the rear
wheel 2R and that of the front wheel 2F, and then sub-
tracts the rotation speed of the front wheel 2F from that
of the rear wheel 2R. The turn determining section 10b
outputs the result (ωr- k3ωf in the example shown in Fig.
10, wherein ωr= the rotation speed of the rear wheel 2R,
ωf= the rotation speed of the front wheel 2F) as the rel-
ative speed value.
[0043] The coefficient k is for compensating for the dif-
ference in the radius between the front tire 2f and the
rear tire 2r. With multiplication of the coefficient K to one
or both of the rotation speed of the rear wheel 2R and
that of the front wheel 2F, the difference (for example,
above mentioned ωr-k3ωf) in the rotation speed be-
comes 0 when the two-wheeled motor vehicle 1 is running
straight. Supposing that the radius of the tire 2f is defined
as Rf and that of the tire 2r is as Rr, 
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 is held.
[0044] A relative speed value calculated with this co-
efficient k indicates the relative amount of the rear wheel
speed (Vr=ωr3Rr) relative to the front wheel speed
(Vf=ωf3Rf). In other words, the relative speed value is a
result (Vr-Vf) obtained by subtracting the front wheel
speed from the rear wheel speed or a result (Vr/Vf) ob-
tained by diving the rear wheel speed by the front wheel
speed.
[0045] Alternatively, the radius Rf, Rr itself may be
used as the coefficient k. That is, the relative speed value
may be calculated using the expression below.

Relative speed value =ωr3Rr-ωf3Rf

[0046] The relative speed value is not limited to the
value obtained by subtracting the rotation speed of the
front wheel 2F from that of the rear wheel 2R. For exam-
ple, the relative speed value may be the ratio (for exam-
ple, ωr/ (k3ωf) ) of the rotation speed of the rear wheel
2R relative to that of the front wheel 2F. When a ratio is
used as the relative speed value, the relative speed value
becomes 1 when the vehicle is running straight.
[0047] Having calculated the relative speed value at
S102, the turn determining section 10b determines
whether or not the relative speed value is higher than the
turn determination threshold Th1 (S103). In the example
described here, the coefficient k is used. Therefore, it is
determined in the processing at S103 that whether or not
the rotation speed of the rear wheel 2R is higher than
that of the front wheel 2F by the turn determination thresh-
old even when the  difference in the radius between the
tires 2f and 2r is taken into consideration. In other words,
the turn determining section 10b determines whether or
not a value corresponding to the rear wheel speed is
higher than a value corresponding to the front wheel
speed by a predetermined value.
[0048] When the relative speed value is higher than
the turn determination threshold Th1, the turn determin-
ing section 10b determines that the vehicle is turning.
For example, the turn determination threshold Th1 is set
to a value higher than a relative speed value calculated
in running straight. That is, when the relative speed value
is ωr- k3ωf, a value higher than 0 is set as the turn de-
termination threshold. Meanwhile, when the relative
speed value is (ωr/ (k3ωf), a value higher than 1 is set
as the turn determination threshold.
[0049] Alternatively, the relative speed value may not
necessarily be calculated at S102 prior to the determi-
nation at S103. For example, the turn determining section
10b may add the turn determination threshold Th1 to the
rotation speed of the front wheel 2F (specifically, ωf3k)
at S102, and determine at S103 whether or not the rota-
tion speed of the rear wheel 2R is higher than the result
of addition (ωf3k+Th1) . That is, it is sufficient in the
present invention as long as whether or not the relative
speed value is higher than the turn determination thresh-
old Th1 is resultantly determined, and thus the relative

speed value may not be necessarily calculated in the
processing by the turn determining section 10b.
[0050] When the turn determining section 10b deter-
mines that the vehicle is turning, the shift restricting sec-
tion 10c executes shift  restriction processing (S104).
[0051] For example, a flag indicating whether shift con-
trol is allowed or restricted (in the following, a shift re-
striction flag) is stored in the storage unit 19, and the shift
restricting section 10 changes the shift restriction flag
into the ON state (a state with shifting restricted) as shift
restriction processing.
[0052] With the above, the shift control section 10a ex-
ecutes processing described below. The shift control sec-
tion 10a checks the state of the shift restriction flag when
a shift instruction from a driver (that is, when the shift
switch 9g is turned on) is made or when a shift level ob-
tained with reference to the shift map is changed. The
shift control section 10a does not start the shift control
when the shift restriction flag is in the ON state.
[0053] As shift restriction processing, the shift restrict-
ing section low may change the shift map shown in FIG.
9 to restricts the shift control. In other words, the shift
restricting section 10c may change the shift map to delay
arrival of a shift timing. For example, as shown in FIG.
11, the shift restricting section 10c shifts a shift line so
as to restrict the shift control. That is, as to the shift map
for shift-up, a shift line is shifted toward a higher speed
so that shifting up is executed at a speed higher than
usual. Meanwhile, as to the shift map for shift-down, a
shift line is shifted toward a lower speed so that shifting
down is executed at a speed lower than usual.
[0054] When the above mentioned two kinds of shift
modes, namely, the automatic shift mode and the manual
shift mode, are available, the shift restriction processing
may be executed only when either one  of the two modes
is selected. For example, shift restriction processing may
be executed only when the automatic shift mode is se-
lected. With the above, shift control according to a shift
instruction by a driver is allowed even while the vehicle
is turning.
[0055] Upon determination at S103 that the vehicle is
not turning, that is, when the relative speed value is not
higher than the turn determination threshold Th1, the shift
restricting section 10c executes the following processing,
for example. That is, as shown in FIG. 10, the shift re-
stricting section 10c determines whether or not it has
been determined in the previous processing (specifically,
in the determination at previous S102) that the vehicle is
turning (S105). This determination is enabled by using a
flag indicating a determination at S102 that the vehicle
is turning. That is, at S104, the on/off state of the flag is
checked. The flag may be, for example, the above men-
tioned shift restriction flag.
[0056] When the vehicle has been determined as turn-
ing in the previous processing, the shift restriction flag
has already been set in the ON state and the shift map
has already been changed. Therefore, when the vehicle
is determined as not turning in the current processing at
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S102 but as turning in the previous processing at S102
(yes at S105), the shift restricting section 10c executes
processing for releasing restriction of shifting (in the fol-
lowing, restriction releasing processing) (S106). That is,
the shift restricting section 10c puts the shift restriction
flag into the OFF state, for example. Meanwhile, when
the shift map has been changed, the shift restricting sec-
tion 10c returns the shift map to its original state. That is,
the shift restricting section 10c  returns the shift line
shown in FIG. 11 to its original position.
[0057] When it is determined in the processing at S105
that the vehicle has been determined as not turning also
in the previous processing, the control device 10 ends
the current processing, and resumes processing at S101.
[0058] Alternatively, in the determination at S102, the
turn determining section 10b may determine whether or
not any other condition (in the following, an additional
condition) is satisfied. That is, the turn determining sec-
tion 10b may determine that the vehicle is turning when
the above mentioned condition concerning the relative
speed value and the additional condition are both satis-
fied.
[0059] FIG. 12 is a flowchart showing another example
of processing by the turn determining section 10b. In the
flowchart, processing same as that in the flowchart
shown in FIG. 10 is given the same reference numeral.
In the example in the flowchart in FIG. 12, after the de-
termination at S102, the turn determining section 10b
determines whether or not the driving state of the vehicle
satisfies the additional condition (S107). The additional
condition is a condition concerning, for example, the ve-
hicle speed, the engine torque, a brake operation, or the
steering angle of the steering 6.
[0060] For example, the turn determining section 10b
determines at S107 whether or not the vehicle speed is
higher than a predetermined threshold. When the vehicle
speed is higher than the threshold, the turn determining
section 10b determines that the vehicle is turning. This
enables more accurate detection of turn of a vehicle  run-
ning at a high speed. An accurate detection of the vehicle
speed is difficult to be achieved while a vehicle is turning
as a contact point on the tire 2r, 2f is displaced, as de-
scribed above. The front wheel speed (ωf3Rf), for ex-
ample, is used as the vehicle speed. Alternatively, the
average of the front wheel speed and the rear wheel
speed (ωr3Rr) may be used as the vehicle speed.
[0061] The turn determining section 10b may deter-
mine whether or not the engine torque or an engine power
calculated based on the engine torque is lower than a
predetermined threshold. When the engine torque or the
engine power is lower than the threshold, the turn deter-
mining section 10b may determine that the vehicle is turn-
ing. When the engine torque is higher, the relative speed
value may become higher due to a slight deformation of
the tire 2r of the rear wheel 2R. The above described
determination utilizing an engine torque can reduce the
influence in the turn determination to the relative speed
value from deformation of the tire 2r at acceleration. The

engine torque can be obtained with reference to a map
stored in the storage unit 19. The map correlates, for
example, the engine rotation speed, the throttle opening
degree, and the engine torque. With reference to the
map, the turn determining section 10b calculates an en-
gine torque correlated to the values detected by the en-
gine rotation speed sensor 9e and the throttle opening
sensor 9f. Further, an engine power can be calculated
as a product of the engine torque multiplied by the engine
rotation speed.
[0062] The turn determining section 10b may deter-
mine at S107 whether or not a brake operation is per-
formed, based on an output signal from the brake sensor
9d. When no brake operation is performed, the turn de-
termining section 10b may determine that the vehicle is
turning. When the front wheel 2F is subjected to braking,
the rotation speed of the rear wheel 2R may become
higher than that of the front wheel 2F. Therefore, an ad-
ditional condition that a brake operation is not performed
can enhance accuracy in turn determination. Note that it
is sufficient that determination as to whether or not a
brake operation is performed is made only with respect
to the front wheel 2F.
[0063] The turn determining section 10b may deter-
mine at S107 whether or not the steering angle of the
steering 6 detected by the steering angle sensor 9c is
higher than a predetermined threshold. When the steer-
ing angle is higher than the threshold, the turn determin-
ing section 10b may determine that the vehicle is turning.
[0064] Two or three additional conditions described
above out of the plurality of additional conditions may be
combined. For example, it may be determined that the
vehicle is turning when the above described additional
condition concerning the vehicle speed and that concern-
ing a brake operation are both satisfied.
[0065] As described above, the turn determining sec-
tion 10b determines that a vehicle is turning on condition
that a value (that is, a relative speed value) corresponding
to the bank angle of the vehicle obtained based on the
rotation speed of the front wheel 2F and that of the rear
wheel 2R is higher than a turn determination threshold.
Specifically, the relative speed value is a value indicating
the relative amount of the rotation speed of the rear wheel
2R (a wheel having a tire 2r mounted thereon having a
relatively larger curvature radius) relative to the rotation
speed  of the front wheel 2F. Therefore, it is possible to
appropriately detect turn at a high speed, in particular.
[0066] When it is determined that the vehicle is turning,
the shift restricting section 10c is executing processing
for restricting shift control by the shift control section 10a
(that is, the above described shift restriction processing).
With the above, it is possible to maintain the shift level
while the vehicle is turning. In particular, when shift re-
striction processing is executed only in the automatic shift
mode, it is possible to restrict shifting not intended by a
driver while the vehicle is turning.
[0067] In the example of processing in FIG. 12, the turn
determining section 10b determines whether or not the

13 14 



EP 2 641 819 A1

9

5

10

15

20

25

30

35

40

45

50

55

vehicle is turning, based further on the vehicle speed,
the engine torque, the brake operation, or the steering
angle of the steering. With the above, accuracy in turn
determination is further improved.
[0068] Note that the present invention is not limited to
the above described control device 10, and various mod-
ifications are possible. In the following, example modifi-
cations will be described.

[Example with Different End and Start determinations]

[0069] In the above described processing by the turn
determining section 10b, the same condition is used for
the turn start determination and the turn end determina-
tion. However, the turn determining section 10b may use
different conditions for the turn start determination and
the turn end determination. A condition used in the turn
end determination may be defined so as to be satisfied
after a condition for the turn start determination comes
to be no longer satisfied. That is, hysteresis may be pro-
vided to  the start determination condition and the end
determination condition.
[0070] FIG. 13 is a flowchart of an example of process-
ing executed by the turn determining section 10b in this
embodiment. This processing is repetitively executed
while a vehicle is running. In the flowchart, processing
same as the above described processing is given the
same reference numeral.
[0071] Initially, the control device 10 calculates the ro-
tation speed of the front wheel 2F and that of the rear
wheel 2R (S101), and the turn determining section 10b
calculates the relative speed value, based on the rotation
speeds (S102) . Thereafter, the turn determining section
10b determines whether or not the vehicle is already turn-
ing (S108) . Specifically, similar to the above described
S105, the turn determining section 10b can make the
determination, for example, by checking a flag stored in
the storage unit 19 for indicating that the vehicle is in a
turn. That is, at S108, the turn determining section 10b
checks the ON/OFF state of the flag. When it is deter-
mined that the vehicle is not in a turn, the turn determining
section 10b then determines whether or not the vehicle
has started turning. That is, the turn determining section
10b determines whether or not the relative speed value
is higher than a turn determination threshold (S103, start
determination) . The processing at S103 and thereafter
is similar to those in the flowchart in FIG. 10.
[0072] Meanwhile, when it is determined that the ve-
hicle is already turning, the turn determining section 10b
determines that the turn of the vehicle has ended (end
determination) . Specifically, the  turn determining section
10b determines whether or not the relative speed value
(for example, ωr- k3ωf or ωr/ (k3ωf) ) is lower than a
predetermined threshold (in the following, a turn end de-
termination threshold Th2) (S109) . The turn end deter-
mination threshold Th2 is a value lower than the above
mentioned turn determination threshold Th1. According
to this processing, the end of turn is determined after the

start determination condition (the relative speed value >
the turn determination threshold Th1) comes to be no
longer satisfied.
[0073] Upon the end of turn is detected, the shift re-
stricting section 10c executes the above mentioned re-
striction releasing processing to releases restriction of
shifting (S106). Meanwhile, when the relative speed val-
ue is higher than the turn end determination threshold
Th2, it is determined that the turn does not end yet. In
this case, the control device 10 ends the current process-
ing, and resumes the processing at S101 and thereafter.
[0074] At S109, the turn determining section 10b may
determine whether or not a situation where the relative
speed value is lower than the turn end determination
threshold Th2 has lasted longer than a predetermined
period. In a case where the situation has lasted longer
than a predetermined period, the turn determining sec-
tion 10b may determine that the turn has ended. Accord-
ing to this method, it is possible to delay the determination
that turn has ended. As a result, it is possible to restrict
execution of shifting up when a vehicle returns from turn-
ing to straight running, so that acceleration can be en-
hanced. Further, when the above mentioned predeter-
mined period is set longer, the determination  that a ve-
hicle is turning can be kept even after the vehicle comes
out of a curved path. As a result, it is possible to maintain
restriction of shift control even when a short straight path
intervenes between successive curved paths.

[Example for Estimating Bank angle]

[0075] The above-described turn determining section
10b determines whether or not a value indicating the rel-
ative amount of the rotation speed of the rear wheel 2R
(that is, the relative speed value) is higher than the turn
determination threshold. Alternatively, the turn determin-
ing section 10b may estimate the bank angle of a vehicle,
based on the steering angle detected by the steering an-
gle sensor 9c and the rotation speeds of the front wheel
2F and of the rear wheel 2R. Then, the turn determining
section 10b may determine that the vehicle is turning on
condition that the estimated bank angle is larger than the
threshold.
[0076] FIG. 14 is a flowchart of an example of process-
ing executed by the turn determining section 10b in this
embodiment. In the diagram, processing same as the
above described processing is given the same reference
numeral. The processing shown in FIG. 14 as well is re-
petitively executed while a vehicle is running.
[0077] Initially, the control device 10 calculates the ro-
tation speed of the front wheel 2F and that of the rear
wheel 2R (S101) . Further, the control device 10 detects
the steering angle of the steering 6, based on an output
signal from the steering angle sensor 9c (S110) .
[0078] Thereafter, the turn determining section 10b
calculates the bank angle of the vehicle, based on the
steering angle and the  rotation speeds of the front wheel
2F and of the rear wheel 2R (S111) . This processing is
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executed as follows, for example.
[0079] As being described with reference to FIG. 7, the
relative speed value (defined as ΔSttl here, being ωr-
k3ωf or ωr/ (k3ωf), for example) between the rotation
speed of the front wheel 2F and that of the rear wheel
2R is a sum of a component attributed to rotation of the
steering 6 (in the following, a steering component ΔSs)
and a component ΔSb attributed to banking (in the fol-
lowing, a bank component) .
[0080] At S111, the turn determining section 10b cal-
culates the steering component ΔSs, based on the steer-
ing angle. For example, a map for correlating the steering
component and the steering angle is stored in the storage
unit 19, and the control device 10b calculates a steering
component ΔSs correlated to the steering angle detected
by the steering angle sensor 9c, with reference to the
map. Further, the turn determining section 10b calculates
the relative speed value ΔSttl, based on the rotation
speed of the front wheel 2F and that of the rear wheel
2R, calculated at S101. Still further, the turn determining
section 10b calculates the bank component ΔSb
(ΔSb=ΔSttl- ΔSs), based on the relative speed value ΔSttl
and the steering component ΔSs. The turn determining
section 10b calculates the bank angle, based on the bank
component ΔSb. For example, a map for correlating the
bank component ΔSb and the bank angle is stored in the
storage unit 19, and the turn determining section 10b
calculates an bank angle correlated to the calculated
bank component ΔSb, with reference to the map.
[0081] After calculation of the bank angle, the turn de-
termining  section 10b determines whether or not the
bank angle is larger than a threshold (S112).
[0082] When the bank angle is larger than the thresh-
old, it is determined that the vehicle is turning. In this
case, similar to the processing in FIG. 10, the shift re-
stricting section 10c executes shift restriction processing
(S104). Meanwhile, when the bank angle is smaller than
the threshold, the processing at S105, S106 is executed.

[Example Including Shift restriction processing Following 
Brake Operation]

[0083] The above described shift restricting section
10c executes shift restriction processing when the deter-
mination that a vehicle, is turning is made. Further, the
shift restricting section 10c may execute shift restriction
processing in response to a brake operation performed
by a driver. In this case, processing described below, for
example, is executed.
[0084] In the storage unit 19, a flag indicating that a
brake is operated (in the following, a brake flag) and a
flag indicating that a vehicle is turning (in the following,
a turn flag) are stored. The shift restricting section 10c
executes shift restriction processing when either one of
the flags comes into the ON state (that is, when either a
brake operation is executed or a vehicle is turning) .
Meanwhile, the shift restricting section 10c executes re-
striction releasing processing when the brake flag and

the turn flag are both in the OFF state.
[0085] The brake flag may be returned to the OFF state
when a predetermined period of time elapses (in the fol-
lowing, a delayed  brake end period) after a moment at
which a brake operation comes to be no longer detected.
Further, the turn flag may be returned to the OFF state
when a predetermined period of time in which the relative
speed value keeps to be smaller than the turn determi-
nation threshold (in the following, a delayed turn end pe-
riod) elapses. With the above, when it is determined that
a vehicle is turning and a brake operation is detected,
the shift restricting section 10c executes restriction re-
leasing processing at a latter end between the end of the
brake operation delay time and the end of the turn end
delayed time.
[0086] FIG. 15 is a block diagram showing a function
of the control device 10 according to this embodiment.
According to this embodiment, the device 10 additionally
has a brake detecting section 10g. FIG. 16 is a flowchart
showing an example of processing of the brake detecting
section 10g. This processing is repetitively executed
while a vehicle is running.
[0087] The brake detecting section 10g determines
whether or not a brake operation is performed, based on
an output signal from the brake sensor 9d (S201). When
a brake operation is performed, the brake detecting sec-
tion 10g determines whether or not the brake flag is al-
ready in the ON state, that is, whether or not a brake
operation has been performed in the previous processing
(S202). When the brake flag is already in the ON state,
the brake detecting section 10g simply ends the current
processing. Meanwhile, when it is determined at S202
that the brake flag is not in the ON state, the brake de-
tecting section 10g changes the brake flag into the ON
state (S203). The above-described shift restricting sec-
tion 10c  executes shift restriction processing upon
change of the brake flag into the ON state.
[0088] When no brake operation is detected at S201,
the brake detecting section 10g determines whether or
not the brake flag is in the ON state, similar to S202
(S204). When the brake flag is in the OFF state, the brake
detecting section 10g simply ends the current process-
ing. Meanwhile, when it is determined at S204 that the
brake flag is in the ON state, it is determined whether or
not the delayed brake end period has elapsed after a
moment of determination that the previous brake opera-
tion has ended (S205). When the delayed brake end pe-
riod has not elapsed yet, the brake detecting section 10g
simply ends the current processing without changing the
state of the brake flag. Meanwhile, when the delayed
brake end period has already elapsed, the brake detect-
ing section 10g changes the brake flag into the OFF state
(S206). In the above, in a case where the turn flag is also
in the OFF state, the shift restricting section 10c executes
restriction releasing processing.
[0089] In this embodiment, the processing by the turn
determining section 10b is executed as follows, for ex-
ample. Upon determination in the processing at S103
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shown in FIG. 10 that the vehicle is turning, the turn de-
termining section 10b changes the turn flag into the ON
state. Meanwhile, upon determination in the processing
at S103 that the vehicle is not turning, the turn determin-
ing section 10b determines whether or not the turn flag
is in the ON state. When the turn flag is in the ON state,
the turn flag is changed into the OFF state when the de-
layed turn end period elapses after a moment at which
the immediately preceding turn ends.
[0090] According to this embodiment, in a case of suc-
cessive curved paths, it is possible to keep restriction of
shift control until the vehicle comes out all of the curved
paths from a moment immediately before the vehicle en-
ters the curved path. For example, when the two-wheeled
motor vehicle 1 runs on an S-shaped curve including suc-
cessive right and left curved paths, a shift control restric-
tion functions as described below. That is, before the
vehicle enters the curved path, a brake operation is per-
formed. Thus, the bake flag is thereupon put into the ON
state, and the shift restriction processing is executed.
After the brake operation is performed, the brake flag
remains in the ON stage until the delayed brake end pe-
riod elapses even though the break operation is released.
Therefore, the shift restriction processing continues.
Thereafter, when the vehicle enters the curved path and
banks, the turn flag is put into the ON state. Therefore,
even when the braking is released while the vehicle is
running on the curved path, restriction of shift control con-
tinues. Further, the turn flag is not changed to the OFF
state until the delayed turn end period elapses, as de-
scribed above. Thus, restriction of shift control continues
when a short straight path intervenes between two
curved paths. When the vehicle thereafter comes out the
curved path and the delayed turn end period elapses,
the turn flag is changed into the OFF state. Generally, a
break operation is already released when a vehicle
comes out a curved path. Therefore, the turn flag and
the brake flag are both in the OFF state after elapse of
the delayed turn end period. Accordingly, restriction re-
leasing processing is executed, so that shifting by the
shift control  section 10a can be allowed.

[Example for Changing Threshold Depending on Accel-
eration State]

[0091] While a vehicle is running, an acceleration of
the vehicle causes a difference between the rotation
speed of the rear wheel 2R and that of the front wheel
2F. For example, at acceleration, the rear tire 2r is slightly
deformed due to friction with the ground surface even
though the rear tire 2r is not slipping on the ground sur-
face. As a result, the rotation speed of the rear wheel 2R
increases, compared to the rotation speed of the front
wheel 2F. FIG. 17 shows a graph schematically showing
a relationship between the relative speed value (ωr-
k3ωf) and the acceleration of a vehicle running straight
at a certain vehicle speed, wherein the abscissas indi-
cates the relative speed value and the ordinates indicates

acceleration. As shown in the diagram, the relative speed
value is substantially proportional to acceleration. When
acceleration is positive, the relative speed value is a pos-
itive value. That is, when acceleration is positive, the ro-
tation speed of the rear wheel 2R becomes higher than
the rotation speed of the front wheel 2F. Meanwhile, when
acceleration is negative (that is, in deceleration), the rel-
ative speed value is a negative value. That is, the rotation
speed of the rear wheel 2R becomes lower than the ro-
tation speed of the front wheel 2F. Note that when the
rear wheel 2R slips, the relative speed value becomes
much higher. In this case, acceleration becomes gradu-
ally smaller as the relative speed value increases.
[0092] As described above, the relative speed value is
subjected to influence of acceleration of a vehicle. That
is, the relative speed  value includes a component due
to banking of a vehicle and a component due to acceler-
ation of the vehicle (in the following, acceleration com-
ponent). Therefore, the control device 10 may change
the turn determination threshold, depending on the ac-
celeration state of a vehicle, in order to reduce influence
of the acceleration component in turn determination. With
the above, it is possible to detect turn of a vehicle more
accurately.
[0093] FIG. 18 is a flowchart of an example of process-
ing executed by the turn determining section 10b in this
embodiment. In the diagram as well, processing same
as the above described processing is given the same
reference numeral.
[0094] Below, processing in which either of a first turn
determination threshold and a second turn determination
threshold lower than the first turn determination threshold
is selectively used as the turn determination threshold,
depending on the acceleration state of a vehicle will be
described as an example.
[0095] Initially, similar to the above, the turn determin-
ing section 10b calculates the rotation speed of the front
wheel 2F and that of the rear wheel 2R (S101), and then
calculates the relative speed value (ωr- k3ωf in FIG. 18),
based on these values (S102) .
[0096] Thereafter, the turn determining section 10b de-
termines whether or not the vehicle is then accelerating
(S113) . Specifically, the turn determining section 10b
determines whether or not a value correlated to the ac-
celeration is higher than a threshold. For example, when
the vehicle has an acceleration sensor, the turn deter-
mining section 10b determines whether or not the vehicle
is accelerating, based on an output signal from the  ac-
celeration sensor. Alternatively, the turn determining sec-
tion 10b may determine whether or not the vehicle is ac-
celerating, based on a differential value of the rotation
speed of the front wheel 2F (a differential value of the
vehicle speed) . Further, the turn determining section 10b
may determine whether or not the vehicle is accelerating,
based on the engine torque or the accelerator opening
degree.
[0097] When the vehicle is accelerating, the turn de-
termining section 10b determines whether or not the rel-
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ative speed value is higher than the first turn determina-
tion threshold (S114). When the relative speed value is
higher than the first turn determination threshold, it is
determined that the vehicle is turning, and thus, the shift
restricting section 10c executes the shift restriction
processing (S104),
[0098] Meanwhile, when it is determined at S114 that
the vehicle is not accelerating, that is, the vehicle is de-
celerating or running at a constant speed, the turn deter-
mining section 10b determines whether or not the relative
speed value is higher than the second turn determination
threshold (S115) . When the relative speed value is high-
er than the second turn determination threshold, it is de-
termined that the vehicle is turning, and thus the shift
restricting section 10c executes shift restriction process-
ing (S104) .
[0099] Since the first turn determination threshold
higher than the second turn determination threshold is
used when the vehicle is accelerating, influence of an
acceleration component of the relative speed value can
be reduced in turn determination.
[0100] The turn determining section 10b may calculate
the turn determination threshold, based on a value cor-
responding to the acceleration of a vehicle. The turn de-
termining section 10b may perform the turn determination
using the calculated turn determination threshold. In oth-
er words, the turn determining section 10b may perform
the turn determination using a turn determination thresh-
old that is modified based on the acceleration of a vehicle.
[0101] FIG. 19 is a flowchart showing an example of
processing by the turn determining section 10b in this
embodiment. In the diagram as well, processing same
as the above described processing is given the same
reference numeral.
[0102] The turn determining section 10b calculates a
value corresponding to the acceleration of a vehicle (in
the following, an acceleration corresponding value)
(S116), The acceleration corresponding value may be
acceleration itself or an engine power or a driving force
of the rear wheel 2R. Thereafter, the turn determining
section 10b calculates a turn determination threshold,
based on the acceleration corresponding value (S117).
For example, a map or a relational expression for corre-
lating the acceleration corresponding value with a cor-
rection value is stored in advance in the storage unit 19.
The correction value is, for example, a relative speed
value (the above mentioned vehicle component) at a time
when a vehicle is accelerating at the acceleration corre-
sponding value. Then, the turn determining section 10b
calculates a turn determination threshold for the deter-
mination processing, based on the correction value and
the initial value  of the turn determination threshold.
[0103] Thereafter, the turn determining section 10b de-
termines whether or not the relative speed value calcu-
lated at S102 is higher than the turn determination thresh-
old calculated at S117 (S103) . When the relative speed
value is higher than the turn determination threshold, it
is determined that the vehicle is turning, and similar to

the above described processing, the shift restricting sec-
tion 10c executes shift restriction processing (S104) .
Meanwhile, when it is determined at S103 that the relative
speed value is not higher than the turn determination
threshold, the processing at S105, S106 is executed be-
fore ending the current processing, similar to the above.

[Application to vehicle with Traction Control]

[0104] The present invention may be applied to a two-
wheeled motor vehicle that executes traction control.
FIG. 20 is a block diagram showing a function of the de-
vice 10 according to this embodiment.
[0105] As shown in the diagram, the control device 10
in this embodiment has a traction control section 10h.
The traction control section 10h determines whether or
not the rear wheel 2R is slipping, based on the rotation
speed of the front wheel 2F and that of the rear wheel
2R. For example, the traction control section 10h deter-
mines whether or not the relative speed value is larger
than a threshold (in the following, a slip determination
threshold) . When the rear wheel 2R is slipping (for ex-
ample, when the relative speed value is higher than the
slip determination threshold), the traction control section
10h executes traction control (that is, control for reducing
the engine torque).
[0106] In this embodiment, the slip determination
threshold and the turn determination threshold are de-
fined so that shifting is restricted by the shift restricting
section 10c in a case in which slip is caused. That is, the
slip determination threshold and the turn determination
threshold are set such that the turn determining section
10b determines turn of a vehicle before detection of slip
of the rear wheel 2R. For example, when the relative
speed value is used in the slip determination, a value
lower than a slip determination threshold is set as the
turn determination threshold. With the above, it can be
prevented the shift from being executed in traction con-
trol. As a result, change of the drive force due to shifting
does not cause while reducing the engine torque by trac-
tion control. And thus, stable traction can be achieved.
[0107] FIG. 21 is a flowchart showing an example of
processing executed by the traction control section 10h.
This processing is repetitively executed while a vehicle
is running.
[0108] Initially, the control device 10 calculates the ro-
tation speed of the front wheel 2F and that of the rear
wheel 2R (S301) . Then, the traction control section 10h
calculates the relative speed value, based on the calcu-
lated rotation speeds (S302) . Then, the traction control
section 10h determines whether or not slip is caused,
based on the relative speed value. Specifically, the trac-
tion control section 10h determines whether or not the
absolute value of the relative speed value is larger than
a slip determination threshold (S303) . When the absolute
value of the relative seed  value is larger than the slip
determination threshold, the traction control section 10h
starts traction control. Specifically, the traction control
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section 10h controls so as to reduce the engine torque
(S304) . For example, the traction control section 10h
reduces the amount of fuel injection by the fuel injection
device mounted on the engine 12, delays an ignition time,
and reduces the throttle valve opening degree.
[0109] As described above, the turn determination
threshold is lower than the slip determination threshold
in this embodiment. Thus, when it is determined at S303
that the relative speed value is higher than the slip de-
termination threshold, it is determined in the processing
by the turn determining section 10b that the vehicle is
already turning. Further, the shift restriction processing
(switching of the shift restriction flag into the ON state or
change of the shift map) is already executed.
[0110] After the processing at S304, the traction control
section 10h determines whether or not the slip of the rear
wheel 2R is reduced/eliminated. Specifically, the traction
control section 10h determines whether or not the abso-
lute value of the relative speed value is smaller than a
threshold (in the following, a slip end threshold) (S305).
The slip end threshold is set lower than the slip determi-
nation threshold. When the relative speed value is small-
er than the slip end threshold, the traction control section
10h ends the traction control. That is, the traction control
section 10h executes a normal control as to the engine
torque to restore the engine torque (S306). Note that
when it is determined at S303 that the absolute value of
the relative speed value is not  larger than the slip deter-
mination threshold, the determination at S305 is made
before ending the current processing. Meanwhile, when
it is determined at S305 that the absolute value of the
relative speed value is not smaller than the slip end
threshold, the current processing is simply ended without
returning to normal control as to the engine torque.

[Coefficient Update Processing]

[0111] The control device 10 may have a function for
updating/ correcting the coefficient k for use in processing
of the turn determining section 10b. The coefficient k is
to compensate for the difference in the radius between
the front tire 2f and the rear tire 2r, . The actual radius of
the front tire 2f and that of the rear tire 2r may change
due to abrasion of the tires 2f, 2r. In this case, even when
a vehicle is running straight, the relative speed value does
not present a value indicating straight running. For ex-
ample, when the relative speed value is ωr- k3ωf or ωr/
(k3ωf), these values do not present 0 or 1 even when a
vehicle is running straight. To address the above, the
control device 10 may have a function for addressing
such deficiency.
[0112] FIG. 22 is a block diagram showing a function
of the control device 10 in this embodiment. As shown in
the diagram, the control device 10 further has a coeffi-
cient updating section 10i in this embodiment. FIG. 23 is
a flowchart showing an example of processing by the
coefficient updating section 10i.
[0113] As shown in FIG. 23, initially, the coefficient up-

dating section 10i determines whether or not it is neces-
sary to update the coefficient k. In this example, the co-
efficient updating  section 10i determines in two steps
whether or not the update is necessary. That is, initially,
the coefficient updating section 10i determines whether
or not the current coefficient k is appropriate (S401). For
example, the coefficient updating section 10i determines
whether or not a period of time (in the following, referred
as "assumed straight running period") in which the rela-
tive speed value coincides with a value indicating that a
vehicle is running straight has lasted longer than a pre-
determined period of time (in the following, an determi-
nation period). The value indicating running straight will
be referred as a straight-running indication value, being
0 or 1 in the above example. While running, generally, a
vehicle runs straight for a longer period of time, compared
to a period of time in which the vehicle is turning. There-
fore, when the assumed straight running period has last-
ed longer than the predetermined period, the coefficient
updating section 10i determines that the current coeffi-
cient k is appropriate, and ends the current processing.
[0114] Meanwhile, when the assumed straight running
period has not lasted longer than the determination pe-
riod, it can be determined that the current coefficient k is
not appropriate, that is, the current coefficient k is devi-
ated from an appropriate value for compensating for the
difference in the radius between the tires 2f and 2r. In
this case, the coefficient updating section 10i determines
whether or not to update the coefficient k (S402) . That
is, the coefficient updating section 10i determines wheth-
er or not the deviation of the coefficient k is attributed to
abrasion or the like of the tires 2f, 2r. For example, the
coefficient updating  section 10i determines at S402
whether or not to update the coefficient k, based on the
period of time in which the relative speed value calculated
with the current coefficient keeps at a constant value,
and based on the constant value. More specifically, the
coefficient updating section 10i determines whether or
not the period of time in which the relative speed value
calculated with the current coefficient keeps at a constant
value has lasted longer than a predetermined period of
time. Further, the coefficient updating section 10i deter-
mines at S402 whether or not the constant value is close
to the straight- running indication value, that is, within a
predetermined range.
[0115] When it is determined at S402 that the deviation
of the current coefficient k is subjected to update process-
ing attributed to abrasion or the like, the coefficient up-
dating section 10i calculates a coefficient k that is esti-
mated appropriate. Specifically, the coefficient updating
section 10i calculates a coefficient that makes the relative
speed value coincide with the straight-running indication
value when a vehicle is running straight (in the following,
a next coefficient k1) (S403). The coefficient updating
section 10i calculates the next coefficient k1, based on
the rotation speed of the front wheel 2F and that of the
rear wheel 2R. For example, the coefficient updating sec-
tion 10i detects the time in which a vehicle is running
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straight, based on change in the relative speed value
using the current coefficient k. For example, when a pe-
riod of time in which the relative speed value keeps at a
constant value has lasted longer than a predetermined
period of time, it is determined that the vehicle  is running
straight. Then, the coefficient updating section 10i calcu-
lates the next coefficient k1 (for example, k1=ωr/ωf),
based on the rotation speed of the front wheel 2F and
that of the rear wheel 2R calculated when the vehicle is
running straight.
[0116] Note that processing for obtaining the next co-
efficient k1 is not limited to the above. For example, the
coefficient updating section 10i may successively calcu-
late the relative speed value, based on the rotation
speeds of the front wheel 2F and of the rear wheel 2R
and the current coefficient k, and store the calculated
values in the storage unit 19. The coefficient updating
section 10i may make histogram data that expresses a
distribution of the relative speed values. Then, the coef-
ficient updating section 10i may calculates the next co-
efficient k1, based on a relative speed value with the max-
imum frequency. For example, the coefficient updating
section 10i may calculate the next coefficient k1 (for ex-
ample, k1=ωr/ωf), based on the rotation speeds ωf, ωr
leading to a relative speed value with the maximum fre-
quency.
[0117] Thereafter, the coefficient updating section 10i
determines whether or not the next coefficient k1 calcu-
lated at S403 is defined in a predetermined appropriate
range (S404) . When the next coefficient k1 is defined in
the appropriate range, the coefficient updating section
10i writes the next coefficient k1 over the current coeffi-
cient k stored in the storage unit 19 (S405) . Thereafter,
the above mentioned turn determining section 10b cal-
culates the relative speed value, using the over- written
coefficient k, to determine whether or not the vehicle is
turning.
[0118] Further, the coefficient updating section 10i
may execute the  following processing. The coefficient
updating section 10i determines at S401 whether or not
the minimum value of the relative speed value that is
calculated in a predetermined period of time (in the fol-
lowing, an update determination period (for example, ten
seconds) ) coincides with the straight- running indication
value. For example, when the relative speed value is ωr/
(k3ωf), the coefficient updating section 10i determines
whether or not the minimum value of the relative speed
value calculated in the update determination period is 1.
Meanwhile, when the relative speed value is ωr- (k3ωf),
the coefficient updating section 10i determines whether
or not the minimum value of the relative speed value cal-
culated in the update determination period is 0. When
the minimum value coincides with the straight- running
indication value, the coefficient updating section 10i ends
the processing.
[0119] Meanwhile, when the minimum value does not
coincide with the straight- running indication value, it is
possible that the coefficient k is deviated from an appro-

priate value. In this case, the coefficient updating section
10i determines at S402 whether or not to update the co-
efficient k, that is, whether or not a difference due to abra-
sion or the like is caused. Specifically, the coefficient up-
dating section 10i determines whether or not the mini-
mum value is calculated when the vehicle is running
straight. When the minimum value is calculated when the
vehicle is running straight, it can be determined that the
coefficient k is deviated from an appropriate value. In this
case, the coefficient updating section 10i calculates the
next coefficient k1, using the rotation speed ωr, wf that
leads to the minimum value (S403), and then  executes
the subsequent processing S404 and S405.
[0120] The processing at S402 is executed as follow,
for example. The coefficient updating section 10i deter-
mines whether or not the steering angle at a moment at
which the minimum value is calculated is smaller than a
predetermined value. When the steering angle is smaller
than the predetermined value, the coefficient updating
section 10i determines that the minimum value is calcu-
lated when the vehicle is running straight. Alternatively,
the coefficient updating section 10i may determine
whether or not the vehicle speed at a moment at which
the minimum value is calculated is larger than a prede-
termined value. When the vehicle speed is larger than
the predetermined value, the coefficient updating section
10i determines that the minimum value is calculated
when the vehicle is running straight. A vehicle runs
around a corner at a relatively low speed. Therefore, by
defining a relatively high value as the above mentioned
predetermined value about the vehicle speed, it is pos-
sible to determine based on the vehicle speed, whether
or not the minimum value of the relative speed value is
calculated when the vehicle is running straight. Note that
the coefficient updating section 10i may execute both of
the above mentioned determination as to the steering
angle and determination as to the vehicle speed. When
the steering angle is smaller than a predetermined value
and the vehicle speed is larger than the predetermined
value, the coefficient updating section 10i may determine
that the minimum value is calculated in running straight.
[0121] When the braking force of the rear wheel 2R is
larger than that of the front wheel 2F, the rotation speed
of the rear wheel  2R is smaller than the rotation speed
of the front wheel 2F and thus the relative speed value
is, in some cases, smaller than the straight-running indi-
cation value. On the contrary, when the brake force of
the front wheel 2F is larger than that of the rear wheel
2R, the relative speed value is, in some cases, larger
than the straight-running indication value because of the
difference in the braking force. In this view, the coefficient
updating section 10i may make determination at S402
as to whether or not a brake operation is performed at a
moment at which the minimum value is calculated, in
addition to the determinations as to the steering angle
and the vehicle speed. When no brake operation is per-
formed, the coefficient updating section 10i updates the
coefficient k at S403 to S405.
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[0122] When a vehicle is at sudden acceleration or de-
celeration, the relative slip value deviate from the
straight-running indication value due to slip of the rear
wheel 2R and/or slip of the front wheel 2F. Therefore,
the coefficient updating section 10i may make determi-
nation at S402 as to whether or not the absolute value
of the acceleration at a moment at which the minimum
value is calculated is smaller than a predetermined value,
in addition to the determinations as to the steering angle
and the vehicle speed. When the absolute value of ac-
celeration is smaller than the predetermined value, the
coefficient updating section 10i may update the coeffi-
cient k at S403 to S405.
[0123] During the update determination period, the co-
efficient updating section 10i stores, into the storage unit
19, driving states to be used in the determination at S402,
the driving states  being correlated to relative speed val-
ues (the driving states are the steering angles, the vehicle
speeds, a brake operation, or accelerations). Then, at
S402, the coefficient updating section 10i reads the driv-
ing state correlated to the minimum value from the stor-
age unit 19, and then determines based on the read driv-
ing state, whether or not the minimum value is obtained
in a period of straight running.
[0124] Alternatively, the processing at S402 may be
executed as follows. The coefficient updating section 10i
may determine whether or not a period in which the rel-
ative speed value remains at the above- described the
minimum value (the minimum value maintained period)
is longer than a predetermined period of time. Generally,
straight running lasts longer than running on a curved
path. Therefore, when the minimum value maintained
period is longer than a predetermined period of time, the
coefficient updating section 10i determines that the min-
imum value is calculated while a vehicle is running
straight, and may update the coefficient k at S403 to
S405.
[0125] Processing by the coefficient updating section
10i is not limited to the above mentioned. For example,
the coefficient updating section 10i may initially deter-
mine whether or not the vehicle is running straight. This
processing can be executed using the steering angle and
vehicle speed. In this case, it is determined that whether
or not a brake operation is performed and whether or not
the acceleration is smaller than a predetermined value.
When a vehicle is running straight without a brake oper-
ation and the absolute value of acceleration is smaller
than a predetermined value, the coefficient updating sec-
tion 10i calculates the relative speed value and then de-
termines whether or not the relative speed value coin-
cides with the straight-running indication value (for ex-
ample, 0 or 1). When the relative speed value does not
coincide with the straight-running indication value, the
coefficient updating section 10i updates the coefficient k.

Claims

1. A control device for a two-wheeled motor vehicle, in
which a curvature radius of a cross section of a tire
mounted on one of a front wheel and a rear wheel
is larger than a curvature radius of a cross section
of a tire mounted on the other wheel, the control de-
vice comprising:

a sensor for detecting a rotation speed of the
one wheel;
a sensor for detecting a rotation speed of the
other wheel;
and
a turn determining section for determining that
the vehicle is turning on condition that a value
corresponding to a bank angle of the vehicle is
higher than a threshold,
wherein
the value corresponding to the bank angle of the
vehicle is defined as a value indicating a relative
amount of the rotation speed of the one wheel
relative to the rotation speed of the other wheel.

2. The control device for a two-wheeled motor vehicle
according to claim 1, wherein the turn determining
section determines whether or not the vehicle is turn-
ing based further on at least one of a vehicle speed,
an engine torque, a brake operation, and a steering
angle of a steering.

3. The control device for a two-wheeled motor vehicle
according to claim 1, wherein
the turn determining section determines that the ve-
hicle ends its turn when an end condition different
from a turn determination condition is satisfied,
wherein the turn determination condition is the above
condition concerning the value corresponding to the
bank angle of the vehicle, and
the end condition is defined such that the end con-
dition is satisfied after the turn determination condi-
tion comes to be no longer satisfied.

4. The control device for a two-wheeled motor vehicle
according to claim 1, further comprising:

a shift control section for executing a control in
which a transmission ratio of a transmission is
changed; and
a shift restricting section for restricting the of the
shift control section when the turn determining
section determines that the vehicle is turning.

5. The control device for a two-wheeled motor vehicle
according to claim 4, further comprising:

a brake sensor for detecting a brake operation
by a driver,
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wherein
the shift restricting section restricts the control
for changing the transmission ratio when the
brake operation is detected.

6. The control device for a two-wheeled motor vehicle
according to claim 5, wherein
the shift restricting section keeps restricting the con-
trol for changing the transmission ratio for a first pre-
determined period when the turn determining section
determines that the vehicle is turning, and keeps re-
stricting the control for a second predetermined pe-
riod when the brake operation is detected, and
in case where the turn of the vehicle and the brake
operation are detected, the shift restricting section
releases the restriction of the control for changing
the transmission ratio when one period of the first
predetermined period and the second predeter-
mined period ends, wherein the one period is defined
as a period which ends latter than the other period.

7. The control device for a two-wheeled motor vehicle
according to claim 1, further comprising:

a steering angle sensor for detecting a steering
angle of a steering, wherein
the turn determining section estimates the bank
angle of the vehicle, based on the steering an-
gle, the rotation speed of the one wheel, and the
rotation speed of the other wheel, and then de-
termines that the vehicle is turning on condition
that the estimated bank angle is larger than the
threshold.

8. The control device for a two-wheeled motor vehicle
according to claim 1, wherein the turn determining
section changes the threshold depending on an ac-
celeration state of the vehicle.

9. The control device for a two-wheeled motor vehicle
according  to claim 8, wherein the turn determining
section selectively uses, as the above threshold, a
first threshold and a second threshold different from
the first threshold, depending on the acceleration
state of the vehicle.

10. The control device for a two-wheeled motor vehicle
according to claim 8, wherein the turn determining
section calculates the threshold, based on a value
corresponding to acceleration of the vehicle.

11. A control device for a two-wheeled motor vehicle ac-
cording to claim 4, further comprising:

a traction control section for detecting slip of the
rear wheel, based on the rotation speed of the
one wheel, the rotation speed of the other wheel,
and a threshold, wherein

the threshold for the turn determining section
and the threshold for the traction control section
are defined such that the turn determining sec-
tion determines that the vehicle is turning prior
to determination of slip of the rear wheel.

12. A control device for a two-wheeled motor vehicle ac-
cording to claim 1, wherein
the turn determining section compares the rotation
speed of the one wheel and the rotation speed of the
other wheel, while utilizing a coefficient correspond-
ing to a difference in a diameter between the tire of
the one wheel and the tire of the other wheel, and
the control device includes a coefficient updating
section, wherein the coefficient updating section de-
termines whether or not the diameter of the tire of
the one wheel or the diameter of the tire of the other
wheel is changed, based on the rotation speed of
the one wheel and the rotation of the other wheel,
and then updates the coefficient when determining
the diameter is changed.

13. A control device for a two-wheeled motor vehicle ac-
cording to claim 12, wherein the coefficient updating
section calculates the value corresponding to the
bank angle of the vehicle, based on the coefficient,
the rotation speed of the other wheel, and the rotation
speed of the one wheel, then compares the calcu-
lated value and a value to be calculated in running
straight, and then determines whether or not the di-
ameter of the tire of the one wheel or the diameter
of the tire of the other wheel is changed, based on
a result of comparison.

14. The control device for a two-wheeled motor vehicle
according to claim 13, wherein the coefficient updat-
ing section determines whether or not a time when
the value corresponding to the bank angle is calcu-
lated comes within a period in which the vehicle is
running straight, and determines based on, the result
of the determination, whether or not the diameter of
the tire of the one wheel or the diameter of the tire
of the other wheel is changed.

15. The control device for a two-wheeled motor vehicle
according to claim 13 or 14, wherein the coefficient
updating section  determines whether or not a time
when the value corresponding to the bank angle is
calculated comes within a period of acceleration of
the vehicle and/or a period of a brake operation, and
then determines, based on the result of the determi-
nation, whether or not the diameter of the tire of the
one wheel or the diameter of the tire of the other
wheel is changed.

16. The control device for a two-wheeled motor vehicle
according to claim 13, wherein the coefficient updat-
ing section determines whether or not the value cor-
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responding to the bank angle remains at a predeter-
mined value in a period longer than a predetermined
period, and then determines, based on the result of
the determination, whether or not the diameter of the
tire of the one wheel or the diameter of the tire of the
other wheel is changed.

17. A two-wheeled motor vehicle having a device ac-
cording to claim 1.

31 32 



EP 2 641 819 A1

18



EP 2 641 819 A1

19



EP 2 641 819 A1

20



EP 2 641 819 A1

21



EP 2 641 819 A1

22



EP 2 641 819 A1

23



EP 2 641 819 A1

24



EP 2 641 819 A1

25



EP 2 641 819 A1

26



EP 2 641 819 A1

27



EP 2 641 819 A1

28



EP 2 641 819 A1

29



EP 2 641 819 A1

30



EP 2 641 819 A1

31



EP 2 641 819 A1

32



EP 2 641 819 A1

33



EP 2 641 819 A1

34



EP 2 641 819 A1

35



EP 2 641 819 A1

36



EP 2 641 819 A1

37



EP 2 641 819 A1

38



EP 2 641 819 A1

39



EP 2 641 819 A1

40

REFERENCES CITED IN THE DESCRIPTION

This list of references cited by the applicant is for the reader’s convenience only. It does not form part of the European
patent document. Even though great care has been taken in compiling the references, errors or omissions cannot be
excluded and the EPO disclaims all liability in this regard.

Patent documents cited in the description

• JP 2009127689 A [0002]


	bibliography
	description
	claims
	drawings
	search report

