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(54) Controller for driving a motor and electric power-assisted vehicle

(57) A controller for driving a motor has: an input part
that receives, from each of two brake sensors, a signal
indicating a corresponding brake is in an ON state or a
signal indicating that the brake is in an OFF state; a con-
trol coefficient computing part that increases a control
coefficient relative to a regeneration target value along
a first slope when a first signal indicating only one of the
brakes is in an ON state is received from the input part,

the control coefficient computing part increasing the con-
trol coefficient along a second slope when a second sig-
nal indicating both brakes are in an ON state is received
from the input part, the second slope rising faster than
the first slope; and a control part controlling driving of the
motor in accordance with the regeneration target value
and the control coefficient computed by the control coef-
ficient computing part.
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Description

[0001] This application claims the benefit of Japanese
Application No. 2012-209128, filed in Japan on Septem-
ber 24, 2012, which is hereby incorporated by reference
in its entirety.

BACKGROUND OF THE INVENTION

Field of the Invention

[0002] The present invention relates to regenerative
control technology in an electric power-assisted vehicle.

Description of Related Art

[0003] There are electric power-assisted vehicles,
such as electric bicycles assisted by battery power, which
use sensors provided on brake levers. The sensors re-
spond to the usage of the brakes by the rider in order to
enable regenerative operation of the motor. This stores
the kinetic energy of the vehicle into the battery, and im-
proves the travel distance of the vehicle.
[0004] There is technology that controls the duty in
PWM (Pulse Width Modulation) control so that electric
regenerative braking force, generated by the regenera-
tive charging when only one of either of the brakes is
used, is smaller than the electric regenerative braking
force generated by the regenerative charging when both
of the brakes are used together. This way, with a simple
configuration and a low cost, the shock is reduced during
the start of regenerative charging when only one of either
of the brakes is used, and when both brakes are used
together, the regeneration value is increased as com-
pared to when only one of either of the brakes is used,
which results in a large regenerative braking force gen-
erated due to the regenerative charging.
[0005] However, there are times when the rider does
not necessarily progress from using one brake to using
both brakes. Sometimes the rider starts by using both
brakes. In such a case, the conventional technology de-
scribed above generates a sudden and large regenera-
tive braking force, and the rider may feel a shock due to
that regenerative braking force. In addition, the relation-
ship between regenerative braking force and rider com-
fort has not been given careful consideration in the con-
ventional technology described above.

Related Art Document

Patent Document

[0006] Patent Document 1: Japanese Patent Applica-
tion Laid-Open Publication No. 2010-35376.

SUMMARY OF THE INVENTION

[0007] Thus, one aspect of the present invention aims

at providing a technology for enabling suitable regener-
ative braking force according to instructions from the rid-
er.
[0008] Additional or separate features and advantages
of the invention will be set forth in the descriptions that
follow and in part will be apparent from the description,
or may be learned by practice of the invention. The ob-
jectives and other advantages of the invention will be
realized and attained by the structure particularly pointed
out in the written description and claims thereof as well
as the appended drawings.
To achieve these and other advantages and in accord-
ance with the purpose of the present invention, as em-
bodied and broadly described, in one aspect, a controller
for driving a motor according to the present invention
includes: (A) an input part that receives, from each of two
brake sensors, a signal indicating that a corresponding
brake is in an ON state or a signal indicating that the
brake is in an OFF state; (B) a control coefficient com-
puting part computing a control coefficient that deter-
mines a value of a control parameter that controls the
motor relative to a target value of the control parameter,
the target value being a value of the control parameter
at which the motor achieves a desired power generation
efficiency, the control coefficient computing part increas-
ing the control coefficient along a first slope when a first
signal indicating that only one of the brakes is in the ON
state is received from the input part, the control coefficient
computing part increasing the control coefficient along a
second slope when a second signal indicating that both
of the brakes are in the ON state is received from the
input part, the second slope rising faster than the first
slope; and (C) a control part that derives a value of the
control parameter in accordance with the target value of
the control parameter and the control coefficient comput-
ed by the control coefficient computing part, the control
part forwarding the derived value of the control parameter
to the motor to control driving of the motor..
[0009] By implementing these as such, control can be
performed so that the regenerative braking force will in-
crease in different forms according to instructions from
the rider, resulting in the ability to suppress shocks from
sudden regenerative braking force. The maximum value
of the control coefficient may be configured.
[0010] The control coefficient computing part de-
scribed above may, when the first signal is received after
the second signal is received, lower the control coefficient
to a value greater than or equal to the control coefficient
when the second signal is received and lower than the
control coefficient when the first signal is received after
the second signal.
[0011] By changing the control coefficient in this way,
the regenerative braking force can be changed according
to instructions from the rider.
[0012] The value greater than or equal to the control
coefficient when the second signal is received and lower
than the control coefficient when the first signal is re-
ceived after the second signal is received may be com-
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puted from the control coefficient when the second signal
is received and the control coefficient when the first signal
is received after the second signal is received. The value
may be in-between these, or a value may be used that
is obtained by dividing those values by any number, for
example.
[0013] The value greater than or equal to the control
coefficient when the second signal is received and lower
than the control coefficient when the first signal is re-
ceived after the second signal is received may be calcu-
lated from the control coefficient when the second signal
is received. The value may be the same control coeffi-
cient as when the second signal is received.
[0014] The value may be a value that has increased
along the first slope from the control coefficient when the
second signal is received. If this is done, then there will
be a natural control coefficient curve.
[0015] The target value described above may be var-
iable. The target value is sometimes determined accord-
ing to vehicle speed, and in such a case if regenerative
braking force lowers the vehicle speed, then the value
itself will also lower, for example. The maximum value of
the control coefficient may also be variable with time.
[0016] Programs can be created for implementing
such processes as described above on a microproces-
sor, and the programs are stored on a computer readable
storage medium or storage device such as a floppy disk,
an optical disc such as a CD-ROM, a magneto-optical
disc, a semiconductor memory (ROM, for example), or
a hard-disk, for example. Half-processed data is tempo-
rarily stored in a storage device such as RAM (Random
Access Memory).
[0017] According to one aspect, proper regenerative
braking force is enabled according to the instructions
from the rider.
It is to be understood that both the foregoing general
description and the following detailed description are ex-
emplary and explanatory, and are intended to provide
further explanation of the invention as claimed.

BRIEF DESCRIPTION OF THE DRAWINGS

[0018]

FIG. 1 is an external appearance of a motor-assisted
bicycle.
FIG. 2 is a view for explaining brake sensors.
FIG. 3 is a function block diagram of a controller for
driving a motor.
FIGs. 4A to 4L are waveform diagrams for explaining
the basic operation of motor driving.
FIG. 5 is a function block diagram of a computation
part.
FIG. 6A is a view showing a time lapse of a control
coefficient.
FIG. 6B is a view showing another example of a time
lapse of the control coefficient.
FIG. 7A is a view showing the most efficient maxi-

mum power for the given speeds.
FIG. 7B is a view showing the relationship between
speed and regeneration target value.
FIG. 8 is a view showing one example of time lapse
of the control coefficient.
FIG. 9 is a view showing one example of time lapse
of the control coefficient.
FIG. 10 is a view showing a main process flow ac-
cording to Embodiment 1.
FIG. 11 is a view showing a process flow of a mode
setting process according to Embodiment 1.
FIG. 12 is a view showing a process flow of a mode
setting process according to Embodiment 1.
FIG. 13 is a view showing one example of a time
lapse of a control coefficient according to Embodi-
ment 2.
FIG. 14 is a view showing one example of a time
lapse of the control coefficient according to Embod-
iment 2.
FIG. 15 is a view showing a main process flow ac-
cording to Embodiment 2.
FIG. 16 is a view showing a process flow of a mode
setting process 2 according to Embodiment 2.
FIG. 17 is a view showing a process flow of a
reascension point setting process.
FIG. 18 is a view showing one example of a time
lapse of a control coefficient according to Embodi-
ment 3.
FIG. 19 is a view showing a process flow of a mode
setting process 3 according to Embodiment 3.
FIG. 20 is a function block diagram when using a
microprocessor.

DETAILED DESCRIPTION OF THE PREFERRED EM-
BODIMENTS

Embodiment 1

[0019] FIG. 1 is an external view of one example of a
motor-assisted bicycle, which is an electric power-assist-
ed vehicle, in the present embodiment. This motor-as-
sisted bicycle 1 is equipped with a motor driver device.
The motor driver device has a rechargeable battery 101,
a controller for driving a motor 102, a torque sensor 103,
brake sensors 104a and 104b, a motor 105, and an op-
eration panel 106.
[0020] The rechargeable battery 101 is a lithium ion
rechargeable battery with a maximum supply voltage (the
voltage when fully charged) of 24V, for example. How-
ever, other types of batteries, such as a lithium ion pol-
ymer rechargeable battery, a nickel-hydrogen storage
battery, or the like may also be used, for example.
[0021] The torque sensor 103 is provided on the wheel
installed on the crankshaft, and detects the pedal force
of the rider and outputs these detection results to the
controller for driving a motor 102.
[0022] As shown in FIG. 2, the brake sensor 104a is
in an ON state when a grip 91a and a brake lever 93a
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provided on the left end of a handle part 90 are gripped
to a certain degree, and then a signal indicating this ON
state is transmitted to the controller for driving a motor
102. A brake wire 92a is pulled to the degree to which
the grip 91a and the brake lever 93a are gripped, and
the rear wheel mechanically brakes, for example.
[0023] The brake sensor 104b is also configured to be
in an ON state when a grip 91b and a brake lever 93b
are gripped to a certain degree, and a signal indicating
this ON state is then transmitted to the controller for driv-
ing a motor 102. A brake wire 92b is pulled according to
the degree to which the grip 91b and brake lever 93b are
gripped, and the front wheel mechanically brakes, for ex-
ample.
[0024] More specifically, the brake sensors 104a and
104b are made of a magnet and a well-known reed
switch, for example. The magnet is attached to the brake
wires 92a and 92b connected to the brake levers 93a
and 93b, in a casing that affixes the brake levers 93a and
93b and through which the brake wires 92a and 92b pass.
The brake levers 93a and 93b turn the reed switch to an
ON state when gripped by hand. The reed switch is af-
fixed inside the casing. This reed switch signal is sent to
the controller for driving a motor 102. The configuration
of the brake sensors 104a and 104b is not limited to such
a method, and may be a method that optically detects
brake operation, a method that detects brake operation
using a mechanical switch, a method that detects brake
operation by changes in electrical resistance, or the like.
[0025] The motor 105 is a three-phase brushless DC
motor with a well-known configuration, for example, and
is installed on the front wheel of the motor-assisted bicy-
cle 1, for example. The motor 105 rotates the front wheel,
and a rotor is connected to the front wheel so that the
rotor rotates according to the rotation of the front wheel.
The motor 105 has a rotation sensor such as a Hall ele-
ment to output rotation information (in other words, the
Hall signal) of the rotor to the controller for driving a motor
102.
[0026] The operation panel 106 receives instruction in-
put about the use of assistance from the rider, and out-
puts this instruction input to the controller for driving a
motor 102, for example. The operation panel 106 re-
ceives configuration input of the assist ratio (also called
the desired assist ratio) from the rider, and outputs the
configuration input to the controller for driving a motor
102. There are also times when a signal indicating the
transmission gear ratio is outputted to the controller for
driving a motor 102 from the transmission or the like.
[0027] A configuration relating to such a controller for
driving a motor 102 of the motor-assisted bicycle 1 is
shown in FIG. 3. The controller for driving a motor 102
has a controller 1020 and a FET (Field Effect Transistor)
bridge 1030. The FET bridge 1030 contains: a high-side
FET (Suh) and a low-side FET (Sul) that perform U-phase
switching for the motor 105, a high-side FET (Svh) and a
low-side FET (Svl) that perform V-phase switching for the
motor 105, and a high-side FET (Swh) and a low-side

FET (Swl) that perform W-phase switching for the motor
105. This FET bridge 1030 forms part of a complementary
switching amp.
[0028] The controller 1020 has a computation part
1021, a temperature input part 1022, a current detection
part 1023, a vehicle-speed input part 1024, a variable
delay circuit 1025, a motor drive timing generator part
1026, a torque input part 1027, a brake input part 1028,
and an AD input part 1029.
[0029] The computation part 1021 uses input from the
operation panel 106 (ON/OFF and operation mode (such
as assist ratio) for example), input from the current de-
tection part 1023, input from the vehicle-speed input part
1024, input from the torque input part 1027, input from
the brake input part 1028, and input from the AD input
part 1029 to perform computations as described below,
and then outputs the result to the motor drive timing gen-
erator part 1026 and the variable delay circuit 1025. The
computation part 1021 has a memory 10211, and the
memory 10211 stores various data, half-processed data,
and the like for use in the computations. The computation
part 1021 may be realized by programs executed by a
processor, and in such a case the programs may be re-
corded in the memory 10211.
[0030] The current detection part 1023 uses a detect-
ing resistor 107 that detects current flowing to the FETs
on the FET bridge 1030, and digitizes the voltage value
according to the current, and outputs the value to the
computation part 1021. The vehicle-speed input part
1024 computes the current vehicle speed and rotation
cycle of the rear wheel using the Hall signal outputted by
the motor 105, and outputs the result to the computation
part 1021. The torque input part 1027 digitizes a signal
corresponding to the force from the torque sensor 103,
and outputs the result to the computation part 1021. The
brake input part 1028 outputs a signal to the computation
part 1021, according to a signal from the brake sensors
104a and 104b indicating: a no-brake state where no ON
signal has been received from either of the brake sensors
104a and 104b; a one-brake state where an ON signal
has been received from only one of either of the brake
sensors 104a and 104b; or a two-brake state where an
ON signal has been received from both of the brake sen-
sors 104a and 104b. The AD (Analog-Digital) input part
1029 digitizes the output voltage from the rechargeable
battery 101 and outputs the result to the computation part
1021. The memory 10211 may be provided separately
from the computation part 1021.
[0031] The computation part 1021 outputs a lead angle
value as a result of the computations to the variable delay
circuit 1025. The variable delay circuit 1025 adjusts the
phase of the Hall signal on the basis of the lead angle
value received from the computation part 1021, and out-
puts the result to the motor drive timing generator part
1026. As a result of the computations, the computation
part 1021 outputs a PWM (Pulse Width Modulation) code,
which corresponds to the duty ratio of the PWM, to the
motor drive timing generator part 1026, for example. The
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motor drive timing generator part 1026 generates and
outputs switching signals for every FET contained on the
FET bridge 1030 on the basis of the post-adjusted Hall
signal from the variable delay circuit 1025 and the PWM
code from the computation part 1021.
[0032] FIGs. 4A to 4L will be used to explain the basic
motor drive operation with the configuration shown in
FIG. 3. FIG. 4A indicates a U-phase Hall signal HU out-
putted by the motor 105, FIG. 4B indicates a V-phase
Hall signal HV outputted by the motor 105, and FIG. 4C
indicates a W-phase Hall signal HW outputted by the
motor 105. As such, the Hall signal indicates the rotation
phase of the motor. The rotation phase is not necessarily
obtained as a continuous value here, and may be set to
be obtained by other sensors or the like. As also de-
scribed below, in the present embodiment the Hall ele-
ment of the motor 105 is placed so the Hall signal, as
shown in FIG. 4, is outputted at a slightly advanced
phase, and is adjustable by the variable delay circuit
1025. Therefore, a post-adjusted U-phase Hall signal
HU_In as shown in FIG. 4D is outputted from the variable
delay circuit 1025 to the motor drive timing generator part
1026, a post-adjusted V-phase Hall signal HV_In as
shown in FIG. 4E is outputted from the variable delay
circuit 1025 to the motor drive timing generator part 1026,
and a post-adjusted W-phase hole signal HW_In as
shown in FIG. 4F is outputted from the variable delay
circuit 1025 to the motor drive timing generator part 1026.
[0033] One Hall signal cycle is divided into six phases
of 360 electrical degrees.
[0034] As shown in FIGs. 4G to 4I, counter-electromo-
tive force voltages occur such as a Motor_U counter-
electromotive force at the U-phase terminal, a Motor_V
counter-electromotive force at the V-phase terminal, and
a Motor_W counter-electromotive force at the W-phase
terminal. In order to drive the motor 105 with driving volt-
age that matches the phases of the motor counter-elec-
tromotive force voltages, a switching signal as shown in
FIGs. 4J to 4L is outputted to the gate of every FET on
the FET bridge 1030. U_HS in FIG. 4J represents the
gate signal for the U-phase high-side FET (Suh) and U_
LS represents the gate signal for the U-phase low-side
FET (Sul). PWM and /PWM represent the ON/OFF period
in a duty ratio according to the PWM code, which is the
computational result from the computation part 1021.
Since this is a complementary type, if PWM is ON then
/PWM is OFF, and if PWM is OFF then /PWM is ON. The
ON area of the low-side FET (Sul) is always ON. V_HS
in FIG. 4K represents a gate signal of the V-phase high-
side FET (Svh), and V_LS represents a gate signal of the
V-phase low-side FET (Svl). The meaning of the charac-
ters is the same as in FIG. 4J. W_HS in FIG. 4L repre-
sents a gate signal of the W-phase high-side FET (Swh),
and W_LS represents a gate signal of the W-phase low-
side FET (Swl). The meaning of the characters is the
same as in FIG. 4J.
[0035] As such, the U-phase FETs (Suh and Sul) per-
form PWM switching in phase 1 and 2, and the U-phase

low-side FET (Sul) turns ON in phase 4 and 5. The V-
phase FETs (Svh and Svl) perform PWM switching in
phase 3 and 4, and the V-phase low-side FET (Svl) turns
on in phase 6 and 1. The W-phase FETs (Swh and Swl)
perform PWM switching in phase 5 and 6, and the W-
phase low-side FET (Swl) turns ON in phase 2 and 3.
[0036] If such signals are outputted to suitably control
the duty ratio, then the motor 105 can be driven at the
desired torque.
[0037] Next, a function block diagram of the computa-
tion part 1021 is shown in FIG. 5. The computation part
1021 has a control coefficient computing part 1201, a
regeneration target computing part 1202, a multiplier
1203, and a PWM code generating part 1204. The mul-
tiplier 1203 and the PWM code generating part 1204 op-
erate as the PWM control part.
[0038] The control coefficient computing part 1201
computes the control coefficient, as described below, ac-
cording to the input from the brake input part 1028, and
outputs the result to the multiplier 1203. The regeneration
target computing part 1202 computes the regeneration
target value according to the vehicle speed and the like
from the vehicle-speed input part 1024, and outputs the
result to the multiplier 1203. The multiplier 1203 multiplies
the control coefficient and the regeneration target value
and outputs the result of the multiplying to the PWM code
generating part 1204. The PWM code generating part
1204 generates a PWM code corresponding to the PWM
duty ratio based on the output from the multiplier 1203,
the vehicle speed, and the like, and outputs the PWM
code to the motor drive timing generating part 1026.
[0039] In the present embodiment, the control coeffi-
cient computing part 1201 basically outputs control co-
efficients as shown in FIG. 6A. In FIG. 6A the Y-axis
represents the control coefficient and the X-axis repre-
sents time. If a signal indicating the two-brake state is
received at time 0 and the signal continues, then the con-
trol coefficient, as represented by the bold line, will rise
along slope β over time until it reaches the maximum
value of the control coefficient, for example. When the
maximum value of the control coefficient is reached, the
control coefficient is maintained at the maximum value
while the signal representing the two-brake state contin-
ues to be received. However, if a signal indicating the
one-brake state is received at time 0 and the signal con-
tinues, then the control coefficient, as represented by the
dotted line, will rise along slope α (β>α) over time until it
reaches the maximum value of the control coefficient.
[0040] As such, in the present embodiment, regener-
ative braking is not immediately performed with power
commensurate with the braking state, but rather the con-
trol coefficient is gradually increased, thereby avoiding
problems relating to ride quality such as shocks caused
by sudden and powerful regenerative braking, and the
like.
[0041] Sometimes, as shown in FIG. 6B, the control
coefficient is given a starting value, for example. This is
to ensure that the operator can recognize the regenera-
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tive start as the start of the regenerative operation, to a
certain degree. Therefore, this starting value is a set val-
ue regardless of whether there is a two-brake start or a
one-brake start.
[0042] In the present embodiment, the ultimate maxi-
mum values for the control coefficient of the two-brake
state and the one-brake state are the same, but the length
of time it takes for the regenerative braking to reach the
maximum is different due to a magnitude relationship be-
ing established for the slopes leading to the maximum
value. In other words, the control coefficient in the two-
brake state reaches the maximum value in a short
amount of time, so a state in which the regenerative brak-
ing is strong continues longer, and the regenerative brak-
ing itself becomes more powerful. There is also more
regenerative power. Meanwhile, it takes more time for
the control coefficient in the one-brake state to reach the
maximum value, and the regenerative braking also takes
time to become more powerful. As such, by differentiating
the magnitude of the regenerative braking according to
instructions from the rider, it is possible to implement a
braking that responds to the intentions of the rider.
[0043] In the present embodiment, the maximum value
of the control coefficient is assumed to be "1", but a nu-
merical value greater than "1" may be used as well. De-
pending on the circumstance, the maximum value of the
control coefficient may be variable with time.
[0044] The regeneration target computing part 1202
computes the regeneration target value according to ve-
hicle speed and the like. As shown in FIG. 7A, for each
vehicle speed, for example, there is a set power that the
motor generates power at where regeneration efficiency
is the greatest. As shown in FIG. 7B, it is preferable to
configure the regeneration target value according to the
vehicle speed so that the motor generates power where
regeneration efficiency is the greatest as such, for exam-
ple. In the present specification, the regeneration target
value is a parameter value for motor control when the
motor is in a regeneration state (in other words, a power
generation state), and this parameter value derives the
drive state of the motor, such as when the power gener-
ation (regeneration) efficiency of the motor reaches max-
imum (or reaches a desired generation efficiency). In this
regeneration state, the parameter for motor control used
in the computations of the PWM code generating part
1204 is configured, such as the power needed to control
the motor for such optimum generation efficiency; the
duty ratio; the torque generated by the motor; the electric
current amount flowing from the motor to the battery, and
the like. If the calculations are done in torque units, then
a relationship between the torque generated by the motor
and vehicle speed that results in the maximum regener-
ation efficiency (generation efficiency) is identified ahead
of time, and the regeneration target computing part 1202
computes the torque target value according to the current
vehicle speed, for example. If the vehicle speed decreas-
es due to braking, then the regeneration target value also
decreases.

[0045] The multiplier 1203 multiplies a control coeffi-
cient C outputted from the control coefficient computing
part 1201 with a regeneration target value V outputted
from the regeneration target computing part 1202, and
outputs C3V to the PWM code generating part 1204.
The PWM code generating part 1204 generates a PWM
code based on the duty ratio and according to the vehicle
speed and the like and C3V. If V is torque, for example,
then C3V will also be torque, so the torque is converted
into the PWM code by a conversion coefficient or the like,
for example, based on the torque C3V and the torque
according to the vehicle speed.
[0046] FIG. 6A shows an example of change in the
control coefficient for a very simple brake operation. Ac-
tual braking operations are more complex.
[0047] In the present embodiment, there are times
when the two-brake state is transitioned to from the one-
brake state, and then the one-brake state is transitioned
to again, and also times when the one-brake state is tran-
sitioned to from the two-brake state, for example.
[0048] If the former, there is a possibility of change in
the control coefficient occurring as shown in FIG. 8, for
example. In other words, in the one-brake state the con-
trol coefficient increases along slope α, and when the
two-brake state is transitioned to, the control coefficient
increases along slope β. However, if the rider returns to
the one-brake state before the maximum value is
reached, then in the present embodiment the control co-
efficient decreases along slope γ so as to return to
reascension point B3={the control coefficient C immedi-
ately before transitioning to the one-brake state + a con-
trol coefficient B2 immediately before transitioning to the
two-brake state}/2. When the control coefficient returns
to reascension point B3={C+B2}/2, the control coefficient
increases again along slope α. In the present embodi-
ment, mode Y is the two-brake state, mode X is the one-
brake state before transitioning to the two-brake state,
and mode Z is when the one-brake state has been tran-
sitioned to after having transitioned to the two-brake
state.
[0049] If the latter, there is a possibility of change in
the control coefficient occurring as shown in FIG. 9, for
example. In other words, in the two-brake state the con-
trol coefficient increases along slope β, and is maintained
at the maximum value after the control coefficient reach-
es the maximum value. Then, if the rider transitions to
the one-brake state, in the present embodiment the con-
trol coefficient decreases along slope γ so as to return to
reascension point B3={the control coefficient C (the cur-
rent control coefficient) immediately before transitioning
to the one-brake state + the control coefficient B2=0 im-
mediately before transitioning to the two-brake state}/2.
When the control coefficient returns to reascension point
B3={C+B2}/2, the control coefficient increases again
along slope α, and then reaches the maximum value. As
also described above, mode Y is the two-brake state,
and mode Z is when the one-brake state has been tran-
sitioned to after having transitioned to the two-brake
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state.
[0050] FIGs. 10 to 12 are used to explain the process-
ing content of the control coefficient computing part 1201
in order to compute such a control coefficient.
[0051] The drawings assume initial operation in the no-
brake state. The control coefficient computing part 1201
executes the mode setting process (FIG. 10: step S1).
The mode setting process is explained using FIGs. 11 to
12.
[0052] The control coefficient computing part 1201 de-
termines if the vehicle is currently in the one-brake state
(step S11). If not in the one-brake state, the control co-
efficient computing part 1201 moves to the processes in
FIG. 12 via a terminal A. The processes after the terminal
A relate to the processes in FIG. 11, so the processes
after the terminal A will be explained first.
[0053] When the process in FIG. 12 is moved to, the
control coefficient computing part 1201 determines
whether the vehicle is in the two-brake state (step S21).
If not in the two-brake state, then the vehicle is in the no-
brake state. Therefore, the control coefficient computing
part 1201 transitions to an initial mode that maintains the
current control coefficient C=0 (step S24).. Then, the con-
trol coefficient computing part 1201 returns to the proc-
esses in FIG. 10 via a terminal B, and further returns to
the calling source process.
[0054] However, if in the two-brake state, the control
coefficient computing part 1201 determines if the two-
brake state has been transitioned to from the one-brake
state (step S23). If the vehicle has not transitioned from
the one-brake state to the two-brake state, but rather has
transitioned from the no-brake state to the two-brake
state, then the control coefficient computing part 1201
sets a change point B2 to 0 (step S25), and step S29 of
the processes is moved to. Step S25 corresponds to the
left portion of FIG. 9, for example.
[0055] However, if the vehicle has transitioned from
the one-brake state to the two-brake state, then the con-
trol coefficient computing part 1201 sets the change point
B2 to the current control coefficient C (step S27). Step
S27 corresponds to the transition to mode Y in FIG. 8,
for example.
[0056] The control coefficient computing part 1201
transitions to mode Y, where the current control coeffi-
cient C is maintained at the maximum value after the
current control coefficient C is increased until reaching
the maximum value along slope β (step S29). Then, the
control coefficient computing part 1201 returns to the
processes in FIG. 10 via the terminal B, and further re-
turns to the calling source process. As such, when the
two-brake state is transitioned to, the control coefficient
is outputted in mode Y.
[0057] Returning to the description of the processes in
FIG. 11, if in the one-brake state, the control coefficient
computing part 1201 determines whether or not the one-
brake state has been transitioned to from the two-brake
state (step S13). If there has been no transition from the
two-brake state and the vehicle has been in the one-

brake state from the start, then the control coefficient
computing part 1201 transitions to mode X, where the
current control coefficient C is maintained at the maxi-
mum value after the current control coefficient C is in-
creased until reaching the maximum value along slope
α (<β) (step S19). Then, the calling source process is
returned to. As such, if the vehicle has been in the one-
brake state from the start, then the control coefficient will
be outputted in mode X.
[0058] However, if the one-brake state is returned to
from the two-brake state, then as shown in FIGs. 8 and
9, the control coefficient will be decreased.
[0059] Therefore, the control coefficient computing
part 1201 calculates the value of the reascension point
B3 by the reascension point B3=(the change point
B2+current control coefficient C)/2 (step S15). The con-
trol coefficient computing part 1201 then transitions to
mode Z, where the current control coefficient C is de-
creased along slope γ (negative value) and, after reach-
ing the reascension point B3, is increased along slope α
(step S17). By doing this, a change in the control coeffi-
cient is obtainable corresponding to the dotted line in the
latter half of FIGs. 8 and 9. The control coefficient in mode
Z does not increase above the maximum value.
[0060] Returning to the explanation of the processes
in FIG. 10, the control coefficient computing part 1201
modifies the current control coefficient C according to the
determined mode (step S3). In mode X, the control co-
efficient C increases by the coefficient value α, which
increases per unit of time. In mode Y, the control coeffi-
cient C increases by the coefficient value β, which in-
creases per unit of time. In mode Z, the control coefficient
C decreases by the coefficient value γ, which decreases
per unit of time, until reaching reascension point B3, or
the control coefficient C increases by the coefficient value
α, which increases per unit of time, after reaching
reascension point B3. However, the control coefficient C
does not increase above the maximum value. The control
coefficient C does not go below the minimum value (0,
for example).
[0061] The control coefficient computing part 1201 de-
termines if process termination has been indicated (step
S5). The process is terminated if there is a process ter-
mination event, such as the power supply being set to
OFF, or the like, for example. However, if there is no
process termination, then the control coefficient comput-
ing part 1201 determines whether a state transition in the
brake state has been detected (step S7). If there is no
state transition present then the process returns to step
S3. However, if there is a state transition present then
the process returns to step S1.
[0062] By executing processes such as those de-
scribed above, moment by moment computations are
done for suitable control coefficients.
[0063] If the regeneration target value is constant, for
example, then the curve shown in FIGs. 8 and 9 express-
es the time lapse in the output of the multiplier 1203 as
is. However, as described above, if the vehicle speed
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decreases, the regeneration target value will also de-
crease, so in general the curve will become lower than
the curve shown in FIGs. 8 and 9 over time.

Embodiment 2

[0064] In Embodiment 1, the average value of the cur-
rent control coefficient C at the time of transitioning from
the two-brake state to the one-brake state, and the
change point B2, is set to be the reascension point B3.
Depending on slope γ, there is a tendency for a relatively
large control coefficient to be set as the reascension point
B3. This means the slowdown of the vehicle is not less-
ened as much as the rider expects, despite only using
one brake.
[0065] For this reason, there are times when it is pref-
erable for a control coefficient to be changed as shown
in FIG. 13, for example. In the example in FIG. 13, in a
one-brake state a control coefficient increases along
slope α, and when a two-brake state is transitioned to,
the control coefficient increases along slope β. However,
if the one-brake state is returned to before reaching a
maximum value, then in the present embodiment the
reascension point B3 is set as the intersection of a half-
line that increases along slope α from a control coefficient
B2 immediately before a transition to the two-brake state,
and a half-line that decreases along slope γ from a control
coefficient C (=B1) immediately before a transition to the
one-brake state. In the present embodiment, mode Y is
the two-brake state, mode X is the one-brake state before
transitioning to the two-brake state, and mode Z is when
the one-brake state has been transitioned to after having
transitioned to the two-brake state.
[0066] In the example in FIG. 14, the vehicle is in the
two-brake state from the start, so mode Y is started from.
Then the one-brake state is transitioned to, so mode Z
is used. After the reascension point B3, the line increases
along slope α, and the maximum value is maintained
after reaching the maximum value.
[0067] Next, FIGs. 15 to 17 will be used to explain the
processes of a control coefficient computing part 1201
for outputting such control coefficients.
[0068] The control coefficient computing part 1201 ex-
ecutes a mode setting process 2 (FIG. 15: step S31).
The mode setting process 2 has a part slightly different
from Embodiment 1. First, the mode setting process 2
will be explained using FIG. 16.
[0069] The control coefficient computing part 1201 de-
termines if the vehicle is currently in the one-brake state
(FIG. 16: step S41). If not in the one-brake state, the
control coefficient computing part 1201 moves to the
process in FIG. 12 via a terminal A. A process to set an
initial mode and mode Y is similar to Embodiment 1, and
thus a description thereof will be omitted.
[0070] However, if in the one-brake state, the control
coefficient computing part 1201 determines if the one-
brake state has been transitioned to from the two-brake
state (step S43). If in the one-brake state from the start,

the control coefficient computing part 1201 transitions to
mode X, where the current control coefficient C is main-
tained at the maximum value after the current control
coefficient C is increased until reaching the maximum
value along slope α (step S45). Then, the process returns
to the calling source process.
[0071] However, when transitioned from the two-brake
state to the one-brake state, the control coefficient com-
puting part 1201 transitions to mode Z, where the current
control coefficient C is decreased along slope γ (negative
value) and, after reaching the reascension point B3, is
increased along slope α until reaching the maximum val-
ue (step S47). The maximum value is also maintained in
mode Z when the maximum value is reached. Then, the
process returns to the calling source process. In the
present embodiment, the reascension point B3 is recal-
culated per every unit of time and so is separate from the
mode setting process 2.
[0072] Returning to the explanation of the processes
in FIG. 15, the control coefficient computing part 1201
executes a reascension point setting process (step S33).
This reascension point setting process is executed for
mode Z. The reascension point setting process is ex-
plained using FIG. 17.
[0073] The control coefficient computing part 1201 de-
termines if the current mode is mode Z (FIG. 17: step
S51). If the current mode is not mode Z, then the process
returns to the calling source process.
[0074] However, if the present mode is mode Z, then
the control coefficient computing part 1201 determines
if mode Z has just been transitioned to (step S53). In
other words, it is determined whether or not the mode
has changed from one unit of time ago. If mode Z has
just been transitioned to, then the control coefficient com-
puting part 1201 computes reascension point
B3=change point B2+α (step S55). Then, the process
returns to the calling source process.
[0075] However, if mode Z has not just been transi-
tioned to, but rather has been continuing for some time,
then the control coefficient computing part 1201 com-
putes reascension point B3=reascension point B3+α
(step S57). Then, the process returns to the calling
source process.
[0076] Returning to the explanation of the processes
in FIG. 15, the control coefficient computing part 1201
modifies the current control coefficient C in accordance
with the determined mode (step S35). In mode X, the
control coefficient C increases by the coefficient value α,
which increases per unit of time. In mode Y, the control
coefficient C increases by the coefficient value β, which
increases per unit of time. However, in mode Z, it is de-
termined whether the reascension point B3 has been
reached, and if the reascension point B3 has not been
reached, the control coefficient C decreases by the co-
efficient value γ, which decreases per unit of time. If the
reascension point B3 has been reached, then the control
coefficient C increases by the coefficient value α, which
increases per unit of time.
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[0077] The control coefficient computing part 1201 de-
termines if process termination has been indicated (step
S37). The process is terminated if there is a process ter-
mination event, such as the power supply being set to
OFF, or the like, for example. However, if there is no
process termination, then the control coefficient comput-
ing part 1201 determines whether a state transition in the
brake state has been detected (step S39). If there is no
state transition present then the process returns to step
S33. However, if there is a state transition present then
the process returns to step S31.
[0078] By executing processes such as those de-
scribed above, moment by moment computations are
done for suitable control coefficients.
[0079] If the regeneration target value is constant, then
the curve shown in FIGs. 13 and 14 expresses the time
lapse in the output of the multiplier 1203 as is, for exam-
ple. However, as described above, if the vehicle speed
decreases, the regeneration target value will also de-
crease, so in general the curve will become lower than
the curve shown in FIGs. 13 and 14 over time.

Embodiment 3

[0080] The reascension point B3 in both Embodiment
1 and Embodiment 2 must be found using calculation.
However, as shown in FIG. 18, the change point B2 may
be used as the reascension point B3. The rest is similar
to Embodiment 1.
[0081] Therefore, processes to be executed by a con-
trol coefficient computing part 1201 according to the
present embodiment are basically the same as Embod-
iment 1. However, a mode setting process 3 such as
shown in FIG. 19 is executed instead of that in FIG. 11.
[0082] The control coefficient computing part 1201 de-
termines if the vehicle is currently in a one-brake state
(step S61). If not in the one-brake state, the control co-
efficient computing part 1201 moves to the process in
FIG. 12 via a terminal A.
[0083] In the one-brake state, the control coefficient
computing part 1201 determines whether or not the one-
brake state has been transitioned to from a two-brake
state (step S63). If there has been no transition from the
two-brake state and the vehicle has been in the one-
brake state from the start, then the control coefficient
computing part 1201 transitions to mode X, where a cur-
rent control coefficient C is maintained at the maximum
value after the current control coefficient C is increased
until reaching the maximum value along slope α (<β)
(step S65). Then, the process returns to the calling
source process. As such, if the vehicle has been in the
one-brake state from the start, then the control coefficient
will be outputted in mode X.
[0084] However, if the one-brake state is returned to
from the two-brake state, then as shown in FIG. 18, the
control coefficient will be lowered.
[0085] Therefore, the control coefficient computing
part 1201 sets reascension point B3=change point B2

(step S67). The control coefficient computing part 1201
then transitions to mode Z, where the current control co-
efficient C is decreased along slope γ (negative value)
and, after reaching reascension point B3, is increased
along slope α (step S69). By doing this, a change in the
control coefficient is obtainable corresponding to the dot-
ted line in the latter half of FIG. 18.
[0086] As also described above, the other processes
are the same as in Embodiment 1.
[0087] The present invention is not limited to the em-
bodiments described above. Slopes α and β in mode X
and mode Y described above may be a combination of
two or more kinds of slopes, and not just one kind of
slope, for example. The control coefficient may initially
increase along a first slope, and then increase along a
second slope after a prescribed time, for example.
[0088] A specialized circuit may be used for a part of
the computation part 1021, or a microprocessor may ex-
ecute a program to realize functions such as those de-
scribed above.
[0089] A specialized circuit may be used for a part or
all of the controller for driving a motor 102, or a micro-
processor may execute a program to realize functions
such as those described above.
[0090] In this case, as shown in FIG. 20, the controller
for driving a motor 102 has a RAM (Random Access
Memory) 4501, a processor 4503, a ROM (Read Only
Memory) 4507, and a group of sensors 4515, connected
by a bus 4519. The program, and if present, an operating
system (OS), for running the processes in the present
embodiment are stored in the ROM 4507, and read out
from the ROM 4507 by the RAM 4501 when executed
by the processor 4503. The ROM 4507 also records
threshold value and other parameters, and such param-
eters are also read out. The processor 4503 controls the
group of sensors 4515 described above to obtain a meas-
urement. Half-processed data is stored in the RAM 4501.
The processor 4503 sometimes contains the ROM 4507,
and sometimes contains the RAM 4501. In the embodi-
ment of the present technology, a control program used
to run the processes described above may be stored and
distributed on a computer-readable removable disk, and
written to the ROM 4507 using a ROM writer. Such a
computer device realizes each type of function described
above by the programs (and sometimes, OS) and hard-
ware mentioned above such as the processor 4503, RAM
4501, ROM 4507 cooperating together organically.
It will be apparent to those skilled in the art that various
modification and variations can be made in the present
invention without departing from the spirit or scope of the
invention. Thus, it is intended that the present invention
cover modifications and variations that come within the
scope of the appended claims and their equivalents. In
particular, it is explicitly contemplated that any part or
whole of any two or more of the embodiments and their
modifications described above can be combined and re-
garded within the scope of the present invention.
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Claims

1. A controller for driving a motor, comprising:

an input part that receives, from each of two
brake sensors, a signal indicating that a corre-
sponding brake is in an ON state or a signal in-
dicating that the brake is in an OFF state;
a control coefficient computing part computing
a control coefficient that determines a value of
a control parameter that controls the motor rel-
ative to a target value of the control parameter,
the target value being a value of the control pa-
rameter at which the motor achieves a desired
power generation efficiency, the control coeffi-
cient computing part increasing the control co-
efficient along a first slope when a first signal
indicating that only one of the brakes is in the
ON state is received from the input part, the con-
trol coefficient computing part increasing the
control coefficient along a second slope when a
second signal indicating that both of the brakes
are in the ON state is received from the input
part, the second slope rising faster than the first
slope; and
a control part that derives a value of the control
parameter in accordance with the target value
of the control parameter and the control coeffi-
cient computed by the control coefficient com-
puting part, the control part forwarding the de-
rived value of the control parameter to the motor
to control driving of the motor.

2. The controller for driving a motor according to claim
1, wherein when the first signal is received after the
second signal is received, the control coefficient
computing part lowers the control coefficient to a val-
ue greater than or equal to the control coefficient
when the second signal is received and lower than
the control coefficient when the first signal is received
after the second signal is received.

3. The controller for driving a motor according to claim
2, wherein the value greater than or equal to the con-
trol coefficient when the second signal is received
and lower than the control coefficient when the first
signal is received after the second signal is received
is computed from the control coefficient when the
second signal is received and the control coefficient
when the first signal is received after the second sig-
nal is received.

4. The controller for driving a motor according to claim
2, wherein the value greater than or equal to the con-
trol coefficient when the second signal is received
and lower than the control coefficient when the first
signal is received after the second signal is received
is calculated from the control coefficient when the

second signal is received.

5. The controller for driving a motor according to claim
2, wherein the value greater than or equal to the con-
trol coefficient when the second signal is received
and lower than the control coefficient when the first
signal is received after the second signal is received
is a value that has been increased along the first
slope from the control coefficient when the second
signal is received.

6. The controller for driving a motor according to any
one of claims 1 to 5, wherein the target value is var-
iable.

7. An electric power-assisted vehicle having the con-
troller for driving a motor according to any one of
claims 1 to 6.

8. A control method of driving a motor, comprising the
steps of:

receiving from each of two brake sensors, a sig-
nal indicating that a corresponding brake is in
an ON state or a signal indicating that the brake
is in an OFF state;
computing a control coefficient that determines
a value of a control parameter that controls the
motor relative to a target value of the control
parameter, the target value being a value of the
control parameter at which the motor achieves
a desired power generation efficiency increas-
ing the control coefficient along a first slope
when a first signal indicating that only one of the
brakes is in the ON state is received, increasing
the control coefficient along a second slope
when a second signal indicating that both of the
brakes are in the ON state is received from the
input part, the second slope rising faster than
the first slope;
deriving a value of the control parameter in ac-
cordance with the target value of the control pa-
rameter and the control coefficient computed by
the computing step; and
forwarding the derived value of the control pa-
rameter to the motor to control driving of the mo-
tor.
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