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Description

1. Field

[0001] The invention relates to a vehicle brake control
system, and is applicable for executing that executes an
automatic vehicle hold (AVH) control in a vehicle
equipped with a manual transmission.

2. Related Art

[0002] The AVH control in a motor vehicle is designed
to hold a braking force so as to prevent movement of the
vehicle even if a driver removes his/her foot from a brake
pedal while the vehicle is at a halt. Then, the braking
force so held is released when the driver attempts to start
the vehicle.
[0003] In a motor vehicle equipped with a manual
transmission, the holding of the braking force is released
in response to an operation of a clutch triggered by de-
pression of a clutch pedal by the driver. Japanese Patent
No. 3081757 describes detecting a depression amount
(a stroke) of a clutch pedal by a sensor and releasing
holding of a braking force when the stroke detected by
the sensor becomes equal to or smaller than a predeter-
mined stroke.
[0004] However, a clutch engaging position differs de-
pending upon whether the clutch is new or wears down.
Therefore, in a case where the holding of a braking force
is released when a stroke sensed by a stroke sensor
becomes equal to or smaller than a predetermined
stroke, the predetermined stroke which constitutes a
threshold value needs to vary in accordance with a wear
condition of the clutch.
[0005] United States patent application publication no.
US 2006/0106520 A1 describes a device for uphill start-
up assistance for a motor vehicle, including a control for
controlling release of the vehicle mechanical brakes that
act on the vehicle wheels. However, this publication does
not disclose a returned amount calculator, arranged to
calculate a returned amount by which a clutch is returned
from a peak value of a clutch stroke.
[0006] The invention provides a vehicle brake control
system, comprising: a stroke acquiring section arranged
to acquire a clutch stroke of a vehicle; a braking force
holding section arranged to hold a braking force imparted
to a wheel brake of the vehicle which is at a halt; a first
release determination section that includes a peak value
holding part arranged to hold a peak value of the clutch
stroke acquired by the stroke acquiring section, charac-
terized by a returned amount calculator arranged to cal-
culate a returned amount by which a clutch is returned
from the peak value of the clutch stroke by calculating a
difference between the held peak value and a current
value of the clutch stroke, the first release determination
section being arranged to determine whether or not the
braking force held by the braking force holding section
should be released, when the returned amount exceeds

a first threshold value; and a release execution section
arranged to release the braking force held by the braking
force holding section on condition that the first release
determination section determines that the holding of the
braking force should be released.
[0007] In order that the invention will be more readily
understood, embodiments thereof will now be described,
with reference to the drawings, and in which:-

Fig. 1 is a block diagram of a vehicle that is equipped
with a vehicle brake control system according to an
embodiment of the invention;
Fig. 2 is a block diagram of a hydraulic pressure unit
of the vehicle brake control system;
Fig. 3 is a block diagram showing the configuration
of a controller;
Fig. 4A is a block diagram of a first release determi-
nation section;
Fig. 4B is a block diagram of a second release de-
termination section;
Fig. 5 is a diagram showing a relationship between
a peak value of a clutch stroke and a release deter-
mination threshold value;
Fig. 6 is a graph showing a relationship between a
throttle position and an engine revolution speed in a
non-load state;
Fig. 7A is a diagram illustrating as to how to switch
between release determination methods when the
vehicle is traveling forward;
Fig. 7B is a diagram illustrating as to how to switch
between the release determination methods when
the vehicle is traveling rearward;
Fig. 8 is a flowchart illustrating an overall process of
an AVH control;
Fig. 9 is a flowchart illustrating a process of a first
release determination;
Fig. 10 is a flowchart illustrating a process of a sec-
ond release determination;
Figs. 11A to 11G are time charts illustrating releasing
holding of a braking force by using the first release
determination section; and
Figs. 12A to 12G are time charts illustrating releasing
the holding of the braking force by using the second
release determination section.

[0008] One embodiment of the invention provides a
vehicle brake control system that can release holding of
a braking force in an AVH control without changing a
setting in accordance with a wear condition of a clutch.

(1) According to one embodiment of the invention, a
vehicle brake control system includes a stroke ac-
quiring section, a braking force holding section, a
first release determination section, and a release ex-
ecution section. The stroke acquiring section ac-
quires a clutch stroke of a vehicle. The braking force
holding section holds a braking force imparted to a
wheel brake of the vehicle which is at a halt. The first
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release determination section includes a peak value
holding part and a returned amount calculator. The
peak value holding part holds a peak value of the
clutch stroke acquired by the stroke acquiring sec-
tion. The returned amount calculator calculates a re-
turned amount by which a clutch is returned from the
peak value of the clutch stroke. The first release de-
termination section determines as to whether or not
the braking force held by the braking force holding
section should be released, based on the returned
amount. The release execution section releases the
braking force held by the braking force holding sec-
tion on condition that the first release determination
section determines that the holding of the braking
force should be released.
With the configuration of (1), the first release deter-
mination section determines as to whether or not the
held braking force should be released, based on the
returned amount by which the clutch is returned from
the peak value. Therefore, it is possible to release
the braking force held during the AVH control without
changing a setting in accordance with the wear con-
dition of the clutch.
(2) In the vehicle brake control system of (1), if a time
during which the returned amount exceeds a first
threshold value exceeds a second threshold value,
the first release determination section may deter-
mine the held braking force should be released.
With the configuration of (2), if the clutch pedal is
returned by a returned amount exceeding the first
threshold value and if a time during which the clutch
pedal is returned in that way exceeds the second
threshold value, it is possible to determine in an al-
most ensured fashion that the driver performs an op-
eration to engage the clutch.
(3) In the vehicle brake control system of (2), if the
peak value of the clutch pedal is larger than a pre-
determined value, the first threshold value may be
set to be larger than that for a case where the peak
value of the clutch stroke is equal to or smaller than
the predetermined value.
There is a tendency that if the driver depresses the
clutch pedal substantially fully, then, the driver can-
not hold the clutch pedal in such a substantially fully
depressed state and returns the clutch pedal some-
what even if the driver has no intention to engage
the clutch. If the peak value of the clutch stroke is
larger than the predetermined value, the first thresh-
old value setting is set to be larger than that for the
case where the peak value of the clutch stroke is
equal to or smaller than the predetermined value.
Thereby, it is possible to reduce a possibility that the
held braking force is erroneously released if the
clutch pedal is slightly returned after the clutch pedal
has been depressed substantially fully.
(4) The vehicle brake control system of any one of
(1) to (3) may further include a second release de-
termination section and an inclination angle acquir-

ing section. The second release determination sec-
tion determines as to whether or not the braking force
held by the braking force holding section based on
a difference between an actual engine revolution
speed and an engine revolution speed in a non-load
state which is estimated in accordance with a throttle
position. If the difference exceeds a predetermined
release reference value, the second release deter-
mination section determines that the held braking
force should be released. The inclination angle ac-
quiring section acquires an inclination angle of a road
surface. If the release execution section determines
based on the inclination angle acquired by the incli-
nation angle acquiring section that the vehicle is
about to start on an uphill road and if both of the first
release determination section and the second re-
lease determination section determine that the held
braking force should be released, the release exe-
cution section releases the held braking force. If the
release execution section determines based on the
acquired inclination angle that the vehicle is about
to start on a flat road or a downhill road and if the
first release determination section determines that
the held braking force should be released, the re-
lease execution section releases the held braking
force.
When starting the vehicle on the uphill road, it is gen-
eral practice that the driver engages the clutch while
depressing the accelerator. However, when starting
the vehicle on the flat road or the downhill, some of
the drivers engage the clutch without depressing the
accelerator. Then, in the case of the uphill road, it is
possible to release the held braking force at a more
appropriate timing by releasing the held braking
force if the first release determination section deter-
mines based on the operation of the clutch pedal that
the held braking force should be released and if the
second release determination section determines
based on the throttle position that the held braking
force should be released. On the other hand, in the
case of the flat road or the downhill, the held braking
force is released when the first release determination
determines that the held braking force should be re-
leased irrespective of the determination result made
by the second release determination section. There-
fore, it is possible to release the held braking force
at an appropriate timing even on the flat road or the
downhill where some drivers tend to engage the
clutch without depressing the accelerator.
(5) The vehicle brake control system of (4) may fur-
ther include a shift position acquiring section. The
shift position acquiring section acquires information
as to whether a gear shift is in any of forward gear
positions or a reverse gear position. If the information
acquired by the shift position acquiring section indi-
cates that the gear shift is in any of the forward gear
positions, (i) the release execution section sets a
third threshold value to one inclination angle which
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deviates towards a rearward tilting side from a hor-
izontal position and (ii) if the inclination angle ac-
quired by the inclination angle acquiring section is
on a forward tilting side with respect to the third
threshold value, the release execution section de-
termines that the vehicle is about to start on the flat
road or the downhill road. If the acquired information
indicates that the gear shift is in the reverse gear
position, (i) the release execution section sets the
third threshold value to another inclination angle
which deviates toward a forward tilting side with re-
spect to the horizontal position and (ii) if the acquired
inclination angle is on a rearward tilting side with re-
spect to the third threshold value, the release exe-
cution section determines that the vehicle is about
to start on the flat road or the downhill road.

[0009] With the configuration of (5), if it is determined
that the gear shift is in any of the forward gears, (i) the
release execution section sets the third threshold value
to the one inclination angle which deviates towards the
rear inclination side from the horizontal position and (ii)
if the inclination angle acquired by the inclination acquir-
ing section is on the forward tilting side with respect to
the third threshold value, the release execution section
determines that the vehicle is about to start on the flat
road or the downhill road. Therefore, even if there is an
error in the inclination angle acquired by the inclination
angle acquiring section, it is possible to determine in an
ensured fashion that the vehicle is about to start on the
flat road when the vehicle is on the flat road in reality.
Also, if it is determined that the gear shift is in the reverse
gear, (i) the release execution section sets the third
threshold value to the other inclination angle which de-
viates towards the front inclination side from the horizon-
tal position and (ii) if the inclination angle acquired by the
inclination acquiring section is on the rearward tilting side
with respect to the third threshold value, the release ex-
ecution section determines that the vehicle is about to
start on the flat road or the downhill road. Therefore, even
if there is an error in the inclination angle acquired by the
inclination angle acquiring section, it is possible to deter-
mine in an ensured fashion that the vehicle is about to
start on the flat road when the vehicle is on the flat road
in reality.
[0010] According to embodiments of the invention, it
is determined as to whether or not the held braking force
should be released, based on the returned amount by
which the clutch is returned from the peak value. Thereby,
the held braking force can be released during the AVH
control without a setting being changed in accordance
with a wear condition of the clutch.
[0011] As shown in Fig. 1, a vehicle brake control sys-
tem A is designed to control braking forces (brake hy-
draulic pressures) which are imparted to wheels W of a
vehicle CR as required. The vehicle brake control system
A mainly includes a hydraulic pressure unit 10 and a con-
troller 100. In the hydraulic pressure unit 10, fluid lines

(hydraulic pressure lines) and various components are
provided. The controller 100 controls the various com-
ponents in the hydraulic pressure unit 10 as required.
[0012] The vehicle CR includes wheel speed sensors
91, a clutch stroke sensor 95, an accelerator sensor 96,
a shift position sensor 97, an acceleration sensor 98, and
an engine revolution speed sensor 99. The wheel speed
sensors 91 detect rotation speeds of the wheels W. The
clutch stroke sensor 95 detects a stroke of a clutch pedal
CP. The accelerator sensor 96 detects an operation
amount of an accelerator AP, that is, a throttle position.
The acceleration sensor 98 detects an acceleration in a
front-to-rear direction. Signals from the respective sen-
sors are output to the controller 100.
[0013] The controller 100 includes, for example, a
CPU, a RAM, a ROM and an input/output circuit and con-
trols the various components by executing arithmetic op-
erations based on inputs from the sensors and programs
and data that are stored in the ROM.
[0014] Wheel cylinders H are hydraulic pressure de-
vices that convert a brake hydraulic pressure which is
generated by a master cylinder MC and the vehicle brake
control system A into mechanical forces acting on wheel
brakes FR, FL, RR, RL that are provided in the respective
wheels W. The respective wheel cylinders H are con-
nected to the hydraulic pressure unit 10 of the vehicle
brake control system A via piping.
[0015] As shown in Fig. 2, the hydraulic pressure unit
10 is disposed between the master cylinder MC and the
wheel brakes FR, FL, RR, RL. The master cylinder MC
is a hydraulic pressure source that generates a brake
hydraulic pressure in accordance with an depression ef-
fort applied to the brake pedal BP. The hydraulic pressure
unit 10 includes a pump body 10a, a plurality of inlet
valves 1, a plurality of outlet valves 2, and the like. The
pump body 10a is a base body having fluid lines through
which a brake fluid flows. The inlet valves 1 and the outlet
valves 2 are disposed on the fluid lines.
[0016] Two output ports M1, M2 of the master cylinder
MC are connected to inlet ports 12A of the pump body
10a, respectively. Outlet ports 12B of the pump body 10a
are connected to the wheel brakes FL, RR, RL, FR, re-
spectively. Normally, fluid lines are established so as to
communicate from the inlet ports 12A to the outlet ports
12B in the pump body 10a. Thereby, a depression effort
applied to the brake pedal BP is transmitted to the wheel
brakes FL, RR, RL, FR.
[0017] A fluid line starting from the output port M1 com-
municates with the front left wheel brake FL and the rear
right wheel brake RR. Also, a fluid line starting from the
output port M2 communicates with the front right wheel
brake FR and the rear left wheel brake RL. It is noted
that in the following description, the fluid line starting from
the output port M1 is referred to as a "first system" and
the fluid line starting from the output port M2 is referred
to as a "second system."
[0018] In the first system of the hydraulic pressure unit
10, two control valve units V are provided for the wheel
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brakes FL, RR. Similarly, in the second system, two con-
trol valve units V are provided for the wheel brakes RL,
FR. Also, in the hydraulic pressure unit 10, a reservoir 3,
a pump 4, an orifice 5a, a pressure regulator (regulator)
R and a suction valve 7 are provided for each of the first
and second systems. Further, in the hydraulic pressure
unit 10, a common motor 9 is provided for driving the
pump 4 in the first system and the pump 4 in the second
system. This motor 9 is a motor whose revolution speed
is controllable. Also, in this embodiment, a pressure sen-
sor 8 that is an example of a master cylinder pressure
sensor is provided only in the second system.
[0019] It is noted that in the following description, fluid
lines which start from the output ports M1, M2 of the mas-
ter cylinder MC and reach the corresponding pressure
regulators R are referred to as "output hydraulic pressure
lines A1." Fluid lines which start from the pressure reg-
ulator R and reach the wheel brakes FL, RR in the first
system and fluid lines which start from the pressure reg-
ulator R and reach the wheel brakes RL, FR in the second
system are referred to as "wheel hydraulic pressure lines
B." Fluid lines which start from the output hydraulic pres-
sure lines A1 and reach the pumps 4 are referred to as
"suction hydraulic pressure lines C." Fluid lines which
start from the pumps 4 and reach the wheel hydraulic
pressure line B are referred to as "discharge hydraulic
pressure lines D." Further, fluid lines which originate from
the wheel hydraulic pressure lines B and reach the cor-
responding suction hydraulic pressure lines C are each
referred to as a release line E.
[0020] The control valve units V are valves that control
transmission of hydraulic pressure between the master
cylinder MC or the pumps 4 and the wheel brakes FL,
RR, RL, FR (specifically, the wheel cylinders H). The con-
trol valve units V can increase, hold, or reduce the pres-
sures of the corresponding wheel cylinders H. The control
valve units V each include an inlet valve 1, an outlet valve
2, and a check valve 1a.
[0021] The inlet valves 1 are normally open solenoid
valves that are provided between the wheel brakes FL,
RR, RL, FR and the master cylinder MC, that is, are pro-
vided on the wheel hydraulic pressure lines B. The inlet
valves 1 are normally open to thereby allow brake hy-
draulic pressures to be transmitted from the master cyl-
inder MC to the wheel brakes FL, FR, RL, RR. Also, when
the wheels W are about to be locked, the controller 100
closes the inlet valves 1, so that the inlet valves 1 cut off
the transmission of the brake hydraulic pressures from
the brake pedal BP to the wheel brakes FL, FR, RL, RR.
[0022] The outlet valves 2 are normally closed solenoid
valves that are interposed between the wheel brakes FL,
RR, RL, FR and the reservoirs 3, that is, are interposed
between the wheel hydraulic pressure lines B and the
release lines E. The outlet valves 2 are normally closed.
When the wheels W are about to be locked, the control
100 opens the outlet valves 2, so that the outlet valves
2 release brake hydraulic pressures applied to the wheel
brakes FL, FR, RL, RR to the corresponding reservoirs 3.

[0023] The check valves 1a are connected to the cor-
responding inlet valves 1 in parallel. These check valves
1a are each a one-way valve that allow only the flow of
the brake fluid from the wheel brakes FL, FR, RL, RR
towards the master cylinder MC. When the input from
the brake pedal BP is released, the check valves 1a allow
the flow of the brake fluid from the wheel brakes FL, FR,
RL, RR towards the master cylinder MC even if the inlet
valves 1 are closed.
[0024] The reservoirs 3 are provided in the release
lines E and each has a function to suction the brake fluid
pressure, which is released by opening the outlet valves
2. Also, check valves 3a are interposed between the res-
ervoirs 3 and the pumps 4. The check valves 3a each
allows only the flow of the brake fluid from the reservoir
3 towards the pump 4.
[0025] Each of the pumps 4 is interposed between the
suction hydraulic pressure line C, which communicates
with the output hydraulic pressure line A1, and the dis-
charge hydraulic pressure line D, which communicates
with the wheel hydraulic pressure line B. Each of the
pumps 4 has a function to suction the brake fluid reserved
in the reservoir 3 and discharge it into the discharge hy-
draulic pressure line D. Thereby, not only can the brake
fluid which is suctioned by the reservoir 3 be returned to
the master cylinder MC, but also a brake hydraulic pres-
sure can be generated so as to generate braking forces
acting on the wheel brakes FL, RR, RL, FR even if the
driver does not depress the brake pedal BP.
[0026] It is noted that a discharge amount of the brake
fluid from the pumps 4 depends on the revolution speed
of the motor 9. For example, the discharge amount of the
brake fluid from the motors 4 increases as the revolution
speed of the motor 9 increases.
[0027] The orifices 5a attenuate pulsation of pressures
of the brake fluid discharged from the pumps 4 and pul-
sation generated by operations of the pressure regulators
R, which will be described later.
[0028] The pressure regulators R are normally open
to thereby allow the brake fluid to flow from the output
hydraulic pressure lines A1 to the wheel hydraulic pres-
sure lines B. Also, when increasing the pressures at the
wheel cylinders H by means of the brake fluid pressures
generated by the pumps 4, the pressure regulators R
controls the pressures in the discharge hydraulic pres-
sure lines D, the wheel hydraulic pressure lines B, and
the wheel cylinders H so as to become equal to or smaller
than a predetermined value. Each of the pressure regu-
lators R includes a selector valve 6 and a check valve 6a.
[0029] The selector valves 6 are normally open linear
solenoid valves that are interposed between the output
hydraulic pressure lines A1, which communicate with the
master cylinder MC, and the wheel hydraulic pressure
lines B, which communicate with the corresponding
wheel brakes FL, FR, RL, RR. Although not shown in
detail, a valve body of the selector valve 6 is biased to-
ward the wheel hydraulic pressure lines B and the wheel
cylinders H by an electromagnetic force which corre-
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sponds to an electric current supplied thereto. If the pres-
sures in the wheel brake hydraulic lines B become higher
by a predetermined value (which depends on the sup-
plied electric current) or more than the pressure in the
output hydraulic pressure line A1, the pressures in the
wheel hydraulic pressure lines B are regulated to a pre-
determined pressure by releasing the brake fluid from
the wheel hydraulic pressure lines B to the output hy-
draulic pressure line A1 via the pressure regulator R.
[0030] The check valves 6a are connected to the cor-
responding selector valves 6 in parallel. Each of the
check valves 6a is a one-way valve which allows the
brake fluid to flow from the output hydraulic pressure line
A1 to the wheel hydraulic pressure lines B.
[0031] The suction valves 7 are normally closed sole-
noid valves and switch a state of the corresponding suc-
tion hydraulic pressure lines C between an open state
and a cut-off state. If the brake hydraulic pressure should
be applied to the wheel brakes FL, FR, RL, RR in such
a state where the selector valves 6 is closed, that is, the
driver does not depress the brake pedal BP, the suction
valves 7 are released (opened) by the controller 100.
[0032] The pressure sensor 8 detects a brake fluid
pressure in the output hydraulic pressure line A1 of the
second system, that is, detects a master cylinder pres-
sure. The detection by the pressure sensor 8 is input to
the controller 100.
[0033] Next, the controller 100 will be described in de-
tail. As shown in Fig. 3, the controller 100 controls open-
ing and closing of the control valve units V, the selector
valves 6 (the pressure regulators R), and the suction
valves 7 in the hydraulic pressure unit 10 and the oper-
ations of the control valve units V in the hydraulic pres-
sure unit 10 based on signals input from the pressure
sensor 8, the wheel speed sensors 91, the clutch stroke
sensor 95, the accelerator sensor 96, the shift position
sensor 97, the acceleration sensor 98, and the engine
revolution speed sensor 99, so as to control the opera-
tions of the wheel brakes FL, RR, RL, FR (executes the
AVH control). The controller 100 includes an AVH control
section 120, a valve driver 140, a motor driver 150, and
a storage 180. The storage 180 stores constants that are
set in advance, values detected by the respective sen-
sors, and values calculated by the respective sections
as required. Although not described in detail, the control-
ler 100 has an anti-locking braking control section that
executes an anti-locking braking control, a skid suppres-
sion control section that executes a skid suppression
control, and the like.
[0034] The AVH control section 120 has a clutch stroke
acquiring section 121, a throttle position acquiring section
122, a shift position acquiring section 123, an inclination
angle acquiring section 124, a braking force holding sec-
tion 125, an engine revolution speed acquiring section
126, a first release determination section 127, a second
release determination section 128, and a release execu-
tion section 129.
[0035] The clutch stroke acquiring section 121 ac-

quires a clutch stroke signal from the clutch stroke sensor
95.
[0036] The throttle position acquiring section 122 ac-
quires a throttle position from the accelerator sensor 96.
[0037] The shift position acquiring section 123 ac-
quires a position of the gear shift from the shift position
sensor 97. The shift position acquiring section 123 de-
termines, based on the acquired shift position signal, as
to whether the gear shift is in any of forward gear positions
or a reverse gear position.
[0038] The inclination angle acquiring section 124 cal-
culates an inclination angle of the road surface based on
a signal from the acceleration sensor 98 and signals from
the wheel speed sensors 91. Here, the inclination angle
is calculated in per cent as shown in Figs. 7A and 7B. It
is assumed that forward tilt of the vehicle CR corresponds
to positive inclination angles.
[0039] The engine revolution speed acquiring section
126 acquires an actual engine revolution speed from the
engine revolution speed sensor 99.
[0040] Respective parameters acquired by these ac-
quiring sections 121 to 126 are stored as required in the
storage 180.
[0041] The braking force holding section 125 holds
braking forces imparted to the wheel brakes FL, RR, RL,
FR of the vehicle CR which is at a halt. With regard to
conditions under which the braking force holding section
125 is enabled to start holding of braking forces, a known
configuration may be adopted, and the configuration in
this regard is not particularly limited.
[0042] The first release determination section 127 de-
termines as to whether or not the braking force held by
the braking force holding section 125 should be released,
based on the clutch stroke acquired by the clutch stroke
acquiring section 121. As shown in Fig. 4A, the first re-
lease determination section 127 has a peak value holding
part 127A and a returned amount calculator 127B.
[0043] The peak value holding part 127A holds a peak
value of the clutch stroke when the gear shift is in any of
the non-neutral gear positions during the AVH control.
The holding of the peak value is carried out by comparing
a peak value which was held in a previous holding proc-
ess with a clutch stroke detected in a current holding
process and replacing the previous peak value with the
current peak value if the clutch stroke detected in the
current holding process is larger than the previous peak
value. If the AVH control is terminated or if the gear shift
is in the neural positoin, the peak value is reset.
[0044] The returned amount calculator 127B calcu-
lates a returned amount by which the clutch pedal CP is
returned from a position where the peak value is taken.
[0045] If a time at which the returned amount calculat-
ed by the returned amount calculator 127B exceeds a
release determination threshold value RLth (which is an
example of a first threshold value) exceeds a timer
threshold value TMth (which is an example of a second
threshold value), the first release determination section
127 determines that the holding of the braking force
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should be released. If the first release determination sec-
tion 127 determines that the holding of the braking force
should be released, a first release determination flag FL1
is set to be on. If the first release determination section
127 does not determine that the holding of the braking
force should be released, the first release determination
flag FL1 is set to be off.
[0046] Here, as shown in Fig. 5, the release determi-
nation threshold value RLth for a case where the peak
value of the clutch stroke is larger than a predetermined
value P1 is larger than that for a case where the peak
value is equal to or smaller than the predetermined value
P1. This is because there is a tendency that if the driver
depresses the clutch pedal CP substantially fully, then,
the driver cannot hold the clutch pedal CP in the sub-
stantially fully depressed state but returns the clutch ped-
al CP somewhat even if the driver has no intention to
engage the clutch.
[0047] Also, the release determination threshold value
RLth is set to a small value with respect to the entire
clutch stroke. This is because in this embodiment, the
release determination threshold value RLth is a threshold
value based on which it is determined as to whether or
not the driver "starts to return" the clutch pedal CP.
[0048] The second release determination section 128
has, as shown in Fig. 4B, an engine revolution speed
estimator 128A and a difference calculator 128B.
[0049] The engine revolution speed estimator 128A
estimates an engine revolution speed (obtains an esti-
mated engine revolution speed) in a no-load state, based
on the throttle position acquired by the throttle position
acquiring section 122. The throttle position and the en-
gine revolution speed in the no-load state has a relation-
ship shown in Fig. 6. A table indicating this relationship
is stored in the storage 180 in advance.
[0050] The difference calculator 128B calculates a dif-
ference between the actual engine revolution speed ac-
quired by the engine revolution speed acquiring section
126 and the engine revolution speed in the no-load state
which is estimated by the engine revolution speed esti-
mator 128A. This difference means a magnitude of a load
applied to the engine. A larger difference means that the
clutch is more likely to be engaged. The calculated dif-
ference is stored in the storage 180 as required.
[0051] The second release determination section 128
determines based on the difference calculated by the dif-
ference calculator 128B as to whether or not the braking
force held by the braking force holding section 125 should
be released. If the calculated difference exceeds a pre-
determined release reference value ΔNth, the second
release determination section 128 determines that the
braking force held by the braking force holding section
125 should be released. If the second release determi-
nation section 128 determines that the holding of the
braking force should be released, a second release de-
termination flag FL2 is set to be on. If the second release
determination section 128 does not determine that the
holding of the braking force should be released, the sec-

ond release determination flag FL2 is set to be off.
[0052] The release execution section 129 executes the
release of the braking force held by the braking force
holding section 125 based on the determination result by
the first release determination section 127 or the both
determination results by the first release determination
section 127 and the second release determination sec-
tion 128. Specifically, as shown in Figs. 7A and 7B, if the
release execution section 129 determines based on the
inclination angle calculated by the inclination angle ac-
quiring sensor 124 that the vehicle CR is about to start
on an uphill road and if both the first release determination
section 127 and the second release determination sec-
tion 128 determine that the holding of the braking force
should be released, the release execution section 129
releases the holding of the braking force. If the release
execution section 129 determines based on the calculat-
ed inclination angle that the vehicle CR is about to start
on a flat road or a downhill road and if the first release
determination 127 determines that the holding of the
braking force should be released, the release execution
section 129 releases the holding of the braking force.
The reason for these operations is as follows. If the ve-
hicle CR starts on the uphill road, it is general practice
that the driver engages the clutch while depressing the
accelerator AP. Therefore, the holding of the braking
force can be released at a more appropriate timing by
taking the determination result by the second release de-
termination section 128 as well as the determination re-
sult of the first release determination section 127 into
consideration. On the other hand, if the vehicle CR starts
on the flat road or the downhill, some of drivers engage
the clutch without depressing the accelerator AP. There-
fore, it is possible to suppress cases where the holding
of the braking force is released at an erroneous timing
by releasing the holding of the braking force if the first
release determination section 127 determines that the
holding of the braking force should be released without
taking into consideration the determination which the
second release determination section 128 makes based
on the throttle position.
[0053] Here, a threshold value (inclination angle deter-
mination threshold value SLth) to discriminate the uphill
road from the flat road may be set to 0 percent in the
inclination angle. However, as shown in Figs. 7A and 7B,
it is preferable that the threshold value SLth be set to an
inclination angle corresponding to a position slightly be-
fore 0 % in the inclination angle in terms of the vehicle
traveling direction. Namely, it is preferable that if infor-
mation acquired by the shift position acquiring section
123 indicates that the gear shift is in any of the forward
gear positions, the release execution section 129 sets
the inclination angle determination threshold value SLth
to an inclination angle (one example of third threshold
value) which deviates towards a rearward tilting side from
a horizontal position and that if the inclination angle cal-
culated by the inclination angle acquiring section 124 is
on a forward tilting side with respect to this inclination
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angle determination threshold value SLth, the release
execution section 129 determines that the vehicle CR is
about to start on the flat road or the downhill road. It is
also preferable that if the acquired information indicates
that the gear shift is in the reverse gear position, the re-
lease execution section 129 sets the inclination angle
determination threshold value SLth to an inclination angle
(another example of third threshold value) which deviates
toward a forward tilting side with respect to the horizontal
position and that if the calculated inclination angle is on
a rearward tilting side with respect to this inclination angle
determination threshold value SLth, the release execu-
tion section 129 determines that the vehicle CR is about
to start on the uphill road.
[0054] With this configuration, even if there is an error
in the inclination angle calculated by the inclination ac-
quiring section 124, it is possible to determine in an en-
sured fashion that the vehicle is about to travel on the
flat road when the vehicle is on the flat road in reality.
[0055] The valve driver 140 actually drives the control
valve units V, the pressure regulators R, and the suction
valves 7 according to instructions from the AVH control
section 120 as well as the anti-locking braking control
section and the skid suppression control section which
are not shown.
[0056] The motor driver 150 has a function to drive the
motor 9 according to instructions from the AVH control
section 120 as well as the anti-locking braking control
section and the skid suppression control section which
are not shown.
[0057] The process of the AVH control executed by the
vehicle brake control system A which is configured as
has been described heretofore will be described.
[0058] A process shown in Fig. 8 is performed repeat-
edly. As shown in Fig. 8, if a predetermined AVH oper-
ating condition is not satisfied (S1, No), the AVH control
section 120 ends the process, whereas if the predeter-
mined AVH operating condition is satisfied (S1, Yes), the
AVH control section 120 holds a braking force (S2).
[0059] Then, after having held the braking force, the
AVH control section 120 makes a first release determi-
nation by the first release determination section 127
(S100). Although the first release determination will be
described in detail later, if the first release determination
section 127 determines that the holding of the braking
force should be released, the first release determination
flag FL1 is set to be on, whereas if the first release de-
termination section 127 does not determine that the hold-
ing of the braking force should be released, the flag FL1
is set to be off.
[0060] Next, the AVH control section 120 makes a sec-
ond release determination by the second release deter-
mination section 128 (S200). Although the second re-
lease determination will be described in detail later, if the
second release determination section 128 determines
that the holding of the braking force should be released,
the second release determination flag FL2 is set to be
on, whereas if the second release determination section

128 does not determine that the holding of the braking
force should be released, the flag FL2 is set to be off.
[0061] Next, the release execution section 129 deter-
mines as to where the gear shift is in. If the release ex-
ecution section 129 determines that the gear shift is in
the neutral position (S5, neutral), the process is ended
because there is no possibility that the vehicle CR starts.
On the other hand, if the release execution section 129
determines that the gear shift is in any of the forward gear
positoins (S5, forward gear), the release execution sec-
tion 129 sets the inclination angle determination thresh-
old value SLth to a negative value (S6). If the inclination
angle calculated by the inclination angle acquiring sec-
tion 124 is larger than the inclination angle determination
threshold value SLth (S7, Yes), the release execution
section 129 determines that the vehicle CR is about to
start on the flat road or the downhill road, and therefore,
the process proceeds to step S10. On the other hand, if
the calculated inclination angle is equal to or smaller than
the inclination angle determination threshold value SLth
(S7, No), the release execution section 129 determines
that the vehicle CR is about to start on the uphill road,
and therefore, the process proceeds to step S11. Also,
if the release execution section 129 determines that the
gear shift is in the reverse gear position (S5, reverse
gear), the release execution section 129 sets the incli-
nation angle determination threshold value SLth to a pos-
itive value (S8). If the calculated inclination angle is small-
er than the inclination angle determination threshold val-
ue SLth (S9, Yes), the release execution section 129
determines that the vehicle CR is about to start on the
flat road or the downhill road, and therefore, the process
proceeds to step S10. Also, if the calculated inclination
angle is equal to or larger than the inclination angle de-
termination threshold value SLth (S9, No), the release
execution section 129 determines that the vehicle CR is
about to start on the uphill road, and therefore, the proc-
ess proceeds to step S11.
[0062] In step S10, the release execution section 129
determines as to whether or not the first release deter-
mination flag FL1 is on. If the release execution section
129 determines that the flag FL1 is on (S10, Yes), the
release execution section 129 releases the holding of the
braking force (S12) and ends the process. On the other
hand, if the release execution section 129 determines
that the flag FL1 is off (S10, No), the release execution
section 129 ends the process without releasing the hold-
ing of the braking force.
[0063] Also, in step S11, the release execution section
129 determines as to whether or not the first release de-
termination flag FL1 is on and whether or not the second
release determination flag FL2 is on. If the release exe-
cution section 129 determines that both the flags FL1,
FL2 are on (S11, Yes), the release execution section 129
releases the holding of the braking force (S12) and ends
the process. On the other hand, if the release execution
section 129 determines that either or both of the first re-
lease determination flag FL1 and the second release de-

13 14 



EP 2 727 782 B1

9

5

10

15

20

25

30

35

40

45

50

55

termination flag FL2 is off (S11, No), the release execu-
tion section 129 ends the process without releasing the
holding of the braking force.
[0064] Next, a first release determination process will
be described.
[0065] As shown in Fig. 9, the first release determina-
tion section 127 determines as to whether or not the gear
shift is in any of the non-neutral gear positions (whether
or not the gear shift is in a gear position other than the
neutral position). If the first release determination section
127 determines that the gear shift is in the neutral position
(S101, No), there is no possibility that the vehicle starts.
Therefore, the first release determination section 127 re-
sets the timer TM (S109) and sets the first release de-
termination flag FL1 to be off (S120). On the other hand,
if the first release determination section 127 determines
that the gear shift is in any of the gear positions other
than the neutral position (S101, Yes), the peak value
holding part 127A holds the peak value of the clutch
stroke (S102).
[0066] Next, the returned amount calculator 127B cal-
culates a returned amount of the clutch by calculating a
difference between the held peak value and a current
value of the clutch stroke (S103). Then, the first release
determination section 127 determines the release deter-
mination threshold value RLth based on the peak value
(S104) and determines as to whether or not the returned
amount of the clutch is larger than the release determi-
nation threshold value RLth. If the returned amount of
the clutch is equal to or smaller than the release deter-
mination threshold value RLth (S105, No), the process
proceeding to step S109, and the first release determi-
nation section 127 resets the timer TM and sets the first
release determination flag FL1 to be off (S120).
[0067] On the other hand, if the returned amount of the
clutch is larger than the release determination threshold
value RLth (S105, Yes), the first release determination
section 127 causes the timer TM to count up (S106).
Then, the first release determination section 127 deter-
mines as to whether or not a value of the timer TM is
larger than the timer threshold value TMth. If the value
of the timer TM is equal to or smaller than the timer thresh-
old value TMth (S107, No), the first release determination
section 127 sets the first release determination flag FL1
to be off (S120). On the other hand, if the value of the
timer TM is larger than the timer threshold value TMth
(S107, Yes), the first release determination section 127
sets the first release determination flag FL1 to be on
(S110).
[0068] Next, a second release determination process
will be described.
[0069] As shown in Fig. 10, the second release deter-
mination section 128 determines as to whether or not the
gear shift is in any of the non-neutral gear positions. If
the second release determination section 128 deter-
mines that the gear shift is in the neutral position (S201,
No), there is no possibility that the vehicle CR starts.
Therefore, the second release determination section 128

sets the second release determination flag FL2 to be off
(S220).
[0070] If the second release determination section 128
determines that the gear shift is in any of the non-neutral
gear positions (S201, Yes), the engine revolution speed
estimator 128A estimates an estimated engine revolution
speed in the no-load state based on the throttle position
(S202). Then, the difference calculator 128B calculates
a difference between the actual engine revolution speed
and the estimated engine revolution speed (S203).
[0071] Next, the second release determination section
128 determines as to whether or not the calculated dif-
ference is larger than the release reference value ΔNth.
If the second release detection section 128 determines
that the difference is equal to or smaller than the release
reference value ΔNth (S204, No), the second release de-
termination section 128 sets the second release deter-
mination flag FL2 to be off (S220). On the other hand, if
the second release determination section 128 deter-
mines that the difference is larger than the release ref-
erence value ΔNth, the second release determination
section 128 sets the second release determination flag
FL2 to be on (S210).
[0072] Changes in parameters when the AVH control
is executed in the vehicle CR through the processes de-
scribed above will be described. It is noted that in the
following description, the first release determination
process and the second release determination process
will be described separately for the sake of simple de-
scription.
[0073] Firstly, referring to Figs. 11A to 11G, a case will
be described where it is determined in the first release
determination process that the AVH control should be
released (for example, in the case of the downhill road).
In an example shown in Figs. 11A to 11G, after the AVH
operation mode is on due to the AVH operating condition
being satisfied, the driver depresses the clutch pedal CP
(from time t11 to time t12) and shifts a shift lever from
the neutral position to a non-neutral gear position (for
example, a low gear position) (at time t13).
[0074] Here, since the gear shift is in the non-neutral
gear position, it is started to hold the peak value of the
clutch stroke (from time t13). Then, when the driver grad-
ually returns the clutch pedal CP on and after time t14,
the returned amount of the clutch increases gradually
(from time t14 to time t15), and the timer TM starts count-
ing from a point in time when the returned amount of the
clutch exceeds the RLth (from time t15 to time t16). Then,
the first release determination flag FL1 is set to be on at
a point in time when the value of the timer TM exceeds
the timer threshold value TMth (time t16).
[0075] In this way, in the first release determination, it
is possible to estimate that the vehicle CR starts based
on the fact that a predetermined period of time has
elapsed since the clutch pedal CP is started to be re-
turned and to determine that the holding of the braking
force should be released.
[0076] Next, referring to Figs. 12A to 12G, a case will
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be described where it is determined in the second release
determination process that the AVH control should be
released (for example, in the case of the uphill road).
Although nothing regarding the first release determina-
tion is shown in Figs. 12A to 12G, it is assumed that the
first release determination flag FL1 is set to be on earlier
than time t23.
[0077] In an example shown in Figs. 12A to 12G, after
the AVH operation mode is on due to the AVH operating
condition being satisfied, the driver depresses the clutch
pedal CP (at time t21) and shifts the shift lever from the
neutral position to a non-neutral gear position (for exam-
ple, a low gear position) (at time t22). Thereafter, the
driver gradually depresses the accelerator AP (on and
after time t23) and returns the clutch pedal CP (from time
t24 to time t26).
[0078] When the clutch starts to be engaged at time
t25, the actual engine revolution speed indicated by a
broken line in Fig. 12E lowers with respect to the esti-
mated engine revolution speed indicated by a solid line
in Fig. 12E, and the difference therebetween increases
gradually. Then, when the difference becomes larger
than ΔNth (at time t26), the second release determination
flag FL2 is set to be on.
[0079] In this way, in the second release determination,
it is possible to estimate that the vehicle CR starts based
on the change in engine revolution speed after the ac-
celerator AP has been depressed and to determine that
the holding of the braking force should be released.
[0080] According to the vehicle brake control system
A of this embodiment, the determination made by the first
release determination section 127 as to whether or not
the holding of the braking force should be released makes
it possible to estimate the engagement of the clutch with-
out changing the set threshold value and to properly re-
lease the braking force during the AVH control. Also, on
the uphill road, the holding of the braking force is released
if it is determined that the holding of the braking force
should be released not only in the first release determi-
nation which is made based on the depression of the
clutch pedal CP but also in the second release determi-
nation which is made based on the depression of the
accelerator AP, and therefore. Therefore, the holding of
the braking force can be released at a more appropriate
timing. On the other hand, on the flat road or the downhill
road, the holding of the braking force is released based
only on the first release determination without the second
release determination being taken into consideration.
Therefore, the holding of the braking force can be re-
leased at an appropriate timing without being affected by
different ways of driver’s operation of the vehicle in one
of which the driver engages the clutch without depressing
the accelerator AP.
[0081] Also, in the vehicle brake control system A of
the embodiment, the inclination angle determination
threshold value SLth is set to the different values for the
case where the vehicle travels forward and the case
where the vehicle travels reversely. Thereby, it can be

determined in an ensured fashion that the vehicle is about
to start on the flat road when the vehicle is on the flat
road in reality. Therefore, even if there is an error in the
inclination angle calculated by the inclination angle ac-
quiring section 124, the second release determination
less affect the determination on the flat road.
[0082] Further, in the vehicle brake control system A,
if the peak value of the clutch stroke is larger than the
predetermined value P1, the first threshold value is set
to be larger than that for the case where the peak value
of the clutch stroke is equal to or smaller than the prede-
termined value P1. Therefore, it is possible to reduce the
possibility that the holding of the braking force is errone-
ously released when the driver slightly returns the clutch
pedal CP after the driver has substantially fully depressed
it.
[0083] The embodiments of the invention have been
described heretofore. However, it should be noted that
the claimed invention is not limited thereto. The specific
configurations may be modified as required so long as
the modifications do not depart from the scope of the
invention as defined by the claims.
[0084] In the embodiment, not only the first release de-
termination section 127 but also the second release de-
termination section 128 is provided. However, it may de-
termined only by the first release determination section
127 as to whether or not the holding of the braking force
should be released and then, the holding of the braking
force may be released.
[0085] In the embodiment, if the time (the timer TM)
during which the returned amount exceeds the release
determination threshold value RLth exceeds the timer
threshold value TMth, the first release determination sec-
tion 127 determines that the holding of the braking force
should be released. However, it may be determined that
the holding of the braking force should be released if the
returned amount exceeds the release determination
threshold value RLth. In this case, the release determi-
nation threshold value RLth may be set to a value close
to an extra depression amount by which the clutch pedal
CP is depressed additionally from the clutch engagement
position.
[0086] In the embodiment, it is described that the brake
hydraulic pressure provides the braking force. However,
the motor may directly and mechanically drive the braking
force without using the hydraulic pressure.

Claims

1. A vehicle brake control system, comprising:

a stroke acquiring section (121) arranged to ac-
quire a clutch stroke of a vehicle (CR);
a braking force holding section (125) arranged
to hold a braking force imparted to a wheel brake
(FL, FR, RL, RR) of the vehicle which is at a halt;
a first release determination section (127) that
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includes a peak value holding part (127A) ar-
ranged to hold a peak value of the clutch stroke
acquired by the stroke acquiring section, char-
acterized by a returned amount calculator
(127B) arranged to calculate a returned amount
by which a clutch is returned from the peak value
of the clutch stroke by calculating a difference
between the held peak value and a current value
of the clutch stroke, the first release determina-
tion section being arranged to determine wheth-
er or not the braking force held by the braking
force holding section should be released, when
the returned amount exceeds a first threshold
value; and
a release execution section (129) arranged to
release the braking force held by the braking
force holding section on condition that the first
release determination section determines that
the holding of the braking force should be re-
leased.

2. The vehicle brake control system according to claim
1, wherein, if a period of time during which the re-
turned amount exceeds the first threshold value of
angular displacement (RLth) exceeds a second
threshold value of time (TMth), the first release de-
termination section is arranged to determine the held
braking force should be released.

3. The vehicle brake control system according to claim
2, wherein, if the peak value of the clutch pedal is
larger than a predetermined value (P1), the first
threshold value is arranged to be set to be larger
than that for a case where the peak value of the clutch
stroke is equal to or smaller than the predetermined
value.

4. The vehicle brake control system according to any
one of claims 1 to 3, further comprising:

a second release determination section (128)
arranged to determine whether or not the brak-
ing force held by the braking force holding sec-
tion should be released, based on a difference
between an actual engine revolution speed and
an engine revolution speed in a non-load state
which is estimated in accordance with a throttle
position, wherein, if the difference exceeds a
predetermined release reference value (ΔNth),
the second release determination section is ar-
ranged to determine that the held braking force
should be released; and
an inclination angle acquiring section (124) ar-
ranged to acquire an inclination angle of a road
surface, wherein
if the release execution section determines,
based on the inclination angle acquired by the
inclination angle acquiring section, that the ve-

hicle is about to start on an uphill road and if
both of the first release determination section
and the second release determination section
determine that the held braking force should be
released, the release execution section is ar-
ranged to release the held braking force, and
if the release execution section determines,
based on the acquired inclination angle, that the
vehicle is about to start on a flat road or a down-
hill road and if the first release determination
section determines that the held braking force
should be released, the release execution sec-
tion is arranged to release the held braking force.

5. The vehicle brake control system according to claim
4, further comprising a shift position acquiring sec-
tion (123) arranged to acquire information as to
whether a gear shift is in any of forward gear posi-
tions or a reverse gear position, wherein:

if the information acquired by the shift position
acquiring section indicates that the gear shift is
in any of the forward gear positions, the release
execution section is arranged to set a third
threshold value (SLth) to one inclination angle
which deviates towards a rearward tilting side
from a horizontal position; if the inclination angle
acquired by the inclination angle acquiring sec-
tion is on a forward tilting side with respect to
the third threshold value, the release execution
section is arranged to determine that the vehicle
is about to start on the flat road or the downhill
road;
if the acquired information indicates that the gear
shift is in the reverse gear position, the release
execution section is arranged to set the third
threshold value to another inclination angle
which deviates toward a forward tilting side with
respect to the horizontal position; and
if the acquired inclination angle is on a rearward
tilting side with respect to the third threshold val-
ue, the release execution section is arranged to
determine that the vehicle is about to start on
the flat road or the downhill road.

Patentansprüche

1. Fahrzeugbremssteuersystem umfassend:

einen Hub-Erfassungsabschnitt (121), der dazu
eingerichtet ist, einen Kupplungshub eines
Fahrzeugs (CR) zu erfassen;
einen Bremskraft-Halteabschnitt (125), der da-
zu eingerichtet ist, eine Bremskraft, die an eine
Radbremse (FL, FR, RL, RR) des Fahrzeugs,
das sich beim Anhalten befindet, angelegt wird;
einen ersten Freigabebestimmungsabschnitt
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(127), der ein Höchstwert-Festhalteteil (127A)
aufweist, das dazu eingerichtet ist, einen
Höchstwert des Kupplungshubs, der durch den
Hub-Erfassungsabschnitt erfasst wurde, festzu-
halten, gekennzeichnet durch einen Zurück-
kehrbetragsrechner (127B), der dazu eingerich-
tet ist, einen Zurückkehrbetrag zu berechnen,
um den eine Kupplung von dem Höchstwert des
Kupplungshubs zurückgekehrt ist, indem eine
Differenz zwischen dem festgehaltenen Höchst-
wert und einem aktuellen Wert des Kupplungs-
hubs berechnet wird, der erste Freigabebestim-
mungsabschnitt dazu eingerichtet ist, zu bestim-
men, ob die Bremskraft, die durch den Brems-
kraft-Halteabschnitt gehalten wird, aufgehoben
werden soll oder nicht, wenn der Zurückkehrbe-
trag einen ersten Grenzwert überschreitet; und
einen Freigabeausführungsabschnitt (129), der
dazu eingerichtet ist, die Bremskraft, die durch
den Bremskraft-Halteabschnitt gehalten wird,
unter der Voraussetzung freizugeben, dass der
erste Freigabebestimmungsabschnitt be-
stimmt, dass das Halten der Bremskraft freige-
geben werden soll.

2. Fahrzeugbremssteuersystem nach Anspruch 1, wo-
bei, wenn ein Zeitraum, während dem der Zurück-
kehrbetrag den ersten Grenzwert einer Winkelver-
schiebung (RLth) überschreitet, einen zweiten
Grenzwert der Zeit (TMth) überschreitet, der erste
Freigabebestimmungsabschnitt dazu eingerichtet
ist, zu bestimmen, dass die gehaltene Bremskraft
freigegeben werden soll.

3. Fahrzeugbremssteuersystem nach Anspruch 2, wo-
bei, wenn der Höchstwert des Kupplungspedals grö-
ßer ist als ein voreingestellter Wert (P1), der erste
Grenzwert dazu eingerichtet ist, so festgelegt zu
werden, dass er größer ist als in dem Fall, dass der
Höchstwert des Kupplungshub gleich oder kleiner
als der voreingestellte Wert ist.

4. Fahrzeugbremssteuersystem nach einem der An-
sprüche 1 bis 3, ferner umfassend:

einen zweiten Freigabebestimmungsabschnitt
(128), der dazu eingerichtet ist, zu bestimmen,
ob die Bremskraft, die durch den Bremskraft-
Halteabschnitt gehalten wird, aufgehoben wer-
den soll oder nicht, basierend auf einer Differenz
zwischen einer tatsächlichen Motordrehzahl
und einer Motordrehzahl in einem Nichtlastzu-
stand, die in Übereinstimmung mit einer Dros-
selposition berechnet wird, wobei, wenn die Dif-
ferenz einen voreingestellten Freigabereferenz-
wert (ΔNth) überschreitet, der zweite Freigabe-
bestimmungsabschnitt dazu eingerichtet ist, zu
bestimmen, dass die gehaltene Bremskraft frei-

gegeben werden soll; und
einen Neigungswinkel-Erfassungsabschnitt
(124), der dazu eingerichtet ist, einen Neigungs-
winkel einer Straßenoberfläche zu erfassen,
wobei
wenn der Freigabeausführungsabschnitt basie-
rend auf dem Neigungswinkel, der durch den
Neigungswinkel-Erfassungsabschnitt erfasst
wurde, bestimmt, dass das Fahrzeug im Begriff
ist, auf einer ansteigenden Straße zu starten,
und wenn beide, der erste Freigabebestim-
mungsabschnitt und der zweite Freigabebe-
stimmungsabschnitt, bestimmen, dass die ge-
haltene Bremskraft freigegeben werden soll, der
Freigabeausführungsabschnitt dazu eingerich-
tet ist, die gehaltene Bremskraft freizugeben,
und
wenn der Freigabeausführungsabschnitt, ba-
sierend auf dem erfassten Neigungswinkel, be-
stimmt, dass das Fahrzeug im Begriff ist, auf
einer ebenen Straße oder einer abschüssigen
Straße zu starten, und wenn der erste Freiga-
bebestimmungsabschnitt bestimmt, dass die
gehaltene Bremskraft freigegeben werden soll,
der Freigabeausführungsabschnitt dazu einge-
richtet ist, die gehaltene Bremskraft freizuge-
ben.

5. Fahrzeugbremssteuersystem nach Anspruch 4, die
ferner einen Schaltstellungserfassungsabschnitt
(123) umfasst, der dazu eingerichtet ist, Informatio-
nen zu erfassen, ob eine Gangschaltung in einer der
Vorwärtsgangstellungen oder in einer Rückwärts-
gangstellung ist, wobei:

wenn die von dem Schaltstellungserfassungs-
abschnitt erfasste Information anzeigt, dass die
Gangschaltung in einem der Vorwärtsgänge ist,
der Freigabeausführungsabschnitt dazu einge-
richtet ist, einen dritten Grenzwert (SLth) auf ei-
nen Neigungswinkel einzustellen, der in Rich-
tung einer nach hinten geneigten Seite aus einer
horizontalen Position abweicht; wenn der von
dem Neigungswinkelerfassungsabschnitt er-
fasst Neigungswinkel auf einer nach vorne nei-
genden Seite in Bezug auf den dritten Grenzwert
ist, ist der Freigabeausführungsabschnitt dazu
eingerichtet, zu bestimmen, dass das Fahrzeug
im Begriff ist, auf einer flachen Straße oder einer
abschüssigen Straße zu starten;
wenn die erfasste Information anzeigt, dass die
Gangschaltung in der Rückwärtsgangstellung
ist, ist der Freigabeausführungsabschnitt dazu
eingerichtet, den dritten Grenzwert auf einen an-
deren Neigungswinkel einzustellen, der in Rich-
tung einer nach vorne geneigten Seite in Bezug
auf die horizontale Position abweicht; und
wenn der erfasste Neigungswinkel auf einer
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nach hinten geneigten Seite in Bezug auf den
dritten Grenzwert ist, ist der Freigabeausfüh-
rungsabschnitt dazu eingerichtet, zu bestim-
men, dass das Fahrzeug im Begriff ist, auf einer
flachen Straße oder einer abschüssigen Straße
zu starten.

Revendications

1. Système de commande de frein de véhicule
comprenant :

une partie d’acquisition de course (121) conçue
pour acquérir une course d’embrayage d’un vé-
hicule (CR) ;
une partie de maintien de force de freinage (125)
conçue pour maintenir une force de freinage
transmise à un frein de roue (FL, FR, RL, RR)
du véhicule qui est à l’arrêt ;
une première partie de détermination de déblo-
cage (127) qui comprend une partie de maintien
de valeur de crête (127A) conçue pour maintenir
une valeur de crête de la course d’embrayage
acquise par la partie d’acquisition de course, ca-
ractérisée par un calculateur de montant de re-
tour (127B) conçu pour calculer un montant de
retour d’un embrayage à partir de la valeur de
crête de la course d’embrayage en calculant une
différence entre la valeur de crête maintenue et
une valeur actuelle de la course d’embrayage,
la première partie de détermination de débloca-
ge étant conçue pour déterminer si la force de
freinage maintenue par la partie de maintien de
force de freinage devrait être débloquée ou non,
lorsque le montant de retour dépasse une pre-
mière valeur seuil ; et
une partie d’exécution de déblocage (129) con-
çue pour débloquer la force de freinage mainte-
nue par la partie de maintien de force de freinage
à condition que la première partie de détermi-
nation de déblocage détermine que le maintien
de la force de freinage devrait être débloqué.

2. Système de commande de frein de véhicule selon
la revendication 1, dans lequel, si une période de
temps durant laquelle le montant de retour dépasse
la première valeur seuil de déplacement angulaire
(RLth) dépasse une deuxième valeur seuil de temps
(TMth), la première partie de détermination de dé-
blocage est conçue pour déterminer que la force de
freinage maintenue devrait être débloquée.

3. Système de commande de frein de véhicule selon
la revendication 2, dans lequel, si la valeur de crête
de la pédale d’embrayage est supérieure à une va-
leur prédéterminée (P1), la première valeur seuil est
conçue pour être définie comme étant supérieure à

celle d’un cas où la valeur de crête de la course d’em-
brayage est égale ou inférieure à la valeur prédéter-
minée.

4. Système de commande de frein de véhicule selon
l’une quelconque des revendications 1 à 3, compre-
nant en outre :

une seconde partie de détermination de déblo-
cage (128) conçue pour déterminer si la force
de freinage maintenue par la partie de maintien
de force de freinage devrait être débloquée ou
non, sur la base d’une différence entre une vi-
tesse de révolution de moteur réelle et une vi-
tesse de révolution de moteur dans un état hors
charge qui est estimée conformément à une po-
sition d’accélérateur, où, si la différence dépas-
se une valeur de référence de déblocage pré-
déterminée (ΔNth), la seconde partie de déter-
mination de déblocage est conçue pour déter-
miner que la force de freinage maintenue devrait
être débloquée ; et
une partie d’acquisition d’angle d’inclinaison
(124) conçue pour acquérir un angle d’inclinai-
son d’une surface de route, où
si la partie d’exécution de déblocage détermine,
sur la base de l’angle d’inclinaison acquis par la
partie d’acquisition d’angle d’inclinaison, que le
véhicule est sur le point de démarrer sur une
route montante et si les deux parmi la première
partie de détermination de déblocage et la se-
conde partie de détermination de déblocage dé-
terminent que la force de freinage devrait être
débloquée, la partie d’exécution de déblocage
est conçue pour débloquer la force de freinage
maintenue, et
si la partie d’exécution de déblocage détermine,
sur la base de l’angle d’inclinaison acquis, que
le véhicule est sur le point de démarrer sur une
route plate ou une route descendante et si la
première partie de détermination de déblocage
détermine que la force de freinage devrait être
débloquée, la partie d’exécution de déblocage
est conçue pour débloquer la force de freinage
maintenue.

5. Système de commande de frein de véhicule selon
la revendication 4, comprenant en outre une partie
d’acquisition de position de changement de vitesse
(123) conçue pour acquérir des informations permet-
tant de savoir si un changement de vitesse a lieu
dans l’une quelconque des positions de marche
avant et d’une position de marche arrière, où :

si les informations acquises par la partie d’ac-
quisition de position de changement de vitesse
indiquent que le changement de vitesse a lieu
dans l’une quelconque des positions de marche
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avant, la partie d’exécution de déblocage est
conçue pour définir une troisième valeur seuil
(SLth) pour un angle d’inclinaison qui dévie vers
un côté d’inclinaison en arrière depuis une po-
sition horizontale ; si l’angle d’inclinaison acquis
par la partie d’acquisition d’angle d’inclinaison
est sur un côté d’inclinaison en avant par rapport
à la troisième valeur seuil, la partie d’exécution
de déblocage est conçue pour déterminer que
le véhicule est sur le point de démarrer sur la
route plate ou la route descendante ;
si les informations acquises indiquent que le
changement de vitesse a lieu dans la position
de marche arrière, la partie d’exécution de dé-
blocage est conçue pour définir la troisième va-
leur seuil pour un autre angle d’inclinaison qui
dévie vers un côté d’inclinaison en avant par rap-
port à la position horizontale ; et
si l’angle d’inclinaison acquis est sur un côté
d’inclinaison en arrière par rapport à la troisième
valeur seuil, la partie d’exécution de déblocage
est conçue pour déterminer que le véhicule est
sur le point de démarrer sur la route plate ou la
route descendante.
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