
Printed by Jouve, 75001 PARIS (FR)

(19)
E

P
3 

00
9 

29
5

A
1

TEPZZ¥ZZ9 95A_T
(11) EP 3 009 295 A1

(12) EUROPEAN PATENT APPLICATION
published in accordance with Art. 153(4) EPC

(43) Date of publication: 
20.04.2016 Bulletin 2016/16

(21) Application number: 14811665.0

(22) Date of filing: 13.06.2014

(51) Int Cl.:
B60L 7/12 (2006.01) B62M 6/45 (2010.01)

B62M 23/02 (2006.01)

(86) International application number: 
PCT/JP2014/065682

(87) International publication number: 
WO 2014/200081 (18.12.2014 Gazette 2014/51)

(84) Designated Contracting States: 
AL AT BE BG CH CY CZ DE DK EE ES FI FR GB 
GR HR HU IE IS IT LI LT LU LV MC MK MT NL NO 
PL PT RO RS SE SI SK SM TR
Designated Extension States: 
BA ME

(30) Priority: 14.06.2013 JP 2013125452

(71) Applicants:  
• Microspace Corporation

Tokyo 141-0001 (JP)
• Taiyo Yuden Co., Ltd.

Tokyo 110-0005 (JP)

(72) Inventors:  
• TANAKA, Masato

Tokyo 141-0001 (JP)
• HOSAKA, Yasuo

Tokyo 110-0005 (JP)
• ASANUMA, Kazuo

Tokyo 110-0005 (JP)
• HAGIWARA, Hiromi

Tokyo 110-0005 (JP)
• SHIMIZU, Satoru

Tokyo 110-0005 (JP)

(74) Representative: Betten & Resch
Patent- und Rechtsanwälte PartGmbB 
Maximiliansplatz 14
80333 München (DE)

(54) MOTOR DRIVE CONTROL DEVICE

(57) This motor driving control apparatus includes
(A) a driving unit that drives a motor, and (B) a regener-
ation control unit that controls the driving unit so as to
generate a regenerative braking force in accordance with
a vehicle acceleration, a vehicle speed and a pedal-ro-
tation converted speed that is obtained fromapedal rota-
tion.
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Description

Technical Field

[0001] This invention relates to a motor drive control
apparatus for an electrically assisted vehicle such as a
bicycle with a motor.

Background Technology

[0002] Some electrically assisted vehicles that control
driving force of a vehicle by driving a motor using an
electric power of a battery use a technique for extending
an assisted running distance by providing a sensor for a
brake lever and causing the motor to perform regenera-
tion when detecting, by the sensor, a brake operation by
a rider to collect kinetic energy of the vehicle to the bat-
tery.
[0003] More specifically, there is a technique for mak-
ing a regeneration amount in case where only the brake
operation of either of brake levers is made less than a
regeneration amount in case where the brake operations
of both brake levers are made. With this technique, it is
possible to select either of a larger regenerative braking
force and a smaller regenerative braking force by the
brake operation or operations with a simple configuration
and a low cost, however, the rider has to determine the
timing when the regeneration is performed. In addition,
the relatively large regenerative braking force is set be-
cause of the consistency with the fact that the rider in-
tentionally performed the brake operation. Therefore, the
regenerative braking operation of this technique runs off
the optimum regenerative braking operation, which cor-
responds to the running state, an energy amount ob-
tained by the regeneration decreases, and it is impossible
to extend the running distance.
[0004] Moreover, there is also a technique for changing
an effect of the regenerative braking according to an op-
eration amount of the brake. In this technique, the control
is performed so as to obtain a regeneration amount ac-
cording to a vehicle speed, in other words, a larger re-
generation amount on a lower speed side. Then, in the
running state such as the running in the urban in which
the brake operations are frequently performed and the
sudden brake operation is easily made, the large regen-
erative braking force is made and it is possible to fre-
quently charge the battery by the electric current obtained
by the regeneration. In addition, it is disclosed that both
of the comfortable running and change of the battery can
also be performed by the regenerative braking without
any brake operation when running on a downhill road.
However, in the control that the running on the downhill
road is simply determined and the regeneration is per-
formed when no pedal torque exists, too large regener-
ative braking force is made in a state where the running
is performed on the downhill road whose slope is not so
large while receiving a head wind, and the rider may have
to perform an extra work for keeping the speed. Moreo-

ver, because the regeneration brake force in this tech-
nique is a function of a fixed speed. Therefore, even when
the stable speed is different depending on the degree of
the slope and the rider would like to roughly maintain an
arbitrary speed, it is necessary to perform diligent actions
such as pedalling and braking.
[0005] Furthermore, there is a technique for estimating
inclination resistance g(θ) {= human power driving force
+ motor driving force - acceleration resistance (= accel-
eration * total mass) - other resistances}, and exerting a
regeneration brake force for cancelling the inclination,
which corresponds to the inclination resistance. In this
technique, the inclination resistance is calculated using
the total mass, however, the total mass is unknown.
Therefore, an estimated mass is actually used. In addi-
tion, other frictional resistances, which are proportional
to the speed, a constant frictional resistance, air resist-
ance and the like are also unknown. Therefore, due to a
difference with the actual mass and errors of other re-
sistances, the inclination resistance g(θ) obtained by sub-
tracting them has a large error. In other words, the incli-
nation resistance has an offset by the errors regardless
of the large or small inclination. Then, especially in case
of the small inclination, the very large error occurs, and
the boundary between the uphill road and the downhill
road is largely shifted. As a result, very unnatural behav-
iors, which are contrary to the purpose of the original
assist operation and are very different from the rider’s
intention, are observed, such as the automatic regener-
ative brake does not work even in case of the downhill
road, and reversely, even in case of the uphill road, the
automatic regenerative brake works so that the rider has
to pedal with a large power.
[0006] As described above, it is difficult for the conven-
tional techniques to perform the regeneration in conform-
ity with the rider’ s intention when the regeneration is
automatically performed without any rider’s effort.

Prior technical documents

Patent Documents

[0007]

Patent Document 1: Japanese Laid-open Patent
Publication No. 2010-35376
Patent Document 2: Japanese Laid-open Patent
Publication No. 2003-204602
Patent Document 3: Japanese Patent No. 4608764
Patent Document 4: International Publication Pam-
phlet No. WO 2012/086459

Summary of the Invention

Object to be solved by the Invention

[0008] Therefore, as one aspect, an object of this in-
vention is to provide a technique for enabling the electri-
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cally assisted vehicle to perform regeneration control in
conformity with the rider’s intention.

Means for solving the Problem

[0009] A motor driving control apparatus relating to this
invention has (A) a driving unit that drives a motor and
(B) a regeneration control unit that controls the driving
unit so as to generate a regenerative braking force ac-
cording to a vehicle acceleration, a vehicle speed and a
pedal-rotation converted speed obtained from a pedal
rotation.
[0010] By determining the regenerative braking force
by using those data, it becomes possible to appropriately
reflect the rider’s intention of an electrically assisted ve-
hicle to the regeneration control.
[0011] The aforementioned regeneration control unit
may correct a regenerative braking force that corre-
sponds to at least one of the vehicle speed and the vehicle
acceleration according to a coincidence degree of the
pedal-rotation converted speed with respect to the vehi-
cle speed. For example, according to a value represent-
ing a relationship between the vehicle speed and the ped-
al rotation speed (e.g. a coincidence degree of the pedal
rotation speed with respect to the vehicle speed, more
specifically, (pedal-rotation converted speed)/(vehicle
speed) may be used.), it becomes possible appropriately
reflect the rider’s intention to the regeneration control.
[0012] Moreover, the aforementioned regeneration
control unit may control the driving unit so as to linearly
or accumulatively increase the regenerative braking
force when the vehicle acceleration increases. Thus, by
increasing the regenerative braking force so that the ve-
hicle acceleration does not becomes too large, it is pos-
sible to collect more electric power, and the safety is
heightened.
[0013] Furthermore, the aforementioned regeneration
control unit may control the driving unit so as to increase
the regenerative braking force when the vehicle speed
increases. Thus, by increasing the regenerative braking
force so that the vehicle speed does not becomes too
large, it is possible to collect more electric power, and
the safety is heightened.
[0014] Furthermore, the aforementioned regeneration
control unit may perform correction so that the regener-
ative braking force that corresponds to at least one of the
vehicle speed and the vehicle acceleration increases,
when the coincidence degree decreases. For example,
by increasing the regenerative braking force when the
pedal rotation becomes slow and deviation of the pedal
rotation speed from the vehicle speed becomes large, it
becomes possible to perform the regeneration control in
a natural form.
[0015] The regeneration control unit may perform con-
trol so that the coincidence degree decreases in accord-
ance with a pedal-rotation converted speed in a reverse
rotation direction or so that a correction degree of the
regenerative braking force in a state where a pedal rota-

tion stops is kept, when the pedal rotation is reversely
performed. By doing so, it becomes possible to reflect
the rider’s intention to the regeneration control.
[0016] The pedal-rotation converted speed may be cal-
culated based on a maximum gear ratio of selectable
gear ratios. Compared with converting according to the
actual gear change, it is possible to change the pedal-
rotation converted speed much stably.
[0017] Furthermore, the aforementioned regeneration
control unit may perform correction so as to increase the
regenerative braking force by using an offset value that
corresponds to a pedal-rotation converted speed in a re-
verse rotation direction, when the pedal rotation is re-
versely performed. With this configuration, when the rider
reversely rotates the pedal, it is possible to directly control
the regenerative braking force.
[0018] In addition, the aforementioned regeneration
control unit may control the driving unit so as to further
increase the regenerative braking force in accordance
with the vehicle acceleration, when the vehicle acceler-
ation is equal to or greater than a predetermined value.
For example, the regenerative braking force is strength-
ened because of the safety side.
[0019] Furthermore, the aforementioned regeneration
control unit may control the driving unit so as to further
increase the regenerative braking force in accordance
with the vehicle speed, when the vehicle speed is equal
to or greater than a predetermined value. For example,
the regenerative braking force is strengthened because
of the safety side.
[0020] Furthermore, the aforementioned regeneration
control unit may restrict the regenerative braking force,
which corresponds to the vehicle speed, the vehicle ac-
celeration and the pedal-rotation converted speed, to be
equal to or less than a regenerative braking force deter-
mined based on a regenerative efficiency. It is unappro-
priate to automatically increase the regenerative braking
force up to a level at which the regeneration efficiency
deteriorates. In addition, the aforementioned regenera-
tion control unit may restrict the regenerative braking
force to be equal to or less than a regenerative braking
force obtained when regenerative braking by a manual
operation is performed.
[0021] Furthermore, the aforementioned regeneration
control unit may control the driving unit so as to increase
the regenerative braking force when an output voltage
of a battery for the motor falls. By doing so, the running
distance extends, because the charge for the battery is
perf ormedmore by increasing the regenerative braking
force.
[0022] In addition, the aforementioned regeneration
control unit may set a steady correction amount of the
regenerative braking force according to tendency of
change of an output voltage of a battery for the motor,
and may control the driving unit so as to generate a re-
generative braking force corrected by the correction
amount. For example, when a utilization mode continues
in which the charging is not performed from the external
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power supply until the battery remaining charge is equal
to or less than a reference value, the electric power is
collected by strengthening the regenerative braking force
steadily. Accordingly, it becomes possible to extend the
time until the battery remaining charge is equal to or less
than the reference value, and the running distance ex-
tends.
[0023] It is possible to create a program for causing a
microprocessor to execute the aforementioned process-
ing, and the program is stored, for example, in a compu-
ter-readable storage medium or storage device such as
a flexible disc, an optical disc such as CD-ROM, a mag-
net-optic disc, a semiconductor memory (e.g. ROM), or
a hard disk. Data in processing is temporarily stored in
a storage device such as RAM (Random Access Mem-
ory).

Effect of the Invention

[0024] As one aspect, it is possible to perform the re-
generative control in conformity with the rider’s intention
in the electrically assisted vehicle.

Brief description of the drawings

[0025]

FIG. 1 is an exterior view of an electrically assisted
vehicle;
FIG. 2 is a functional block diagram relating to a mo-
tor driving control apparatus;
FIG. 3 is a functional block diagram of a computing
unit;
FIG. 4 is a diagram to explain a manual regenerative
braking target torque;
FIG. 5 is a diagram to explain the manual regener-
ative braking target torque;
FIG. 6 is a diagram to explain the manual regener-
ative braking target torque;
FIG. 7 is a functional block diagram of an automatic
regeneration target torque computing unit relating to
a first embodiment;
FIG. 8 is a diagram depicting an example of a speed
feedback function;
FIG. 9 is a diagram depicting an example of a pedal
modulation function;
FIG. 10 is a diagram depicting another example of
the pedal modulation function;
FIG. 11 is a diagram depicting an example of a pedal
offset regenerative torque;
FIG. 12 is a diagram depicting an example of an ac-
celeration feedback function;
FIG. 13 is a diagram depicting an example of the
acceleration feedback function;
FIG. 14 is a diagram depicting an example of tran-
sitions of control modes;
FIG. 15 is a functional block diagram of an automatic
regeneration target torque computing unit relating to

a second embodiment;
FIG. 16 is a diagram to explain first and second
speed feedback functions;
FIG. 17 is a diagram to explain first and second ac-
celeration feedback functions;
FIG. 18 is a functional block diagram of an additional
regeneration control unit;
FIG. 19 is a diagram depicting an example of a first
addition function;
FIG. 20 is a diagram depicting an example of tem-
poral change of battery remaining charge on the as-
sumption of the first addition function;
FIG. 21 is another functional block diagram of the
additional regeneration control unit;
FIG. 22 is a diagram depicting an example of a sec-
ond addition function;
FIG. 23 is a diagram depicting an example of tem-
poral change of battery remaining charge on the as-
sumption of the second addition function in FIG. 22;
and
FIG. 24 is a diagram depicting a configuration exam-
ple in case where the embodiment is applied to a
current feedback type torque driving method.

Mode for carrying out the invention

[Embodiment 1]

[0026] FIG. 1 illustrates an exterior view representing
an example of a bicycle with a motor, which is an elec-
trically assisted vehicle in this embodiment. This bicycle
1 with the motor is equipped with a motor driving appa-
ratus. The motor driving apparatus has a secondary bat-
tery 101, a motor driving control device 102, a torque
sensor 103, a brake sensor 104, a motor 105, an oper-
ation panel for instructing whether or not the assist is
performed, and a pedal rotation sensor 107.
[0027] The secondary battery 101 may be, for exam-
ple, a lithium ion secondary battery with a nominal refer-
ence voltage 24V and a maximum supply voltage of 30
V (when fully charged), but other types of batteries such
as a lithium ion polymer secondary battery, or a nickel-
metal hydride chargeable battery may be used.
[0028] The torque sensor 103 is provide on a wheel,
which is installed in the crankshaft, detects a pedal force
from the rider, and outputs this detection result to the
motor driving control device 102. Similarly to the torque
sensor 103, the pedal rotation sensor 107 is provided in
the wheel, which is installed on the crankshaft, and out-
puts a signal, which corresponds to the rotation, to the
motor driving control device 102. The pedal rotation sen-
sor 107 may be capable of detecting a rotation direction
such as regular rotation or counter rotation of the pedal,
in addition to detecting a rotation phase angle.
[0029] The motor 105 is, for example, a well-known
three-phase direct current brushless motor, and mounted
on the front wheel of the bicycle 1 with the motor. The
motor 105 rotates the front wheel, and also a rotor is
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connected to the front wheel so as to rotate according to
the rotation of the front wheel. Furthermore, the motor
105 is equipped with a rotation sensor such as a hall
effect sensor to output rotation information of the rotor
(i.e. a hall signal) to the motor driving control device 102.
[0030] FIG. 2 illustrates a configuration related to the
motor driving control device 102 of this kind of bicycle 1
with the motor. The motor driving control device 102 in-
cludes a control device 1020, and a FET (Field Effect
Transistor) bridge 1030. The FET bridge 1030 includes
a high side FET (such) and a low side FET (Sul) to per-
form switching of a U phase of the motor 105, a high side
FET (Svh) and a low side FET (Svl) to perform switching
of a V phase of the motor 105, and a high side FET (Swh)
and a low side FET (Swl) to perform switching of a W
phase of the motor 105. This FET bridge 1030 is config-
ured as a portion of the complementary type switching
amplifier. Also, a thermistor 108 for measuring the tem-
perature is provided in the FET bridge 1030.
[0031] In addition, the control device 1020 includes a
computing unit 1021, a pedal rotation input unit 1022, a
temperature input unit 1023, a vehicle speed input unit
1024, a variable delay circuit 1025, a motor driving timing
generator 1026, a torque input unit 1027, a brake input
unit 1028, and an AD input unit 1029.
[0032] The computing unit 1021 performs computa-
tions described later using input from the operation panel
106 (i.e. on/off of the assist), input from the pedal rotation
input unit 1022, input from the temperature input unit
1023, input from the vehicle speed input unit 1024, input
from the torque input unit 1027, input from the brake input
unit 1028, and input from the AD input unit 1029, and
outputs computation results to each of the motor drive
timing generator 1026 and the variable delay circuit 1025.
The computing unit 1021 includes a memory 10211, and
the memory 10211 stores various data used in the com-
puting, data currently in processing, and other data. Fur-
ther, the computing unit 1021 may be realized by exe-
cuting a program with a processor, and in this case, the
program may be recorded in the memory 10211.
[0033] The pedal rotation input unit 1022 digitizes sig-
nals representing the pedal rotation phase angle and the
rotation direction from the pedal rotation sensor 107, and
outputs the digitized signals to the computing unit 1021.
However, the pedal rotation sensor 107 may not detect
the rotation direction. The temperature input unit 1023
digitizes the inputs from the thermistor 108, and outputs
the digitized inputs to the computing unit 1021. The ve-
hicle speed input unit 1024 calculates the front-wheel
speed from the hall signals outputted by the motor 105,
and outputs the front-wheel speed to the computing unit
1021. The torque input unit 1027 digitizes signals corre-
sponding to the pedal pressure from the torque sensor
103, and outputs the digitized signal to the computing
unit 1021. The brake input unit 1028 digitizes signals rep-
resenting whether or not the brake is applied, from the
brake sensor 104, and outputs the digitized signals to
the computing unit 1021. The AD (Analog-Digital) input

unit 1029 digitizes an output voltage from the secondary
battery 101, and outputs the digitized output voltage to
the computing unit 1021. Moreover, the memory 10211
may be provided separately from the computing unit
1021.
[0034] The computing unit 1021 outputs an advance
value as the computing result to the variable delay circuit
1025. The variable delay circuit 1025 adjusts the phases
of the hall signals based on the advance value received
from the computing unit 1021, and outputs the adjusted
hall signals to the motor driving timing generator 1026.
The computing unit 1021 outputs, as the computing re-
sult, a PWM code corresponding to the PWM duty ratio,
for example, to the motor driving timing generator 1026.
The motor driving timing generator 1026 6 generates
switching signals and outputs these to respective FETs
included in the FET bridge 1030, based on the adjusted
hall signals from the variable delay circuit 1025 and the
PWM code from the computing unit 1021. The basic op-
eration of the motor driving is described in the Interna-
tional Publication WO2012/086459, and is not a main
portion of this embodiment. Therefore, the explanation
is omitted here.
[0035] Next, FIG. 3 illustrates a functional block dia-
gram of the computing unit 1021. The computing unit
1021 includes an acceleration calculating unit 1201, a
pedal speed calculating unit 1202, an automatic regen-
erative target torque computing unit 1204, a regenerative
brake target torque computing unit 1205, a driving torque
target computing unit 1203, a minimum selector 1206,
an adder 1207, a first enabling unit 1208, a second en-
abling unit 1208, an adder 1210, a current limitter 1211,
an output controller 1212, a first duty ratio converter 1213,
a torque slew rate limitter 1214, a second duty ratio con-
verter 1215, a speed slew rate limitter 1216, an adder
1217 and a PWM code generator 1218.
[0036] The front-wheel vehicle speed Vf from the ve-
hicle speed input unit 1024 and the pedal torque value
from the torque input unit 1027 are inputted into the driv-
ing torque target computing unit 1203, and then the assist
torque value Ta is calculated. The computing content of
the driving torque target computing unit 1203 is not a
main portion of this embodiment and is not explained in
detail. However, for example, the driving torque target
computing unit 1203 extracts ripple components after
smoothing the pedal torque value by an LPF, and calcu-
lates an assist torque value Ta corresponding to a value
obtained by mixing the smoothed pedal torque value and
the extracted ripple components at a predetermined mix-
ing ratio. In this computing, the mixing ratio may be ad-
justed according to the vehicle speed, or the computing
may be performed in which, after limiting an assist ratio
to be used according to the vehicle speed, the adjusted
assist ratio is multiplied with the smoothed pedal torque
value. Moreover, the regenerative brake target torque
computing unit 1205 calculates a regenerative brake tar-
get torque value by performing computation described
later according to the vehicle speed value from the vehi-
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cle speed input unit 1024. An example of the configura-
tion of the driving torque target computing unit 1203 is
described in the International Publication
WO2012/086458, for example.
[0037] The pedal rotation input from the pedal rotation
input unit 1022 is inputted to the pedal speed calculating
unit 1202, and the pedal speed calculating unit 1202 cal-
culates a pedal speed Vp from the pedal rotation input.
Moreover, the front-wheel vehicle speed Vf is inputted to
the acceleration calculating unit 1201, and the acceler-
ation calculating unit 1201 calculates a front-wheel ac-
celeration Af by time-differentiating the front-wheel vehi-
cle speed Vf with high precision. The automatic regen-
erative target torque computing unit 1204 calculates an
automatic regenerative toque Tc from the pedal speed
Vp from the pedal speed calculating unit 1202 and the
front-wheel acceleration Af from the acceleration calcu-
lating unit 1201. The details of the automatic regenerative
target torque computing unit 1204 will be explained later.
The front-wheel vehicle speed Vf is also inputted to the
regenerative brake target torque computing unit 1205,
and the regenerative brake target torque computing unit
1205 calculates a manual regenerative brake target
torque Tb according to the front-wheel vehicle speed Vf,
however, this will be explained later.
[0038] The minimum selector 1206 outputs a lesser
one of the manual regenerative brake target torque Tb
from the regenerative brake target torque computing unit
1205 and the automatic regenerative torque Tc from the
automatic regenerative target torque computing unit
1204. Under normal circumstances, the automatic regen-
erative torque Tc from the automatic regenerative target
torque computing unit 1204 is outputted until the auto-
matic regenerative torque Tc exceeds the manual regen-
erative brake target torque Tb from the regenerative
brake target torque computing unit 1205, and when the
automatic regenerative torque Tc exceeds the manual
regenerative brake target torque Tb, the manual regen-
erative brake target torque Tb is outputted.
[0039] The adder 1207 subtracts the output of the min-
imum selector 1206 from the assist torque value Ta from
the driving torque target computing unit 1203, and out-
puts the calculation result to the second enabling unit
1209.
[0040] When an input signal representing that the
brake is applied is inputted from the brake input unit 1028,
the first enabling unit 1208 outputs the manual regener-
ative brake target torque Tb from the regenerative brake
target torque computing unit 1205 to the adder 1210. In
other cases, the first enabling unit 1208 outputs "0". On
the other hand, when an input signal representing that
the brake is not applied is inputted from the brake input
unit 1028, the second enabling unit 1209 outputs an out-
put from the adder 1207. In other cases, the second en-
abling unit 1209 outputs "0".
[0041] The adder 1210 reverses the polarity of the
manual regenerative brake target torque Tb from the first
enabling unit 1208 and then outputs the manual regen-

erative brake target torque Tb with the reversed polarity
or outputs a computing result of the adder 1207 from the
second enabling unit 1209 as it is. Hereinafter, in order
to simplify the explanation, the output of the adder 1210
is abbreviated as a target torque value.
[0042] The current limitter 1211 performs current re-
striction, for example, (A) the restriction of discharging
current and charging current of the secondary battery
101 and (B) the current restriction based on the temper-
ature of the FET bridge 1030 (the input from the temper-
ature input unit 1023). The computing content of the cur-
rent limitter 1211 is not a main portion of this embodiment,
and the explanation is omitted. As for the details, please
refer to the International Publication WO2012/086459.
[0043] When an assist instruction is inputted, for ex-
ample, from the operation panel 106, it is determined that
a driving allowance signal exists, and the output control-
ler 1212 outputs the output from the current limitter 1211
to the first duty ratio converter 1213. On the other hand,
when the assist instruction is not inputted from the oper-
ation panel 106, it is determined that there is no driving
allowance signal, the output controller 1212 outputs "0"
to the first duty ratio converter 1213.
[0044] The first duty ratio converter 1213 multiplies the
output from the output controller 1212 by a conversion
coefficient dt (= duty ratio / torque) to calculate a torque-
duty code, and outputs the calculated torque-duty code
to the torque slew rate iimitter 1214. The torque slew rate
limitter 1214 performs a well-known slew rate restriction
processing for the output from the first duty ratio converter
1213, and outputs a processing result to the adder 1217.
[0045] The second duty ratio converter 1215 multiplies
the front-wheel vehicle speed Vf by a conversion coeffi-
cient ds (= duty ratio / front-wheel vehicle speed) to cal-
culate a vehicle-speed duty code, and outputs the calcu-
lated vehicle-speed duty code to the speed slew rate lim-
itter 1216. The speed slew rate limitter 1216 performs a
well-known slew rate restriction processing for the output
from the second duty ratio converter 1215, and outputs
a processing result to the adder 1217.
[0046] The adder 1217 adds the torque-duty code from
the torque slew rate controller 1214 and the vehicle-
speed duty code from the speed slew rate limitter 1216
to calculate a duty code, and outputs the duty code to
the PWM code generator 1218. The PWM code gener-
ator 1218 multiplies the duty code by a reference voltage
(e. g. 24V) / the battery voltage from the AD input unit
1029 to generate a PWM code. The PWM code is out-
putted to the motor driving timing generator 1026.
[0047] Next, how the regenerative brake target torque
computing unit 1205 calculates the manual regenerative
brake target torque Tb will be explained by using FIGs.
4 to 6. The horizontal axis of FIG. 4 represents the front-
wheel vehicle speed Vf, and the vertical axis of FIG. 4
represents the manual regenerative brake target torque
Tc. The dotted straight line q1 represents a relationship
between the vehicle speed and the torque when the man-
ual regenerative brake target torque value corresponding
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to the front-wheel vehicle speed is output, and the regen-
erative efficiency is 0% (short brake) . The region above
this straight line q1 is the brake that consumes the electric
power. Also, the dotted straight line q2 represents a re-
lationship between the front-wheel vehicle speed and the
torque when the manual regenerative brake target torque
value corresponding to 1/2 of the front-wheel vehicle
speed is output, and the regenerative efficiency is 50%
and it is possible to obtain the maximum regenerative
electric power. The region above this straight line q2 is a
region in which additionally using the mechanical brake
is advantageous. Therefore, a suitable curve is adopted
in the region below the straight line q2 while taking into
consideration restriction conditions.
[0048] The instant regenerative efficiency for each
speed is determined by a ratio of a regenerative brake
voltage at that instant to a counter-electromotive force
voltage for the speed at that instant. Instant regenerative
efficiency = 1 - (regenerative brake voltage / counter-
electromotive force voltage) = 1 - (regenerative torque /
torque value corresponding to the vehicle speed).
[0049] As for an arbitrary speed and an arbitrary re-
quested stopping distance, in order to obtain the maxi-
mum regenerative efficiency for the stopping distance,
in other words, totally obtain the maximum amount of
regenerative electric power in a state where there is no
restriction other than the stopping distance, a curve with
an even and constant regenerative efficiency for any
speed, in other words, a proportional straight line that
passes through the origin is employed. The straight line
q10 approaches the X axis when the requested stopping
distance is sufficiently long, and the regenerative efficien-
cy approaches 100%. In contrast, when the requested
stopping distance is somewhat short, the straight line q10
becomes the same as the straight line q2, in which the
maximum instant regenerative electric power can be ob-
tained, and the total regenerative efficiency is 50% at this
time. Further, when the requested stopping distance is
much shorter, the regenerative torque curve is still the
same as the straight line q2, in which the maximum instant
regenerative electric power can be obtained, and the me-
chanical brake has to be applied additionally. If the re-
generative brake torque is equal to or larger than this,
the instant regenerative electric power decreases re-
versely, and it is better to use the mechanical brake.
[0050] Also, as restriction conditions to be considered,
there are a group of dotted straight lines q7, which are
parallel to the horizontal axis and represents the maxi-
mum constant braking line during high speeds, a group
of dotted straight lines q6, which are parallel to the hori-
zontal axis and represent the minimum constant braking
line for low speeds, and so forth.
[0051] When actually employing the straight line q10,
a deceleration curve for time is a curve that decays ex-
ponentially, and even when the stopping distance is con-
stant, the stopping time becomes infinite. Therefore, at
low speeds, the straight line q6 is employed to maintain
a large torque though sacrificing the regenerative effi-

ciency just a bit. Furthermore, when, at further low
speeds, the straight line q6 is in a region higher than the
straight line q2, the regenerative efficiency does not only
worsen, but also the instant regenerative electric power
reversely decreases. Therefore, by shifting to the straight
line q2, in which the instant regenerative electric power
is maximized for respective speeds, and additionally us-
ing the mechanical brake, the vehicle is stopped.
[0052] In contrast, in case where the speed is high, the
brake torque becomes dangerously large when the
straight line q4, which is a straight line representing high
efficient regeneration with a constant rate, is kept. There-
fore, the control is shifted to the straight line q7, in which
a constant maximum torque restriction is applied.
[0053] For medium speeds, when additionally consid-
ering the braking lines (regenerative efficiency from 85%
to 65%) with constant rates from 15% to 35%, which are
represented by the dotted straight lines q3 to q5, the bro-
ken line curve as represented by the thick line q11 may
be employed. Furthermore, for the medium speeds, the
straight line q4 is employed. As a result, highly efficient
battery regeneration can be performed during the medi-
um speeds.
[0054] Further, as additional restriction conditions,
there are a group of curves q8, which represent the bat-
tery charge current restriction line set based on the sec-
ondary battery 101 (which differs depending on the bat-
tery type and state), the straight line q2, which is the line
with 50% regenerative efficiency for further low speeds
and the like.
[0055] When the battery voltage is constant, the re-
generative electric power is constant due to the maximum
charge current restriction of the battery.
Battery voltage * battery charge current = constant re-
generative electric power = motor counter-electromotive
force * motor current
[0056] The motor counter-electromotive force is pro-
portional to the speed, and the motor torque is propor-
tional to the motor current, and the product of them is
constant. Therefore, the motor current is inversely pro-
portional to the speed. For this reason, a group of curves
q8 are hyperbolic curves that are inversely proportional
to the speed. Because the maximum charge current is
also variable according to the battery voltage, in other
words, the derating based on the remaining battery
charge and battery temperature, and the constant regen-
erative electric power itself is also proportional to the bat-
tery voltage according to the previously described ex-
pression, the curves are represented as plural hyperbolic
curves.
[0057] In addition, as for the superiority or inferiority of
the regenerative brake, a case is determined to be su-
perior, in which the total regenerative electric power is
larger when stopped with a distance that is equal to or
less than a constant requested distance (not a constant
time) from a state in which the vehicle is running at a
constant speed. At this time, when the vehicle cannot be
stopped with a distance that is equal to or less than a
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predetermined distance, the mechanical brake is addi-
tionally employed up to a position at which the vehicle
can stop. If there is no restriction for the distance that is
equal to or less than the constant distance, the regener-
ative efficiency of ineffective light regenerative braking
is determined to be advantageous, by which the vehicle
does not quite stop within a range that the mechanical
loss has not to be considered, and in such braking, the
meaning of the brake is lost. Therefore, the evaluation is
performed in a state where the mechanical brake is ad-
ditionally employed within a range that the vehicle can
stop with a distance that is equal to or less than a pre-
determined distance so as to work as the brake function.
[0058] The curve q11 in FIG. 4 is one example, and the
curve q13 as illustrated in FIG. 5 may be employed. The
curve q13 has the same shape as the aforementioned
curve q2 for low speeds, and as the speed increases, the
manual regenerative brake target torque value becomes
constant, and at high speeds, the manual regenerative
brake target torque value is restricted by the group of
battery charge current restriction lines q8. Furthermore,
the dotted straight line q12 represents a 25% braking line
(regenerative efficiency is 75%) . At high speeds, in the
vicinity where the restriction is made by the group of bat-
tery charge current restriction lines q8, the manual regen-
erative brake target torque value falls below this straight
line q12.
[0059] In addition, the curve as illustrated in FIG. 6
maybe employed. FIG. 6 illustrates an example when a
requested brake strength is received from the brake input
unit 1028. In this example, when the requested brake
strength is small, the curve q14 is employed, when the
requested brake strength is medium, the curve q15 is em-
ployed, and when the requested brake strength is large,
the curve q16 is employed. The curve q16 is limited by
one of the battery charge current restriction lines q8. In
such a case, the curve q16 runs along the straight line q2
at low speeds, and will not exceed this straight line. Fur-
thermore, the number of curves is not limited to 3, and
three or more curves or two or less curves may be de-
fined. Moreover, a function of the manual regenerative
brake target torque value, which changes according to
the requested brake strength, may be defined separately.
[0060] Next, a detailed configuration of the automatic
regenerative target torque computing unit 1204 will be
explained. As illustrated in FIG. 7, the automatic regen-
erative target torque computing unit 1204 has a vehicle
speed converter 1301, a pedal modulation function com-
puting unit 1302, a speed feedback function calculating
unit 1303, a multiplier 1304, an adder 1305, an acceler-
ation feedback function calculating unit 1306, an multi-
plier 1307, a multiplier 1308, an acceleration feedback
filter 1310 and an adder 1315.
[0061] In addition, for example, the acceleration feed-
back filter 1310 is a primary IIR (Infinite Impulse Re-
sponse) - LPF (Low Pass Filter), and has an adder 1311,
a multiplier 1312, an adder 1313 and a delay unit (1/Zf)
1314.

[0062] The speed feedback function calculating unit
1303 calculates a value of a preset speed feedback func-
tion using the front-wheel vehicle speed Vf as an input.
More specifically, the speed feedback function as illus-
trated in FIG. 8 is used. The horizontal axis of a graph in
FIG. 8 represents the front-wheel vehicle speed Vf, and
the vertical axis represents an output Tvfb of the speed
feedback function. In an example of FIG. 8, when the
front-wheel vehicle speed Vf is up to a reference speed
Vfbt for speed control in traveling downhill road (e. g.
about 18 to 24 km/h), the output Vfb is "0", however,
when the front-wheel vehicle speed Vf is equal to or great-
er than Vfbt, the output Vfb increases along a straight
line with an inclination Kvfb (a differential feedback co-
efficient for the speed control in traveling downhill road
(torque / speed)). In other words, Tvfb = MAX {0, Kvfb *
(Vf - Vfbt)} holds.
[0063] The vehicle speed converter 1301 calculates a
pedal speed Vph converted by the maximum gear ratio
by multiplying the pedal speed Vp, for example, by a pre-
determined maximum gear ratio. The maximum gear ra-
tio is fixedly used in order to obtain a stable operation.
The pedal modulation function computing unit 1302 cal-
culates and outputs a pedal modulation degree Kpd and
a pedal offset regenerative torque Tpdo based on the
front-wheel vehicle speed Vf and the pedal speed Vph
converted by the maximum gear ratio. The computing
content of the pedal modulation function computing unit
1302 will be explained in detail later.
[0064] The output Tvfb from the speed feedback func-
tion calculating unit 1303 and the pedal modulation de-
gree Kpd are inputted into the multiplier 1304, and the
multiplier 1304 multiplies Tvfb by Kpd.
[0065] On the other hand, the acceleration Af of the
front-wheel vehicle speed Vf is inputted to the accelera-
tion feedback function calculating unit 1306, and the ac-
celeration feedback function calculating unit 1306 calcu-
lates an output Afb from the acceleration Af, and outputs
the output Afb to the multiplier 1307. The calculation con-
tent of the acceleration feedback function calculating unit
1306 will be explained in detail later.
[0066] The output Afb of the acceleration feedback
function calculating unit 1306 and the pedal modulation
degree Kpd are inputted to the multiplier 1307, and the
multiplier 1307 multiplies Afb by Kpd.
[0067] Then, the output Afb * Kpd of the multiplier 1307,
and {a standard total mass (e.g. 80 Kg) * an equivalent
radius (an equivalent wheel radius, which is converted
by the direct driving in which the motor deceleration ratio
is considered, } are inputted into the multiplier 1308, and
the multiplier 1308 calculates, as a torque, Afb * Kpd *
the standard total mass * equivalent radius.
[0068] In the acceleration feedback filter 1310, the
adder 1311 calculates {(output of the multiplier 1308) -
(output Tafb of the acceleration feedback filter 1310)},
and the multiplier 1312 calculates a product of the output
of the adder 1311 and a cut-off frequency coefficient Kcf
of the acceleration feedback (e.g. about 1/192. This is
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determined within a range from 1/1024 to 1/64.), and the
adder 1313 adds the output of the multiplier 1312 and
the output Tafb of the acceleration feedback filter 1310,
and the delay unit 1314 delays the input by a computing
frame unit to generate an output Tafb.
[0069] On a route of the acceleration feedback, the ac-
celeration is directly fed back as an inverse acceleration.
Therefore, there is a possibility that a control system be-
comes unstable and the hunting is caused due to delays
of a detection system and an execution system if no coun-
termeasure is employed. Then, the acceleration feed-
back filter 1310 that is an IIR filter of the primary delay
element is inserted as a stabilization loop filter.
[0070] As for a rout of the speed feedback, the vehicle
speed is fed back as the regenerative torque and as being
proportional to the inverse acceleration. However, be-
cause integral elements originally exist while reflecting
the inverse acceleration to the vehicle speed, the loop
becomes stable, and no filter is provided, especially.
[0071] The adder 1305 adds the output Tvfb * Kpd of
the multiplier 1304 and the pedal offset regenerative
torque Tpdo from the pedal modulation function comput-
ing unit 1032, and outputs an addition result Tvfbo to the
adder 1315.
[0072] The output Tvfbo of the adder 1305 and the out-
put Tafb of the acceleration feedback filter 1310 are in-
putted to the adder 1315, and the adder 1315 calculates
Tvfbo + Tafb = Tc.
[0073] Next, the pedal modulation function computing
unit 1302 will be explained in detail. The pedal modulation
function computing unit 1302 calculates a pedal modu-
lation degree Kpd based on the pedal speed Vph con-
verted by the maximum gear ratio and the front-wheel
vehicle speed Vf as illustrated, for example, in FIG. 9. In
an example of FIG. 9, the horizontal axis represents Vph
/ MAX [ |Vf| Vfl], and the vertical axis represents the pedal
modulation degree Kpd. In FIG. 9, an example is illus-
trated by a solid line, in which the rotation direction of the
pedal cannot be detected. Vfl is a relaxed least pedal
speed (about 2 Km/h), and is set in order to prevent from
the output value of the pedal modulation function being
unstable in the vicinity of Vf = 0. In other words, in case
where |Vf| is up to 2 Km/h, the pedal modulation degree
Kpd is obtained according to Vph / Vfl. Vph / Vf is "1" in
case of Vph = Vf, and in case where there is a difference
between Vph and Vf, Vph / Vf deviates from "1" . There-
fore, it can be said that Vph / Vf represents a coincidence
degree. In case of the pedal modulation function in FIG.
9, when Vph > |Vf| holds (i.e. the pedal speed Vph con-
verted by the maximum gear ratio is faster than the front-
wheel vehicle speed |Vf|), Vph / |Vf| is greater than "1",
however Kpd is equal to "0". On the other hand, when
Vph < |Vf| holds (i.e. the front-wheel vehicle speed |Vf|
is faster than the pedal speed Vph converted by the max-
imum gear ratio. In other words, the pedal rotation be-
comes slow.), the value of Vph / |Vf| becomes less, and
the pedal modulation degree Kpd becomes greater.
Then, when Vph / Vf is "0", in other words, Vph = 0 holds,

Kpd becomes "1". The dotted line in FIG. 9 represents
an example of a case where the rotation direction of the
pedal can be detected.
[0074] As described above, the pedal modulation de-
gree Kpd, which corresponds to the coincidence degree
between the front-wheel vehicle speed Vf and the pedal
speed Vph converted by the maximum gear ratio, is out-
putted. Especially, in case of Vph < |Vf|, the pedal mod-
ulation degree Kpd becomes greater, when the coinci-
dence degree is less. In other words, this affects so that
the automatic regenerative brake target torque becomes
greater. For example, in a state where the front-wheel
vehicle speed Vf is equal to or greater than Vft and the
speed is somewhat fast, when the rotation speed of the
pedal decreases, the automatic regenerative brake tar-
get torque becomes greater according to a deviation de-
gree of the pedal speed Vph converted by the maximum
gear ratio from the front-wheel vehicle speed Vf.
[0075] Moreover, when the rotation direction of the
pedal is detected, a pedal modulation function as illus-
trated in FIG. 10 may be employed. A graph in FIG. 10
is similar to that in FIG. 9, and a positive portion of Vph
/ MAX [|Vf|, Vfl] is the same as that in FIG. 9.
[0076] On the other rand, a negative portion of Vph /
MAX [|Vf|, Vfl] represents change of the pedal modulation
degree Kpd when the pedal reversely rotates. In case of
the thick line, until Vph / MAX [|Vf|, Vfl] becomes "-2", the
pedal modulation degree Kpd monotonously increases
with the same inclination as that in case where Vph /
MAX [|Vf|, Vfl] is positive, and when Vph / MAX [|Vf|, Vfl]
= -2 holds, Kpd becomes "3". When Vph / MAX [|Vf|, Vfl]
is less than "-2", Kpd = 3 is kept. Thus, by reversely ro-
tating the pedal more, a greater regenerative brake target
torque is set.
[0077] Kpd is represented as follows:

Kpd = Min[3, Max [0, (1 - Vph / Max[Vf, Vfl])]]

[0078] In addition, as depicted by the dotted line, Kpd
= 1 in case of Vph / MAX [|Vf|, Vfl] = 0 may be kept even
when Vph / MAX [|Vf|, Vfl] becomes a negative value.
[0079] Moreover, the pedal offset regenerative torque
Tpdo is "0" when the reverse rotation of the pedal cannot
be detected. On the other hand, when the reverse rotation
of the pedal can be detected, a function for the pedal
offset regenerative torque as illustrated in FIG. 11 is used.
In an example of FIG. 11, when Vph / MAX [|Vf|, Vfl] is
equal to or greater than "0", the pedal offset regenerative
torque Tpdc = 0 is kept, however, when the pedal re-
versely rotates and Vph / MAX [|Vf| , Vfl] becomes neg-
ative, Tpdo monotonously increases according to Vph /
MAX [|Vf|, Vfl] until Vph / MAX[|Vf|, Vfl] becomes "-2" and
Tpdo becomes "2", for example. When Vph / MAX[|Vf|,
Vfl] becomes less than "-2", Tpdo = 2 is kept.
[0080] When the pedal modulation degree Kpd in FIG.
10 is used, it is possible to intentionally apply the regen-
erative brake according to the reverse rotation operation
of the pedal on the downhill road. However, because a
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natural acceleration on a flat area becomes zero or neg-
ative a bit, an output of the acceleration feedback func-
tion, which will be explained below, also becomes zero.
Therefore, it is impossible to apply the regenerative brake
by only a product of the pedal modulation degree and
the output of the acceleration feedback function.
[0081] Then, as another output of the pedal modulation
function computing unit 1302, this pedal offset regener-
ative torque Tpdo is generated. Bydoingso, it is possible
tomake an offset for the automatic regenerative target
torque Tc so as to intentionally strength the regenerative
brake, and even in case of the flat area and the uphill
road, it becomes possible to use the regenerative brake
like a coaster brake.
[0082] Next, the acceleration feedback function calcu-
lating unit 1306 will be explained in detail. FIG. 12 illus-
trates an example of an acceleration feedback function.
In an example of FIG. 12, the horizontal axis represents
the acceleration Af and the vertical axis represents the
output Afb. In the example of FIG. 12, until the acceler-
ation is less than a threshold Afbt, Afb = 0 holds. However,
when the acceleration becomes equal to or greater than
the threshold Afbt, the output Afb increases with a pre-
determined inclination.
[0083] In addition, the acceleration feedback function
as illustrated in FIG. 13 may be employed. In an example
of FIG. 13, until the acceleration Af becomes a first
threshold Afbt1, Afb = 0 holds, however, when the accel-
eration Af exceeds the first threshold Afbt1, Afb increases
with a first inclination, and when Afb exceeds a second
threshold Afbt2, Afb further increases with a second in-
clination. The second inclination is greater than the first
inclination, and when the acceleration becomes greater,
Afb drastically increases, and as a result, a large auto-
matic regenerative torque is set and the regenerative
brake becomes strong.
[0084] The pedal modulation degree Kpd is also mul-
tiplied with the output Afb of the acceleration feedback
function. Therefore, the regenerative braking force for
the acceleration also becomes a value corresponding to
the pedal modulation degree.
[0085] In any case of FIG. 12 and FIG. 13, the accel-
eration is fed back by the final acceleration feedback co-
efficient Kafb = Afb / Af. Therefore, the final acceleration
is suppressed to a 1 / (1 + Kafb) - fold acceleration.
[0086] FIG. 14 illustrates an example of a control mode
in case where this embodiment is implemented. As illus-
trated in (a) of FIG. 14, after a section (1) of the uphill
road, the bicycle runs sections (2) to (6) of a long downhill
road, and after that, the bicycle runs sections (7) to (11)
of a long gentle uphill road.
[0087] As illustrated in (b) of FIG. 14, the pedal torque
of a certain value is kept until the section (2), however,
the pedal torque decreases in the section (3) because of
the downhill road, and the pedal torque becomes zero in
the section (4). The pedal torque increases in the section
(10) because of the uphill road.
[0088] In addition, as illustrated in (c) of FIG. 14, the

front-wheel vehicle speed Vf is identical with the pedal
speed Vph converted by the maximum gear ratio from
the section (1) to the section (3), however, because the
rider does not pedal on the downhill road, Vph decrease
in the section (4), and deviates from the front-wheel ve-
hicle speed Vf.
[0089] Then, as illustrated in (d) of FIG. 14, the pedal
modulation degree Kpd increases from zero in the sec-
tion (4) and reaches "1" in the section (5). Thus, the pedal
modulation degree Kpd smoothly increases.
[0090] In contrast, as illustrated in (e) of FIG. 14, the
acceleration Af increases until the section (2), however,
the acceleration Af decreases in the section (3), and the
acceleration of a certain value is kept in the section (4).
As illustrated in (f) of FIG. 14, the output Afb of the ac-
celeration feedback function varies almost similarly to
the acceleration Af, however, in the section (4), the output
Afb of a certain value is kept, and the pedal modulation
degree Kpd is not "0". Therefore, as illustrated in (h) of
FIG. 14, in the section (4), the automatic regeneration
begins and the output Afb smoothly increases.
[0091] As illustrated in (h) of FIG. 14, because the au-
tomatic regeneration begins from the section (4), the in-
crease of the front-wheel vehicle speed Vf is suppressed
compared with a case in which the automatic regenera-
tion is not performed.
[0092] Even when the increase of the front-wheel ve-
hicle speed Vf is suppressed compared with the case
where the automatic regeneration is not performed, the
front-wheel vehicle speed Vf gradually increases in the
section (5), the front-wheel vehicle speed Vf exceeds the
threshold Vfbt in the section (6) . When the front-wheel
vehicle speed Vf exceeds the threshold Vfbt, the output
Tvfb of the speed feedback function also starts its in-
crease. Therefore, the automatic regeneration increases
as illustrated in (h) of FIG. 14. Therefore, as illustrated
in (c) of FIG. 14, the increase of the front-wheel vehicle
speed Vf is further suppressed. As illustrated in (e) and
(f) o FIG. 14, the acceleration Af and the output Afb of
the acceleration feedback function decrease. When the
acceleration Af is equal to or less than the threshold, the
output Afb of the acceleration feedback function be-
comes zero.
[0093] Shifting to the uphill road in the section (7), the
front-wheel vehicle speed Vf decreases as illustrated in
(c) of FIG. 14, the output Tvfb of the speed feedback
function decreases, and the acceleration Af also de-
creases below zero. The output Afb of the acceleration
feedback function is already zero in the section (6), and
is zero also in the section (7). Moreover, as illustrated in
(g) of FIG. 14, the acceleration is negative, therefore, the
vehicle speed decreases, and the output Tvfb of the
speed feedback function also decreases. Therefore, the
automatic regeneration smoothly decreases.
[0094] Shifting to the section (8), the front-wheel vehi-
cle speed Vf falls below the threshold Vfbt, and the output
Tvfb of the speed feedback function also becomes zero.
Moreover, the automatic regeneration also becomes ze-
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ro.
[0095] Shifting to the section (9), the rider starts pedal-
ing on the uphill road, and when the pedal converted
vehicle speed Vph increases as illustrated in (c) of FIG.
14, the pedal modulation degree Kpd decreases as illus-
trated in (d) of FIG. 14. Shifting to the section (10), as
illustrated in (c) of FIG. 14, the pedal converted vehicle
speed Vph reaches the front-wheel vehicle speed Vf, and
as illustrated in (d) of FIG. 14, the pedal modulation de-
gree Kpd also becomes zero. When the pedal converted
vehicle speed Vph reaches the front-wheel vehicle speed
Vf, the pedal torque increases and the assist is performed
as illustrated in (b) and (h) of FIG. 14. In the section (11),
the assist continues.
[0096] Thus, when the pedal pressure is lost on the
uphill road, flat area or very little downhill road, firstly
coasting is performed, and the automatic regeneration
brake is not applied suddenly. Therefore, there is no ar-
tificiality. At this time there is no relation with the actual
weight.
[0097] Moreover, when the bicycle runs on the downhill
road with a certain inclination or more, the automatic re-
generative braking force is applied while continuously
changing until the pedal rotation stops since the pedal
pressures is lost. Therefore, when the rider appropriately
controls the rotation by himself, it is possible to control
the effect of the automatic regeneration brake moderate-
ly.
[0098] Furthermore, when the pedal rotation sensor
107 that can detect the regular rotation and the reverse
rotation is used, by defining the pedal modulation function
as illustrated in FIG. 10, it is possible to keep the regen-
erative braking force not only when the pedal rotation
stops but also when the pedal rotates reversely, and it is
also possible to actively strengthen the regenerative
braking force on the reverse rotation side. Accordingly,
it is possible to broaden the control range of the regen-
erative braking force by the rider.
[0099] Furthermore, as illustrated in FIG. 11, by gen-
erating the pedal offset regenerative torque Tpdc accord-
ing to the reverse rotation of the pedal and further offset-
ting a product of the output of the speed feedback function
and the pedal modulation degree, it is also possible to
intentionally apply the regenerative braking by an arbi-
trary regenerative brake torque even on the flat area and
the uphill road.
[0100] Furthermore, because no control is performed
that (the estimated standard total mass * the accelera-
tion) is subtracted from (the human force + the motor
driving force), an unpredicted offset, which is caused by
a difference between the standard total mass and the
actual total mass, is not added to the estimation of the
acceleration on the downhill road.
[0101] Also in this embodiment, the standard total ve-
hicle weight is used instead of the actual total vehicle
weight, however, the standard total vehicle weight is used
only for a unit conversion from the regenerative acceler-
ation in the acceleration feedback system to the regen-

erative driving force (i.e. regenerative torque). Therefore,
even if the standard total vehicle weight includes an error
of +/- 20%, the feedback gain (= Kafb) that affects so as
to decrease a substantial inclination merely varies a little.
In other words, the effect of decreasing the inclination
merely varies a little, and the offset for the regenerative
driving force does not occur. Therefore, wrong distinction
between the uphill road and the downhill road never oc-
curs.
[0102] Moreover, after detecting the acceleration on
the downhill road as a result, the braking servo is applied.
Therefore, the regenerative brake is applied only when
the regenerative brake is originally required.
[0103] Moreover, because the minimum selector 1206
restricts so that the automatic regenerative force is al-
ways equal to or less than the braking force of the manual
regenerative brake, an opposite phenomenon does not
occur in which the braking force decreases and the ac-
celeration is reversely made when the manual regener-
ative brake is applied. In addition, it is possible to avoid
a phenomenon in which the regenerative electric power
reversely decreases because the automatic regenerative
braking force becomes too strong.
[0104] Furthermore, it is possible to freely control, on
the downhill road, the regenerative brake that changes
smoothly, automatically and intentionally, and it is also
possible to freely and intentionally control the regenera-
tive brake also on the flat area and the uphill road.
[0105] Summarizing the aforementioned matters, the
regenerative braking force is applied as required in a form
that is not contrary to the rider’s intention and according
to the change of the running environment, the pedaling
state and the speed at that time. Therefore, because
there is no troublesomeness to frequently perform the
braking operation, an opportunity that the regenerative
brake is used instead of the mechanical brake is in-
creased as many as possible and the torque is sup-
pressed to a necessary and sufficient torque less than
the manual regenerative brake, the regenerative efficien-
cy is heightened, and the power consumption from the
battery is saved, and it is possible to extend the assisted
running distance. In addition, a danger that the bicycle
accelerates to excessive speed on the downhill road is
automatically prevented.
[0106] In order to simplify the explanation of the ele-
ments, the speed feedback function is handled, in the
aforementioned explanation, as being independent with
the acceleration feedback function. However, the regen-
erative torque that has the synergistic effect for the speed
and acceleration may be outputted.
[0107] Furthermore, as for a relation between the pedal
modulation function and the speed feedback function or
the acceleration feedback function, a configuration using
a simple product of them was explained above. However,
an integrated function of three inputs of the pedal mod-
ulation function, the speed feedback function and the ac-
celeration feedback function may be used as being a
smooth and effective function.
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[0108] As for such a complex function, a complex ex-
pression may be defined and computed in real time, or
a table that represents a function of three-dimensional
inputs and two dimensional outputs may be stored in ad-
vance in the memory 10211 or the like, and may be ref-
erenced in the real-time to compute interpolation.
[0109] In addition, in the aforementioned example, the
regenerative braking force is controlled according to the
pedal rotation by multiplying the output of the accelera-
tion feedback function and the output of the speed feed-
back function by the pedal modulation degree. However,
the control may be performed in a direction of heightening
the threshold Afbt of the acceleration feedback function
and/or the threshold Vfbt of the speed feedback function
when the pedal rotation speed becomes higher. Moreo-
ver, such threshold control and the multiplication may be
combined, or a different method may be applied to each
of the acceleration feedback function and the speed feed-
back function.

[Embodiment 2]

[0110] As for the automatic regenerative target torque
computing unit 1204, a configuration as illustrated in FIG.
15 may be employed instead of the configuration illus-
trated in FIG. 7.
[0111] The automatic regenerative target torque com-
puting unit 1204 relating to this embodiment has a vehicle
speed converter 1301, a pedal modulation function com-
puting unit 1302, a first speed feedback function calcu-
lating unit 1303, a multiplier 1304, an adder 1305, a first
acceleration feedback function calculating unit 1306, a
multiplier 1307, a multiplier 1308, an acceleration feed-
back filter 1310, an adder 1315, a second speed feed-
back function calculating unit 1320, a second accelera-
tion feedback function calculating unit 1321, a first slew
rate limitter 1322, a second slew rate limitter 1323, an
adder 1326, an additional regeneration control unit 1324
and a multiplier 1325.
[0112] Moreover, the acceleration feedback filter 1310
is a primary IIR (Infinite Impulse Response) - LPF (Low
Pas Filter), for example, and has an adder 1311, a mul-
tiplier 1312, an adder 1313 and a delay unit (1/Zf) 1314.
[0113] Elements to which the same reference number
is attached have the same function. In other words, the
first speed feedback function calculating unit 1303 has
the same function as that of the speed feedback function
calculating unit 1303 in the first embodiment. In addition,
the first acceleration feedback function calculating unit
1306 has the same function as that of the acceleration
feedback function calculating unit 1306 in the first em-
bodiment.
[0114] A difference with the automatic regenerative
target torque computing unit 1204 relating to the first em-
bodiment in FIG. 7 is (A) a point that, by introducing the
second speed feedback function calculating unit 1320,
the feedback is performed in accordance with the speed
without any relationship with the pedal modulation de-

gree Kpd2, and then the addition is performed by the
adder 1305.
[0115] The second speed feedback function will be ex-
plained by using FIG. 16, for example. As illustrated in
FIG. 16, the horizontal axis represents the speed Vf, and
the vertical axis represents an output value of the speed
feedback function. The first speed feedback function lin-
early increases with a first inclination when the speed
exceeds the threshold Vfbt1, however, the second speed
feedback function linearly increases with a second incli-
nation when the speed exceeds the threshold Vfbt2 that
is greater than the threshold Vfbt1. It is preferable that
the second inclination is greater than the first inclination.
Thus, when the speed is greater than the threshold Vfbt2,
the large regeneration brake is applied, because the
safety has to be considered.
[0116] Furthermore, another difference with the auto-
matic regenerative target torque computing unit 1204 re-
lating to the first embodiment in FIG. 7 is (B) a point that,
by introducing the second acceleration feedback function
calculating unit 1321, the feedback is performed in ac-
cordance with the acceleration without any relationship
with the pedal modulation degree Kpd2, and the addition
to the output of the multiplier 1307 is performed by the
adder 1326.
[0117] The second acceleration feedback function cal-
culating unit 1321 will be explained by using FIG.17. As
illustrated in FIG.17, the horizontal axis represents the
acceleration Af, and the vertical axis represents the out-
put value of the acceleration feedback function. The first
acceleration function linearly increases with a first incli-
nation when the acceleration exceeds the threshold
Afbt1,however, the second acceleration feedback func-
tion linearly increases with a second inclination when the
acceleration exceeds the threshold Afbt2 that is greater
than the threshold Afbt1. It is preferable that the second
inclination is greater than the first inclination. Thus, when
the acceleration is greater than the threshold Afbt2, the
large regenerative brake is applied, because the safety
has to be considered.
[0118] Thus, in this embodiment, in addition to an el-
ement that the suppression of the speed and acceleration
is controlled according to the rider’s intention, the sup-
pression of them is prioritized regardless of the rider’s
intention when the bicycle runs at higher acceleration or
higher speeds. Therefore, keeping the safety speed is
prioritized on very high acceleration, in other words, on
a steep downhill road or at high speeds.
[0119] Furthermore, another difference with the auto-
matic regenerative target torque computing unit 1204 re-
lating to the first embodiment in FIG. 7 is (C) a point that
the pedal modulation degree Kpd1 that is an output of
the pedal modulation function computing unit 1302 is in-
putted into the first slew rate limitter 1322, and the pedal
offset regenerative torque Tpdo1 is inputted to the sec-
ond slew rate limitter 1323.
[0120] The automatic regenerative braking force is
continuously changed according to the change of the
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pedal speed, however, when the rotation of the pedal is
suddenly stopped by the rider’ s intention, the regener-
ative brake is suddenly applied. In order to prevent the
shock of this regenerative brake, the slew rate restriction
of the pedal modulation degree and the pedal offset re-
generative torque is set.
[0121] These slew rate limitters have an asymmetric
characteristic of the slew rate restriction, in which the
change is slow in an increasing direction and the change
is rapid in a decreasing direction, in order to release the
brake relatively immediately without disturbing the pe-
daling when the pedaling begins.
[0122] Furthermore, another difference with the auto-
matic regenerative target torque computing unit 1204 re-
lating to the first embodiment in FIG. 7 is (D) a point that,
by introducing the additional regeneration control unit
1324, the multiplier 1325 multiplies the output of the
adder 1315 by a regeneration additional rate.
[0123] In the additional regeneration control unit 1324,
the first addition function calculating unit 1401 calculates
an additional rate by using a first addition function ac-
cording to the battery voltage inputted from the AD input
unit 1029, as illustrated in FIG. 18, for example.
[0124] FIG. 19 illustrates an example of the first addi-
tion function. In FIG. 19, the horizontal axis represents
the battery voltage, and the vertical axis represents the
additional rate. In this example, in case of full charge, the
battery voltage is Vref3 (= 30V), and when the power
supply is performed, the battery voltage gradually goes
down and becomes a reference voltage Vref2 (=22V) for
low remaining charge. The additional rate is "1" until this
reference voltage Vref2 for the low remaining charge,
and the addition of the regeneration amount is not per-
formed. When the battery voltage falls below Vref2, the
additional rate linearly increases until the additional rate
becomes "2", for example, at 21V. The additional rate is
fixed to be "2" when the battery voltage is equal to or
lower than 21V, however, because the discharge is
stopped when the battery voltage becomes a stop volt-
age Vref1 (= 20V), the additional rate is effective when
the battery voltage is equal to or higher than Vref1.
[0125] FIG. 20 illustrates an example of temporal
change of the battery remaining charge in case where
the control of the additional regeneration is performed,
for example. In an example of FIG. 20, the vertical axis
represents the battery remaining charge (%) and the hor-
izontal axis represents a utilization time. The thick line
represents temporal change of the battery remaining
charge, and it is assumed that the battery remaining
charge 20% corresponds to the reference voltage Vref2
for the low remaining charge. In the example of FIG. 20,
in the first charging cycle, the battery is forcibly charged
from an external power supply before the battery remain-
ing charge becomes 20%, therefore, there is no influence
to the additional regeneration. In the second and third
charging cycles, the charging is not performed until the
battery remaining charge falls below 20%, however, the
additional regeneration is performed in a state where the

battery remaining charge falls below 20%. Therefore,
compared with a case where the additional regeneration
is not performed, a time until the battery remaining charge
becomes 0% becomes long. Thus, it is possible to extend
a running distance.
[0126] In addition, the additional regeneration control
unit 1324 may have a configuration as illustrated in FIG.
21, for example.
[0127] The additional regeneration control unit 1324
has an adder 1410, an asymmetric gain multiplier 1411,
an adder 1412, an upper-and-lower limit clipping unit
1413, a delay unit (1/Zc) 1414 and a second addition
function calculating unit 1415.
[0128] The adder 1410 calculates (the reference volt-
age Vref2 for the low remaining charge - the battery volt-
age) for each time when the forcible charge from the ex-
ternal power supply is performed. The asymmetric gain
multiplier 1411 asymmetrically multiplies a gain, for ex-
ample, when the output of the adder 1410 is positive, 0.1
is multiplied, and the output of the adder 1410 is negative,
0.01 is multiplied. In other words, when (the reference
voltage Vref2 for the low remaining charge - the battery
voltage) is positive, the battery voltage is lower than the
reference voltage Vref2 for the low remaining charge,
and a shortage of the battery remaining charge has oc-
curred. Therefore, a large gain is multiplied.
[0129] The adder 1412, the upper-and-lower limit clip-
ping unit 1413 and the delay unit 1414 make a long-term
accumulation loop, which is a loop to accumulate one
sample for each time when the forcible charging is per-
formed from the external power supply. The adder 1412
adds an accumulated correction value VLS that is an
output of the delay unit 1414 and the output of the asym-
metric gain multiplier 1411. The upper-and-lower limit
clipping unit 1413 clips the output of the adder 1412 to a
range from the upper limit 2V to the lower limit 0V, for
example.
[0130] The second addition function calculating unit
1415 calculates a value of the addition function as illus-
trated in FIG. 22 using, as inputs, the battery voltage and
the accumulated correction value VLS. More specifically,
additional rates as illustrated in FIG. 22 are calculated.
In an example of FIG. 22, in case of VLS = 0 (V * sample),
a curve as illustrated in FIG. 19 is drawn, however, in
case of VLS = 1 (V * sample), a curve of VLS = 1 (V *
sample) in FIG. 22 is drawn. In other words, a curve is
employed in which 1.5 is set as the regeneration addi-
tional rate when the battery voltage is Vref3 to Vref2, and
when the battery voltage becomes equal to or less than
Vref2, the regeneration additional rate linearly increases
until the regeneration additional rate becomes "2" at the
battery voltage = 21V. Furthermore, in case of VLS = 2
(V * sample), "2" is always set as the regeneration addi-
tional rate. Other values of VLS are obtained by the in-
terpolation.
[0131] FIG. 23 illustrates an example of temporal
change of the battery remaining charge in case where
such a configuration is employed. In an example of FIG.
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23, when an operation is repeated that the forcible charg-
ing from the external power supply is not performed until
the battery remaining charge falls below the battery re-
maining charge 20%, which corresponds to the reference
voltage for the low remaining charge, the accumulated
correction value VLS gradually increases. Therefore, the
regeneration additional rate increases early. Then, the
decrease of the battery remaining charge diminishes and
when the forcible charging from the external power sup-
ply is performed at similar intervals, the charging from
the external power supply is performed when the battery
remaining charge is about 20%.
[0132] Bydoingso, when VLS is great, inotherwords,
when the forcible charging from the external power sup-
ply is not chronically performed in case of no additional
regeneration, until the battery remaining charge dimin-
ishes, the regeneration additional rate is increased from
a timing of the full charging, and the strength of the re-
generation is increased. Therefore, the control is per-
formed so that an average power consumption rate is
initially suppressed and the shortage of the battery re-
maining charge hardly occurs.
[0133] In the aforementioned example, the regenera-
tion additional rate is multiplied. However, a value corre-
sponding to the regeneration additional rate may be add-
ed, or both of the addition and multiplication may be ap-
plied.
[0134] Although embodiments of this invention were
explained above, these are mere examples. Therefore,
it is possible to make various changes along the afore-
mentioned points.
[0135] There are plural computation methods for real-
izing the aforementioned functions, and any of methods
may be employed.
[0136] Moreover, a portion of the computing unit 1021
may be implemented by dedicated circuits or the afore-
mentioned function may be implemented by executing
program by a microprocessor.
[0137] Furthermore, the front-wheel vehicle speed Vf
is merely used, because the vehicle speed measured by
the front-wheel in the aforementioned example repre-
sents the vehicle speed, and another method may be
used if the vehicle speed can be measured. In addition,
in the above explanation, the pedal speed converted by
the maximum gear ratio is used, however, there is a case
where the bicycle has no gear. Therefore, in such a case,
the pedal speed converted by the gear ratio "1" is used.
Anyway, any method for calculating the pedal speed may
be employed. Furthermore, in the above explanation, the
coincidence degree is used, however, another value,
which represents a relationship between the vehicle
speed and the pedal-rotation converted speed may be
used.
[0138] Furthermore, in the aforementioned embodi-
ments, a duty ratio corresponding to the front-wheel ve-
hicle speed Vf and a duty ratio corresponding to the pedal
torque and regenerative torque are added to output a
PWM code to the motor driving timing generator 1026.

However, as illustrated in FIG. 24, this invention can be
applied to a current-feedback type torque driving method.
In FIG. 24, the same reference numbers are attached to
the same elements as these in FIG. 3. In other words,
elements up to the output controller 1212 are identical.
The output of the output controller 1212 is inputted into
an adder 1602 together with a torque obtained by con-
verting the motor current that flows, for example, in the
FET bridge 1030 by a torque converter 1601, and the
adder 1602 calculates a torque to be generated, from
{(the output of the output controller 1212) - (the torque
from the torque converter 1601)}. Then, the output of the
adder 1602 is inputted and processed in a loop filter 1603
with a loop gain, which includes a gain for the torque
servo and a response adjustment filter, and the PWM
code generator 1218 generates a PWM code by multi-
plying the output of the loop filter 1603 by the reference
voltage (e.g. 24V) / the battery voltage. The PWM code
is outputted to the motor driving timing generator 1026.

Description of Symbols

[0139]

105 motor
1030 FET bridge
1020 control device
106 operation panel
104 brake sensor
103 torque sensor
108 thermistor
107 pedal rotation sensor
101 secondary battery
1021 computing unit
1022 pedal rotation input unit
1023 temperature input unit
1024 vehicle speed input unit
1025 variable delay circuit
1026 motor driving timing generator
1027 torque input unit
1028 brake input unit
1029 AD input unit
10211 memory

Claims

1. A motor driving control apparatus, comprising:

a driving unit that drives a motor; and
a regeneration control unit that controls the driv-
ing unit so as to generate a regenerative braking
force in accordance with a vehicle acceleration,
a vehicle speed and a pedal-rotation converted
speed that is obtained from a pedal rotation.

2. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit cor-
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rects a regenerative braking force that corresponds
to at least one of the vehicle speed and the vehicle
acceleration according to a coincidence degree of
the pedal-rotation converted speed with respect to
the vehicle speed.

3. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit con-
trols the driving unit so as to linearly or accumula-
tively increase the regenerative braking force when
the vehicle acceleration increases.

4. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit con-
trols the driving unit so as to increase the regenera-
tive braking force when the vehicle speed increases.

5. The motor driving control apparatus as set forth in
claim 2, wherein the regeneration control unit per-
forms correction so that the regenerative braking
force that corresponds to at least one of the vehicle
speed and the vehicle acceleration increases, when
the coincidence degree decreases.

6. The motor driving control apparatus as set forth in
claim 2, wherein the regeneration control unit per-
forms control so that the coincidence degree de-
creases in accordance with a pedal-rotation convert-
ed speed in a reverse rotation direction or so that a
correction degree of the regenerative braking force
in a state where a pedal rotation stops is kept, when
the pedal rotation is reversely performed.

7. The motor driving control apparatus as set forth in
claim 1, wherein the pedal-rotation converted speed
is calculated based on a maximum gear ratio of se-
lectable gear ratios.

8. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit per-
forms correction so as to increase the regenerative
braking force by using an offset value that corre-
sponds to a pedal-rotation converted speed in a re-
verse rotation direction, when the pedal rotation is
reversely performed.

9. The motor driving control apparatus as set forth in
claim 2, wherein the regeneration control unit con-
trols the driving unit so as to further increase the
regenerative braking force in accordance with the
vehicle acceleration regardless of the coincidence
degree, when the vehicle acceleration is equal to or
greater than a predetermined value.

10. The motor driving control apparatus as set forth in
claim 2, wherein the regeneration control unit con-
trols the driving unit so as to further increase the
regenerative braking force in accordance with the

vehicle speed regardless of the coincidence degree,
when the vehicle speed is equal to or greater than a
predetermined value.

11. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit re-
stricts the regenerative braking force to be equal to
or less than a regenerative braking force determined
based on a regenerative efficiency.

12. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit con-
trols the driving unit so as to increase the regenera-
tive braking force when an output voltage of a battery
for the motor falls.

13. The motor driving control apparatus as set forth in
claim 1, wherein the regeneration control unit sets a
steady correction amount of the regenerative brak-
ing force according to tendency of change of an out-
put voltage of a battery for the motor, and controls
the driving unit so as to generate a regenerative brak-
ing force corrected by the correction amount.

14. The motor driving control apparatus asset forth in
claim 1, wherein the regeneration control unit re-
stricts the regenerative braking force to be equal to
or less than a regenerative braking force obtained
when regenerative braking by a manual operation is
performed.
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