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Description

TECHNICAL FIELD

[0001] The present invention relates to a coast stop
vehicle.

BACKGROUND ART

[0002] Conventionally, it is disclosed in
JP2010-164143A to automatically stop fuel injection into
an engine and zero the rotation speed of the engine
(hereinafter, referred to as "coast stop") when a prede-
termined deceleration state is reached during vehicle
running and a predetermined condition is satisfied. A
coast stop vehicle disclosing all the features of claims 1
and 9 is known from US2004/0029677.

SUMMARY OF INVENTION

[0003] Since an engine is stopped while a coast stop
control is executed, an oil pump to which a part of the
rotation of the engine is transmitted and which discharges
oil is also stopped. Thus, a slip may occur in a power
transmission unit such as a clutch, for example, due to
a reduction in a hydraulic pressure of the power trans-
mission unit.
[0004] If a re-acceleration request is made by a driver
and the predetermined condition is no longer satisfied
while the coast stop control is executed, the coast stop
control is finished and the engine is restarted. At this time,
if there is a slip in the power transmission unit, a shock
occurs due to re-engagement of the power transmission
unit. Thus, the power transmission unit is preferably en-
gaged while the coast stop control is executed.
[0005] Further, by setting a maximally wide coast stop
execution region under each predetermined condition,
the coast stop control is executed in a relatively early
stage after a coast state is reached, whereby fuel econ-
omy can be improved.
[0006] However, if the coast stop execution region is
set to be too wide, a hydraulic pressure lower than a set
hydraulic pressure is supplied to the power transmission
unit and the hydraulic pressure supplied to the power
transmission unit becomes insufficient due to variations
of components and variations of sensor detection values.
Thus, a slip may occur in the power transmission unit
while the coast stop control is executed.
[0007] It is also possible to set a narrow coast stop
execution region so that no slip occurs in the power trans-
mission unit, but fuel economy cannot be improved in
this case.
[0008] The present invention was developed to solve
such problems and aims to improve fuel economy and
suppress the occurrence of a slip in a power transmission
unit by maximally widening a coast stop execution region.
[0009] A coast stop vehicle according to a certain as-
pect of the present invention includes power transmission

means provided between a drive source and drive
wheels, drive source automatic stop means configured
to stop the drive source during vehicle running when a
value indicating a driving state of the vehicle is in a drive
source stop permission region, slip determination means
configured to determine whether or not there is a slip in
the power transmission means while the drive source is
stopped by the drive source automatic stop means, and
a changer means configured to narrow the drive source
stop permission region when the occurrence of the slip
in the power transmission means was determined by the
slip determination means.
[0010] According to this aspect, if a slip occurs in the
power transmission means while the drive source is
stopped during vehicle running, a drive source automatic
stop condition is changed to suppress the stop of the
drive source more than in the currently set drive source
stop permission region. Thus, fuel economy can be im-
proved and a slip in the power transmission means can
be suppressed.

BRIEF DESCRIPTION OF DRAWINGS

[0011]

FIG. 1 is a schematic configuration diagram of a
coast stop vehicle according to a first embodiment,
FIG. 2 is a schematic configuration diagram of a con-
troller of the first embodiment,
FIG. 3 is a flow chart showing a coast stop control
of the first embodiment,
FIG. 4 is a map showing a relationship between slip
amount and decrement of a coast stop starting ve-
hicle speed,
FIG. 5 is a map showing a relationship between ro-
tation speed of a turbine shaft and reaction force
received by the turbine shaft,
FIG. 6 is a time chart when the coast stop control of
the first embodiment is executed,
FIG. 7 is a flow chart showing a coast stop control
of a second embodiment,
FIG. 8 is a map showing a relationship between slip
amount and reduction amount of an oil temperature
range,
FIG. 9 is a map showing a relationship between oil
temperature and dischargeable pressure of an elec-
trical oil pump,
FIG. 10 is a time chart when the coast stop control
of the second embodiment is executed,
FIG. 11 is a flow chart showing a coast stop control
of a third embodiment, and
FIG. 12 is a map showing a relationship between slip
amount and speed ratio change amount.

DESCRIPTION OF EMBODIMENTS

[0012] Hereinafter, embodiments of the present inven-
tion are described with reference to the accompanying
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drawings. It should be noted that, in the following descrip-
tion, a "speed ratio" of a certain transmission mechanism
is a value obtained by dividing an input rotation speed of
this transmission mechanism by an output rotation speed
thereof. Further, a "lowest speed ratio" is a maximum
speed ratio of this transmission mechanism used such
as at the time of starting a vehicle. A "highest speed ratio"
is a minimum speed ratio of this transmission mecha-
nism.
[0013] FIG. 1 is a schematic configuration diagram of
a coast stop vehicle according to the embodiments of the
present invention. This vehicle includes an engine 1 as
a drive source, and output rotation of the engine 1 is
transmitted to drive wheels 7 via a torque converter 2
with a lock-up clutch 2a, a first gear train 3, a continuously
variable transmission (hereinafter, merely referred to as
a "transmission 4"), a second gear train 5 and a final
speed reducer 6. The second gear train 5 includes a park-
ing mechanism 8 for mechanically and unrotatably lock-
ing an output shaft of the transmission 4 in a parked state.
[0014] The transmission 4 includes a mechanical oil
pump 10m to which the rotation of the engine 1 is input
and which is driven by utilizing a part of power of the
engine 1 and an electrical oil pump 10e which is driven
upon receiving the supply of power from a battery 13.
The electrical oil pump 10e is composed of an oil pump
main body and an electric motor and motor driver for
driving and rotating this oil pump main body, and can
control an operating load to an arbitrary load or in multiple
steps. Further, the transmission 4 includes a hydraulic
control circuit 11 for adjusting a hydraulic pressure (here-
inafter, referred to as a "line pressure PL") from the me-
chanical oil pump 10m or the electrical oil pump 10e and
supplying the adjusted hydraulic pressure to each com-
ponent of the transmission 4.
[0015] The transmission 4 includes a belt type contin-
uously variable transmission mechanism (hereinafter, re-
ferred to as a "variator 20") and a sub-transmission mech-
anism 30 provided in series with the variator 20. "To be
provided in series" means that the variator 20 and the
sub-transmission mechanism 30 are provided in series
in a power transmission path from the engine 1 to the
drive wheels 7. The sub-transmission mechanism 30
may be directly connected to an output shaft of the var-
iator 20 as in this example or may be connected via an-
other transmission or power transmission mechanism (e.
g. gear train). Alternatively, the sub-transmission mech-
anism 30 may be connected before (at input shaft side
of) the variator 20.
[0016] The variator 20 includes a primary pulley 21, a
secondary pulley 22 and a V-belt 23 mounted between
the pulleys 21 and 22. Each of the pulleys 21, 22 includes
a fixed conical plate 21a, 22a, a movable conical plate
21b, 22b arranged with a sheave surface faced toward
the fixed conical plate 21a, 22a and forming a V-groove
between the fixed conical plate 21a, 22a and the movable
conical plate 21b, 22b, and a hydraulic cylinder 23a, 23b
provided on the back surface of this movable conical plate

21b, 22b for displacing the movable conical plate 21b,
22b in an axial direction. When hydraulic pressures sup-
plied to the hydraulic cylinders 23a, 23b are adjusted,
the widths of the V-grooves change to change contact
radii of the V-belt 23 and the respective pulleys 21, 22,
whereby a speed ratio of the variator 20 continuously
changes.
[0017] A pressure receiving area of the hydraulic cyl-
inder 23a of the primary pulley 21 is preferably large so
as to have a large torque capacity even if the hydraulic
pressure supplied to the hydraulic cylinder 23a of the
primary pulley 21 is low. The primary pulley 21 and the
secondary pulley 22 are so provided that the pressure
receiving area of the primary pulley 21 is larger than that
of the secondary pulley 22.
[0018] The sub-transmission mechanism 30 is a trans-
mission mechanism with two forward speeds and one
reverse speed. The sub-transmission mechanism 30 in-
cludes a Ravigneaux-type planetary gear mechanism 31
in which carriers of two planetary gears are coupled, and
a plurality of frictional engagement elements (low brake
32, high clutch 33, reverse brake 34) which are connected
to a plurality of rotation elements constituting the
Ravigneaux-type planetary gear mechanism 31 to
change coupled states of these rotation elements. If a
supply hydraulic pressure to each frictional engagement
element 32 to 34 is adjusted to change engaged and
released states of each frictional engagement element
32 to 34, a gear position of the sub-transmission mech-
anism 30 is changed.
[0019] For example, the sub-transmission mechanism
30 is set to a first gear position if the low brake 32 is
engaged and the high clutch 33 and the reverse brake
34 are released. The sub-transmission mechanism 30 is
set to a second gear position with a gear ratio smaller
than in the first gear position if the high clutch 33 is en-
gaged and the low brake 32 and the reverse brake 34
are released. Further, the sub-transmission mechanism
30 is set to a reverse gear position if the reverse brake
34 is engaged and the low brake 32 and the high clutch
33 are released.
[0020] Each of the frictional engagement elements 32
to 34 is provided before or after the variator 20 on the
power transmission path. Power transmission of the
transmission 4 is enabled if any one of the frictional en-
gagement elements 32 to 34 is engaged while being dis-
abled if all the frictional engagement elements 32 to 34
are released.
[0021] The hydraulic control circuit 11 is composed of
a plurality of flow passages and a plurality of hydraulic
control valves. In accordance with a transmission control
signal from a controller 12, the hydraulic control circuit
11 controls the plurality of hydraulic control valves to
switch supply paths of the hydraulic pressure, prepares
a necessary hydraulic pressure from a hydraulic pressure
produced by the mechanical oil pump 10m or the elec-
trical oil pump 10e, and supplies this hydraulic pressure
to each component of the transmission 4. In this way, the
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speed ratio of the variator 20 and the gear position of the
sub-transmission mechanism 30 are changed to shift the
transmission 4.
[0022] The controller 12 is a controller for controlling
the engine 1 and the transmission 4 in a comprehensive
manner and composed of an input interface 123, an out-
put interface 124, an input signal arithmetic unit 121, a
clutch slip detection unit 122, an electrical oil pump in-
struction arithmetic unit 126, a control unit 120, and a
bus 125 which connects these components to each other
as shown in FIG. 2. The controller 12 is composed of a
CPU, a ROM, a RAM and the like, and functions of the
controller 12 are fulfilled by the CPU reading a program
stored in the ROM.
[0023] To the input interface 123 are input an output
signal of an accelerator pedal opening sensor 41 for de-
tecting an accelerator pedal opening APO which is an
operated amount of an accelerator pedal, an output sig-
nal of a rotation speed sensor 42 for detecting an input
rotation speed of the transmission 4, an output signal of
a rotation speed sensor 48 for detecting an output rotation
speed of the transmission 4, an output signal of a vehicle
speed sensor 43 for detecting a vehicle speed VSP, an
output signal of a line pressure sensor 44 for detecting
a line pressure PL, an output signal of an inhibitor switch
45 for detecting the position of a select lever, an output
signal of a brake fluid pressure sensor 46 for detecting
a brake fluid pressure, an output signal of a G-sensor 47
for detecting an acceleration or deceleration of the vehi-
cle, an output signal of an oil temperature sensor 49 and
like output signals.
[0024] The input signal arithmetic unit 121 calculates
a rotation speed of the sub-transmission mechanism 30
on the side of the drive wheels 7 (hereinafter, referred to
as a "first rotation speed") from the output signal of the
vehicle speed sensor 43 and calculates a rotation speed
of the sub-transmission mechanism 30 on the engine
side (hereinafter, referred to as a "second rotation
speed") from the output signal of the rotation speed sen-
sor 48.
[0025] The control unit 120 is connected to the input
interface 123, the input signal arithmetic unit 121 and the
like and controls the vehicle including these. The control
unit 120 applies various arithmetic processings to various
signals input via the input interface 123 to generate a
transmission control signal and the like, and outputs the
generated signals to the hydraulic control circuit 11 and
the engine 1 via the output interface 124.
[0026] The control unit 120 executes a coast stop con-
trol described below to suppress a fuel consumption
amount and improve fuel economy.
[0027] The coast stop control is a control for suppress-
ing the fuel consumption amount by automatically stop-
ping the engine 1 while the vehicle is running in a low
speed range. The coast stop control is common to a fuel-
cut control performed when an accelerator is off in that
fuel supply to the engine 1 is stopped, but differs there-
from in that the power transmission path between the

engine 1 and the drive wheels 7 is cut off to completely
stop the rotation of the engine 1 by releasing the lock-up
clutch.
[0028] In executing the coast stop control, the control
unit 120 first judges, for example, coast stop conditions
a to f listed below. These conditions are, in other words,
conditions for judging whether or not a driver has an in-
tention to stop the vehicle.

a: Accelerator pedal is not depressed at all (accel-
erator pedal opening APO = 0).
b: Brake pedal is depressed (brake fluid pressure is
not lower than a predetermined value).
c: Vehicle speed is a predetermined coast stop start-
ing vehicle speed or lower.
d: Lock-up clutch 2a is released.
e: Oil temperature is in a predetermined oil temper-
ature range.
f: Speed ratio of the variator 20 is in a predetermined
speed ratio region.

[0029] When all of these coast stop conditions are sat-
isfied, the control unit 120 executes the coast stop con-
trol.
[0030] The predetermined speed ratio region of the
coast stop condition f is a region between a first prede-
termined speed ratio and a second predetermined speed
ratio larger (lower side) than the first predetermined
speed ratio. The second predetermined speed ratio is,
for example, lowest. The first predetermined speed ratio
is set so as not to impair vehicle drivability when the coast
stop control is finished or canceled and the vehicle is
accelerated again thereafter. If the speed ratio can be
set to be, for example, lowest during the coast stop con-
trol, the first predetermined speed ratio may be highest.
[0031] When the coast stop control is executed, a hy-
draulic pressure necessary for the high clutch 33, the
variator 20 and the like is generated by the electrical oil
pump 10e since the rotation of the engine 1 is completely
stopped. A discharge pressure of the electrical oil pump
10e is calculated by the electrical oil pump instruction
arithmetic unit 126 and a drive signal for the electrical oil
pump 10e is output based on the calculated discharge
pressure. The electrical oil pump 10e is controlled based
on the drive signal.
[0032] If the coast stop control is started in an early
stage, an automatic stop time of the engine 1 becomes
longer and fuel economy can be improved. For example,
if the coast stop starting vehicle speed is high, a coast
stop execution region (drive source stop permission re-
gion) relating to the vehicle speed is wide. Even if the
other coast stop conditions are the same, the coast stop
control is started in a relatively early stage, the automatic
stop time of the engine 1 becomes longer and fuel econ-
omy can be improved.
[0033] However, even if the electrical oil pump 10e dis-
charges oil based on the drive signal, an actual discharge
pressure may be lower than a set discharge pressure
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due to a variation in a dischargeable pressure of the elec-
trical oil pump 10e. If the coast stop execution region is
widened, a hydraulic pressure shortage may occur during
the coast stop control and a slip may occur in the high
clutch 33 in the coast stop vehicle including the electrical
oil pump 10e with a low dischargeable pressure. Con-
ventionally, a coast stop execution region of each coast
stop condition is set within such a range as not to cause
a slip in the high clutch 33. That is, the coast stop con-
ditions are so set as not to cause a slip in the high clutch
33 despite a variation in the dischargeable pressure of
the electrical oil pump 10e or the like.
[0034] In the present embodiment, the coast stop ex-
ecution region is set to be wider than the conventional
coast stop execution region to improve fuel economy.
Specifically, fuel economy is improved by setting an initial
value of the coast stop starting vehicle speed to be higher
than a conventional coast stop starting vehicle speed.
[0035] Then, a state of the high clutch 33 is detected
by the clutch slip detection unit 122. If a slip occurs in the
high clutch 33, the control unit 122 sets a lower coast
stop starting vehicle speed in the next and subsequent
coast stop controls to narrow the coast stop execution
region relating to the vehicle speed, thereby suppressing
the occurrence of a slip in the high clutch 33.
[0036] Next, the coast stop control of the present em-
bodiment is described using a flow chart of FIG. 3.
[0037] In Step S100, the control unit 120 determines
whether or not the coast stop control is in execution. The
control unit 120 proceeds to Step S101 if the coast stop
control is in execution while finishing this control unless
the coast stop control is in execution.
[0038] In Step S101, the control unit 120 detects the
first rotation speed based on a signal from the vehicle
speed sensor 43.
[0039] In Step S102, the control unit 120 detects the
second rotation speed based on a signal from the rotation
speed sensor 48.
[0040] In Step S103, the clutch slip detection unit 122
calculates a slip amount of the high clutch 33. Specifical-
ly, the clutch slip detection unit 122 calculates a rotation
speed difference in the high clutch 33 based on the first
rotation speed detected in Step S101, the second rotation
speed detected in Step S102 and speed ratios in the
second gear train 5 and the high clutch 33.
[0041] In Step S104, the clutch slip detection unit 122
determines whether or not there is a slip in the high clutch
33 based on the slip amount of the high clutch 33 calcu-
lated in Step S103. Specifically, the clutch slip detection
unit 122 determines the occurrence of a slip in the high
clutch 33 if a current rotation speed difference in the high
clutch 33 is larger than a rotation speed difference in the
high clutch 33 when the slip amount of the high clutch 33
is zero, i.e. there is no slip. The clutch slip detection unit
122 proceeds to Step S 105 if there is a slip in the high
clutch 33 while finishing this control if there is no slip in
the high clutch 33.
[0042] In Step S105, the control unit 120 calculates a

decrement of the coast stop starting vehicle speed using
a map shown in FIG. 4 based on the slip amount of the
high clutch 33.
[0043] During the coast stop control, the lock-up clutch
2a is released, the torque converter 2 is in a converter
state and the engine 1 is stopped. Although the rotation
of the drive wheels 7 is transmitted to a turbine shaft of
the torque converter 2, the turbine shaft receives a reac-
tion force since the engine 1 is stopped. The reaction
force received by the turbine shaft increases with an in-
crease in the rotation speed (vehicle speed) of the turbine
shaft as shown in FIG. 5. FIG. 5 is a map showing a
relationship between the rotation speed of the turbine
shaft and the reaction force received by the turbine shaft.
As the reaction force received by the turbine shaft in-
creases, a hydraulic pressure necessary to engage the
high clutch 33 so that a slip does not occur in the high
clutch 33 increases. During the coast stop control, the
hydraulic pressure necessary to engage the high clutch
33 is generated by the electrical oil pump 10e and the
discharge pressure of the electrical oil pump 10e needs
to be increased as the rotation speed of the turbine shaft
increases.
[0044] However, if the dischargeable pressure of the
electrical oil pump 10e is low due to variations of com-
ponents or the like, the hydraulic pressure necessary to
prevent the occurrence of a slip in the high clutch 33 may
not be supplied from the electrical oil pump 10 to the high
clutch 33.
[0045] Accordingly, the control unit 120 calculates the
decrement of the coast stop starting vehicle speed based
on the slip amount of the high clutch 33 if the slip occurs
in the high clutch 33.
[0046] In Step S106, the control unit 120 sets a vehicle
speed obtained by subtracting the decrement of the coast
stop starting vehicle speed calculated in Step S105 from
the currently set coast stop starting vehicle speed as a
new coast stop starting vehicle speed.
[0047] In this way, the next and subsequent coast stop
controls are executed when the vehicle speed is equal
to or lower than the newly set coast stop starting vehicle
speed and the other coast stop conditions are satisfied.
That is, the coast stop execution region relating to the
vehicle speed becomes narrower from the next time on.
Thus, the coast stop control is not executed and the en-
gine 1 is driven at the vehicle speed at which the slip
occurred in the high clutch 33 this time. Since the hy-
draulic pressure is generated by the mechanical oil pump
10m due to the drive of the engine 1 and the high clutch
33 is engaged by this hydraulic pressure, the occurrence
of a slip in the high clutch 33 is suppressed.
[0048] In Step S107, the control unit 120 finishes the
coast stop control.
[0049] As described above, by reducing the coast stop
starting vehicle speed if a slip occurs in the high clutch
33 during the coast stop control, the rotation speed of
the turbine shaft is reduced in the next and subsequent
coast stop controls and a slip of the high clutch 33 can
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be suppressed.
[0050] It should be noted that the control unit 120 stores
the newly set coast stop starting vehicle speed until an
ignition switch is turned off. This can prevent the coast
stop control from being executed at the vehicle speed at
which the slip occurred in the high clutch 33 and suppress
the occurrence of a slip in the high clutch 33.
[0051] Further, the control unit 120 does not set a new
coast stop starting vehicle speed even if a slip is detected
in the high clutch 33 during the coast stop control when
a deceleration of the vehicle is higher than a predeter-
mined deceleration indicating sudden deceleration. If a
new coast stop starting vehicle speed is set to prevent
the occurrence of a slip when the vehicle is suddenly
decelerated, the coast stop execution region is minimized
and fuel economy cannot be improved. Thus, the new
coast stop starting vehicle speed is not set if the decel-
eration of the vehicle is higher than the predetermined
deceleration indicating sudden deceleration. As a result,
fuel economy can be improved without unnecessarily
narrowing the coast stop execution region relating to the
vehicle speed.
[0052] Next, a time chart in the case of executing the
coast stop control is described using FIG. 6. In FIG. 6,
an engine rotation speed is shown in chain double-
dashed line, the rotation speed of the turbine shaft in
dashed-dotted line, the first rotation speed in solid line,
the second rotation speed in broken like and the coast
stop starting vehicle speed in dotted line. Further, a dis-
charge pressure of the mechanical oil pump 10m is
shown in broken line.
[0053] At time t0, the coast stop control is started. By
this, the engine 1 is stopped and the discharge pressure
of the mechanical oil pump 10m decreases. Further, the
electrical oil pump 10e is driven and the discharge pres-
sure of the electrical oil pump 10e increases. The first
and second rotation speeds gradually decrease.
[0054] If the rotation speed of the turbine shaft is rela-
tively high, the reaction force received by the turbine shaft
in the torque converter 2 is large. Thus, a slip occurs in
the high clutch 33 at time t1 when the discharge pressure
is low due to a variation in the dischargeable pressure of
the electrical oil pump 10e.
[0055] If the slip occurs in the high clutch 33, the coast
stop starting vehicle speed is reduced based on the slip
amount of the high clutch 33 and the coast stop control
is finished at time t2. The coast stop starting vehicle
speed before a change is shown in narrowly spaced dot-
ted line for description after time t1.
[0056] Thereafter, even if a driving state of the vehicle
becomes a coast state again and the vehicle speed
reaches the coast stop starting vehicle speed at which
the coast stop control was started at time t1 at time t3,
the coast stop control is not started.
[0057] When the vehicle speed reaches the changed
coast stop starting vehicle speed at time t4, the coast
stop control is started. Here, the reaction force received
by the turbine shaft is small since the vehicle speed is

sufficiently low. Thus, even if the dischargeable pressure
of the electrical oil pump 10e is low, the high clutch 33
can be engaged without slipping due to the hydraulic
pressure discharged from the electrical oil pump 10e.
[0058] Effects of the first embodiment of the present
invention are described.
[0059] If the coast stop execution region is set to be
wider than the conventional coast stop execution region
and a slip occurs in the high clutch 33 during the coast
stop control, the coast stop execution region is made
narrower than the current coast stop execution region.
By this, the coast stop control can be executed also in
the coast stop execution region where the coast stop
control is not conventionally executed, and fuel economy
can be improved.
[0060] If a re-acceleration request is made by the driver
when there is a slip in the high clutch 33 during the coast
stop control, the coast stop control is canceled and the
engine 1 is restarted. Since a high hydraulic pressure is
supplied from the mechanical oil pump 10m if the engine
1 is restarted, the high clutch 33 is completely engaged.
At this time, an engagement shock corresponding to the
slip amount occurs and increases as the slip amount in-
creases.
[0061] In the present embodiment, if a slip occurs in
the high clutch 33 during the coast stop control, the re-
occurrence of a slip in that region (under that condition)
can be suppressed. Thus, it is possible to prevent the
execution of the coast stop control under such a condition
that a slip occurs in the high clutch 33 and suppress the
occurrence of a shock at the time of re-engagement when
a re-acceleration request is made by the driver during
the coast stop control and the engine 1 is restarted. Fur-
ther, the degradation of the high clutch 33 due to the slip
can be suppressed.
[0062] If a slip occurs in the high clutch 33 during the
coast stop control, the coast stop starting vehicle speed
is reduced. This can prevent the start of the coast stop
control at the vehicle speed at which the slip occurred in
the high clutch 33 and suppress the occurrence of a slip
in the high clutch 33.
[0063] If a slip occurs in the high clutch 33 after the
coast stop starting vehicle speed is changed, the
changed coast stop starting vehicle speed is further
changed based on the slip amount of the high clutch 33.
This can suppress the occurrence of a slip in the high
clutch 33 while improving fuel economy by gradually re-
ducing the coast stop starting vehicle speed and setting
the coast stop starting vehicle speed to be as high as
possible.
[0064] The decrement of the coast stop starting vehicle
speed increases with an increase in the slip amount of
the high clutch 33. A shortage of the hydraulic pressure
supplied from the electrical oil pump 10e to the high clutch
33 increases with an increase in the slip amount of the
high clutch 33. Thus, the occurrence of a slip in the high
clutch 33 from the next time on can be suppressed by
increasing the decrement of the coast stop starting ve-
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hicle speed with an increase in the slip amount of the
high clutch 33.
[0065] Even if a slip is detected in the high clutch 33
when the discharge pressure of the electrical oil pump
10e becomes higher than that of the mechanical oil pump
10m and the vehicle is being suddenly decelerated, the
coast stop starting vehicle speed is not changed. In such
a case, the coast stop starting vehicle speed is not
changed since a shock caused by engagement hardly
occurs even if a slip occurs in the high clutch 33 and,
thereafter, the hydraulic pressure is supplied to engage
the high clutch 33. Fuel economy can be improved by
not changing the coast stop starting vehicle speed if a
slip in the high clutch 33 is not problematic.
[0066] The changed coast stop starting vehicle speed
is stored until the ignition switch is turned off. This can
prevent the coast stop control from being executed at the
vehicle speed at which a slip occurred in the high clutch
33 and suppress the occurrence of a slip in the high clutch
33.
[0067] Further, the coast stop starting vehicle speed
is reset to the initial value when the ignition switch is
turned off. Contrary to this, it is considered to continue
to use the changed coast stop starting vehicle speed also
after the ignition switch is turned on next time without
resetting the coast stop starting vehicle speed to the initial
value even if the ignition switch is turned off. In this case,
changes are repeatedly made for the narrowed coast
stop execution region relating to the vehicle speed and
the coast stop execution region continues to become
gradually narrower. The driving state of the vehicle
changes due to a change in the operation of the driver,
a change in a road surface condition, a change in sur-
rounding environments and the like. Thus, a slip does
not necessarily occur every time even at the vehicle
speed at which a slip occurred last time. Therefore, it is
possible to execute the coast stop control in a wide range
and improve fuel economy by resetting the coast stop
starting vehicle speed to the initial value and widening
the coast stop execution region again.
[0068] Such initialization of the coast stop starting ve-
hicle speed can be made also when a running distance
of the vehicle reaches a predetermined running distance.
However, if the predetermined running distance is set to
be long, a time during which the coast stop control is
executed becomes shorter and a fuel economy improve-
ment effect is reduced. On the other hand, if the prede-
termined running distance is set to be short, the coast
stop starting vehicle speed is initialized for a time until
the ignition switch is turned off after being turned on,
thereby bothering the driver. The same applies also when
the coast stop starting vehicle speed is initialized accord-
ing to a running time. Thus, the coast stop starting vehicle
speed is preferably initialized when the ignition switch is
turned off to finish driving.
[0069] Next, a second embodiment of the present in-
vention is described.
[0070] The description of the second embodiment is

centered on parts different from the first embodiment.
[0071] A coast stop control of the present embodiment
is described using a flow chart of FIG. 7.
[0072] The control from Step S200 to Step S204 is not
described since being the same as that from Step S 100
to Step S104 of the first embodiment.
[0073] In Step S205, a control unit 120 calculates a
reduction amount of a predetermined oil temperature
range of a coast stop condition based on a slip amount
of a high clutch 33 from a map shown in FIG. 8. FIG. 8
is the map showing a relationship between the slip
amount of the high clutch 33 and the reduction amount
of the predetermined oil temperature range. The reduc-
tion amount of the predetermined oil temperature range
increases with an increase in the slip amount. That is, as
the slip amount increases, a coast stop execution region
relating to oil temperature becomes narrower and the
predetermined oil temperature range becomes narrower.
A dischargeable pressure of an electrical oil pump 10e
may be lower than a set dischargeable pressure due to
variations of components or the like. A relationship be-
tween such a dischargeable pressure of the electrical oil
pump 10e and oil temperature is shown in FIG. 9. In FIG.
9, the set dischargeable pressure is shown in solid line
and the dischargeable pressure of the electrical oil pump
10e lower than the set dischargeable pressure is shown
in broken line. Further, a discharge pressure of the elec-
trical oil pump 10e which does not cause a slip in the high
clutch 33 during the coast stop control is shown in
dashed-dotted line. According to FIG. 9, in the electrical
oil pump 10e whose actual discharge pressure is lower
than the set dischargeable pressure, the discharge pres-
sure may become lower than the discharge pressure at
which no slip occurs in the high clutch 33 during the coast
stop control. Thus, a hydraulic pressure necessary not
to cause a slip in the high clutch 33 may not be able to
be supplied by the electrical oil pump 10e.
[0074] Accordingly, the control unit 120 calculates the
reduction amount of the oil temperature range based on
the slip amount of the high clutch 33 when a slip occurs
in the high clutch 33.
[0075] In Step S206, the control unit 120 narrows the
predetermined oil temperature range of the coast stop
condition based on the calculated reduction amount of
the oil temperature range. In the present embodiment,
the predetermined oil temperature range is narrowed by
adding the reduction amount to a lower limit value of the
currently set predetermined oil temperature range. In
FIG. 9, the predetermined oil temperature range is
changed from a range shown by solid-line arrows to the
one shown by broken-line arrows.
[0076] In Step S207, the control unit 120 finishes the
coast stop control.
[0077] It should be noted that the control unit 120 stores
the newly set predetermined oil temperature range until
an ignition switch is turned off. This can prevent the coast
stop control from being executed at the oil temperature
at which the slip occurred in the high clutch 33 and sup-
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press the occurrence of a slip in the high clutch 33.
[0078] Next, a time chart in the case of executing the
coast stop control of the present embodiment is de-
scribed using FIG. 10. In FIG. 10, an engine rotation
speed is shown in chain double-dashed line, a first rota-
tion speed in solid line and a second rotation speed in
broken like. Further, a discharge pressure of the mechan-
ical oil pump 10m is shown in broken line. Furthermore,
the lower limit value of the predetermined oil temperature
range is shown in broken line.
[0079] At time t0, the coast stop control is started. By
this, the engine 1 is stopped and the discharge pressure
of the mechanical oil pump 10m decreases. Further, the
electrical oil pump 10e is driven and the discharge pres-
sure of the electrical oil pump 10e increases. The first
and second rotation speeds gradually decrease.
[0080] If the dischargeable pressure of the electrical
oil pump 10e varies and is low and the actual discharge
pressure of the electrical oil pump 10e is lower than the
set discharge pressure, a slip occurs in the high clutch
33 at time t1.
[0081] If the slip occurs in the high clutch 33, the pre-
determined oil temperature range is narrowed by chang-
ing the lower limit value of the predetermined oil temper-
ature range and the coast stop control is finished at time
t2.
[0082] Thereafter, even if a driving state of a vehicle
reaches a coast state and the oil temperature is higher
than the lower limit value of the predetermined oil tem-
perature range before the change, the coast stop control
is not executed.
[0083] When the oil temperature reaches the lower lim-
it value of the changed predetermined oil temperature
range at time t3, the coast stop control is started. Since
the oil temperature is high, the discharge pressure of the
electrical oil pump 10e is high and the occurrence of a
slip in the high clutch 33 can be suppressed.
[0084] Effects of the second embodiment of the
present invention are described.
[0085] If a slip occurs in the high clutch 33 during the
coast stop control, the predetermined oil temperature
range is narrowed. This can prevent the execution of the
coast stop control at an oil temperature at which the slip
occurred and suppress the occurrence of a slip in the
high clutch 33.
[0086] Next, a third embodiment of the present inven-
tion is described.
[0087] A coast stop control of the present embodiment
is described using a flow chart of FIG. 11.
[0088] The control from Step S300 to Step S304 is not
described since being the same as that from Step S100
to Step S104 of the first embodiment.
[0089] In Step S305, a control unit 120 calculates a
change amount of a speed ratio of a variator 20 at the
time of starting the coast stop control using a map shown
in FIG. 12 based on a slip amount of a high clutch 33.
FIG. 12 is the map showing a relationship between the
slip amount and the change amount of the speed ratio.

The change amount of the speed ratio increases with an
increase in the slip amount. The change amount of the
speed ratio is a change amount toward a high side in the
variator 20.
[0090] In Step S306, the control unit 120 changes a
second predetermined speed ratio by subtracting the
change amount calculated in Step S305 from the second
predetermined speed ratio at the time of starting the cur-
rent coast stop control. That is, a predetermined speed
ratio region is narrowed by changing the second prede-
termined speed ratio toward the high side. By this, the
next coast stop control is executed at a speed ratio higher
than the speed ratio at the time of starting the current
coast stop control. For example, if the second predeter-
mined speed ratio is set to be lowest and the speed ratio
at the time of starting the coast stop control is lowest, the
predetermined speed ratio region is changed from a re-
gion between the first predetermined speed ratio and the
lowest speed ratio to a region between the first predeter-
mined speed ratio and a speed ratio obtained by sub-
tracting the change amount from the lowest speed ratio.
That is, a coast stop execution region relating to the
speed ratio is narrowed from the next time on.
[0091] As shown in FIG. 5, a reaction force received
by a turbine shaft increases with an increase in the rota-
tion speed of the turbine shaft. Accordingly, the control
unit 120 reduces the rotation speed of the turbine shaft
and suppresses the occurrence of a slip in the high clutch
33 by changing the speed ratio of the variator 20 at the
time of starting the coast stop control toward the high
side.
[0092] In Step S307, the coast stop control is finished.
[0093] It should be noted that the control unit 120 stores
the newly set predetermined speed ratio region until the
ignition switch is turned off. By this, the occurrence of a
slip in the high clutch 33 can be suppressed without ex-
ecuting the coast stop control at the speed ratio at which
the slip occurred in the high clutch 33.
[0094] Effects of the third embodiment of the present
invention are described.
[0095] If a slip occurs in the high clutch 33 during the
coast stop control, the second predetermined speed ratio
is changed toward the high side to narrow the predeter-
mined speed ratio region toward the high side. By this,
the speed ratio of the variator 20 at the time of starting
the next and subsequent coast stop controls becomes
higher than the speed ratio at which the slip occurred in
the high clutch 33. Thus, the reaction force received by
the turbine shaft can be reduced by reducing the rotation
speed of the turbine shaft during the coast stop control,
whereby the occurrence of a slip in the high clutch 33
can be suppressed.
[0096] A vehicle deceleration, a road surface gradient
or the like can also be used as a coast stop condition.
For example, if a slip occurs in the high clutch 33, a per-
missible vehicle deceleration is reduced or a permissible
road surface gradient is reduced.
[0097] Further, although the high clutch 33 has been
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described to be engaged during the coast stop control in
the above embodiments, there is no limitation to this and
the low brake 32 or a frictional engagement element other
than the sub-transmission mechanism 30 may be en-
gaged.
[0098] The above embodiments may be combined.
[0099] Although the embodiments of the present in-
vention have been described above, the above embod-
iments are only an illustration of some application exam-
ples of the present invention and not intended to limit the
technical scope of the present invention to the specific
configurations of the above embodiments.

Claims

1. A coast stop vehicle, comprising:

power transmission means (30) provided be-
tween a drive source (1) and drive wheels (7);
drive source automatic stop means (120) con-
figured to stop the drive source (1) during vehicle
running when a value indicating a driving state
of the vehicle is in a drive source stop permission
region;

characterised by further comprising:

slip determination means (122) configured to
determine whether or not there is a slip in the
power transmission means (30) while the drive
source (1) is stopped by the drive source auto-
matic stop means (120); and
changer means (120) configured to narrow the
drive source stop permission region when the
occurrence of the slip in the power transmission
means (30) was determined by the slip determi-
nation means (122).

2. The coast stop vehicle according to claim 1, wherein:

the drive source stop permission region is spec-
ified at least based on a vehicle speed,
the drive source automatic stop means (120)
stops the drive source (1) during the vehicle run-
ning when the vehicle speed is lower than a pre-
determined vehicle speed; and
the changer means (120) sets the predeter-
mined vehicle speed to be lower than the pre-
determined vehicle speed at which the occur-
rence of the slip was determined when the oc-
currence of the slip was determined.

3. The coast stop vehicle according to claim 1 or 2,
wherein:

the drive source stop permission region is spec-
ified at least based on an oil temperature,

the drive source automatic stop means (120)
stops the drive source (1) during the vehicle run-
ning when the oil temperature is not lower than
a predetermined oil temperature; and
the changer means (120) sets the predeter-
mined oil temperature to be higher than the pre-
determined oil temperature at which the occur-
rence of the slip was determined when the oc-
currence of the slip was determined.

4. The coast stop vehicle according to any one of claims
1 to 3, comprising:

a variator (20) arranged between the drive
source (1) and the drive wheels (7) and capable
of continuously changing a speed ratio between
the drive source (1) and the drive wheels (7),
wherein:

the drive source stop permission region is
specified at least based on a speed ratio of
the variator (20),
the drive source automatic stop means
(120) stops the drive source (1) during the
vehicle running when the speed ratio of the
variator (20) is in a speed ratio region be-
tween a first predetermined speed ratio and
a second predetermined speed ratio larger
than the first predetermined speed ratio;
and
the changer means (120) sets the second
predetermined speed ratio to be smaller
than the second predetermined speed ratio
at which the occurrence of the slip was de-
termined when the occurrence of the slip
was determined.

5. The coast stop vehicle according to any one of claims
1 to 4, wherein:

the changer means (120) further changes the
changed drive source stop permission region
when the occurrence of the slip was determined
by the slip determination means (122) after the
drive source stop permission region was
changed.

6. The coast stop vehicle according to any one of claims
1 to 5, wherein:

the changer means (120) increases a change
amount with an increase in a slip amount of the
power transmission means (30).

7. The coast stop vehicle according to any one of claims
1 to 6, comprising:

deceleration detection means (47) configured to
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detect a deceleration of the vehicle, wherein:

the changer means (120) does not change
the drive source stop permission region
even upon the occurrence of the slip when
the deceleration is higher than a predeter-
mined deceleration and the vehicle is sud-
denly decelerated.

8. The coast stop vehicle according to any one of claims
1 to 7, wherein:

the changer means (120) stores the drive source
stop permission region after a change until an
ignition switch is turned off.

9. A control method for controlling coast stop vehicle
including power transmission means (30) provided
between a drive source (1) and drive wheels (7), the
control method comprising:

stopping the drive source (1) during vehicle run-
ning when a value indicating a driving state of
the vehicle is in a drive source stop permission
region; and characterised by further compris-
ing:

determining whether or not there is a slip in
the power transmission means (30) while
the drive source (1) is stopped; and
narrowing the drive source stop permission
region when the occurrence of the slip in
the power transmission means (30) was de-
termined.

Patentansprüche

1. Schubbetriebstopp-Fahrzeug, umfassend:

eine Kraftübertragungseinrichtung (30), die zwi-
schen einer Antriebsquelle (1) und Antriebsrä-
dern (7) vorgesehen ist;
eine automatische Antriebsquellen-Stoppein-
richtung (120), die zum Stoppen der Antriebs-
quelle (1) während einer Fahrzeugfahrt konfigu-
riert ist, wenn ein Wert, der einen Fahrzustand
des Fahrzeugs kennzeichnet, in einem An-
triebsquellenstopp-Zulassungsbereich liegt;
ferner gekennzeichnet durch:

eine Schlupfermittlungseinrichtung (122),
die zum Ermitteln konfiguriert ist, ob ein
Schlupf in der Kraftübertragungseinrich-
tung (30) vorliegt, oder nicht, während die
Antriebsquelle (1) durch die automatische
Antriebsquellen-Stoppeinrichtung (120)
gestoppt ist; und

eine Veränderungseinrichtung (120), die
zum Verengen des Antriebsquellenstopp-
Zulassungsbereichs konfiguriert ist, wenn
das Auftreten des Schlupfs in der Kraftüber-
tragungseinrichtung (30) durch die Schlup-
fermittlungseinrichtung (122) ermittelt wur-
de.

2. Schubbetriebstopp-Fahrzeug nach Anspruch 1, wo-
bei:

der Antriebsquellenstopp-Zulassungsbereich
zumindest basierend auf einer Fahrzeugge-
schwindigkeit spezifiziert ist,
die automatische Antriebsquellen-Stoppein-
richtung (120) die Antriebsquelle (1) während
der Fahrzeugfahrt stoppt, wenn die Fahrzeug-
geschwindigkeit niedriger als eine vorgegebene
Fahrzeuggeschwindigkeit ist; und
die Veränderungseinrichtung (120) die vorge-
gebene Fahrzeuggeschwindigkeit niedriger als
die vorgegebene Fahrzeuggeschwindigkeit ein-
stellt, bei der das Auftreten des Schlupfs ermit-
telt wurde, wenn das Auftreten des Schlupfs er-
mittelt wurde.

3. Schubbetriebstopp-Fahrzeug nach Anspruch 1 oder
2, wobei:

der Antriebsquellenstopp-Zulassungsbereich
zumindest basierend auf einer Öltemperatur
spezifiziert ist,
die automatische Antriebsquellen-Stoppein-
richtung (120) die Antriebsquelle (1) während
der Fahrzeugfahrt stoppt, wenn die Öltempera-
tur nicht niedriger als eine vorgegebene Tem-
peratur ist; und
die Veränderungseinrichtung (120) die vorge-
gebene Öltemperatur höher als die vorgegebe-
ne Öltemperatur einstellt, bei der das Auftreten
des Schlupfs ermittelt wurde, wenn das Auftre-
ten des Schlupfs ermittelt wurde.

4. Schubbetriebstopp-Fahrzeug nach Anspruch 1 bis
3, umfassend:

einen Variator (20), der zwischen der Antriebs-
quelle (1) und den Antriebsrädern (7) angeord-
net ist und zum kontinuierlichen Ändern eines
Übersetzungsverhältnisses zwischen der An-
triebsquelle (1) und den Antriebsrädern (7) in
der Lage ist, wobei
der Antriebsquellenstopp-Zulassungsbereich
zumindest basierend auf einem Übersetzungs-
verhältnis des Variators (20) spezifiziert ist,
die automatische Antriebsquellen-Stoppein-
richtung (120) die Antriebsquelle (1) während
der Fahrzeugfahrt stoppt, wenn das Überset-
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zungsverhältnis des Variators (20) in einem
Übersetzungsverhältnisbereich zwischen ei-
nem ersten vorgegebenen Übersetzungsver-
hältnis und einem zweiten vorgegebenen Über-
setzungsverhältnis liegt, das größer als das ers-
te vorgegebene Übersetzungsverhältnis ist; und
die Veränderungseinrichtung (120) das zweite
vorgegebene Übersetzungsverhältnis kleiner
als das zweite vorgegebene Übersetzungsver-
hältnis einstellt, bei dem das Auftreten des
Schlupfs ermittelt wurde, wenn das Auftreten
des Schlupfs ermittelt wurde.

5. Schubbetriebstopp-Fahrzeug nach einem der An-
sprüche 1 bis 4, wobei:

die Veränderungseinrichtung (120) ferner den
geänderten Antriebsquellenstopp-Zulassungs-
bereich ändert, wenn das Auftreten des
Schlupfs durch die Schlupfermittlungseinrich-
tung (122) ermittelt wurde, nachdem der An-
triebsquellenstopp-Zulassungsbereich geän-
dert wurde.

6. Schubbetriebstopp-Fahrzeug nach einem der An-
sprüche 1 bis 5, wobei:

die Veränderungseinrichtung (120) einen Ände-
rungsbetrag bei einer Zunahme eines Schlupf-
betrags der Kraftübertragungsvorrichtung (30)
erhöht.

7. Schubbetriebstopp-Fahrzeug nach einem der An-
sprüche 1 bis 6, umfassend:

eine Verzögerungserfassungseinrichtung (47),
die zum Erfassen einer Verzögerung des Fahr-
zeugs konfiguriert ist, wobei:

die Veränderungseinrichtung (120) den An-
triebsquellenstopp-Zulassungsbereich
selbst beim Auftreten des Schlupfs nicht än-
dert, wenn die Verzögerung höher als eine
vorgegebene Verzögerung ist und sich das
Fahrzeug plötzlich verlangsamt.

8. Schubbetriebstopp-Fahrzeug nach einem der An-
sprüche 1 bis 7, wobei:

die Veränderungseinrichtung (120) den An-
triebsquellenstopp-Zulassungsbereich nach ei-
ner Änderung speichert, bis ein Zündschalter
ausgeschaltet ist.

9. Verfahren zum Steuern eines Schubbetriebstopp-
Fahrzeugs, das eine Kraftübertragungseinrichtung
(30) aufweist, die zwischen einer Antriebsquelle (1)
und Antriebsrädern (7) vorgesehen ist, wobei das

Verfahren umfasst:

Stoppen der Antriebsquelle (1) während einer
Fahrzeugfahrt, wenn ein Wert, der einen Fahr-
zustand des Fahrzeugs kennzeichnet, in einem
Antriebsquellenstopp-Zulassungsbereich liegt;
und ferner gekennzeichnet ist durch:

Ermitteln, ob ein Schlupf in der Kraftüber-
tragungseinrichtung (30) vorliegt oder nicht,
während die Antriebsquelle (1) gestoppt ist;
und
Verengen des Antriebsquellenstopp-Zulas-
sungsbereichs, wenn das Auftreten des
Schlupfs in der Kraftübertragungseinrich-
tung (30) ermittelt wurde.

Revendications

1. Véhicule à arrêt en roue libre, comprenant :

un moyen de transmission de puissance (30)
prévu entre une source d’entraînement (1) et
des roues motrices (7) ;
un moyen d’arrêt automatique de source d’en-
traînement (120) configuré pour arrêter la sour-
ce d’entraînement (1) pendant la conduite du
véhicule lorsqu’une valeur indiquant un état de
conduite du véhicule se trouve dans une région
d’autorisation d’arrêt de source
d’entraînement ;
caractérisé en ce qu’il comprend en outre :

un moyen de détermination de glissement
(122) configuré pour déterminer s’il existe
un glissement ou non dans le moyen de
transmission de puissance (30) tandis que
la source d’entraînement (1) est arrêtée par
le moyen d’arrêt automatique de source
d’entraînement (120) ; et
un moyen de changement (120) configuré
pour rétrécir la région d’autorisation d’arrêt
de source d’entraînement lors de la déter-
mination de l’apparition du glissement dans
le moyen de transmission de puissance (30)
par le moyen de détermination de glisse-
ment (122).

2. Véhicule à arrêt en roue libre selon la revendication
1, dans lequel :

la région d’autorisation d’arrêt de source d’en-
traînement est spécifiée au moins sur la base
d’une vitesse de véhicule,
le moyen d’arrêt automatique de source d’en-
traînement (120) arrête la source d’entraîne-
ment (1) pendant la conduite du véhicule lorsque
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la vitesse de véhicule est inférieure à une vitesse
de véhicule prédéterminée ; et
le moyen de changement (120) règle la vitesse
de véhicule prédéterminée de manière à être
inférieure à la vitesse de véhicule prédétermi-
née à laquelle l’apparition du glissement a été
déterminée lors de la détermination de l’appari-
tion du glissement.

3. Véhicule à arrêt en roue libre selon la revendication
1 ou 2, dans lequel :

la région d’autorisation d’arrêt de source d’en-
traînement est spécifiée au moins sur la base
d’une température d’huile,
le moyen d’arrêt automatique de source d’en-
traînement (120) arrête la source d’entraîne-
ment (1) pendant la conduite du véhicule lorsque
la température d’huile est supérieure ou égale
à une température d’huile prédéterminée ; et
le moyen de changement (120) règle la tempé-
rature d’huile prédéterminée de manière à être
supérieure à la température d’huile prédétermi-
née à laquelle l’apparition du glissement a été
déterminée lors de la détermination de l’appari-
tion du glissement.

4. Véhicule à arrêt en roue libre selon l’une quelconque
des revendications 1 à 3, comprenant :

un variateur (20) agencé entre la source d’en-
traînement (1) et les roues motrices (7) et capa-
ble de changer en continu un rapport de vitesse
entre la source d’entraînement (1) et les roues
motrices (7), où :

la région d’autorisation d’arrêt de source
d’entraînement est spécifiée au moins sur
la base d’un rapport de vitesse du variateur
(20)
le moyen d’arrêt automatique de source
d’entraînement (120) arrête la source d’en-
traînement (1) pendant la conduite du véhi-
cule lorsque le rapport de vitesse du varia-
teur (20) se trouve dans une région de rap-
port de vitesse entre un premier rapport de
vitesse prédéterminé et un deuxième rap-
port de vitesse prédéterminé supérieur au
premier rapport de vitesse prédéterminé ; et
le moyen de changement (120) règle le
deuxième rapport de vitesse prédéterminé
de manière à être inférieur au deuxième
rapport de vitesse prédéterminé auquel
l’apparition du glissement a été déterminée
lors de la détermination de l’apparition du
glissement.

5. Véhicule à arrêt en roue libre selon l’une quelconque

des revendications 1 à 4, dans lequel :

le moyen de changement (120) change en outre
la région d’autorisation d’arrêt de source d’en-
traînement changée lors de la détermination de
l’apparition du glissement par le moyen de dé-
termination de glissement (122) après le chan-
gement de la région d’autorisation d’arrêt de
source d’entraînement.

6. Véhicule à arrêt en roue libre selon l’une quelconque
des revendications 1 à 5, dans lequel :

le moyen de changement (120) augmente une
quantité de changement avec une augmenta-
tion d’une quantité de glissement du moyen de
transmission de puissance (30).

7. Véhicule à arrêt en roue libre selon l’une quelconque
des revendications 1 à 6, comprenant :

un moyen de détection de décélération (47) con-
figuré pour détecter une décélération du véhi-
cule, où :

le moyen de changement (120) ne change
pas la région d’autorisation d’arrêt de sour-
ce d’entraînement même lors de l’apparition
du glissement lorsque la décélération est
supérieure à une décélération prédétermi-
née et le véhicule subit soudainement une
décélération.

8. Véhicule à arrêt en roue libre selon l’une quelconque
des revendications 1 à 7, dans lequel :

le moyen de changement (120) stocke la région
d’autorisation d’arrêt de source d’entraînement
après un changement jusqu’à la mise hors ten-
sion d’un commutateur d’allumage.

9. Procédé de commande pour commander un véhicu-
le à arrêt en roue libre comportant un moyen de
transmission de puissance (30) prévu entre une
source d’entraînement (1) et des roues motrices (7),
le procédé de commande comprenant le fait :

d’arrêter la source d’entraînement (1) pendant
la conduite du véhicule lorsqu’une valeur indi-
quant un état de conduite du véhicule se trouve
dans une région d’autorisation d’arrêt de source
d’entraînement;
et caractérisé en ce qu’il comprend en outre le
fait :

de déterminer s’il existe un glissement ou
non dans le moyen de transmission de puis-
sance (30) tandis que la source d’entraîne-
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ment (1) est arrêtée ; et
de rétrécir la région d’autorisation d’arrêt de
source d’entraînement lors de la détermi-
nation de l’apparition du glissement dans le
moyen de transmission de puissance (30).
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