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(57) ABSTRACT

The present invention provides a motorcycle braking device
which can perform a control which does not give discomforts
to a rider in a front and rear wheel interlocking brake control
by taking a manipulation of the rider into consideration. In the
motorcyclebraking deviceaccording to the present invention,
in a front and rear wheel interlocking brake control, an addi-
tional target pressure associated with a brake input pressure of
one of a front wheel hydraulic circuit and a rear wheel hydrau-
lic circuit is applied to another wheel driven by the front
wheel hydraulic circuit or the rear wheel hydraulic circuit.
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1
MOTORCYCLE BRAKING DEVICE

TECHNICAL FIELD

The present invention relates to a motorcycle braking
device, and more particularly to a device which decides a
target brake pressure in a front and rear wheel interlocking
brake of a motorcycle.

BACKGROUND ART

In a motorcycle, a front wheel brake is manipulated by a
front wheel brake manipulation device such as a right brake
lever, and a rear wheel brake is manipulated by a rear wheel
brake manipulation device such as a right brake pedal. When
a proper balance is not taken between a braking force for the
front wheel brake and a braking force for the rear wheel brake,
there is a possibility that the motorcycle falls down. It is
necessary for a rider to manipulate the front wheel brake
manipulation device and the rear wheel brake manipulation
device so as to maintain a proper balance between the braking
force for the front wheel and the braking force for the rear
wheel.

Accordingly, in a front and rear wheel interlocking braking
device for a motorcycle of the related art, at the time of
manipulating the front wheel brake manipulation device (rear
wheel brake manipulation device), when the reference decel-
eration is smaller than preset deceleration, the control device
drives the front wheel brake and the rear wheel brake using a
brake pressure ratio preset based on a calculation formula,
while when the reference deceleration exceeds the preset
dangerous deceleration, the control device makes the brake
pressure ratio dependent on the reference deceleration and
controls the breaking corresponding to an ideal braking force
distribution function between the front wheel and the rear
wheel. Such a front and rear wheel interlocking brake which
controls braking forces of front and rear wheels based on a
map on the ideal brake distribution is disclosed in Patent
literature 1, for example.

Patent literature 1: JP-T-2005-535513 (International Publica-

tion 2004/022395)

SUMMARY

However, when the brake is controlled based on the map on
the ideal brake distribution at the time of controlling the front
and rear wheel interlocking brake, the brake distribution of
front and rear wheels is always forcibly adjusted to the ideal
brake distribution based on the map and hence, there is a
tendency that a braking force becomes excessively large.
Further, in the front and rear wheel interlocking brake control
disclosed in patent literature 1 or the like, the modification of
the brake pressure by a rider is not effective at all and hence,
the rider feels discomforts during the brake manipulation.

Further, in the motorcycle which is not provided with the
front and rear wheel interlocking brake, a rider usually
memorizes the degree of deceleration of a vehicle body as an
amount correlating with a brake input amount by the rider
himself. Accordingly, once a brake pressure ratio is decided
corresponding to vehicle body deceleration by the front and
rear wheel interlocking brake, when the brake pressure ratio
is changed corresponding to a road surface state or the like,
the rider obtains deceleration different from (slightly stronger
than) deceleration corresponding to the previously memo-
rized brake input amount and hence, the rider feels discom-
forts on the brake.
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Further, in the motorcycle which is not provided with the
front and rear wheel interlocking brake, the rider adjusts the
front and rear wheel brake distribution by adjusting braking
inputted by the rider himself and hence, when the rider is not
yet skilled in driving manipulation, there exists a possibility
that the behavior of the vehicle becomes unstable. In this
respect, according to the method of related art, the brake is
controlled based on the preset front and rear wheel brake
pressure ratio and hence, the stability of the vehicle is
secured. However, the adjustment of the front and rear wheel
brake distribution due to the brake manipulation by the rider
is impossible so that the method of the related art deprives the
rider from the pleasure of driving and manipulation.

Accordingly, it is an object of the present invention to
provide a motorcycle braking device which can realize a
control which does not give discomforts to a rider in a front
and rear wheel interlocking brake control by taking a manipu-
lation of the rider into consideration.

With respect to the motorcycle braking device according to
the present invention, to overcome the above-mentioned
drawbacks, a motorcycle braking device according to the first
invention includes a front wheel hydraulic circuit, a rear
wheel hydraulic circuit and a control part which controls the
front wheel hydraulic circuit and the rear wheel hydraulic
circuit, the control part performing a both wheel interlocking
brake control such that a braking force to a wheel generated
by the front wheel hydraulic circuit and a braking force to a
wheel generated by the rear wheel hydraulic circuit are inter-
locked with each other, wherein the control part measures a
brake input pressure generated in one of the front wheel
hydraulic circuit and the rear wheel hydraulic circuit by a
rider, decides an additional target pressure associated with the
brake input pressure, and applies the additional target pres-
sure to the wheel generated by the other of the front wheel
hydraulic circuit and the rear wheel hydraulic circuit.

A motorcycle braking device according to the second
invention includes a front wheel hydraulic circuit, a rear
wheel hydraulic circuit and a control part which controls the
front wheel hydraulic circuit and the rear wheel hydraulic
circuit, wherein the front wheel hydraulic circuit and the rear
wheel hydraulic circuit respectively comprise a brake
manipulation device which is manipulated by a rider for
braking the wheel, a master cylinder which generates a pres-
sure corresponding to a manipulation of the brake manipula-
tion device, a master cylinder pressure sensor which detects a
pressure of the master cylinder, and a wheel cylinder which
brakes the wheel using the pressure of the master cylinder,
and the control part performs a front and rear wheel interlock-
ing brake control such that a braking force generated by the
wheel cylinder of the front wheel hydraulic circuit and a
braking force generated by the wheel cylinder of the rear
wheel hydraulic circuit are interlocked with each other,
wherein the control part measures a brake input pressure
generated in one of the front wheel hydraulic circuit and the
rear wheel hydraulic circuit by the rider using the master
cylinder pressure sensor, decides an additional target pressure
associated with the brake input pressure, and applies the
additional target pressure to the wheel generated by the other
ofthe front wheel hydraulic circuit and the rear wheel hydrau-
lic circuit.

In the above-mentioned motorcycle braking device, the
control part, in the front wheel hydraulic circuit or the rear
wheel hydraulic circuit, compares a target pressure to the
wheel generated by the hydraulic circuit with a brake pressure
applied to the wheel by the hydraulic circuit, and applies the
target pressure to said one wheel as the additional target
pressure when the target pressure is larger than the brake
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pressure. In the above-mentioned motorcycle braking device,
the control part, in the front wheel hydraulic circuit or the rear
wheel hydraulic circuit, compares a target pressure to the
wheel generated by the hydraulic circuit with a brake pressure
applied to the wheel by the hydraulic circuit, and applies a
pressure obtained by subtracting the brake pressure from the
target pressure to said one wheel as the additional target
pressure when the target pressure is larger than the brake
pressure.

In the above-mentioned motorcycle braking device, the
control part, when the target pressure is not more than the
brake pressure, brakes the wheel with the brake pressure
without applying the additional target pressure. In the above-
mentioned motorcycle braking device, the wheel is the rear
wheel. In the above-mentioned motorcycle braking device,
the brake pressure is a pressure of the master cylinder of the
rear wheel hydraulic circuit or a pressure of the wheel cylin-
der of the rear wheel hydraulic circuit. In the above-men-
tioned motorcycle braking device, in the other of the front
wheel hydraulic circuit and the rear wheel hydraulic circuit,
the additional target pressure is applied to the wheel irrespec-
tive of a brake pressure applied to the wheel by the hydraulic
circuit. In the above-mentioned motorcycle braking device,
the wheel is the front wheel. In the above-mentioned motor-
cycle braking device, the brake pressure is a pressure of the
master cylinder of the front wheel hydraulic circuit or a pres-
sure of the wheel cylinder of the front wheel hydraulic circuit.
In the above-mentioned motorcycle braking device, the addi-
tional target pressure is modified by taking a traveling state of
a vehicle body into consideration.

The additional target pressure associated with the brake
input amount of the rider relating to one brake is inputted to
the other wheel and hence, the braking device can acquire the
deceleration corresponding to an input expectation value.
Simultaneously, the front and rear wheel brake distribution
can be also adjusted corresponding to a brake manipulation
amount based on the intention of a rider, and the vehicle
stability can be also secured due to the additional target pres-
sure (auxiliary brake). Further, even during the front and rear
wheel interlocking brake control, the pressure of the inter-
locking brake is amplified by taking the manipulation of the
rider into consideration to some extent and hence, the rider
can perform driving with more natural manipulation feeling
without feeling discomforts.

When the motorcycle braking device is a motorcycle brak-
ing device provided with an ABS, a wheel locking tendency
can be alleviated and hence, an inadvertent operation of the
ABS can be eliminated whereby discomforts which a rider
feels during braking can be decreased.

Itis possible to avoid an unnecessary operation of the front
and rear wheel interlocking brake which is liable to make a
rider feel discomforts.

It is possible to bring the rear wheel which is liable to be
locked into a state where the rear wheel is hardly locked.
There may be a case where the rear wheel is locked although
the front wheel brake is manipulated. In such a case, a rider
feels discomforts. The generation of such discomforts can be
avoided. In the motorcycle braking device provided with an
ABS, the locking of the rear wheel is avoided. At the same
time, when the ABS acts only on the rear wheel, the behavior
ofthe rear wheel becomes unstable so that the rear wheel jerks
or the vehicle is brought into the under-steering tendency.
However, it is also possible to avoid such drawbacks.

By adopting the pressure of the wheel cylinder as the brake
pressure, an accurate control can be realized using a pressure
corresponding to the portion which actually brakes the wheel.
On the other hand, in a case where the pressure of the master
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cylinder is used as the brake pressure, when the ABS or the
interlocking brake is not operated, the pressure of the master
cylinder becomes the pressure corresponding to the pressure
of the wheel cylinder and hence, the pressure of the master
cylinder can be used whereby the pressure of the master
cylinder can be used as a substitute when the pressure of the
wheel cylinder cannot be detected.

Braking can be applied to a level that locking of the wheel
almost occurs due to the brake manipulation of a rider and
hence, the rider hardly feels discomforts in his manipulation
and the deceleration corresponding to an expectation value
which the rider inputs can be acquired. Even in a case where
the wheel falls into the locking tendency, when braking
device is provided with an ABS, locking tendency can be
avoided by the ABS and hence, the rider hardly feels discom-
forts in his manipulation up to a level that the locking ten-
dency almost occurs.

There exists a possibility that the motorcycle falls down
when the front wheel brake is locked. The rider fears locking
of the front wheel and hence, even when the braking device is
provided with an ABS, there exists a tendency that a weak
braking force is applied to the front wheel brake. The addi-
tional target pressure is always applied to the front wheel and
hence, the braking device can apply a proper braking force.

The additional target pressure is modified corresponding to
atraveling state of the vehicle body and hence, itis possible to
provide the more proper additional target pressure.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a view of a hydraulic circuit used for a brake
control device according to one embodiment of the present
invention.

FIG. 2 is a block diagram of the brake control device in
FIG. 1.

FIG. 3 is a flowchart for controlling a front wheel brake
according to one embodiment of the present invention.

FIG. 4 is a flowchart for controlling a rear wheel brake
according to one embodiment of the present invention.

FIG.51s a characteristic view showing a change in pressure
corresponding to an operation time based on the flowchart
shown in FIG. 4.

DESCRIPTION OF REFERENCE NUMERALS
AND SIGNS

400: ECU (control part)

101: brake lever

103: front-wheel-side master cylinder

107: front-wheel-side selector valve

109: front-wheel-side suction valve

113a: front-wheel-side first charge valve
1135: front-wheel-side second charge valve
115a: front-wheel-side first wheel cylinder
1155: front-wheel-side second wheel cylinder
119: front-wheel-side hydraulic pump

121: front-wheel-side first check valve

201: brake pedal

203: rear-wheel-side master cylinder

207: rear-wheel-side selector valve

209:
213:
215:
219:

rear-wheel-side suction valve
rear-wheel-side charge valve
rear-wheel-side wheel cylinder
front-wheel-side hydraulic pump
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221: rear-wheel-side check valve
225: rear-wheel-side reservoir

DETAILED DESCRIPTION

An embodiment relating to a braking device for a motor-
cycle according to the present invention is explained in con-
junction with FIG. 1 to FIG. 5. The present invention is
characterized in that an additional target pressure associated
with a brake input pressure in one of a front wheel hydraulic
circuit and a rear wheel hydraulic circuit is applied to the
wheel by the other of the front wheel hydraulic circuit and the
rear wheel hydraulic circuit at the time of performing a front
and rear wheel interlocking brake control.

FIG. 1 shows a hydraulic circuit of a brake control device
according to the present invention. This hydraulic circuit is
constituted of a front wheel hydraulic circuit 100, a rear wheel
hydraulic circuit 200, and a DC motor 300 which drives
hydraulic pumps of the front wheel hydraulic circuit 100 and
the rear wheel hydraulic circuit 200 respectively.

Firstly, the constitution of the front wheel hydraulic circuit
100 is explained. The front wheel hydraulic circuit 100
includes a brake lever 101 which a rider manipulates with his
right hand, and a front-wheel-side master cylinder 103 which
is pressurized when the brake lever 101 is manipulated. The
present invention is not limited to a motorcycle which
includes a brake lever and a brake pedal. For example, the
present invention is also applicable to a scooter where master
cylinders of front and rear wheels are manipulated by left and
right brake levers. Further, the front wheel hydraulic circuit
100 includes a reservoir 105 for the front-wheel-side master
cylinder 103 which is connected to the front-wheel-side mas-
ter cylinder 103, a front-wheel-side selector valve 107 which
is connected to the front-wheel-side master cylinder 103 by
way of a pipe line 104, and a front-wheel-side suction valve
109 which is connected to the front-wheel-side master cylin-
der 103 by way of the pipe line 104. A filter is provided to a
connection portion between the pipe line 104 and the front-
wheel-side selector valve 107 and to a connection portion
between the pipe line 104 and the front-wheel-side suction
valve 109 respectively. Further, a pressure sensor 111 is pro-
vided to the pipe line 104. The pressure sensor 111 detects a
pressure between the front-wheel-side master cylinder 103
and the front-wheel-side selector valve 107 and a pressure
between the front-wheel-side master cylinder 103 and the
front-wheel-side suction valve 109, and transmits detected
pressures to an electronic control unit ECU 400 described
later.

Further, a front-wheel-side first charge valve (inlet valve)
113« is connected to the front-wheel-side selector valve 107
by way of a pipe line 106. A filter is also provided to a
connection portion between the front-wheel-side selector
valve 107 and the pipe line 106 and to a connection portion
between the front-wheel-side first charge valve 1134 and the
pipe line 106 respectively. The front-wheel-side first charge
valve 1134 is connected to a front-wheel-side first wheel
cylinder (front-wheel-side first caliper) 115a by way of the
pipe line 114a.

On the other hand, the front-wheel-side second charge
valve 1135 1s directly connected to the pipe line 104. A filter
is also provided to a connection portion between the front-
wheel-side second charge valve 1136 and the pipe line 104.
The front-wheel-side second charge valve 1135 is connected
to a front-wheel-side second wheel cylinder (front-wheel-
side second caliper) 1155 by way of a pipe line 1145.

The brake control device of the present invention is con-
nected to a front wheel brake which is operated by the front
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wheel hydraulic circuit 100. The front wheel brake is consti-
tuted of a front-wheel-side first wheel cylinder 1154 (front
wheel interlocking brake) and a front-wheel-side second
wheel cylinder 1155 (front wheel non-interlocking brake).

The front-wheel-side first wheel cylinder 1154 is con-
nected to the front-wheel-side first charge valve 113a by way
of the pipe line 114a as described above. The front-wheel-
side second wheel cylinder 1156 is connected to the front-
wheel-side second charge valve 1135 by way of the pipe line
1145 as described above.

On the other hand, a discharge side of a front-wheel-side
hydraulic pump 119 is connected to the pipe line 106 by way
of a throttle. A suction side of the front-wheel-side hydraulic
pump 119 is connected to a pipe line 120 by way of a filter.
The front-wheel-side hydraulic pump 119 is driven by the DC
motor 300. One end of a front-wheel-side backflow prevent-
ing valve (check valve) 121 is connected to the pipe line 120.
A discharge port of the front-wheel-side suction valve 109 is
connected to the pipe line 120. The other end of the front-
wheel-side check valve 121 is connected to a pipe line 122.
The front-wheel-side check valve 121 is arranged so as to
prevent backflow from the pipe line 120 toward the pipe line
122.

An inlet end of a front-wheel-side first release valve (outlet
valve) 123a is connected to the front-wheel-side first wheel
cylinder 115a by way of the pipe line 114a. An outlet port of
the front-wheel-side first release valve 123a is connected to
the pipe line 122. Further, a filter is provided to a connection
portion between the inlet port of the front-wheel-side first
release valve 123 and the pipe line 114a. A pressure sensor
1274 is provided to the pipe line 114a. The pressure sensor
1274 measures a pressure in the pipe line 1144 and transmits
a pressure signal to the ECU 400.

Further, an inlet port of a front-wheel-side second release
valve 1234 is connected to the front-wheel-side second wheel
cylinder 1156 by way of the pipe line 1145. An outlet port of
the front-wheel-side second release valve 1235 is connected
to the pipe line 122. Further, a filter is provided to a connec-
tion portion between the inlet port of the front-wheel-side
second release valve 1235 and the pipe line 114b.

Next, the constitution of the rear wheel hydraulic circuit
200 is explained in conjunction with FIG. 1. The rear wheel
hydraulic circuit 200 includes a brake pedal 201 which the
rider manipulates with his right foot, a rear-wheel-side master
cylinder 203 which is pressurized when the brake pedal 201 is
manipulated, a reservoir 205 for the rear-wheel-side master
cylinder 203 which is connected to the rear-wheel-side master
cylinder 203, a rear-wheel-side selector valve 207 which is
connected to the rear-wheel-side master cylinder 203 by way
of a pipe line 204, and a rear-wheel-side suction valve 209
which is connected to the rear-wheel-side master cylinder 203
by way of the pipe line 204. A filter is provided to a connection
portion between the pipe line 204 and the rear-wheel-side
selector valve 207 and to a connection portion between the
pipe line 204 and the rear-wheel-side suction valve 209
respectively. Further, a pressure sensor 211 is provided to the
pipe line 204. The pressure sensor 211 detects a pressure
between the rear-wheel-side master cylinder 203 and the rear-
wheel-side selector valve 207 and a pressure between the
rear-wheel-side master cylinder 203 and the rear-wheel-side
suction valve 209, and transmits the pressures to the ECU
400.

Further, a rear-wheel-side charge valve 213 is connected to
the rear-wheel-side selector valve 207 by way of a pipe line
206. A filter is also provided to a connection portion between
the rear-wheel-side selector valve 207 and the pipe line 206
and to a connection portion between the rear-wheel-side
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charge valve 213 and the pipe line 206 respectively. The
rear-wheel-side charge valve 213 is connected to a rear-
wheel-side wheel cylinder (rear-wheel-side caliper) 215 by
way of a pipe line 214. A rear wheel brake is constituted of the
rear-wheel-side wheel cylinder 215. Further, the rear-wheel-
side wheel cylinder 215 is connected to the rear-wheel-side
charge valve 213 by way of the pipe line 214 as described
above.

On the other hand, a discharge side of a rear-wheel-side
hydraulic pump 219 is connected to the pipe line 206 by way
of a throttle. A suction side of the rear-wheel-side hydraulic
pump 219 is connected to a pipe line 220 by way of a filter.
The rear-wheel-side hydraulic pump 219 is driven by the DC
motor 300. One end of a rear-wheel-side check valve 221 is
connected to the pipe line 220. A discharge port of the rear-
wheel-side suction valve 209 is connected to the pipe line
220. The other end of the rear-wheel-side check valve 221 is
connected to the pipe line 222. The rear-wheel-side check
valve 221 is arranged so as to prevent a back flow from the
pipe line 220 toward the pipe line 222.

A discharge port of a rear-wheel-side release valve 223 is
connected to the pipe line 222. Further, a rear-wheel-side
reservoir (accumulator) 225 is connected to the pipe line 222
between the rear-wheel-side check valve 221 and the rear-
wheel-side release valve 223.

The rear-wheel-side wheel cylinder 215 is connected to an
inlet port of the rear-wheel-side release valve 223 by way of
the pipe line 214. An outlet port of the rear-wheel-side release
valve 223 is connected to the pipe line 222. Further, a filter is
provided to a connection portion between the outlet port of
the rear-wheel-side release valve 223 and the pipe line 214. A
pressure sensor 227 is provided to the pipe line 214, and the
pressure sensor 227 measures a pressure in the pipe line 214
and transmits a pressure signal to the ECU 400.

As shown in a block diagram of FIG. 2, the hydraulic
circuit shown in FIG. 1 1s controlled by the electronic control
unit (ECU) 400 which constitutes a control part. The pressure
sensors 111, 127q and a front wheel speed sensor 129 which
detects a front-wheel rotational speed are connected to the
ECU 400. The pressure sensors 111, 1274 transmit respective
pressures in the respective pipe lines 104, 114a to the ECU
400 as signals, and the front wheel speed sensor 129 transmits
a rotational speed of the front wheel to the ECU 400 as a
signal. Further, the pressure sensors 211, 227 and a rear wheel
speed sensor 229 which detects rear-wheel rotational speed
are connected to the ECU 400. The pressure sensors 211, 227
transmit respective pressures in the respective pipe lines 204,
214 to the ECU 400 as signals, and the rear wheel speed
sensor 229 transmits arotational speed of the rear wheel to the
ECU 400 as a signal.

Further, the ECU 400 operates the DC motor 300, the
front-wheel-side selector valve 107, the front-wheel-side suc-
tion valve 109, the front-wheel-side first charge valve 113a,
the front-wheel-side second charge valve 1135, the front-
wheel-side first release valve 123a, and the front-wheel-side
second release valve 123b respectively in response to
manipulation signals, pressure signals and speed signals in
accordance with predetermined conditions. Further, the ECU
400 operates the rear-wheel-side selector valve 207, the rear-
wheel-side suction valve 209, the rear-wheel-side charge
valve 213, and the rear-wheel-side release valve 223 respec-
tively in response to manipulation signals, pressure signals
and speed signals in accordance with predetermined condi-
tions. Here, the respective valves are formed of an electro-
magnetic valve provided with a solenoid, and an open/close
state of each valve is changed over with the supply of elec-
tricity which is controlled by the ECU 400.
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Further, at the time of applying braking, when the ECU 400
receives a rotational speed signal from the front-wheel speed
sensor 129 or the rear-wheel speed sensor 229 and detects that
the wheel is locked, the ECU 400 operates an antilock braking
system (ABS) thus operating the respective hydraulic pumps
and opening/closing the respective valves whereby a braking
force is controlled thus preventing the wheel from being
locked.

The overview of the control carried out in this embodiment
of the present invention is as follows. Firstly, in a front-wheel
active pressure build-up which is performed in an interlock-
ing manner with a rear-wheel brake input pressure, a front-
wheel initial additional target pressure associated with a rear-
wheel brake input pressure is decided. Then, the front-wheel
initial additional target pressure is modified based on a
vehicle-body speed or the like thus deciding a front-wheel
modified additional target pressure. A pressure of the front-
wheel brake (front-wheel-side first wheel cylinder 1154) is
amplified using the front-wheel modified additional target
pressure as a front wheel pump-up pressure. Secondly, in a
rear-wheel active pressure build-up which is performed in an
interlocking manner with a front-wheel brake input pressure,
a rear-wheel initial additional target pressure associated with
a front-wheel brake input pressure is decided. Then, a rear-
wheel initial additional target pressure is modified based on a
vehicle-body speed or the like thus deciding a rear-wheel
modified additional target pressure. When the rear-wheel
modified additional target pressure is larger than a rear-wheel
brake pressure (pressure of the rear-wheel-side wheel cylin-
der 215), a pressure of the rear-wheel brake (rear-wheel-side
wheel cylinder 215) is amplified with the rear-wheel modified
additional target pressure. Hereinafter, the control carried out
in this embodiment is specifically explained in conjunction
with flowcharts shown in FIG. 3 and FIG. 4 respectively.

FIG. 3 is a flowchart for applying braking to the front wheel
using the interlocking brake in accordance with a front and
rear wheel interlocking brake control by manipulating the
rear-wheel brake pedal 201.

(1) In step S301, a rear-wheel master cylinder (M/C) pres-
sure P, ,, which is inputted by the rear-wheel-use brake
pedal 201 is measured by the pressure sensor 211, and is
inputted to the ECU 400.

(2) In step S302, the ECU 400 calculates a front-wheel
initial additional target pressure P .., by a given arithmetic
formula, a map or the like using the inputted rear-wheel M/C
pressure Py, /.

(3) In step S303, a vehicle body speed V is measured by the
speed sensor 129 or the speed sensor 229, and is inputted to
the ECU 400.

(4) In step S304, the ECU 400 decides a front-wheel modi-
fied additional target pressure P, .-y modifying the front-
wheel initial additional target pressure P, ., by a given arith-
metic formula, a map or the like in view of the measured
vehicle body speed V.

(5) In step S305, braking of the front wheel is performed by
applying a front-wheel brake pressure P to the front-wheel
brake. The front-wheel brake pressure P is constituted of a
front-wheel active brake pressure Py ,_,,. applied to a front-
wheel-side first wheel cylinder 1154 side and a front-wheel
passive brake pressure P . ... applied to a front-wheel-side
second wheel cylinder 1155 side. Here, the front-wheel active
brake pressure P ..., is the front-wheel modified additional
target pressure P, . and the front-wheel passive brake
pressure Pp ... 18 a front-wheel-side second wheel cylinder
pressure Pr ;.
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FIG. 4is a flowchart for controlling the rear wheel using the
interlocking brake in accordance with a front and rear wheel
interlocking brake control by manipulating the front-wheel
brake lever 101.

(1) In step 8401, a front-wheel M/C pressure P ,,, which
is inputted by the front-wheel-use brake lever 101 is mea-
sured by the pressure sensor 111, and is inputted to the ECU
400.

(2) In step S402, the ECU 400 calculates a rear-wheel
initial additional target pressure Py ... by a given arithmetic
formula, a map or the like using the inputted front-wheel M/C
pressure Py /.

(3) In step S403, a vehicle body speed V is measured by the
speed sensor 129 or the speed sensor 229, and is inputted to
the ECU 400.

(4) In step S404, the ECU 400 calculates a rear-wheel
modified additional target pressure Py ,,,.,-by modifying the
rear-wheel initial additional target pressure Py .., in view of
the measured vehicle body speed V.

(5) In step S405, the ECU 400 determines whether or not
the rear-wheel modified additional target pressure Py . -is
larger than a rear-wheel W/C input pressure Pp 5 5, by
comparing the rear-wheel modified additional target pressure
Px moair30d the rear-wheel W/C input pressure Py . with
each other. When the rear-wheel modified additional target
pressure Py ,,,r18 larger than the rear-wheel W/C pressure
Pr ¢ the process advances to step S406, while when the
rear-wheel modified additional target pressure Py 418 n0t
larger than the rear-wheel W/C pressure Py ., the process
advances to step S407.

(6) In step S406, the ECU 400 amplifies a pressure of the
rear-wheel brake (rear-wheel-side wheel cylinder 215) using
the rear-wheel modified additional target pressure P ..

(7) On the other hand, in step S407, the ECU 400 does not
amplify the pressure of the rear-wheel brake. Accordingly, an
input pressure of the rear-wheel-side master cylinder 203 is
applied to the rear-wheel brake as the rear-wheel-side wheel
cylinder pressure Py ;.

Here, the front-wheel modified additional target pressure
and the rear-wheel modified additional target pressure can be
acquired by multiplying the front-wheel initial additional
target pressure and the rear-wheel modified additional target
pressure by factors depending on vehicle data such as a pre-
determined vehicle body speed. In this embodiment, the case
shown in FIG. 3 where the rear-wheel brake pressure P is
acquired based on the front-wheel M/C pressure P, ,, and
the case shown in FIG. 4 where the front-wheel brake pres-
sure P is acquired based on the rear-wheel M/C pressure
Pr sy pressure adopt the different controls. However, the
control of the front wheel and the control of the rear wheel
may adopt the same control flow by setting the control shown
in FIG. 3 substantially equal to the control shown in FIG. 4.

In the case shown in F1G. 3 or FIG. 4, the inputting of the
vehicle body speed V in step S303 or S403 and the modifica-
tion of the front-wheel and rear-wheel initial additional target
pressure in view of the vehicle body speed V into consider-
ation in steps S304 and S404 may be omitted. Further, the
vehicle body speed V may be calculated using a global posi-
tioning system (GPS). This is because there is a possibility
that an error occurs in the speed sensor for detecting the
rotation of the wheel when a tire slips. Further, although the
vehicle body speed V is taken into consideration in the control
shown in the flowchart of FIG. 3 or FIG. 4, the control merely
constitutes an example. In addition to the vehicle body speed
V or in place of the vehicle body speed V, any one of or a
plurality of following vehicle data may be taken into consid-
eration in the control.
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(a) Fluctuation or alteration of the wheel speed V may be
used in steps S302 and S303 shown in FIG. 3 and in steps
S402 and S403 shown in FIG. 4. The fluctuation or the alter-
ation of the wheel speed V is used in an ABS control and
hence, it is possible to use the fluctuation or the alteration of
the wheel speed V without largely modifying a program. To
be more specific, when a vehicle travels on a rough road
surface, there exists a tendency that ABS is liable to be oper-
ated due to a stepped portion thus weakening braking.
Accordingly, in such a case, it is possible to use the initial
additional target pressures of the front and rear wheels and/or
the modified additional target pressures of the front and rear
wheels which are set higher than usual values.

(b) A change in a friction coefficient p on a road surface
may be used in steps S302 and S303 shown in FIG. 3 or in
steps S402 and S403 shown in FIG. 4. When a vehicle body
moves from a high frictional road surface to a low frictional
road surface, the initial additional target pressures for the
front and rear wheels and/or the modified additional target
pressures for the front and rear wheels which are smaller than
usual pressures can be used. When the vehicle body moves
from the low friction road surface to the high friction road
surface, the initial additional target pressures for the frontand
rear wheels and/or the modified additional target pressures
for the front and rear wheels which are larger than usual
pressures can be used. The friction coefficient u can be
obtained by based on slips which are obtained using numeri-
cal values of the speed sensors for the front and rear wheels.

(c) The initial additional target pressures for the front and
rear wheels and/or the modified additional target pressures
for the front and rear wheels may be changed by detecting a
yaw rate of the vehicle body or the inclination of the vehicle
body using a three-dimensional sensor. For example, snaking
(a state where the rear wheel slips on a road surface although
the front wheel grips the road surface) occurs when a front-
wheel braking force is excessively strong. To alleviate such
snaking, the front-wheel modified additional target pressure
may be set small.

(d) A floating tendency of the rear wheel may be detected,
and the tendency may be used in steps S302 and S303 shown
in FIG. 3 and in steps S402 and S403 shown in FIG. 4. The
floating tendency of the rear wheel can be calculated by
comparing speeds of the front and rear wheels detected by the
speed sensors for the front and rear wheels. When it is deter-
mined that the rear wheel has a floating tendency, to alleviated
a braking force to the front wheel, a front wheel initial addi-
tional target pressure or a front wheel modified additional
target pressure is set small.

(e) The initial additional target pressures for the front and
rear wheels and/or the modified additional target pressures
for the front and rear wheels may be controlled by taking a
state of an engine which the ECU 400 obtains by communi-
cating with an engine-use ECU (not shown in the drawing) in
steps S302 and S303 shown in FIG. 3 or in steps S402 and
S403 shown in FIG. 4 into consideration. The state which the
ECU 400 can obtain through the communication with the
engine-use BECU is whether a throttle is opened or not,
whether an engine brake is applied or not or the like.

FIG. 5 is a characteristic graph showing a change in pres-
sure with time for explaining steps S405 to S407 in FIG. 4.

As shown in FIG. 5, a front-wheel master cylinder pressure
P s and a front-wheel wheel cylinder pressure P - are
elevated parallel to each other in proportion to a lapse of an
operation time. On the other hand, with respect to a rear-
wheel master cylinder pressure Py 5/~ and a rear-wheel cyl-
inder pressure Py 5., the rear-wheel modified additional
target pressure Pz .- (broken line) is not larger than the
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rear-wheel wheel cylinder pressure Py, 57, (steps S405, S407)
and hence, braking is performed using the rear-wheel wheel
cylinder pressure Py, ;. from a point of time t, to a point of
time t,. On the other hand, from the point of time t, and
thereafter, the rear-wheel modified additional target pressure
PR moar becomes larger than the rear-wheel wheel cylinder
pressure Py .~ (steps S405, S406) and hence, braking is
performed using the rear-wheel modified additional target
pressure Py, -as a rear-wheel brake pressure, and the rear-
wheel modified additional target pressure P ,,+is applied
to the rear-wheel-side wheel cylinder 215 up to a point of time
t; where lock tendency appears.

According to the present invention, a map for deciding an
additional target pressure corresponding to a type of vehicle
such as an American type or a rider type can be set individu-
ally between the front wheel and the rear wheel. Further, due
to the realization of individual setting of the map, a logic for
an active pressure build-up can be set individually between
the front and rear wheels and hence, setting of the logic
corresponding to a type of vehicle can be realized. For
example, in case of the American type motorcycle, an active
pressure build-up amount can be set such that a braking force
for arear wheel is set larger than a braking force for the front
wheel which is set in accordance with the ideal brake distri-
bution, or a braking force for the front wheel is set smaller
than a braking force for the rear wheel set in accordance with
the ideal brake distribution. Setting of the braking force may
be reversed in case of the rider type motorcycle.

The present invention can impart deceleration which a
rider expects even when a braking force is deviated from the
ideal brake distribution. Operation feelings of a rider are
decided based on input pressure applied to the brake lever or
the brake pedal. According to the invention disclosed in
patent document 1, a control of braking forces is changed
based on the reference deceleration and hence, when a road
surface state is changed, operation feelings of a rider are
influenced by such a change.

In the invention disclosed in patent document 1, locking of
a wheel is prevented by deciding braking forces of front and
rear wheels based on the ideal distribution. To the contrary,
according to the present invention, braking forces may be
decided based on a map which allows locking without using
the ideal distribution. However, when the braking forces fall
into lock tendency, such tendency is modified by an ABS. In
this manner, according to the present invention, braking can
be inputted up to a maximum value level at which locking
tendency almost occurs.

In this manner, according to the present invention, an addi-
tional target pressure is applied up to the condition where lock
tendency almost occurs and hence, a range where an opera-
tion can be performed corresponding to the manipulation by
a rider is broadened whereby the rider feels discomforts less
times. Compared to the invention disclosed in patent docu-
ment 1, according to the present invention, even when braking
at a level that locking tendency almost occurs is inputted, a
rider hardly feels discomforts in his manipulation. Ina motor-
cycle provided with a front and rear wheel interlocking brake
asinthe case of the invention disclosed in patent document 1,
tendency that front wheel braking becomes excessively
strong is observed. Accordingly, when a rider who is not
familiar with a front and rear wheel interlocking brake
manipulates the brake, a vehicle body pitches forward and
hence, the rider feels discomforts. In the invention disclosed
in patent document 1, when a rider strongly steps on a brake
so that a rear wheel becomes almost locked, an ideal distri-
bution map for front and rear wheel brakes is changed over
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such that a braking force for the front wheel brake is increased
more whereby a rider feels discomforts.

Particularly, in the motorcycle which is obtained by carry-
ing out the invention disclosed in patent document 1, when a
rider manipulates a brake at the time of driving the motorcycle
ata low-speed, the rider who is not familiar with the behavior
of the front and rear wheel interlocking brake is liable to fall
down. This is because when the braking is made, the behavior
of the vehicle body at braking differs from the behavior of the
vehicle body which the rider expected. According to the
present invention, an actual braking force approximates a
value which a rider expected and hence, the rider does not fall
down even during driving at a low speed.

The present invention can reproduce the behavior of the
vehicle body where a front wheel suspension sinks when the
front wheel brake is operated and a rear wheel suspension
sinks when the rear wheel brake is operated.

When the behavior of the vehicle body which a rider
expects (estimates) and the actual behavior of the vehicle
body differ from each other at the time of inputting braking by
the rider, the vehicle body loses a balance. Although the front
and rear wheel interlocking brake of the related art cannot
provide the behavior of the vehicle body corresponding to
inputting of braking by a rider, the present invention can
perform a control corresponding to inputting of braking by a
rider.

The invention claimed is:

1. A motorcycle braking device comprising: a front wheel
hydraulic circuit; a rear wheel hydraulic circuit and a control
part which controls the front wheel hydraulic circuit and the
rear wheel hydraulic circuit; the control part performing a
both wheel interlocking brake control such that a braking
force to a wheel generated by the front wheel hydraulic circuit
and a braking force to a wheel generated by the rear wheel
hydraulic circuit are interlocked with each other, wherein

the control part measuring a first brake pressure generated
by one of the front wheel hydraulic circuit and the rear
wheel hydraulic circuit and applied to a first wheel,

the control part determining a target pressure to be gener-
ated by the other of the front wheel hydraulic circuit and
the rear wheel hydraulic circuit for a second wheel, the
target pressure associated with the brake pressure
applied to the first wheel,

the control part measuring a second brake pressure gener-
ated by the other of the front wheel hydraulic circuit and
the rear wheel hydraulic circuit and applied to the second
wheel, and

the control part applying a third brake pressure to the
second wheel when the target pressure is larger than the
second brake pressure, the third brake pressure obtained
by subtracting the second brake pressure from the target
pressure.

2. The motorcycle braking device according to claim 1,

wherein said first wheel is the rear wheel.

3. The motorcycle braking device according to claim 1,
wherein the second wheel is the front wheel.

4. The motorcycle braking device according to claim 1,
wherein the target pressure is modified by taking a traveling
state of a vehicle body into consideration.

5. A motorcycle braking device comprising:

a front wheel hydraulic circuit including a first brake
manipulation device which is manipulated by a rider for
braking a front wheel, a first master cylinder which
generates a pressure corresponding to a manipulation of
the first brake manipulation device, a first master cylin-
der pressure sensor which detects a pressure of the first
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master cylinder, and a first wheel cylinder which brakes
the front wheel using the pressure of the first master
cylinder;
a rear wheel hydraulic circuit including a second brake
manipulation device which is manipulated by a rider for
braking a rear wheel, a second master cylinder which
generates a pressure corresponding to a manipulation of
the second brake manipulation device, a second master
cylinder pressure sensor which detects a pressure of the
second master cylinder, and a second wheel cylinder
which brakes the rear wheel using the pressure of the
second master cylinder; and
a control part which controls the front wheel hydraulic
circuit and the rear wheel hydraulic circuit, the control
part
measuring a first brake pressure generated in one of the
front wheel hydraulic circuit and the rear wheel
hydraulic circuit by the rider using the first or second
master cylinder pressure sensor,

measuring a second brake pressure generated in the
other of the front wheel hydraulic circuit and the rear
wheel hydraulic circuit by the rider using the first or
second master cylinder pressure sensor,

determining an additional target pressure associated
with the first brake pressure, the additional pressure
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being the difference between a target pressure and the
second brake pressure when the target pressure is
greater than the second brake pressure, the additional
pressure being zero when the target pressure is less
than the second brake pressure, and

applying the additional target pressure to the front orrear
wheel by the other of the front wheel hydraulic circuit
and the rear wheel hydraulic circuit.

6. The motorcycle braking device according to claim 5,
wherein said first brake pressure is generated by the rear
wheel hydraulic circuit.

7. The motorcycle braking device according to claim 5,
wherein the brake pressure is a pressure of the second master
cylinder of the rear wheel hydraulic circuit or a pressure of the
second wheel cylinder of the rear wheel hydraulic circuit.

8. The motorcycle braking device according to claim 5,
wherein the second brake pressure is generated by the front
wheel hydraulic circuit.

9. The motorcycle braking device according to claim 5,
wherein the additional target pressure is modified by taking a
traveling state of a vehicle body into consideration.
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