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Description

TECHNICAL FIELD

[0001] The present invention relates to an automated
driving method for a vehicle and an automatic control
apparatus each for changing a control mode for automat-
ed driving at the time when a traffic jam is detected.

BACKGROUND ART

[0002] As a technology to perform, when a traffic jam
is detected, automated driving by a control mode different
from a control mode used in a normal time, JP
2011-068308 describes the following technology. After
a traffic jam is detected, when a host vehicle comes close
to a line (hereinafter referred to as a "traffic jam line" in
some cases) of vehicles forming the traffic jam and an
in-vehicle sensor recognizes a vehicle positioned at the
end of the traffic jam line, a control for traffic jam travel
is started. More specifically, a position of a leading vehicle
ahead of the host vehicle to a top position of the traffic
jam line ahead is detected, and the behavior of the lead-
ing vehicle is predicted from the position of the leading
vehicle. Then, based on a prediction result, following trav-
el of the host vehicle to follow the leading vehicle is con-
trolled (paragraphs 0035 to 0038).
Document DE 10 2005 050277 A1 describes a distance
and speed regulator for a vehicle, a traffic jam detection
unit, which detects a traffic jam, and a predetermining
unit, which predetermines the parameters of the accel-
eration and the deceleration dynamic of the distance and
speed regulator. The traffic jam detection unit detects a
traffic jam by analyzing the current speed and previous
speed of the vehicle. If the speed of the vehicle is below
a maximal speed, the difference between the vehicle
speed and the maximal speed is integrated over time. If
this integral reaches a threshold value a traffic-detection
signal changes to "yes". Consequently, the predetermin-
ing unit adapts the predetermined acceleration dynamic
and the deceleration dynamic of the distance and speed
regulator, so that the vehicle accelerates and decelerates
slower in a traffic jam.
Document US 2012/226433 A1 describes a system and
a method for a vehicle, aiming at improving the fuel con-
sumption by predicting a vehicle stop and turning the
engine of the vehicle off, when a vehicle stop is likely.
Whether a vehicle stop is likely is determined by the ful-
fillment of the conditions of several parameters. If every
predetermined condition for a parameter is fulfilled the
engine of the vehicle is turned off. The method considers,
among other things, the distance and the relative speed
between the host vehicle and the vehicle in front of the
host vehicle, whether the speed and the steering angle
difference of the host vehicle is below a threshold and
whether a torque has been requested recently.
Document US 2014/244129 A1 describes an adaptive
cruise control with an additional efficient cruise function.

The efficient cruise function allows for the adjustment of
a speed setpoint of the adaptive cruise control. The ad-
justment is determined by an optimization of a cost model
trying to achieve a balance between an increased fuel
efficiency and an average speed of the vehicle. The
scope of the adjustment is adapted according to the den-
sity of the traffic surrounding the host vehicle.SUMMARY
OF INVENTION
[0003] The technology described in the above docu-
ment relates to following travel after the host vehicle rec-
ognizes a vehicle positioned at the end of a traffic jam
line, substantially, after the host vehicle reaches the end
of the traffic jam. That is, the above technology is intend-
ed to improve fuel efficiency when the host vehicle is in
a traffic jam line and does not have any influence on a
period before the host vehicle reaches the end of a traffic
jam after the traffic jam is detected, in other words, a
period before the host vehicle joins the traffic jam line.
Accordingly, there is such a possibility that, even though
a traffic jam is present ahead of the host vehicle, the host
vehicle might perform unnecessary acceleration and de-
celeration due to travel in accordance with behaviors of
neighboring vehicles until the host vehicle reaches the
end of the traffic jam, and it may be said that there is
room for improvement to further improve fuel efficiency.
In this way, document WO2012/014042 A2 describes a
system for controlling the deceleration of a vehicle to an
optimum speed when a traffic jam is detected ahead of
the vehicle at a distance greater than the detection range
of the vehicle-to-vehicle distance sensor.
[0004] An object of the present invention is to provide
an automated driving method for a vehicle and an auto-
matic control apparatus in consideration of the above
problems.
[0005] An automated driving method for a vehicle ac-
cording to one embodiment of the present invention is
provided according to independent claim 1.
[0006] According to another embodiment of the
present invention, an automatic control apparatus for a
vehicle is provided according to independent claim 11.

BRIEF DESCRIPTION OF DRAWINGS

[0007]

FIG. 1 is a schematic view illustrating an overall con-
figuration of a control system for a self-driving vehicle
according to one embodiment of the present inven-
tion.
FIG. 2 is a flowchart illustrating a basic procedure of
a control mode switching routine to be executed by
the control system in the embodiment.
FIG. 3 is an explanatory view illustrating changes in
a vehicle speed by a control in the embodiment.
FIG. 4 is an explanatory view illustrating changes in
a vehicle speed in another example of the control in
the embodiment.
FIG. 5 is an explanatory view illustrating changes in
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a vehicle speed in further another example of the
control in the embodiment.
FIG. 6 is an explanatory view illustrating changes in
a vehicle speed in further another example of the
control in the embodiment.
FIG. 7 is a flowchart illustrating details of a deceler-
ation correction routine in a control in another em-
bodiment of the present invention.
FIG. 8 is an explanatory view illustrating changes in
a vehicle speed by the control in the embodiment in
comparison with the control in the previous embod-
iment.

DESCRIPTION OF EMBODIMENTS

[0008] With reference to drawings, the following de-
scribes an embodiment of the present invention.

(Overall Configuration of System)

[0009] FIG. 1 is a schematic view illustrating an overall
configuration of a control system (hereinafter referred to
as a "vehicle control system") S for a self-driving vehicle
according to one embodiment of the present invention.
[0010] The vehicle control system S includes an inter-
nal combustion engine (hereinafter just referred to as an
"engine") E that is a drive source of the vehicle, a driving
support system controller (ADAS/CU) 1, and an engine
controller (ECU) 2.
[0011] The engine controller 2 is configured to control
an operation of the engine E. The engine controller 2
controls an output of the engine E by adjusting an intake-
air amount, a fuel supply amount, and so on to the engine
E. The engine controller 2 is connected to the driving
support system controller 1 in a mutually communicable
manner and receives, as information related to an engine
control, a signal from an accelerator sensor 21 for de-
tecting an operation amount of an accelerator pedal by
a driver, a signal from a rotation speed sensor 22 for
detecting a rotation speed of the engine E, a signal from
a water temperature sensor 23 for detecting a coolant
temperature of the engine E, and so on.
[0012] The driving support system controller 1 sets var-
ious control parameters for automated driving of the ve-
hicle and outputs command signals to various devices
(e.g., the engine E) related to automated driving. In the
present embodiment, the "automated driving" indicates
a driving state where, in a state where a driver can take
back manual driving anytime when the driver selects, all
operations of acceleration, braking, and steering are con-
ducted by the control system side while the driver mon-
itors the operations. However, an automation type or an
automated driving level to which the present embodiment
is applicable is not limited to this. In the present embod-
iment, a vehicle speed is controlled by automated driving
such that the vehicle speed is brought close to a target
vehicle speed, and an acceleration or a deceleration of
the vehicle that is set when the vehicle speed is controlled

corresponds to the "control parameter" for automated
driving.
[0013] The vehicle control system S includes, as de-
vices related to the automated driving of the vehicle, an
automatic steering device 11, an automatic wheel brake
device 12, and an automatic parking brake device 13 in
addition to the engine E. The automatic steering device
11, the automatic wheel brake device 12, and the auto-
matic parking brake device 13 are all operable in re-
sponse to command signals from the driving support sys-
tem controller 1. The automatic steering device 11 is a
device for changing an advancing direction and a back-
ward direction of the vehicle during automated driving,
the automatic wheel brake device 12 is a device for gen-
erating a braking force in the vehicle without depending
on an operation on a brake pedal by a driver, and the
automatic parking brake device 13 is a device for auto-
matically actuating a parking brake when a system acti-
vation switch of the vehicle is turned off.
[0014] Further, the vehicle control system S includes
a switching device 14 for switching between automated
driving and manual driving based on selection by a driver
and setting driving conditions during automated driving,
and a display device 15 for causing the driver to recognize
an operational state of the automated driving and a travel
state of the vehicle. In the present embodiment, the
switching device 14 is configured as a consolidation
switch (hereinafter referred to as a "handle switch") pro-
vided adjacent to a gripping portion of a steering wheel
and includes an operation portion for switching between
ON and OFF of the automated driving and for switching
a setting vehicle speed and a setting vehicle-to-vehicle
distance. The display device (hereinafter referred to as
a "meter display") 15 is provided on a dashboard of a
driver seat and is a configuration to enable visual recog-
nition of an ON or OFF state of the automated driving
(e.g., by using different display colors for the ON state
and the OFF state of the automated driving). The display
device 15 includes a display portion on which a setting
vehicle speed and a setting vehicle-to-vehicle distance
are displayed.
[0015] In the present embodiment, the driving support
system controller 1 and the engine controller 2 are each
configured as an electronic control unit including a mi-
crocomputer constituted by a central processing unit
(CPU), various storage devices such as a ROM and a
RAM, an input-output interface, and so on.
[0016] The driving support system controller 1 re-
ceives, as information related to the automated driving,
a signal from the handle switch 14, a signal from a leading
vehicle detection device 16, and a signal from a vehicle-
to-vehicle distance measuring device 17. The leading ve-
hicle detection device 16 detects the presence of a lead-
ing vehicle in a range within a predetermined distance
ahead of a host vehicle and can be embodied by an op-
tical camera sensor, for example. The vehicle-to-vehicle
distance measuring device 17 detects a vehicle-to-vehi-
cle distance between the host vehicle and the leading
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vehicle and can be embodied by a radar sensor, e.g., a
millimeter wave radar sensor. The driving support system
controller 1 detects a relative speed of the leading vehicle
to the host vehicle based on a signal from the vehicle-to-
vehicle distance measuring device 17, more specifically,
a change amount per unit time in a vehicle-to-vehicle
distance. The leading vehicle detection device 16 and
the vehicle-to-vehicle distance measuring device 17 can
be configured as one sensor unit, and a radar sensor or
the like may be configured to double as the leading ve-
hicle detection device 16 and the vehicle-to-vehicle dis-
tance measuring device 17.
[0017] The driving support system controller 1 further
receives, as the information related to the automated
driving, a signal from a road traffic information receiving
device 18. The road traffic information receiving device
18 receives road traffic information such as VICS (regis-
tered trademark) (Vehicle Information and Communica-
tion System) information from a base station outside the
vehicle and can be embodied by a car navigation system,
for example. In the present embodiment, the road traffic
information receiving device 18 is used for acquisition of
information about a traffic jam and can be replaced with
a VICS information receiving terminal, a vehicle-to-vehi-
cle communication information receiving terminal, or a
road-to-vehicle communication information receiving ter-
minal. An example of the road-to-vehicle communication
information receiving terminal can be a receiving terminal
for a wireless transmission device such as a beacon. The
road traffic information receiving device 18 is not limited
to an installed-type device in the vehicle and may be a
portable terminal such as a mobile phone that can provide
traffic jam information to the driving support system con-
troller 1.
[0018] In addition to the above, the driving support sys-
tem controller 1 receives a signal from a vehicle speed
sensor 19 for detecting a vehicle speed VSP. The signal
indicative of the vehicle speed VSP can be received via
the engine controller 2.

(Operation of Control System)

[0019] When automated driving is selected by an op-
eration of the handle switch 14, the vehicle control system
S sets a requested acceleration and a requested decel-
eration demanded for the host vehicle based on a travel
state of the host vehicle, a travel state of a vehicle (e.g.,
a leading vehicle) other than the host vehicle, a neigh-
boring traffic condition, and so on. The driving support
system controller 1 sets a requested driving force, for the
vehicle, that is required to achieve the requested accel-
eration and outputs, to the engine controller 2, a com-
mand signal to cause the engine E to generate an output
torque corresponding to the requested driving force. The
driving support system controller 1 further sets a request-
ed braking force, for the vehicle, that is required to
achieve the requested deceleration and outputs, to the
automatic wheel brake device 12, a command signal cor-

responding to the requested braking force.
[0020] In the present embodiment, the driving support
system controller 1 takes, as a speed limit, a maximum
speed specified by a road sign or determined by laws
and the like, and the driving support system controller 1
selects a lower vehicle speed from a vehicle speed (here-
inafter referred to as a "setting vehicle speed" in some
cases) set by a driver and the speed limit and sets the
selected vehicle speed as a target vehicle speed. The
driving support system controller 1 then sets a requested
driving force so as to bring the vehicle speed close to the
target vehicle speed at a requested acceleration corre-
sponding to a current vehicle speed of the host vehicle
and outputs a command signal to the engine controller
2. Hereby, the vehicle basically performs constant-speed
travel at the target vehicle speed.
[0021] Further, in a case where following travel is per-
formed such that the host vehicle travels while a prede-
termined vehicle-to-vehicle distance to the leading vehi-
cle ahead of the host vehicle is maintained, the driving
support system controller 1 sets a requested driving force
and a requested braking force so that a relative speed
of the leading vehicle to the host vehicle (in other words,
a relative speed of the host vehicle to the leading vehicle)
is zero at a vehicle-to-vehicle distance (hereinafter re-
ferred to as a "setting vehicle-to-vehicle distance" in
some cases) set in advance or set by the driver. That is,
the target vehicle speed during following travel depends
on the vehicle speed of the leading vehicle and is a ve-
hicle speed in a state where the predetermined vehicle-
to-vehicle distance is maintained.
[0022] The mode described above is a control mode
for automated driving executed in a normal time.
[0023] The automated driving is cancelled when the
handle switch 14 is operated by the driver or a given
operation related to vehicle behavior (e.g., the brake ped-
al is stepped on) is performed.
[0024] Here, in the present embodiment, during travel
by automated driving, it is determined whether or not a
traffic jam is detected on a travel route from a current
location to a destination, the travel route being set in the
car navigation system. When a traffic jam is detected
ahead of the host vehicle by a distance equal to or more
than a predetermined distance, the control mode for au-
tomated driving is changed from the mode in the normal
time to a low fuel consumption mode at the time of de-
tection of a traffic jam. Here, the "traffic jam" indicates a
traffic condition in which an average vehicle speed of a
plurality of vehicles decreases to a vehicle speed equal
to or less than 40% of the speed limit due to congestion
of the vehicles, for example. A position at the end of a
range on a road in which the traffic jam occurs is referred
to as a "traffic jam end." The "low fuel consumption mode"
is a control mode in which fuel consumption before the
vehicle reaches a traffic jam end from a current location
where a traffic jam is detected is restrained in comparison
with a case where the control mode in the normal time
is continued even after the detection of the traffic jam. In
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the present embodiment, the low fuel consumption mode
is performed as a control mode in which the vehicle speed
controlled by automated driving is decreased to be lower
than the target vehicle speed in the normal time.

(Description based on Flowchart)

[0025] FIG. 2 illustrates, by a flowchart, a basic proce-
dure of a control mode switching routine to be executed
by the driving support system controller 1 for automated
driving in the present embodiment. The driving support
system controller 1 is programed to execute the control
mode switching routine every predetermined time.
[0026] In the flowchart illustrated in FIG. 2, in S101,
whether automated driving is being performed or not is
determined. Whether automated driving is being per-
formed or not can be determined based on a signal from
the handle switch 14. When automated driving is being
performed, the routine proceeds to S102, and when au-
tomated driving is not being performed, the routine pro-
ceeds to S112.
[0027] In S102, the attribute of a road where the host
vehicle is traveling is checked. In the present embodi-
ment, whether the road where the host vehicle is currently
traveling is an expressway or an ordinary road is deter-
mined. When the road is an expressway, the routine pro-
ceeds to S103, and when the road is an ordinary road,
the routine proceeds to S110. The speed limit in the ex-
pressway (e.g., 100 km per hour) is generally high in
comparison with the speed limit in the ordinary road (e.g.,
60 km per hour), and the target vehicle speed tends to
be set to a higher speed. In view of this, it is considered
that the vehicle speed controlled such that the vehicle
speed is brought close to the target vehicle speed is high-
er in the expressway than in the ordinary road.
[0028] In S103, whether or not a traffic jam is detected
within a predetermined range (e.g., a range of a few kil-
ometers from the host vehicle) ahead of the host vehicle
is determined. Whether a traffic jam is detected or not
can be determined based on a signal from the road traffic
information receiving device 18 embodied by a car nav-
igation system. For example, the car navigation system
detects a traffic jam ahead of the host vehicle based on
road map information, traffic jam information, and posi-
tion information about a current location of the host ve-
hicle and transmits, to the driving support system con-
troller 1, a signal indicating that the traffic jam is detected.
In the present embodiment, whether a traffic jam is de-
tected or not is determined based on whether or not a
traffic jam end is within a predetermined range ahead of
the host vehicle. When a traffic jam is detected, the rou-
tine proceeds to S104, and when a traffic jam is not de-
tected, the routine proceeds to S112. The process of S
103 is to take into consideration a time during which the
vehicle is forced to travel at a relatively low speed until
the vehicle reaches the traffic jam end after the traffic
jam is detected. In the present embodiment, a traffic jam
within 2 km ahead of the host vehicle is detected.

[0029] In S104, whether or not the traffic jam (more
specifically, its end) detected in S 103 is ahead of the
host vehicle by a distance equal to or more than a pre-
determined distance DA is determined. The predeter-
mined distance DA is a distance longer than a vehicle-
to-vehicle distance (the setting vehicle-to-vehicle dis-
tance) from the leading vehicle, the vehicle-to-vehicle
distance being set at the time of following travel. In the
present embodiment, the predetermined distance DA is
a distance longer than a detectable distance by the lead-
ing vehicle detection device 16 embodied by an optical
camera sensor. When the traffic jam is ahead of the host
vehicle by a distance equal to or more than the prede-
termined distance DA (e.g., 500 m), the routine proceeds
to S105, and automated driving is performed in the low
fuel consumption mode by processes of S105 to 109.
Meanwhile, when a distance between the traffic jam and
the host vehicle is less than the predetermined distance
DA, the routine proceeds to S109 without executing the
processes of steps S105 to 108.
[0030] In S105, a process to reduce the vehicle speed
VSP to be lower than a target vehicle speed VSPt (=
VSPt0) for the normal time is performed. In the present
embodiment, the target vehicle speed VSPt is changed
to a vehicle speed lower than the target vehicle speed
VSPt0 set in the normal time. More specifically, after the
traffic jam is detected, the target vehicle speed VSPt is
reduced by a predetermined speed DLTv every time
when the host vehicle advances only by a predetermined
distance or a unit distance.

[0031] In S106, whether or not the target vehicle speed
VSPt after the reduction is equal to or less than an opti-
mum fuel consumption vehicle speed Vbfe is determined.
In the present embodiment, the optimum fuel consump-
tion vehicle speed Vbfe indicates a vehicle speed at
which a fuel consumption amount per travel distance un-
der road-road conditions is smallest. The optimum fuel
consumption vehicle speed Vbfe varies depending on a
type or the like of the vehicle or the engine E, but the
optimum fuel consumption vehicle speed Vbfe can be
grasped in advance through experiment or the like. When
the target vehicle speed VSPt is equal to or less than the
optimum fuel consumption vehicle speed Vbfe (e.g., 50
km per hour), the process proceeds to S107, and when
the target vehicle speed VSPt is higher than the optimum
fuel consumption vehicle speed Vbfe, the process pro-
ceeds to S108.
[0032] In S107, the optimum fuel consumption vehicle
speed Vbfe is set to the target vehicle speed VSPt.
[0033] In S108, whether or not a vehicle-to-vehicle dis-
tance IVD from the leading vehicle is equal to or less than
a predetermined distance IVDa is determined. When the
vehicle-to-vehicle distance IVD is equal to or less than
the predetermined distance IVDa, in other words, after
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the traffic jam is detected, when the host vehicle is coming
close to the traffic jam and approaches a vehicle (the
leading vehicle) positioned at the end of the traffic jam
line within a distance equal to or less than the predeter-
mined distance IVDa, the routine proceeds to S108, and
when the host vehicle has not approached yet the vehicle
positioned at the end of the traffic jam line within the pre-
determined distance IVDa, the control at this time is end-
ed.
[0034] In S109, a signal to stop fuel supply to the en-
gine E is output to the engine controller 2, and coasting
is performed at the target vehicle speed VSPt after the
reduction or at the optimum fuel consumption vehicle
speed Vbfe.
[0035] In S110, whether or not a traffic jam is detected
within a predetermined range ahead of the host vehicle
is determined. The predetermined distance used for the
comparison in S110 is a distance shorter than the pre-
determined distance (e.g., 2 km) used in S103 and is for
example, 1 km. When a traffic jam is detected within 1
km ahead of the host vehicle, the routine proceeds to
S111, and when a traffic jam is not detected, the routine
proceeds to S112. Similarly to the process of S103, the
process of S110 is to take into consideration a time during
which the vehicle is forced to travel at a relatively low
speed until the vehicle reaches the traffic jam end after
the traffic jam is detected.
[0036] In S111, whether or not the traffic jam (more
specifically, its end) detected in S 110 is ahead of the
host vehicle by a distance equal to or more than a pre-
determined distance DB is determined. Similarly to the
predetermined distance DA, the predetermined distance
DB is a distance longer than a detectable distance by the
leading vehicle detection device 16 embodied by an op-
tical camera sensor, but the predetermined distance DB
is set to a distance shorter than the predetermined dis-
tance DA. When the traffic jam is ahead of the host vehicle
by a distance equal to or more than the predetermined
distance DB (e.g., 350 m), the routine proceeds to S105,
and automated driving is performed in the low fuel con-
sumption mode by the processes of S105 to 109. Mean-
while, in a case where a distance between the traffic jam
and the host vehicle is less than the predetermined dis-
tance DB, the routine proceeds to S109 without executing
the processes of steps S105 to 108.
[0037] In S 112, automated driving is performed in the
control mode for the normal time.

(Description about Operation)

[0038] FIG. 3 schematically illustrates changes in the
vehicle speed VSP by the control (the control mode
switching routine) in the present embodiment.
[0039] In FIG. 3, a dotted line indicates a case where
the target vehicle speed VSPt0 for the automated driving
in the normal time is maintained after a traffic jam is de-
tected. Meanwhile, an alternate long and short dash line
indicates a target vehicle speed VSPt1 when the vehicle

speed VSP is continuously reduced toward the optimum
fuel consumption vehicle speed Vbfe as a target speed
for the automated driving at the time when a traffic jam
is detected, and an alternate long and two short dashes
line indicates a target vehicle speed VSPt2 when the ve-
hicle speed VSP is reduced stepwise toward the optimum
fuel consumption vehicle speed Vbfe similarly as the tar-
get speed at the time when a traffic jam is detected. The
following assumes that, during travel at a vehicle speed
VSP0 (= VSPt0), a traffic jam occurring on a travel route
is detected at a position D5 on a near side to the host
vehicle from the end (a position D = 0) of the traffic jam.
[0040] As has been described earlier, in the normal
time, a lower vehicle speed out of the speed limit and the
setting vehicle speed is set as the target vehicle speed
VSPt0. In the comparative example indicated by a dotted
line, the target vehicle speed VSPt0 before detection of
the traffic jam is maintained after the traffic jam is detect-
ed but before a vehicle positioned at the end of the traffic
jam line is recognized. The vehicle speed is reduced as
the vehicle-to-vehicle distance from the vehicle posi-
tioned at the end of the traffic jam line is reduced, and
the vehicle stops at the position D = 0 that is behind the
vehicle positioned at the end of the traffic jam line only
by a predetermined vehicle-to-vehicle distance.
[0041] On the other hand, in the present embodiment,
as indicated by the alternate long and two short dashes
line, the target vehicle speed VSPt2 is reduced by the
predetermined speed DLTv per predetermined distance
from the position D5 at which the traffic jam is detected
(S105 in FIG. 2). A thick continuous line indicates the
behavior of the vehicle of the present embodiment. As a
result of the control performed such that the vehicle
speed VSP approaches the target vehicle speed VSPt2,
the vehicle alternately performs deceleration travel by
fuel cut and constant-speed travel at the target vehicle
speed VSPt2 after the reduction (that is, road-road trav-
el).
[0042] When the vehicle-to-vehicle distance IVD from
the leading vehicle is equal to or less than the predeter-
mined distance IVDa, in other words, when the host ve-
hicle is coming close to the traffic jam from the position
D5 at which the traffic jam is detected and the host vehicle
approaches the vehicle positioned at the end of the traffic
jam line within a distance equal to or less than the pre-
determined distance IVDa, the vehicle is decelerated by
fuel cut and an operation of the automatic wheel brake
device 12 and stops at a position distanced from the lead-
ing vehicle by a predetermined vehicle-to-vehicle dis-
tance.
[0043] In the example illustrated in FIG. 3, the target
vehicle speed VSPt2 is reduced to the optimum fuel con-
sumption vehicle speed Vbfe, and a braking operation
for stop is started at a position D1 after the vehicle speed
VSP reaches the optimum fuel consumption vehicle
speed Vbfe. However, when the vehicle-to-vehicle dis-
tance IVD has already reached the distance equal to or
less than the predetermined distance IVDa even before
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the target vehicle speed VSPt reaches the optimum fuel
consumption vehicle speed Vbfe, the vehicle performs
fuel cut and then shifts to braking for stop.
[0044] As such, in the present embodiment, when the
vehicle speed VSP is reduced due to detection of a traffic
jam, the target vehicle speed VSPt2 is reduced by the
predetermined speed DLTv per predetermined distance
(e.g., D5 - D4). However, the setting of the target vehicle
speed VSPt2 when the vehicle speed VSP is reduced is
not limited to this. For example, as indicated by the al-
ternate long and short dash line in FIG. 3, the target ve-
hicle speed VSPt1 can be reduced continuously. Further,
the target vehicle speed VSPt2 is reduced per predeter-
mined distance, but a vehicle speed difference DLTv be-
fore and after the reduction may be increased (DLTv1 <
DLTv2 < ...) as the vehicle becomes closer to the traffic
jam end. Further, the target vehicle speed VSPt2 is re-
duced by the predetermined speed DLTv, but the dis-
tance per which the target vehicle speed VSPt2 is re-
duced can be shortened as the vehicle is closer to the
traffic jam end (D51 - D41 > D41 - D31 > ...). FIG. 4
schematically illustrates changes in the vehicle speed
VSP in a first modification of the control in the present
embodiment as the former example, and FIG. 5 sche-
matically illustrates changes in the vehicle speed VSP in
a second modification of the control in the present em-
bodiment as the latter example.
[0045] The changes in the second modification (FIG.
5) can be achieved by adjusting the distance per which
the target vehicle speed VSPt2 is reduced or can be
achieved by reducing the target vehicle speed VSPt2 per
predetermined time, in other words, by fixing a time in-
terval per which the target vehicle speed VSPt2 is re-
duced.
[0046] Further, not only the target vehicle speed VSPt
is gradually reduced along with extension of a travel dis-
tance or passage of time, but also the target vehicle
speed VSPt may be reduced at a stretch to the optimum
fuel consumption vehicle speed Vbfe after a traffic jam
is detected. As an example of this case, FIG. 6 schemat-
ically illustrates changes in the vehicle speed VSP in a
third modification of the control in the present embodi-
ment. At a time point when a traffic jam is detected (the
position D5), a target vehicle speed VSPt3 is reduced to
the optimum fuel consumption vehicle speed Vbfe from
the target vehicle speed VSPt0 before the detection of
the traffic jam, and fuel cut is performed together with
switching to the target vehicle speed VSPt3.
[0047] In the present embodiment, a "travel-state de-
tection unit" is constituted by the vehicle speed sensor
19, a "driving controlling unit" is constituted by the driving
support system controller 1, and a "traffic jam detection
unit" is constituted by the road traffic information receiv-
ing device 18.

(Description of Operation-effects)

[0048] An automatic control apparatus (the vehicle

control system S) for the vehicle of the present embodi-
ment is configured as described above, and effects ob-
tained by the present embodiment will be summarized
below.
[0049] First, when a traffic jam is detected, the vehicle
speed VSP is reduced to be lower than the target vehicle
speed VSPt0 for automated driving in the normal time,
so that consumption of fuel that is required until the host
vehicle reaches the traffic jam end is restrained, thereby
making it possible to further improve fuel efficiency
through the entire automated driving.
[0050] Further, due to the reduction in the vehicle
speed VSP, the time required until the host vehicle reach-
es the traffic jam end can be extended. Here, when the
traffic jam is eliminated before the host vehicle reaches
the traffic jam end, it is possible to avoid traveling in a
traffic jam in which the host vehicle travels at a low speed
and acceleration and deceleration tend to be repeated
frequently.
[0051] Secondly, since the predetermined distance DA
(> DB) related to detection of a traffic jam is extended as
a current vehicle speed VSP is higher, it is possible to
secure, between a current position and the traffic jam
end, an appropriate distance to obtain a fuel consumption
reduction effect by reduction in the vehicle speed VSP.
[0052] In the present embodiment, this effect is em-
bodied by changing the predetermined distances DA, DB
in accordance with the attribute of a road where the ve-
hicle is currently traveling, thereby making it possible to
more surely obtain the fuel consumption reduction effect
by reduction in the vehicle speed VSP. For example, by
extending the predetermined distance DA (> DB) in an
expressway where the vehicle tends to travel at a higher
vehicle speed than in an ordinary road, it is possible to
secure, between the current position and the traffic jam
end, an appropriate distance to obtain the fuel consump-
tion reduction effect.
[0053] Thirdly, since the vehicle speed VSP is gradu-
ally reduced from the current vehicle speed VSP (=
VSP0) when the vehicle speed VSP is reduced, it is pos-
sible to obtain the fuel consumption reduction effect by
reduction in the vehicle speed VSP while an influence of
sudden deceleration on a following vehicle is avoided.
[0054] Fourthly, when the vehicle speed VSP is re-
duced, the vehicle speed VSP is reduced toward the op-
timum fuel consumption vehicle speed Vbfe, thereby
making it possible to obtain a higher fuel consumption
reduction effect.
[0055] Fifthly, since the reduction in the vehicle speed
VSP is performed by stopping fuel supply to the engine
E, it is possible to promote the fuel consumption reduction
effect while the reduction in the vehicle speed VSP is
surely achieved.

(Description about Other Embodiments)

[0056] In the above description, when the vehicle
speed VSP is reduced, the target vehicle speed VSPt is
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reduced by the predetermined value DLTv. However, the
speed difference DLTv by which the vehicle speed VSP
is reduced can be changed in accordance with changes
in a road traffic condition after a traffic jam is detected.
[0057] As an example of this case, FIG. 7 illustrates,
by a flowchart, details of a deceleration correction routine
in a control in another embodiment of the present inven-
tion.
[0058] The deceleration correction routine in the
present embodiment performs the following process as
the process of S105 in the flowchart illustrated in FIG. 2
in the control mode switching routine according to the
previous embodiment. That is, in the present embodi-
ment, the deceleration correction routine is provided as
a subroutine of the control mode switching routine. A ba-
sic procedure of the control mode switching routine is
similar to that in the previous embodiment.
[0059] In S201, an arrival time at a traffic jam line, in
other words, a time to reach a traffic jam end is calculated.
[0060] In S202, a fluctuation state of a traffic jam is
predicted as a road traffic condition after detection of the
traffic jam.
[0061] In S203, whether or not the traffic jam is expect-
ed to be eliminated by the arrival time at the traffic jam
line is determined. Whether the traffic jam is eliminated
or not can be predicted based on the arrival time at the
traffic jam line, the length of the traffic jam line, an average
speed of vehicles forming the traffic jam line, the number
of vehicles to newly join the traffic jam line, the number
of vehicles to leave the traffic jam line, and so on. When
the traffic jam is expected to be eliminated, the process
of this routine is ended to return to the control mode
switching routine, and when the traffic jam is not expected
to be eliminated, the routine proceeds to S204.
[0062] In S204, the speed difference DLTv at the time
when the vehicle speed VSP is reduced is updated to a
value (= DLTv + HOS) increased only by a predetermined
value HOS. Here, in consideration of an influence of de-
celeration on a following vehicle, a limit to the speed dif-
ference DLTv after the update may be set. For example,
only in a case where the value (= DLTv + HOS) obtained
by adding the predetermined value HOS is equal to or
less than an upper limit LMT, the speed difference DLTv
is updated by the value after the addition. Meanwhile, in
a case where the value obtained by adding the predeter-
mined value HOS exceeds the upper limit LMT, the upper
limit LMT is set as the speed difference DLTv after the
update.

[0063] FIG. 8 schematically illustrates changes in the
vehicle speed VSP by the control in the present embod-
iment in comparison with a case of the control in the pre-
vious embodiment.
[0064] In FIG. 8, the changes in the case of the control
in the present embodiment are indicated by a thick con-

tinuous line (a vehicle speed VSPb), and the changes in
the case of the control in the previous embodiment are
indicated by a thin continuous line (a vehicle speed
VSPa).
[0065] In the previous embodiment, at the time when
the vehicle speed VSP is reduced, the target vehicle
speed VSPt is reduced by the predetermined speed
DLTv per predetermined distance. Hereby, when a ve-
hicle positioned at the end of a traffic jam line is recog-
nized at time t51 during travel at the optimum fuel con-
sumption vehicle speed Vbfe after the target vehicle
speed VSPt is reduced at times t1, t21, t31, and t41, the
host vehicle starts deceleration for stop, and at time t61,
the host vehicle stops at a position distanced from the
vehicle positioned at the end of the traffic jam line only
by a predetermined vehicle-to-vehicle distance.
[0066] On the other hand, in the present embodiment,
at the time when the vehicle speed VSP is reduced,
whether or not the traffic jam is expected to be eliminated
before the host vehicle reaches the traffic jam end is de-
termined. Depending on the predetermined speed differ-
ence DLTv, when the traffic jam is not expected to be
eliminated, the speed difference DLTv is updated to a
value increased only by the predetermined value HOS,
and the target vehicle speed VSPt (= VSPtb) is reduced
only by the speed difference DLTv after the update. Here-
by, as the number of times of updates increases, times
t22, t32 at which the vehicle speed VSP is reduced delay
(in other words, a time required to advance only by a
predetermined distance becomes long), so that arrival at
the traffic jam end delays. More specifically, the host ve-
hicle recognizes the vehicle positioned at the end of the
traffic jam line at time t52 and stops at time t62 coming
after time t61.
[0067] As such, in the present embodiment, in addition
to the effect obtained by the previous embodiment, it is
also possible to promote elimination of a traffic jam before
the host vehicle reaches the traffic jam end, through ad-
justment of the time required until the host vehicle reach-
es the traffic jam end, by predicting a fluctuation state of
the traffic jam and changing the speed difference DLTv,
in other words, the deceleration at the time when the
vehicle speed VSP is reduced in accordance with a result
of the prediction.
[0068] The embodiments of the present invention have
been described above, but the embodiments just show
some applications of the present invention and are not
intended to limit the technical scope of the present inven-
tion to the concrete configurations of the embodiments.
The above embodiments can be variously altered or
modified within the scope of the invention as defined by
the appended claims.

Claims

1. An automated driving method for a vehicle, the au-
tomated driving method being for controlling a vehi-
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cle including an internal combustion engine (E) as a
drive source, the automated driving method compris-
ing:

determining whether or not a traffic jam is de-
tected ahead of a host vehicle by a distance (D)
equal to or more than a predetermined distance
(DA, DB) on a travel route of the host vehicle
during travel by automated driving that brings a
vehicle speed (VSP) close to a target vehicle
speed (VSPt);
in a traffic-jam detection time when the traffic
jam is detected, setting a target vehicle speed
(VSPt) for the automated driving to be lower than
a target vehicle speed (VSPt0) in a normal time
other than the traffic-jam detection time and
bringing the host vehicle close to the traffic jam
by controlling the vehicle speed (VSP) of the
host vehicle such that the vehicle speed (VSP)
reaches the set target vehicle speed (VSPt); and

characterized by:
stopping fuel supply to the internal combustion en-
gine (E) when the host vehicle approaches the traffic
jam by a distance (D, IVD) equal to or less than a
distance (IVDa) shorter than the predetermined dis-
tance (DA, DB).

2. The automated driving method for the vehicle, ac-
cording to claim 1, wherein
the predetermined distance (DA, DB) is a distance
longer than a vehicle-to-vehicle distance (IVD) from
a leading vehicle ahead of the host vehicle, the ve-
hicle-to-vehicle distance (IVD) being set in a follow-
ing travel time when the host vehicle travels to follow
the leading vehicle.

3. The automated driving method for the vehicle, ac-
cording to claim 1, wherein
the predetermined distance (DA, DB) is a distance
longer than a detectable distance by an in-vehicle
sensor (16) provided to recognize a leading vehicle
ahead of the host vehicle.

4. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 3, comprising
extending the predetermined distance (DA, DB) as
a current target vehicle speed (VSPO, VSPt0) is
higher, so as to extend a travel distance (D) at the
target vehicle speed (VSPt) for the automated driv-
ing, the target vehicle speed (VSPt) being lower than
the target vehicle speed (VSPt0) in the normal time.

5. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 4, comprising
changing the predetermined distance (DA, DB) in
accordance with an attribute of a road on the travel
route.

6. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 5, comprising
in the traffic-jam detection time, gradually reducing
the target vehicle speed (VSPt, VSPt1) from a cur-
rent target vehicle speed (VSPO, VSPt0).

7. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 6, comprising
in the traffic-jam detection time when a current target
vehicle speed (VSPO, VSPt0) is higher than an op-
timum fuel consumption vehicle speed (Vbfe) for the
host vehicle, reducing the target vehicle speed
(VSPt) toward the optimum fuel consumption vehicle
speed (Vbfe).

8. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 7, comprising
in the traffic-jam detection time, reducing the vehicle
speed (VSP) toward the target vehicle speed (VSPt)
by stopping fuel supply to the internal combustion
engine (E).

9. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 8, comprising
detecting the traffic jam based on VICS information,
vehicle-to-vehicle communication information, road-
to-vehicle communication information, or road traffic
information from a portable terminal.

10. The automated driving method for the vehicle, ac-
cording to any one of claims 1 to 9, comprising:

predicting a fluctuation state of the traffic jam;
and
changing a deceleration when the vehicle speed
(VSP) is reduced, the deceleration being
changed in accordance with a prediction result
of the fluctuation state.

11. An automatic control apparatus (S) for a vehicle, the
automatic control apparatus being for controlling a
vehicle including an internal combustion engine (E)
as a drive source, the automatic control apparatus
comprising:

a travel-state detection unit (19) configured to
detect a travel state of a vehicle;
a driving controlling unit (1) configured to set a
control parameter for automated driving that
brings a vehicle speed (VSP) close to a target
vehicle speed (VSPt), the control parameter be-
ing set based on the travel state of the vehicle;
and
a traffic jam detection unit (18) configured to de-
tect a traffic jam on a travel route of a host vehicle
during travel by the automated driving, wherein:

the driving controlling unit (1) is configured
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to set respective control parameters for a
traffic-jam detection time and a normal time
other than the traffic jam detection time; and
in the normal time, the driving controlling
unit (1) sets a first control parameter;
characterized in that the traffic-jam detec-
tion time being a time when the traffic jam
detection unit (18) detects the traffic jam
ahead of the host vehicle by a distance (D)
equal to or more than a predetermined dis-
tance (DA, DB);
in the traffic-jam detection time, the driving
controlling unit (1) sets a second control pa-
rameter based on which the vehicle speed
(VSP) is reduced to a target vehicle speed
(VSPt) for the automated driving, the target
vehicle speed (VSPt) being lower than a tar-
get vehicle speed (VSPt0) in the normal
time, and the driving controlling unit (1)
brings the host vehicle close to the traffic
jam by controlling the vehicle speed (VSP)
of the host vehicle by the second control
parameter such that the vehicle speed
(VSP) reaches the target vehicle speed
(VSPt) lower than the target vehicle speed
(VSPt0) in the normal time; and
when the host vehicle approaches the traffic
jam by a distance (D, IVD) equal to or less
than a distance (IVDa) shorter than the pre-
determined distance (DA, DB), the driving
controlling unit (1) stops fuel supply to the
internal combustion engine (E).

Patentansprüche

1. Automatenfahrverfahren für ein Fahrzeug, wobei
das Automatenfahrverfahren zum Steuern eines
Fahrzeugs vorgesehen ist, das eine Brennkraftma-
schine (E) als Antriebsquelle aufweist, wobei das Au-
tomatenfahrverfahren aufweist:

Bestimmen, ob ein Stau vor einem Host-Fahr-
zeug mit einem Abstand (D), der gleich oder grö-
ßer als ein vorbestimmter Abstand (DA, DB) auf
einer Fahrstrecke des Host-Fahrzeugs beim
Fahren durch automatisiertes Fahren ist, das ei-
ne Fahrzeuggeschwindigkeit (VSP) nahe an ei-
ne Zielfahrzeuggeschwindigkeit (VSPt) bringt,
erfasst wird oder nicht;
in einer Stauerfassungszeit, wenn der Stau er-
fasst wird, Einstellen einer Zielfahrzeugge-
schwindigkeit (VSPt) für das automatisierte
Fahren, sodass sie niedriger ist als eine Ziel-
fahrzeuggeschwindigkeit (VSPt0) in einer nor-
malen Zeit, die nicht die Stauerfassungszeit ist,
und Heranführen des Host-Fahrzeugs an den
Stau durch Steuern der Fahrzeuggeschwindig-

keit (VSP) des Host-Fahrzeugs, sodass die
Fahrzeuggeschwindigkeit (VSP) die eingestell-
te Zielfahrzeuggeschwindigkeit (VSPt) erreicht;
und
gekennzeichnet durch:
Stoppen von Kraftstoffzuführung zu der Brenn-
kraftmaschine (E), wenn das Host-Fahrzeug
sich dem Stau mit einem Abstand (D, IVD) nä-
hert, der gleich oder kleiner ist als ein Abstand
(IVDa), der kleiner ist als der vorbestimmte Ab-
stand (DA, DB).

2. Automatenfahrverfahren für das Fahrzeug, nach An-
spruch 1, wobei
der vorbestimmte Abstand (DA, DB) ein Abstand ist,
der länger als ein Fahrzeug-zu-Fahrzeug-Abstand
(IVD) von einem führenden Fahrzeug vor dem Host-
Fahrzeug ist, wobei der Fahrzeug-zu-Fahrzeug-Ab-
stand (IVD) in einer folgenden Fahrzeit eingestellt
wird, wenn das Host-Fahrzeug fährt, um dem füh-
renden Fahrzeug zu folgen.

3. Automatenfahrverfahren für das Fahrzeug, nach An-
spruch 1, wobei
der vorbestimmte Abstand (DA, DB) ein Abstand ist,
der länger ist als ein erfassbarer Abstand durch ei-
nen fahrzeuginternen Sensor (16), der vorgesehen
ist, um ein führendes Fahrzeug vor dem Host-Fahr-
zeug zu erfassen.

4. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 3, umfassend
Verlängern des vorbestimmten Abstands (DA, DB),
wenn eine aktuelle Zielfahrzeuggeschwindigkeit
(VSPO, VSPt0) höher ist, sodass sich eine Fahrstre-
cke (D) mit der Zielfahrzeuggeschwindigkeit (VSPt)
für das automatisierte Fahren erstreckt, wobei die
Zielfahrzeuggeschwindigkeit (VSPt) niedriger ist als
die Zielfahrzeuggeschwindigkeit (VSPt0) in der nor-
malen Zeit.

5. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 4, umfassend
Ändern des vorbestimmten Abstands (DA, DB) in
Übereinstimmung mit einem Attribut einer Straße auf
einer Fahrstrecke.

6. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 5, umfassend
in der Stauerfassungszeit, allmähliches Reduzieren
der Zielfahrzeuggeschwindigkeit (VSPt, VSPt1) von
einer aktuellen Zielfahrzeuggeschwindigkeit
(VSPO, VSPt0).

7. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 6, umfassend
in der Stauerfassungszeit, wenn eine aktuelle Ziel-
fahrzeuggeschwindigkeit (VSPO, VSPt0) höher als
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eine optimale Kraftstoffverbrauchsfahrzeugge-
schwindigkeit (Vbfe) für das Host-Fahrzeug ist, Re-
duzieren der Zielfahrzeuggeschwindigkeit (VSPt)
auf die optimale Kraftstoffverbrauchsfahrzeugge-
schwindigkeit (Vbfe).

8. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 7, umfassend
in der Stauerfassungszeit, Reduzieren der Fahr-
zeuggeschwindigkeit (VSP) auf die Zielfahrzeugge-
schwindigkeit (VSPt) durch Stoppen von Kraftstoff-
zuführung zu derr Brennkraftmaschine (E).

9. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 8, umfassend
Erfassen des Staus basierend auf VICS-Informatio-
nen, Fahrzeug-zu-Fahrzeug-Kommunikationsinfor-
mationen, Straße-zu-Fahrzeug-Kommunikationsin-
formationen oder Straßenverkehrsinformationen
von einem tragbaren Terminal.

10. Automatenfahrverfahren für das Fahrzeug nach ei-
nem der Ansprüche 1 bis 9, umfassend:

Vorhersagen eines Schwankungszustands des
Staus; und
Ändern einer Abbremsung, wenn die Fahrzeug-
geschwindigkeit (VSP) reduziert wird, wobei die
Abbremsung in Übereinstimmung mit einem
Vorhersageergebnis des Fluktuationszustands
geändert wird.

11. Automatische Steuervorrichtung (S) für ein Fahr-
zeug, wobei die automatische Steuervorrichtung
zum Steuern eines Fahrzeugs vorgesehen ist, das
eine Brennkraftmaschine (E) als eine Antriebsquelle
aufweist, wobei die automatische Steuervorrichtung
aufweist:

eine Fahrzustands-Erfassungseinheit (19), die
zum Erfassen eines Fahrzustands eines Fahr-
zeugs konfiguriert ist;
eine Fahrsteuereinheit (1), die konfiguriert ist,
um einen Steuerparameter für automatisiertes
Fahren einzustellen, der eine Fahrzeugge-
schwindigkeit (VSP) nahe an eine Zielfahrzeug-
geschwindigkeit (VSPt) bringt, wobei der Steu-
erparameter basierend auf dem Fahrzustand
des Fahrzeugs eingestellt wird; und
eine Stauerfassungseinheit (18), die konfigu-
riert ist, um einen Stau auf einer Fahrstrecke
eines Host-Fahrzeugs beim Fahren durch das
automatisierte Fahren zu erfassen, wobei:

die Fahrsteuereinheit (1) konfiguriert ist, um
jeweilige Steuerparameter für eine Stauer-
fassungszeit und eine normale Zeit, die an-
ders als die Stauerfassungszeit ist, einzu-

stellen; und
in der normalen Zeit die Fahrsteuereinheit
(1) einen ersten Steuerparameter einstellt;
dadurch gekennzeichnet, dass die Stau-
erfassungszeit eine Zeit ist, wenn die Stau-
erfassungseinheit (18) den Stau vor dem
Host-Fahrzeug mit einem Abstand (D) er-
fasst, der gleich oder größer als ein vorbe-
stimmter Abstand (DA, DB) ist;
in der Stauerfassungszeit stellt die Fahr-
steuereinheit (1) einen zweiten Steuerpara-
meter ein, basierend auf dem die Fahrzeug-
geschwindigkeit (VSP) auf eine Zielfahr-
zeuggeschwindigkeit (VSPt) für das auto-
matisierte Fahren reduziert wird, wobei die
Zielfahrzeuggeschwindigkeit (VSPt) niedri-
ger als eine Zielfahrzeuggeschwindigkeit
(VSPt0) in der normalen Zeit ist, und die
Fahrsteuereinheit (1) das Host-Fahrzeug
an den Stau heranführt, indem die Fahr-
zeuggeschwindigkeit (VSP) des Host-Fahr-
zeugs durch die zweite Steuereinheit ge-
steuert wird, sodass die Fahrzeugge-
schwindigkeit (VSP) die Zielfahrzeugge-
schwindigkeit (VSPt), die niedriger ist als
die Zielfahrzeuggeschwindigkeit (VSPt0),
in der normalen Zeit erreicht; und
wenn das Host-Fahrzeug sich dem Stau mit
einem Abstand (D, IVD) nähert, der gleich
oder kleiner als ein Abstand (IVDa) ist, der
kürzer als der vorbestimmte Abstand (DA,
DB) ist, die Fahrsteuereinheit (1) Kraftstoff-
zuführung zu der Brennkraftmaschine (E)
stoppt.

Revendications

1. Procédé de conduite automatisée pour un véhicule,
le procédé de conduite automatisée servant à com-
mander un véhicule comprenant un moteur à com-
bustion interne (E) comme source d’entraînement,
le procédé de conduite automatisée comprenant :

déterminer si un embouteillage est détecté ou
non devant un véhicule hôte à une distance (D)
supérieure ou égale à une distance prédétermi-
née (DA, DB) sur l’itinéraire de déplacement du
véhicule hôte pendant le déplacement par con-
duite automatisée qui amène une vitesse de vé-
hicule (VSP) proche d’une vitesse de véhicule
cible (VSPt) ;
dans un temps de détection d’embouteillage,
lorsque l’embouteillage est détecté, définir une
vitesse de véhicule cible (VSPt) pour la conduite
automatisée pour être inférieure à une vitesse
de véhicule cible (VSPt0) dans un temps normal
autre que le temps de détection d’embouteillage
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et amener le véhicule hôte proche de l’embou-
teillage en commandant la vitesse de véhicule
(VSP) du véhicule hôte de sorte que la vitesse
de véhicule (VSP) atteigne la vitesse de véhicule
cible définie (VSPt) ; et caractérisé par :
arrêter l’alimentation en carburant du moteur à
combustion interne (E) lorsque le véhicule hôte
approche l’embouteillage à une distance (D,
IVD) inférieure ou égale à une distance (IVDa)
plus courte que la distance prédéterminée (DA,
DB).

2. Procédé de conduite automatisée pour le véhicule,
selon la revendication 1, dans lequel
la distance prédéterminée (DA, DB) est une distance
plus longue qu’une distance de véhicule à véhicule
(IVD) à partir d’un véhicule de tête situé devant le
véhicule hôte, la distance de véhicule à véhicule
(IVD) étant définie dans un temps de déplacement
suivant lorsque le véhicule hôte se déplace pour sui-
vre le véhicule de tête.

3. Procédé de conduite automatisée pour le véhicule,
selon la revendication 1, dans lequel
la distance prédéterminée (DA, DB) est une distance
plus longue qu’une distance détectable par un cap-
teur embarqué (16) prévu pour reconnaître un véhi-
cule de tête situé devant le véhicule hôte.

4. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 3,
comprenant
étendre la distance prédéterminée (DA, DB) à me-
sure qu’une vitesse de véhicule cible actuelle (VS-
PO, VSPt0) est supérieure, de manière à étendre
une distance de déplacement (D) à la vitesse de vé-
hicule cible (VSPt) pour la conduite automatisée, la
vitesse de véhicule cible (VSPt) étant inférieure à la
vitesse de véhicule cible (VSPt0) en temps normal.

5. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 4,
comprenant
changer la distance prédéterminée (DA, DB) en
fonction d’un attribut d’une route sur l’itinéraire de
déplacement.

6. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 5,
comprenant
dans le temps de détection d’embouteillage, réduire
graduellement la vitesse de véhicule cible (VSPt,
VSPt1) à partir d’une vitesse de véhicule cible ac-
tuelle (VSPO, VSPt0).

7. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 6,
comprenant

dans le temps de détection d’embouteillage, lors-
qu’une vitesse de véhicule cible actuelle (VSPO,
VSPt0) est supérieure à une vitesse de véhicule de
consommation de carburant optimale (Vbfe) pour le
véhicule hôte, réduire la vitesse de véhicule cible
(VSPt) vers une vitesse de véhicule de consomma-
tion de carburant optimale (Vbfe).

8. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 7,
comprenant
dans le temps de détection d’embouteillage, réduire
la vitesse de véhicule (VSP) vers la vitesse de véhi-
cule cible (VSPt) en arrêtant l’alimentation en car-
burant du moteur à combustion interne (E).

9. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 8,
comprenant
détecter l’embouteillage sur la base d’informations
VICS, d’informations de communication de véhicule
à véhicule, d’informations de communication de rou-
te à véhicule, ou d’informations de circulation routiè-
re à partir d’un terminal mobile.

10. Procédé de conduite automatisée pour le véhicule,
selon l’une quelconque des revendications 1 à 9,
comprenant :

prédire un état de fluctuation de
l’embouteillage ; et
changer une décélération lorsque la vitesse de
véhicule (VSP) est réduite, la décélération étant
changée en fonction d’un résultat de prédiction
de l’état de fluctuation.

11. Appareil de commande automatique (S) pour un vé-
hicule, l’appareil de commande automatique servant
à commander un véhicule comportant un moteur à
combustion interne (E) comme source d’entraîne-
ment, l’appareil de commande automatique
comprenant :

une unité de détection d’état de déplacement
(19) configurée pour détecter un état de dépla-
cement d’un véhicule ;
une unité de commande de conduite (11) con-
figurée pour définir un paramètre de commande
pour une conduite automatisée qui amène une
vitesse de véhicule (VSP) proche d’une vitesse
de véhicule cible (VSPt), le paramètre de com-
mande étant défini sur la base de l’état de dé-
placement du véhicule ; et
une unité de détection d’embouteillage (18) con-
figurée pour détecter un embouteillage sur un
itinéraire de déplacement d’un véhicule hôte
pendant le déplacement par la conduite auto-
matisée, dans lequel :
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l’unité de commande de conduite (1) est
configurée pour définir des paramètres de
commande respectifs pour un temps de dé-
tection d’embouteillage et un temps normal
autre que le temps de détection
d’embouteillage ; et
dans le temps normal, l’unité de commande
de conduite (1) définit un premier paramètre
de commande ;
caractérisé en ce que le temps de détec-
tion d’embouteillage étant un temps pen-
dant lequel l’unité de détection d’embou-
teillage (18) détecte l’embouteillage devant
le véhicule hôte à une distance (D) supé-
rieure ou égale à une distance prédétermi-
née (DA, DB) ;
dans le temps de détection d’embouteilla-
ge, l’unité de commande de conduite (1) dé-
finit un deuxième paramètre de commande
sur la base duquel la vitesse de véhicule
(VSP) est réduite jusqu’à une vitesse de vé-
hicule cible (VSPt) pour la conduite auto-
matisée, la vitesse de véhicule cible (VSPt)
étant inférieure à une vitesse de véhicule
cible (VSPt0) en temps normal, et l’unité de
commande de conduite (1) amène le véhi-
cule hôte proche de l’embouteillage en
commandant la vitesse de véhicule (VSP)
du véhicule hôte par le deuxième paramètre
de commande de sorte que la vitesse de
véhicule (VSP) atteigne la vitesse de véhi-
cule cible (VSPt) inférieure à la vitesse de
véhicule cible (VSPt0) en temps normal ; et
lorsque le véhicule hôte approche l’embou-
teillage à une distance (D, IVD) inférieure
ou égale à une distance (IVDa) plus courte
que la distance prédéterminée (DA, DB),
l’unité de commande de conduite (1) arrête
l’alimentation en carburant du moteur à
combustion interne (E).
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