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Description

BACKGROUND OF THE INVENTION

1. Field of Invention

[0001] The invention relates to a control system for
controlling a power supply of a vehicle, especially for
controlling a plurality of power supply portions of a ve-
hicle, and a control method thereof.

2. Description of Related Art

[0002] In a vehicle, generally, a power storage device
and power generator are provided and together serve
as a power supply for supplying power to a variety of
electric devices of the vehicle. The power generator is
normally driven by an internal combustion engine as a
driving power source of the vehicle. Recently, however,
it has been strongly demanded to improve the fuel econ-
omy mainly for the purpose of reducing exhaust gas
emitted from the vehicle. In response to such a demand,
it is attempted to regenerate power from kinetic energy
of the vehicle and store the regenerated power in the
power storage device.
[0003] One of typical examples of such a vehicle is a
so-called "hybrid vehicle" which includes an internal
combustion engine and motor-generator as its driving
power sources. A vehicle of this type is adapted to start
moving (take off) only using the motor-generator in a
certain operating state thereof, and it is therefore re-
quired that a power supply of the vehicle is capable of
outputting a large amount of power in a moment. For
this reason, a capacitor that stores power in the form of
static electricity is used as a power supply for the motor-
generator and as a power storage device for storing the
power regenerated by the motor-generator.
[0004] Moreover, there has recently been developed
a vehicle which performs a so-called economy running
operation. In this operation, idling of the engine is
stopped when the vehicle pulls over (temporarily stops)
and the engine is automatically restarted when the con-
ditions for defining the stopped state of the vehicle be-
come unsatisfied. Thus, the total time for the engine
idling is reduced, which leads to a reduction in the
amount of exhaust gas emitted from the vehicle and to
an improvement of the fuel economy.
[0005] In such "an economy-running vehicle", a large
amount of power is required for restarting the engine im-
mediately. Therefore, a capacitor capable of discharg-
ing a large amount of power in a moment is used as a
power supply for an engine starter instead of a conven-
tional battery, and also a power regenerator for gener-
ating power for charging the capacitor may be provided
together with the capacitor.
[0006] As disclosed in Japanese Laid-open Patent
Publication No. 2000-156919, it is known that a capac-
itor that has a high power storage voltage and is capable

of discharging a large amount of power in a short time
is arranged such that the power from by the capacitor is
supplied to a battery to charge it. Such an arrangement
makes it less necessary to drive an alternator by an en-
gine for charging the battery, and the quantity of fuel ap-
plied to the alternator is reduced, whereby the fuel econ-
omy improves.
[0007] It is true that the fuel economy improves when
power regeneration is performed using the capacitor
and power regenerator as described in the above pub-
lication. However, it is considered that the regenerated
power is not effectively used in many cases, and there-
fore further improvements are obviously necessary for
enabling a more effective use of the regenerated power.
[0008] In the case where the capacitor is used for
charging the battery as described in the above publica-
tion, it is necessary to stop charging the battery by the
alternator before the battery is fully charged, so that the
battery can always receive the power supplied from the
capacitor. However, since the power stored in the ca-
pacitor is obtained by performing power regeneration
and is therefore not always available, the charged ca-
pacity of the battery may be short when discharging
power therefrom. If the battery is always kept fully
charged using the power generated by the alternator in
order to avoid such a power shortage, it may happen
that the power from the capacitor can not be received
by the battery, the battery is excessively charged due to
increased output voltage of the capacitor, or an electric
load connected to the battery wastefully consumes ex-
cessive amount of power.
[0009] By the way, when a power regenerator and ca-
pacitor are provided in a vehicle as described above, it
means that the vehicle has two power supply portions;
a first power supply portion constituted by an alternator
or by an alternator and battery, and second power sup-
ply portion constituted by a power regenerator or by a
power regenerator and capacitor. Considering the fact
that the second power supply portion for power regen-
eration can be effectively used for improving the fuel
economy but can hardly be "a stable power supply", it
is preferable that the power regenerated by the second
power supply portion is first used and the power gener-
ated by the alternator or stored in the battery is used
when the regenerated power becomes insufficient.
[0010] For doing this, it is necessary to switch from
one of the power supplies to the other while supplying
power to the electric load. In order to enable such a
switching between the power supplies, for example, the
alternator is adapted to start supplying power when the
power that is currently being supplied from the capacitor
to a certain electric load reduces. In this case, almost
no torque is applied to the alternator when power is be-
ing supplied from the capacitor, and a certain level of
torque is applied to the alternator when the alternator is
substantially connected to the electric load to start gen-
erating power. At this time, if the electric load is large,
large torque is suddenly applied to the alternator, which
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may cause a slippage of a belt connecting an internal
combustion engine and the alternator, and such a belt
slippage may sometime produce a noise and may re-
duce the durability of the belt.
[0011] If power is gradually generated by the alterna-
tor to avoid such a problem, the output voltage of the
alternator may still be low when the power supply from
the capacitor is cut off. Such a reduction in the power
supplied to the electric load may cause a momentary
change in its operating state, such as a momentary re-
duction in the luminance of a light, which may lead to an
unpleasant feeling of passengers.
[0012] EP 0 917 978 A2 discloses a control system
and method in accordance with the preambles of claim
1 and 9.

SUMMARY OF THE INVENTION

[0013] The invention has been made to provide a con-
trol system which allows an effective use of power sup-
plied from a plurality of power generating power supply
portions of a vehicle.
[0014] To achieve the above object, a control system
and control method according to claims 1 and 9 are pro-
vided.
[0015] According to this control system and control
method, the target output voltage of the first power gen-
erating power supply portion is set in accordance with
the target output voltage of the second power generat-
ing power supply portion. At this time, the voltage of the
first power generating power supply portion is set to a
voltage that is lower than the target output voltage of the
second power generating power supply portion. Thus,
power is first supplied to the power receiving portion
from the second power generating power supply por-
tion, and power is supplied to the power receiving por-
tion from the first power generating power supply portion
when the output voltage of the second power generating
power supply portion reduces. Therefore the power re-
ceiving portion is prevented in advance from being sup-
plied with an excessive amount of power and wasteful
use of power is thereby avoided.
[0016] According to an exemplary embodiment of the
invention, it is preferable that the first power generating
power supply portion includes a first power generator
which generates power by receiving driving force from
a propelling force generating device of the vehicle and
the second power generating power supply portion in-
cludes a second power generator which generates pow-
er by receiving driving force from a mechanism other
than the propelling force generating device.
[0017] According to the control system constructed as
described above, the possibility for the first generator to
be excessively or needlessly driven by the propelling
force generating device can be reduced or eliminated
and a reduction in the fuel economy can thus be pre-
vented.
[0018] According to a further exemplary embodiment

of the invention, it is preferable that the mechanism is a
transmission mechanism for transmitting torque be-
tween a wheel of the vehicle and the second power gen-
erator.
[0019] According to the control system constructed as
described above, power is regenerated from the energy
of the vehicle, and the target output voltage of the sec-
ond power generating power supply portion using that
regenerated power is set in accordance with the target
output voltage of the first power generating power sup-
ply portion, so that the respective power generating
power supply portions do not output an excessive
amount of power.
[0020] According to a further exemplary embodiment
of the invention, it is preferable that the power receiving
portion is a power storage device or electric load to
which power is supplied from a power storage device.
[0021] According to the control system constructed as
described above, when power is supplied from the pow-
er generating power supply portions to the power stor-
age device or electric load, the target output voltage of
the first power generating power supply portion is set in
accordance with the output voltage of the second power
generating power supply portion. With this arrange-
ment, the possibility for the battery to be excessively
charged or the possibility for the electric load to con-
sume an excessive amount of power can be reduced or
eliminated in advance.
[0022] According to a further exemplary embodiment
of the invention, it is preferable that the first predeter-
mined value is a small voltage value that does not cause
a change in the operation of the power receiving portion.
[0023] According to the control system constructed as
described above, when the voltage of the second power
generating power supply portion reduces while power is
being supplied therefrom to the power receiving portion,
the output voltage of the second power generating pow-
er supply portion relatively increases, and the power
supply for supplying power to the power receiving por-
tion is switched from the second power generating pow-
er supply portion to the first power generating power
supply portion. The reduction amount of voltage at the
time of switching the power supply is so small that no
change is caused in the operation of the power receiving
portion.
[0024] According to a further exemplary embodiment
of the invention, it is preferable that the control system
further includes switching means which switches the
power generating power supply portion for supplying
power to the power receiving portion from the second
power generating power supply portion to the first power
generating power supply portion when a difference be-
tween the output voltage of the second power generat-
ing power supply portion and the voltage of the first pow-
er generating power supply portion is equal to or smaller
than a predetermined value.
[0025] According to the control system constructed as
described above, when the power supply for supplying
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power to the power receiving portion is switched from
the second power generating power supply portion to
the first power generating power supply portion while
power is being supplied from the second power gener-
ating power supply portion to the power receiving por-
tion, the switching is carried out if the difference between
the output voltage of the second power generating pow-
er supply portion and the voltage of the first power gen-
erating power supply portion is equal to or smaller than
the predetermined value. Therefore, a reduction in the
voltage which may otherwise be caused when switching
the power supply can be suppressed, whereby changes
or failures in the operation of the power receiving portion
can be suppressed or prevented.
[0026] According to a further exemplary embodiment
of the invention, it is preferable that the first power gen-
erator is constructed so as to generate power by receiv-
ing driving force from the propelling force generating de-
vice of the vehicle via a belt.
[0027] According to the control system constructed as
described above, the amount of power to be generated
by the first power generating power supply portion does
not sharply increase, and the increase amount of torque
applied to the first power generating power supply por-
tion does not become large. Thus, problems, such as a
so called belt slippage and belt squeaking, can be sup-
pressed or prevented.
[0028] According to a further exemplary embodiment
of the invention, it is preferable that the control system
further includes voltage maintaining means for main-
taining the output voltage of the second power generat-
ing power supply portion and start-up means which
starts up the first power generating power supply portion
with an output voltage lower than the output voltage of
the second power generating power supply portion
while the output voltage of the second power generating
power supply portion is being maintained.
[0029] According to the control system constructed as
described above, when switching the power supply, the
first power generating power supply portion is started
up to be able to output voltage equivalent to the output
voltage of the second power generating power supply
portion while the output voltage of the second power
generating power supply portion is being maintained at
a certain voltage. Since power generation is not per-
formed with the first power generating power supply por-
tion during this start-up operation, the torque applied to
the first power generation power supply portion does not
sharply increase. In this state, the power supply is
switched from the second power generating power sup-
ply portion to the first power generating power supply
portion. Thus, the operation level of the first power gen-
erating power supply can be quickly increased while
avoiding or suppressing a reduction in the voltage when
switching the power supply.

BRIEF DESCRIPTION OF THE DRAWINGS

[0030] The above mentioned embodiment and other
embodiments, objects, features, advantages, technical
and industrial significances of this invention will be bet-
ter understood by reading the following detailed descrip-
tion of the exemplary embodiments of the invention,
when considered in connection with the accompanying
drawings, in which:

Fig. 1 is a flowchart of a procedure for determining
target voltage in one example of a control per-
formed by a control system according to an exem-
plary embodiment of the invention;
Fig. 2 is a flowchart of a procedure for calculating
generated power current of an alternator in the con-
trol performed by the control system according to
an exemplary embodiment of the invention;
Fig. 3 is a flowchart of a procedure for calculating
generated power current of a DC-DC converter in
the control performed by the control system accord-
ing to an exemplary embodiment of the invention;
Fig. 4 is a timechart schematically showing how an
electric load provided by auxiliaries, battery voltage,
and the operating state of the DC-DC converter and
alternator change when executing the procedures
shown in Figs 1 to 3;
Fig. 5 is a flowchart of a procedure for determining
target voltage for a power supply switching control;
Fig. 6 is a flowchart of a procedure for calculating
generated power current of the alternator in the
power supply switching control;
Fig. 7 is a timechart schematically showing how a
current command value for the DC-DC converter,
an excitation command value for the alternator, bat-
tery voltage, and toque applied to the alternator
change when executing the procedures shown in
Figs. 5 and 6; and
Fig. 8 is a view schematically showing the construc-
tion of a vehicle power supply system including a
vehicle power supply control system according to
an exemplary embodiment of the invention.

DETAILED DESCRIPTION OF PREFERRED
EMBODIMENTS

[0031] In the following description and the accompa-
nying drawings, the present invention will be described
in more detail in terms of exemplary embodiments.
[0032] To begin with, the construction of a vehicle in-
cluding a control system according to the invention will
be described with reference to Fig. 8. As shown in Fig.
8, a transmission 2 is connected to an output side of an
internal combustion engine (will hereinafter be referred
to as "engine") 1, and torque is output from the trans-
mission 2 to right and left wheels (not shown) via a dif-
ferential gear 3.
[0033] The engine 1 is a power plant, such as a gaso-
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line engine, diesel engine, and natural gas engine,
which generates torque by combusting fuel. An output
shaft (a crankshaft) of the engine 1 is connected to an
alternator 5 serving a first power generator via a belt 4.
The alternator 5 is able to adjust its output voltage as
needed. The power generated by the alternator 5 is
stored in a battery (e.g., a battery having charging volt-
age of 12V) 6 which is constituted by a lead acid battery
or the like.
[0034] The battery 6 acts as an electric load when it
is used for storing power, while it constitutes a first power
generating power supply portion together with the alter-
nator 5 when it is used for supplying power. The battery
6 is connected to auxiliaries 7 (electric load), such as
fans of an air-conditioning system, lights, starter motor,
wipers, motors for driving seats, windows, and so on.
[0035] The transmission 2 may be a transmission of
any type, such as a manual or automatic transmission
including multiple speed gears and so-called CVT (Con-
tinuously Variable Transmission) enabling a stepless
speed change. Driving power is transmitted to the dif-
ferential gear 3 via an output member of the transmis-
sion 2. The transmission 2 is able to set "neutral mode"
in which the power transmission line from the engine 1
to the differential gear 3 is cut off. A power regenerator
8 is coupled with a rotation member which is arranged
such that torque can be transmitted between the rotation
member and driven wheels even in the neutral mode.
This mechanism including the rotation member corre-
sponds to "a transmission mechanism.
[0036] The power regenerator 8 is arranged to gener-
ate power by being driven by an external force. More
specifically, the power regenerator 8 performs power re-
generation by converting a portion of the kinetic energy
of the vehicle into electric power when the vehicle is run-
ning by an inertial force, as well as power generation
using a portion of driving force of the engine 1 when the
vehicle is running by the engine 1. The AC power thus
generated by the power regenerator 8 is converted into
DC power by an inverter (now shown) and then is stored
in a capacitor 9.
[0037] The capacitor 9 is a power storage device
which stores power in the form of static electricity, and
is therefore capable of charging and discharging a larger
amount of power in a short time as compared to con-
ventional power storage devices, like lead-acid batter-
ies. The capacitor 9 is, for example, adapted to store
power at voltage of 0 to 40V.
[0038] A DC-DC converter 10 is provided for control-
ling the discharging capacity of the capacitor 9, and
power is selectively supplied from the DC-DC converter
10 to the electric load 7.
[0039] That is, the power regenerator 8, the capacitor
9, and the DC-DC converter 10 constitute "a second
power generating power supply portion." Thus, the con-
trol system according to the embodiment includes a plu-
rality of power supply portions for supplying power to the
electric load 7, namely two power supply potions; a first

power generating power supply portion constituted by
the alternator 5 or the alternator 5 and battery 6 and the
second power generating power supply portion con-
structed as described above.
[0040] The control system of the embodiment is also
provided with an ECU (Electronic Control Unit) 11 for
controlling the power generation and output voltage of
the alternator 5 and the power discharging amount and
output voltage of the DC-DC converter 10 which corre-
spond to those of the second power generating power
supply portion. The ECU 11 includes a microcomputer
as its main component, and is arranged to receive con-
trol data indicative of the charging voltage and charged
state of the capacitor 9 and the charged state of the bat-
tery 6, and outputs control command signals for control-
ling the DC-DC converter 10, the alternator 5, the power
regenerator 8, inverter and other components.
[0041] The vehicle, as described above, is provided
with the plurality of power supplies for supplying power
to the electric load 7. Although higher voltage can be
obtained with the second power generating power sup-
ply portion as compared to the first power generating
power supply portion, the stability in supplying power by
the second power generating power supply portion is
lower than by the first power generating power supply
portion. Therefore, the control system of the embodi-
ment controls the respective power generating power
supply portions as described later, in order to enable an
effective use of power and to thereby improve the fuel
economy.
[0042] Figs 1 and 3 schematically shows one example
of a control performed for charging the battery 6. Mean-
while, since the battery 6 is connected to the auxiliaries,
the battery 6 and auxiliaries, when the battery 6 is being
charged, together act as the electric load 7.
[0043] Fig. 1 is a flowchart of a procedure for deter-
mining a target voltage. In this procedure, it is first de-
termined whether power regeneration is being per-
formed (step S1). Since the vehicle includes the alter-
nator 5 for generating power using the driving force of
the engine 1, power generation by the power regenera-
tor 8 is only performed at the time of decelerating the
vehicle, and so on. Thus, whether power regeneration
is being performed can be determined on the basis of
operating conditions of the vehicle, such as accelerator
opening, vehicle speed, and the like.
[0044] When it is determined in the step S1 that power
regeneration is being performed, a target voltage Vdcdc
of the DC-DC converter 10 is set equal to a target charg-
ing voltage Vtg of the battery 6, and a target generated
power voltage Valt of the alternator 5 is set to a voltage
(Vtg - α) which is lower than the target charging voltage
Vtg of the battery 6 by a predetermined value α (step
S2). Thus, the voltage of one of the power generating
power supply portion is set in accordance with that of
the other.
[0045] At this time, for example, if a battery whose
charging voltage is 12V is used as the battery 6 as afore-
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mentioned, the target charging voltage Vtg is set to 12V.
The predetermined value α is a small value (e.g., 0.1 to
0.2V) which does not cause changes in the operating
state of the electric load 7. For example, if the voltage
is reduced by the predetermined value a and it causes
a reduction in the luminance of a light, the change in the
luminance is smaller than passenger can notice.
[0046] In the meantime, when "NO" is obtained in the
step S1, namely when power regeneration is not being
performed, the target voltage Vdcdc of the DC-DC con-
verter 10 is set to 0V and the target generated power
voltage Valt of the alternator 5 is set equal to the target
charging voltage Vtg of the battery 6 (step S3).
[0047] Fig. 2 is a flowchart of a procedure for calcu-
lating generated power current of the alternator 5. In this
procedure, a voltage difference ∆V1 between the target
generated power voltage Valt and a present battery volt-
age Vbatt is first determined (step S11). As described
above, the target generated power voltage Valt of the
alternator 5 is set to a voltage lower than the target
charging voltage Vtg by the predetermined value α
when power regeneration is being performed, and is set
equal to the target charging voltage Vtg when power re-
generation is not being performed. Thus, when the bat-
tery 6 is fully charged, the voltage difference ∆V1 calcu-
lated in the step S11 is zero or a negative value.
[0048] Next, a generated power current control value
Ialt of the alternator 5 is calculated using the voltage dif-
ference ∆V1 determined in the step S11 (step S12).
Here, the generated power current of the alternator 5 is
controlled using a so-called proportional integration
method, and the generated power current control value
Ialt is calculated by summing a product of a coefficient
P as a proportional term and the voltage difference ∆V1
(P 3 ∆V1) and a product of a coefficient I as an integral
term and an accumulated voltage difference Σ∆V1 (I3
Σ∆V1).
[0049] Subsequently, the increase amount of the cal-
culated generated current control value Ialt is limited to
a predetermined value ∆Ialt1 (step S13). Thus, a sharp
increase in the amount of generated power is avoided
when power is being generated by the alternator 5.
[0050] Fig. 3 is a flowchart of a procedure for deter-
mining an output current of the DC-DC converter 10
which constitutes the second power generating power
supply portion. In this procedure, a voltage difference
∆V2 between the target voltage Vdcdc of the DC-DC
converter 10 determined in the procedure shown in Fig.
1 and the present battery voltage Vbatt is first deter-
mined (step S21). As described above, the target volt-
age Vdcdc of the DC-DC converter 10 is set equal to the
target charging voltage Vtg of the battery 6 when power
regeneration is being performed. Therefore, the voltage
difference ∆V2 is a positive value when the battery 6 is
not fully charged. When the battery 6 is fully charged or
a power regeneration is not being performed, converse-
ly, the voltage difference ∆V2 is zero or a negative value.
[0051] Next, a current control value Idcdc is calculat-

ed using the voltage difference ∆V2 determined in the
step S21 (step S22). Here, the current of the DC-DC
converter 10 is controlled also using the proportional in-
tegration method, and the current control value Idcdc of
the DC-DC converter 10 is calculated by summing a
product (P 3 ∆V2) of a coefficient P as a proportional
term and the voltage difference ∆V2 and a product (I3
Σ∆V2) of a coefficient I as an integral term and an accu-
mulated voltage difference Σ∆V2.
[0052] Fig. 4 is a timechart showing changes in the
electric load provided by the auxiliaries, battery voltage,
and the operation of the DC-DC converter 10 and alter-
nator 5. Referring to Fig. 4, when power regeneration is
not being performed (i.e., when "NO" is obtained in the
step S1 of Fig. 1), the target voltage Vdcdc of the DC-DC
converter 10 is set to zero and the DC-DC converter 10
is brought into an OFF state. At this time, no power is
output from the capacitor 9 via the DC-DC converter 10.
[0053] In this state, the target generated power volt-
age Valt of the alternator 5 is, on the other hand, set
equal to the target charging voltage Vtg so that the volt-
age of the battery 6 is maintained at the target voltage
in its fully-charged state. At this time, therefore, power
is supplied to the electric load 7 from the first power gen-
erating power supply portion constituted by the alterna-
tor 5 and battery 6.
[0054] When power regeneration begins while the
DC-DC converter 10 is operating with an output level
lower than its rated output (at a time point t1 of Fig. 4),
"YES" is obtained in the step S1 of Fig. 1. In this case,
the target voltage Vdcdc of the DC-DC converter 10 is
set equal to the target charging voltage Vtg and the tar-
get generated power voltage Valt of the alternator 5 is
set to voltage that is lower than the target charging volt-
age Vtg by the predetermined value α. As a result, pow-
er is supplied to the battery 6 and auxiliaries (electric
load) 7 from the DC-DC converter 10 so that the voltage
of the battery 6 is maintained at the target voltage in its
fully-charged state. At this time, since it is not necessary
to generate power using the alternator 5, the alternator
5 is brought into an OFF state.
[0055] However, when the required power level be-
comes higher than the rated output of the DC-DC con-
verter 10 (at a time point t2 of Fig. 4) as the electric load
increases with time, the battery 6 starts outputting power
to compensate for the power shortage, which causes a
reduction in the voltage of the battery 6. When the
amount of reduction in that voltage has reached the pre-
determined value α, the present battery voltage Vbatt
of the battery 6 becomes lower than the target generat-
ed power voltage Valt of the alternator 5, thus producing
the voltage difference ∆V1. Then, the generated power
current control value Ialt of the alternator 5 is determined
in accordance with the produced voltage difference
∆V1, namely the alternator 5 starts operating to gener-
ate power.
[0056] When the required power level becomes lower
than the rated output of the DC-DC converter 10 as the
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electric load reduces with time (at a time point t3 of Fig.
4), the value of the voltage difference ∆V1 between the
target generated power voltage Valt of the alternator 5
and the present battery voltage Vbatt of the battery 6
becomes negative. At this time, the generated power
current control value Ialt of the alternator 5 becomes ze-
ro, namely the alternator 5 is brought into the OFF state
where it generates no power.
[0057] When the power regeneration stops as the run-
ning state of the vehicle (at a time point t4 of Fig. 4)
changes with time, the target voltage Vdcdc of the
DC-DC converter 10 becomes zero and the target gen-
erated power voltage Valt of the alternator 5 is set equal
to the target charging voltage Vtg, so that the DC-DC
converter 10 is brought into the OFF state while the al-
ternator 5 is brought into an ON state to start generating
power. Thus, the power supply is switched from the sec-
ond power generating power supply portion to the first
power generating power supply portion.
[0058] According to the above-described control,
when sufficient regenerated power is available, the pow-
er generation by the alternator 5 is stopped and the re-
generated power is supplied preferentially to the electric
load or is used for charging the battery 6.
In this way, a reduction in the fuel economy resulting
from an excessive use of the alternator 5 can be pre-
vented, and overcharging of the battery 6 and excessive
power consumption by the electric load 7 can be avoid-
ed. In the meantime, when the regenerated power be-
comes insufficient, power is then supplied from the bat-
tery 6 or the alternator 5, in order to prevent power short-
age at the electric load 7 or operation failures of the elec-
tric load 7 which may be caused by that power shortage.
[0059] Also, when the battery 6 is used for compen-
sating for a power shortage as described above, it may
cause a reduction in the battery voltage.
However, the alternator 5 starts generating power when
the reduction amount of the battery voltage reaches the
predetermined value α (volts) which is so small that no
changes are caused in the operation of the electric load
7. Thus, even when the regenerated power becomes
insufficient, changes or failures in the operation of the
electric load 7 can be avoided.
[0060] The control system according to the invention
switches the power supply as aforementioned. For ex-
ample, the following control is performed for starting the
power generation using the alternator 5 when power re-
generation ends. Figs 5 and 6 show procedures execut-
ed in the control. More specifically, Fig. 5 shows a pro-
cedure for determining a target voltage of the DC-DC
converter 10 and target generated power voltage Valt of
the alternator 5. In this procedure, it is first determined
whether power regeneration is being performed (step
S31). This determination may be performed as in the
step S1 described above.
[0061] When "YES" is obtained in the step S31, the
target charging voltage Vtg of the battery 6 is set equal
to the target voltage Vdcdc of the DC-DC converter 10

and the target generated power voltage Valt of the al-
ternator 5 is set to voltage (Vtg - β) that is lower than the
target charging voltage Vtg of the battery 6 by a prede-
termined value β (step S32). This step corresponds to
the step S2 of Fig. 1.
[0062] On the other hand, when the power regenera-
tion stops as the running state of the vehicle changes
and "NO" is obtained in the step S31, the target voltage
Vdcdc of the DC-DC converter 10 is not set to zero im-
mediately, but is set to voltage that is lower than the tar-
get charging voltage Vtg of the battery 6, and the target
generated power voltage Valt of the alternator 5 is set
equal to the target charging voltage Vtg (step S33).
Namely, in this step, the target voltage Vdcdc of the
DC-DC converter 10 and the target generated power
voltage Valt of the alternator 5 are replaced with each
other.
[0063] In the meantime, Fig. 6 shows a procedure for
determining a generated power current of the alternator
5. In this procedure, a voltage difference ∆V3 between
the target generated power voltage Valt of the alternator
5 determined in the procedure shown in Fig. 5 and the
present battery voltage Vbatt of the battery 6 is first de-
termined (step S41). Subsequently, it is determined
whether power regeneration is being performed (step
S42).
[0064] When the power regeneration stops and "YES"
is obtained in the step S42, an initial exciting current
Ialtinit of the alternator 5 is determined using the current
control value Idcdc of the DC-DC converter 10 and en-
gine speed ene (step S43). Here, the initial exciting cur-
rent Ialtinit may be determined by calculation using a
predetermined function or by using a map
[0065] Then, the integral term (I 3 Σ∆V3) used for de-
termining the generated power current control value Ialt
is set equal to the determined initial exciting current
Ialtinit, and the generated power current control value
Ialt is set equal to the initial exciting current Ialtinit, and
a limit value ∆limit for limiting the increase amount of the
generated power current control value Ialt is set to a pre-
determined value ∆Ialt2. Here, the limit value ∆limit pro-
vides a change gradient of the generated power current
control value Ialt of the alternator 5.
[0066] Subsequently, the generated power current
control value Ialt of the alternator 5 is controlled using
the same proportional integration method as in the step
S12 of Fig 12 and the step S22 of Fig. 3 (step S44).
Once the power regeneration has stopped and the proc-
ess in the step S43 has been implemented, "NO" is ob-
tained in the step S42 from the next cycle. In this case,
the control immediately proceeds to the step S44.
[0067] Next, the increase amount of the generated
power current control value Ialt determined in the step
S44 is limited to the limit value ∆limit (step S45). This
process is implemented for setting a maximum gradient
of the power to be generated by the alternator 5 and for
controlling a change gradient of the torque to be applied
to the alternator 5.
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[0068] It is next determined whether the power gen-
eration by the alternator 5 has started (step S46). As
described above, the alternator 5 starts supplying power
to the battery 6 when the present battery voltage Vbatt
of the battery 6 becomes higher than the target voltage
Vdcdc of the DC-DC converter 10, therefore the power
generation by the alternator 5 starts at this time. That is,
the start of the power generation by the alternator 5 can
be determined by comparing the present battery voltage
Vbatt of the battery 6 and the target voltage Vdcdc of
the DC-DC converter 10.
[0069] When the target voltage Vdcdc of the DC-DC
converter 10 is higher than the present battery voltage
Vbatt of the battery 6, namely when it is determined that
the power generation by the alternator 5 has not started
and "NO" is obtained in the step S46, the control pro-
ceeds as it is. When it is determined that the power gen-
eration by the alternator 5 has stared, namely "YES" is
obtained in the step S46, conversely, the limit value
∆limit is set to a predetermined value ∆Ialt1 that is small-
er than the predetermined value ∆Ialt2 determined in the
step 43 (step S47).
[0070] That is, before the power generation by the al-
ternator 5 starts, an increase gradient of the generated
power current control value Ialt is made steep so that
the voltage sharply increases. At this time, since the al-
ternator 5 is generating no power, the torque applied to
the alternator 5 does not increase, and a squeaking
noise is therefore not produced from a belt. In the mean-
time, after the power generation by the alternator 5 has
started, the increase gradient of he Ialt is made less
steep so that an increase gradient of the torque applied
to the alternator 5 does not become steep, whereby the
possibility for the belt to produce a squeaking noise can
be eliminated or reduced. Moreover, since the voltage
is already high at the time of starting the power gener-
ation by the alternator 5, a delay in increasing the
amount of generated power can be suppressed or
avoided.
[0071] Fig. 7 is a timechart showing how a voltage
command value for the DC-DC converter 10, excitation
command value for the alternator 5, battery voltage, and
torque applied to the alternator 5 change as the proce-
dures shown in Figs. 5 and 6 are executed. Referring to
Fig. 7, when power regeneration stops at a time point
t11, the target voltage Vdcdc of the DC-DC converter 10
is reduced by the predetermined value β and the target
generated power voltage Valt of the alternator 5 is set
equal to the target charging voltage Vtg of the battery 6.
Along with this change, the current command value for
the DC-DC converter 10 is reduced by a predetermined
amount, and the excitation command value for the al-
ternator 5 is sharply increased to its initial value Ialtinit.
[0072] At this time, since the current command value
of the DC-DC converter 10 is maintained at a certain
value, the voltage of the battery 6 does not largely re-
duce. Thus, the torque applied to the alternator 5 does
not shapely change, whereby a squeaking noise of the

belt is avoided.
[0073] Afterwards, the excitation command value for
the alternator 5 is sharply increased immediately before
starting the power generation by the alternator 5. Here,
an increase gradient of the excitation command value
is steep. Then, when the alternator 5 starts generating
power at a time point t12, the increase gradient of the
excitation command value is made less steep. Thus, the
excitation command value for the alternator 5 increases
until it reaches the target value. During this, the voltage
of the battery 6 is maintained at a substantially constant
value and the torque applied to the alternator 5 gradually
increases.
[0074] In the embodiment, as described above, the
power supply can be switched while suppressing or pre-
venting a transient reduction in the voltage, therefore
changes or failures in the operation of the electric load
7, such as a reduction in the luminance of a light, can
be prevented. Also, since the excitation command value
for the alternator 5 is increased while maintaining the
current command value for the DC-DC converter 10,
namely the output thereof, at a relatively high value, the
voltage is maintained high at the time of starting the
power generation by the alternator 5. As a result, a tran-
sient reduction in the voltage can be prevented and a
delay in the power generation using the alternator 5 is
therefore suppressed or avoided. Furthermore, since
the voltage is already high before the alternator 5 starts
generating power by being driven by the engine 1, the
change amount of the torque applied to the alternator 5
does not become large, whereby problems, such as a
squeaking noise of the belt, which may cause an un-
pleasant feeling of the driver, can be prevented.
[0075] Hereinafter, a relationship between the ele-
ments of the above-described embodiment and those
cited in the appended claims will be described. The bat-
tery 6 or the battery 6 and the electric load 7 corresponds
to "a power receiving portion" in the claims. The func-
tional processes of the steps S2, S3, S32, and S33 cor-
respond to "voltage adjusting means" in the claims. The
engine 1 corresponds to "a propelling force generating
device" in the claims. The alternator 5 corresponds to
"a first power generator" in the claims. The power re-
generator 8 corresponds to "a second power generator"
in the claims. The battery 6 corresponds to "power stor-
age means" in the claims. The processes of the steps
S33, S43 for increasing the excitation command value
for the alternator 5 while maintaining the output voltage
of the DC-DC converter 10 correspond to "switching
means" in the claims. The functional process of the step
S43 corresponds to "start-up means" in the claims.
Here, note that the elements cited in the claims are not
limited to the corresponding elements in the above-de-
scribed embodiment.
[0076] It is to be understood that the invention is not
limited to the above-described embodiment, but may be
applied to a control system for controlling power sup-
plies of a hybrid vehicle which includes an engine and
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motor generator as driving power sources, as well as a
vehicle which performs an economy running operation
by automatically stopping and restarting the engine op-
eration. Therefore, the second power generating power
supply portion in the invention may include such a motor
generator which can also function a motor, instead of
the power regenerator. While the invention has been
employed as the control system for controlling two pow-
er supply portions in the above-described embodiment,
the invention may be employed as a control system for
controlling more than two power supply portions.
[0077] A control system for a vehicle power supply
which includes a first power generating power supply
portion (5, 6) and a second power generating power
supply portion (8, 9, 10) and is adapted to supply power
to a power receiving portion (6, 7) from the respective
power generating power supply portions includes volt-
age adjusting means (S2, S3) for setting the voltage to
be output from one of the power generating power sup-
ply portions to the power receiving portion (6, 7) in ac-
cordance with the output voltage of the other of the pow-
er generating power supply portions. With this arrange-
ment, problems, such as an excessive supply of power
to the power receiving portions (6, 7), can be prevented,
and when power regeneration is being performed by the
second power generating power supply portion (8, 9,
10), the regenerated power can be effectively used.
Thus, the fuel economy of the vehicle can be improved.

Claims

1. A control system for a vehicle power supply which
includes a first power generating power supply por-
tion (5) and a second power generating power sup-
ply portion (8, 9, 10) and supplies power to a pre-
determined power receiving portion (6, 7) from the
respective power generating power supply por-
tions, the control system being characterized by

voltage adjusting means (S2, S3; S32, S33)
which sets a target voltage to be output to the power
receiving portion (6, 7) from the first power gener-
ating power supply portion (5),
in accordance with a target output voltage of the
second power generating power supply portion (8,
9, 10),
whereby the voltage adjusting means (S2, S3; S32,
S33) sets the target output voltage of the first power
generating power supply portion (5) to a voltage that
is lower than the target output voltage of the second
power generating power supply portion (8, 9, 10) by
a first predetermined value (α).

2. The control system according to claim 1, charac-
terized in that the first power generating power
supply portion (5) includes a first power generator
(5) which generates power by receiving a driving
force from a propelling force generating device (1)

of the vehicle and the second power generating
power supply portion includes a second power gen-
erator (8) which generates power by receiving a
driving force from a mechanism other than the pro-
pelling force generating device (1).

3. The control system according to claim 2, charac-
terized in that the mechanism comprises a trans-
mission mechanism (2, 3) for transmitting torque
between a wheel of the vehicle and the second pow-
er generator (8).

4. The control system according to any one of claims
1 through 3, characterized in that the power re-
ceiving portion (6, 7) comprises one of a power stor-
age device (6) and an electric load (7) to which pow-
er is supplied from a power storage device.

5. The control system according to any one of claims
1 through 4, characterized in that the first prede-
termined value (α) is a small voltage value which
does not cause a change in an operation of the pow-
er receiving portion (6, 7).

6. The control system according to any one of claims
1 through 5, characterized by further comprising:

switching means (S33, S43) which switches the
power generating power supply portion for sup-
plying power to the power receiving portion (6,
7) from the second power generating power
supply portion (8, 9, 10) to the first power gen-
erating power supply portion (5) when a differ-
ence between the output voltage of the second
power generating power supply portion (8, 9,
10) and the voltage of the first power generating
power supply portion (5) is equal to or smaller
than a second predetermined value (β).

7. The control system according to claim 6, charac-
terized by in that the first power generator (5) is
constructed so as to generate power by receiving a
driving force from the propelling force generating
device (1) of the vehicle via a belt.

8. The control system according to claim 6, charac-
terized by further comprising:

voltage maintaining means which maintains the
output voltage of the second power generating
power supply portion (8, 9, 10); and
start-up means which starts up the first power
generating power supply portion (5) with an out-
put voltage lower than the output voltage of the
second power generating power supply portion
(8, 9, 10) while the output voltage of the second
power generating power supply portion (8, 9,
10) is being maintained
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9. A control method of a control system for a vehicle
power supply, which includes a first power generat-
ing power supply (5) and a second power generat-
ing power supply (8, 9, 10) and supplies power to a
predetermined power receiving portion (6, 7) from
the respective power generating power supply por-
tions, the control method being characterized by
the steps of:

detecting an output voltage of the first power
generating power supply portion (5);
detecting an output voltage of the second pow-
er generating power supply portion (8, 9, 10);
and
setting a target voltage to be output from the
first power generating power supply portion (5)
to the power receiving portion (6, 7) in accord-
ance with a target output voltage of the second
power generating power supply portion (8,9,10)

whereby the target output voltage of the first
power generating power supply portion (5) is set to
a voltage that is lower than the target output voltage
of the second power generating power supply por-
tion (8, 9, 10) by a first predetermined value (α).

Patentansprüche

1. Steuersystem für eine Fahrzeugenergieversor-
gung, die einen ersten Energieerzeugungs-/Ener-
gieversorgungsabschnitt (5) und einen zweiten En-
ergieerzeugungs-/Energieversorgungsabschnitt
(8, 9, 10) aufweist und einen bestimmten Energie-
verbraucher (6, 7) mit Energie von den Energieer-
zeugungs-/Energieversorgungsabschnitten ver-
sorgt, gekennzeichnet durch

eine Spannungseinstelleinrichtung (S2, S3;
S32, S33), die die vom ersten Energieerzeu-
gungs-/Energieversorgungsabschnitt (5) an
den Energieverbraucher (6, 7) anzulegende
Sollausgangsspannung in Abhängigkeit von
der Sollausgangsspannung des zweiten Ener-
gieerzeugungs-/Energieversorgungsab-
schnitts (8, 9, 10) einstellt,

wobei die Spannungseinstelleinrichtung (S2,
S3; S32, S33) die Sollausgangsspannung des er-
sten Energieerzeugungs-/Energieversorgungsab-
schnitts (5) auf eine Spannung setzt, die um einen
ersten vorgegebenen Wert (α) niedriger ist als die
Sollausgangsspannung des zweiten Energieerzeu-
gungs-/Energieversorgungsabschnitts (8, 9, 10).

2. Steuersystem nach Anspruch 1, dadurch gekenn-
zeichnet, dass der erste Energieerzeugungs-/En-
ergieversorgungsabschnitt (5) eine erste Energie-

erzeugungsvorrichtung (5) aufweist, die durch die
Antriebskraft einer Vortriebskrafterzeugungsvor-
richtung (1) des Fahrzeugs Energie erzeugt, und
der zweite Energieerzeugungs-/Energieversor-
gungsabschnitts eine zweite Energieerzeugungs-
vorrichtung (8) aufweist, die durch die Antriebskraft
eines anderen Mechanismus als der Vortriebskraf-
terzeugungsvorrichtung (1) Energie erzeugt.

3. Steuersystem nach Anspruch 2, dadurch gekenn-
zeichnet, dass der Mechanismus einen Übertra-
gungsmechanismus (2, 3) zur Drehmomentübertra-
gung zwischen einem Rad des Fahrzeugs und der
zweiten Energieerzeugungsvorrichtung (8) auf-
weist.

4. Steuersystem nach einem der Ansprüche 1 bis 3,
dadurch gekennzeichnet, dass der Verbraucher
(6, 7) eine Energiespeichervorrichtung (6) und eine
elektrische Last (7) umfasst, die mit Energie aus der
Energiespeichervorrichtung versorgt wird.

5. Steuersystem nach einem der Ansprüche 1 bis 4,
dadurch gekennzeichnet, dass der erste vorge-
gebene Wert (α) ein kleiner Spannungswert ist, der
zu keiner Änderung des Betriebszustands des En-
ergieverbrauchers (6, 7) führt.

6. Steuersystem nach einem der Ansprüche 1 bis 5,
weiter gekennzeichnet durch:

eine Schalteinrichtung (S33, S43), die den En-
ergieerzeugungs-/Energieversorgungsab-
schnitt zum Versorgen des Verbrauchers (6, 7)
mit Energie vom zweiten Energieerzeugungs-/
Energieversorgungsabschnitt (8, 9, 10) auf den
ersten Energieerzeugungs-/Energieversor-
gungsabschnitt (5) umschaltet, wenn die Diffe-
renz zwischen der Ausgangsspannung des
zweiten Energieerzeugungs-/Energieversor-
gungsabschnitts (8, 9, 10) und der Spannung
des ersten Energieerzeugungs-/Energiever-
sorgungsabschnitts (5) gleich einem zweiten
vorgegeben Wert (β) oder kleiner als dieser ist.

7. Steuersystem nahc Anspruch 6, dadurch gekenn-
zeichnet, dass die erste Energieversorgungsvor-
richtung (5) so ausgelegt ist, dass sie Energie er-
zeugt, indem sie die Antriebskraft der Vortriebskraf-
terzeugungsvorrichtung (1) des Fahrzeugs über ei-
nen Riemen erhält.

8. Steuersystem nach Anspruch 6, weiter gekenn-
zeichnet durch:

eine Spannungsaufrechterhaltungseinrich-
tung, die die Ausgangsspannung des zweiten
Energieerzeugungs-/Energieversorgungsab-
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schnitts (8, 9, 10) aufrechterhält, und
eine Hochfahreinrichtung, die den ersten Ener-
gieerzeugungs-/Energieversorgungsabschnitt
(5) mit einer Ausgangsspannung hochfährt, die
niedriger ist als die Ausgangsspannung des
zweiten Energieerzeugungs-/Energieversor-
gungsabschnitts (8, 9, 10), während die Aus-
gangsspannung des zweiten Energieerzeu-
gungs-/Energieversorgungsabschnitts (8, 9,
10) auferhalten wird.

9. Steuerverfahren für ein Steuersystem für eine Fahr-
zeugenergieversorgung, die einen ersten Energie-
erzeugungs-/Energieversorgungsabschnitt (5) und
einen zweiten Energieerzeugungs-/Energieversor-
gungsabschnitt (8, 9, 10) aufweist und einen be-
stimmten Energieverbraucher (6, 7) mit Energie
von den Energieerzeugungs-/Energieversorgungs-
abschnitten versorgt, gekennzeichnet durch fol-
gende Schritte:

Erfassen der Ausgangsspannung des ersten
Energieerzeugungs-/Energieversorgungsab-
schnitts (5),
Erfassen der Ausgangsspannung des zweiten
Energieerzeugungs-/Energieversorgungsab-
schnitts (8, 9, 10), und
Einstellen der an den Energieverbraucher (6,
7) anzulegenden Sollausgangsspannung des
ersten Energieerzeugungs-/Energieversor-
gungsabschnitts (5) in Abhängigkeit von der
Sollausgangsspannung des zweiten Energie-
erzeugungs-/Energieversorgungsabschnitts
(8, 9, 10),

wobei die Sollausgangsspannung des ersten
Energieerzeugungs-/Energieversorgungsab-
schnitts (5) auf eine Spannung gesetzt wird, die um
einen ersten vorgegebenen Wert (α) niedriger ist
als die Sollausgangsspannung des zweiten Ener-
gieerzeugungs-/Energieversorgungsabschnitts (8,
9, 10).

Revendications

1. Dispositif de commande de l'alimentation en éner-
gie d'un véhicule qui inclut une première portion
d'alimentation en énergie génératrice d'énergie (5)
et une deuxième portion d'alimentation en énergie
génératrice d'énergie (8, 9, 10) et fournit de l'éner-
gie à une portion de réception d'énergie prédéter-
minée (6, 7) à partir des portions d'alimentation en
énergie génératrices d'énergie respectives, le dis-
positif de commande étant caractérisé par
un moyen d'ajustement de la tension électrique (S2,
S3 ; S32, S33) qui fixe une tension électrique cible
devant être délivrée à la portion de réception d'éner-

gie (6, 7) à partir de la première portion d'alimenta-
tion en énergie génératrice d'énergie (5) conformé-
ment à une tension électrique de sortie cible de la
deuxième portion d'alimentation en énergie géné-
ratrice d'énergie (8, 9, 10), par laquelle le moyen
d'ajustement de la tension électrique (S2, S3 ; S32,
S33) fixe la tension électrique de sortie cible de la
première portion d'alimentation en énergie généra-
trice d'énergie (5) sur une tension électrique qui est
plus petite que la tension électrique de sortie cible
de la deuxième portion d'alimentation en énergie
génératrice d'énergie (8, 9, 10) par une première
valeur prédéterminée (α).

2. Dispositif de commande selon la revendication 1,
caractérisé en ce que la première portion d'ali-
mentation en énergie génératrice d'énergie (5) in-
clue un premier générateur d'énergie (5) qui génère
de l'énergie en recevant une force d'entraînement
à partir d'un dispositif de génération de force de pro-
pulsion (1) du véhicule et la deuxième portion d'ali-
mentation en énergie génératrice d'énergie inclue
un deuxième générateur d'énergie (8) qui génère
de l'énergie en recevant une force d'entraînement
à partir d'un mécanisme autre que le dispositif de
génération de force de propulsion (1).

3. Dispositif de commande selon la revendication 2,
caractérisé en ce que le mécanisme comprend un
mécanisme de transmission (2, 3) visant à trans-
mettre un couple entre une roue du véhicule et le
deuxième générateur d'énergie (8).

4. Dispositif de commande selon l'une quelconque
des revendications 1 à 3, caractérisé en ce que la
portion de réception d'énergie (6, 7) comprend l'un
d'un dispositif de stockage d'énergie (6) et d'une
charge électrique (7) à laquelle de l'énergie est dé-
livrée à partir d'un dispositif de stockage d'énergie.

5. Dispositif de commande selon l'une quelconque
des revendications 1 à 4, caractérisé en ce que la
première valeur prédéterminée (α) est une petite
valeur de tension électrique qui ne cause pas un
changement dans une opération de la portion de
réception d'énergie (6, 7).

6. Dispositif de commande selon l'une quelconque
des revendications 1 à 5, caractérisé en ce qu'il
comporte de plus :

un moyen de commutation (S33, S43) qui com-
mute la portion d'alimentation en énergie géné-
ratrice d'énergie visant à délivrer l'énergie à la
portion de réception d'énergie (6, 7) de la
deuxième portion d'alimentation en énergie gé-
nératrice d'énergie (8, 9, 10) à la première por-
tion d'alimentation en énergie génératrice
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d'énergie (5) lorsqu'une différence entre la ten-
sion électrique de sortie de la deuxième portion
d'alimentation en énergie génératrice d'énergie
(8, 9, 10) et la tension électrique de la première
portion d'alimentation en énergie génératrice
d'énergie (5) est égale à ou plus petite qu'une
deuxième valeur prédéterminée (β).

7. Dispositif de commande selon la revendication 6,
caractérisé en ce que le premier générateur
d'énergie (5) est construit de sorte à générer de
l'énergie en recevant une force d'entraînement à
partir du dispositif de génération de force de propul-
sion (1) du véhicule via une courroie.

8. Dispositif de commande selon la revendication 6,
caractérisé en ce qu'il comporte de plus :

un moyen de maintient de tension électrique
qui maintient la tension électrique de sortie de
la deuxième portion d'alimentation en énergie
génératrice d'énergie (8, 9, 10) ; et

un moyen de démarrage qui démarre la pre-
mière portion d'alimentation en énergie géné-
ratrice d'énergie (5) avec une tension électri-
que de sortie plus petite que la tension électri-
que de sortie de la deuxième portion d'alimen-
tation en énergie génératrice d'énergie (8, 9,
10) pendant que la tension électrique de sortie
de la deuxième portion d'alimentation en éner-
gie génératrice d'énergie (8, 9, 10) est mainte-
nue.

9. Procédé de commande d'un dispositif de comman-
de de l'alimentation en énergie d'un véhicule, qui
inclut une première alimentation en énergie géné-
ratrice d'énergie (5) et une deuxième alimentation
en énergie génératrice d'énergie (8, 9, 10) et délivre
de l'énergie à une portion de réception d'énergie
prédéterminée (6, 7) à partir des portions d'alimen-
tation en énergie génératrices d'énergie respecti-
ves, le procédé de commande étant caractérisé
par les étapes consistant à :

détecter une tension électrique de sortie de la
première portion d'alimentation en énergie gé-
nératrice d'énergie (5);

détecter une tension électrique de sortie de la
deuxième portion d'alimentation en énergie gé-
nératrice d'énergie (8, 9, 10); et

fixer une tension électrique cible devant être
délivrée en sortie à partir de la première portion
d'alimentation en énergie génératrice d'énergie
(5) vers la portion de réception d'énergie (6, 7)
conformément à une tension électrique de sor-

tie cible de la deuxième portion d'alimentation
en énergie génératrice d'énergie (8, 9, 10), par
laquelle la tension électrique de sortie cible de
la première portion d'alimentation en énergie
génératrice d'énergie (5) est fixée à une tension
électrique qui est plus petite que la tension
électrique de sortie cible de la deuxième portion
d'alimentation en énergie génératrice d'énergie
(8, 9, 10) par une première valeur prédétermi-
née (α).
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