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Description

[0001] The invention relates to the field of oil pressure
control and particularly to oil pressure control in a hybrid
vehicle. Aspects of the invention relate to an apparatus,
to a vehicle and to a method.
[0002] In a hybrid vehicle having an automatic trans-
mission (hereinafter called "AT") combined with an elec-
tric-powered motor, when the hybrid vehicle is stopped
and idling, an oil pump supplying an oil pressure to the
AT stops pumping. As a result, the oil pressure needed
for controlling the AT cannot be generated. To address
this issue, the hybrid vehicle is equipped with a supple-
mental oil pump and supplemental electric-powered mo-
tor that drives the supplemental oil pump. Accordingly,
the oil pressure which controls the AT can be generated
not only when the car is running, but also when the car
is idling. The addition of the supplemental oil pump and
supplemental electric-powered motor may increase the
overall cost and weight of the hybrid vehicle. Moreover,
it is desirable to create a smooth transition between the
oil pressure circuits when switching between the existing
pump and the supplemental pump.
[0003] US 6,705,416 B1 discloses an apparatus ac-
cording to the preamble part of claim 1. Further relevant
prior art is disclosed in US 2005/079942 A1 and US
2003/127262 A1.
[0004] It is an aim of the invention to improve upon
known technology and methods. Other aims and advan-
tages of the invention will become apparent from the fol-
lowing description, claims and drawings.
[0005] The object of the invention is solved by the fea-
tures of the independent claims. The dependent claims
contain further preferred developments of the invention.
[0006] Aspects of the invention therefore provide an
apparatus, a method and a vehicle as claimed in the ap-
pending claims.
[0007] According to another aspect of the invention
there is provided a hybrid vehicle comprising a drive-train
configured and arranged to transmit power in the order
of an engine, a first clutch, a motor generator, a second
clutch and a drive wheel and an oil pump operably con-
figured and arranged at a location between the first clutch
and the second clutch such that the oil pump is mechan-
ically driven by at least one of the engine and the motor
generator.
[0008] The vehicle comprises a controller configured
and arranged to control the oil pump by controlling at
least one of the engine and the motor generator in re-
sponse to a vehicle operation condition of the hybrid ve-
hicle.
[0009] The drive-train further includes an automatic
transmission, and the oil pump is configured and ar-
ranged at a location between the motor generator and
the second clutch to supply an oil pressure to the auto-
matic transmission.
[0010] The engine drives the oil pump when the vehicle
operation condition is in an engine operating condition

with a vehicle stop condition, and the motor generator
drives the oil pump when the vehicle operation condition
is in an engine idle stop condition, to obtain a desired oil
pressure from the oil pump.
[0011] At least one of the engine and the motor gen-
erator drive the oil pump when the vehicle operation con-
dition is in a vehicle running condition.
[0012] The vehicle comprises a controller configured
and arranged to control the oil pump by at least one of
the engine, the motor generator and the second clutch
in response to a vehicle operation condition of the hybrid
vehicle. The motor generator may drive the oil pump with
the second clutch controlled in a slip engagement such
that a creep torque is applied to the drive wheel when
the hybrid vehicle is in an engine idle stop condition.
[0013] In an embodiment, a torque capacity of the sec-
ond clutch is controlled to decrease when a brake pedal
of the hybrid vehicle is depressed. Alternatively, or in
addition, a torque capacity of the second clutch may be
controlled to increase when a depression stroke of the
brake pedal is decreased.
[0014] In an embodiment, the motor generator drives
the oil pump to obtain a desired oil pressure from the oil
pump when the vehicle operation condition is in an engine
idle stop condition, and the motor generator starts the
engine when an acceleration of the hybrid vehicle is re-
quested from the engine idle stop condition.
[0015] The vehicle may comprise a controller arranged
and configured to control the oil pump by at least one of
the engine, the motor generator and the second clutch
in response to a vehicle operation condition of the hybrid
vehicle. The motor generator may drive the oil pump with
an increased speed in which the second clutch is con-
trolled with a slip engagement when the motor generator
starts the hybrid vehicle from a stop condition.
[0016] The vehicle may comprise an oil pressure sen-
sor to detect an oil pressure supplied from the oil pump
wherein at least one of the engine and the motor gener-
ator is requested to drive the oil pump when the oil pres-
sure becomes lower than a predetermined pressure.
[0017] In an embodiment, at least one of the engine
and the motor generator is controlled with threshold limits
to provide a hysteresis corresponding to the predeter-
mined pressure.
[0018] In an embodiment, the oil pump is controlled in
response to a timer that is triggered by the vehicle oper-
ation condition of the hybrid vehicle. The oil pump may
be arranged at a location between the engine and the
first clutch.
[0019] According to another aspect of the invention
there is provided a hybrid vehicle comprising a drive-train
as defined in the claims.
[0020] According to a further aspect of the invention
there is provided a method for maintaining oil pressure
for controlling an automatic transmission of a hybrid ve-
hicle, the hybrid vehicle including a drive-train configured
and arranged to transmit power in the order of an engine,
a first clutch, a motor generator, a second clutch and
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drive wheels, the method comprising detecting a vehicle
operation condition of the hybrid vehicle including an en-
gine idle stop condition and driving an oil pump by the
motor generator when the vehicle operation condition is
in the engine idle stop condition such that a desired oil
pressure is obtained from the oil pump that is arranged
between the first clutch and the second clutch.
[0021] The method comprises driving the oil pump by
the engine with an engagement of the first clutch when
the vehicle operation condition is in an engine operating
condition with a vehicle stop condition and
[0022] controlling the second clutch in a slip engage-
ment such that a creep torque is applied to the drive wheel
by the motor generator when the hybrid vehicle is in the
engine idle stop condition.
[0023] The method may comprise decreasing a torque
capacity of the second clutch to control the creep torque
applied to the drive wheel when a brake pedal of the
hybrid vehicle is depressed.
[0024] The method may comprise increasing a torque
capacity of the second clutch to control the creep torque
applied to the drive wheel when a depression stroke of
the brake pedal is decreased.
[0025] The present invention may provide one or more
advantages. For example, the invention may result in a
simplification of the hydraulic circuit since only a single
oil pump is needed. This may result in a reduction in the
number of parts.
[0026] The present invention will now be described, by
way of example only, with reference to the accompanying
drawings in which:

FIG. 1 is a system diagram which shows an example
hybrid vehicle with rear wheel drive consistent with
the principles of the invention.

FIG. 2 is a flowchart which shows the flow of an ex-
ample oil pump driving control processing which is
implemented by an integration controller of Embod-
iment 1.

FIG. 3 is a timing chart which shows example prop-
erties of the mechanical oil pump in the device of
Embodiment 1 during the case where the vehicle
stops, starts and maintains a constant run.

FIG. 4 is a flowchart which shows the flow of an ex-
ample oil pump driving control processing which is
executed by an integration controller of Embodiment
2.

FIG. 5 is a timing chart which shows example prop-
erties of the mechanical oil pump in the device of
Embodiment 2 during the sequence vehicle stopped
→ departure → constant speed running.

FIG. 6 is a flowchart which shows the flow of an ex-
ample oil pump driving control processing which is

executed by an integration controller of Embodiment
3.

FIG. 7 is a timing chart that shows example proper-
ties of the oil pump driving control in the device of
Embodiment 3 during the sequence running→ re-
duced speed → stop.

FIG. 8 is a flowchart which shows the flow of an ex-
ample oil pump driving control processing which is
executed by an integration controller of Embodiment
4.

FIG. 9 is a timing chart which shows example oper-
ation of the oil pump driving control operation for the
device of Embodiment 4 during the sequence con-
stant running → pedal depression reduction → stop-
page → pedal depression acceleration → constant
speed running.

FIG. 10 is a summary view which shows one example
of a drive system of a hybrid vehicle which has ar-
ranged the oil pump and second clutch at different
positions for the Embodiments 1-4.

[0027] The preferred embodiments of the oil pump
driving control device for a hybrid vehicle of the present
invention will be described based on embodiments
shown in the FIGS. FIG. 1 is a system diagram which
shows an example hybrid vehicle with rear wheel drive
in which the oil pump driving control device of Embodi-
ment 1 may be used. The structure of the drive-train of
the example hybrid vehicle will now be described. As
shown in FIG. 1, the drive-train of the hybrid vehicle of
Embodiment 1 is comprised of engine E, motor generator
MG, first clutch CL1, second clutch CL2, automatic trans-
mission AT, propeller shaft PS, differential DF, left drive
shaft DSL, right drive shaft DSR, rear left wheel (driving
wheel) RL, rear right wheel (driving wheel) RR, and me-
chanical oil pump O/P.
[0028] Engine E may be a gasoline engine or diesel
engine where the valve opening of the throttle valve and
the like is controlled based on the control command from
engine controller 1, which is described below. Motor gen-
erator MG is a synchronous motor generator wherein a
permanent magnet is laid into the rotor and a stator is
wrapped with a stator coil, and is controlled by application
of a three-phase alternating current which is generated
in inverter 3 based on the control command from motor
controller 2, which is described below. Motor generator
MG can be operated as an electric-powered machine
which is rotatably driven by receiving the power supply
from battery 4 (hereinafter this operating state is called
"power running"). Also, when the rotor is rotated by an
external force, motor generator MG can function as the
power generator which generates an electromotive force
in both ends of the stator coil and charge battery 4 (here-
inafter this operating state is called "regeneration"). Here,
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the rotor of motor generator MG is connected to the input
axis of automatic transmission AT through a damper (not
shown).
[0029] First clutch CL 1 may be an oil pressure-type
single disc clutch or oil pressure-type multiple disc clutch
which is placed between engine E and motor generator
MG. The engagement and release of the clutch (which
include the slipping engagement and slipping release)
are controlled by the controlled oil pressure. The control-
led oil pressure is made by oil pressure unit 6 of the first
clutch based on the control command from first clutch
controller 5, which is described below.
[0030] Second clutch CL2 is an oil pressure-type mul-
tiple disc clutch which is placed between the motor gen-
erator MG and the left and right rear wheels RL and RR.
The engagement and release of the clutch (which include
the slipping engagement and slipping release) are con-
trolled by the controlled oil pressure. The controlled oil
pressure is made by oil pressure unit 8 of the second
clutch based on the control command from AT controller
7, which is described below.
[0031] Automatic transmission AT is a transmission
which automatically switches the transmission gear ratio
of levels, such as 5 speeds for forward travel, 1 speed
for backward travel; and 6 speeds for forward travel 1,
speed for backward travel, based on speed of the vehicle
and the acceleration opening. Second clutch CL2 is not
newly added to the vehicle as the special clutch, but,
among a plurality of friction engagement factors which
are created as the transmission factors of automatic
transmission AT, uses the friction engagement factor that
exists in the driving force transmitting paths of each trans-
mission gear ratio of levels. The output axis of automatic
transmission AT is connected to the left and right rear
wheels RL and RR through propeller shaft PS, differential
DF, left drive shaft DSL and right drive shaft DSR.
[0032] Mechanical oil pump O/P is placed between
motor generator MG and second clutch CL2 and there
is adopted a structure that may have an inscribed gear
form pump, a circumscribed gear form pump, or a vane
pump, which generates an output pressure as at least
one pump power source. This mechanical oil pump O/P
receives rotations of the motor generator’s axis, that is,
rotations of the transmission input shaft, and can gener-
ate hydraulic pressure. It is possible to mechanically drive
the mechanical oil pump O/P using the engine E by tight-
ening the first clutch and it is possible to mechanically
drive the mechanical oil pump O/P using the motor gen-
erator MG by releasing the first clutch. The mechanical
oil pump O/P is already one hydraulic pressure source
for the hybrid vehicle’s drive-train, and the discharge oil
from the mechanical oil pump O/P is supplied to the first
clutch hydraulic pressure unit 6 and the second clutch
hydraulic pressure unit 8.
[0033] Next, an exemplary control system of a hybrid
vehicle will be described. As shown in FIG. 1, the control
system of a hybrid vehicle of Embodiment 1 is comprised
of engine controller 1, motor controller 2, inverter 3, bat-

tery 4, first clutch controller 5, first clutch oil pressure unit
6, AT controller 7, second clutch oil pressure unit 8, brake
controller 9 and integration controller 10. Here, engine
controller 1, motor controller 9 and integration controller
10 are connected through CAN communication line 11
with which they can exchange information.
[0034] Engine controller 1 inputs information on the
number of engine rotations from engine rotation number
sensor 12, receives a command on the target engine
torque and the like from integration controller 10. Engine
controller 1 outputs the command which controls engine
operation points (Ne and Te) to, for example, a throttle
valve actuator. Here, the information on engine rotation
number Ne is supplied to integration controller 10 through
CAN communication line 11.
[0035] Motor controller 2 inputs information from re-
solver 13, which detects the rotor rotation position of mo-
tor generator MG, and receives a command on the target
motor generator torque and the like. Motor controller 2
outputs the command which controls motor operation
points (Nm and Tm) of motor generator MG to inverter
3. Here, motor controller 2 monitors battery SOC which
shows the charging capacity state of battery 4. The in-
formation on battery SOC is used for the information on
the control of motor generator MG and supplied to inte-
gration controller 10 through CAN communication line 11.
[0036] An oil pressure sensor may detect an oil pres-
sure supplied from the oil pump. At least one of the engine
and the motor generator may be requested to drive the
oil pump when the oil pressure becomes lower than a
predetermined pressure. First clutch controller 5 inputs
sensor information from first clutch oil pressure sensor
14 and first clutch stroke sensor 15, receives a command
to control the first clutch from integration controller 10
and outputs the command to control engagement and
release of first clutch CL1 to first clutch oil pressure unit
6. Here, the information on first clutch stroke CIS is sup-
plied to integration controller 10 through CAN communi-
cation line 11.
[0037] AT controller 7 inputs sensor information from
acceleration opening sensor 16, vehicle speed sensor
17, second clutch oil pressure sensor 18 and inhibitor
switch 24 and the like. AT controller 7 receives a com-
mand to control the second clutch from integration con-
troller 10 and outputs the command to control engage-
ment and release of second clutch CL2 to second clutch
oil pressure unit 8 located inside the AT oil pressure con-
trol valve as a priority over the transmission control of
the second clutch. Here, the information on accelerator
opening AP and vehicle speed VSP are supplied to inte-
gration controller 10 through CAN communication line 11.
[0038] Brake controller 9 inputs sensor information
from wheel speed sensor 19 which detects each wheel
speed of the four wheels and brake stroke sensor 20 and
the like. For example, when the brake is applied and the
regenerative braking force is not sufficient to meet the
braking force demanded by brake stroke BS, brake con-
troller 9 does regenerative coordinating braking based
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on the command to do the regenerative coordinating
braking from integration controller 10. In this manner, the
insufficient braking force can be supplemented by a me-
chanical braking force (e.g., liquid pressure braking force
and motor braking force).
[0039] Integration controller 10 manages the energy
consumed in the whole vehicle and has a function of run-
ning the vehicle at its maximum efficiency. Integration
controller 10 inputs information from motor rotation
number sensor 21 which detects motor rotation number
Nm, second clutch output rotation number sensor 22
which detects second clutch output rotation number
N2out, and second clutch torque sensor 23 which detects
second clutch torque TCL2, and the above described in-
formation obtained through CAN communication line 11.
Then, integration controller 10 controls operation of en-
gine E based on the command to control engine controller
1, controls operation of motor generator MG based on
the command to control motor controller 2, controls en-
gagement and release of first clutch CL1 based on the
command to control first clutch controller 5, and controls
release of second clutch CL2 based on the command to
control AT controller 7.
[0040] Here, among the information on input and out-
put rotation number of first clutch CL1 and second clutch
CL2, the information on the input rotation number of first
clutch CL1 is obtained from engine rotation number sen-
sor 12 which detects engine rotation number Ne and the
information on the output rotation number of first clutch
CL 1 is obtained from motor rotation number sensor 21.
Motor rotation number sensor 21 detects motor rotation
number Nm while the information on the input rotation
number of second clutch CL2 is obtained from motor ro-
tation number sensor 21. The information on the output
rotation number of second clutch CL2 is obtained from
second clutch output rotation number sensor 22 which
detects the output rotation number N2out of the second
clutch.
[0041] Next, an exemplary running mode of the hybrid
vehicle of Embodiment 1 will be described. The hybrid
driving system of Embodiment 1 has first clutch CL1 be-
tween engine E and motor generator MG and has second
clutch CL2 between the motor generator MG and left and
right rear wheels RL and RR. The hybrid driving system
has four running modes which are "engine running
mode", "motor running mode", "motor-assisted running
mode" and "running power generation mode".
[0042] The "engine running mode" engages first clutch
CL1 which is located between engine E and motor gen-
erator MG and drives left and right rear wheels RL and
RR which are the driving wheels where only engine E is
used as the driving source. The "motor running mode"
releases first clutch CL1 which is located between engine
E and motor generator MG and left and right rear wheels
RL and RR which are the driving wheels where only motor
generator MG is used as the driving source. The "motor-
assisted running mode" engages first clutch CL1 which
is located between engine E and motor generator MG

and drives left and right rear wheels RL and RR which
are the driving wheels where engine E and motor gen-
erator MG are used as the driving sources.
[0043] The "running power generation mode" engages
first clutch CL1 which is located between engine E and
motor generator MG and drives left and right rear wheels
RL and RR which are the driving wheels where engine
E is used as the driving source. At the same time the
"running power generation mode" drives motor generator
MG as the power generator by using the driving force of
engine E. Here, when the "motor running mode" is
changed to the "engine running mode" and engine E
which stops in the "motor running mode" is started, sec-
ond clutch CL2 is used so that the engine starting shock
is not transmitted to the driving wheels, left and right rear
wheels RL and RR, by the slipping engagement.
[0044] FIG. 2 is a flowchart which shows the flow of an
example oil pump driving control processing which is im-
plemented by an integration controller of Embodiment 1.
The integration controller 1 controls the mechanical oil
pump O/P by controlling at least one of the engine E and
the motor generator MG in response to a vehicle opera-
tion condition of the hybrid vehicle. In the step S101, the
engine E is stopped, and integration controller 1 deter-
mines whether or not it is during an idling stop which
releases the first clutch CL1 (i.e., an engine idle stop
condition).
[0045] If YES (during idling stop), proceed to step
S102, and if NO (not during idling stop), return.
[0046] In step S102, a continuation from the judgment
in step S101 that the state was in idling stop, integration
controller 1 determines which range position has been
selected by the select lever of the automatic transmission
AT. Possibilities include the drive range (D range) which
is the running range, the reverse range (R range), or the
parking range (P range) which is the stop range, and the
neutral range (N range). When in the running range (D
range, R range), proceed to step S103, and if in the stop
range (P range, N range), proceed to step S105.
[0047] In step S103, which is a continuation of the se-
lection of the running range (D range, R range) of step
S102, integration controller 1 determines whether or not
the brake is engaged. If YES (brake engaged), proceed
to S106, and if NO (brake is released), proceed to step
S104. In step S104, which is a continuation from the judg-
ment that the brake was released in step S103, integra-
tion controller 1 determines whether the accelerator is
engaged or not, and if YES (accelerator engaged), pro-
ceed to step S108, and if NO (foot detached from accel-
erator), proceed to step S110.
[0048] In step S105, which is a continuation while in
idling stop (step S101) and from the judgment of (step
S102) during the selection of the P, N range, and assum-
ing that the idle rotation number NMG1 is the rotation
number of the motor’s generator MG, return. In step
S106, which is a continuation from when in idling stop
(step S101), and having selected the D and R ranges
(step S102), and with the determination that the brake is
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ON (step S103), assuming that the hydraulic pressure
P1 which is used for slip control corresponds to the sec-
ond clutch CL2, proceed to S107.
[0049] In step S107, which is a continuation of the slip
tightening control of the second clutch CL2 in step S106,
and assuming the idle rotation number NMG1 is the ro-
tation number of the motor’s generator MG, return. In
step S108, which is a continuation from when in idling
stop (step S101), and having selected the D and R ranges
(step S102), and with the determination that the brake is
OFF (step S103), and the accelerator is OFF (step S104),
assuming that the hydraulic pressure P1 which is used
for slip control corresponds to the second clutch CL2,
proceed to S 109.
[0050] In step S109, continuing from the slip tightening
control of the second clutch in step S108, and assuming
the idle rotation number NMG 1 is the rotation number
of the motor generator MG, return. In step S110, which
is a continuation from when in idling stop (step S101),
and having selected the D and R ranges (step S102),
and with the determination that the brake is OFF (step
S103), and accelerator is ON (step S104), and assuming
that the tightening hydraulic pressure does not generate
any slip in the second clutch CL2, proceed to step S111.
In step S111, which is a continuation of the tightening
control of the second clutch CL2 in step S110, and as-
suming the rotation number which corresponds to the
degree of accelerator opening is the rotation number of
the motor’s engine, return.
[0051] Next, there is an explanation of the oil pump
driving control operation. Embodiment 1 makes effective
use of the motor generator MG which is housed together
with the engine E in the hybrid vehicle, and adding to the
existing function which has a motor generator (drive mo-
tor function-electric generation function-engine starter
motor function), and having a pump motor function which
drives the mechanical oil pump O/P, makes it possible
to maintain hydraulic pressure which controls the auto-
matic transmission AT which has a second clutch CL2
even during an idling stop.
[0052] Below, there is an explanation based on the
flowchart shown in FIG. 2 of the oil pump driving control
operation for Embodiment 1. First, during an idling stop
and when the P, N range is selected, in the flowchart
chart of FIG. 2, there is the progression step S101 →
step S102 → step S105, and in step S105, the rotation
number of the motor generator MG is assumed to be the
idle rotation number NMG1.
[0053] While in an idling stop state, if the selections of
P, N ranges are replaced by the selection of D, R ranges,
if the brake is ON, in the flowchart of FIG. 2, there is the
progression step S101 → step S102→ step S103→ step
S106 → step S107, and in step S106, there is slip tight-
ening control with the slip control hydraulic pressure P1
as the second clutch, and in step S107, the rotation
number of the motor generator MG is assumed to be the
idle rotation number NMG1. Furthermore, proceeding to
brake OFF from brake ON, until it is assumed that the

accelerator reaches the ON state, as in the flowchart of
FIG. 2, there is the progression step S101→ step S102
→ step S103 → step S104 → step S108 → step S109,
and in step S108, there is execution of the slip tightening
control as is assuming that the hydraulic pressure P1
which is used for the slip control is supplied to the second
clutch. With step S109, the rotation number of the motor’s
generator and the idle rotation number NMG 1 are main-
tained.
[0054] During an idling stop, when D,R ranges have
been selected, and when the brake is OFF, assuming
the accelerator is ON, as in the flow chart of FIG. 2, there
is the progression step S101 → step S102 → step S103
→ step S104 → step S110 → step S111, and in step
S110, there is no slipping of the second clutch CL2, and
tightening control is executed, and in step S111, the ro-
tation number of the motor generator MG is assumed to
be the rotation number which correspond to the degree
of opening of the accelerator.
[0055] FIG. 3 is a timing chart which shows example
properties of the mechanical oil pump in the device of
Embodiment 1 during the case where the vehicle stops,
starts and maintains a constant run. There is displayed
(a) the generated pressure of the mechanical oil pump
O/P, (b) the pressing amount of the brake, (c) the press-
ing amount of the accelerator, (d) the rotation number of
the motor generator MG, (e) the torque capacity of the
first clutch CL1, (f) the torque capacity of the second
clutch CL2, and (g) the speed of the vehicle. The oil pump
driving control operation of Embodiment 1 is described
based on the time chart indicating the oil pressure gen-
erating state in each running scene of FIG. 3.
[0056] First, sufficient warm-up is performed, from the
time t0 where there is idling stop until the time t1, as
shown in FIG. 3, and revolutions appropriate for idling
are maintained for the motor generator also while the
vehicle is stopped. From this, as shown in FIG. 3, it is
possible to maintain the operating hydraulic pressure of
the clutch-brake, which includes the second clutch within
the automatic transmission AT.
[0057] Passing from the instant t0 to t1, for example,
when there is shifting from the P range to the D range,
assuming a holding capacity for creep by slip control,
there is maintenance of the creep until the initial point
when accelerator is pressed. Accordingly, as shown in
W of FIG. 3, brake release is started at time t1, and if the
release is completed by time t2, the vehicle is moving
from just before t2, and the creep of the vehicle is main-
tained until the time t3 when the accelerator is initially
pressed.
[0058] From t3 to t4, the amount that the accelerator
is pressed increases, and the amount pressed is main-
tained from t4 to t6, and from t6, operation is begun with
foot separation from the accelerator, and at t7, the ac-
celerator is completely closed. At t8, brake operation is
begun, and from t9 to t11, it is assumed that a constant
amount of pressure is placed on the brake. By this ac-
celerator operation and brake operation, from t3 to t5,
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the vehicle increases in speed, and from t5 to t7 there is
maintained a constant running (vehicle running condi-
tion), and from t7 there is a reduction in speed, and from
t8, a rapid reduction results, and at t10, the vehicle is
stopped.
[0059] During the interval from t9 to t10, the vehicle’s
speed is reduced until just before the vehicle is stopped
(at a level of creeping speed), and as shown in FIG. 3,
once again, slip control which reduces the tightening
amount of the second clutch is executed, and creep
torque is maintained. In addition, for vehicle stoppage
from t10 to t11, as shown in FIG. 3’s Q and R, by main-
taining the revolutions suitable for idling by the motor
generator MG, there is maintenance of the operating hy-
draulic pressure of the clutch-brake which includes the
second clutch within the automatic transmission AT.
[0060] Furthermore, from t10 at which there is stop-
page by pressing on the brake while in the D,R range
until t11, during this time, as shown in T of FIG. 3, the
tightening amount of the second clutch is further reduced,
and during the time from t11 to t12, as there is retightening
which returns to the start of the tightening amount the
second clutch by detecting the reduction in amount of
the brake pressing, it is possible to prevent heat gener-
ation and abrasion. Brake release starts from t11, and if
completely release by t12, as shown in U of FIG. 3, the
vehicle moves from just before t12, and creep speed is
maintained until t13 when accelerator pressing begins.
[0061] Next, at t13, there is rapid pressing of the ac-
celerator based on rapid departure requirements, and
assuming at t14 there is the maximum pressing of the
accelerator, and by performing control which maintains
at a high level a prescribed gradient from t13 to t14 the
torque capacity of the first clutch CL1 as shown in FIG.
3 for rapid departure which accelerates the vehicle until
t15, there is a quick start of the engine E by using the
inertia of the motor’s generator. As there is no transfer
at this time of shock to the left and right rear wheels RL,
RR, slip control of the second clutch is maintained.
[0062] Moreover, after the first clutch CL1’s torque is
maintained at a prescribed high gradient from t13 to t14,
the torque is increased until the torque results in complete
tightening, and the torque capacity of the second clutch
becomes tightened from the slip control when the torque
capacity of the first clutch CL1 reaches a level of complete
torque tightening. In this way, under a variety of vehicle
conditions, there is maintenance of the pump motor func-
tion for one motor generator MG, and by generating a
hydraulic pressure from the mechanical oil pump O/P, it
is possible to operate the clutch-brake within the auto-
matic transmission.
[0063] Next, there is an explanation of the effects. It is
possible, from the oil pump driving control device of the
hybrid vehicle of Embodiment 1 to obtain the effect men-
tioned below. (1) In a hybrid vehicle in which there is
formed a hybrid driving system by connecting in se-
quence the engine, first clutch, motor generator MG, sec-
ond clutch, and driving wheels RR, RL, there is arranged

a mechanical oil pump between the above-mentioned
motor generator MG and the above-mentioned second
clutch CL2. When the required hydraulic pressure which
tightens the above-mentioned second clutch is reduced,
because there can be provided an oil pump driving control
means (controller) which drives the above-mentioned
mechanical oil pump O/P by the above-mentioned engine
or the above-mentioned motor generator MG, it is pos-
sible, with only one mechanical oil pump O/P, to perform
hydraulic supply at any time. This provides an advantage
from the point of view of the number of parts, the cost,
and the weight. For example, the hydraulic pressure is
reduced with a reduction in speed, and even when it is
not possible to maintain tightening of the second clutch
which is the departure clutch, hydraulic supply is possible
with only one mechanical oil pump O/P.

(2) The oil pump driving control means, while the
vehicle is running, generates the necessary hydrau-
lic pressure by driving the mechanical oil pump which
is positioned in front of the second clutch CL2 with
respect to the engine E or the motor generator MG.
While the vehicle is stopped, if the engine E is oper-
ating, there is driving of the mechanical oil pump by
the engine E. This vehicle operation condition is re-
ferred to as an engine operating condition which a
vehicle stop condition. Because there is driving of
the mechanical oil pump by the motor generator MG
during idling stop during which the engine E is
stopped, for any state of the vehicle which includes
idling stop, by the generation of hydraulic pressure
from one mechanical oil pump, it is possible to op-
erate the clutch-brake within the automatic transmis-
sion. For example, when it becomes necessary to
stop at a signal while driving, there is maintenance,
when engine braking, of hydraulic pressure by the
same method used for conventional vehicles. At the
time of motor regenerative deceleration, there is gen-
erated a hydraulic pressure in the same way as with
normal AT vehicles until the vehicle’s speed can
maintain the required hydraulic pressure, and the
vehicle’s speed falls, and with a reduction also in
hydraulic pressure, by generating the necessary hy-
draulic pressure by driving the mechanical oil pump
O/P from the motor generator MG, an auxiliary pump,
auxiliary motor, a hydraulic circuit for the motor, a
chain, and gear are not necessary. As a result, there
is simplification of the hydraulic circuit, there can be
seen a reduction in the number of parts (including a
reduction in a special electric power source if there
is a strong electric driving pump), light weight, and
a reduction in cost.

(3) When the above-mentioned oil pump driving con-
trol means generates a driving force that is suitable
for engine idling by combining with the driving of the
mechanical oil pump O/P so as to obtain the neces-
sary hydraulic pressure by the above-mentioned mo-
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tor generator MG, while idling stopped, because
there is maintenance of the creep force by controlling
the slip tightening of the above-mentioned second
clutch CL2, by generating a driving force suitable for
normal engine idling, there is creep running by the
motor generator MG. At this time, from the creep
force which is maintained by creep control of the sec-
ond clutch, it is possible to have creep running with-
out the unpleasant feelings that may occur with con-
ventional vehicles.

(4) Because the above-mentioned oil pump driving
control means, during vehicle stopping, when the
brake pedal is depressed, and with a reduction or
release of the tightening of the above-mentioned
second clutch CL2, retightens the above-mentioned
second clutch CL2 by detecting a reduction in brake
depression, the generation of heat and abrasion of
the second clutch CL2.

(5) Because the above-mentioned oil pump driving
control means starts the above-mentioned engine E
by the above-mentioned motor generator MG which
drives the above-mentioned mechanical oil pump
O/P, was necessary to rapidly depart while the motor
is idling during vehicle stoppage, it is possible to
quickly start the engine by using the inertia of the
motor generator MG what it is required to rapidly
accelerate. In this way, by utilizing the motor’s inertia
when rapidly accelerating, from the possibility of
starting quickly the engine E for a quick departure
from a state of complete stoppage which also in-
cludes the motor generator, it is expected that it is
possible to maintain a departure interval that is close
the conventional vehicles or suitably short.

[0064] Embodiment 2. Embodiment 2 is an example
wherein the rotations of the motor generator are keep at
a high level, when departing by the motor’s generator,
by slipping the second clutch. Because the system for-
mation is the same as that of FIG. 1, drawing and expla-
nation are omitted. FIG. 4 is a flowchart which shows the
flow of an example oil pump driving control processing
which is executed by an integration controller of Embod-
iment 2. Moreover, the explanation is omitted for the
processing of every step of steps S201 ~ S209 because
they are the same as the processing of every step from
steps S101 ~ S 109 of the flowchart which is shown in
FIG. 2.
[0065] In step S212 is a continuation by the decision
of accelerator ON by the step S204, and there is a de-
termination if the degree of accelerator opening is more
than 2/8 (a threshold value for considering that the ac-
celerator pedal depression is large), and if YES, proceed
to step S214, and if No, proceed to step S213. In step
S213 is a continuation by the decision that the degree of
accelerator opening is less than 2/8 by step S212, and
assuming that the rotation number that is suitable to the

degree of accelerator opening is the rotation number of
the motor generator MG, return.
[0066] In step S214 is a continuation by the decision
the degree of accelerator opening is more than 2/8 by
step S212, and there is an increase in the rotation number
of the motor generator until it is a high rotation number
compared to the motor generation rotation number (=
target MG rotation number) which corresponds to the de-
gree of accelerator opening, proceed to step S215. In
step S215 there continues to be an increase until a high
rotation number is reached compared to the target MG
rotation number of the motor generator rotation number
in step S214, and ramp control of the clutch hydraulic
pressure of the second clutch (control which raises the
hydraulic pressure gradually at a fixed gradient), and re-
turn to step S216.
[0067] In step S216 there continues ramp control of
the second clutch pressure in step S215, and determi-
nation of whether or not a target driving force has been
reached which corresponds to the degree of opening of
the accelerator, and if Yes, proceed to step S217, and if
No, proceed to step S215. In step S217 there is a con-
tinuation of the judgment whether the target driving force
has been reached which corresponds to the degree of
accelerator opening of step S216, and a reduction in the
motor generator’s rotation number on till there is reached
a motor generator’s rotation number which corresponds
to the degree of accelerator opening (= target MG rota-
tion), and return. Moreover, in parallel with motor gener-
ator’s rotation number control, tightening control is exe-
cuted for the second clutch CL2 which ramp controls the
second clutch until the second clutch CL2 is assumed to
be tightened.
[0068] Next, there is an explanation of the operation.
This explanation of the oil pump driving control operation
for Embodiment 2 is based on the flowchart which is
shown in FIG. 4. First, when there is idling stoppage, and
when the P, N ranges have been selected, in the flow-
chart of FIG. 4, there is a progression step S201→ step
S202 → step S205, and in step S205, the rotation number
of the motor generator MG is assumed to be the idle
rotation number NMG1.
[0069] While idling stopped, if there is a change in se-
lection from the P. N range to the D, R range, as in the
flowchart of FIG. 4, there is a progression S201 → step
S202 → step S203→ step S206 → step S207, and in
step S206, there is slipped tightening control executed
assuming that the hydraulic pressure P1 which is used
for slip control is supplied to the second clutch CL2, and
in step S207, the rotation number of the motor generator
MG is assumed to be the idle rotation number NMG1.
Furthermore, assuming the brake is OFF, and up to the
accelerator is ON, there is a progression S201→ step
S202 → step S203→ step S204 → step S208 → step
S209, and in step S208, the slip tightening control is ex-
ecuted as is with the assumption that the hydraulic pres-
sure P1 is used for the second clutch CL2, and in step
S209, the rotation number of the motor generator MG
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and the idle rotation number NMG 1 is maintained.
[0070] While the vehicle is in an engine idle stop con-
dition, when the D, R range is selected, and the brake is
OFF, and the accelerator is ON, until the degree of ac-
celerator opening is 2/8 or more, in the flowchart of FIG.
4, there is the progression step S201→ step S202 →
step S203→ step S204 → step S212 → step S213, and
in step S213, the rotation number of the motor generator
MG is assumed to be the rotation number which corre-
sponds to the accelerator degree of opening. Further-
more, when the accelerator degree of opening is 2/8 or
more, from step S212, there is the progression of step
S214 → step S215 and until the target driving force which
corresponds to the accelerator degree of opening in step
S216 is achieved, step S215 → step S216 is repeated,
and in step S215, the tightening pressure for the second
clutch CL2 is raised gradually by the ramp control.
[0071] Once it is determined, in step S216, that the
target driving force which corresponds to the accelerator
degree of opening has been reached, there is a progres-
sion from step S216 → step S217, and in step S217,
there is a reduction in the rotation number of the motor
generator until the count reaches the rotation number
which corresponds to the accelerator degree of opening,
and the ramp control of the tightening pressure for the
second clutch CL2 continues until a hydraulic pressure
results for which a tightening state exists with no slip.
[0072] Next, there is an explanation of the oil pumping
driving control utilization in Embodiment 2 based on the
time charts which shows the hydraulic pressure genera-
tion conditions for every running scene of FIG. 5. FIG. 5
is a timing chart which shows example properties of the
mechanical oil pump in the device of Embodiment 2 dur-
ing the sequence vehicle stopped → departure → con-
stant running. There is displayed (a) the generated hy-
draulic pressure of the mechanical oil pump O/P, (b) the
brake pedal depression amount, (c) the accelerator pedal
depression amount, (d) the rotation number of the motor
generator MG, (e) the torque capacity of the first clutch,
(f) the torque capacity of the second clutch, and (g) the
speed of this vehicle.
[0073] First, warm-up the engine, and from the idle
stop time t0 to the time t1, and also while vehicle is
stopped, the motor generator MG maintains an appro-
priate rotation for an idling stop condition. Accordingly,
using the generated hydraulic pressure from the mechan-
ical oil pump O/P, it is possible to maintain operating hy-
draulic pressure for the clutch-brake which includes the
second clutch within the automatic transmission AT.
[0074] At the time t0’ between the points t0 and t1,
when there has been shifting from the P range to the D
range, there is assumed to be possible slip tightening by
the slip control for the second clutch, and the accelerator
is maintained until the pedal depression initial time t2’.
Accordingly, brake release starts at t1, and the brake
release is completed by t2, and the vehicle is running
from just before t2, and creep speed is maintained until
the initial time t2’ of accelerator pedal depression.

[0075] From t2’ until t3 the degree of accelerator open-
ing has become more than 2/8, and with the slip control
as is for the second clutch, and the rotation number of
the motor generator is only raised to correspond to the
degree of accelerator opening. By increasing the amount
of accelerator depression from t3 at which the degree of
accelerator opening has become more than 2/8 until t4,
the driver has the intention of leaving, and as shown in
X of FIG. 5, on the clutch control side, there is ramp con-
trol which gradually increases the amount of torque for
the second clutch CL2 from t3 until t5 which has resulted
in a state of clutch tightening. On the other hand on the
motor generator rotation number control side, until t4’ at
which time there has been achieved a target driving force
which corresponds the degree of accelerator opening,
and there is performing control which increases the ro-
tation number of the motor generator MG compared to
the target MG rotation number, and when t4’ is elapsed,
there is a gradual reduction until the motor generator ro-
tation number corresponds to the degree of accelerator
opening.
[0076] In this way, by performing control of increasing
the motor generator MG rotation number for the second
clutch CL2 by the target MG rotation number, as shown
by the generation hydraulic pressure properties of the
mechanical oil pump O/P from t3 to t4, it is possible to
maintain quickly the necessary hydraulic pressure. In ad-
dition, by ramp control which gradually increases the
torque for the second clutch CL2 from t3 to t5, because
the driving force is transmitted to the left and right rear
wheels RR and RL when necessary to correspond to the
torque capacity of the second clutch CL2, and regardless
of the level of departure acceleration, it is possible to
maintain the necessary hydraulic pressure. Moreover,
because other functions are equivalent to the Embodi-
ment 1, explanations are omitted.
[0077] Next, there is an explanation of the effects. With
the oil pump driving control device of the hybrid vehicle
of Embodiment 2, in addition to the effects of the Embod-
iment 1, it may be possible to obtain the following effects.
(6) Because the above-mentioned oil pump driving con-
trol means maintains the motor generator MG a high level
the rotation by slipping the above-mentioned second
clutch, along with being capable of maintaining quickly a
sufficient hydraulic pressure, regardless of the extent of
the departure acceleration, it is possible to maintain a
sufficient hydraulic pressure.
[0078] Embodiment 3. Embodiment 3, when the hy-
draulic pressure is reduced by deceleration or stopping,
is an example of the operation of the mechanical oil pump
by detection of the pump generated hydraulic pressure.
The system structure is the same as that of Embodiment
1, so the drawings and explanation are omitted.
[0079] FIG. 6 is a flowchart which shows the flow of an
example oil pump driving control processing which is ex-
ecuted by an integration controller of Embodiment 3. The
processing of every step from step S301 ~ step S311 is
the same as the processing of every step from step S101

15 16 



EP 1 731 802 B1

10

5

10

15

20

25

30

35

40

45

50

55

~ step S111, so that the explanation is omitted. In step
S312, continuing the determination where R, D were se-
lected by the step S302, there is determination whether
or not the accelerator foot is detached, and if YES, pro-
ceed to step S303, and if NO, proceed to step S310.
[0080] In the step S313, continuing the determination
that the brake is ON in step S303, there is the determi-
nation whether or not the vehicle’s speed is less than or
equal to established speed (for example, 12 km/h) which
expresses that in the vicinity of a stopped vehicle, and if
YES, proceed to step S314, and if NO, proceed to step
S306.
[0081] Step S314 continues from the decision that the
vehicle speed in step S313 was 12 km/hr or less, and in
this step there is the determination whether or not the
clutch tightening hydraulic pressure of the second clutch
CL2 is too low, and if YES, proceed to step S315, if NO,
continue to repeat the decision in step S314. Moreover,
the decision whether or not the clutch tightening hydraulic
pressure is too low is a judgment whether or not the clutch
tightening hydraulic pressure TCL2 is less than a thresh-
old clutch tightening hydraulic pressure TCL20. Step 315
continues from the decision in step S314 that the clutch
tightening hydraulic pressure was too low, and the motor
generator rotation number is raised by a pulse (twice) to
a rotation number that can be for an appropriate slip for
which the second clutch CL2 corresponds to the speed,
and then return.
[0082] Next, there is an explanation of the use. There
is an explanation of the oil pump driving control operation
in Embodiment 3 based on the flowchart which he shown
in FIG. 6. First, considering stopping while reducing the
speed in a running state, while running with the acceler-
ator depressed, there is the progression step S301 →
step S302 → step S312 → step S310 → step S311. In
step S310, control is exerted which tightens with no slip
of the second clutch CL2, and in step S311, the rotation
number of the motor generator MG is assumed to be the
rotation, which corresponds the degree of opening of the
accelerator.
[0083] As illustrated in the flowchart of FIG. 6, when
performing the accelerator foot detachment operation,
until the brake pedal depression operation starts there is
the progression S301 → step S302 → step S312 → step
S303 → step S304 → step S308 → step S309. In step
S308, slip tightening control of the second clutch CL2 is
begun, and in step S309, control which reduces the ro-
tation number of the motor generator MG is begun. Next,
when beginning the brake pedal depression operation,
until the speed is 12km/h or less, in the flowchart of FIG.
6, there is a progression S301 → step S302 → step S312
→ step S303 → step S313 → step S306 → step S307.
In step S306, there is a continuation of the slip control
with the target hydraulic pressure as the hydraulic pres-
sure P1 which is used for slip control of the second clutch
CL2, and in step S307, there is a reduction of the rotation
number of the motor generator MG with the target value
being the idle rotation number NMG1.

[0084] Next, when the vehicle speed is 12 km/h or less,
there is a progression in the flowchart of FIG. 6, S301 →
step S302 → step S312 → step S303 → step S313 →
step S314, and in step S314, when it is judged that the
second clutch’s hydraulic pressure is too low, proceed
to step S315, and exert control which raises the rotation
number of the motor generator by pulses (twice) up to
revolution speed that the second clutch can slip appro-
priately in response to the vehicle speed.
[0085] Next, there is an explanation of the oil pump
driving control operation in Embodiment 3 based on the
timing chart which shows the hydraulic pressure gener-
ated state of every running scene of FIG. 7. FIG. 7 is a
timing chart that shows example properties of the oil
pump driving control in the device of Embodiment 3 dur-
ing the sequence: running→ reduced speed → stop.
There is displayed (a) the generated hydraulic pressure
of the mechanical oil pump O/P, (b) the brake pedal de-
pression, (c) the accelerator pedal depression, (d) the
rotation number of the motor generator MG, (e) the torque
capacity of the first clutch, (f) the torque capacity of the
second clutch, and (g) the speed of this vehicle.
[0086] First, there started the accelerator foot detach-
ment operation from t6, and the accelerator is completely
closed at t7. The brake operation is started from t8, and
from t9, the brake pedal depression is fixed. By this ac-
celerator operation and brake operation, a constant
speed running is maintained until t7, and from t7, there
is a slow reduction in speed, and from t8 there is a rapid
reduction in speed and at t10, the vehicle is stopped.
[0087] At t9’ which is between t9 and t10, the vehicle’s
speed is reduced to that just before stopping (creep
speed level), and as shown in FIG. 7, there is detection
of the reduction of the generated hydraulic pressure of
the mechanical oil pump O/P by a reduction in the tight-
ening hydraulic pressure of the second clutch, and the
rotation number of the motor generator MG is raised by
pulses (twice) up to the rotation number reflects an ap-
propriate slip for the second clutch corresponding to the
speed. For example, when the generated hydraulic pres-
sure of the mechanical oil pump O/P is reduced, and
there is no control over increasing the rotation number
of the motor generator MG, a shown in the dotted line of
Y of FIG. 7, the torque capacity of the second clutch CL2
is reduced, and is not possible to maintain slip torque
capacity for the generation of creep power.
[0088] In this way, with a reduction in vehicle speed to
12 km/h or less, each time there is detection that there
is a reduction in the tightening hydraulic pressure of the
second clutch CL2, by raising the rotation number of the
motor generator MG by pulses (twice), the operating time
of the motor generator MG and the consumed electric
power can be brought to a minimum. Furthermore, when
repeating the driving-stop of the motor generator MG by
pulses, because of prevention of a hunting in the opera-
tion and stoppage of the mechanical oil pump O/P, there
is maintained a hysteresis for the hydraulic pressure
threshold value which operates and stops the mechanical
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oil pump O/P. Moreover, other functions are the same
as Embodiment 1 and Embodiment 2 and their explana-
tions are omitted.
[0089] Next, there is an explanation of the effects. The
oil pump driving control device for a hybrid vehicle of
Embodiment 3 can obtain the effects listed below by add-
ing to the effects of Embodiment 1 and Embodiment 2.
(7) Because the above-mentioned oil pump driving con-
trol means operates the mechanical oil pump O/P, when
the hydraulic pressure is reduced by slowing down or
stopping, the operating time of the mechanical oil pump
O/P, while maintaining the hydraulic pressure at a nec-
essary minimum, results also in a minimum, it is possible
to counter the abrasion or the generation of the second
clutch CL2 which is the departure clutch. In addition, with
the operating time of the motor generator MG which op-
erates the mechanical oil pump O/P at a minimum, the
device is advantageous from the point of view of electrical
power consumption.

(8) The above-mentioned oil pump driving control
device can prevent a hunting for operation and stop-
ping of the mechanical oil pump O/P, in the case
where mechanical oil pump O/P is operated by de-
tecting hydraulic pressure of above-mentioned
pump. This is due to the maintained hysteresis for
the hydraulic pressure which determines the opera-
tion and stopping of the pump.

[0090] Embodiment 4. Embodiment 4 is an example
at which there is control of the mechanical oil pump’s
operation stop in by a timer using a detection signal of
the running condition of the vehicle as a trigger. The de-
tection signal is provided by a detection means (detector)
that detects a running condition of the vehicle. Because
the system structure is the same as FIG. 1 of Embodiment
1, the drawings and explanation are omitted.
[0091] FIG. 8 is a flowchart which shows the flow of an
example oil pump driving control processing which is ex-
ecuted by an integration controller of Embodiment 4.
Moreover the processing of every step from step S410
~ step 405 and step S407 ~ step S411 has its explanation
omitted because its processing is the same as that,
shown in FIG. 2, of step S101 ~ step S105 and step S107
~ step S111. In step S412, which continues based on the
judgment of brake ON of step S403, there is a decision
whether or not the vehicle is stopped, and if YES, proceed
to step S413, and if NO, repeat the decision of step S412.
[0092] In step S413, which continues based on the
judgment of the vehicle is stopped in step S412, there is
a decision whether or not the vehicle stopping has ex-
ceeded a fixed period To, and if YES, proceed to step
S414, and if NO, repeat the decision of step S413. In
step S414, which continues the judgment that the vehicle
stopping period has exceeded the fixed period To, as-
sumes that the motor generator MG is OFF, and pro-
ceeds to step S415. In step S415, which continues the
judgment that the motor generator MG is OFF in step

S414, there is a decision whether or not a change has
occurred from brake ON to brake OFF, and if YES, pro-
ceed to step S407, and if NO, repeat the decision of step
S415.
[0093] Next, there’s an explanation of the operation.
There is an explanation of the oil pump driving control
operation for Embodiment 4 based on the flowchart
shown in FIG. 8. First, when the vehicle stops while re-
ducing speed from a running condition, when running
with the accelerator pedal depressed, in the flowchart of
FIG. 8, there is the progression step S401 → step S402
→ step S403 → step S404 → step S410 → step S411.
In step S410, with no slip in the second clutch CL2, there
is tightening control, and in step S411, the rotation
number of the motor generator MG is to be a rotation
number that corresponds to the degree of opening of the
accelerator.
[0094] While performing the operation in which the ac-
celerator separates, until the brake pedal depression op-
eration starts, there is the progression, in the flowchart
of FIG. 8, of step S401 → step S402 → step S403 →
step S404 → step S408 → step S409. In step S408, slip
tightening control of the second clutch CL2 is begun, and
in step S409, control is started for making the idle rotation
number the rotation number of the motor generator MG.
[0095] Next, there is begun to brake pedal depression
operation, and when the vehicle stops, in the flowchart
of FIG. 8, there is the progression of step S401 → step
S402 → step S403 → step S412 → S413, and in step
S413, there’s the determination whether or not if the pe-
riod of the vehicle stopping has been more than the fixed
period To. If that period has been more than To, proceeds
from step S413 to step S414, and in step S414, the motor
generator MG is stopped.
[0096] Afterwards, with a loosening operation for the
brake, in the flowchart of FIG. 8, there is the progression
of step S415 → step S407. In step S407, there is a re-
starting of the motor generator MG which had stopped,
and there is an increase in the rotation number of the
motor generator until the idle rotation number.
[0097] Next, there’s an explanation of the oil pump driv-
ing control operation for Embodiment 4 based on the tim-
ing chart which shows the hydraulic generation condi-
tions for every running scene of FIG. 9. FIG. 9 is a timing
chart which shows example operation of the oil pump
driving control operation for the device of Embodiment 4
during the sequence constant speed running → pedal
depression reduction → stoppage → pedal depression
acceleration → constant speed running. There is shown
(a) the generated hydraulic pressure of the mechanical
oil pump O/P, (b) the brake depression, (c) the acceler-
ated depression, (d) the rotation number of the motor
generator MG, (e) the torque capacity of the first clutch,
(f) the torque capacity of the second clutch, and (g) the
speed of this vehicle.
[0098] First, there is begun an accelerator operation
for the accelerator from t6 of the FIG. 9, and at t7 the
accelerator is completely closed. From t8 there is begun
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the brake operation, and from t9 to t11 it is assume that
the brake pedal depression is fixed.
[0099] By this accelerator operation and brake opera-
tion, there is maintained a constant speed running until
t7, and from t7 there is a gradual reduction in speed, and
from t8 there is a rapid reduction in speed, so that by t10,
the vehicle is completely stopped.
[0100] After the vehicle is stopped at t10, until t10’
(fixed period To by the timer), if there is continued vehicle
stoppage by continuing the brake pedal depression, the
rotation of the motor generator MG is stopped. Moreover
after the vehicle has stopped, if there is separation from
the brake within the fixed period To according to the
above-mentioned timer, there is continued rotation of the
motor generator MG.
[0101] While the rotation of the motor generator MG is
stopped, and if there is a reduction in the brake pedal
depression at t11 when the vehicle departs, there is an
increase in the rotation number of the motor generator
MG until the idle rotation number by detection of this
brake depression reduction operation (brake ON → OFF
operation), and creep is provided by generating a creep
appropriate hydraulic pressure for the second clutch CL2
by the mechanical oil pump O/P.
[0102] According to the above, in Embodiment 4, be-
cause there is a reduction also in the operating time for
the mechanical oil pump O/P while maintaining the hy-
draulic pressure at the necessary minimum, it is possible
to prevent abrasion or heat generation of the second
clutch. In addition, by making the operating time of the
motor generator MG which drives the mechanical oil
pump O/P a minimum, from the point of view of power
consumption, this device is advantageous. Moreover, as
the other functions are equivalent to Embodiments 1, 2,
and 3, their explanations are omitted.
[0103] Next, there is an explanation of the effects.
There can be obtained the following effects for the oil
pump driving control device of a hybrid vehicle for Em-
bodiment 4 by adding to the effects of Embodiment 1, 2,
and 3. (9) There is established a running condition de-
tection means which detects the running condition of the
vehicle, and because the above-mentioned oil pump driv-
ing control means controls the operation-stopping of the
mechanical oil pump O/P by a timer with a detection sig-
nal for the running condition acting as a trigger, it is pos-
sible to counter abrasion and heat generation of the sec-
ond clutch CL2. In addition, by having the driving period
of the motor generator MG which drives the mechanical
oil pump O/P at a minimum, this device is also advanta-
geous with regard to power consumption.
[0104] From the above, there was an explanation of
an oil pump driving control device for a hybrid vehicle of
this invention based on Embodiment 1 ~Embodiment 4,
and the specific structure is not limited to these embod-
iments, and there is no limitation to the invention which
is related to each claim in the scope of this patent appli-
cation, and changes and additions of the design are al-
lowed.

[0105] FIG. 10 is a summary view which shows one
example of a drive system of a hybrid vehicle which has
arranged the oil pump and second clutch at different po-
sitions for the Embodiments 1-4. In Embodiments 1 ~ 4,
as shown in FIG. 1, there are shown examples in which
the mechanical oil pump O/P is a range between the mo-
tor generator MG and the second clutch CL2. However,
as shown in FIG. 10, it is permissible to arrange the me-
chanical oil pump O/P between the first clutch CL1 and
motor generator MG, and as necessary, to include in this
invention the arrangement of the mechanical oil pump
O/P between the first clutch CL1 and the second clutch
CL2.
[0106] In Embodiments 1~4, as shown in FIG. 1, there
is shown an example which reassigns a clutch which is
used for the automatic transmission AT as a second
clutch CL2, but as is shown in FIG. 10, it is permissible
to establish a new second clutch, separately, on the
torque transmission path such as the propeller shaft PS
between the automatic transmission AT and the drive
wheel. As necessary, it is permissible for the second
clutch to be established at any position on the power
transmission path between the motor generator MG and
the drive wheel.
[0107] In Embodiments 1~4, as the oil pump driving
control means, while the vehicle is running, there is gen-
eration of the necessary hydraulic pressure by driving
the mechanical oil pump which has been established in
front of the second clutch by the engine or motor gener-
ator, and while the vehicle is stopped, there is driving of
the mechanical oil pump by the engine if the engine is
operating, and by the motor generator if in an idle state
with the engine stopped. There is shown an example
which maintains the creep force by generation of a driving
force appropriate for engine idling with motor generator
and by slip tightening control of the second clutch, , when
the necessary hydraulic pressure which tightens the sec-
ond clutch is reduced, If there is a driving means of the
mechanical oil pump by the engine or motor generator,
it is used as the invention is not limited to these embod-
iments.
[0108] In Embodiment 2, there are shown in example
which gradually increases the torque capacity of the sec-
ond clutch from the start of the accelerator pedal depres-
sion operation. After the start of the accelerator pedal
depression operation, and after the rotation of the motor
generator has been elevated further in response by re-
leasing the second clutch at only a specified time, it is
permissible as an example to gradually increase the
torque capacity of the second clutch.
[0109] In Embodiment 3, when there is a reduction in
the pump generated hydraulic pressure by slowing down
or stopping, because the tightening hydraulic pressure
is reduced for the second clutch CL2 which is the depar-
ture clutch, there is shown an example which operates
the mechanical oil pump by detection of a tightening hy-
draulic pressure reduction. The second clutch CL2 can-
not maintain the tightening pressure, because of the au-
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tomatic slippage, and it is permissible to operate the me-
chanical oil pump by detecting the slippage. In addition,
when the pump generated hydraulic pressure is reduced
by slowing down or stopping, it is permissible to operate
the mechanical oil pump by direct detection of the pump
generated hydraulic pressure.
[0110] In Embodiment 4, there is shown an example
which controls the operation and stopping of the mechan-
ical oil pump O/P by a timer with a vehicle speed signal
acting as a trigger. Among the vehicle signals, brake op-
eration signals, and accelerator release signals, it is per-
missible to control the operation and stopping of the me-
chanical oil pump O/P with other signals which show the
running state of the vehicle which act as triggers or a
single signal or a plurality of combination of signals which
act as triggers for the operation and stopping of the ve-
hicle.
[0111] In Embodiments 1~4, there are shown appro-
priate examples of a hybrid vehicle with rear wheel drive,
but it is possible that these embodiments are appropriate
for hybrid vehicles for front wheel drive or four wheel
drive. As necessary, this invention can be appropriate
used for all vehicles if the hybrid vehicle is formed from
a first clutch, motor generator, a second clutch, and drive
wheel all connected in sequence.

Claims

1. A powertrain apparatus for a hybrid vehicle compris-
ing engine means (E), first and second clutch means
(CL1, CL2), motor generator means (MG) and oil
pump means (O/P), the oil pump means (O/P) being
arranged to be driven by at least one of the engine
means (E) and the motor generator means (MG),
characterized in that

• the apparatus is arranged to transmit power to
a drive wheel, wherein the oil pump means (O/P)
is operably disposed between the first and sec-
ond clutch means (CL1, CL2),
• the apparatus comprises control means ar-
ranged to control the oil pump means (O/P) by
controlling at least one of the engine means (E)
and the motor generator means (MG) in re-
sponse to a vehicle operation condition of the
hybrid vehicle,
• the apparatus comprises automatic transmis-
sion means (AT) and wherein the oil pump
means (O/P) is operably disposed between the
motor generator (MG) and the second clutch
(CL2) thereby to supply an oil pressure to the
automatic transmission means (AT),
• wherein the engine means (E) is arranged to
drive the oil pump means (O/P) when the vehicle
operation condition is in an engine operating
condition with a vehicle stop condition and the
motor generator means (MG) is arranged to

drive the oil pump means (O/P) when the vehicle
operation condition is in an engine idle stop con-
dition, thereby to obtain a desired oil pressure
from the oil pump means (O/P), and
• wherein the motor generator means (MG) is
arranged to drive the oil pump means (O/P) with
the second clutch means (CL2) controlled in a
slip engagement such that a creep torque is ap-
plied to the drive wheel when the vehicle oper-
ation condition is in an engine idle stop condition.

2. An apparatus as claimed in’ claim 1 wherein a torque
capacity of the second clutch means (CL2) is con-
trolled to decrease when a brake pedal of the hybrid
vehicle is depressed and/or to increase when a de-
pression stroke of the brake pedal is decreased.

3. An apparatus as claimed in any of claims 1 or 2
wherein the motor generator means (MG) is ar-
ranged to drive the oil pump means (O/P) to obtain
a desired oil pressure from the oil pump means (O/P)
when the vehicle operation condition is in an engine
idle stop condition, and the motor generator means
(MG) is arranged to start the engine (E) when an
acceleration of the hybrid vehicle is requested from
the engine idle stop condition.

4. An apparatus as claimed in any preceding claim 1
wherein the motor generator means (MG) is ar-
ranged to drive the oil pump means (O/P) with an
increased speed in which the second clutch means
(CL2) is controlled with a slip engagement when the
motor generator means (MG) starts the hybrid vehi-
cle from a stop condition.

5. An apparatus as claimed in any preceding claim
comprising oil pressure sensor means for detecting
an oil pressure supplied from the oil pump means
(O/P), wherein at least one of the engine means (E)
and the motor generator means (MG) is operable to
drive the oil pump means (O/P) when the oil pressure
becomes lower than a predetermined pressure.

6. An apparatus as claimed in claim 5 wherein at least
one of the engine means (E) and the motor generator
means (MG) is controlled with threshold limits to pro-
vide a hysteresis corresponding to the predeter-
mined pressure.

7. An apparatus as claimed in any preceding claim
wherein the oil pump means (O/P) is controlled in
response to a timer that is triggered by the vehicle
operation condition of the hybrid vehicle.

8. A method of controlling oil pressure in an automatic
transmission of a hybrid vehicle having a powertrain
configured and arranged to transmit power in the or-
der of an engine (E), a first clutch (CL1), a motor
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generator (MG), a second clutch (CL2) and drive
wheels, the method comprising:

- detecting a vehicle operation condition of the
hybrid vehicle including an engine idle stop con-
dition;
- driving an oil pump by the motor generator
(MG) when the vehicle operation condition is in
the engine idle stop condition such that a desired
oil pressure is obtained from the oil pump (O/P)
that is arranged between the first clutch (CL1)
and the second clutch (CL2), and
- driving the oil pump (O/P) by the engine (E)
with an engagement of the first clutch (CL1)
when the vehicle operation condition is in an en-
gine operating condition with a vehicle stop con-
dition
- wherein the motor generator (MG) drives the
oil pump (O/P) with the second clutch (CL2) con-
trolled in a slip engagement such that a creep
torque is applied to the drive wheel when the
vehicle operation condition is in the engine idle
stop condition.

9. A hybrid-type vehicle, having an apparatus as
claimed in any of the claims 1 to 7.

10. A hybrid-type vehicle, adapted to use a method as
claimed in claim 8

Patentansprüche

1. Kraftübertragungsvorrichtung für ein Hybridfahr-
zeug, umfassend eine Verbrennungsmotoreinrich-
tung (E), erste und zweite Kupplungseinrichtungen
(CL1, CL2), eine Motorgeneratoreinrichtung (MG)
und eine Ölpumpeneinrichtung (O/P), wobei die Öl-
pumpeneinrichtung (O/P) von der Verbrennungsmo-
toreinrichtung (E) und/oder der Motorgeneratorein-
richtung (MG) angetrieben wird, dadurch gekenn-
zeichnet, dass

- die Vorrichtung Kraft zu einem Antriebsrad
überträgt, wobei die Ölpumpeneinrichtung
(O/P) zwischen der ersten und zweiten Kupp-
lungseinrichtung (CL1, CL2) angeordnet ist,
- die Vorrichtung eine Steuereinrichtung um-
fasst, die die Ölpumpeneinrichtung (O/P) steu-
ert, indem die Verbrennungsmotoreinrichtung
(E) und/oder die Motorgeneratoreinrichtung
(MG) in Reaktion auf eine Fahrzeugbetriebsbe-
dingung des Hybridfahrzeugs gesteuert wird,
- die Vorrichtung eine Automatikgetriebeeinrich-
tung (AT) umfasst, und wobei die Ölpumpenein-
richtung (O/P) zwischen der Motorgeneratorein-
richtung (MG) und der zweiten Kupplung (CL2)
angeordnet ist, um somit einen Öldruck zur Au-

tomatikgetriebeeinrichtung (AT) zuzuführen,
- wobei die Verbrennungsmotoreinrichtung (E)
die Ölpumpeneinrichtung (O/P) antreibt, wenn
sich die Fahrzeugbetriebsbedingung in einer
Verbrennungsmotor-Betriebsbedingung mit ei-
ner Fahrzeugstoppbedingung befindet, und die
Motorgeneratoreinrichtung (MG) die Ölpum-
peneinrichtung (O/P) antreibt, wenn sich die
Fahrzeugbetriebsbedingung in einer Verbren-
nungsmotor-Leerlaufstoppbedingung befindet,
um somit einen erwünschten Öldruck von der
Ölpumpeneinrichtung (O/P) zu erhalten, und
- wobei die Motorgeneratoreinrichtung (MG) die
Ölpumpeneinrichtung (O/P) antreibt, während
die zweite Kupplungseinrichtung (CL2) in einem
Schlupfeingriff gesteuert wird, so dass ein Mi-
kroschlupfdrehmoment auf das Antriebsrad auf-
gebracht wird, wenn sich die Fahrzeugbetriebs-
bedingung in einer Verbrennungsmotor-Leer-
laufstoppbedingung befindet.

2. Vorrichtung nach Anspruch 1, wobei eine Drehmo-
mentleistung der zweiten Kupplungseinrichtung
(CL2) so gesteuert ist, dass sie abnimmt, wenn ein
Bremspedal des Hybridfahrzeugs herabgedrückt
wird und/oder dass sie zunimmt, wenn ein Herab-
drückhub des Bremspedals verringert wird.

3. Vorrichtung nach Anspruch 1 oder 2, wobei die Mo-
torgeneratoreinrichtung (MG) die Ölpumpeneinrich-
tung (O/P) antreibt, um einen erwünschten Öldruck
von der Ölpumpeneinrichtung (O/P) zu erhalten,
wenn sich die Fahrzeugbetriebsbedingung in einer
Verbrennungsmotor-Leerlaufstopbedingung befin-
det, und die Motorgeneratoreinrichtung (MG) den
Verbrennungsmotor (E) startet, wenn eine Be-
schleunigung des Hybridfahrzeugs aus der Verbren-
nungsmotor-Leerlaufstopbedingung angefordert
wird.

4. Vorrichtung nach Anspruch 1, wobei die Motorgene-
ratoreinrichtung (MG) die Ölpumpeneinrichtung
(O/P) mit einer erhöhten Drehzahl antreibt, bei der
die zweite Kupplungseinrichtung (CL2) mit einem
Schlupfeingriff gesteuert wird, wenn die Motorgene-
ratoreinrichtung (MG) das Hybridfahrzeug aus einer
Stoppbedingung startet.

5. Vorrichtung nach irgendeinem vorstehenden An-
spruch, umfassend eine Öldrucksensoreinrichtung
zum Erfassen eines Öldrucks, der von der Ölpum-
peneinrichtung (O/P) zugeführt wird, wobei die Ver-
brennungsmotoreinrichtung (E) und/oder die Motor-
generatoreinrichtung (MG) die Ölpumpeneinrich-
tung (O/P) antreibt, wenn der Öldruck geringer als
ein vorbestimmter Wert wird.

6. Vorrichtung nach Anspruch 5, wobei die Verbren-
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nungsmotoreinrichtung (E) und/oder die Motorgene-
ratoreinrichtung (MG) mit Schwellenwertgrenzen
gesteuert werden, um eine Hysterese bereitzustel-
len, die zu dem vorbestimmten Druck korrespon-
diert.

7. Vorrichtung nach irgendeinem vorstehenden An-
spruch, wobei die Ölpumpeneinrichtung (O/P) in Re-
aktion auf einen Zeitgeber gesteuert wird, der durch
die Fahrzeugbetriebsbedingung des Hybridfahr-
zeugs ausgelöst wird.

8. Verfahren zum Steuern eines Öldrucks in einem Au-
tomatikgetriebe eines Hybridfahrzeugs, das eine
Kraftübertragung aufweist, die ausgelegt und ange-
ordnet ist, Kraft über einen Verbrennungsmotor (E),
eine erste Kupplung (CL1), einen Motorgenerator
(MG), eine zweite Kupplung (CL2) und Antriebsräder
zu übertragen, wobei das Verfahren umfasst:

- Erfassen eines Fahrzeugbetriebszustandes
des Hybridfahrzeugs einschließlich einer Ver-
brennungsmotor-Leerlaufstopbedingung;
- Antreiben einer Ölpumpe durch den Motorge-
nerator (MG), wenn sich die Fahrzeugbetriebs-
bedingung in der Verbrennungsmotor-Leerlauf-
stopbedingung befindet, so dass ein gewünsch-
ter Öldruck von der Ölpumpe (O/P) erhalten
wird, die zwischen der ersten Kupplung (CL1)
und der zweiten Kupplung (CL2) angeordnet ist,
und
- Antreiben der Ölpumpe (O/P) durch den Ver-
brennungsmotor (E) mit einem Eingriff der er-
sten Kupplung (CL1), wenn sich die Fahrzeug-
betriebsbedingung in einer Verbrennungsmo-
torbetriebsbedingung mit der Fahrzeugstopbe-
dingung befindet,
- wobei der Motorgenerator (MG) die Ölpumpe
(O/P) antreibt, während die zweite Kupplungs-
einrichtung (CL2) in einem Schlupfeingriff ge-
steuert wird, so dass ein Mikroschlupfdrehmo-
ment auf das Antriebsrad aufgebracht wird,
wenn sich die Fahrzeugbetriebsbedingung in
der Verbrennungsmotor-Leerlaufstoppbedin-
gung befindet.

9. Hybridfahrzeug mit einer Vorrichtung nach einem
der Ansprüche 1 bis 7.

10. Hybridfahrzeug, dass ein Verfahren nach Anspruch
8 nutzen kann.

Revendications

1. Dispositif de transmission pour un véhicule hybride
comprenant des moyens de moteur (E), des premier
et deuxième moyens d’embrayage (CL1, CL2), des

moyens de moteur générateur (MG) et des moyens
de pompe à huile (O/P), les moyens de pompe à
huile (O/P) étant agencés pour être entraînés par au
moins l’un parmi les moyens de moteur (E) et les
moyens de moteur générateur (MG), caractérisé en
ce que :

dispositif est agencé pour transmettre la puis-
sance à une roue motrice, dans lequel les
moyens de pompe à huile (O/P) sont disposés
de manière opérationnelle entre les premier et
deuxième moyens d’embrayage (CL1, CL2),
dispositif comprend des moyens de commande
agencés pour commander les moyens de pom-
pe à huile (O/P) en commandant au moins l’un
parmi les moyens de moteur (E) et les moyens
de moteur générateur (MG) en réponse à une
condition de fonctionnement de véhicule du vé-
hicule hybride,
dispositif comprend des moyens de transmis-
sion automatique (AT) et dans lequel les
moyens de pompe à huile (O/P) sont disposés
de manière opérationnelle entre le moteur gé-
nérateur (MG) et le deuxième embrayage (CL2)
pour amener ainsi une pression d’huile aux
moyens de transmission automatique (AT),
dans lequel les moyens de moteur (E) sont
agencés pour entraîner les moyens de pompe
à huile (O/P) lorsque la condition de fonctionne-
ment de véhicule est dans une condition de fonc-
tionnement de moteur avec une condition d’arrêt
de véhicule et les moyens de moteur générateur
(MG) sont agencés pour entraîner les moyens
de pompe à huile (O/P) lorsque la condition de
fonctionnement de véhicule est dans une con-
dition d’arrêt au ralenti du moteur, pour obtenir
ainsi une pression d’huile souhaitée à partir des
moyens de pompe à huile (O/P), et
dans lequel les moyens de moteur générateur
(MG) sont agencés pour entraîner les moyens
de pompe à huile (O/P) avec les deuxièmes
moyens d’embrayage (CL2) commandés dans
une mise en prise de patinage de sorte qu’un
couple de glissement est appliqué sur la roue
motrice lorsque la condition de fonctionnement
de véhicule est dans une condition d’arrêt au
ralenti de moteur.

2. Dispositif selon la revendication 1, dans lequel une
capacité de couple des deuxièmes moyens d’em-
brayage (CL2) est contrôlée pour diminuer lors-
qu’une pédale de frein du véhicule hybride est en-
foncée et/ou pour augmenter lorsqu’une course
d’enfoncement de la pédale de frein est diminuée.

3. Dispositif selon l’une quelconque des revendications
1 ou 2, dans lequel les moyens de moteur générateur
(MG) sont agencés pour entraîner les moyens de
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pompe à huile (O/P) afin d’obtenir une pression
d’huile souhaitée des moyens de pompe à huile
(O/P) lorsque la condition de fonctionnement de vé-
hicule est dans une condition d’arrêt au ralenti de
moteur, et les moyens de moteur générateur (MG)
sont agencés pour démarrer le moteur (E) lorsqu’une
accélération du véhicule hybride est demandée par
la condition d’arrêt au ralenti de moteur.

4. Dispositif selon la revendication 1, dans lequel les
moyens de moteur générateur (MG) sont agencés
pour entraîner les moyens de pompe à huile (O/P)
avec une vitesse accrue dans laquelle les deuxiè-
mes moyens d’embrayage (CL2) sont commandés
avec une mise en prise de patinage lorsque les
moyens de moteur générateur (MG) démarrent le
véhicule hybride à partir d’une condition d’arrêt.

5. Dispositif selon l’une quelconque des revendications
précédentes, comprenant des moyens de capteur
de pression d’huile pour détecter une pression d’hui-
le alimentée par les moyens de pompe à huile (O/P),
dans lequel au moins l’un parmi les moyens de mo-
teur (E) et les moyens de moteur générateur (MG)
peuvent fonctionner pour entraîner les moyens de
pompe à huile (O/P) lorsque la pression d’huile est
inférieure à une pression prédéterminée.

6. Dispositif selon la revendication 5, dans lequel au
moins l’un parmi les moyens de moteur (E) et les
moyens de moteur générateur (MG) sont comman-
dés avec des limites de seuil pour fournir une hys-
térésis correspondant à la pression prédéterminée.

7. Dispositif selon l’une quelconque des revendications
précédentes, dans lequel les moyens de pompe à
huile (O/P) sont commandés en réponse à un allu-
mage qui est déclenché par la condition de fonction-
nement de véhicule du véhicule hybride.

8. Procédé pour réguler la pression d’huile dans une
transmission automatique d’un véhicule hybride
ayant une transmission configurée et agencée pour
transmettre la puissance, dans l’ordre, à un moteur
(E), un premier embrayage (CL1), un moteur géné-
rateur (MG), un deuxième embrayage (CL2) et aux
roues motrices, le procédé comprenant les étapes
consistant à :

détecter une condition de fonctionnement de vé-
hicule du véhicule hybride comprenant une con-
dition d’arrêt au ralenti de moteur ;
entraîner une pompe à huile par le moteur gé-
nérateur (MG) lorsque la condition de fonction-
nement de véhicule est dans la condition d’arrêt
au ralenti de moteur de sorte qu’une pression
d’une huile souhaitée est obtenue à partir de la
pompe à huile (O/P) qui est agencée entre le

premier embrayage (CL1) et le deuxième em-
brayage (CL2), et
entraîner la pompe à huile (O/P) par le moteur
(E) avec une mise en prise du premier embraya-
ge (CL1) lorsque la condition de fonctionnement
de véhicule est dans une condition de fonction-
nement de moteur avec une condition d’arrêt de
véhicule,
dans lequel le moteur générateur (MG) entraîne
la pompe à huile (O/P) avec le deuxième em-
brayage (CL2) commandé dans une mise en pri-
se de patinage de sorte qu’un couple de glisse-
ment est appliqué à la roue motrice lorsque la
condition de fonctionnement de véhicule est
dans la condition d’arrêt au ralenti de moteur.

9. Véhicule de type hybride, ayant un appareil selon
l’une quelconque des revendications 1 à 7.

10. Véhicule de type hybride, adapté pour utiliser un pro-
cédé selon la revendication 8.
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