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Description

TECHNICAL FIELD

[0001] The present invention relates to a control device
of a vehicle power transmission device including a torque
limiter device and an electric motor coupled to the torque
limiter device in a power transmittable manner.

BACKGROUND ART

[0002] A vehicle power transmission device is well
known that includes a torque limiter device blocking
transmission of a torque amount exceeding a predeter-
mined torque with operation involving differential rotation
between a first rotating member and a second rotating
member and an electric motor coupled to one of the first
rotating member and the second rotating member in a
power transmittable manner. For example, this corre-
sponds to a driving force distribution device described in
Patent Document 1. Patent Document 1 describes that
a friction clutch acting as a torque limiter device is dis-
posed between a motor and a planetary carrier to allow
differential rotation between the motor and the planetary
carrier by releasing a reverse input torque from the drive
wheel side to the planetary gear depending on magnitude
of the torque so as to alleviate the impact acting on the
planetary gear. As described above, to protect members
making up a power transmission mechanism such as a
transmission from excessive torque disturbance associ-
ated with rotation fluctuation of drive wheels due to, for
example, explosion fluctuation of an engine or sudden
braking, the torque limiter device blocks transmission of
a torque amount exceeding a predetermined torque so
as to prevent such an excessive torque from acting on
the power transmission mechanism.

PRIOR ART DOCUMENTS

Patent Documents

[0003]

Patent Document 1: Japanese Laid-Open Patent
Publication No. 2008-64281
Patent Document 2: Japanese Laid-Open Patent
Publication No. 2009-184396
US 2009/071733 A1 discloses a control device ac-
cording to the preamble of claim 1.

SUMMARY OF THE INVENTION

Problems to Be Solved by the Invention

[0004] The torque limiter device blocks transmission
of a torque amount exceeding a predetermined torque
with operation involving differential rotation between one
rotating member and the other rotating member making

up a friction clutch and heat is generated during operation
of the torque limiter device due to friction heat generated
between the members. Therefore, strength design of fric-
tion materials must be performed to achieve a heat ca-
pacity resistant to a generated heat quantity of the friction
heat generated when the torque limiter device operates.
On the other hand, the generated heat quantity is de-
pendent on magnitude of rotation speed difference during
operation of the torque limiter device and an operating
time of the torque limiter device, for example, and the
magnitude of rotation speed difference and the operating
time are dependent on magnitude and duration time of
input excessive torque. Since the excessive torque is de-
pendent on, for example, a vehicle running state, such
as how the brake pedal is pressed and an operating sta-
tus of a known ABS for preventing wheels from slipping
at the time of braking, and environmental characteristics,
such as model variations of engine and output variations
due to temperature, it is difficult to reduce the generated
heat quantity. Therefore, problems may occur that a de-
sign heat capacity of a torque limiter device is hardly re-
duced and that the cost of the torque limiter device is
hardly lowered. The problems as described above are
not known.
[0005] The present invention was conceived in view of
the situations and it is therefore an object of the present
invention to provide a control device of a vehicle power
transmission device capable of reducing a design heat
capacity of a torque limiter device.

Means for Solving the Problems

[0006] The object of the invention is achieved with a
control device according to claim 1. Further advanta-
geous developments are subject-matter of the depend-
ent claims. The present invention provides a control de-
vice of a vehicle power transmission device (a) compris-
ing: a torque limiter device blocking transmission of a
torque amount exceeding a predetermined torque with
operation involving differential rotation between a first
rotating member and a second rotating member; and an
electric motor coupled to one of the first rotating member
and the second rotating member in a power transmittable
manner, wherein (b) when a rotation speed difference is
generated between the first rotating member and the sec-
ond rotating member due to the operation of the torque
limiter device, the electric motor is operated so as to sup-
press the rotation speed difference.

The Effects of the Invention

[0007] Consequently, when the rotation speed differ-
ence is generated between the first rotating member and
the second rotating member due to operation of the
torque limiter device, the electric motor is operated to
suppress the rotation speed difference and, therefore,
for example, the rotation speed difference in the opera-
tion state of the torque limiter device can be reduced or
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the operating time of the torque limiter device can be
shortened, thereby suppressing the generated heat
quantity of the friction heat generated during operation
of the torque limiter device. Therefore, the design heat
capacity of the torque limiter device can be made smaller.
As a result, the strength design of the friction materials
of the torque limiter device can be simplified and the cost
of the torque limiter device can be reduced.
[0008] According to the present invention, a differential
mechanism is comprised that including three rotating el-
ements of a first rotating element coupled to a drive force
source in a power transmittable manner, a second rotat-
ing element coupled to the electric motor in a power trans-
mittable manner, and a third rotating element coupled to
drive wheels in a power transmittable manner. Conse-
quently, the electric motor can be operated to suppress
the rotation speed difference during operation of the
torque limiter device without effect of the inertia of the
drive force source and the generated heat quantity of the
friction heat generated during operation of the torque lim-
iter device is appropriately suppressed in the vehicle
power transmission device including the differential
mechanism distributing the power of the drive force
source to the electric motor side and the drive wheel side,
for example.
[0009] Preferably, the torque limiter device is disposed
between the electric motor and the second rotating ele-
ment. That is, the electric motor is coupled via the torque
limiter device to the second rotating element. Conse-
quently, the drive force source torque input to the torque
limiter device is reduced due to the effect of the differen-
tial mechanism as compared to the case of disposing the
torque limiter device between the drive force source and
the first rotating element, for example. Therefore, the cost
of the friction materials of the torque limiter device de-
pendent on a transmission torque capacity can be re-
duced, for example. For example, as compared to the
case of coupling the electric motor via the differential
mechanism to one of the first rotating member and the
second rotating member of the torque limiter device in a
power transmittable manner, the electric motor is more
easily operated to suppress the rotation speed difference
during operation of the torque limiter device.
[0010] Preferably, the operation of the torque limiter
device is determined based on a rotation speed differ-
ence between an actual rotation speed of the electric
motor and a rotation speed of the second rotating element
calculated from correlation of rotation speeds of the first
to third rotating elements, and wherein if the operation
of the torque limiter device is determined, the electric
motor is operated such that the actual rotation speed of
the electric motor is varied to the calculated rotation
speed of the second rotating element. Consequently, the
electric motor can more appropriately be operated to sup-
press the rotation speed difference during operation of
the torque limiter device toward zero, for example.
[0011] Preferably, an electric motor for running cou-
pled to the drive wheels in a power transmittable manner

is further comprised, wherein when the electric motor is
operated so as to suppress the rotation speed difference,
output of the electric motor for running is suppressed.
Consequently, for example, in the vehicle power trans-
mission device including the differential mechanism dis-
tributing the power of the drive force source to the electric
motor side and the drive wheel side and the electric motor
for running capable of being driven by using the gener-
ated electric power of the electric motor generated from
the power of the drive force source, the electric motor
can be operated to suppress the rotation speed differ-
ence during operation of the torque limiter device without
effect of the inertia of the drive force source and the gen-
erated heat quantity of the friction heat generated during
operation of the torque limiter device is appropriately sup-
pressed. While the electric motor is operated to suppress
the rotation speed difference during operation of the
torque limiter device, for example, the electric generation
by the electric motor is suppressed or the electric motor
cannot generate electricity because of the power running
of the electric motor and, for example, if the electric motor
for running is driven in this state, more electric power is
used from the battery (the electric storage device) or only
the electric power from the battery is used and, in this
regard, since the output from the electric motor for run-
ning is suppressed, the power consumption of the battery
can be suppressed. When the differential action of the
differential mechanism is used for mechanically trans-
mitting a main portion of the power from the drive force
source to the drive wheels and for electrically transmitting
the remaining portion of the power from drive force source
the by using the electric path from the electric motor to
the electric motor for running and the battery, the differ-
ential mechanism can be allowed to function as an elec-
tric stepless transmission with a gear ratio changed elec-
trically.
[0012] Preferably, the differential mechanism is a plan-
etary gear device having three rotating elements of a sun
gear, a carrier, and a ring gear, and wherein the three
rotating elements are the first to third rotating elements.
Consequently, the differential mechanism is reduced in
dimension in the shaft center direction, for example. The
differential mechanism is simply made up of the planetary
gear device.
[0013] Preferably, the differential mechanism has a dif-
ferential state controlled by controlling an operating state
of the electric motor. Consequently, for example, in the
vehicle power transmission device allowing the differen-
tial mechanism to function as an electric stepless trans-
mission, the generated heat quantity of the friction heat
generated during operation of the torque limiter device
is appropriately suppressed.
[0014] Preferably, the drive force source is an engine,
wherein the electric motor has a function as a starting
motor rotationally driving the engine during start of the
engine, wherein if the torque limiter device is in operation
during the start of the engine, an output torque of the
electric motor for rotationally driving the engine is re-
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duced toward zero. Consequently, for example, although
the separation of the electric motor from the engine inertia
may cause the runaway of the electric motor if the torque
limiter device is activated in association with engine ex-
plosion (ignition) at the start of the engine when the en-
gine is rotationally driven by the electric motor, the re-
duction of the output torque of the electric motor toward
zero suppresses the runaway of the electric motor and
unnecessary power consumption is suppressed in the
battery supplying electric power to the electric motor.
[0015] Preferably, during the start of the engine, the
operation of the torque limiter device is determined based
on whether a predetermined value is exceeded by an
actual value of a rotation speed change rate of the electric
motor when the engine is rotationally driven by the elec-
tric motor, and wherein if the operation of the torque lim-
iter device is determined, the output torque of the electric
motor is reduced toward zero. Consequently, for exam-
ple, as compared to the case of determining the operation
of the torque limiter device based on the rotation speed
difference between the actual rotation speed of the elec-
tric motor and the rotation speed of the second rotating
element calculated from the correlation of rotation
speeds of the first to third rotating elements, i.e., for ex-
ample, as compared to the determination of the operation
using various signals exchanged through multiplex com-
munication, the operation can be determined by using
the signal concluded by only the electric motor, resulting
in earlier determination of the operation of the torque lim-
iter device. Therefore, the runaway of the electric motor
is further suppressed and the unnecessary power con-
sumption is further suppressed in the battery supplying
electric power to the electric motor.

BRIEF DESCRIPTION OF THE DRAWINGS

[0016]

Fig. 1 is a schematic for explaining an example of a
transmission mechanism disposed on a vehicle to
which the present invention is applied.
Fig. 2 is a collinear diagram capable of representing
the relative relationships of the rotation speeds of
the rotating elements in the transmission mechanism
of Fig. 1 on straight lines.
Fig. 3 is a cross-sectional view of a main portion of
the torque limiter device of Fig. 1.
Fig. 4 is a diagram for explaining signals input to and
signals output from the electronic control device dis-
posed on the vehicle.
Fig. 5 is a functional block diagram for explaining a
main portion of the control function of the electronic
control device.
Fig. 6 is a diagram of an example of an optimal fuel
consumption rate curve of the engine.
Fig. 7 is a diagram of an example depicted on a col-
linear diagram in the case of input of an excessive
engine explosion torque.

Fig. 8 is a diagram of an example depicted on a col-
linear diagram in the case of sudden braking of the
vehicle.
Fig. 9 is a flowchart for explaining a main portion of
the control operation of the electronic control device,
i.e., the control operation for reducing the design
heat capacity of the torque limiter device.
Fig. 10 is a diagram of an example depicted on a
collinear diagram in the case of input of excessive
engine explosion torque at the start of the engine.
Fig. 11 is a functional block diagram for explaining
a main portion of a control function of the electronic
control device and depicts another embodiment cor-
responding to the functional block diagram of Fig. 5.
Fig. 12 is a flowchart for explaining a main portion
of the control operation of the electronic control de-
vice, i.e., the control operation for suppressing the
runaway of the first electric motor at the start of the
engine.

MODES FOR CARRYING OUT THE INVENTION

[0017] Preferably, an engine, i.e., an internal combus-
tion engine, such as a gasoline engine and a diesel en-
gine is widely used as the drive force source. The electric
motor for running etc., may be used as an auxiliary drive
force source in addition to the engine.
[0018] Preferably, the torque limiter device is desirably
disposed between the electric motor and the second ro-
tating element; however, the torque limiter device may
have a form disposed between the drive force source
and the second rotating element.
[0019] Preferably, the vehicle power transmission de-
vice is desirably configured to include the differential
mechanism; however, the vehicle power transmission
device may have a form configured to include a trans-
mission mechanism such as a planetary gear type auto-
matic transmission, a belt type continuously variable
transmission, and a traction type continuously variable
transmission instead of this differential mechanism. If the
vehicle power transmission device is configured to in-
clude such a transmission mechanism, for example, the
torque limiter device is disposed between the drive force
source and the transmission mechanism and the electric
motor is coupled in a power transmittable manner to a
rotating member of the torque limiter device closer to the
drive force source.
[0020] Embodiments of the present invention will now
be described in detail with reference to the drawings.

First embodiment

[0021] Fig. 1 is a schematic for explaining a transmis-
sion mechanism 14 making up a portion of a vehicle pow-
er transmission device (hereinafter, the power transmis-
sion device) 12 disposed on a vehicle 10 (see Fig. 5) to
which the present invention is applied. In Fig. 1, the trans-
mission mechanism 14 includes a damper 22 operably
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coupled to a crankshaft 20 that is an output shaft of an
engine 18 and absorbing pulsation due to torque fluctu-
ations etc., from the engine 18; an input shaft 24 rota-
tionally driven via the damper 22 by the engine 18; a first
electric motor MG1; a planetary gear device 26 acting as
a power distribution mechanism; and a second electric
motor MG2, in a transaxle (T/A) case 16 (hereinafter, the
case 16) acting as a non-rotating member attached to a
vehicle body, in series from the side of the engine 18 that
is, for example, an internal combustion engine such as
a gasoline engine and a diesel engine acting as a drive
force source for running. The transmission mechanism
14 additionally includes a torque limiter device 28 dis-
posed between the first electric motor MG1 and the plan-
etary gear device 26 in the direction of a shaft center C1
(see Fig. 3) of the input shaft 24 so as to enable trans-
mission of torque within a predetermined torque range
therebetween.
[0022] The power transmission device 12 is preferably
used for, for example, an FF (front-engine front-drive)
type vehicle with the power transmission device 12 trans-
versely placed in the vehicle 10 and includes the trans-
mission mechanism 14, a counter gear pair 32 having
one gear made up of an output gear 30 acting as an
output rotating member of the transmission mechanism
14, a final gear pair 34, a differential gear device (final
reduction gear) 36, and a pair of axles 38, etc. The power
of the engine 18 is sequentially transmitted via the trans-
mission mechanism 14, the counter gear pair 32, the final
gear pair 34, the differential gear device (final reduction
gear) 36, and the pair of the axles 38, etc., to a pair of
drive wheels 40 (see Fig. 5).
[0023] The input shaft 24 is rotatably supported at both
ends by ball bearings 42 and 44 and is rotationally driven
by the engine 18 since one end is coupled via the damper
22 to the engine 18. The other end is coupled to an oil
pump 46 acting as a lubrication oil supplying device and
the oil pump 46 is rotationally driven by rotationally driving
the input shaft 24, supplying lubrication oil to the portions
of the power transmission device 12 such as the plane-
tary gear device 26, the counter gear pair 32, the final
gear pair 34, and the ball bearings 42 and 44.
[0024] The planetary gear device 26 is a single pinion
type planetary gear device having a predetermined gear
ratio p and includes a sun gear S, a pinion gear P, a
carrier CA supporting the pinion gear P in a rotatable and
revolvable manner, and a ring gear R engaging via the
pinion gear P with the sun gear S, as rotating elements.
When ZS denotes the number of teeth of the sun gear S
and ZR denotes the number of teeth of the ring gear R,
the gear ratio p is ZS/ZR. The planetary gear device 26
is a mechanical mechanism mechanically distributing the
output of the engine 18 transmitted to the input shaft 24
and distributes the power of the engine 18 to the first
electric motor MG1 and the output gear 30. Therefore,
in this planetary gear device 26, the carrier CA is coupled
to the input shaft 24, i.e., the engine 18 in a power trans-
mittable manner; the sun gear S is coupled to the first

electric motor MG1 in a power transmittable manner; and
the ring gear R is coupled to the output gear 30. Since
the three rotating elements of the planetary gear device
26, i.e., the sun gear S, the carrier CA, and the ring gear
R are allowed to rotate relative to each other and are put
into a differential state where a differential action is made
operative, i.e., the differential action is achieved, the out-
put of the engine 18 is distributed to the first electric motor
MG1 and the output gear 30, and since the first electric
motor MG1 generates electricity from the output of the
engine 18 distributed to the first electric motor MG1 and
the generated electric energy is accumulated or the sec-
ond electric motor MG2 is rotationally driven by the elec-
tric energy, the transmission mechanism 14 is put into,
for example, a stepless shifting state (electric CVT state),
functioning as an electric stepless transmission with the
rotation of the output gear 30 continuously varied regard-
less of a predetermined rotation of the engine 18.
[0025] As described above, the transmission mecha-
nism 14 is an electric differential portion, i.e., an electric
stepless transmission, having the planetary gear device
26 as a differential mechanism coupled to the engine 18
in a power transmittable manner and the first electric mo-
tor MG1 as a differential electric motor coupled to the
planetary gear device 26 in a power transmittable manner
such that the differential state of the planetary gear device
26 is controlled by controlling the operating state of the
first electric motor MG1. The transmission mechanism
14 includes the second electric motor MG2 operably cou-
pled to and integrally rotating with the output gear 30 so
as to function as a drive force source for running. There-
fore, the second electric motor MG2 is an electric motor
for running coupled to the drive wheels 40 in a power
transmittable manner. Although the first electric motor
MG1 and the second electric motor MG2 of this embod-
iment are so-called motor generators also having an elec-
tric generation function, the first electric motor MG1 at
least has a generator (electric generation) function for
generating a reactive force and the second electric motor
MG2 at least has a motor (electric motor) function for
outputting a drive force as a drive force source for run-
ning. The transmission mechanism 14 configured as de-
scribed above allows the planetary gear device 26 to
function as a transmission and makes up a power trans-
mission device capable of motor running.
[0026] Fig. 2 is a collinear diagram capable of repre-
senting the relative relationships of the rotation speeds
of the rotating elements in the transmission mechanism
14 on straight lines. The collinear diagram of Fig. 2 rep-
resents two-dimensional coordinates defined by a hori-
zontal axis indicative of a relationship of the gear ratio p
of the planetary gear device 26 and a vertical axis indic-
ative of a relative rotation speed; a horizontal line X1
indicates a zero rotation speed; and a horizontal line X2
indicates a rotation speed "1.0", i.e., a rotation speed NE
of the engine 18 operably coupled to the input shaft 24.
[0027] Three vertical lines Y1, Y2, and Y3 correspond-
ing to the three rotating elements of the planetary gear
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device 26 making up the transmission mechanism 14
indicate relative rotation speeds of the sun gear S corre-
sponding to a second rotating element RE2, the carrier
CA corresponding to a first rotating element RE1, and
the ring gear R corresponding to the third rotating element
RE3 in the order from left to right, and the intervals thereof
are determined depending on the gear ratio p of the plan-
etary gear device 26. In particular, in the relationship be-
tween the vertical axes of the collinear diagram, when
an interval corresponding to "1" is defined between a sun
gear and a carrier, an interval corresponding to the gear
ratio ρ of a planetary gear device is defined between the
carrier and a ring gear. Therefore, in the case of the trans-
mission mechanism 14, the interval corresponding to "1"
is set between the vertical lines Y1 and Y2, and the in-
terval between the vertical lines Y2 and Y3 is set to the
interval corresponding to the gear ratio p.
[0028] When the transmission mechanism 14 of this
embodiment is represented by using the collinear dia-
gram of Fig. 2, the first rotating element RE1 (the carrier
CA) of the planetary gear device 26 is coupled to the
input shaft 24, i.e., the engine 18 in a power transmittable
manner; the second rotating element RE2 (the sun gear
S) is coupled via the torque limiter device 28 to the first
electric motor MG1 in a power transmittable manner; and
the third rotating element RE3 (the ring gear R) is coupled
to the output gear 30 and the second electric motor MG2
and coupled to the drive wheels 40 in a power transmit-
table manner such that the rotation of the input shaft 24
is transmitted via the output gear 30 to the drive wheels
40. A diagonal straight line L0 passing through the inter-
section point of Y2 and X2 indicates the relationship be-
tween the rotation speed of the sun gear S and the rota-
tion speed of the ring gear R. For example, the transmis-
sion mechanism 14 (the planetary gear device 26) allows
the first rotating element RE1 to the third rotating element
RE3 to rotate relative to each other to achieve the differ-
ential state and, if the rotation speed of the ring gear R
indicated by the intersecting point between the line L0
and the vertical line Y3 is restricted and kept substantially
constant by the vehicle speed V, when a rotation speed
NM1 of the first electric motor MG1 is controlled to in-
crease or decrease the rotation speed of the sun gear S
indicated by the intersecting point between the line L0
and the vertical line Y1, the rotation speed of the carrier
CA indicated by the intersecting point between the line
L0 and the vertical line Y2, i.e., the engine rotation speed
NE, is increased or decreased.
[0029] Fig. 3 is a cross-sectional view of a main portion
of the torque limiter device 28. In Fig. 3, the torque limiter
device 28 includes a cover member 50 having, for exam-
ple, an annular plate-shaped wall portion 50a having an
inner circumferential portion spline-fitted to an outer cir-
cumferential surface of one end portion 48 of the sun
gear S non-rotatably around the shaft center C1 of the
input shaft 24, a cylindrical portion 50b projected from an
outer circumferential portion of the wall portion 50a to-
ward a partition wall 52; and an annular plate-shaped

outer circumferential wall portion 50c projected circum-
ferentially continuously and radially inward from one end
portion of the cylindrical portion 50b closer to the partition
wall 52. The torque limiter device 28 is an annular plate-
shaped member having an inner circumferential portion
spline-fitted to an outer circumferential surface of an out-
put shaft 56 of the first electric motor MG1 non-rotatably
around the shaft center C1 between a ball bearing 54
and the sun gear S in the shaft center C1 direction, for
example, and the torque limiter device 28 has a plate
member 58 having an outer circumferential portion dis-
posed between the wall portion 50a and the outer cir-
cumferential wall portion 50c of the cover member 50 in
the shaft center C1 direction, a pair of friction materials
60 fixed to the outer circumferential portion on the both
side surfaces of the plate member 58, and a disk spring
64 disposed on the side opposite to the wall portion 50a
of the cover member 50 relative to the plate member 58
such that the plate member 58 is biased via an annular
plate-shaped pressing member 62 toward the wall por-
tion 50a of the cover member 50. In this embodiment,
one of the cover member 50 and the plate member 58
corresponds to a first rotating member and the other cor-
responds to a second rotating member.
[0030] The torque limiter device 28 configured as de-
scribed above is disposed between the first electric motor
MG1 and the second rotating element RE2 (the sun gear
S) such that the sun gear S of the planetary gear device
26 is coupled to the cover member 50 in a power trans-
mittable manner while the first electric motor MG1 is cou-
pled to the plate member 58 in a power transmittable
manner. While the torque limiter device 28 transmits
torque between the sun gear S of the planetary gear de-
vice 26 and the output shaft 56 of the first electric motor
MG1 through the friction via the friction materials 60 be-
tween the cover member 50 and the plate member 58,
if a torque difference between the cover member 50 and
the plate member 58 exceeds a torque difference defined
in advance, the cover member 50 and the plate member
58 slip on each other to suppress the torque transmission
between the sun gear S of the planetary gear device 26
and the output shaft 56 of the first electric motor MG1.
Therefore, the torque limiter device 28 blocks the trans-
mission of a torque amount exceeding a predetermined
torque defined in advance with the operation involving
differential rotation (i.e., by allowing the differential rota-
tion) between the cover member 50 and the plate mem-
ber 58.
[0031] Fig. 4 exemplarily illustrates signals input to an
electronic control device 80 including a control device of
the power transmission device 12 and signals output from
the electronic control device 80. The electronic control
device 80 includes a so-called microcomputer made up
of a CPU, a ROM, a RAM, and an I/O interface, for ex-
ample, and executes signal processes in accordance
with programs stored in advance in the ROM, while uti-
lizing a temporary storage function of the RAM, to provide
vehicle control such as hybrid drive control related to the
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engine 18, the first electric motor MG1, the second elec-
tric motor MG2, etc.
[0032] The electronic control device 80 is supplied,
from sensors, switches, etc., as depicted in Fig. 4, with
a signal indicative of an engine water temperature THW,
a signal indicative of a shift position PSH of a shift lever,
a signal indicative of the engine rotation speed NE that
is the rotation speed of the engine 18, a signal indicative
of the presence of a switch operation for setting a motor
running (EV running) mode, a signal indicative of a ve-
hicle speed V corresponding to an output rotation speed
NOUT that is the rotation speed of the output gear 30, a
signal indicative of a foot brake operation, a signal indic-
ative of an accelerator opening degree Acc that is an
amount of an accelerator pedal operation corresponding
to an acceleration request of a driver (user) to the vehicle
10, a signal indicative of a throttle valve opening degree
θTH of an electronic throttle valve, a signal indicative of
longitudinal acceleration G of the vehicle, a signal indic-
ative of an MG1 rotation speed NM1 that is the rotation
speed NM1 of the first electric motor MG1, a signal indic-
ative of an MG2 rotation speed NM2 that is the rotation
speed NM2 of the second electric motor MG2, a signal
indicative of a charging state (charging capacity) SOC of
an electric storage device 68 calculated based on an
electric storage device temperature THBAT, an charg-
ing/discharging current ICD, and a voltage VBAT of the
electric storage device 68 (see Fig. 5), etc.
[0033] The electronic control device 80 outputs control
signals to an engine output control device 70 (see Fig.
5) controlling engine output, for example, a drive signal
to a throttle actuator operating the throttle valve opening
degree θTH of the electronic throttle valve, a fuel supply
amount signal controlling a fuel supply amount from a
fuel injection device, an ignition signal giving a command
for the timing of ignition of the engine 18 by an ignition
device, command signals to an inverter 66 (see Fig. 5)
controlling the operations of the first electric motor MG1
and the second electric motor MG2, etc.
[0034] The electric storage device 68 depicted in Fig.
5 described later is a chargeable/dischargeable direct-
current power source and consists of a secondary battery
such as nickel-hydride and lithium-ion, for example. Spe-
cifically, during vehicle acceleration running, electric en-
ergy (electric power) is generated by the first electric mo-
tor MG1 when taking a reaction force to the output of the
engine 18 and is accumulated through the inverter 66
into the electric storage device 68. At the time of regen-
erative braking during vehicle deceleration running, elec-
tric power generated by the second electric motor MG2
is accumulated through the inverter 66 into the electric
storage device 68. During motor running using the sec-
ond electric motor MG2, the electric power accumulated
in the electric storage device 68 is supplied through the
inverter 66 to the second electric motor MG2.
[0035] Fig. 5 is a functional block diagram for explain-
ing a main portion of the control function of the electronic
control device 80. In Fig. 5, a hybrid control portion, i.e.,

a hybrid control means 82 has, for example, a function
as an engine drive control means controlling the drive of
the engine 18 through the engine output control device
70 and a function as an electric motor operation control
means controlling the operations of the first electric motor
MG1 and the second electric motor MG2 as a drive force
source or an electric generator through the inverter 66,
and provides control of the hybrid drive by the engine 18,
the first electric motor MG1, and the second electric motor
MG2 through these control functions.
[0036] Specifically, while operating the engine 18 in an
efficient operation range, the hybrid control means 82
changes the drive force distribution between the engine
18 and the second electric motor MG2 and the reaction
force due to the electric generation by the first electric
motor MG1 to the optimum state to control the gear ratio
γ0 of the transmission mechanism 14 acting as an electric
stepless transmission. For example, for a running vehicle
speed V at a time point, a target (request) output (user
request power) of the vehicle 10 is calculated from the
accelerator opening degree ACC considered as an output
power request amount of a driver and the vehicle speed
V; a necessary total target output is calculated from the
target output and a charge request amount (charge re-
quest power); and a target engine output (request engine
output, engine request power) PE* is calculated such that
the total target output is acquired in consideration of a
transmission loss, an accessory load, an assist torque
of the second electric motor MG2, etc., to control the
engine 18 and control the output and the electric gener-
ation of the first electric motor MG1 and the second elec-
tric motor MG2 so as to achieve the engine rotation speed
NE and the output torque (engine torque) TE of the engine
18 for acquiring the target engine output PE*.
[0037] In other words, the hybrid control means 82 pro-
vides the control of the engine 18, the first electric motor
MG1, and the second electric motor MG2 for the purpose
of improvements in power performance, fuel consump-
tion and the like. In such hybrid control, the transmission
mechanism 14 is driven to function as an electric stepless
transmission to match the engine rotation speed NE de-
termined for operating the engine 18 in an efficient op-
eration range with the output rotation speed NOUT deter-
mined by the vehicle speed V etc. Therefore, the hybrid
control means 82 preliminarily stores an optimal fuel con-
sumption rate curve LE (fuel consumption map, optimal
fuel consumption line) that is a kind of well-known oper-
ation curve of the engine 18 as represented by, for ex-
ample, a broken line of Fig. 6 empirically obtained in ad-
vance so as to satisfy both the drivability (power perform-
ance) and the fuel consumption property (fuel consump-
tion performance) during running with stepless transmis-
sion in the two-dimensional coordinates made up of the
engine rotation speed NE and the engine torque TE, for
example. The hybrid control means 82 determines target
values of the engine torque TE and the engine rotation
speed NE for generating the target engine output PE*
necessary for satisfying, for example, the total target out-
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put such that the engine 18 is operated while an engine
operation point PEG, i.e., an operation point of the engine
18, is moved along the optimal fuel consumption rate
curve LE, and the hybrid control means 82 provides the
output control of the engine 18 while controlling the gear
ratio γ0 of the transmission mechanism 14 in a stepless
manner within the available variation range so as to ac-
quire the target values. The engine operation point PEG
is an operation point indicative of the operation state of
the engine 18 in the two-dimensional coordinates with a
coordinate axis of a state amount indicative of the oper-
ation state of the engine 18 exemplarily illustrated by the
engine rotation speed NE and the engine torque TE. In
this embodiment, for example, fuel consumption is a run-
ning distance per unit fuel consumption, a fuel consump-
tion rate (=fuel consumption/drive wheel output) of a ve-
hicle as a whole, etc.
[0038] In this case, since the hybrid control means 82
supplies, for example, the electric energy generated by
the first electric motor MG1 through the inverter 66 to the
electric storage device 68 and the second electric motor
MG2, a main portion of the power of the engine 18 is
mechanically transmitted to the output gear 30 while a
portion of the power of the engine 18 is consumed for
the electric generation of the first electric motor MG1 and
converted into electric energy; the electric energy is sup-
plied through the inverter 66 to the second electric motor
MG2; the second electric motor MG2 is driven by the
electric energy; and a drive force output from the second
electric motor MG2 is transmitted to the output gear 30.
The equipment related to the electric energy from the
generation by the first electric motor MG1 responsible
for the electric generation to the consumption by the sec-
ond electric motor MG2 responsible for the driving makes
up an electric path from the conversion of a portion of
the power of the engine 18 into electric energy to the
conversion of the electric energy into mechanical energy.
[0039] The hybrid control means 82 can provide so-
called torque assist for complementing the power of the
engine 18 by supplying the electric energy from the first
electric motor MG1 and/or the electric energy from the
electric storage device 68 through the electric path de-
scribed above to the second electric motor MG2 to drive
the second electric motor MG2 and apply a torque to the
drive wheels 40 during the engine running using the en-
gine 18 as the drive force source.
[0040] The hybrid control means 82 can perform the
motor running (EV running) using only the second electric
motor MG2 as the drive force source by driving the sec-
ond electric motor MG2 with the electric power from the
electric storage device 68 while the operation of the en-
gine 18 is stopped. For example, the EV running by the
hybrid control means 82 is performed in a relatively lower
output torque TOUT range, i.e., a lower engine torque TE
range generally considered as having poor engine effi-
ciency as compared to a higher torque range, or in a
relatively lower vehicle speed range of the vehicle speed
V, i.e., a lower load range. During the EV running, the

hybrid control means 82 achieves a no-load state to idle
the first electric motor MG1, for example, and maintains
the engine rotation speed NE at zero or substantially zero
as needed through the differential action of the transmis-
sion mechanism 14 so as to suppress the drag of the
non-operating engine 18 and improve the fuel consump-
tion. Therefore, the hybrid control means 82 not only sim-
ply stops the operation of the engine 18 but also stops
the rotation (rotational drive) of the engine 18 during the
EV running.
[0041] The hybrid control means 82 functionally in-
cludes an engine start control means starting (activating)
the engine 18 during vehicle stop or during the EV run-
ning. For example, the hybrid control means 82 applies
a current to the first electric motor MG1 during vehicle
stop or during the EV running to raise the MG1 rotation
speed NM1 and generate a predetermined engine starting
torque, i.e., a cranking torque TM1cr, for rotationally driv-
ing the engine rotation speed NE equal to or greater than
a predetermined rotation speed NE’ enabling the com-
plete explosion, and the hybrid control means 82 supplies
(injects) fuel with a fuel injection device and ignites the
fuel with an ignition device at the predetermined rotation
speed NE’ or higher, for example, the engine rotation
speed NE enabling autonomous rotation equal to or
greater than an idle rotation speed, to start the engine
18. In this way, the first electric motor MG1 is allowed to
function as a starting motor (starter) for rotationally driv-
ing the engine 18 at the start of the engine.
[0042] The transmission mechanism 14 of this embod-
iment is disposed with the torque limiter device 28 and if
the torque limiter device 28 is operated due to input of
excessive torque, the members of the power transmis-
sion device 12 are prevented from retaining excessive
torsion, for example, and the durability of components is
improved. Fig. 7 is a diagram of an example depicted on
a collinear diagram in the case of input of an excessive
engine explosion torque, for example, and Fig. 8 is a
diagram of an example depicted on a collinear diagram
in the case of sudden braking of the vehicle 10, for ex-
ample. In Figs. 7 and 8, Figs. 7(a) and 8(a) are diagrams
of a non-operating state when the torque limiter device
28 is not in operation and Figs. 7(b) and 8(b) are diagrams
of an operating state when the torque limiter device 28
is in operation. Therefore, if the excessive torque is input,
the torque limiter device 28 is operated and a shift is
made from Figs. 7(a) and 8(a) to Figs. 7(b) and 8(b) to
prevent the members of the power transmission device
12 from retaining excessive torsion, for example.
[0043] On the other hand, during operation of the
torque limiter device 28, a rotation speed difference ΔN
is generated between the cover member 50 and the plate
member 58 and friction heat is generated between the
cover member 50 and the friction materials 60 and be-
tween the pressing member 62 and the friction materials
60, for example. Therefore, the strength design of the
friction materials 60 must be performed to achieve a heat
capacity resistant to a generated heat quantity of the fric-
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tion heat generated during operation of the torque limiter
device 28. From another point of view, if the generated
heat quantity can be reduced, the design heat capacity
of the torque limiter device 28 can be made smaller and,
for example, the cost of the torque limiter device 28 can
be reduced. However, the generated heat quantity is de-
pendent on magnitude of the rotation speed difference
ΔN during operation of the torque limiter device 28 and
an operating time of the torque limiter device 28, for ex-
ample, and the magnitude of the rotation speed differ-
ence ΔN and the operating time are dependent on mag-
nitude and duration time of input excessive torque. Since
the excessive torque is dependent on, for example, a
vehicle running state (a way of running) of the vehicle
10, such as how the brake pedal is pressed, and envi-
ronmental characteristics, such as output variations due
to the engine water temperature THW, it is difficult to re-
duce the generated heat quantity.
[0044] Therefore, in this embodiment, to suppress the
magnitude of the rotation speed difference ΔN and the
operating time of the torque limiter device 28, for exam-
ple, when the rotation speed difference ΔN is generated
between the cover member 50 and the plate member 58
due to operation of the torque limiter device 28, the first
electric motor MG1 is operated such that the rotation
speed difference ΔN is suppressed. The rotation speed
difference ΔN is a rotation speed difference between the
rotation speed of the cover member 50 and the rotation
speed of the plate member 58 and is, for example, a
rotation speed difference ΔN (=NS-NM1) between the ro-
tation speed of the sun gear S of the planetary gear device
26 (sun gear rotation speed NS) acting as the rotation
speed of the cover member 50 and the MG1 rotation
speed NM1 acting as the rotation speed of the plate mem-
ber 58.
[0045] More specifically, returning to Fig. 5, an esti-
mated rotation speed calculating portion, i.e., an estimat-
ed rotation speed calculating means 84, calculates an
estimated value (estimated sun gear rotation speed) NS-
es of the sun gear rotation speed NS based on the actual
engine rotation speed NE and the MG2 rotation speed
NM2 from a correlation equation of the rotation speeds of
the first rotation element RE1 to the third rotation element
RE3 in the planetary gear device 26 as expressed by
Equation (1), for example. Equation (1) uses the engine
rotation speed NE as the rotation speed of the first rotation
element RE1 (carrier CA) and the MG2 rotation speed
NM2 as the rotation speed of the third rotation element
RE3 (ring gear R) to calculate the estimated value Nses
of the sun gear rotation speed NS, which is the rotation
speed of the second rotation element RE2 (sun gear S).
When the torque limiter device 28 is not in operation, the
MG1 rotation speed NM1 can be used as the sun gear
rotation speed Ns; however, when the torque limiter de-
vice 28 is in operation, the rotation speed difference ΔN
is generated between the sun gear rotation speed NS
and the MG1 rotation speed NM1 and, therefore, the es-
timated sun gear rotation speed Nses is calculated from

Equation (1). From another point of view, the estimated
sun gear rotation speed Nses is an estimated value (es-
timated MG1 rotation speed) NM1es of the MG1 rotation
speed NM1 when it is considered that the torque limiter
device 28 is not in operation. Therefore, the operation of
the torque limiter device 28 can be determined from the
consistency between the calculated estimated sun gear
rotation speed NSes (estimated MG1 rotation speed
NM1es) and the MG1 rotation speed NM1 actually detect-
ed by a sensor (actual MG1 rotation speed NM1). 

[0046] A limiter operation determining portion, i.e., a
limiter operation determining means 86, determines the
operation of the torque limiter device 28, for example,
based on an estimated rotation speed difference ΔNes
(=NSes-NM1) between the actual MG1 rotation speed
NM1 and the estimated sun gear rotation speed Nses cal-
culated by the estimated rotation speed calculating
means 84, i.e., based on the estimated rotation speed
difference ΔNes (=NM1es-NM1) between the actual MG1
rotation speed NM1 and the estimated MG1 rotation
speed NM1es. Specifically, if the estimated rotation speed
difference ΔNes exceeds a predetermined rotation speed
difference ΔN’ obtained and set empirically or in design
in advance for determining that the torque limiter device
28 is in operation, the limiter operation determining
means 86 determines that the torque limiter device 28 is
in operation. On the other hand, if the estimated rotation
speed difference ΔNes is equal to or less than the pre-
determined rotation speed difference ΔN’, the limiter op-
eration determining means 86 determines that the torque
limiter device 28 is not in operation.
[0047] For example, if the limiter operation determining
means 86 determines that the torque limiter device 28 is
in operation, the hybrid control means 82 operates the
first electric motor MG1 such that the actual MG1 rotation
speed NM1 is turned to the estimated sun gear rotation
speed Nses (estimated MG1 rotation speed NM1es) cal-
culated by the estimated rotation speed calculating
means 84, i.e., the estimated rotation speed difference
ΔNes is suppressed toward zero (e.g., the estimated ro-
tation speed difference ΔNes is turned to zero). There-
fore, the hybrid control means 82 sets the estimated MG1
rotation speed NM1es when it is considered that the
torque limiter device 28 is not in operation, as a command
value (MG1 rotation speed command value) of a rotation
speed command of the first electric motor MG1 so as to
suppress the rotation speed difference ΔN during oper-
ation of the torque limiter device 28 and the operating
time of the torque limiter device 28. The operation of the
first electric motor MG1 in this case is rotation speed
control using the estimated MG1 rotation speed NM1es
as a target value, for example, and is performed by sup-
pressing an amount of electric generation (regeneration)

15 16 



EP 2 573 381 B1

10

5

10

15

20

25

30

35

40

45

50

55

in reaction force control (regeneration control) that has
been provided to generate a reaction force to the engine
torque TE or by providing power running control for rota-
tionally driving the first electric motor MG1 instead of the
reaction force control. The control form may be switched
depending on magnitude of the estimated rotation speed
difference ΔNes and, for example, the amount of electric
generation (regeneration) may be suppressed when the
estimated rotation speed difference ΔNes is relatively
small while the power running control may be provided
to the first electric motor MG1 when the estimated rotation
speed difference ΔNes is relatively large. If it is desired
to more promptly turn the actual MG1 rotation speed NM1
to the estimated MG1 rotation speed NM1es, the power
running control may be provided to the first electric motor
MG1.
[0048] On the other hand, for example, if the limiter
operation determining means 86 determines that the
torque limiter device 28 is not in operation, the hybrid
control means 82 provides the normal control that is the
control of the engine 18, the first electric motor MG1, and
the second electric motor MG2 described above such
that the engine 18 is operated while the engine operation
point PEG is moved along the optimal fuel consumption
rate curve LE as indicated by the broken line of Fig. 6,
for example.
[0049] In the configuration of the transmission mech-
anism 14 of this embodiment, when the first electric motor
MG1 is operated to suppress the rotation speed differ-
ence ΔN during operation of the torque limiter device 28,
the electric generation by the first electric motor MG1 is
suppressed or the first electric motor MG1 cannot gen-
erate electricity because of the power running of the first
electric motor MG1. Therefore, for example, if the second
electric motor MG2 is driven to apply torque to the drive
wheels 40 in this state, more electric power is used from
the electric storage device 68 or only the electric power
from the electric storage device 68 is used. Therefore, in
this embodiment, to suppress the power consumption of
the electric storage device 68, when the torque limiter
device 28 is in operation, i.e., when the first electric motor
MG1 is operated to suppress the estimated rotation
speed difference ΔNes, the output of the second electric
motor MG2 (e.g., MG2 torque TM2) is suppressed. In oth-
er words, for example, when the torque limiter device 28
is in operation due to the state of occurrence of excessive
torque, the output of the second electric motor MG2 is
suppressed to restrain the power consumption of the
electric storage device 68 while the vehicle 10 cannot be
driven by a torque amount exceeding the excessive
torque (e.g., while originally desired drive torque cannot
be acquired).
[0050] Specifically, for example, when the first electric
motor MG1 is operated to suppress the estimated rota-
tion speed difference ΔNes, the hybrid control means 82
outputs a drive command value for the second electric
motor MG2 so as to suppress the MG2 torque TM2, for
example, the assist torque of the second electric motor

MG2.
[0051] Fig. 9 is a flowchart for explaining a main portion
of the control operation of the electronic control device
80, i.e., the control operation for reducing the design heat
capacity of the torque limiter device 28, and is repeatedly
executed with an extremely short cycle time, for example,
on the order of few msec to a few tens of msec.
[0052] In Fig. 9, first, at step (hereinafter, step will be
omitted) SA10 corresponding to the estimated rotation
speed calculating means 84, for example, from the cor-
relation equation of the rotation speeds of the first rotating
element RE1 to the third rotating element RE3 in the plan-
etary gear device 26 as expressed by Equation (1), the
estimated sun gear rotation speed Nses (estimated MG1
rotation speed NM1es) is sequentially calculated based
on the actual engine rotation speed NE and the MG2
rotation speed NM2. At SA20 corresponding to the limiter
operation determining means 86, it is determined wheth-
er the torque limiter device 28 is in operation, based on
whether the predetermined rotation speed difference ΔN’
is exceeded by the estimated rotation speed difference
ΔNes (=NM1es-NM1) between the actual MG1 rotation
speed NM1 and the estimated MG1 rotation speed NM1es
calculated at SA10, for example. If the determination at
SA 20 is affirmative, at SA30 corresponding to the hybrid
control means 82, the estimated MG1 rotation speed
NM1es calculated at SA10 is set as the MG1 rotation
speed command value such that the estimated rotation
speed difference ΔNes is suppressed toward zero, for
example. At SA30, a drive command value for the second
electric motor MG2 may be output such that the MG2
torque TM2 is suppressed at the same time. On the other
hand, if the determination of SA20 is negative, the normal
control of the engine 18, the first electric motor MG1, and
the second electric motor MG2 is provided at SA40 also
corresponding to the hybrid control means 82 such that
the engine 18 is operated while the engine operation point
PEG is moved along the optimal fuel consumption rate
curve LE as indicated by the broken line of Fig. 6, for
example.
[0053] As described above, according to this embodi-
ment, when the rotation speed difference ΔN is generated
between the cover member 50 and the plate member 58
due to operation of the torque limiter device 28, the first
electric motor MG1 is operated to suppress the rotation
speed difference ΔN and, therefore, for example, the ro-
tation speed difference ΔN in the operation state of the
torque limiter device 28 can be reduced or the operating
time of the torque limiter device 28 can be shortened,
thereby suppressing the generated heat quantity of the
friction heat generated during operation of the torque lim-
iter device 28. Therefore, the design heat capacity of the
torque limiter device 28 can be made smaller. As a result,
the strength design of the friction materials 60 of the
torque limiter device 28 can be simplified and the cost of
the torque limiter device 28 can be reduced.
[0054] According to this embodiment, since the plan-
etary gear device 26 is included that has three rotating
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elements, which are the first rotating element RE1 cou-
pled to the engine 18 in a power transmittable manner,
the second rotating element RE2 coupled to the first elec-
tric motor MG1 in a power transmittable manner, and the
third rotating element RE3 coupled to the drive wheels
40 (the output gear 30) in a power transmittable manner,
the first electric motor MG1 can be operated to suppress
the rotation speed difference ΔN during operation of the
torque limiter device 28 without effect of the inertia of the
engine 18 and the generated heat quantity of the friction
heat generated during operation of the torque limiter de-
vice 28 is appropriately suppressed in the power trans-
mission device 12 including the planetary gear device 26
distributing the power of the engine 18 to the first electric
motor MG1 side and the drive wheel 40 (the output gear
30) side, for example.
[0055] According to this embodiment, since the torque
limiter device 28 is disposed between the first electric
motor MG1 and the second rotating element RE2 of the
planetary gear device 26, i.e., the first electric motor MG1
is coupled via the torque limiter device 28 to the second
rotating element RE2, the engine torque TE input to the
torque limiter device 28 is reduced to ρ/(1+ρ) due to the
effect of the planetary gear device 26 as compared to
the case of disposing the torque limiter device 28 be-
tween the engine 18 and the first rotating element RE1
of the planetary gear device 26, for example. Therefore,
the cost of the friction materials 60 of the torque limiter
device 28 dependent on a transmission torque capacity
can be reduced. For example, as compared to the case
of coupling the first electric motor MG1 via the planetary
gear device 26 to one of the cover member 50 and the
plate member 58 of the torque limiter device 28 in a power
transmittable manner, the first electric motor MG1 is more
easily operated to suppress the rotation speed difference
ΔN during operation of the torque limiter device 28.
[0056] According to this embodiment, the operation of
the torque limiter device 28 is determined based on the
estimated rotation speed difference ΔNes (=NM1es-NM1)
between the actual MG1 rotation speed NM1 and the es-
timated sun gear rotation speed NSes (estimated MG1
rotation speed NM1es) calculated from a correlation
equation of the rotation speeds of the first rotation ele-
ment RE1 to the third rotation element RE3 in the plan-
etary gear device 26 as expressed by Equation (1) de-
scribed above; if the operation of the torque limiter device
28 is determined, the first electric motor MG1 is operated
to vary the actual MG1 rotation speed NM1 to the calcu-
lated estimated MG1 rotation speed NM1es; therefore,
for example, whether the torque limiter device 28 is op-
erated is easily determined; and the first electric motor
MG1 can more appropriately be operated to suppress
the rotation speed difference ΔN during operation of the
torque limiter device 28 toward zero (e.g., to turn the ro-
tation speed difference ΔN to zero).
[0057] According to this embodiment, when the first
electric motor MG1 is operated to suppress the rotation
speed difference ΔN, the output of the second electric

motor MG2 is suppressed and, therefore, for example,
in the power transmission device 12 including the plan-
etary gear device 26 distributing the power of the engine
18 to the first electric motor MG1 side and the drive wheel
40 side and the second electric motor MG2 capable of
being driven by using the generated electric power of the
first electric motor MG1 generated from the power of the
engine 18, the first electric motor MG1 can be operated
to suppress the rotation speed difference ΔN during op-
eration of the torque limiter device 28 without effect of
the inertia of the engine 18 and the generated heat quan-
tity of the friction heat generated during operation of the
torque limiter device 28 is appropriately suppressed.
While the first electric motor MG1 is operated to suppress
the rotation speed difference ΔN during operation of the
torque limiter device 28, for example, the electric gener-
ation by the first electric motor MG1 is suppressed or the
first electric motor MG1 cannot generate electricity be-
cause of the power running of the first electric motor MG1
and, for example, if the second electric motor MG2 is
driven in this state, more electric power is used from the
electric storage device 68 or only the electric power from
the electric storage device 68 is used and, in this regard,
since the output from the second electric motor MG2 is
suppressed, the power consumption of the electric stor-
age device 68 can be suppressed. When the differential
action of the planetary gear device 26 is used for me-
chanically transmitting a main portion of the power from
the engine 18 to the drive wheels 40 and for electrically
transmitting the remaining portion of the power from the
engine 18 by using the electric path from the first electric
motor MG1 to the second electric motor MG2 and the
electric storage device 68, the planetary gear device 26
(the transmission mechanism 14) can be allowed to func-
tion as an electric stepless transmission with a gear ratio
changed electrically.
[0058] According to this embodiment, since the differ-
ential mechanism is the planetary gear device 26 having
three rotating elements, which are the sun gear S, the
carrier CA, and the ring gear R, and the three rotating
elements are the first rotating element RE1 to the third
rotating element RE3, the differential mechanism is re-
duced in dimension in the shaft center direction, for ex-
ample. The differential mechanism is simply made up of
the planetary gear device 26.
[0059] According to this embodiment, the planetary
gear device 26 has the differential state controlled by
controlling the operation state of the first electric motor
MG1 and, therefore, for example, in the power transmis-
sion device 12 allowing the planetary gear device 26 to
function as an electric stepless transmission, the gener-
ated heat quantity of the friction heat generated during
operation of the torque limiter device 28 is appropriately
suppressed.
[0060] Another embodiment of the present invention
will be described. In the following description, the portions
common to each of the embodiments are denoted by the
same reference numerals and will not be described.
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Second Embodiment

[0061] As described above, if the engine 18 is started
(activated) in the vehicle 10 of this embodiment during
vehicle stop or during the EV running, the MG1 rotation
speed NM1 is raised, by the hybrid control means 82, to
generate the cranking torque TM1cr in the first electric
motor MG1 for rotationally driving the engine rotation
speed NE equal to or greater than the predetermined ro-
tation speed NE’ enabling the complete explosion and
fuel is ignited at the predetermined rotation speed NE’ or
higher to start the engine 18. For example, if excessive
engine explosion torque is generated at the start of the
engine as described above, the input of the excessive
torque causes the torque limiter device 28 to operate.
Fig. 10 is a diagram of an example depicted on a collinear
diagram in the case of input of excessive engine explo-
sion torque at the start of the engine, for example. In Fig.
10, Fig. 10(a) is a diagram of a non-operating state when
the torque limiter device 28 is not in operation and Fig.
10(b) is a diagram of an operating state when the torque
limiter device 28 is in operation. Therefore, if excessive
torque is input at the start of the engine, the torque limiter
device 28 is operated and a shift is made from Fig. 10(a)
to Fig. 10(b) to prevent the members of the power trans-
mission device 12 from retaining excessive torsion, for
example.
[0062] On the other hand, if the torque limiter device
28 is operated in association with engine explosion (ig-
nition) at the start of the engine when the cranking torque
TM1cr is generated in the first electric motor MG1 and the
engine 18 is rotationally driven by the first electric motor
MG1, the first electric motor MG1 is separated from the
engine inertia and, therefore, the first electric motor MG1
may run away as indicated by a broken line of Fig. 10(b).
For example, if the first electric motor MG1 runs away,
the rotation speed difference ΔN during operation of the
torque limiter device 28 may be increased.
[0063] Therefore, in this embodiment, to suppress the
runaway of the first electric motor MG1 at the start of the
engine, for example, when the torque limiter device 28
is in operation, the output of the first electric motor MG1
for rotationally driving the engine 18 (MG1 torque TM1)
is reduced toward zero.
[0064] More specifically, Fig. 11 is a functional block
diagram for explaining a main portion of a control function
of the electronic control device 80 and depicts another
embodiment corresponding to the functional block dia-
gram of Fig. 5. In Fig. 11, an engine start time determining
portion, i.e., an engine start time determining means 88,
determines whether the current vehicle state is set to an
engine start mode that is a predetermined form for start-
ing the engine 18, for example. Specifically, to determine
whether the vehicle state is set to the engine start mode,
the engine start time determining means 88 determines
whether the cranking torque TM1cr is generated in the
first electric motor MG1 because the hybrid control
means 82 determines that a predetermined engine start

condition is satisfied, for example. The hybrid control
means 82 determines that the predetermined engine
start condition is satisfied, for example, when the request
output torque TOUT is increased by the pressing operation
of the accelerator pedal and the vehicle state is changed
from a motor running range to an engine running range,
or when recovery from the well-known fuel-cut operation
during deceleration running with an accelerator turned
off is determined based on the pressing operation of the
accelerator pedal etc., or when it is determined that the
actual charging state SOC is less than a prescribed value
based on a signal indicative of the charging state SOC
of the electric storage device 68 during engine stop in
the vehicle stop state, or when it is determined that the
engine 18 or a catalytic device must be warmed up based
on a signal indicative of the engine water temperature
THW or a signal indicative of catalyst temperature during
engine stop in the vehicle stop state. The prescribed val-
ue of the charging state SOC is a value determined in
the experiment etc., and stored in advance as a charging
state SOC indicating that the engine 18 must be activated
to charge the electric storage device 68 through the elec-
tric generation of the first electric motor MG1 if the charg-
ing state SOC is less than this prescribed value.
[0065] For example, when the engine start time deter-
mining means 88 determines that the vehicle state is set
to the engine start mode, the limiter operation determin-
ing means 86 determines the operation of the torque lim-
iter device 28 based on whether a predetermine value
(predetermined MG1 rotation speed change rate dNM1’)
is exceeded by an actual value (actual MG1 rotation
speed change rate dNM1) of a rotation speed change rate
d(NM1)/dt (MG1 rotation speed change rate dNM1) of the
first electric motor MG1 when the engine 18 is rotationally
driven by the first electric motor MG1, instead of or in
addition to the embodiment described above. For exam-
ple, the predetermined MG1 rotation speed change rate
dNM1’ is a limiter operation determination value acquired
by adding a predetermined safety margin β in consider-
ation of variations etc., to a predetermined cranking time
MG1 rotation speed change rate dNM1cr empirically ob-
tained and set in advance as the MG1 rotation speed
change rate dNM1 when the cranking torque TM1cr is gen-
erated in the first electric motor MG1 at the start of the
engine. This limiter operation determination value is also
an MG1 runaway determination value for determining
whether the first electric motor MG1 is running away.
Specifically, if Equation (2) is satisfied, the limiter oper-
ation determining means 86 determines that the torque
limiter device 28 is in operation. On the other hand, if
Equation (2) is not yet satisfied, the limiter operation de-
termining means 86 determines that the torque limiter
device 28 is not in operation. The limiter operation deter-
mination value acquired by adding the predetermined
safety margin β to the predetermined cranking time MG1
rotation speed change rate dNM1cr is a predetermined
MG1 rotation speed change rate dNM1 based on the
cranking torque TM1cr, for example, and may be a value
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calculated from Equation (3) based on the cranking
torque TM1cr, a predetermined drag torque Tf of the fric-
tion materials 60, an axial inertia moment IM1 of the first
electric motor MG1, and an adjustment value α (>0). 

[0066] For example, if the limiter operation determining
means 86 determines that the torque limiter device 28 is
in operation, the hybrid control means 82 outputs a drive
command value to the first electric motor MG1 such that
the MG1 torque TM1, for example, the cranking torque
TM1cr of the first electric motor MG1 is turned to zero,
and reduces the cranking torque TM1cr toward zero so
as to suppress the runaway of the first electric motor
MG1. On the other hand, for example, if the limiter oper-
ation determining means 86 determines that the torque
limiter device 28 is not in operation, the hybrid control
means 82 continues the normal control at the start of the
engine in which the cranking torque TM1cr is generated
in the first electric motor MG1, i.e., the MG1 rotation
speed command value is set to the predetermined crank-
ing time MG1 rotation speed change rate dNM1cr, to ro-
tationally drive the engine 18.
[0067] Fig. 12 is a flowchart for explaining a main por-
tion of the control operation of the electronic control de-
vice 80, i.e., the control operation for suppressing the
runaway of the first electric motor MG1 at the start of the
engine, and is repeatedly executed with an extremely
short cycle time, for example, on the order of few msec
to a few tens of msec.
[0068] In Fig. 12, first, at SB10 corresponding to the
engine start time determining means 88, for example, it
is determined whether the current vehicle state is set to
the engine start mode for starting the engine 18. If the
determination at SB10 is negative, this routine is termi-
nated and if the determination is positive, it is determined
at SB20 corresponding to the limiter operation determin-
ing means 86 whether the torque limiter device 28 is op-
erated based on whether the predetermined MG1 rota-
tion speed change rate dNM1’ is exceeded by the actual
MG1 rotation speed change rate dNM1 when the engine
18 is rotationally driven, for example. If the determination
at SB20 is positive, at SB30 corresponding to the hybrid
control means 82, the drive command value to the first
electric motor MG1 is output such that the MG1 torque
TM1, for example, the cranking torque TM1cr of the first
electric motor MG1 is turned to zero, for example. On the
other hand, if the determination at SB20 is negative, at
SB40 also corresponding to the hybrid control means 82,
the normal control at the start of the engine is continued,
in which the MG1 rotation speed command value is set
to the predetermined cranking time MG1 rotation speed

change rate dNM1cr to rotationally drive the engine 18,
for example.
[0069] As described above, according to this embodi-
ment, for example, in addition to the effect of the embod-
iment described above, when the engine is started by
the hybrid control means 82, if the torque limiter device
28 is in operation, the MG1 torque TM1 (cranking torque
TM1cr) for rotationally driving the engine 18 is reduced
toward zero and, therefore, for example, although the
separation of the first electric motor MG1 from the engine
inertia may cause the runaway of the first electric motor
MG1 if the torque limiter device 28 is activated in asso-
ciation with engine explosion (ignition) at the start of the
engine when the engine 18 is rotationally driven by the
first electric motor MG1, the reduction of the MG1 torque
TM1 toward zero suppresses the runaway of the first elec-
tric motor MG1 and unnecessary power consumption is
suppressed in the electric storage device 68 supplying
electric power to the first electric motor MG1 for gener-
ating the cranking torque TM1cr.
[0070] According to the present embodiment, at the
start of the engine, the operation of the torque limiter
device 28 is determined based on whether the predeter-
mined MG1 rotation speed change rate dNM1’ is exceed-
ed by the actual MG1 rotation speed change rate dNM1
when the engine 18 is rotationally driven; if the operation
of the torque limiter device 28 is determined, the MG1
torque TM1 is reduced toward zero; and therefore, for
example, as compared to the case of determining the
operation of the torque limiter device 28 based on the
estimated rotation speed difference ΔNes between the
actual MG1 rotation speed NM1 and the estimated MG1
rotation speed NM1es calculated from a correlation equa-
tion as expressed by Equation (1), i.e., for example, as
compared to the determination of the operation using sig-
nals indicative of the actual engine rotation speed NE and
the MG2 rotation speed NM2 exchanged through multi-
plex communication (e.g., communication between mi-
crocomputers repeating transmission/reception every
few tens to hundreds of mS), the operation can be de-
termined by using the signal concluded by only the first
electric motor MG1, resulting in earlier determination of
the operation of the torque limiter device 28. Therefore,
the runaway of the first electric motor MG1 is further sup-
pressed and the unnecessary power consumption is fur-
ther suppressed in the electric storage device 68 supply-
ing electric power to the first electric motor MG1.
[0071] Although the embodiments of the present in-
vention have been described in detail with reference to
the drawings, the present invention is applied in other
forms.
[0072] For example, although the transmission mech-
anism 14 including the planetary gear device 26 (differ-
ential mechanism) is exemplarily illustrated as the power
transmission device 12 making up the vehicle 10 to which
the present invention is applied in the embodiments, this
is not limitation and the present invention is applicable
to any vehicle power transmission devices including the
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torque limiter device 28 and the first electric motor MG1
coupled to one of the cover member 50 and the plate
member 58 of the torque limiter device 28 in a power
transmittable manner. For example, the present inven-
tion is applicable even to a vehicle power transmission
device configured such that the torque limiter device 28
is disposed to a power transmission path between a drive
force source and a transmission mechanism in series
with the first electric motor MG1 coupled to a power trans-
mission path between the drive force source and the
torque limiter device 28 in a power transmittable manner.
This transmission mechanism is assumed to be, for ex-
ample, a planetary gear type automatic transmission, a
belt type continuously variable transmission, and a trac-
tion type continuously variable transmission. The vehicle
power transmission device may be configured such that
the second electric motor MG2 acting as an electric motor
for running is additionally included on the output side of
such a transmission mechanism, for example. In the case
of such a vehicle power transmission device, unlike the
case of including the planetary gear device 26, the first
electric motor MG1 is operated to suppress the rotation
speed difference ΔN during operation of the torque limiter
device 28 without separating the inertia of the drive force
source; however, a certain effect of the present invention,
i.e., the suppression of the generated heat quantity of
the friction heat generated during operation of the torque
limiter device 28 can be acquired.
[0073] Although the torque limiter device 28 is dis-
posed between the first electric motor MG1 and the plan-
etary gear device 26 (the second rotating element RE2
(sun gear S)) in the embodiments, the torque limiter de-
vice 28 may be disposed between the engine 18 and the
planetary gear device 26 (the first rotating element RE1
(carrier CA)), for example. In such a case, although the
effect of reducing the engine torque TE input to the torque
limiter device 28 due to the effect of the planetary gear
device 26 cannot be acquired, a certain effect of the
present invention, i.e., the suppression of the generated
heat quantity of the friction heat generated during oper-
ation of the torque limiter device 28 can be acquired.
[0074] Although the transmission mechanism 14 in-
cludes the planetary gear device 26 as the differential
mechanism in the embodiments, the transmission mech-
anism may include as the differential mechanism, for ex-
ample, a differential gear device having a pinion rotation-
ally driven by the engine 18 and a pair of bevel gears
engaging with the pinion operably coupled to the first
electric motor MG1 and the output gear 30, instead of
the planetary gear device 26. Although the planetary gear
device 26 is a single planetary type, the planetary gear
device 26 may be a double planetary type.
[0075] Although the planetary gear device 26 has the
first rotating element RE1 coupled to the engine 18 in a
power transmittable manner as the carrier CA, the sec-
ond rotating element RE2 coupled via the torque limiter
device 28 to the first electric motor MG1 in a power trans-
mittable manner as the sun gear S, and the third rotating

element RE3 coupled to the drive wheels 40 in a power
transmittable manner as the ring gear R in the embodi-
ments, such a form may not necessarily be achieved.
For example, the first rotating element RE1 may be the
sun gear S and the second rotating element RE2 may
be the carrier CA. In other words, the engine 18 may
perform input to the sun gear S and the first electric motor
MG1 may perform input to the carrier CA. In short, the
present invention is applicable as long as the engine 18
and the first electric motor MG1 are coupled such that
the planetary gear device 26 is allowed to function as the
differential mechanism.
[0076] Although the second electric motor MG2 is di-
rectly coupled to the output gear 30 in the embodiments,
the coupling position of the second electric motor MG2
is not limited to this position and the second electric motor
MG2 may indirectly be coupled via a transmission, a plan-
etary gear device, an engagement device, etc. The sec-
ond electric motor MG2 may not necessarily be included
and the present invention is applicable as long as the
first electric motor MG1 is included.
[0077] The described embodiments are merely exem-
plary embodiments and the present invention may be
implemented in variously modified and improved forms
based on the knowledge of those skilled in the art.

Description of Reference Numerals

[0078]

12: vehicle power transmission device
18: engine (drive force source)
26: planetary gear set (differential mechanism)
28: torque limiter device
40: drive wheels
50: cover member (one of the first rotating member
and the second rotating member)
58: plate member (the other of the first rotating mem-
ber and the second rotating member)
80: electronic control device (control device)
MG1: first electric motor (electric motor)
MG2: second electric motor (electric motor for run-
ning)
RE1: first rotating element
RE2: second rotating element
RE3: third rotating element
S: sun gear
CA: carrier
R: ring gear

Claims

1. A control device (80) of a vehicle power transmission
device (12) comprising: a torque limiter device (28)
blocking transmission of a torque amount exceeding
a predetermined torque with operation involving dif-
ferential rotation between a first rotating member and
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a second rotating member; an electric motor (MG1)
coupled to one of the first rotating member and the
second rotating member in a power transmittable
manner, and a differential mechanism (26) including
three rotating elements of a first rotating element
(RE1) coupled to a drive force source in a power
transmittable manner, a second rotating element
(RE2) coupled to the electric motor (MG1) in a power
transmittable manner, and a third rotating element
(RE3) coupled to drive wheels in a power transmit-
table manner,
characterized in that
the torque limiter device (28) is disposed between
the electric motor (MG1) and the second rotating el-
ement (RE2), and
when a rotation speed difference is generated be-
tween the first rotating member and the second ro-
tating member due to the operation of the torque
limiter device, the electric motor is operated so as to
suppress the rotation speed difference.

2. The control device (80) of a vehicle power transmis-
sion device (12) of claim 1, wherein
the operation of the torque limiter device (28) is de-
termined based on a rotation speed difference be-
tween an actual rotation speed of the electric motor
(MG1) and a rotation speed of the second rotating
element (RE2) calculated from correlation of rotation
speeds of the first to third rotating elements (RE1,
RE2, RE3), and wherein
if the operation of the torque limiter device is deter-
mined, the electric motor is operated such that the
actual rotation speed of the electric motor is varied
to the calculated rotation speed of the second rotat-
ing element.

3. The control device (80) of a vehicle power transmis-
sion device (12) of claim 1 or 2, further comprising
an electric motor (MG2) for running coupled to the
drive wheels in a power transmittable manner,
wherein
when the electric motor is operated so as to suppress
the rotation speed difference, output of the electric
motor for running is suppressed.

4. The control device (80) of a vehicle power transmis-
sion device (12) of any one of claims 1 to 3, wherein
the differential mechanism (26) is a planetary gear
device having three rotating elements (RE1, RE2,
RE3) of a sun gear (S), a carrier (CA), and a ring
gear (R), and wherein the three rotating elements
are the first to third rotating elements.

5. The control device (80) of a vehicle power transmis-
sion device (12) of any one of claims 1 to 4, wherein
the differential mechanism (26) has a differential
state controlled by controlling an operating state of
the electric motor (MG1).

6. The control device (80) of a vehicle power transmis-
sion device (12) of any one of claims 1 to 5, wherein
the drive force source (18) is an engine, wherein
the electric motor (MG1) has a function as a starting
motor rotationally driving the engine during start of
the engine, wherein
if the torque limiter device (28) is in operation during
the start of the engine, an output torque of the electric
motor for rotationally driving the engine is reduced
toward zero.

7. The control device (80) of a vehicle power transmis-
sion device (12) of claim 6, wherein
during the start of the engine, the operation of the
torque limiter device (28) is determined based on
whether a predetermined value is exceeded by an
actual value of a rotation speed change rate of the
electric motor (MG1) when the engine is rotationally
driven by the electric motor, and wherein
if the operation of the torque limiter device is deter-
mined, the output torque of the electric motor is re-
duced toward zero.

Patentansprüche

1. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) mit: einer Dreh-
momentbegrenzervorrichtung (28), die eine Über-
tragung eines Drehmomentbetrags, der ein vorbe-
stimmtes Drehmoment übersteigt, mit einem Betrieb
blockiert, der eine Differenzialdrehung zwischen ei-
nem ersten Drehbauteil und einem zweiten Dreh-
bauteil beinhaltet; einem Elektromotor (MG1), der
mit einem von dem ersten Drehbauteil und dem
zweiten Drehbauteil in einer leistungsübertragbaren
Weise gekoppelt ist, und einem Differenzialmecha-
nismus (26) mit drei Drehelementen von einem ers-
ten Drehelement (RE1), das mit einer Antriebskraft-
quelle in einer leistungsübertragbaren Weise gekop-
pelt ist, einem zweiten Drehelement (RE2), das mit
dem Elektromotor (MG1) in einer leistungsübertrag-
baren Weise gekoppelt ist, und einem dritten Dreh-
element (RE3), das mit Antriebsrädern in einer leis-
tungsübertragbaren Weise gekoppelt ist,
dadurch gekennzeichnet, dass
die Drehmomentbegrenzervorrichtung (28) zwi-
schen dem Elektromotor (MG1) und dem zweiten
Drehelement (RE2) angeordnet ist, und
wenn eine Drehzahldifferenz zwischen dem ersten
Drehbauteil und dem zweiten Drehbauteil aufgrund
des Betriebs der Drehmomentbegrenzervorrichtung
erzeugt wird, der Elektromotor betrieben wird, um
die Drehzahldifferenz zu unterdrücken.

2. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach Anspruch
1, wobei
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der Betrieb der Drehmomentbegrenzervorrichtung
(28) auf der Basis einer Drehzahldifferenz zwischen
einer tatsächlichen Drehzahl des Elektromotors
(MG1) und einer Drehzahl des zweiten Drehele-
ments (RE2) bestimmt wird, die von einer Beziehung
von Drehzahlen des ersten bis dritten Drehelements
(RE1, RE2, RE3) bestimmt wird, und wobei
falls der Betrieb der Drehmomentbegrenzervorrich-
tung bestimmt wird, der Elektromotor derart betrie-
ben wird, dass die tatsächliche Drehzahl des Elek-
tromotors zu der berechneten Drehzahl des zweiten
Drehelements geändert wird.

3. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach Anspruch
1 oder 2, des Weiteren mit einem Elektromotor
(MG2) zum Fahren, der mit den Antriebsrädern in
einer leistungsübertragbaren Weise gekoppelt ist,
wobei
wenn der Elektromotor betrieben wird, um die Dreh-
zahldifferenz zu unterdrücken, eine Ausgabe des
Elektromotors zum Fahren unterdrückt wird.

4. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach einem der
Ansprüche 1 bis 3, wobei der Differenzialmechanis-
mus (26) eine Planetengetriebevorrichtung mit drei
Drehelementen (RE1, RE2, RE3) von einem Son-
nenrad (S), einem Träger (CA) und einem Hohlrad
(R) ist, und wobei die drei Drehelemente das erste
bis dritte Drehelement sind.

5. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach einem der
Ansprüche 1 bis 4, wobei der Differenzialmechanis-
mus (26) einen Differenzialzustand hat, der durch
Steuern eines Betriebszustands des Elektromotors
(MG1) gesteuert wird.

6. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach einem der
Ansprüche 1 bis 5, wobei
die Antriebskraftquelle (18) eine Kraftmaschine ist,
wobei der Elektromotor (MG1) eine Funktion als ein
Startmotor hat, der die Kraftmaschine während ei-
nes Starts der Kraftmaschine drehantreibt, wobei
falls die Drehmomentbegrenzervorrichtung (28)
während des Starts der Kraftmaschine in Betrieb ist,
ein Ausgabedrehmoment des Elektromotors zum
Drehantreiben der Kraftmaschine zu Null hin verrin-
gert wird.

7. Steuerungsvorrichtung (80) einer Fahrzeugleis-
tungsübertragungsvorrichtung (12) nach Anspruch
6, wobei
während des Starts der Kraftmaschine der Betrieb
der Drehmomentbegrenzervorrichtung (28) auf der
Basis davon bestimmt wird, ob ein vorbestimmter

Wert von einem tatsächlichen Wert einer Drehzah-
länderungsrate des Elektromotors (MG1) über-
schritten wird, wenn die Kraftmaschine durch den
Elektromotor drehangetrieben wird, und wobei
falls der Betrieb der Drehmomentbegrenzervorrich-
tung bestimmt wird, das Ausgabedrehmoment des
Elektromotors zu Null hin verringert wird.

Revendications

1. Dispositif de commande (80) pour un dispositif de
transmission de puissance de véhicule (12)
comprenant : un dispositif de limiteur de couple (28)
empêchant la transmission d’une quantité de couple
dépassant un couple prédéterminé avec une opéra-
tion impliquant la rotation différentielle entre un pre-
mier élément de rotation et un deuxième élément de
rotation ; un moteur électrique (MG1) couplé à l’un
parmi le premier élément de rotation et le deuxième
élément de rotation par transmission de puissance
et un mécanisme différentiel (26) comprenant trois
éléments de rotation composés d’un premier élé-
ment de rotation (RE1) couplé à une source de force
d’entraînement par transmission de puissance, d’un
deuxième élément de rotation (RE2) couplé au mo-
teur électrique (MG1) par transmission de puissan-
ce, et d’un troisième élément de rotation (RE3) cou-
plé aux roues motrices par transmission de puissan-
ce,
caractérisé en ce que :

le dispositif de limiteur de couple (28) est dispo-
sé entre le moteur électrique (MG1) et le deuxiè-
me élément de rotation (RE2), et
lorsqu’une différence de vitesse de rotation est
générée entre le premier élément de rotation et
le deuxième élément de rotation en raison du
fonctionnement du dispositif de limiteur de cou-
ple, le moteur électrique est actionné afin de
supprimer la différence de vitesse de rotation.

2. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon la re-
vendication 1, dans lequel :

le fonctionnement du dispositif de limiteur de
couple (28) est déterminé en fonction d’une dif-
férence de vitesse de rotation entre une vitesse
de rotation réelle du moteur électrique (MG1) et
une vitesse de rotation du deuxième élément de
rotation (RE2) calculée à partir de la corrélation
des vitesses de rotation du premier au troisième
élément de rotation (RE1, RE2, RE3), et dans
lequel :

si le fonctionnement du dispositif de limiteur
de couple est déterminé, le moteur électri-
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que est actionné de sorte que la vitesse de
rotation réelle du moteur électrique est mo-
difiée par rapport à la vitesse de rotation
calculée du deuxième élément de rotation.

3. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon la re-
vendication 1 ou 2, comprenant en outre un moteur
électrique (MG2) pour fonctionner, couplé aux roues
motrices par transmission de puissance, dans
lequel :

lorsque le moteur électrique est actionné afin de
supprimer la différence de vitesse de rotation,
la sortie du moteur électrique pour fonctionner
est supprimée.

4. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon l’une
quelconque des revendications 1 à 3, dans lequel le
mécanisme différentiel (26) est un dispositif d’engre-
nage planétaire ayant trois éléments de rotation
(RE1, RE2, RE3) composés d’un planétaire (S), d’un
support (CA) et d’une couronne (R), et dans lequel
les trois éléments de rotation sont le premier au troi-
sième élément de rotation.

5. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon l’une
quelconque des revendications 1 à 4, dans lequel le
mécanisme différentiel (26) a un état de différentiel
contrôlé en contrôlant un état de fonctionnement du
moteur électrique (MG1).

6. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon l’une
quelconque des revendications 1 à 5, dans lequel :

la source de force d’entraînement (18) est un
moteur, dans lequel :

le moteur électrique (MG1) a une fonction
de moteur de démarrage entraînant en ro-
tation le moteur pendant le démarrage du
moteur, dans lequel :

si le dispositif de limiteur de couple (28)
est en fonctionnement pendant le dé-
marrage du moteur, un couple de sortie
du moteur électrique pour entraîner en
rotation le moteur est réduit vers zéro.

7. Dispositif de commande (80) d’un dispositif de trans-
mission de puissance de véhicule (12) selon la re-
vendication 6, dans lequel :

pendant le démarrage du moteur, le fonctionne-
ment du dispositif de limiteur de couple (28) est

déterminé selon si une valeur prédéterminée est
dépassée par une valeur réelle d’une vitesse de
changement de vitesse de rotation du moteur
électrique (MG1) lorsque le moteur est entraîné
en rotation par le moteur électrique, et dans
lequel :

si le fonctionnement du dispositif de limiteur
de couple est déterminé, le couple de sortie
du moteur électrique est réduit vers zéro.
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