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Description

Technical Field

[0001] The present invention relates to a vehicle con-
trol method and a vehicle control device that contribute
to improving fuel efficiency by stopping fuel injection of
an engine during travel.

Background Art

[0002] Patent Document 1 discloses a technology in
which, when deceleration of a vehicle is greater than a
prescribed value, a control (hereinafter referred to as fuel
cut control) for stopping a fuel injection of an engine is
stopped and the engine is restarted.
US 2006/287798 A1 discloses a method for controlling
a vehicle having a motor configured to apply torque to a
power transmission path between an engine and a drive
wheel, and a clutch between the engine/motor and the
drive wheel, comprising: driving the motor to carry out
power running such that a deceleration of the vehicle
becomes less than or equal to a prescribed value when
fuel injection of the engine is stopped while decelerating
and an engine rotational speed is greater than or equal
to a prescribed engine rotational speed.

Prior Art Documents

Patent Documents

[0003] Patent Document 1: Japanese Laid Open Pat-
ent Application No. 2015-134585

Summary of the Invention

Problem to be Solved by the Invention

[0004] However, according to the technology of Patent
Document 1, since the fuel cut control is stopped in order
to suppress the deceleration, so it is difficult to sufficiently
improve the fuel efficiency.
[0005] An object of the present invention is to provide
a vehicle control method that can improve the fuel effi-
ciency.

Means to Solve the Problem

[0006] In order to achieve the object described above,
in the vehicle control method according to the present
invention, during fuel cut control a motor capable of ap-
plying torque between an engine and drive wheels is
made to carry out power running such that the deceler-
ation of the vehicle is no greater than a prescribed value.

Effects of the Invention

[0007] Therefore, it is possible to continue the fuel cut

control while suppressing the deceleration, and to im-
prove the fuel efficiency.

Brief Description of the Drawings

[0008]

[Figure 1] is a system diagram of a vehicle to which
a fuel cut control of a first embodiment is applied.
[Figure 2] is a control block diagram for carrying out
the fuel cut control of the first embodiment.
[Figure 3] is a flow chart showing a during-fuel-cut
deceleration control process of the first embodiment.
[Figure 4] is a time chart when an SSG is generating
a regenerative torque, while decelerating during the
fuel cut control of the first embodiment.
[Figure 5] is a time chart when the SSG is not carrying
out power running or regeneration, while decelerat-
ing during the fuel cut control of the first embodiment.
[Figure 6] is a flow chart showing a during-fuel-cut
deceleration control process of a second embodi-
ment.
[Figure 7] is a time chart when an SSG is generating
a regenerative torque, while decelerating during the
fuel cut control of the second embodiment.
[Figure 8] is a time chart when the SSG is not carrying
out power running or regeneration, while decelerat-
ing during the fuel cut control of the second embod-
iment.
[Figure 9] is a time chart showing an engine rotational
speed fluctuation suppression process in an FC end-
ing process of the second embodiment.

Descriptions of the Reference Symbols

[0009]

1 Engine
2 Clutch
3 Belt-type continuously variable transmission
4 Oil pump
10 Drive wheel
11 Motor/generator (SSG)
12 Battery
13 Compressor
C1 Automatic transmission control unit (ATCU)
C2 Engine control unit (ECU)
C3 SSG control unit (SSGCU)

Embodiments for Implementing the Invention

[First Embodiment]

[0010] Figure 1 is a system diagram of a vehicle to
which a fuel cut control of a first embodiment is applied.
In the vehicle rotation that is output from an engine 1,
which is an internal combustion engine, is input to a belt-
type continuously variable transmission 3 via a clutch 2.
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The clutch 2 is a lockup clutch provided to a torque con-
verter. The rotation the speed of which is shifted by the
belt-type continuously variable transmission 3 is trans-
mitted to a pair of drive wheels 10 via a final gear, and
the like. The engine 1 includes a starter generator 11
(hereinafter referred to as SSG 11), which functions as
a starter motor and also as a generator, a battery 12 that
sends and receives electric power to and from the SSG
11, and an air conditioner compressor 13. An oil pump 4
is provided on an output shaft of the engine 1, and the
belt-type continuously variable transmission 3 is control-
led by hydraulic pressure of the oil pump 4. An electric
oil pump or the like may be provided, and no particular
limitation is imposed.
[0011] Figure 2 is a control block diagram for carrying
out the fuel cut control of the first embodiment. The ve-
hicle comprises an automatic transmission control unit
C1 (hereinafter also referred to as ATCU.) that controls
an engagement state of the clutch 2as well as the shifting
state of the belt-type continuously variable transmission
3, an engine control unit C2 (hereinafter also referred to
as ECU) that controls an operating state of the engine 1,
and an SSG control unit C3 (hereinafter also referred to
as SSGCU) that controls the operation state of the SSG
11.
[0012] The vehicle also comprises a turbine sensor 21
that detects a turbine rotational speed (hereinafter also
referred to as Nt), which is an engine-side rotational
speed of the clutch 2, a vehicle speed sensor 22 that
detects the vehicle speed (hereinafter also referred to as
VSP), an accelerator opening degree sensor 23 that de-
tects the accelerator opening degree (hereinafter also
referred to as APO), a brake switch 24 that detects wheth-
er a brake pedal 5 has been depressed, an engine rota-
tional speed sensor 25 that detects an engine rotational
speed Ne, and an SOC sensor 26 that detects a charging
state SOC of a battery 12. In addition to the sensors de-
scribed above the vehicle further comprises a crank an-
gle sensor that detects the engine crank angle, a cam
angle sensor that detects a camshaft rotation angle, a
hydraulic pressure sensor that detects various control oil
pressures supplied to the belt-type continuously variable
transmission 3, a current sensor that detects a current
value of the SSG 11, a voltage sensor that detects a
voltage value of the SSG 11, and the like.
[0013] The detection signals of the various sensors are
supplied to each control unit. The control units are con-
nected by a CAN communication line so as to be capable
of mutually transmitting and receiving control informa-
tion. Therefore, control information of the various sen-
sors, for example, the accelerator opening degree sensor
23 and the engine rotational speed sensor 25 may trans-
mit to the ECU, and the ECU may supply the control
information to the other control units, and no particular
limitation imposed.
[0014] Next, the fuel cut control will be described. A
fuel-cut control unit (hereinafter also referred to as FC
control unit) is provided in the ECU and configured to

stop the fuel injection of the engine 1 when a prescribed
set of conditions are satisfied in a state in which the ig-
nition switch is ON. Specifically, the fuel injection is re-
started when the APO is less than or equal to a prescribed
value indicating the accelerator has been released, and
the vehicle speed VSP reaches a fuel-cut-ending vehicle
speed VSPfce that corresponds to a prescribed engine
rotational speed at which an engine restart is possible
only by restarting the fuel injection of the engine 1. Other
than making a determination based on the vehicle speed
VSP, it is synonymous with making a determination
based on whether the engine rotational speed Ne is less
than or equal to a prescribed engine rotational speed. In
addition, after starting the fuel cut, if the deceleration Gx
of the vehicle exceeds a fuel-cut-ending deceleration
Gfce indicating a rapid deceleration, the fuel injection is
restarted in order to suppress an occurrence of an ex-
cessive deceleration.
[0015] If the deceleration Gx exceeds Gfce the fuel in-
jection is restarted and the engine braking force is re-
duced before the vehicle speed reaches VSPfce, oppor-
tunities for stopping the fuel injection are reduced, so
there is the problem that the fuel efficiency cannot be
sufficiently improved. In particular, if the compressor 13
of the air conditioner is in operation the engine braking
force tends to increase, so it is necessary to restart the
fuel injection at a VSP much earlier than VSPfce, so op-
portunities for stopping the fuel injection are reduced fur-
ther. Therefore, in the first embodiment a G maintaining
control is carried out in which the SSG 11 is made to
carry out power running to reduce the engine braking
force, and the deceleration Gx is controlled so as not to
exceed Gfce. If the SOC of the battery 12 is insufficient
and the SSG 11 cannot be made to carry out power run-
ning, or if the SSG 11 cannot be made to carry out power
running due to other conditions. The fuel injection is re-
started when G exceeds Gfce, thereby suppressing the
deceleration Gx.
[0016] Figure 3 is a flow chart showing a during-fuel-
cut deceleration control process of the first embodiment.
This flow is a process carried out during the fuel cut con-
trol.
[0017] In Step S1, it is determined whether the fuel cut
control (hereinafter also referred to as FC) and deceler-
ation are being carried out; if YES, the process proceeds
to Step S2, otherwise the present control flow is ended.
[0018] In Step S2, it is determined whether the decel-
eration Gx is greater than or equal to the fuel-cut-ending
deceleration Gfce; if YES, the process proceeds to Step
S3, otherwise Step S2 is repeated. The deceleration Gx
represents the acceleration in the negative direction with
respect to the traveling direction of the vehicle, and is a
value in which the negative direction acceleration in-
creases as the absolute value of the deceleration Gx in-
creases.
[0019] In Step S3, the G maintaining control by the
SSG 11 is executed (corresponding to a deceleration
control unit). Specifically, a target deceleration is set to
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Gfce, and the power running torque of the SSG 11 is
feedback-controlled such that G converges to Gfce.
[0020] In Step S4, it is determined whether another FC
control ending condition (for example, VSP < VSPfce,
etc.) has been satisfied; if satisfied, the process proceeds
to Step S5, otherwise the process returns to Step S3 and
the G maintaining control continues. Since the deceler-
ation Gx is thereby controlled so as not to exceed Gfce,
discomfort is not imparted to the driver.
[0021] In Step S5, the FC ending process is executed.
Specifically, the clutch 2 is disengaged and the fuel in-
jection is restarted.
[0022] The actions will be described next. Figure 4 is
a time chart when the SSG is generating a regenerative
torque, while decelerating during the fuel cut control of
the first embodiment.
[0023] At time t1, if the deceleration Gx reaches Gfce
during the fuel cut control the SSG 11 is made to carry
out power running to reduce the engine braking force,
and the deceleration Gx is controlled so as not to exceed
Gfce. Therefore, the fuel injection accompanying the ex-
ceeding of Gfce by deceleration Gx is not restarted at
this time. When the vehicle speed VSP falls below VSP-
fce at time t2, the fuel injection is restarted.
[0024] The hatched region a1 shown for G between
time t1 and t2 in Figure 4 is a deceleration region that is
reduced by the power running of the SSG 11. Since the
SSG 11 is regenerating before reaching time t1 the fuel
efficiency can be improved by recovering the kinetic en-
ergy of the vehicle and supplying said energy between
time t1 and t2.
[0025] Figure 5 is a time chart when the SSG is neither
carrying out power running nor regeneration, while de-
celerating during the fuel cut control of the first embodi-
ment. The efficiency of the energy conversion from the
electric power of the SSG 11 to torque, which is used
between time t1 to t2, is better than the efficient of the
energy conversion from gasoline, which is injected when
the fuel injection is restarted during this time, to torque;
therefore, the energy consumption of the entire vehicle
can be improved.
[0026] As described above, the effects listed below can
be obtained with the first embodiment.

(1) An SSG 11 (motor) is provided that is configured
to apply torque to a power transmission path be-
tween the engine 1 and the drive wheel 10, and the
SSG 11 is driven to carry out power running such
that a deceleration Gx of the vehicle becomes less
than or equal to Gfce (prescribed value) when the
fuel injection of the engine 1 is stopped while decel-
erating and the VSP is greater than or equal to VSP-
fce (the engine rotational speed is greater than or
equal to a prescribed engine rotational speed) .
Accordingly, it is possible to ensure an opportunity
to carry out the fuel cut control while suppressing the
deceleration Gx, thereby improving the fuel efficien-
cy.

(2) The fuel injection of the engine 1 is restarted when
the deceleration Gx of the vehicle is greater than
Gfce (prescribed value) while the fuel injection of the
engine 1 is stopped.

[0027] Accordingly, it is possible to reduce the engine
braking force and to suppress the generation of exces-
sive deceleration Gx, thereby making it possible to pre-
vent discomfort from being imparted to the driver.

[Second Embodiment]

[0028] The second embodiment will be described next.
Since the basic configuration is the same as the first em-
bodiment, only the difference will be described. Figure 6
is a flow chart showing the during-fuel-cut deceleration
control process of the second embodiment. This flow is
a process that is carried out during the fuel cut control.
[0029] In Step S1, it is determined whether the fuel cut
control and the deceleration are being carried out; if YES,
the process proceeds to Step S21, otherwise the present
control flow is ended.
[0030] In Step S21, it is determined whether the decel-
eration Gx is greater than or equal to a prescribed decel-
eration Gfce1, which is less than a fuel-cut-ending de-
celeration Gfce2; if YES, the process proceeds to Step
S31, otherwise Step S21 is repeated. The absolute value
of Gfce1 is smaller than the absolute value of Gfce2.
[0031] In Step S31, a G asymptotic control by the SSG
11 is executed (corresponding to a deceleration control
unit). Specifically, a target deceleration is set gradually
from Gfce1 to a value approaching Gfce2, and the power
running torque of the SSG 11 is feedback-controlled such
that the deceleration Gx gradually converges to Gfce2.
[0032] In Step S4, it is determined whether another FC
control ending condition (for example, VSP < VSPfce,
etc.) has been satisfied; if satisfied, the process proceeds
to Step S5, otherwise the process returns to Step S31
and the G asymptotic control continues. Thus, the decel-
eration Gx is controlled so as not to exceed Gfce2, so
discomfort is not imparted to the driver.
[0033] In Step S5, the FC ending process is executed.
Specifically, the clutch 2 is disengaged and the fuel in-
jection is restarted. An engine rotational speed fluctuation
suppression process is then executed for suppressing
change in the engine rotational speed by means of the
torque control of the SSG 11. The details will be described
further below.
[0034] The operation is described next. Figure 7 is a
time chart when the SSG is generating a regenerative
torque, while decelerating during the fuel cut control of
the second embodiment.
[0035] At time t1, if the deceleration Gx reaches Gfce1
during the fuel cut control, then the SSG 11 is driven to
carry out power running to reduce the engine braking
force, and the deceleration Gx is controlled so as not to
exceed Gfce2. At this time, the deceleration Gx is made
to approach Gfce2. Therefore, since the power running
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by the SSG 11 is started before the timing at which the
power running of the SSG 11 is started in the first em-
bodiment, it is possible to suppress a sudden change in
the deceleration Gx. If the power running of the SSG 11
is not carried out, then the deceleration Gx exceeds
Gfce2, so fuel injection will be restarted at time t2. In
contrast, in the second embodiment, the deceleration Gx
does not exceed Gfce2, so the fuel injection is not re-
started. When the vehicle speed VSP falls below VSPfce
at time t3, the fuel injection is restarted.
[0036] The hatched region a2 shown for the deceler-
ation Gx between time t1 and t2 in Figure 7 is the decel-
eration region that is reduced by the power running of
the SSG 11. Since the SSG 11 is regenerating before
reaching time t1 the fuel efficiency can be improved by
recovering the kinetic energy of the vehicle and supplying
said energy between time t1 and t3.
[0037] Figure 8 is a time chart when the SSG is neither
carrying out power running nor regeneration, while de-
celerating during the fuel cut control of the second em-
bodiment. The efficiency of the energy conversion from
the electric power of the SSG 11 to torque, which is used
between time t1 to t3, is better than the efficiency of the
energy conversion from gasoline, which is injected when
the fuel injection is restarted between time t2 to t3, to
torque; therefore, the energy consumption of the entire
vehicle can be improved.
[0038] Figure 9 is a time chart showing an engine ro-
tational speed fluctuation suppression process in the FC
ending process of the second embodiment.
[0039] When the G asymptotic control is started at time
t3 and VSP falls below VSPfce at time //t4//, the clutch 2
is first disengaged. Thus, it is possible to prevent the
torque fluctuation accompanying the engine restart from
being transmitted to the drive wheels 10.
[0040] Next, even if the clutch 2 is disengaged at time
t4, the power running of the SSG 11 is continued. That
is, if the clutch 2 is disengaged in a state in which the
fuel injection is stopped, then the engine rotational speed
Ne tends to abruptly decrease. Therefore, an engine ro-
tational speed decrease amount ΔNe1, from when the
fuel injection is restarted until time t5 at which the engine
1 starts autonomous rotation, becomes large, which may
impart discomfort to the driver. Accordingly, the engine
rotational speed decrease amount ΔNe1 can be sup-
pressed by continuing the power running of the SSG 11
even after the clutch 2 is disengaged.
[0041] Next, if the operation of the SSG 11 is stopped
immediately after the engine 1 starts the autonomous
rotation at time t5, a revving amount ΔNe2 of the engine
rotational speed Ne due to complete combustion is in-
creased, which may impart discomfort to the driver.
Therefore, after the complete combustion of the engine
the revving amount ΔNe2 can be suppressed by regen-
erating the SSG 11.
[0042] In addition to the effects of the first embodiment
described above, the following effects can be obtained
with the second embodiment.

(3) The clutch 2 is provided between the engine 1
and the drive wheel 10, and when restarting the fuel
injection of the engine 1, the fuel injection is resumed
after the clutch 2 is disengaged, after which the pow-
er running of the SSG 11 is stopped. In other words,
the clutch 2 is disengaged and the fuel injection is
resumed before the power running of the SSG 11 is
stopped.
Accordingly, it is possible to prevent the engine ro-
tational speed Ne from greatly decreasing after the
clutch 2 is disengaged, and to prevent discomfort
from being imparted to the driver.
(4) When restarting the fuel injection of the engine 1
the fuel injection is restarted after the clutch 2 is dis-
engaged, and after the complete combustion of the
engine regenerative torque is applied by means of
the SSG 11.

[0043] Accordingly, it is possible to prevent the engine
rotational speed Ne from greatly revving after the com-
plete combustion of the engine, and to prevent discomfort
from being imparted to the driver.

[Other Embodiments]

[0044] The present invention was described above
based on the embodiments, but the specific configuration
may be another configuration. In the first embodiment an
example was shown in which the belt-type continuously
variable transmission 3 is employed as the transmission,
but another type of transmission may be used. In addition,
the clutch 2 of the first embodiment may be a start clutch
inside the transmission. Additionally, in the first embod-
iment the SSG 11 that can transmit torque to the crank-
shaft of the engine 1 was used, but the motor/generator
may be disposed in other places, such as between the
engine and the transmission or between the transmission
and the drive wheels, as long as it is on the power trans-
mission path between the engine 1 and the drive wheels
10.

Claims

1. A method for controlling a vehicle having a motor
(11) configured to apply torque to a power transmis-
sion path between an engine (1) and a drive wheel
(10), and a clutch (2) between the engine/motor and
the drive wheel, comprising:

driving the motor (11) to carry out power running
such that a deceleration of the vehicle becomes
less than or equal to a prescribed value when
fuel injection of the engine (1) is stopped while
decelerating and an engine rotational speed
(Ne) is greater than or equal to a prescribed en-
gine rotational speed;
characterized by
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restarting the fuel injection after disengaging the
clutch (2), and then stopping the power running
of the motor after resuming the fuel injection of
the engine (1).

2. The vehicle control method according to claim 1,
wherein
the fuel injection of the engine (1) is restarted when
the deceleration of the vehicle is greater than the
prescribed value while the fuel injection of the engine
(1) is stopped.

3. A vehicle control device comprising:

a motor (11) configured to apply torque to a pow-
er transmission path between an engine (1) and
a drive wheel (10);
a clutch disposed between the engine (1) and
the motor (11) and the drive wheel (10);
a fuel cut control unit that stops fuel injection of
the engine (1) when the engine rotational speed
(Ne) is greater than or equal to a prescribed en-
gine rotational speed during deceleration; and
a deceleration control unit that drives the motor
(11) to carry out power running such that a de-
celeration of the vehicle becomes less than or
equal to a prescribed value when fuel injection
of the engine (1) is stopped,
characterized in that
the fuel cut control unit is configured to restart
the fuel injection after disengaging the clutch,
and then stops the power running of the motor
(11) after resuming the fuel injection of the en-
gine (1).

Patentansprüche

1. Verfahren zum Steuern eines Fahrzeugs, das einen
Motor (11), der konfiguriert ist, ein Drehmoment auf
einen Kraftübertragungsweg zwischen einer An-
triebsmaschine (1) und einem Antriebsrad (10) aus-
zuüben, und eine Kupplung (2) zwischen der An-
triebsmaschine/dem Motor und dem Antriebsrad
aufweist, das aufweist:

Betreiben des Motors (11), um einen Strombe-
trieb auszuführen, so dass eine Verzögerung
des Fahrzeugs kleiner oder gleich einem vorge-
schriebenen Wert wird, wenn die Kraftstoffein-
spritzung der Antriebsmaschine (1) während der
Verzögerung gestoppt ist und eine Antriebsma-
schinendrehzahl (Ne) größer oder gleich einer
vorgeschriebenen Antriebsmaschinendrehzahl
ist;
gekennzeichnet durch
Neustarten der Kraftstoffeinspritzung nach dem
Auskuppeln der Kupplung (2), und dann Stop-

pen des Strombetriebs des Motors nach der
Wiederaufnahme der Kraftstoffeinspritzung der
Antriebsmaschine (1).

2. Fahrzeugsteuerverfahren nach Anspruch 1, wobei
die Kraftstoffeinspritzung der Antriebsmaschine (1)
neu gestartet wird, wenn die Verzögerung des Fahr-
zeugs größer als der vorgeschriebene Wert ist, wäh-
rend die Kraftstoffeinspritzung der Antriebsmaschi-
ne (1) gestoppt ist.

3. Fahrzeugsteuervorrichtung mit:

einem Motor (11), der konfiguriert ist, ein Dreh-
moment auf einen Kraftübertragungsweg zwi-
schen einer Antriebsmaschine (1) und einem
Antriebsrad (10) auszuüben;
einer Kupplung, die zwischen der Antriebsma-
schine (1) und dem Motor (11) und dem An-
triebsrad (10) angeordnet ist;
einer Kraftstoffsperreinheit, die die Kraftstoffe-
inspritzung der Antriebsmaschine (1) stoppt,
wenn die Antriebsmaschinendrehzahl (Ne)
während einer Verzögerung größer oder gleich
einer vorgeschriebenen Antriebsmaschinen-
drehzahl ist; und
einer Verzögerungssteuereinheit, die den Motor
(11) betreibt, um einen Strombetrieb auszufüh-
ren, so dass eine Verzögerung des Fahrzeugs
kleiner oder gleich einem vorgeschriebenen
Wert wird, wenn die Kraftstoffeinspritzung der
Antriebsmaschine (1) gestoppt ist,
dadurch gekennzeichnet, dass
die Kraftstoffsperreinheit konfiguriert ist, die
Kraftstoffeinspritzung nach dem Auskuppeln
der Kupplung neu zu starten, und dann den
Strombetrieb des Motors (11) nach der Wieder-
aufnahme der Kraftstoffeinspritzung der An-
triebsmaschine (1) stoppt.

Revendications

1. Procédé de commande d’un véhicule équipé d’un
moteur électrique (11) prévu pour appliquer un cou-
ple sur un trajet de transmission de puissance entre
un moteur à combustion interne (1) et une roue mo-
trice (10), et d’un embrayage (2) entre le moteur à
combustion interne/moteur électrique et la roue mo-
trice, comprenant :

l’entraînement du moteur électrique (11) pour la
production d’une puissance telle qu’une décé-
lération du véhicule devienne inférieure ou éga-
le à une valeur de consigne quand l’injection de
carburant du moteur à combustion interne (1)
est arrêtée pendant la décélération, et qu’une
vitesse de rotation (Ne) du moteur à combustion
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interne soit supérieure ou égale à une vitesse
de rotation de consigne du moteur à combustion
interne ;
caractérisé par
le redémarrage de l’injection de carburant après
débrayage de l’embrayage (2), puis l’arrêt de la
production de puissance du moteur électrique
après reprise de l’injection de carburant du mo-
teur à combustion interne (1).

2. Procédé de commande de véhicule selon la reven-
dication 1, où
l’injection de carburant du moteur à combustion in-
terne (1) est redémarrée quand la décélération du
véhicule est supérieure à la valeur de consigne pen-
dant l’arrêt de l’injection de carburant du moteur à
combustion interne (1) .

3. Dispositif de commande de véhicule, comprenant :

un moteur électrique (11) prévu pour appliquer
un couple sur un trajet de transmission de puis-
sance entre un moteur à combustion interne (1)
et une roue motrice (10) ;
un embrayage (2) disposé entre le moteur à
combustion interne (1) et le moteur électrique
(11) et la roue motrice (10) ;
une unité de commande de coupure de carbu-
rant qui interrompt injection de carburant du mo-
teur à combustion interne (1) quand la vitesse
de rotation (Ne) du moteur à combustion interne
est supérieure ou égale à une vitesse de rotation
de consigne de moteur à combustion interne
pendant la décélération ; et
une unité de commande de décélération entraî-
nant le moteur électrique (11) à produire une
puissance telle qu’une décélération du véhicule
devienne inférieure ou égale à une valeur de
consigne quand l’injection de carburant du mo-
teur à combustion interne (1) est arrêtée,
caractérisé en ce que
l’unité de commande de coupure de carburant
est prévue pour redémarrer l’injection de carbu-
rant après débrayage de l’embrayage, puis ar-
rêter la production de puissance du moteur élec-
trique (11) après reprise de l’injection de carbu-
rant du moteur à combustion interne (1).
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