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Description
BACKGROUND OF THE INVENTION
1. Field of the Invention

5

[0001] The invention relates to a control apparatus for
a power transmission system including an electrical
transmission mechanism and a mechanical transmission
mechanism in series with each other.
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2. Description of Related Art
[0002] There is well known a control apparatus for a
power transmission system including an electrical transmission mechanism, a second electric motor and a mechanical transmission mechanism. The electrical transmission mechanism includes a differential mechanism
and a first electric motor. An engine is coupled to the
differential mechanism such that power is transmitted.
The first electric motor is coupled to the differential mechanism such that power is transmitted. A differential state
of the differential mechanism is controlled by controlling
an operating state of the first electric motor. The second
electric motor is coupled to an output rotating member
of the electrical transmission mechanism such that power
is transmitted. The mechanical transmission mechanism
constitutes part of a power transmission path between
the output rotating member and drive wheels. This is, for
example, a drive system for a vehicle, described in Japanese Patent Application Publication No. 2006-327583
(JP 2006-327583 A). JP 2006-327583 A describes that
a known planetary gear-type automatic transmission is
used as the mechanical transmission mechanism and
the automatic transmission is shifted in accordance with
a predetermined shift map.
[0003] Incidentally, when there is a malfunction that
prevents the first electric motor from controlling the electrical transmission mechanism, the engine may be
stopped by cutting off fuel. In such a case, in the electrical
transmission mechanism, an engine rotation speed cannot be controlled by using the first electric motor, so the
rotation speed of the first electric motor is determined on
the basis of the rotation speed of the engine that is
stopped in rotation and the rotation speed of an input
rotating member of the mechanical transmission mechanism (which is synonymous with the rotation speed of
the output rotating member of the electrical transmission
mechanism) by consulting a relative relationship among
the rotation speeds of rotating elements in the differential
mechanism that performs differential action. The input
rotating member of the mechanical transmission mechanism is determined on the basis of a vehicle speed and
a gear ratio of the mechanical transmission mechanism.
At this time, a high rotation speed of the input rotating
member of the mechanical transmission mechanism may
lead to an overspeed of the first electric motor. In contrast,
in preparation for occurrence of the above-described
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malfunction, it is conceivable to cause the vehicle to travel
while avoiding a traveling range, which is higher than or
equal to the rotation speed of the input rotating member
of the mechanical transmission mechanism and which
leads to an overspeed of the first electric motor when the
rotation of the engine is stopped, that is, to restrict use
of a high vehicle speed and low gear ratio-side in the
known shift map. However, the above restriction restricts
acceleration of the vehicle up to a high vehicle speed at
a low gear ratio even when a driver’s acceleration request
is large, so there is a possibility that drivability in traveling
under normal conditions not in the event of malfunction
is deteriorated. Other control apparatuses are described
in US 2008/227591, which relates to a vehicular drive
system and method, and in US 2009/124454, which relates to a controller of a vehicle automatic transmission.
SUMMARY OF THE INVENTION
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[0004] The invention provides a control apparatus that
is used for a power transmission system including an
electrical transmission mechanism and a mechanical
transmission mechanism in series with each other and
that is able to prevent an overspeed of a first electric
motor in the event of malfunction of the electrical transmission mechanism without deteriorating drivability in
traveling under normal conditions of the electrical transmission mechanism.
[0005] In a first aspect of the invention relates to a control apparatus for a power transmission system. The power transmission system includes an electrical transmission mechanism including a differential mechanism to
which an engine is coupled such that power is transmitted
and a first electric motor coupled to the differential mechanism such that power is transmitted. The electrical
transmission mechanism is configured such that a differential state of the differential mechanism is controlled by
controlling an operating state of the first electric motor.
The power transmission system includes a second electric motor coupled to an output rotating member of the
electrical transmission mechanism such that power is
transmitted. The power transmission system includes a
mechanical transmission mechanism that constitutes
part of a power transmission path between the output
rotating member and a drive wheel. The control apparatus includes a malfunction determination unit being configured to determine whether there is a malfunction in the
electrical transmission mechanism, the malfunction making the operating state of the first electric motor uncontrollable; an engine operation control unit being configured to stop operation of the engine; and a shift control
unit being configured, when it is determined that there is
the malfunction in the electrical transmission mechanism
and the operation of the engine is stopped, to cause the
mechanical transmission mechanism to start upshifting
by the time the rotation of the engine stops.
[0006] In a second aspect of the invention, the control
apparatus may further include an overspeed determina-
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tion unit that, when it is determined that there is the malfunction in the electrical transmission mechanism and
the operation of the engine is stopped, being configured
to calculate an estimated rotation speed of the first electric motor in a state where the rotation of the engine is
stopped, and to determine whether the estimated rotation
speed of the first electric motor falls within a predetermined overspeed range, and, when it is determined that
the estimated rotation speed of the first electric motor
falls within the predetermined overspeed range, the shift
control unit may cause the mechanical transmission
mechanism to start upshifting.
[0007] In a third aspect of the invention, the shift control
unit may calculate an estimated speed ratio of the mechanical transmission mechanism, at which the rotation
speed of the first electric motor falls outside the predetermined overspeed range in a state where the rotation
of the engine is stopped, and may upshift the mechanical
transmission mechanism such that the speed ratio of the
mechanical transmission mechanism is set to the estimated speed ratio.
[0008] In a fourth aspect of the invention, the mechanical transmission mechanism may be an automatic transmission in which a plurality of speed positions are selectively established through a shift resulting from engaging
and releasing engagement devices, and the shift control
unit may cause the mechanical transmission mechanism
to proceed with upshifting by engaging the engagement
devices for establishing the speed position after upshifting.
[0009] According to the first aspect of the invention,
when it is determined that there is the malfunction in the
electrical transmission mechanism and the operation of
the engine is stopped, the mechanical transmission
mechanism is caused to start upshifting by the time the
rotation of the engine stops. Therefore, when the rotation
of the engine is stopped as a result of a stop of the operation of the engine, the rotation speed of the output
rotating member of the electrical transmission mechanism is decreased as compared to that before it is determined that there is the malfunction in the electrical transmission mechanism. Thus, the rotation speed of the first
electric motor is lower in absolute value than that in the
case where the mechanical transmission mechanism is
not caused to upshift on the basis of the relative relationship among the rotation speeds of the rotating elements
of the differential mechanism, so an overspeed of the
first electric motor is prevented. This means that, in
traveling under normal conditions of the electrical transmission mechanism, it is not required for the vehicle to
travel while avoiding a traveling range, which is higher
than or equal to the rotation speed of the input rotating
member of the mechanical transmission mechanism and
which leads to an overspeed of the first electric motor
when the rotation of the engine is stopped. Thus, in the
power transmission system including the electrical transmission mechanism and the mechanical transmission
mechanism in series with each other, it is possible to
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prevent an overspeed of the first electric motor in the
event of a malfunction of the electrical transmission
mechanism without deteriorating drivability in traveling
under normal conditions of the electrical transmission
mechanism.
[0010] According to the second aspect of the invention,
the mechanical transmission mechanism is caused to
start upshifting when the estimated rotation speed of the
first electric motor falls within the predetermined overspeed range in a state where the rotation of the engine
is stopped, so it is possible to appropriately prevent an
overspeed of the first electric motor in the event of a malfunction of the electrical transmission mechanism.
[0011] According to the third aspect of the invention,
the mechanical transmission mechanism is caused to
upshift such that the speed ratio becomes the estimated
speed ratio of the mechanical transmission mechanism
at which the rotation speed of the first electric motor falls
outside the predetermined overspeed range in a state
where the rotation of the engine is stopped, so it is possible to reliably prevent an overspeed of the first electric
motor in the event of a malfunction of the electrical transmission mechanism.
[0012] According to the fourth aspect of the invention,
the mechanical transmission mechanism is the automatic transmission in which the plurality of speed positions
are selectively established through a shift resulting from
engaging and releasing the engagement devices, and
the shift control unit causes the mechanical transmission
mechanism to proceed with upshifting by engaging the
engagement devices for establishing the speed position
after upshifting. Therefore, it is possible to quickly decrease the rotation speed of the output rotating member
of the electrical transmission mechanism, with the result
that it is possible to reliably prevent an overspeed of the
first electric motor in the event of a malfunction of the
electrical transmission mechanism. That is, in the case
of shift control for causing the mechanical transmission
mechanism to proceed with upshifting by engaging the
engagement devices for establishing the speed position
after upshifting, the rotation speed of the input rotating
member of the mechanical transmission mechanism decreases with the process of engagement for upshifting.
Therefore, as compared to the case of shift control for,
after the rotation speed of the input rotating member of
the mechanical transmission mechanism has decreased
naturally, engaging the engagement devices for establishing the speed position after upshifting, the rate of decrease in the rotation speed of the input rotating member
of the mechanical transmission mechanism increases,
so it is possible to reliably prevent an overspeed of the
first electric motor in the event of a malfunction of the
electrical transmission mechanism.
BRIEF DESCRIPTION OF THE DRAWINGS
[0013] Features, advantages, and technical and industrial significance of exemplary embodiments of the inven-
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tion will be described below with reference to the accompanying drawings, in which like numerals denote like elements, and wherein:
FIG. 1 is a view that illustrates the schematic configuration of a power transmission system provided in
a vehicle to which the invention is applied, and is a
view that illustrates a relevant portion of control functions and control system for various control in the
vehicle;
FIG. 2 is a collinear diagram that shows a relative
relationship among rotation speeds of rotating elements in a power distribution mechanism, and is a
view that shows an example in traveling;
FIG. 3 is a skeletal view that illustrates an example
of an automatic transmission;
FIG. 4 is an operation chart that illustrates a relationship between a shift operation of the automatic transmission illustrated in FIG. 3 and a combination of
operated engagement devices that are used for the
shift operation; and
FIG. 5 is a flowchart that illustrates a relevant portion
of control operations of an electronic control unit, that
is, control operations for, in the power transmission
system including an electrical continuously variable
transmission and the automatic transmission in series with each other, preventing an overspeed of a
first electric motor in the event of a malfunction in
the electrical continuously variable transmission
without deteriorating drivability in traveling under
normal conditions of the electrical continuously variable transmission.
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[0014] Hereinafter, an embodiment of the invention will
be described in detail with reference to the accompanying
drawings.
Embodiment
[0015] FIG. 1 is a view that illustrates the schematic
configuration of a power transmission system 12 provided in a vehicle 10 to which the invention is applied, and
is a view that illustrates a relevant portion of a control
system for various control in the vehicle 10. In FIG. 1,
the vehicle 10 is a hybrid vehicle including an engine 14,
a first electric motor MG1 and a second electric motor
MG2. The power transmission system 12 includes a power distribution mechanism 16 and an automatic transmission (AT) 20. The power distribution mechanism 16
serves as a differential mechanism in which each of the
engine 14, the first electric motor MG1 and the second
electric motor MG2 is coupled to any one of a plurality of
rotating elements (rotating members) such that power is
transmitted. The automatic transmission (AT) 20 is arranged between the power distribution mechanism 16
and drive wheels 18. In the power transmission system
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12, power (when not specifically distinguished from one
another, power is synonymous with torque and force)
that is output from the engine 14 or the second electric
motor MG2 is transmitted to the automatic transmission
20, and is transmitted from the automatic transmission
20 to the drive wheels 18 via a differential gear unit 22,
and the like.
[0016] The engine 14 is a main power source of the
vehicle 10, and is a known internal combustion engine,
such as a gasoline engine and a diesel engine. An operating state of the engine 14, such as a throttle valve
opening degree θth, an intake air amount, a fuel supply
amount and ignition timing, is controlled by an electronic
control unit 50 (described later). Thus, an engine torque
Te is controlled.
[0017] Each of the first electric motor MG1 and the second electric motor MG2 is a motor generator that has the
function of a motor and the function of a generator and
that is selectively operated as a motor or a generator.
These first electric motor MG1 and second electric motor
MG2 are connected to a battery 26 via an inverter 24.
The inverter 24 is provided in the power transmission
system 12. The battery 26 is provided in the power transmission system 12. As the inverter 24 is controlled by the
electronic control unit 50 (described later), an MG1
torque Tg and an MG2 torque Tm that are output torques
(or regenerative torques) of the first electric motor MG1
and second electric motor MG2 are controlled. The battery 26 is an electrical storage device that exchanges
electric power with each of the first electric motor MG1
and the second electric motor MG2.
[0018] The power distribution mechanism 16 is formed
of a known single pinion planetary gear train, and functions as the differential mechanism that provides differential action. The single pinion planetary gear train includes a sun gear S, a ring gear R and a carrier CA as
three rotating elements. The ring gear R is arranged concentrically with the sun gear S. The carrier CA supports
pinion gears P such that the pinion gears P are rotatable
and revolvable. Each of the pinion gears P is in mesh
with the sun gear S and the ring gear R. In the power
transmission system 12, the engine 14 is coupled to the
carrier CA via a damper 28 such that power is transmitted,
the first electric motor MG1 is coupled to the sun gear S
such that power is transmitted, and the second electric
motor MG2 is coupled to the ring gear R such that power
is transmitted. In the power distribution mechanism 16,
the carrier CA functions as an input element, the sun gear
S functions as a reaction element, and the ring gear R
functions as an output element.
[0019] A relative relationship among the rotation
speeds of the rotating elements in the power distribution
mechanism 16 is shown by the collinear diagram in FIG.
2. In this collinear diagram, the vertical axis S (g-axis),
the vertical axis CA (e-axis) and the vertical axis R (maxis) respectively represent the rotation speed of the sun
gear S, the rotation speed of the carrier CA and the rotation speed of the ring gear R, and the interval between
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any adjacent two of the vertical axis S, the vertical axis
CA and the vertical axis R is set such that, where the
interval between the vertical axis S and the vertical axis
CA is 1, the interval between the vertical axis CA and the
vertical axis R is ρ (that is, Gear ratio ρ of the power
distribution mechanism 16 = Number of teeth Zs of the
sun gear S/Number of teeth Zr of the ring gear R). As for
the continuous line and the alternate long and two-short
dashed line, a state where the speed position (gear position) of the automatic transmission 20 is low gear (for
example, first-speed gear position) (see the continuous
line) and a state where the speed position (gear position)
is high gear (for example, second-speed gear position)
(see the alternate long and two-short dashed line) are
compared with each other at the same vehicle speed V
and the same engine rotation speed Ne.
[0020] Each of the continuous line and the alternate
long and two-short dashed line in FIG. 2 indicates the
relative rotation speeds of the rotating elements in hybrid
drive mode in which the vehicle is allowed to perform
engine traveling. In engine traveling, the vehicle travels
by using at least the engine 14 as a drive source. In this
hybrid drive mode, in the power distribution mechanism
16, when a reaction torque that is a negative torque generated by the first electric motor MG1 is input to the sun
gear S in positive rotation with respect to the engine
torque Te that is input to the carrier CA, a direct engine
torque Td (= Te/(1+ρ) = -(1/ρ)3Tg) that is a positive
torque in positive rotation appears in the ring gear R. In
response to a required driving force, the combined torque
of the direct engine torque Td and the MG2 torque Tm
is transmitted to the drive wheels 18 via the automatic
transmission 20 as a driving force in a vehicle forward
traveling direction. At this time, the first electric motor
MG1 functions as a generator that generates a negative
torque in positive rotation. An electric power Wg generated by the first electric motor MG1 is used to charge the
battery 26 or is consumed by the second electric motor
MG2. The second electric motor MG2 outputs the MG2
torque Tm by using all or part of the generated electric
power Wg or using electric power from the battery 26 in
addition to the generated electric power Wg. When an
electric power Wm consumed by the second electric motor MG2 is an electric power resulting from consuming
all the generated electric power Wg and does not include
an electric power resulting from consuming an electric
power taken out from the battery 26, the charge and discharge power balance of the battery 26 is even.
[0021] As indicated by the dashed lines A, B in FIG. 2,
in the collinear diagram of motor drive mode in which the
vehicle is allowed to perform motor traveling, the rotation
of the carrier CA is set to zero and the MG2 torque Tm
that is a positive torque in positive rotation is input to the
ring gear R in the power distribution mechanism 16. In
motor traveling, the vehicle travels by using the second
electric motor MG2 as a drive source while the engine
14 is stopped. At this time, the first electric motor MG1
coupled to the sun gear S is placed in a no-load state
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and is caused to rotate at idle in negative rotation. That
is, in the motor drive mode, the engine 14 is not driven,
the engine rotation speed Ne is set to zero, and the MG2
torque Tm (here, power running torque in positive rotation) is transmitted to the drive wheels 18 via the automatic transmission 20 as a driving force in the vehicle
forward traveling direction.
[0022] An electrical continuously variable transmission
30 (see FIG. 1) is provided in the power transmission
system 12. The electrical continuously variable transmission 30 includes the power distribution mechanism 16
including three rotating elements, that is, the carrier CA,
the sun gear S and the ring gear R. The carrier CA serves
as a first rotating element RE1 to which the engine 14 is
coupled such that power is transmitted. The sun gear S
serves as a second rotating element RE2 to which the
first electric motor MG1 that serves as a differential electric motor is coupled such that power is transmitted. The
ring gear R serves as a third rotating element RE3 to
which the second electric motor MG2 that serves as a
driving electric motor is coupled such that power is transmitted. The electrical continuously variable transmission
30 serves as an electrical transmission mechanism (electrical differential mechanism). In the electrical transmission mechanism (electrical differential mechanism), the
differential state of the power distribution mechanism 16
is controlled by controlling the operating state of the first
electric motor MG1. That is, the electrical continuously
variable transmission 30 includes the power distribution
mechanism 16 and the first electric motor MG1. The engine 14 is coupled to the power distribution mechanism
16 such that power is transmitted. The first electric motor
MG1 is coupled to the power distribution mechanism 16
such that power is transmitted. The differential state of
the power distribution mechanism 16 is controlled by controlling the operating state of the first electric motor MG1.
The electrical continuously variable transmission 30 is
operated as an electrical continuously variable transmission that changes a speed ratio γ0 (= Engine rotation
speed Ne/MG2 rotation speed Nm).
[0023] Referring back to FIG. 1, the automatic transmission 20 is a mechanical transmission mechanism that
constitutes part of a power transmission path between a
transmission member 32 and the drive wheels 18. The
transmission member 32 is an output rotating member
of the electrical continuously variable transmission 30.
The transmission member 32 is integrally coupled to the
ring gear R, and is integrally coupled to a transmission
input shaft (AT input shaft) 34 that is an input rotating
member of the automatic transmission 20. The second
electric motor MG2 is coupled to the transmission member 32 such that power is transmitted. The power transmission system 12 includes the electrical continuously
variable transmission 30 and the automatic transmission
20 in series with each other. The automatic transmission
20, for example, includes a plurality of sets of planetary
gear trains and a plurality of engagement devices, and
is a known planetary gear automatic transmission that
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carries out a so-called clutch-to-clutch shift. In the clutchto-clutch shift, the automatic transmission 20 is caused
to shift by changing the engaged and released states of
any two of the plurality of engagement devices. That is,
the automatic transmission 20 is the mechanical transmission mechanism that shifts by engaging and releasing
the engagement devices and that selectively establishes
a plurality of speed positions (gear positions) having different speed ratios (gear ratios) γat (= AT input rotation
speed Ni/AT output rotation speed No).
[0024] Each of the plurality of engagement devices is
a hydraulic friction engagement device that transmits rotation and torque between the transmission input shaft
34 and a transmission output shaft (AT output shaft) 36.
The transmission input shaft 34 receives power from the
engine 14 or the second electric motor MG2. The transmission output shaft 36 is the output rotating member of
the automatic transmission 20, and transmits power to
the drive wheels 18. The engaged or released state of
each of these engagement devices is controlled such
that the corresponding torque capacity (clutch torque) is
changed by adjusting an engaging hydraulic pressure
(clutch hydraulic pressure) with the use of solenoid
valves, and the like, in a hydraulic control circuit 38 provided in the automatic transmission 20. In the present
embodiment, for the sake of convenience, the plurality
of engagement devices are referred to as clutches C;
however, the clutches C include known brakes, or the
like, other than clutches.
[0025] The clutch torque of each clutch C, for example,
depends on the friction coefficient of the friction material
of the clutch C and the clutch hydraulic pressure for
pressing the friction plates. In order to transmit torque
(for example, AT input torque Ti that is a torque that is
input to the transmission input shaft 34) between the
transmission input shaft 34 and the transmission output
shaft 36 without slipping each clutch C (that is, without
occurrence of a differential rotation speed in each clutch
C), a clutch torque that gives a clutch transmission torque
(that is, a torque assigned to each clutch C) that needs
to be assigned to each clutch C for that torque is required.
However, in the clutch torque that provides a clutch transmission torque, even when the clutch torque is increased,
the clutch transmission torque does not increase. That
is, the clutch torque corresponds to the maximum torque
that each clutch C is able to transmit, and the clutch transmission torque corresponds to a torque that each clutch
C actually transmits. The clutch torque (or the clutch
transmission torque) and the clutch hydraulic pressure,
for example, have substantially a proportional relation
except a region in which a clutch hydraulic pressure required to pack each clutch C is supplied.
[0026] FIG. 3 is a skeletal view that illustrates an example of the automatic transmission 20. The automatic
transmission 20 is substantially symmetric with respect
to the axis C of the transmission input shaft 34, and the
lower half below the axis C is omitted in FIG. 3. In FIG.
3, in the automatic transmission 20, rotating elements
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(sun gears S1, S2, carriers CA1, CA2 and ring gears R1,
R2) of a first planetary gear train 21a and second planetary gear train 21b are partially coupled to each other
or coupled to the transmission input shaft 34, a case 40
that serves as a non-rotating member or the transmission
output shaft 36 directly or indirectly (or selectively) via
the clutch C (such as clutches C1, C2 and brakes B1,
B2) or a one-way clutch F1. As a result of control for
engaging or releasing each of the clutches C, the forward
four-speed gear positions are established as shown in
the engagement operation chart in FIG. 4 in response to
the driver’s accelerator operation, the vehicle speed V,
and the like. "1st" to "4th" in FIG. 4 respectively mean
the first-speed gear position to the fourth-speed gear position as the forward gear positions. The engagement
operation chart of FIG. 4 summarizes the relationship
between each gear position and the operation state of
each clutch C. The circle mark denotes an engaged state,
the triangle mark denotes an engaged state during engine brake, and the blank denotes a released state. Because the one-way clutch F1 is provided in parallel with
the brake B2 that establishes the first-speed gear position
"1st", the brake B2 does not need to be engaged at the
time of the start of movement (at the time of acceleration).
[0027] Referring back to FIG. 1, the vehicle 10, for example, includes the electronic control unit 50 that includes a control apparatus for the power transmission
system 12. FIG. 1 is a view that shows the input/output
lines of the electronic control unit 50, and is a functional
block diagram that illustrates a relevant portion of control
functions implemented by the electronic control unit 50.
The electronic control unit 50 includes a so-called microcomputer. The microcomputer includes, for example, a
CPU, a RAM, a ROM, input/output interfaces, and the
like. The CPU executes various control over the vehicle
10 by executing signal processing in accordance with
programs prestored in the ROM while utilizing a temporary storage function of the RAM. For example, the electronic control unit 50 is configured to execute various
output control, including output control over the engine
14 and regenerative control over the first electric motor
MG1 and the second electric motor MG2, shift control
over the automatic transmission 20, and the like. The
electronic control unit 50 is, where necessary, split into
an electronic control unit for controlling an engine, an
electronic control unit for controlling an electric motor, an
electronic control unit for controlling hydraulic pressure
(for controlling a shift), and the like.
[0028] Various actual values based on detection signals detected by various sensors of the vehicle 10 are
supplied to the electronic control unit 50. The various
sensors include, for example, an engine rotation speed
sensor 60, electric motor rotation speed sensors 62, 64,
such as resolvers, a vehicle speed sensor 66, an accelerator operation amount sensor 68, a throttle valve opening degree sensor 70, and the like. The various actual
values include, for example, the engine rotation speed
Ne, the MG1 rotation speed Ng, the MG2 rotation speed
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Nm, the AT output rotation speed No, an accelerator operation amount θacc, the throttle valve opening degree
θth, and the like. The engine rotation speed Ne is the
rotation speed of the engine 14. The MG1 rotation speed
Ng is the rotation speed of the first electric motor MG1.
The MG2 rotation speed Nm is the rotation speed of the
second electric motor MG2, and corresponds to the AT
input rotation speed Ni that is the rotation speed of the
transmission input shaft 34. The AT output rotation speed
No that is the rotation speed of the transmission output
shaft 36, and corresponds to the vehicle speed V. The
accelerator operation amount θacc is the operation
amount of an accelerator pedal as a driver’s acceleration
request amount. The throttle valve opening degree θth
is the opening degree of an electronic throttle valve. An
engine output control command signal Se, an electric
motor control command signal Smg, a hydraulic pressure
control command signal Sp, and the like, are output from
the electronic control unit 50. The engine output control
command signal Se is used to control the output of the
engine 14. The electric motor control command signal
Smg is used to operate the inverter 24 that controls the
first electric motor MG1 and the second electric motor
MG2. The hydraulic pressure control command signal
Sp is used to control the clutches C associated with a
shift of the automatic transmission 20. The hydraulic
pressure control command signal Sp is, for example, a
command signal (hydraulic pressure command value) for
driving the solenoid valves that regulate clutch hydraulic
pressures respectively supplied to hydraulic actuators of
the clutches C, and is output to the hydraulic control circuit 38.
[0029] The electronic control unit 50 includes hybrid
control means, that is, a hybrid control unit 52 and shift
control means, that is, a shift control unit 54.
[0030] The hybrid control unit 52 includes the function
of engine operation control means, that is, an engine operation control unit 55, and the function of electric motor
operation control means, that is, an electric motor operation control unit 56. The engine operation control unit
55 controls the operation of the engine 14. The electric
motor operation control unit 56 controls the operations
of the first electric motor MG1 and second electric motor
MG2 via the inverter 24. The hybrid control unit 52 executes hybrid drive control, or the like, by using the engine
14, the first electric motor MG1 and the second electric
motor MG2 with the use of those control functions. Specifically, the hybrid control unit 52 calculates a required
driving force Fdem by applying the accelerator operation
amount θacc and the vehicle speed V to a relationship
(for example, a driving force map) empirically obtained
or obtained by design and stored in advance (that is,
predetermined). The hybrid control unit 52 outputs command signals (the engine output control command signal
Se and the electric motor control command signal Smg)
for controlling the engine 14, the first electric motor MG1
and the second electric motor MG2 such that the required
driving force Fdem is obtained in consideration of an en-
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gine optimal fuel consumption point, a transmission loss,
an auxiliary load, the gear ratio γat of the automatic transmission 20, chargeable and dischargeable powers Win,
Wout of the battery 26, and the like. As a result of this
control, the speed ratio γ0 of the electrical continuously
variable transmission 30 is controlled.
[0031] The shift control unit 54 executes shift control
over the automatic transmission 20 such that the required
driving force Fdem is obtained in cooperation with control
over the engine 14, the first electric motor MG1, the second electric motor MG2 and the speed ratio γ0 of the
electrical continuously variable transmission 30 by the
hybrid control unit 52, and the like. Specifically, when the
shift control unit 54 determines to cause the automatic
transmission 20 to shift in order to obtain the required
driving force Fdem, the shift control unit 54 outputs, to
the hydraulic control circuit 38, the hydraulic pressure
control command signal Sp for engaging and/or releasing
the clutches C associated with the shift of the automatic
transmission 20 such that the gear position determined
to satisfy the required driving force Fdem is established.
[0032] Incidentally, there may be a malfunction in the
electrical continuously variable transmission 30, and the
malfunction may make the operating state of the first electric motor MG1 uncontrollable. The malfunction in the
electrical continuously variable transmission 30 is, for example, a malfunction on the first electric motor MG1 or
a malfunction on the engine 14. When there is a malfunction on the first electric motor MG1, it is not possible to
control the operating state of the first electric motor MG1,
so control over the electrical continuously variable transmission 30 by the first electric motor MG1 is disabled. In
this malfunction on the first electric motor MG1, the first
electric motor MG1 cannot provide reaction for the engine
torque Te, so it is desirable to stop the operation of the
engine 14. In a malfunction on the engine 14, it is desirable to stop the operation of the engine 14 to stop the
rotation of the engine 14 (that is, to set the engine rotation
speed Ne to zero). For this reason, in this malfunction on
the engine 14, even when the first electric motor MG1
has no malfunction and the first electric motor MG1 is
able to be operated, it is not allowed to freely operate the
first electric motor MG1 because the rotation of the engine 14 is stopped (that is, because the engine rotation
speed Ne is restricted to zero). A malfunction in the electrical continuously variable transmission 30 is a malfunction that requires a stop of the rotation of the engine 14.
[0033] When the rotation of the engine 14 is stopped
because a malfunction has occurred in the electrical continuously variable transmission 30 during engine
traveling, the MG1 rotation speed Ng is determined (see
FIG. 2) on the basis of the AT input rotation speed Ni
(which is synonymous with the MG2 rotation speed Nm)
and the engine rotation speed Ne that decreases toward
zero by consulting the relative relationship among the
rotation speeds of the three rotating elements of the power distribution mechanism 16. At this time, as the AT input
rotation speed Ni increases, an overspeed of the first
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electric motor MG1 is easier to occur. As the vehicle
speed V increases or as the gear position of the automatic
transmission 20 becomes a lower vehicle speed-side
(lower-side) gear position, the AT input rotation speed Ni
is easier to increase. For this reason, in order prevent an
overspeed of the first electric motor MG1 in the event of
a malfunction in the electrical continuously variable transmission 30, it is conceivable to make preparations for
occurrence of a malfunction in the electrical continuously
variable transmission 30 by restricting use of a high vehicle speed-side and low gear ratio-side region during
engine traveling under normal conditions not in the event
of a malfunction. However, such restriction restricts acceleration of the vehicle up to a high vehicle speed at a
low gear ratio even when a driver’s acceleration request
is large, so there is a possibility that drivability in engine
traveling under normal conditions is deteriorated.
[0034] From another viewpoint, if there occurs a malfunction in the electrical continuously variable transmission 30 during engine traveling, it is allowed to perform
retreat traveling through motor traveling using the second
electric motor MG2. In motor traveling in which the AT
input torque Ti is lower than that in engine traveling, it is
conceivable to downshift the automatic transmission 20
in order to ensure driving force. However, the AT input
rotation speed Ni is further increased as a result of downshift of the automatic transmission 20, so an overspeed
of the first electric motor MG1 is further easier to occur.
[0035] When there occurs a malfunction in the electrical continuously variable transmission 30 during engine
traveling and the rotation of the engine 14 is stopped, the
electronic control unit 50 causes the automatic transmission 20 to upshift. Because the AT input rotation speed
Ni is decreased as a result of the upshift of the automatic
transmission 20, an overspeed of the first electric motor
MG1 is more difficult to occur. Ensuring the durability of
the first electric motor MG1 is given a higher priority than
ensuring driving force in motor traveling. If the automatic
transmission 20 is caused to start upshifting after the
rotation of the engine 14 is stopped, it is not possible to
prevent an overspeed of the first electric motor MG1. For
this reason, the electronic control unit 50 causes the automatic transmission 20 to start upshifting by the time the
rotation of the engine 14 stops. Preferably, the electronic
control unit 50 completes the upshift of the automatic
transmission 20 by the time the rotation of the engine 14
stops.
[0036] When an overspeed of the first electric motor
MG1 does not occur in a state where the rotation of the
engine 14 is stopped, it is not required to cause the automatic transmission 20 to upshift. For this reason, at the
time when there occurs a malfunction in the electrical
continuously variable transmission 30, the electronic
control unit 50 predicts whether an overspeed of the first
electric motor MG1 occurs if the rotation of the engine
14 is stopped, and, when it is determined that an overspeed of the first electric motor MG1 occurs, causes the
automatic transmission 20 to start upshifting.
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[0037] When the AT input rotation speed Ni is decreased by causing the automatic transmission 20 to upshift into at least one gear higher vehicle speed-side
(higher-side) gear position, an overspeed of the first electric motor MG1 is prevented. Preferably, it is desirable to
decrease the AT input rotation speed Ni such that an
overspeed of the first electric motor MG1 reliably does
not occur. For this reason, the electronic control unit 50
causes the automatic transmission 20 to upshift into a
high-side gear position having a gear ratio γat smaller
than or equal to the gear ratio γat of the automatic transmission 20, at which an overspeed of the first electric
motor MG1 does not occur in a state where the rotation
of the engine 14 is stopped.
[0038] Generally, in the automatic transmission 20 in
which the gear position is established through control for
engaging or releasing the clutches C, at the time of an
upshift in a driven state, a power-off upshift is carried out.
In the power-off upshift, a decrease in the AT input rotation speed Ni is waited, and, after the AT input rotation
speed Ni has decreased to near a synchronization rotation speed after shifting, the clutches C for establishing
the gear position after upshifting are engaged. On the
other hand, in the automatic transmission 20, at the time
of an upshift in a driving state, a power-on upshift is carried out. In the power-on upshift, the AT input rotation
speed Ni is forcibly decreased by engaging the clutches
C for establishing the gear position after upshifting to
proceed with upshifting. In the event of a malfunction in
the electrical continuously variable transmission 30, no
torque is output from the electrical continuously variable
transmission 30, so the power-off upshift may be carried
out. However, the power-off upshift is lower in the rate
of decrease in the AT input rotation speed Ni than the
power-on upshift. In addition, in the power transmission
system 12, the second electric motor MG2 is coupled to
the transmission input shaft 34, so the rate of decrease
in the AT input rotation speed Ni becomes lower due to
the inertia of the second electric motor MG2. As a result,
the power-off upshift more easily causes an overspeed
of the first electric motor MG1 to occur depending on the
rate of decrease in the engine rotation speed Ne as compared to the power-on upshift. For this reason, preferably,
it is desirable to increase the rate of decrease in the AT
input rotation speed Ni by carrying out the power-on upshift to make an overspeed of the first electric motor MG1
difficult to occur. When there occurs a malfunction in the
electrical continuously variable transmission 30 during
engine traveling and the rotation of the engine 14 is
stopped, the electronic control unit 50 causes the automatic transmission 20 to carry out the power-on upshift.
[0039] Specifically, the electronic control unit 50 further
includes malfunction determination means, that is, a malfunction determination unit 58, and overspeed determination means, that is, an overspeed determination unit
59.
[0040] The malfunction determination unit 58 determines whether there is a malfunction in the electrical con-
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tinuously variable transmission 30, which makes the operating state of the first electric motor MG1 uncontrollable. The malfunction determination unit 58 determines
that there is a malfunction in the electrical continuously
variable transmission 30, for example, when there is a
malfunction in the first electric motor MG1, which causes
a current sensor value for the first electric motor MG1 in
the inverter 24 to be abnormal for the electric motor control command signal Smg, when there is a malfunction
in the inverter 24, such as overcurrent, internal circuit
malfunction and short circuit, when there is an abnormality, such as an abnormality of communication of the control apparatus for controlling an electric motor in the electronic control unit 50 with the first electric motor MG1 or
the second electric motor MG2, when there is an abnormality in the battery 26, such as an abnormality in control
over the chargeable and dischargeable powers Win,
Wout of the battery 26, or when there is a malfunction in
the engine 14, which causes an engine output abnormality or an engine start abnormality for the engine output
control command signal Se.
[0041] The engine operation control unit 55 stops the
operation of the engine 14. Preferably, during engine
traveling, when the malfunction determination unit 58 determines that there is a malfunction in the electrical continuously variable transmission 30, the engine operation
control unit 55 executes engine stop process for stopping
the operation of the engine 14. The engine operation control unit 55, for example, executes engine stop process
by cutting off fuel (F/C) to the engine 14.
[0042] During engine traveling, when the malfunction
determination unit 58 determines that there is a malfunction in the electrical continuously variable transmission
30 and the engine operation control unit 55 executes the
engine stop process, the overspeed determination unit
59 calculates an estimated rotation speed of the first electric motor MG1 (hereinafter, referred to as estimated
MG1 rotation speed Nge) in a state where the rotation of
the engine 14 is stopped. The electrical continuously variable transmission 30 is configured such that, when the
rotation speeds of any two of the three rotating elements
of the power distribution mechanism 16 are determined,
the rotation speed of the remaining one rotating element
is also determined. For this reason, the overspeed determination unit 59 calculates the estimated MG1 rotation
speed Nge by applying the AT input rotation speed Ni to
the following mathematical expression (1) that is a mathematical expression for estimating the MG1 rotation
speed Ng at the time when the engine rotation speed Ne
is set to zero and that is set in advance on the basis of
the relative relationship among the rotation speeds of the
three rotating elements of the power distribution mechanism 16 (see the states of the dashed lines A, B in the
collinear diagram of FIG. 2). The overspeed determination unit 59 determines whether the estimated MG1 rotation speed Nge falls within a predetermined overspeed
range. The overspeed determination unit 59 determines
whether the estimated MG1 rotation speed Nge falls with-
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in the predetermined overspeed range on the basis of
whether the absolute value of the estimated MG1 rotation
speed Nge is higher than or equal to a predetermined
overspeed Ngo (> 0). The predetermined overspeed
range is a rotation speed range set in advance such that
the absolute value of the MG1 rotation speed Ng becomes higher than or equal to the predetermined overspeed Ngo. The predetermined overspeed Ngo is, for
example, a lower limit value of the MG1 rotation speed
Ng (absolute value) set in advance for determining an
overspeed of the first electric motor MG1 in consideration
of the durability of the first electric motor MG1.
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[0043] During engine traveling, when the malfunction
determination unit 58 determines that there is a malfunction in the electrical continuously variable transmission
30 and the engine operation control unit 55 executes the
engine stop process, the shift control unit 54 outputs, to
the hydraulic control circuit 38, the hydraulic pressure
control command signal Sp for causing the automatic
transmission 20 to start upshifting by the time the rotation
of the engine 14 stops. Preferably, when the overspeed
determination unit 59 determines that the estimated MG1
rotation speed Nge falls within the predetermined overspeed range, the shift control unit 54 causes the automatic transmission 20 to start upshifting. The shift control
unit 54 carries out this upshift through power-on upshift.
For example, the shift control unit 54 carries out poweron upshift in order to complete the upshift of the automatic
transmission 20 by the time the rotation of the engine 14
stops.
[0044] The shift control unit 54 calculates an estimated
gear ratio γate of the automatic transmission 20 at which
the MG1 rotation speed Ng falls outside the predetermined overspeed range in a state where the rotation of
the engine 14 is stopped. The overspeed determination
unit 59 calculates a gear ratio γata after upshifting by
applying the AT output rotation speed No to the following
mathematical expression (2) that is a theoretical mathematical expression of the gear ratio γwhere the engine
rotation speed Ne is zero and the MG1 rotation speed
Ng is the predetermined overspeed Ngo, which is set in
advance on the basis of the relative relationship among
the rotation speeds of the three rotating elements of the
power distribution mechanism 16 (see the states of the
dashed lines A, B in the collinear diagram of FIG. 2). A
high-side gear ratio that is a gear ratio γat larger than the
gear ratio γata after upshifting is the estimated gear ratio
γate of the automatic transmission 20, at which the MG1
rotation speed Ng falls outside the predetermined overspeed range. The shift control unit 54 causes the automatic transmission 20 to upshift such that the gear ratio
γat of the automatic transmission 20 is set to the estimated gear ratio γate. The shift control unit 54 causes the
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automatic transmission 20 to upshift into the gear position
in which the gear ratio γat of the automatic transmission
20 becomes the estimated gear ratio γate. When there
are a plurality of gear positions of the automatic transmission 20, in which the gear ratio γat becomes the estimated gear ratio yate, the shift control unit 54, for example, causes the automatic transmission 20 to upshift
into the lowest gear position among the gear positions in
which the gear ratio γat becomes the estimated gear ratio
γate.

[0045] FIG. 5 is a flowchart that shows a relevant portion of control operations of the electronic control unit 50,
that is, control operations for preventing an overspeed
of the first electric motor MG1 in the event of a malfunction
in the electrical continuously variable transmission 30
without deteriorating drivability under normal conditions
of the electrical continuously variable transmission 30 in
the power transmission system 12 including the electrical
continuously variable transmission 30 and the automatic
transmission 20 in series with each other. This flowchart
is, for example, repeatedly executed during engine
traveling.
[0046] In FIG. 5, initially, in step (hereinafter, step is
omitted) S10 corresponding to the function of the malfunction determination unit 58, it is determined whether
there is a malfunction in the electrical continuously variable transmission 30, the malfunction making the operating state of the first electric motor MG1 uncontrollable.
When negative determination is made in S10, the routine
is ended. When affirmative determination is made in S10,
in S20 corresponding to the function of the engine operation control unit 55, the engine stop process is executed
by cutting off fuel (F/C) to the engine 14 (see "F/C" in
FIG. 2). Subsequently, in S30 corresponding to the function of the overspeed determination unit 59, it is determined whether the estimated MG1 rotation speed Nge
in a state where the rotation of the engine 14 is stopped,
which is calculated by using the mathematical expression
(1), falls within the predetermined overspeed range (see
the short dashed line segment A in FIG. 2). Determination
of S30 is not carried out after the engine rotation speed
Ne becomes zero but the determination is immediately
carried out subsequently to S20. When negative determination is made in S30, the routine is ended. When affirmative determination is made in S30, in S40 corresponding to the function of the shift control unit 54, a
command to cause the automatic transmission 20 to upshift is output. That is, a command is output to cause the
automatic transmission 20 to forcibly upshift, different
from normal upshift that is carried out under normal conditions of the electrical continuously variable transmission 30. For example, a command is output to cause the
automatic transmission 20 to upshift into the gear position
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of the automatic transmission 20 in which the gear ratio
γat becomes the estimated gear ratio γate of the automatic transmission 20, at which the MG1 rotation speed
Ng falls outside the predetermined overspeed range in
a state where the rotation of the engine 14 is stopped
(see the long dashed line segment B in FIG. 2). Subsequently, in S50 corresponding to the function of the shift
control unit 54, the automatic transmission 20 is cause
to upshift through power-on upshift.
[0047] As described above, according to the present
embodiment, when it is determined that there is a malfunction in the electrical continuously variable transmission 30 and the operation of the engine 14 is stopped,
the automatic transmission 20 is cause to start upshifting
by the time the rotation of the engine 14 stops. Therefore,
when the rotation of the engine 14 is stopped as a result
of a stop of the operation, the AT input rotation speed Ni
is decreased as compared to that before it is determined
that there is a malfunction in the electrical continuously
variable transmission 30. Thus, the MG1 rotation speed
Ng is lower in absolute value than that in the case where
the automatic transmission 20 is not caused to upshift
on the basis of the relative relationship among the rotation
speeds of the rotating elements of the power distribution
mechanism 16, so an overspeed of the first electric motor
MG1 is prevented. This means that, during traveling under normal conditions of the electrical continuously variable transmission 30, it is not required for the vehicle to
travel while avoiding a traveling range, which is higher
than or equal to the AT input rotation speed Ni and which
leads to an overspeed of the first electric motor MG1
when the rotation of the engine 14 is stopped. Thus, in
the power transmission system 12 including the electrical
continuously variable transmission 30 and the automatic
transmission 20 in series with each other, it is possible
to prevent an overspeed of the first electric motor MG1
in the event of a malfunction in the electrical continuously
variable transmission 30 without deteriorating drivability
in traveling under normal conditions of the electrical continuously variable transmission 30.
[0048] The present embodiment has such an advantage that, in comparison with a technique for controlling
the MG1 rotation speed Ng with the use of the second
electric motor MG2 by placing the automatic transmission
20 in a neutral state in the event of a malfunction in the
electrical continuously variable transmission 30, it is allowed to perform retreat traveling through motor traveling
using the MG2 in the event of a malfunction in the electrical continuously variable transmission 30. The present
embodiment has such an advantage that, in comparison
with a technique for preventing an overspeed of the first
electric motor MG1 by coupling the first electric motor
MG1 to the power distribution mechanism 16 via a clutch
and releasing the clutch in the event of a malfunction in
the electrical continuously variable transmission 30, cost
and space for adding such a clutch is not required. According to the present embodiment, the durability is improved by preventing an overspeed of the first electric
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motor MG1 in the event of a malfunction in the electrical
continuously variable transmission 30, so an opportunity
to return from a temporary malfunction to normal conditions is obtained. For example, as a result of a malfunction determination in a state where a disturbance is reduced by stopping the operation of the engine 14, when
it is determined as being normal, an opportunity to return
to normal conditions is obtained.
[0049] According to the present embodiment, the automatic transmission 20 is caused to start upshifting
when the estimated MG1 rotation speed Nge falls within
the predetermined overspeed range in a state where the
rotation of the engine 14 is stopped, so it is possible to
appropriately prevent an overspeed of the first electric
motor MG1 in the event of a malfunction in the electrical
continuously variable transmission 30.
[0050] According to the present embodiment, the automatic transmission 20 is caused to upshift such that
the gear ratio γat is set to the estimated gear ratio γate
of the automatic transmission 20 at which the MG1 rotation speed Ng falls outside the predetermined overspeed
range in a state where the rotation of the engine 14 is
stopped, so it is possible to reliably prevent an overspeed
of the first electric motor MG1 in the event of a malfunction
in the electrical continuously variable transmission 30.
[0051] According to the present embodiment, upshift
proceeds when the clutches C for establishing the gear
position after upshifting are engaged, so it is possible to
quickly decrease the AT input rotation speed Ni, with the
result that it is possible to reliably prevent an overspeed
of the first electric motor MG1 in the event of a malfunction
in the electrical continuously variable transmission 30.
That is, in the case of shift control through power-on upshift, as compared to the case of shift control through
power-off upshift, the rate of decrease in the AT input
rotation speed Ni increases, so it is possible to reliably
prevent an overspeed of the first electric motor MG1 in
the event of a malfunction in the electrical continuously
variable transmission 30.
[0052] The embodiment of the invention is described
in detail with reference to the accompanying drawings;
however, the invention is also applied to other embodiments.
[0053] For example, in the above-described embodiment, the automatic transmission 20 that is a planetary
gear-type automatic transmission as the mechanical
transmission mechanism that constitutes part of the power transmission path between the transmission member
32 and the drive wheels 18 is illustrated; however, the
invention is not limited to this configuration. The mechanical transmission mechanism may be, for example, a
known synchromesh parallel two-shaft automatic transmission that includes a plurality of pairs of constant mesh
shift gears between two shafts and of which a gear position is automatically changed by controlling engaged/released states of dog clutches (that is, intermeshing clutches) by actuators, a known dual clutch transmission (DCT) that is the synchromesh parallel two-shaft
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automatic transmission and that includes two-line input
shafts, a known continuously variable transmission
(CVT), or the like. In the case of the CVT, in the event of
a malfunction in the electrical continuously variable transmission 30, the AT input rotation speed Ni is quickly decreased by, for example, increasing the rate of change
in speed ratio as compared to normal conditions.
[0054] In the above-described embodiment, when the
estimated MG1 rotation speed Nge in a state where the
rotation of the engine 14 is stopped falls within the predetermined overspeed range, the automatic transmission 20 is caused to upshift through power-on upshift;
however, the invention is not limited to this configuration.
For example, when there is a malfunction in the electrical
continuously variable transmission 30 during engine
traveling and the rotation of the engine 14 is stopped, the
automatic transmission 20 may be caused to upshift
through power-off upshift. With this configuration as well,
a certain advantageous effect that it is possible to prevent
an overspeed of the first electric motor MG1 in the event
of a malfunction in the electrical continuously variable
transmission 30 without deteriorating drivability in
traveling under normal conditions of the electrical continuously variable transmission 30 is obtained. In such a
case, S30 and S50 in the flowchart of FIG. 5 are not
required.
[0055] In the above-described embodiment, the power
distribution mechanism 16 has the configuration of the
differential mechanism including three rotating elements;
however, the invention is not limited to this configuration.
For example, when the power distribution mechanism 16
is a differential mechanism having four or more rotating
elements by coupling a plurality of planetary gear trains
to each other, the invention can be applied. The power
distribution mechanism 16 may be a double pinion planetary gear train. The power distribution mechanism 16
may be a differential gear unit in which a pinion is driven
by the engine 14 to rotate and a pair of bevel gears that
are in mesh with the pinion are respectively operatively
coupled to the first electric motor MG1 and the transmission member 32.
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A control apparatus for a power transmission system
(12), the power transmission system (12) including
an electrical transmission mechanism (30) including
a differential mechanism (16) to which an engine (14)
is coupled such that power is transmitted and a first
electric motor (MG1) coupled to the differential
mechanism (16) such that power is transmitted, the
electrical transmission mechanism (30) being configured such that a differential state of the differential
mechanism (16) is controlled by controlling an operating state of the first electric motor (MG1), the power
transmission system (12) including a second electric
motor (MG2) coupled to an output rotating member

21

EP 3 179 132 B1

of the electrical transmission mechanism (30) such
that power is transmitted, the power transmission
system (12) including a mechanical transmission
mechanism (20) that constitutes part of a power
transmission path between the output rotating member and a drive wheel, the control apparatus comprising:
a malfunction determination unit (58) being configured to determine whether there is a malfunction in the electrical transmission mechanism
(30), the malfunction making the operating state
of the first electric motor (MG1) uncontrollable;
and
an engine operation control unit (55) being configured to stop operation of the engine (14); the
control apparatus being characterized by further comprising a shift control unit (54) being
configured, when it is determined that a malfunction in the electrical transmission mechanism
(30) exists and the operation of the engine (14)
is stopped, to cause the mechanical transmission mechanism (20) to start upshifting by the
time the rotation of the engine (14) stops.

4.
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2.

The control apparatus for a power transmission system (12) according to claim 1, further comprising:
an overspeed determination unit (59) being configured, when it is determined that a malfunction
in the electrical transmission mechanism (30)
exists and the operation of the engine (14) is
stopped, to calculate an estimated rotation
speed of the first electric motor (MG1) in a state
where the rotation of the engine (14) is stopped,
and to determine whether the estimated rotation
speed of the first electric motor (MG1) falls within
a predetermined overspeed range, wherein
when it is determined that the estimated rotation
speed of the first electric motor (MG1) falls within
the predetermined overspeed range, the shift
control unit (54) being configured to cause the
mechanical transmission mechanism (20) to
start upshifting.
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3.

The control apparatus for a power transmission system (12) according to claim 2, wherein
the shift control unit (54) being configured to calculate an estimated speed ratio of the mechanical
transmission mechanism (20), at which the rotation
speed of the first electric motor (MG1) falls outside
the predetermined overspeed range in a state where
the rotation of the engine (14) is stopped, and to upshift the mechanical transmission mechanism (20)
such that the speed ratio of the mechanical transmission mechanism (20) is set to the estimated
speed ratio.
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The control apparatus for a power transmission system (12) according to any one of claims 1 to 3, wherein
the mechanical transmission mechanism (20) is an
automatic transmission in which a plurality of speed
positions are selectively established through a shift
resulting from engaging and releasing engagement
devices, and
the shift control unit (54) being configured to cause
the mechanical transmission mechanism to proceed
with upshifting by engaging the engagement devices
for establishing the speed position after upshifting.

Patentansprüche
1.
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Steuervorrichtung für ein Energieübertragungssystem (12), wobei das Energieübertragungssystem
(12) einen elektrischen Übertragungsmechanismus
(30), der einen Differentialmechanismus (16) beinhaltet, mit dem ein Motor (14) derart gekoppelt ist,
dass Energie übertragen wird, und einen ersten
Elektromotor (MG1) beinhaltet, der mit dem Differentialmechanismus (16) derart gekoppelt ist, dass
Energie übertragen wird, wobei der elektrische
Übertragungsmechanismus (30) dazu ausgestaltet
ist, dass ein Differentialzustand des Differentialmechanismus (16) durch Steuern eines Betriebszustands des ersten Elektromotors (MG1) gesteuert
wird, das Energieübertragungssystem (12) einen
zweiten Elektromotor (MG2) beinhaltet, der mit einem rotierenden Ausgangselement des elektrischen
Übertragungsmechanismus (30) derart gekoppelt
ist, dass Energie übertragen wird, wobei das Energieübertragungssystem (12) einen mechanischen
Übertragungsmechanismus (20) beinhaltet, der einen Teil eines Kraftübertragungswegs zwischen
dem rotierenden Ausgangselement und einem Antriebsrad bildet, wobei die Steuervorrichtung umfasst:
eine Fehlfunktionsbestimmungseinheit (58), die
dazu ausgestaltet ist, zu bestimmen, ob in dem
elektrischen Übertragungsmechanismus (30)
eine Fehlfunktion vorliegt, wobei die Fehlfunktion den Betriebszustand des ersten Elektromotors (MG1) unsteuerbar macht, und
eine Motorbetriebssteuereinheit (55), die dazu
ausgestaltet ist, den Betrieb des Motors (14) zu
stoppen, wobei die Steuervorrichtung dadurch
gekennzeichnet ist, dass sie ferner eine
Schaltsteuereinheit (54) umfasst, die dazu ausgestaltet ist, wenn bestimmt wird, dass eine
Fehlfunktion in dem elektrischen Übertragungsmechanismus (30) vorliegt und der Betrieb des
Motors (14) gestoppt wird, den mechanischen
Übertragungsmechanismus (20) zu veranlassen, Hochschalten zu dem Zeitpunkt zu starten,
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de transmission électrique (30) comprenant un mécanisme différentiel (16) auquel un moteur thermique (14) est couplé de telle sorte que de la puissance
est transmise et un premier moteur électrique (MG1)
couplé au mécanisme différentiel (16) de telle sorte
que de la puissance est transmise, le mécanisme de
transmission électrique (30) étant configuré de telle
sorte qu’un état différentiel du mécanisme différentiel (16) est commandé en commandant un état de
fonctionnement du premier moteur électrique
(MG1), le système de transmission de puissance
(12) comprenant un deuxième moteur électrique
(MG2) couplé à un élément rotatif de sortie du mécanisme de transmission électrique (30) de telle sorte que de la puissance est transmise, le système de
transmission de puissance (12) comprenant un mécanisme de transmission mécanique (20) qui constitue une partie d’un passage de transmission de
puissance entre l’élément rotatif de sortie et une roue
motrice, l’appareil de commande comprenant :

zu dem die Rotation des Motors (14) stoppt.
2.

Steuervorrichtung für ein Energieübertragungssystem (12) nach Anspruch 1, ferner umfassend:
5

eine Überdrehzahl-Bestimmungseinheit (59),
die dazu ausgestaltet ist, wenn bestimmt wird,
dass eine Fehlfunktion in dem elektrischen
Übertragungsmechanismus (30) vorliegt und
der Betrieb des Motors (14) gestoppt wird, eine
geschätzte Drehzahl des ersten Elektromotors
(MG1) in einem Zustand, in dem die Rotation
des Motors (14) gestoppt ist, zu berechnen und
zu bestimmen, ob die geschätzte Drehzahl des
ersten Elektromotors (MG1) in einen vorbestimmten Überdrehzahlbereich fällt, wobei,
wenn bestimmt wird, dass die geschätzte Drehzahl des ersten Elektromotors (MG1) in den vorbestimmten Überdrehzahlbereich fällt, die
Schaltsteuereinheit (54) dazu ausgestaltet ist,
den mechanischen Übertragungsmechanismus
(20) zu veranlassen, das Hochschalten zu starten.
3.

4.

Steuervorrichtung für ein Energieübertragungssystem (12) nach Anspruch 2, wobei
die Schaltsteuereinheit (54) dazu ausgestaltet ist,
ein geschätztes Drehzahlverhältnis des mechanischen Übertragungsmechanismus (20) zu berechnen, bei dem die Drehzahl des ersten Elektromotors
(MG1) nicht in den vorbestimmten Überdrehzahlbereich in einem Zustand fällt, in dem die Rotation des
Motors (14) gestoppt ist, und den mechanischen
Übertragungsmechanismus (20) derart hochzuschalten, dass das Drehzahlverhältnis des mechanischen Übertragungsmechanismus (20) auf das
geschätzte Drehzahlverhältnis eingestellt wird.
Steuervorrichtung für ein Energieübertragungssystem (12) nach einem der Ansprüche 1 bis 3, wobei
der mechanische Übertragungsmechanismus (20)
ein Automatikgetriebe ist, bei dem mehrere Drehzahlpositionen durch eine Schaltung selektiv hergestellt werden, die sich aus einem Einrücken und Ausrücken von Einrückvorrichtungen ergibt, und
die Schaltsteuereinheit (54) dazu ausgestaltet ist,
den mechanischen Übertragungsmechanismus zu
veranlassen, mit dem Hochschalten fortzufahren, indem die Einrückvorrichtungen zum Herstellen der
Drehzahlposition nach dem Hochschalten eingerückt werden.
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1.

une unité de détermination de défaut de fonctionnement (58) qui est configurée pour déterminer s’il y a un défaut de fonctionnement dans
le mécanisme de transmission électrique (30),
le défaut de fonctionnement rendant l’état de
fonctionnement du premier moteur électrique
(MG1) incontrôlable ; et
une unité de commande de fonctionnement de
moteur thermique (55) qui est configurée pour
arrêter un fonctionnement du moteur thermique
(14) ; l’appareil de commande étant caractérisé
en ce qu’il comprend en outre une unité de commande de changement de vitesse (54) qui est
configurée, lorsque l’on détermine qu’un défaut
de fonctionnement dans le mécanisme de transmission électrique (30) existe et que le fonctionnement du moteur thermique (14) est arrêté,
pour amener le mécanisme de transmission mécanique (20) à monter les rapports au moment
où la rotation du moteur thermique (14) s’arrête.
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45

Appareil de commande pour un système de transmission de puissance (12), le système de transmission de puissance (12) comprenant un mécanisme
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Appareil de commande pour un système de transmission de puissance (12) selon la revendication 1,
comprenant en outre :
une unité de détermination de survitesse (59)
qui est configurée, lorsque l’on détermine qu’un
défaut de fonctionnement dans le mécanisme
de transmission électrique (30) existe et que le
fonctionnement du moteur thermique (14) est
arrêté, pour calculer une vitesse de rotation estimée du premier moteur électrique (MG1) dans
un état où la rotation du moteur thermique (14)
est arrêtée, et pour déterminer si la vitesse de
rotation estimée du premier moteur électrique
(MG1) tombe dans une plage de survitesse prédéterminée, dans lequel

25
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lorsque l’on détermine que la vitesse de rotation
estimée du premier moteur électrique (MG1)
tombe dans la plage de survitesse prédéterminée, l’unité de commande de changement de
vitesse (54) est configurée pour amener le mécanisme de transmission mécanique (20) à
commencer à monter les rapports.
3.

4.

Appareil de commande pour un système de transmission de puissance (12) selon la revendication 2,
dans lequel
l’unité de commande de changement de vitesse (54)
est configurée pour calculer un rapport de vitesse
estimé du mécanisme de transmission mécanique
(20), pour lequel la vitesse de rotation du premier
moteur électrique (MG1) tombe en dehors de la plage de survitesse prédéterminée dans un état où la
rotation du moteur thermique (14) est arrêtée, et pour
monter les rapports du mécanisme de transmission
mécanique (20) de telle sorte que le rapport de vitesse du mécanisme de transmission mécanique
(20) est établi au rapport de vitesse estimé.
Appareil de commande pour un système de transmission de puissance (12) selon l’une quelconque
des revendications 1 à 3, dans lequel
le mécanisme de transmission mécanique (20) est
une transmission automatique dans laquelle une
pluralité de positions de vitesse est établie de manière sélective par l’intermédiaire d’un changement
de vitesse qui résulte de l’engagement et du relâchement de dispositifs d’engagement, et
l’unité de commande de changement de vitesse (54)
est configurée pour amener le mécanisme de transmission mécanique à procéder à la montée des rapports en engageant les dispositifs d’engagement
pour établir la position de vitesse après montée des
rapports.
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