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(57) ABSTRACT 

Torque demand is coordinated in a vehicle. Information 
de?ning at least one torque production limitation for a ?rst 
torque producing device is received. A request for torque is 
compared With the ?rst torque producing device torque 
production limitation. If the comparison does not result in 
the request for torque exceeding a limitation, a ?rst coordi 
nated torque request is determined as the request for torque 
and a null torque is determined as a second coordinated 

(21) Appl' NO‘: 10/ 605,148 torque request. OtherWise, a ?rst excess requested torque is 
. determined as the difference betWeen the request for torque 

22 Filed: Se . 11 2003 , , , , 
( ) p ’ and the exceeded limitation, the ?rst coordinated torque 

publication Classi?cation request is determined as the exceeded limitation, and the 
second coordinated torque request is determined as the ?rst 

(51) Int. Cl.7 ................................................... .. G06F 19/00 excess requested torque. 
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VEHICLE TORQUE COORDINATION 

BACKGROUND OF INVENTION 

[0001] 1. Field of the Invention 

[0002] The present invention relates to the control of 
torque in a vehicle. More particularly, the present invention 
relates to coordinating torque demands amongst a plurality 
of vehicular torque producing devices. 

[0003] 2. Background Art 

[0004] Vehicle control systems accept requests from the 
vehicle driver and various vehicle components as Well as 
output from vehicle parameter sensors. Vehicle controllers 
use these inputs to generate control signals for vehicle 
equipment. Conventional control systems applied to auto 
motive vehicle applications Were used to improve engine 
operation in order to reduce vehicle emissions. Since these 
early attempts, engine controls have continued to groW in 
complexity as opportunities are identi?ed to make further 
improvements in performance, emissions, fuel economy, 
and the like. Since the engine controller is still typically the 
most complex control system on the vehicle, it remains the 
primary repository for most neW vehicle control algorithms 
as they are developed. This has resulted in tWo problems 
With conventional engine controllers. 

[0005] First, several control features that reside in the 
engine controller are not engine speci?c. For example driver 
demand algorithms, Which determine the desired traction 
torque or force required by the driver, are often resident in 
the engine controller. These algorithms are required for any 
vehicle, regardless of the type and number of torque gen 
erators, and are not therefore engine speci?c. Another 
example of algorithms routinely integrated into the engine 
controller is passive anti-theft algorithms. By not purposely 
distinguishing these algorithms from the base engine control 
algorithms, modular design, testing and implementation of 
the control system becomes much more dif?cult. 

[0006] A second problem With conventional engine con 
trollers is that many of the algorithms in the engine con 
troller are engine system centric. Since the engine controller 
has historically been the predominant controller in the 
vehicle, many algorithms have been Written assuming that 
the engine speci?c information is alWays available. For 
example, the interface betWeen the transmission and engine 
control functions used for torque reduction during shifting is 
Written in terms of spark angle rather than torque. This type 
of architecture is not conducive to adding other torque 
producing devices to the drive line such as, for example, an 
electric motor. 

[0007] At the same time that engine control systems have 
been groWing in complexity, control systems have been 
added to other subsystems on the vehicle With the intention 
of improving various aspects such as safety, durability, 
performance, emission control and the like. Typically, these 
control systems are implemented as stand alone systems that 
provide little or no interaction With the other control systems 
on the vehicle. 

[0008] NeW vehicle technologies such as hybrid electric 
poWer trains, advanced engines, active suspensions, telemat 
ics, and the like are increasingly incorporated into the 
vehicle. As these technologies emerge and are targeted 
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toWards production vehicles, the interaction betWeen sub 
systems groWs ever more complex. To achieve increasingly 
more stringent requirements on vehicle objectives for emis 
sions, safety, performance, and the like, the interactions 
betWeen major subsystems in the vehicle need to be coor 
dinated at the vehicle level. 

[0009] Further, conventional controllers are easily adapt 
able to a variety of drive train con?gurations. Each hardWare 
con?guration requires a unique control solution. Arbitration 
among requests and coordination among actuators is often 
ad-hoc and device speci?c. Control subsystems need to 
knoW information buried Within other subsystems. The 
possibility even arises for different subsystems to issue 
con?icting control commands. 

[0010] Conventional torque coordinating schemes require 
different algorithms for different hybrid vehicle events such 
as charging, poWer assist, bleed, regenerative braking, and 
the like. This results in discontinuous torque control due to 
state sWitching While one or more torque generators are 
running. 
[0011] What is needed is a functional structure that alloWs 
several torque producing devices to be coordinated at the 
vehicle level. This structure should be ?exible, permitting 
application in a Wide variety of vehicle con?gurations. In 
addition, this structure should be readily implemented in 
current and future vehicle control systems. 

SUMMARY OF INVENTION 

[0012] The present invention coordinates torque requests 
amongst a plurality of torque producing devices. 

[0013] Torque coordination under the present invention is 
more robust and less prone to failure than conventional 
systems Which use different algorithms for hybrid functions. 
The present invention also results in improved driveability, 
fuel economy and exhaust emissions. 

[0014] A method for coordinating torque demand in an 
automotive vehicle is provided. Information de?ning at least 
one torque production limitation for a ?rst torque producing 
device is received. A request for torque is determined. The 
request for torque is compared With the at least one ?rst 
torque producing device torque production limitation. If the 
comparison does not result in the request for torque exceed 
ing a ?rst torque producing device torque production limi 
tation, a ?rst coordinated torque request is determined as the 
request for torque and a null torque is determined as a 
second coordinated torque request. If the comparison results 
in the request for torque exceeding a ?rst torque producing 
device torque production limitation, a ?rst excess requested 
torque is determined as the difference betWeen the request 
for torque and the exceeded ?rst torque producing device 
torque production limitation, the ?rst coordinated torque 
request is determined as the exceeded ?rst torque producing 
device torque production limitation, and the second coordi 
nated torque request is determined as the ?rst excess 
requested torque. The ?rst coordinated torque request is sent 
to the ?rst torque producing device and the second coordi 
nated torque request is sent to at least one second torque 
producing device. 

[0015] In an embodiment of the present invention, infor 
mation de?ning at least one torque production limitation for 
the at least one second torque producing device is received. 
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The ?rst excess requested torque is compared With the 
second torque producing device torque production limita 
tions. If the ?rst excess requested torque exceeds any second 
torque producing device torque production limitation, an 
exceeded second torque producing device torque production 
limitation is sent as the second coordinated torque. Asecond 
excess requested torque may be determined as the difference 
betWeen the ?rst excess requested torque and the exceeded 
second torque producing device torque production limita 
tion. The ?rst coordinated torque request is then determined 
as the sum of the exceeded ?rst torque producing device 
torque production limitation and the second excess 
requested torque. The sum of the exceeded ?rst torque 
producing device torque production limitation and the sec 
ond excess requested torque may be compared With ?rst 
torque producing device torque production limitations. If the 
sum of the exceeded ?rst torque producing device torque 
production limitation and the second excess requested 
torque is greater than an exceeded ?rst torque producing 
device torque production limitation, the exceeded ?rst 
torque producing device torque production limitation is 
determined as the ?rst coordinated torque request. 

[0016] In another embodiment of the present invention, 
the ?rst torque producing device includes an engine and the 
at least one second torque producing device includes a 
motor. 

[0017] In still another embodiment of the present inven 
tion, the comparison is performed at a Wheel level and the 
?rst torque producing device generates torque at a transmis 
sion input level. Information de?ning at least one torque 
production limitation for the ?rst torque producing device is 
translated through any transmission effects betWeen the 
transmission input level and the Wheel level. 

[0018] In yet another embodiment of the present inven 
tion, the comparison is performed at a transmission input 
level and the ?rst torque producing device generates torque 
at a Wheel level. At least one of the ?rst coordinated torque 
request and the second coordinated torque request is trans 
lated through any transmission effects betWeen the Wheel 
level and the transmission input level. 

[0019] In a further embodiment of the present invention, 
the request for torque is determined by summing a plurality 
of torque requests. 

[0020] A vehicle is also provided. The vehicle includes at 
least one source of torque requests. An engine receives 
commands for generating a ?rst torque. At least one motor 
receives commands for generating a second torque. Control 
logic determines a torque request. An initial coordinated 
torque request is determined as the determined torque 
request limited by at least one engine torque limit. A ?rst 
excess requested torque is determined as a difference 
betWeen the received torque request and the initial coordi 
nated torque request. A second coordinated torque request is 
determined as the ?rst excess requested torque limited by at 
least one motor torque limit. A second excess requested 
torque is determined as a difference betWeen the ?rst excess 
requested torque and the second coordinated torque request. 
A ?rst coordinated torque request is determined as a sum of 
the initial coordinated torque request and the second excess 
requested torque. 
[0021] In an embodiment of the present invention, the 
vehicle further comprises a transmission for converting the 
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?rst torque from a transmission input level to a Wheel level 
driving a ?rst axle and Wherein the at least one motor 
comprises at least one motor mechanically connected to a 
second axle. The system may also include a traction con 
troller determining a balancing torque request to reduce a 
difference in speed betWeen the ?rst axle and the second 
axle. The control logic determines the initial coordinated 
torque request as a difference betWeen the determined torque 
request and the balancing torque request as limited by at 
least one engine torque limit. 

[0022] In another embodiment of the present invention, 
the determined torque request includes an arbitrated driver 
request exceeding the ability for the engine to generate as the 
?rst torque. In response, the control logic determines the 
second coordinated torque request as a poWer assist request. 

[0023] In still another embodiment of the present inven 
tion, the determined torque request is a negative torque 
request. In response, the control logic determines the second 
coordinated torque request as a regenerative braking request. 

[0024] In yet another embodiment of the present inven 
tion, the vehicle includes at least one battery controller 
determining a charging torque request to change a state of 
charge of at least one battery using at least one motor 
mechanically connected to at least one of the ?rst axle and 
the second axle. In response, the control logic determines the 
initial coordinated torque request as a sum of the determined 
torque request and the charging torque request as limited by 
at least one engine torque limit. 

[0025] The above objects and other objects, features, and 
advantages of the present invention are readily apparent 
from the folloWing detailed description of the preferred 
embodiments for carrying out the invention When taken in 
connection With the accompanying draWings. 

BRIEF DESCRIPTION OF DRAWINGS 

[0026] FIG. 1 is a schematic diagram illustrating torque 
producing devices according to an embodiment of the 
present invention; 

[0027] FIG. 2 is a block diagram illustrating multilevel 
torque resolution according to an embodiment of the present 
invention; 

[0028] FIGS. 3a and 3b are a block diagram illustrating 
motion control functions for an integrated starter-generator 
hybrid vehicle according to an embodiment of the present 
invention; 

[0029] FIGS. 4a-4c are block diagrams illustrating a 
generaliZed architecture for vehicle motion control accord 
ing to an embodiment of the present invention; 

[0030] FIG. 5 is a schematic diagram illustrating a vehicle 
With electric four-Wheel drive according to an embodiment 
of the present invention; 

[0031] FIGS. 6a and 6b is a block diagram illustrating a 
vehicle motion controller for electric four-Wheel drive 
according to an embodiment of the present invention; 

[0032] FIG. 7 is a block diagram illustrating Wheel level 
torque coordination according to an embodiment of the 
present invention; 
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[0033] FIG. 8 is a block diagram illustrating transmission 
input level base torque coordination according to an embodi 
ment of the present invention; 

[0034] FIG. 9 is a block diagram illustrating fast torque 
coordination at the transmission input level according to an 
embodiment of the present invention; 

[0035] FIG. 10 is a block diagram illustrating arbitration 
among base requests at the Wheel level according to an 
embodiment of the present invention; 

[0036] FIG. 11 is a block diagram illustrating arbitration 
at the transmission input level according to an embodiment 
of the present invention; and 

[0037] FIG. 12 is a block diagram illustrating multilevel 
torque resolution according to an embodiment of the present 
invention. 

DETAILED DESCRIPTION 

[0038] Referring to FIG. 1, a schematic diagram illustrat 
ing torque producing devices according to an embodiment of 
the present invention is shoWn. Vehicle 20 may include a 
plurality of torque producing devices. Torque producing 
devices include any of a Wide variety of internal combustion 
engines (ICE). Various types of motors may also be 
employed, including those poWered by energy storage 
devices such as batteries, accumulators and the like; poW 
ered by poWer generating devices, such as engines, fuel cell 
systems, solar cell systems, and the like; or poWered by any 
combination of these. 

[0039] For example, engine 22 transmits torque through 
engine transmission 24 to front axle 26 thereby driving 
Wheels 28. Engine transmission 24 is controlled to convert 
torque from engine 22 to axle 26 using various mechanisms 
such as torque converters, gears, and the like. Transmission 
24 may be manual, automatic, continuously variable, com 
posed of one or more planetary gear sets, or of any other 
suitable construction or operation. Vehicle 20 may also 
include electric motor 30 mechanically connected to engine 
transmission 24. Motor 30 may be, for example, an inte 
grated starter-generator (ISG). Engine 22 may be connected 
to motor 30 through clutch 31. Disengaging clutch 31 alloWs 
motor 30 to drive axle 26 Without driving engine 22. Various 
torque producing devices may be interconnected by one or 
more of a variety of mechanisms, including mechanical 
coupling, electromagnetic coupling, hydraulic coupling, and 
the like. Vehicle 20 may also include motor 32 connected 
through an intermediate stage of engine transmission 24 to 
axle 26. 

[0040] Many alternative drive con?gurations are possible. 
For example, internal combustion engine 33 transmits 
torque through transmission 34 to rear axle 36 propelling 
Wheels 28. Electric motor 38 transmits torque through 
separate transmission 40 to rear axle 36. Transmission 40 
may also transmit torque from rear axle 36 to motor 38 When 
motor 38 is generating electric poWer. One or more motor/ 
generators 42 may also be directly connected to axle 36. 
Motor/generators 42 may be electric or hydraulic, the latter 
storing energy in accumulators during deceleration for later 
delivery to Wheels 28 for acceleration. Various combinations 
of front drive and/or rear drive sources can be implemented. 
In addition, any number of axles or other output shafts may 
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be driven. The present invention is not limited to a speci?c 
con?guration of drive or torque generating devices. 

[0041] Vehicle 20 typically includes at least one mecha 
nism for decelerating. Each Wheel 28 may include one or 
more friction brake 44. Engine 22, 33 may implement 
compression braking. Motor 30, 32, 38, 42 may implement 
regenerative braking. 
[0042] Vehicle 20 With a multitude of torque producing 
devices is more ef?ciently controlled through a coordinated 
effort to receive torque requests and generate torque com 
mands. A multilevel consideration is appropriate since 
torque producing devices and torque requesting sources 
operate at different levels. For example, some torque pro 
ducing devices operate at a transmission input level Whereas 
other torque producing devices operate at a transmission 
output or Wheel level. Similarly, torque requests may be 
received at either the transmission input or Wheel levels. It 
should be noted that the term transmission generally refers 
to any means for converting torque such as gears, belts, 
torque converters, clutches, shafts, pulleys, and the like, as 
Well as traditional engine transmissions. 

[0043] Referring noW to FIG. 2, a block diagram illus 
trating multilevel torque resolution according to an embodi 
ment of the present is shoWn. A level may be any point in a 
drive train Where torque is requested or generated. Possible 
levels include at a Wheel, axle, transmission input, trans 
mission output, intermediate transmission stage, poWer take 
off point, and the like. 

[0044] An exemplary torque resolution system, shoWn 
generally by 50, operates on both Wheel level 51 and 
transmission input level 52. Wheel level resolver 53 receives 
a plurality of Wheel level torque requests 54 and generates 
at least one of Wheel level base requests 55 and Wheel level 
fast requests 56. Wheel level resolver 53 may also coordi 
nate Wheel level requests 55, 56 betWeen Wheel level torque 
producing devices. 

[0045] Operation at Wheel level 54 may be expressed in 
one or more of a variety of reference domains. These 
domains apply to both vehicle acceleration and deceleration. 
The Wheel torque domain expresses variables in terms of the 
torque requested at, or delivered to, one or more Wheels 28. 
The drive shaft domain is related to the Wheel torque domain 
through differential gear ratios. The tractive force domain is 
related to the Wheel torque domain through the Wheel radius. 
The vehicle acceleration domain is related to the tractive 
force domain through vehicle mass. The present invention 
applies regardless of Which domain is considered. Without 
loss of generality, operation at the Wheel level Will be 
described in terms of Wheel torque. 

[0046] Translator 57 accepts Wheel level base requests 55 
and Wheel level fast requests 56 and translates requests 55, 
56 to compensate for the effect of any torque conversion 
betWeen transmission input level 52 and Wheel level 51. 
Translator 57 generates translated base requests 58 and 
translated fast requests 59 by translating Wheel level base 
requests 55 and Wheel level fast requests 56, respectively. 

[0047] Transmission input level resolver 60 accepts trans 
lated base requests 58, translated fast requests 59 and 
transmission input level requests 61. Transmission input 
level resolver 60 arbitrates requests 58, 59, 61 to produce 
transmission input level base requests 62 and transmission 
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input level fast requests 63. Transmission input level 
resolver 60 may also coordinate torque requests 62, 63 
betWeen multiple transmission input level torque producing 
devices. 

[0048] One aspect of the present invention is that torque 
may be arbitrated at tWo or more levels. For example, Wheel 
torque and transmission input torque are arbitrated sepa 
rately by torque resolution system 50. The ?rst arbitration 
compares all Wheel torques that are requested at Wheel level 
51. After drive line disturbance control, the desired value of 
Wheel torque is translated or converted to a desired crank 
shaft torque by adjusting for transmission torque ratio and 
losses. Since this is the point in vehicle 20 at Which torque 
is summed on the drive line, it is an appropriate place for the 
second arbitration to occur. Here, all requests for crankshaft 
(transmission input) torque, including the arbitrated and 
translated Wheel torque, are arbitrated to determine a ?nal 
desired crankshaft torque. 

[0049] A second aspect of the present invention propa 
gates arbitrated desired torque requests into tWo signals: a 
base value and a fast value. As Will be recogniZed by one of 
ordinary skill in the art, there are several Ways to affect the 
torque in vehicle 20. Thus, an effort is made to distinguish 
betWeen base requested values, associated primarily With 
meeting driver demand and other relatively sloW requests 
Within the system, from fast values related to vehicle sub 
system protection, safety, and other high speed requests for 
torque. This dichotomy also conveniently re?ects the varia 
tion and abilities to produce torque Within an engine. An 
internal combustion engine has methods for modifying 
torque that can cover the entire range of operation such as, 
for example, air ?oW modi?cation, that typically have a loW 
response time. These methods are best used for achieving 
base torque response. The internal combustion engine can 
also modify torque rapidly but often Within only limited 
authority such as, for example, in spark modi?cation. Simi 
larly, an ISG is another device that can produce fast torque 
response Within only limited torque capability. These types 
of torque production are best matched With fast torque 
demands. 

[0050] Translator 57 may implement a ?xed algorithm or 
a variable algorithm depending on the operation and type of 
transmission represented by translator 57. For example, 
engine transmission 24 may be represented by translator 57 
implementing, for each fast and/or sloW torque, the folloW 
ing formula: "cc=rFm+y, Where "no is a transmission input 
torque as represented by translated Wheel level base requests 
58 or translated Wheel level fast requests 59, r is an effective 
Wheel rolling radius, F is a traction force representing Wheel 
level base requests 55 or Wheel level fast requests 56, m is 
a torque ratio, and y is a torque offset. In addition, While only 
one translator 57 is shoWn in FIG. 2, a plurality of trans 
lators 64 may be used if multiple transmissions convert 
torque Within vehicle 20. Examples of other levels betWeen 
Which translation may occur include differential input, plan 
etary gear stages, and the like. 

[0051] Referring noW to FIGS. 3a and 3b, a block dia 
gram illustrating motion control functions for an integrated 
starter-generator (ISG) hybrid vehicle according to an 
embodiment of the present invention is shoWn. A vehicle 
system controller, shoWn generally by 70, contains the set of 
distinguishing characteristics for torque control in vehicle 
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20. Vehicle system controller 70 also coordinates the inter 
actions of various subsystems in vehicle 20 as represented 
by transmission controller 72, battery controller 74, ISG 
controller 76, and engine controller 78. Vehicle system 
controller 70 is preferably implemented on a microcontroller 
system Within vehicle 20. As Will be recogniZed by one of 
ordinary skill in the art, functions performed by vehicle 
system controller 70 may be implemented in more than one 
special purpose controller, may be split amongst other 
vehicle controllers, and may implement functionality that 
may otherWise be assigned to various other vehicle control 
lers. Functionality in vehicle system controller 70 may be 
implemented as hardWare, softWare, ?rmWare, or any com 
bination. 

[0052] Vehicle system controller 70 may be divided into a 
plurality of functional elements, as illustrated here by Way of 
example. Accelerator pedal interpreter 80, vehicle speed 
limiting 82, and cruise control 84 generate Wheel level 
torque requests. Accelerator pedal interpreter 80 accepts 
accelerator pedal position 86 and vehicle speed 88 and 
determines driver’s desired tractive force 90. Cruise control 
84 accepts desired vehicle speed 92 and vehicle speed 88 
and determines cruise desired tractive force 94 needed to 
maintain a desired vehicle speed. Vehicle speed limiting 82 
determines maximum tractive force 96 as a limit needed to 
avoid vehicle overspeed condition. Tractive force arbitration 
98 accepts desired tractive forces 90, 94 and maximum 
tractive force 96. Tractive force arbitration 98 arbitrates 
requests for tractive force from these various sources and 
generates desired tractive force base. Desired tractive force 
base 100 is a Wheel level base request. 

[0053] Tractive force arbitration 98 also generates tractive 
force source 104 propagated along With base desired tractive 
force 100. Tractive force source 104 provides an indication 
of the requirements of the torque command and is used to 
help the torque and speed coordination function and torque 
producing subsystems to determine the appropriate method 
for achieving the desired torque values. For example, engine 
22 can produce a fast torque reduction by either modifying 
spark advance or fuel cutoff to cylinders. The utility of these 
tWo methods varies, hoWever, as spark is limited in the range 
of reduction that can be achieved Whereas fuel is limited in 
the precision of the torque reduction produced. By encoding 
either the source of the torque request or the desired affect 
of the request in tractive force signal 104, torque and speed 
coordination function and torque producing subsystems can 
make better decisions as to the appropriate course of action. 

[0054] Max/min crankshaft torque 106 determines total 
minimum and maximum available crankshaft torque from 
all sources. In this example, inputs include ISG max/min 
torque available 108 from ISG controller 76 and engine 
max/min torque available 110 from engine controller 78. 
Max/min crankshaft torque 106 generates max/min avail 
able crankshaft torque 112. Shift scheduling 114 accepts 
accelerator pedal position 86, vehicle speed 88, and max/ 
min available crankshaft torque 112. Shift scheduling 114 
determines transmission con?guration as desired gear signal 
116 to transmission controller 72. Converter clutch sched 
uling 118 determines the desired lock up status of the torque 
converter bypass clutch based on accelerator pedal position 
86 and vehicle speed 88. Speci?cally, converter clutch 
scheduling 118 generates desired converter clutch state and 
desired converter clutch slip 119 for transmission controller 
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72. Transmission controller 72 controls clutch and valve 
solenoids Within engine transmission 24. Transmission con 
troller 72 also generates a variety of signals including torque 
ratio and torque loss offset signals, shoWn generally by 120, 
used for translating torque requests. Signal 122 from trans 
mission controller 72 indicates the maximum and minimum 
crankshaft fast torque and maximum crankshaft base torque. 
Signal 124 indicates transmission stop permission and signal 
126 indicates desired crankshaft speed. 

[0055] Block 128 performs translation doWn through 
engine transmission 24. Actual crankshaft torque 130 is 
translated using torque ratio and torque loss offset signals 
120 to produce actual tractive force 132. Driveline distur 
bance control 134 accepts desired tractive force base 100 
and actual tractive force 132 to smooth driveline responses 
to rapid changes in torque demand. The result is ?ltered 
desired tractive force base 136. 

[0056] Block 140 translates desired tractive force to 
desired crankshaft torque. Filtered desired tractive base 
force 136 is translated using torque ratio and torque loss 
offset signals 120 to produce translated desired tractive force 
base 142. 

[0057] Crankshaft torque arbitration 146 accepts trans 
lated desired tractive force base 142 and tractive force 
source 104 as Well as requests of crankshaft torque from any 
other source. Crankshaft torque arbitration 146 arbitrates 
these requests to generate desired crankshaft torque base 
148, desired crankshaft torque fast 150, and crankshaft 
torque source 152 re?ecting tractive force source 104. 

[0058] Referring noW to FIG. 3b, energy management 
block 154 represents energy management functions of 
vehicle system controller 70. Energy management 154 gen 
erates desired generation poWer 156 and energy manage 
ment stop okay ?ag 158. Driveline idle speed coordination 
160 accepts desired generation poWer 156 and desired 
crankshaft speed 126 to determine the desired operating 
speed for driveline during periods Without driver demand. 
This desired operating speed is expressed as desired idle 
speed 162 used by engine controller 78. 
[0059] Torque and speed coordination function 174 splits 
requested torque betWeen various torque producers. In this 
example, torque producers are internal combustion engine 
22 and ISG motor 30 as controlled by engine controller 78 
and ISG controller 76, respectively. Torque and speed coor 
dination 174 accepts desired crankshaft torque base 148, 
desired crankshaft torque fast 150, and crankshaft torque 
source 152 from crankshaft torque arbitration 146. Inputs 
also include transmission stop okay ?ag 124, energy man 
agement stop okay ?ag 158, ISG stop okay ?ag 166 from 
ISG controller 76, engine stop okay ?ag 168 from engine 
controller 78, battery stop okay ?ag 170 from battery 
controller 74, and desired generation poWer 156. ISG con 
troller 76 receives desired ISG torque, desired ISG speed, 
and ISG torque or speed control mode, represented by 
signals 184, from torque and speed coordination 174. Engine 
controller 78 receives desired engine torque base, desired 
engine torque fast, and engine torque source, represented by 
signals 186, from torque and speed coordination 174. 
Energy management 154 receives desired crankshaft torque 
base and desired crankshaft torque fast, represented by 
signals 188, from torque and speed coordination 174. 
[0060] Referring noW to FIGS. 4a-4c, block diagrams 
illustrating a generaliZed architecture for vehicle motion 
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control according to an embodiment of the present invention 
are shoWn. In certain applications, there is a need to coor 
dinate torque requests at the Wheels. Examples of such 
applications include When electro-hydraulic brakes (EHB) 
are used to more efficiently capture braking energy, When a 
traction motor is introduced on an axle not driven by an 
internal combustion engine to provide four-Wheel drive 
functionality, and the like. A generaliZed architecture covers 
the case Where some propelling devices apply torque to the 
crankshaft/output shaft, With this torque passed through one 
or more typically variable transmissions before reaching the 
Wheels, and other devices apply torque directly coupled to 
the Wheels. An example of such an architecture is an electric 
four-Wheel drive system With one or more electrical motors 
applying poWer directly to an axle or Wheel. 

[0061] Referring noW to FIG. 4a, Wheel level torque 
resolution is illustrated. Speed control arbitration function 
240 accepts accelerator desired Wheel force 242 from driver 
evaluator and Wheel force limit signals 244 from vehicle 
speed control and produces desired Wheel force 246. Front 
torque translation 248 uses front transmission parameters 
250 to convert front crankshaft torque 252 to front tractive 
force 254. Rear torque translation 256 uses rear transmission 
parameters 258 to convert rear crankshaft torque 260 to rear 
tractive force 262. 

[0062] Anti-jerk control 264 ?lters desired Wheel force 
246, front tractive force 254, rear tractive force 262, and 
other sloWly changing tractive requests such as driver evalu 
ator signals 266, engine controller signals 268, transmission 
controller signals 270, and the like. Anti-jerk control 264 
generates base tractive force requests 272 Which are multi 
plied by one or more Wheel constants 274 to produce 
acceleration torque requests 276. Acceleration torque 
requests 276, braking torque requests 278 from a braking 
controller, and vehicle speed signal 280 are combined in 
calculation block 282 to produce overall vehicle desired 
torque signal 284. Wheel torque arbiter 286 accepts overall 
vehicle desired torque signal 284 together With fast acting 
torque requests 288 from the brake controller. Fast brake 
signals 288 are generated by components including anti-lock 
brake systems (ABS), stability and traction control (STC), 
interactive vehicle dynamics (IVD), and the like. Torque 
vehicle speed limit 290 provides alloWable torque limits. 
Wheel torque arbiter 286 generates Wheel level base 
requests 292 and Wheel level fast requests 294. 

[0063] Signals along the interface among functions can be 
either scalars or vectors. For example, fast brake signals 288 
can be expressed individually for each Wheel or for each 
axle. The respective signals can then be propagated as 
vectors and considered individually for torque coordination. 

[0064] Wheel torque coordinator 296 distributes torque 
requests betWeen front torque request base 298, front torque 
request fast 300, rear torque request base 302 and rear torque 
request fast 304. Front brake torque intent 306 and rear 
brake torque intent 308 are nonZero only during braking. 
Braking controlled torque distribution 310 accepts front 
brake torque intent 306, rear brake torque intent 308, Wheel 
level fast requests 294 and internal brake subsystem con 
troller signals and generates brake torque requests 312 for 
the brake controller, as Well as front axle torque limits 314 
and rear axle torque limits 316. Wheel torque coordinator 
296 accepts as input various torque requests including Wheel 














