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1
DRIVE SYSTEM FOR ELECTRIC VEHICLES

BACKGROUND OF THE INVENTION

This invention relates generally to drive systems for
electric vehicles, and more particularly to four-wheel-drive
systems for electric automobiles.

The four-wheeled electric vehicles, and more particularly
the electric battery-powered automobiles, normally have a
conventional electric traction motor, driving two of the
vehicle wheels through the final drive and differential of a
drive axle. In this invention, the term “conventional traction
motor” is used to indicate a traction motor of any appropriate
electrical type, having a stator and a rotor. In some drive
systems the conventional traction motor is integrated with
the final drive and differential into a motor-transaxle. Some
drive axles have a limited-slip differential for limiting the
traction slip of one of the drive wheels, in case of poor
traction conditions, and providing some torque to the drive
wheel with better traction. The described two-wheel-drive
systems are simple and efficient. However, generally, the
two-wheel-drive is inferior to the four-wheel-drive, as far as
the traction and handling of the vehicle are concerned.

Different four-wheel-drive systems for automotive type
vehicles are known in the art. Some of these systems
generate tractive force permanently throughout all four
vehicle wheels, while others have provisions for selection of
a four-wheel-drive mode or a two-wheel-drive mode.
However, the four-wheel-drive automobiles have two drive
axles, one of which is also a steering axle. In a four-wheel-
drive system for electric vehicles, having a conventional
traction motor, torque and rotation from the motor rotor are
split between the front and rear drive axles through a transfer
box and an inter-axle differential. Usually a limited-slip
inter-axle differential is used for limiting the traction slip of
the wheels of one of the axles, in case of poor traction
conditions, and providing some torque to the wheels of the
axle with better traction. However, the addition of a transfer
box and a limited-slip inter-axle differential complicates
significantly a four-wheel-drive system. High cost and low
mechanical efficiency are the major disadvantages of the
known four-wheel-drive systems, in comparison with the
two-wheel-drive ones. An improvement of the average
mechanical efficiency of a four-wheel-drive is achieved
when the system provides for selection of four-wheel-drive
mode or two-wheel-drive mode. Then, the four-wheel-drive
is used normally at lower speed and bad road conditions
when more traction is needed, and the two-wheel-drive is
used normally at higher speed and good road conditions
when the traction of two drive wheels is sufficient. However,
the addition of a mechanism for selectively connecting or
disconnecting one of the axles to or from the power train
further complicates the four-wheel-drive systems.

It is well known in the art that the capacity for energy
storage of the present-days electric batteries is quite limited,
while their weight is significant. Therefore, the efficiency of
the drive train of the electric battery-powered vehicles is of
an utmost importance. Along with the high cost, the low
efficiency is the major reason why the four-wheel-drive
system of the above described types have not found practical
application in the contemporary electric automobiles.

Some four-wheel-drive electric vehicles have two con-
ventional traction motors, each one driving one of the two
drive axles of the vehicle. This type four-wheel-drive sys-
tems do not require a transfer box and a limited-slip inter-
axle differential. Each of the two mechanically independent
drive trains of the system is simple and efficient.
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Nevertheless, such a system requires a quite complicated
double-motor controller, capable to coordinate continuously
the rotational behavior of both motors. Overall, the incor-
poration of two traction motors and a complex double-motor
controller makes such four-wheel-drive systems quite
expensive. That is why they have found limited practical
application, mainly in the design of heavy electric battery-
powered vehicle.

All of the above described two-wheel-drive and four-
wheel-drive systems normally have rigid mechanical power
trains providing a single rotational speed reduction ratio
between the rotor of the traction motor and the vehicle drive
wheels. Therefore, the rotational speed of the vehicle
wheels, and consequently—the speed of the vehicle, is
substantially directly proportional to the rotational speed of
the motor rotor. The vehicle speed and tractive effort are
controlled, by the operator of the vehicle, through the
traction motor electrical controller, which provides variable
torque and rotational speed of the motor rotor in relation
with the position of the vehicle accelerator pedal and the
external forces resisting or helping the motion of the vehicle.
The vehicle direction of motion is controlled also through
the traction motor electrical controller, which changes the
direction of rotation of motor rotor in relation with the
position of a forward/rivers switch, controlled by the opera-
tor of the vehicle. Usually the traction motor is also used for
electric braking of the vehicle, and particularly for speed
retardation on a long downhill incline, by generating torque
resisting the motion of the vehicle. The braking action of the
traction motor is controlled directly by the operator of the
vehicle through suitable means. Usually, the traction motor
controller is also arranged to protect automatically the rotor
from over-speeding, if, for some reason, the power train is
interrupted and the energized motor remains under no torque
resisting the rotation. However, the described above electric
drive control is well known and relatively simple and
efficient. Nevertheless, the existing electric vehicles, having
a rigid drive train, provide substantially lower maximum
speed than the maximum speed of the compatible automo-
biles powered by internal combustion engines. That is
because the current-torque-speed characteristics of the con-
ventional traction motors of different electrical types usually
cannot meet both tractive effort and speed requirements of
the contemporary automobiles. A gear-shift transmission
may be incorporated into the drive train for providing
several speed ratios, and thus to increase the vehicle speed
range. Nevertheless, such a solution is not practically appli-
cable because of a substantial additional cost and mechani-
cal losses, which a gear-shift transmission would contribute
to the drive system of an electric vehicle.

Drive systems for electric vehicles utilizing a traction
motor having two rotors and no stator, although very seldom
used, are also known in the art. The electric motors having
an outer rotor and an inner rotor are known under different
names, such as stator-less motors, or dual-rotor motors, or
double-rotor motors, etc. However, hereinafter the term
“dual-rotor motor” is accepted and used in this invention to
designate such a motor. In the dual-rotor motors, usually the
outer rotor is arranged as a motor field and the inner rotor is
arranged as a motor armature. The inner rotor is mounted
coaxially inside the outer rotor. Both rotors are mounted in
the motor housing, and, when the motor is energized, rotate
in opposite directions under the action of the same electro-
magnetic forces. Normally, the electric current is conducted
from terminals on the stationary motor housing to the
rotating outer rotor through the contact of brushes, attached
to the motor housing, and rings, mounted on the outer rotor.
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Otherwise, the arrangement, and particularly the wiring and
electrical control of a dual-rotor motor, is generally the same
as those of a conventional motor of the same electrical type.
A dual-rotor traction motor may be a direct-current motor or
an alternating-current motor of any particular type and
design appropriate for a traction motor of a vehicle. In the
known drive systems, usually the dual-rotor motor is inte-
grated with two planetary reducers in a motor-transaxle.
Torque and rotation are transmitted between the shaft of the
outer rotor and the shaft of one of the drive wheels through
one of the planetary reducers, and between the shaft of the
inner rotor and the shaft of the other drive wheel—through
the other planetary reduce. The two planetary reducers have
the same reduction ratio. The output shaft of one of the
reducers rotates in the same direction as the direction of
rotation of the respective rotor, while the output shaft of the
other reducers rotates in direction opposite to the direction
of rotation of its respective rotor. Therefore, the output shafts
of both reducers, and thus the two drive wheels, rotate in the
same direction. A remarkable feature of a dual-rotor motor
is that both rotors, driven by the same electromagnetic forces
to rotate in opposite directions, produce equal torques on
their output shafts but may rotate with different absolute
rotational speeds, referring to a static body—such as the
motor housing. Thus, the dual-rotor traction motor in the
described above motor-transaxles provides for a speed dif-
ferential between the two wheels of the axle. One of the
major disadvantage of the existing drive systems with dual-
rotor motors is that they have generally the same quite
limited speed range as the described before systems with
conventional traction motor and rigid drive train. For that
reason, two-wheel drive systems having a dual-rotor traction
motor have been used mainly in slow-moving vehicles, such
as industrial trucks. However, although a dual-rotor traction
motor is more complicated than an equivalent conventional
traction motor, the described above drive systems utilizing a
dual-rotor motor are overall relatively simple and efficient.

When a dual-rotor motor is incorporated in a drive
system, the total available torque on the shafts of both rotors
is two times bigger than the torque available on the shaft of
an otherwise equivalent conventional motor. Another impor-
tant feature of the dual-rotor motors is that, if both rotors are
made of materials with the same or similar strength, the
smaller inner rotor can rotate safely with much higher
absolute rotational speed than the safe absolute rotational
speed of the larger outer rotor, because the destructive
centrifugal forces are substantially proportional to the mass
and the square of the radius of each rotor. On the other hand,
the control of a dual-rotor motor, including the current-
torque-speed control, electric braking and speed retardation
of the vehicle, over-speed protection of the rotors, and
thermal protection of the motor, is arranged generally in the
same manner and by the same means as in a conventional
traction motor of the same electrical type. In this regard, a
dual-rotor traction motor is not more complicated than an
equivalent conventional motor of the same electrical type.
However, the unique features and advantages of the dual-
rotor traction motors described above have not yet been fully
explored and utilized in the design of electric automobiles.
Therefore, it will be beneficial if a simple and efficient
four-wheel-drive system for electric battery-powered
vehicle can be provided by using a dual-rotor traction motor
with a conventional single motor controller, instead of using
two conventional traction motors with a complicated dual-
motor controller or a single conventional traction motor but
with the addition of some complicated and inefficient drive
train, such as those described herein earlier.
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Friction clutches of different types are used for transmit-
ting and selectively interrupting the transmission of torque
and rotation between the components of a vehicle drive
train. Usually, means using fluid pressure or electrical means
operate the automotive clutches. When engaged, the fric-
tional clutch is an extremely efficient power-transmitting
element. Also, hydraulic and electric brakes of different
types are well known and used for selectively braking the
rotation of the vehicle wheels or other rotating components
of the vehicle drive train. The contemporary clutches and
brakes are relatively simple and inexpensive automotive
components. Therefore, it will be beneficial if a four-wheel
drive system for electric vehicles can be arranged to provide
a wide speed rang and selection of four-wheel-drive mode or
two-wheel-drive mode, utilizing only a clutch and a brake,
instead of a long drive train including a gear-shift
transmission, a transfer box, a limited slip inter-axle differ-
ential and a mechanism for selectively disconnecting or
connecting one of the drive axles from or to the power train,
which all are complicated, noisy, energy-consuming and
expensive components.

Vehicle electronics, well known in the art, are capable to
monitor continuously, through appropriate sensors, the rota-
tional speed of the vehicle wheels or the rotational speed of
the input shafts of the drive axles, as well as the rotational
speed of other drive train components or other variable
parameters, related to the rotational speed of the vehicle
wheels, such as the steering angle of the vehicle steering
wheels. Such an electronics processes the signals from
several sensors, and, in accordance with a predetermined
program, controls the operation of means whose quick
reaction is of utmost importance for the performance and
safety of the vehicle. For example, the electronics may
control the performance of the engine of the vehicle, or an
automatic gear-shift transmission, or an anti-lock braking
system, or an anti-slip traction control system, or another
system or combination of systems. Therefore, it will be
beneficial if such an electronics may be incorporated in the
design of an electric vehicle for providing automatic control
of the drive system, in accordance with the rotational
behavior of the drive axles and a predetermined program,
and thus securing better performance and safety of the
vehicle.

SUMMARY OF THE INVENTION

Accordingly, an object of this invention is to provide a
simple and efficient four-wheel-drive system for electric
vehicles, therefore said drive system comprising a dual-rotor
traction motor having an outer rotor and an inner rotor, a first
drive axle and a second drive axle, one of which two drive
axles being also a steering axle, means for transmitting
torque and rotation between said outer rotor and the first of
said two drive axles, and means for transmitting torque and
rotation between said inner rotor and the second of said two
drive axles.

Another object of this invention is to provide the drive
system with capability to operate in a low-speed/four-wheel-
drive mode and in a high-speed/two-wheel-drive mode,
therefore said means for transmitting torque and rotation
between said outer rotor and said first drive axle are a
frictional clutch for interrupting the transmission of torque
and rotation between the outer rotor and the first drive axle,
and means for transmitting torque and rotation between said
clutch and the first drive axle, and said drive system also
comprising a first brake for braking the rotation of the outer
rotor, and means for drive mode control selectively engaging
said clutch and releasing said first brake or disengaging the
clutch and applying the first brake.
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Still another object of this invention is to provide the drive
system with capability to change automatically from low-
speed/four-wheel-drive mode to high-speed/two-wheel-
drive mode and vise versa, therefore said means for drive
mode control are electrically controllable means operating
the clutch, electrically controllable means operating the first
brake, and an electronics arranged and programmed to
monitor continuously the rotational speed of at least one of
said two drive axles and to control said means operating the
clutch and said means operating the first brake for engaging
the clutch and releasing the first brake when a rotational
speed lower than a predetermined value is detected or
disengaging the clutch and applying the first brake when a
rotational speed higher than a predetermined value is
detected.

Yet another object of this invention is to provide the drive
system with capability to automatically restrict the traction
slip of the vehicle wheels, therefore said drive system also
comprising a second brake for braking the rotation of said
inner rotor, means operating said second brake, and an
electronics arranged and programmed to monitor and com-
pare continuously the rotational speeds of said first and
second drive axles and to control said means operating the
first brake and said means operating the second brake for
applying the first brake when a traction slip of the first drive
axle higher than a predetermined value is detected or apply-
ing the second brake when a traction slip of the second drive
axle higher than a predetermined value is detected.

And yet another object of this invention is to utilize the
braking capacity of said clutch and said first and second
brakes, incorporated in the drive system, for providing the
vehicle with a secondary braking system, when such a
secondary braking system is required by the law or desirable
for the safety of the vehicle, therefore said drive system also
comprising means controllable by the operator of the vehicle
for simultaneously applying said first and second brakes
when said clutch is engaged and the first brake is released by
said means for drive mode control or simultaneously engag-
ing the clutch and applying the second brake when the clutch
is disengaged and the first brake is applied by the means for
drive mode control.

And still another object of this invention is to provide the
drive system with capability to protect the rotors of said
dual-rotor motor from over-speeding, therefore said drive
system also comprising an electronics arranged and pro-
grammed to monitor continuously the rotational speeds of
said outer rotor and said inner rotor for disenergizing the
dual-rotor motor when a rotational speed of either rotor
higher than a respective predetermined maximum value is
detected.

These and other objects and advantages of this invention
will become apparent from the following description and the
accompanying drawing.

BRIEF DESCRIPTION OF THE DRAWING

The single FIGURE in the drawing is a schematic ilus-
tration of an embodiment of a drive system according to this
invention.

DETAILED DESCRIPTION

Referring to the drawing, a dual-rotor electric traction
motor 1, having a motor housing 2, an outer rotor 3 and an
inner rotor 4, is attached to the vehicle chassis, between two
drive axles 5, 6 of the vehicle. One of the drive axles 5, 6 is
also the vehicle steering axle. Both drive axles 5, 6 with the
respective vehicle wheels 7, 8, 9, 10 are suspended to the
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chassis of the vehicle in a suitable manner known in the art.
However, for simplicity of drawing and description, the
vehicle chassis, suspension of axles and wheels, and
arrangement of steering are not shown. The inner rotor 4 is
supported coaxially inside the outer rotor 3 by bearings 11,
12. Both rotors 3, 4 are supported rotatably by bearings 13,
14 mounted in side flanges 15, 16 of the dual-rotor motor
housing 2. The axis of rotation of the rotors 3, 4 is substan-
tially parallel to the longitudinal axis of the vehicle. A shaft
17 of the outer rotor 3 extends through the first side flange
15 of the motor housing 2 in direction toward the first drive
axle 5, and a shaft 18 of the inner rotor 4 extends through the
second side flange 16 of the motor housing 2 in direction
toward the second drive axle 6.

Means for transmitting torque and rotation between the
outer rotor 3 and the first drive axle 5 are provided. In this
embodiment of the invention, a frictional clutch 19 and a
first drive shaft 20 transmit torque and rotation between the
shaft 17 of the outer rotor 3 and an input shaft 21 of the first
drive axle 5. Means for transmitting torque and rotation
between the inner rotor 4 and the second drive axle 6 are
provided. In this embodiment of the invention, a second
drive shaft 22 connects the shaft 18 of the inner rotor 4 with
an input shaft 23 of the second drive axle 6. The clutch 19
is included in the drive train for selectively interrupting the
transmission of power between the outer rotor 3 and the first
drive axle 5. A first brake 24 is provided for braking the
rotation of the outer rotor 3, and a second brake 25 is
provided for braking the rotation of the inner rotor 4. The
clutch 19, first brake 24 and second brake 25 can be of any
appropriate types known in the art. However, in this embodi-
ment of the invention, clutch and brakes operated by fluid
pressure are shown and described in more details hereinafter.

The first brake 24 is a fluid-pressure operated caliper disc
brake having a disc 26 mounted onto the shaft 17 of the outer
rotor 3, and a caliper 27 having at least one brake cylinder
28. Said caliper 27 is mounted on two pins 29 between the
first side flange 15 of the motor housing 2 and a first brake
enclosure 30. Only one of said pins 29 is shown. The first
brake enclosure 30 is attached to the first side flange 15 of
the motor housing 2. The second brake 25 is a fluid-pressure
operated caliper disc brake having a disc 31 mounted onto
the shaft 18 of the inner rotor 4, and a caliper 32 having at
least one brake cylinder 33. Said caliper 32 is mounted on
two pins 34 between the second side flange 16 of the motor
housing 2 and a second brake enclosure 35. Only one of said
pins 34 is shown. The second brake enclosure 35 is attached
to the second side flange 16 of the motor housing 2. The
clutch 19 is a fluid-pressure operated friction clutch having
a driving plate 36, a pressure plate 37, and a driven friction
plate 38. The driving plate 36 is mounted onto the shaft 17
of the outer rotor 3 and is supported rotatably by bearings 39,
40 in the first brake enclosure 30. The pressure plate 37 is
mounted coaxially and connected to rotate together with the
driving plate 36 through several pins 41 attached to the
driving plate 36 in parallel to the axis of rotation. The fits
between the pressure plate 37 and each of the pins 41 allow
for axial movement of the pressure plate 37. The driven
friction plate 38 is mounted coaxially between the driving
plate 36 and the pressure plate 37, onto a clutch output shaft
42. The fit between the driven frictional plate 38 and clutch
output shaft 42 allows for axial movement of the driven
frictional plate 38. The clutch output shaft 42 is supported
rotatably by bearings 43, 44 in a clutch enclosure 45 and in
the driving plate 36. The clutch enclosure 45 is attached to
the first brake enclosure 30. The pressure plate 37 is
mounted rotatably onto the clutch output shaft 42. The fit
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between the pressure plate 37 and clutch output shaft 42
allows for axial movement of the pressure plate 37. The first
drive-shaft assembly 20 connects the clutch output shaft 42
with the input shaft 21 of the first drive axle 5. The
engagement of the clutch 19 is achieved under the action of
a clutch cylinder 46, attached to the clutch enclosure 45.
When the clutch cylinder 46 is actuated by fluid pressure, a
cylinder push-rod 47 applies a force upon the pressure plate
37 through a lever 48, attached to the clutch enclosure 45,
and a bearing assembly 49, mounted coaxially and rotatably
onto the pressure plate 37 of the clutch 19. Consequently, the
driven frictional plate 38 is pressed between the pressure
plate 37 and the driving plate 36, and thus the clutch 19 is
engaged. Then, torque and rotation can be transmitted
between the outer rotor 3 and first drive axle 5 by the friction
between the plates of the clutch 19. When the clutch cylinder
46 is not pressurized the friction between the plates of the
clutch 19 is eliminated by the action of several springs 50,
mounted on pins 41 between the driving plate 36 and the
pressure plate 37, and the clutch 19 is disengaged. When the
brake cylinder 28 of the first brake 24 is actuated by fluid
pressure, the first brake 24 will be applied, and, if the outer
stator 3 turns, the brake force will reduce the rotational
speed of the outer rotor 3 and eventually will stop the
rotation of the outer rotor 3. When the clutch 19 is engaged,
the braking force of the first brake 24 actually brakes the
rotation of the entire drive train from the outer rotor 3 to the
wheels 7, 8 of the first drive axle 5. When the brake cylinder
33 of the second brake 25 is actuated by fluid pressure, the
second brake 25 will be applied, and, if the inner rotor 4
turns, the brake force will reduce the rotational speed of the
inner rotor 4 and eventually will stop the rotation of the inner
rotor 4. Actually, the braking force of the second brake 25
brakes the rotation of the entire drive train from the inner
rotor 4 to the wheels 9, 10 of the second drive axle 6.
Means operating the clutch 19, first brake 24 and second
brake 25 are provided. In this embodiment of the invention,
said means operating the clutch 19, first brake 24, and
second brake 25 are means for fluid pressure supply and
means for fluid pressure directional control. However, a fluid
pressure pump 51, driven by a pump motor 52, sucks fluid
from an unpressurized fluid reservoir 53, through a fluid line
54, and pressurizes fluid through a check valve 55 and fluid
lines 56, 57, 58 into a fluid pressure accumulator 59. The
operation of the pump motor 52 is controlled by a fluid
pressure control switch, so that the fluid pressure in the
accumulator 59 is maintained between predetermined high
and low limits. For simplicity, the fluid pressure control
switch is not shown. If a fluid pressure source, such as the
described above, is necessary for the steering system of the
vehicle or for the service braking system of the vehicle or for
both, then a common source of fluid pressure may be
arranged, in an appropriate manner and by appropriate
means, to supply with fluid pressure those systems and the
drive system according to this invention. However, each of
the said major vehicle systems—drive, steering, braking—
may also have separate means for fluid pressure supply.
Said means for fluid pressure directional control are three
electro-magnetically operable three-way/two-position direc-
tional control valves 60, 61, 62, which valves control the
operation respectively of the clutch 19, first brake 24 and
second brake 25, and a plurality of associated fluid lines. The
valve 60, which controls the operation of the clutch 19, is
designated hereinafter as the clutch control valve. The valve
61, which controls the operation of the first brake 24, is
designated hereinafter as the first brake control valve. The
valve 62, which controls the operation of the second brake

10

15

20

25

30

35

40

45

50

55

60

65

8

25, is designated hereinafter as the second brake control
valve. When the clutch control valve 60 is not energized, as
shown, the clutch cylinder 46 is connected with the reservoir
53 through fluid lines 64, 65, 66, 67 and a fluid passage
provided through the not-actuated position of a fluid-
pressure-modulating brake valve 63. Therefore, when the
clutch control valve 60 is not energized the clutch cylinder
46 is not pressurized and the clutch 19 is disengaged. If the
clutch control valve 60 is energized, it will shift positions
and will connect the clutch cylinder 46 with the accumulator
59 through fluid lines 64, 68, 69, 58. Then the clutch
cylinder 46 will be pressurized and the clutch 19 will be
engaged. When the first brake control valve 61 is not
energized, as shown, the brake cylinder 28 of the first brake
24 is connected with the reservoir 53 through fluid lines 70,
71, 66, 67 and the fluid passage provided through the
not-actuated position of said fluid-pressure-modulating
brake valve 63. Therefore, when the first brake control valve
61 is not energized the brake cylinder 28 is not pressurized
and the first brake 24 is released. If the first brake control
valve 61 is energized, it will shift positions and will connect
the brake cylinder 28 of the first brake 24 with the accu-
mulator 59 through fluid lines 70, 72, 69, 58. Then the brake
cylinder 28 will be pressurized and the first brake 24 will be
applied. When the second brake control valve 62 is not
energized, as shown, the brake cylinder 33 of the second
brake 25 is connected with the reservoir 53 through fluid
lines 73, 74, 66, 67 and the passage provided through the
not-actuated position of the fluid-pressure-modulating brake
valve 63. Therefore, when the second brake control valve 62
is not energized the brake cylinder 33 is not pressurized and
the second brake 25 is released. If the second brake control
valve 62 is energized, it will shift positions and will connect
the brake cylinder 33 with the accumulator 59 through fluid
lines 73, 75, 58. Then the brake cylinder 33 will be pres-
surized and the second brake 25 will be applied. The purpose
and action of said fluid-pressure-modulating brake valve 63
are described hereinafter. However, it is assumed that nor-
mally the fluid-pressure-modulating brake valve 63 is in its
not-actuated position, and provides the fluid passage as
described above.

The fluid-pressure-modulating brake valve 63 is provided
for enabling the operator of the vehicle to brake the vehicle,
in case of a failure of the primary service braking system of
the vehicle, by using the braking capacity of the clutch 19
and brakes 24, 25 incorporated in the drive system. The
fluid-pressure-modulating brake valve 63 is a three-way
valve, of an appropriate type, controllable by the operator of
the vehicle through mechanical means. When the modulat-
ing brake valve 63 is not actuated, it provides a fluid passage
from the clutch cylinder 46 and brake cylinders 28, 33 of the
first and second brakes 24, 25 to the reservoir 53, as it was
described above. The modulated brake valve 63 is connected
also with the accumulator 59 through fluid lines 76, 69, 58.
The modulating brake valve 63 is arranged so that, when it
is not actuated it closes the passage of fluid from the
accumulator 59, and when it is placed by the operator of the
vehicle in its variable actuated position it modulates fluid
pressure from the accumulator 59 and directs a modulated
fluid pressure trough the plurality of fluid lines 66, 65, 64,
71,70, 74, 73 into the clutch cylinder 46 and brake cylinders
28, 33 of the first and second brakes 24, 25, if the respective
clutch control valve 60 and brake control valves 61, 62 arc
not energized, as shown. However, when some of the control
valves 60, 61, 62 is energized, the fluid passage between the
modulating brake valve 63 and the respective clutch or brake
cylinder is closed. Therefore, whenever the modulating
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brake valve 63 is actuated by the operator of the vehicle it
will apply modulated fluid pressure only into the clutch or
brake cylinder whose respective control valve is disener-
gized. The modulated brake valve 63 is arrange to produce
modulated fluid pressure substantially proportional to the
force applied by the operator of the vehicle upon an actu-
ating rod 77 for actuating the valve 63. For simplicity of
drawing and description, the mechanical means, but the
actuating rod 77, through which the operator of the vehicle
actuates the modulating brake valve 63 are not shown. For
the same reason, the internal arrangement of the fluid-
pressure-modulating brake valve 63 is not shown, but is
assumed as described above. However, fluid-pressure-
modulating brake valves, such as the described valve 63, are
well known.

An electronics 78 is provided for automatically selec-
tively energizing or disenergizing the control valves 60, 61,
62. Thus, in fact, the electronics 78 automatically controls
the positions of the three control valves 60, 61, 62, and
consequently—the engagement of the clutch 19 and the
application of the first brake 24 and second brake 25. The
electronics 78 is arranged to monitor continuously, through
several sensors, the rotational speeds of the input shafts 21,
23 of the first and second drive axles 5, 6, as well as, if
necessary, other parameters directly related to the rotational
behavior of the vehicle wheels, for example, the steering
angle of the vehicle steering wheels. The sensors are not
shown for simplicity of drawing and description. The elec-
tronics 78 is arranged to process the input signals from the
sensors and to generate output signals for selectively ener-
gizing or disenergizing the clutch control valve 60 and the
brake control valves 61, 62 in accordance with a predeter-
mined program. Thus, ultimately, the electronics control the
operation of the clutch 19, first brake 24, and second brake
25 in accordance with the rotational behavior of the drive
axles 5, 6 and a predetermined program, which program is
described in more details herein later. The relations between
the electronics 78 and each of the control valves 60, 61, 62
are schematically represented by single lines.

The total control of the rotational behavior of the dual-
rotor motor 1 is a combination of the control performed by
the operator of the vehicle, through a controller 79 of the
dual-rotor motor 1, and the automatic control of the clutch
19 and first and second brakes 24, 25, provided by the
electronics 78 through the clutch control valve 60 and the
brake control valves 61, 62. The direction of rotation and the
power of the dual-rotor motor 1 are controlled by the
operator of the vehicle through appropriate means related to
the controller 79 of the dual-rotor motor 1. The operator of
the vehicle selects the direction of rotation of the rotors 3, 4
of the dual-rotor motor 1, and thus—the direction of the
vehicle motion, by a directional control switch 80, having
“forward”-“neutral”-“revers” positions. When the direc-
tional control switch 80 is in its “neutral” position the
dual-rotor motor 1 cannot be energized. The operator of the
vehicle energizes and controls the torque-speed performance
of the dual-rotor motor 1, and thus—the tractive effort and
speed of the vehicle, by a vehicle accelerator pedal 81.
Signals related to the positions of the directional control
switch 80 and accelerator pedal 81 are generated and trans-
mitted to the dual-rotor motor controller 79 by appropriate
means. The electronics 78 is arranged also to monitor
continuously, through several sensors, the rotational speeds
of the outer rotor 3 and inner rotor 4. Said sensors are not
shown for simplicity of drawing and description. The elec-
tronics 78 is arranged and programmed for disenergizing the
dual-rotor motor 1 when a rotational speed of either rotor
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higher than a respective predetermined maximum value is
detected. The dual-rotor traction motor 1 and its controller
79 may be arranged also to provide electric braking of the
vehicle, or vehicle speed retardation on long downhill
inclines, or both. Then, it is assumed that suitable means
related to the controller 79, and operated by the operator of
the vehicle are provided. However, since the electric
braking, with or without energy recovery, is well known in
the art of the electric vehicles, and because the arrangement
of the electric braking depends on the specific electrical type
of the traction motor, as well as because in a drive system
according to this invention it will generally employ the same
means and operate in the same manner as in some of the
known drive systems, it is not further discussed or claimed.
The relations of the controller 79 with the directional control
switch 80, accelerator pedal 81, electronics 78 and dual-
rotor motor 1 are represented schematically by single lines.

In this embodiment of the invention the dual-rotor motor
1 is shown schematically as a direct-current traction motor.
The electric current is conducted between electric terminals
of the stationary motor enclosure 2 and the outer rotor 3
through a brush assembly 82, attached to the motor enclo-
sure 2, and a contact-rings assembly 83 of the outer rotor 3.
For simplicity, said electric terminals are not shown. The
electric current is conducted between the outer rotor 3 and
the inner rotor 4 through a couple of brush assemblies 84, 85
attached to the outer rotor 3, and a commutator 86 of the
inner rotor 4. A motor fan 87 is mounted on the shaft 18 of
the inner rotor 4 for cooling the dual-rotor motor 1. The shaft
18 of the inner rotor 4 is supported rotatably by a bearing 88
mounted in the second brake enclosure 35. However, the
dual-rotor motor of the drive system according to this
invention may be a direct-current motor or an alternating-
current motor, and each of them may be of any particular
electric type and design, appropriate for a traction motor of
a vehicle. Therefore, the dual-rotor motor 1 is shown as a
direct-current motor, only as one of several options for
illustration of this embodiment of the invention.

The electric energy for the electric components of the
drive system is supplied from an electric battery, through
appropriate electric control and power circuits. Said battery
and electric circuits are not shown for simplicity of drawing
and description. If the dual-rotor motor 1 is an alternating-
current traction motor, then it is assumed that a direct-
current-to-alternating-current converter is incorporated
between the battery and the power circuit of the dual-rotor
motor controller 79. The electric power for the control
circuits of the drive system is provided through a master
switch of the vehicle, which switch is not shown for sim-
plicity of drawing and description. However, it is assumed
that the drive system becomes operable when the master
switch is turned on.

Hereinafter the operation of the drive system according to
this invention is described.

When the operator of the vehicle turns on the master
switch of the vehicle the control circuits of the drive system
are supplied with electric energy. If the fluid pressure in the
system is below the lower limit, the pressure switch will
energize the pump motor 52, and the pump 51 will start
charging the accumulator 59 for supplying the system with
adequate fluid pressure. In the same time, the electronics 78,
detecting no rotational speed, i.e., detecting a rotational
speed lower than a predetermined value, and being so
programmed, will energize the clutch control valve 60, and
the clutch 19 will be engaged. When the operator of the
vehicle has selected the direction of motion through the
ditectional control switch 80, and depresses the accelerator
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pedal 81, the controller 79 energizes the dual-rotor motor 1,
and torque is transmitted from the outer rotor 3 to the wheels
7, 8 of the first drive axle 5, and from the inner rotor 4 to the
wheels 9, 10 of the second drive axle 6. At this point, i.e., at
the start of the vehicle, the drive system is in a low-speed/
four-wheel-drive mode, and when the external forces, resist-
ing the motion of the vehicle, are overcome by the tractive
forces of the vehicle wheels 7, 8, 9, 10, the vehicle will start
moving. The two rotors 3, 4, being driven to rotate in
opposite directions by the same electromagnetic forces
generate equal torques on their output shafts 17, 18, but may
rotate with different absolute speeds if the external forces
resisting the rotation of each rotor are different. Therefore,
during the four-wheel-drive mode, the dual-rotor motor 1,
driving the two axles 5, 6 through two mechanically inde-
pendent drive trains, provides for a rotational speed differ-
ential between the axles. If the speed reduction ratio of the
first and second drive axles 5, 6 are the same, and the
diameters of the vehicle wheels 7, 8, 9, 10 are the same,
during a straight-line motion of the vehicle the outer rotor 3
and the inner rotor 4 will rotate in opposite directions with
substantially the same absolute speed, equal to a half of the
relative rotational speed between both rotors 3, 4. However,
there is no requirement for such equality between the
reduction ratios or the wheels diameters of both drive axles
for proper performance of the drive system according to this
invention. If the dual-rotor motor 1 has the adequate power,
and the operator of the vehicle continues to depress the
accelerator pedal 81, the vehicle will continue to accelerate,
generating tractive forces throughout all four wheels 7, 8, 9,
10, until the electronics 78 detects a rotational speed higher
than a predetermined value. At that point, the electronics 78,
being so programmed, will disenergize the clutch control
valve 60 and will energize the first brake control valve 61,
therefore, the clutch 19 will be disengaged and the first brake
24 will be applied. Thus, the power transmission between
the outer rotor 3 and the wheels 7, 8 of the first drive axle
5 will be interrupted and the rotation of the outer rotor 3 will
decelerate and stop. At that point the wheels 7, 8 of the first
drive axle 5 will continue to roll, producing no tractive force,
while in the same time transmission of power between the
inner rotor 4 and the wheels 9, 10 of the second drive axle
6 will continue. Now the drive system will operate in a
high-speed/two-wheel-drive mode. If the dual-rotor motor 1
is capable to provide adequate power, and the operator
continues to depress the accelerator pedal 81, the drive
system, being in high-speed/two-wheel-drive mode, will
continue to accelerate the vehicle until an appropriate speed
is achieved. When the drive system operates in high-speed/
two-wheel-drive mode and the vehicle decelerates, the elec-
tronics 78, being so programmed, will disenergize the first
brake control valve 61 and will energize the clutch control
valve 60 when a rotational speed lower then a predetermined
value is detected. Then, the first brake 24 will be released
and the clutch 19 will be engaged, therefore, the power
transmission between the outer rotor 3 and the wheels 7, 8
of the first drive axle 5 will be restored, and the drive system
will return into low-speed/four-wheel-drive mode. Whether
only the rotational speed of the first dive axle 5, or only the
rotational speed of the second drive axle 6, or the sum of
both rotational speeds will govern the change of the drive
mode depends on the particular arrangement of the elec-
tronics 78, which arrangement is a choice of the vehicle
designer. However, for a stable change of drive-mode, the
predetermined speed value of change from low-speed/four-
wheel-drive to high-speed/two-wheel-drive is programmed
a little higher than the predetermined speed value of change
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from high-speed/two-wheel-drive to low-speed/four-wheel-
drive. Anyway, the difference between these two speed
values is insignificant. In fact, the two predetermined speed
values of drive-mode change, programmed in the electronics
78, relate directly to specific relative rotational speeds
between the rotors 3, 4, of the dual-rotor motor 1, and
therefore—to specific speeds of the vehicle. These speeds
are selected by the designer of the vehicle in accordance
with the particular current-torque-speed characteristic of the
dual-rotor motor 1, required vehicle dynamics, and other
design considerations.

The described earlier means for fluid pressure supply,
clutch control valve 60, first brake control valve 61, and the
plurality of associated fluid lines, along with the electronics
78 are altogether the means for drive mode control of the
system.

One of the major advantages of the drive system accord-
ing to this invention relates to the fact, that the total torque
available on the shafts of both rotors 3, 4 of the dual-rotor
motor 1 is two times bigger than the torque available on the
rotor shaft of an otherwise equivalent conventional traction
motor. Consequently, when the drive system according to
this invention is in low-speed/four-wheel-drive mode it
requires a substantially two times smaller speed reduction
ratio between each rotor of the dual-rotor motor 1 and the
respective vehicle wheels, in comparison with the speed
reduction ratio which would be required between the rotor of
an otherwise equivalent conventional motor and the vehicle
wheels, for generating the same tractive effort. Hence,
having two times smaller reduction ratio between each rotor
and the respective drive wheels, the system according to this
invention, when in high-speed/two-wheel-drive mode, is
capable to develop two times higher maximum vehicle
speed than the speed which could be developed by a drive
system utilizing an otherwise equivalent conventional motor
and a rigid drive train. This is true, as far as the limitation
of the vehicle speed imposed by the limitation of the
rotational speed of the inner rotor 4 is concerned, and at the
condition that the maximum rotational speed of the inner
rotor 4 of the dual-rotor motor 1 is the same as the maximum
rotational speed of the rotor of the equivalent conventional
motor. In fact, when the drive system is in high-speed/two-
wheel-drive mode, and the outer rotor 3 is immobilized, the
dual-rotor motor 1 performs as a conventional traction
motor. However, it is well known that the ultimate limitation
of the vehicle speed is imposed by the available power of the
traction motor. Nevertheless, in principal, the drive system
according to this invention provides for a significantly
higher maximum vehicle speed, than the speed provided by
the known drive systems for electric vehicles, and this is one
of the major advantages of this invention.

The electronics 78 is arranged to monitor and compare
continuously the rotational speeds of the two drive axles 5,
6. When the drive system is in low-sped/four-wheel-drive
mode, the electronics 78 may detect a significant traction
slip of the wheels 7, 8 of the first drive axle 5, or a significant
traction slip of the wheels 9, 10 of the second drive axle 6.
Such a traction slip is demonstrated by a sudden acceleration
of the rotation of the input shaft of the drive axle with poor
traction in reference to the rotation of the input shaft of the
drive axle with better traction. However, if a traction slip of
the first drive axle 5§ higher than a predetermined value is
detected, the electronics 78, being so programmed, will
energize the first brake control valve 61, and thus will apply
the firsts brake 24. Then the braking torque produced by the
first brake 24 will reduce the rotational speed of the spinning
wheels 7, 8 of the first drive axle 5. By the same manner, if
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a traction slip of the second drive axle 6 higher than a
predetermined value is detected, the electronics 78, being so
programmed, will energize the second brake control valve
62, and thus will apply the second brake 25. Then the
braking torque produced by the second brake 25 will reduce
the rotational speed of the spinning wheels 9, 10 of the
second drive axle 6. When one of the two brakes is applied,
the torque transmitted to the axle having better traction will
increase with the value of the applied braking torque, and
eventually the four-wheel traction will be restored. When the
drive system is in high-speed/two-wheel-drive mode, only
the wheels 9, 10 of the second drive axle 6 can experience
traction slip. In such a case, the electronics 78 will apply the
second brake 25, and the braking torque of the second brake
25 will reduce the rotational speed of the spinning wheels 9,
10 of the second drive axle 6 until the traction is restored.
Once the difference between the rotational speeds of the
input shafts 21, 23 of the first and second drive axles 5, 6 is
reduced below a predetermined value, i.e., once the traction
is restored, the electronics 78, being so programmed, will
disenergize the respective brake control valve, and thus will
discontinue the automatic braking action of the brake, which
has been applied automatically for reducing the traction slip.

The described earlier means for fluid pressure supply, first
brake control valve 61, second brake control valve 62, and
the plurality of associated fluid lines, along with the elec-
tronics 78 are altogether the means for anti-slip traction
control of the system.

In case of failure of the vehicle service braking system,
the operator of the vehicle may apply a force upon the
actuating rod 77, and thus may actuate the modulating brake
valve 63. If at that moment the drive system is in low-speed/
four-wheel-drive mode, the clutch control valve 60 is
energized, the clutch cylinder 46 is connected with the
accumulator 59, the clutch 19 is engaged, and the fluid
passage from the clutch cylinder 46 to the modulating brake
valve 63 is closed. In the same time, the first and second
brake control valves 61, 62 are disenergized and the brake
cylinders 28, 33 of the two brakes 24, 25 are connected with
the modulating brake valve 63. Therefore, in case of low-
speed/four-wheel-drive mode, the modulated fluid pressure
from the modulating brake valve 63 will be directed into the
brake cylinders 28, 33 of the two brakes 24, 25. Thus, the
two brakes 24, 25 will be applied simultaneously, and
braking torque will be transmitted from the first brake 24 to
the wheels 7, 8 of the first drive axle 5, and from the second
brake 25 to the wheels 9, 10 of the second drive axle 6. If
the drive system is in high-speed/two-wheel-drive mode
when the fluid-pressure-modulating brake valve 63 is
actuated, then the clutch control valve 60 is disenergized, the
clutch 19 is disengaged, and the clutch cylinder 46 is
connected with the modulating brake valve 63, while the
first brake control valve 61 is energized, the brake cylinder
28 of the first brake 24 is connected with the accumulator 59,
the first brake 24 is applied, and the fluid passage from the
cylinder 28 of the first brake 24 to the modulating brake
valve 63 is closed. In the same time, the second brake
control valve 62 is disenergized and the brake cylinder 33 of
the second brake 25 is connected with the modulating brake
valve 63. Therefore, in case of high-speed/two-wheel-drive
mode, the modulated fluid pressure from the modulating
brake valve 63 will be directed into the clutch cylinder 45
and the second brake cylinder 33. Thus, the clutch 19 will be
engaged and the second brake 25 will be applied simulta-
neously. Then the clutch 19 will work as a brake, and
braking torque from the clutch 19 will be transmitted to the
wheels 7, 8 of the first drive axle 5, while the braking torque
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from the second brake 25 will be transmitted to the wheels
9, 10 of the second drive axle 6. When, under the braking
action of the clutch 19 and second brake 25, the vehicle
speed is reduced and the drive system is placed by the means
for drive mode control into low-speed/four-wheel-drive
mode, the clutch control valve 60 and the first brake control
valve 61 will shift their positions, and the modulated fluid
pressure from the modulating brake valve 63 will now apply
the first brake 24 instead of engaging the clutch 19. Since the
second brake 25 continues to be applied, and the clutch is
now engaged by the means for drive mode control, braking
torque will continue to be transmitted to all vehicle wheels,
as long as the operator applies a force upon the actuating rod
77 of the modulating brake valve 63. Thus, the operator of
the vehicle may reduce the speed and stop the vehicle, using
the braking capacity of the clutch 19 and brakes 24, 25 of the
drive system.

If, because of failure in the drive system, the outer rotor
3 remains without external torque load, it will accelerate
until the electronics 78 detects a specified maximum speed
of the outer rotor 3. At that point, the electronics 78, being
so programmed, will generates and transmits a signal to the
controller 79 for disenergizing the dual-rotor motor 1. If,
because of failure in the drive system, the inner rotor 4
remains without external torque load, it will accelerate until
the electronics 78 detects a specified maximum speed of the
inner rotor 4. At that point, the electronics 78, being so
programmed, will generates and transmits a signal to the
controller 79 for disenergizing the dual-rotor motor 1. Thus,
the electronics 78 will protect the rotors 3, 4 of the traction
motor 1 from destruction due to over-speeding.

From the above description of this invention it is obvious
for the skilled in the art that the individual components of the
drive system may be of different suitable specific types. For
example, multi-disc wet clutch and brakes may by incorpo-
rated in the system, instead of the described single-
frictional-plate dry clutch and brakes. Instead of the
described clutch and brakes operated by fluid-pressure,
electromagnetic clutch and brakes may be utilized, and,
accordingly, appropriate means for electrical operation of
the clutch and brakes, controllable by the electronics, may
be used, etc.

It is also obvious that some modifications and simplifi-
cations of the drive system according to this invention may
be made. For example, the system may not have means
controlled by the operator for braking the vehicle, if a
secondary braking system is not required or desirable. In
such a case, the fluid-pressure-modulating brake valve and
the associated fluid lines, as well as means for actuating this
valve, will not be included in the system. Another modifi-
cation of the system may not have means for anti-slip
traction control. Then, the second brake control valve, and
the associated fluid lines may not be included, and the
electronics may not be arranged and programmed to selec-
tively apply the first or the second brake in case of traction
slip. Another modification of the system may have means for
manual control of the drive mode, instead of the described
above clutch control valve, first brake control valve, and the
electronics which provides for automatic control of these
two valves, and thus—for automatic change of the drive
mode. And in another modification the system may not have
the clutch, but instead may have the shaft of the outer rotor
directly connected with the input shaft of the first drive axle.
Such a simplified system will have only four-wheel-drive
mode, but nevertheless, it may have the two brakes, and may
provide anti-slip traction control and braking of the vehicle,
generally by the same means and manner as in the drive
system described herein above in detail.
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However, all such replacements, modifications and sim-
plifications will be just other embodiments of the drive
system according to this invention.

What is claimed is:

1. A drive system for electric vehicles, said drive system
comprising:

a dual-rotor traction motor having an outer rotor and an
inner rotor, said two rotors being arranged to rotate in
opposite directions under the action of the same elec-
tromagnetic forces;

a first drive axle and a second drive axle, one of said two
drive axles being also a steering axle;

means for transmitting torque and rotation between said
outer rotor and said first drive axle, and

means for transmitting torque and rotation between said
inner rotor and said second drive axle,

whereby providing a four-wheel-drive mode.

2. A drive system according to claim 1, wherein said
means for transmitting torque and rotation between said
outer rotor and said first drive axle include a clutch for
interrupting the transmission of torque and rotation between
the outer rotor and the first drive axle, and means for
transmitting torque and rotation between said clutch and the
first drive axle, said drive system also comprising:

a first brake for braking the rotation of the outer rotor, and

means for drive mode control selectively engaging the
clutch and releasing said first brake or disengaging the
clutch and applying the first brake,

whereby providing selectively a low-speed/four-wheel-
drive mode or a high-speed/two-wheel-drive mode.

3. A drive system according to claim 2, wherein said
means for transmitting torque and rotation between said
clutch and said first drive axle is a drive shaft.

4. A drive system according to claim 2, wherein said
means for drive mode control are electrically controllable
means operating the clutch, electrically controllable means
operating the first brake, and an electronics arranged and
programmed to monitor continuously the rotational speed of
at least one of said two drive axles and to control said means
operating the clutch and said means operating the first brake
for engaging the clutch and releasing the first brake when a
rotational speed lower than a predetermined value is
detected or disengaging the clutch and applying the first
brake when a rotational speed higher than a predetermined
value is detected.

5. A drive system according to claim 4, wherein said
clutch having a clutch cylinder operable by fluid pressure for
engaging the clutch when pressurized, said first brake hav-
ing at least one brake cylinder operable by fluid pressure for
applying the first brake when pressurized, and wherein said
means operating the clutch and said means operating the first
brake are means for fluid pressure supply, and means for
fluid pressure directional control controlled by said elec-
tronics.

6. A drive system according to claim 5, wherein said
means for fluid pressure supply are a pump driven by a pump
motor, a fluid reservoir, a fluid pressure accumulator charged
by said pump through a check valve, a fluid pressure switch
controlling said pump motor for maintaining the fluid pres-
sure in predetermined limits, and a plurality of connecting
fluid lines, and wherein said means for fluid pressure direc-
tional control are:

an electro-magnetically operable three-way/two-position
directional control valve, designated as a clutch control
valve, and a plurality of fluid lines for connecting said
clutch cylinder with said fluid reservoir when said
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clutch control valve is disenergized or connecting the
clutch cylinder with said fluid pressure accumulator
when the clutch control valve is energized by said
electronics, and
an electro-magnetically operable three-way/two-position
directional control valve, designated as a first brake
control valve, and a plurality of fluid lines for connect-
ing said brake cylinder of said first brake to the fluid
reservoir when said first brake control valve is disen-
ergized or connecting the brake cylinder of the first
brake with the fluid pressure accumulator when the first
brake control valve is energized by the electronics.
7. A drive system according to claim 2, said drive system
also comprising a second brake for braking the rotation of
said inner rotor, and means for anti-slip traction control
selectively applying said first brake or said second brake.
8. A drive system according to claim 7, wherein said
means for anti-slip traction control are electrically control-
lable means operating the first brake, electrically control-
lable means operating the second brake, and an electronics
arranged and programmed to monitor and compare continu-
ously the rotational speeds of said first and said second drive
axles and to control said means operating the first brake and
said means operating the second brake for applying the first
brake when a traction slip of the first drive axle higher than
a predetermined value is detected or applying the second
brake when a traction slip of the second drive axle higher
than a predetermined value is detected.
9. A drive system according to claim 8, wherein said first
brake having at least one brake cylinder operable by fluid
pressure for applying the first brake when pressurized, said
second brake having at least one brake cylinder operable by
fluid pressure for applying the second brake when
pressurized, and wherein said means operating the first brake
and said means operating the second brake are means for
fluid pressure supply, and means for fluid pressure direc-
tional control controlled by said electronics.
10. A drive system according to claim 9, wherein said
means for fluid pressure supply are a pump driven by a pump
motor, a fluid reservoir, a fluid pressure accumulator charged
by said pump through a check valve, a fluid pressure switch
controlling said pump motor for maintaining the fluid pres-
sure in predetermined limits, and a plurality of connecting
fluid lines, and wherein said means for fluid pressure direc-
tional control are:
an electro-magnetically operable three-way/two-position
directional control valve, designated as a first brake
control valve, and a plurality of fluid lines for connect-
ing said brake cylinder of said first brake with said fluid
reservoir when said first brake control valve is disen-
ergized or connecting the cylinder of the first brake
with said fluid pressure accumulator when the first
brake control valve is energized by said electronics, and

an electro-magnetically operable three-way/two-position
directional control valve, designated as a second brake
control valve, and a plurality of fluid lines for connect-
ing said brake cylinder of said second brake to the fluid
reservoir when said second brake control valve is
disenergized or connecting the brake cylinder of the
second brake with the fluid pressure accumulator when
the second brake control valve is energized by the
electronics.

11. A drive system according to claim 7, said drive system
also comprising means controllable by the operator of the
vehicle for simultaneously applying said first brake and said
second brake when said clutch is engaged and the first brake
is released by said means for drive mode control or simul-
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taneously engaging the clutch and applying the second brake
when the clutch is disengaged and the first brake is applied
by the means for drive mode control.

12. A drive system according to claim 11, wherein said
clutch having a clutch cylinder for engaging the clutch when
pressurized, said first brake having at least one brake cyl-
inder for applying the first brake when pressurized, said
second brake having at least one brake cylinder for applying
the second brake when pressurized, and wherein said means
controllable by the operator of the vehicle are means for
fluid pressure supply, and means for fluid pressure modula-
tion and directional control controlled by the operator of the
vehicle.

13. A drive system according to claim 12, wherein said
means for fluid pressure supply are a pump driven by a pump
motor, a fluid reservoir, a fluid pressure accumulator charged
by said pump through a check valve, a fluid pressure switch
controlling said pump motor for maintaining the fluid pres-
sure in predetermined limits, and a plurality of connecting
fluid lines, and wherein said means for fluid pressure modu-
lation and directional control are a three-way fluid-pressure-
modulating brake valve and a plurality of fluid lines for
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providing fluid passage from said clutch cylinder and said
brake cylinders of said first and second brakes to said fluid
reservoir, when said fluid-pressure-modulating brake valve
is not actuated, or modulating fluid pressure from said
accumulator and directing a modulated fluid pressure into
the clutch cylinder and brake cylinders of the first and
second brakes, when the fluid-pressure-modulating brake
valve is actuated by the operator of the vehicle, said modu-
lated fluid pressure being substantially proportional to the
force applied by the operator of the vehicle for actuating the
fluid-pressure-modulating brake valve.

14. A drive system according to claim 1, wherein said
means for transmitting torque and rotation between said
inner rotor and said second drive axle is a drive shaft.

15. A drive system according to claim 1, said drive system
also comprising an electronics arrange and programmed to
monitor continuously the rotational speeds of said outer
rotor and said inner rotor for disenergizing said dual-rotor
motor when a rotational speed of either rotor higher than a
respective predetermined maximum value is detected.
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