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Description

BACKGROUND OF THE INVENTION

Field of the Invention

[0001] The present invention relates to a gear shifting
completion determining device and a gear shifting com-
pletion determining method, and particularly to a tech-
nique of appropriately determining completion of gear
shifting in a transmission in which the gear shifting is
effected by an actuator, in accordance with an operating
state of a vehicle.

Description of the Background Art

[0002] Conventionally, in a transmission having a gear
train of constant mesh gears, a technique of selecting a
gear by moving a sleeve by an actuator is known. In such
a transmission, particularly at the time of gear shifting
during the stopped state of the vehicle, there may occur
a phenomenon where the sleeve and the gear are out of
synchronization and thus they do not mesh with each
other (hereinafter, also referred to as "uplock"). This
means that gear shifting needs to be carried out taking
account of the uplock.
[0003] Japanese Patent Laying-Open No.
2003-074684 discloses an automatic gear shifting com-
pletion determining device capable of avoiding uplock.
The automatic gear shifting completion determining de-
vice described in Japanese Patent Laying-Open No.
2003-074684 includes: an automatic clutch automatically
performing a clutch engaging operation by an actuator
for the clutch; an automatic transmission connected to
an engine via the automatic clutch, having an actuator
for the transmission that shifts a sleeve arranged be-
tween a plurality of gears in an axial direction based on
an operation of a shift lever, and automatically shifting a
gear in response to the axial movement of the sleeve;
and a control unit controlling the automatic clutch and
the automatic transmission by driving the actuator for the
clutch and the actuator for the transmission such that,
when the sleeve and the gear are not synchronized while
the engine is stopped and the sleeve cannot be moved
in the axial direction for shifting to a gear required by the
operation of the shift lever, i.e., when the uplock occurs,
the gear is shifted to the required gear after the gear is
shifted to a prescribed gear different from the required
gear. Determination as to whether uplock has occurred
or not is made based on a detection signal from a position
sensor detecting the position of the sleeve.
[0004] According to the automatic gear shifting com-
pletion determining device described in the publication,
in the event that the uplock occurs when the engine is
stopped and thus it is not possible to shift to the gear
required by the operation of the shift lever, the gear is
set to a prescribed gear. With such shifting to the pre-
scribed gear, "dislocation" is generated in the rotational

direction between the gears for establishment of gear
shifting to the required gear, which increases the possi-
bility of avoiding the uplock. The gear is then set to the
gear required by the operation of the shift lever under the
condition that the possibility of avoiding the uplock is en-
larged.
[0005] The hardware such as a gear train would suffer
"deflection" by the load of the actuator, particularly upon
occurrence of the uplock. With such "deflection", even if
the sleeve and the gear do not mesh with each other, the
amount of stroke of the actuator may increase to the level
where the sleeve and the gear would mesh in the ab-
sence of the "deflection". Thus, it may be conceivable to
determine completion of the gear shifting (occurrence of
the uplock) based on the position of the sleeve or the
stroke amount of the actuator taking account of the "de-
flection" of the hardware. In such a case, however, if there
occurs no uplock or "deflection", it may not be determined
that the gear shifting has completed even if the sleeve
has moved to the position where it can be said that the
gear shifting has completed, leading to determination of
completion of the gear shifting at an inappropriate timing
later than the actual completion timing of the gear shifting.
[0006] An object of the present invention is to provide
a gear shifting completion determining device and a gear
shifting completion determining method that can appro-
priately determine completion of gear shifting.
[0007] Published application EP1193425A2 describes
a shift actuating control system for synchromesh-type
automatic transmission including a shift actuator having
a driving portion activated depending on a shift operation,
a shift fork shaft moving a sleeve of a synchromesh mech-
anism in an axial direction when engaged with a shift fork
of the shift fork shaft, and a driving force transmitting
member disposed between the driving portion and the
shift fork shaft to transmit the driving force generated by
the driving portion to the shift fork shaft.
[0008] Published application EP1232901 A2 de-
scribes a method and apparatus for automatically shifting
synchromesh type gear transmission of a vehicle. The
described arrangement provides for controlling automat-
ic transmission of a motor vehicle having an engine and
an automatic transmission including a clutch with an ac-
tuator for changing gear position comprising a detecting
means for detecting a completion of the changing gear
position and a signal generating means for generating a
control signal to the actuator for applying continued pres-
sure to the clutch for a predetermine time after the com-
pletion of the changing gear position.

SUMMARY OF THE INVENTION

[0009] Said object is achieved by a device according
to claim 1 and a method according to claim 5. Claims 2-4
concern particular embodiments of the invention of
claim1. Claim 6 relates to a particular embodiment of the
invention of claim 5.
[0010] An embodiment of the invention provides a gear
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shifting completion determining device that determines
completion of gear shifting in a transmission in which
gear shifting is carried out as a first part and a second
part are meshed with each other by an actuator. The gear
shifting completion determining device includes: a deter-
mining unit determining that gear shifting of the transmis-
sion has completed when a stroke amount of the actuator
has reached a predetermined threshold value; a detect-
ing unit detecting an operating state of a vehicle to which
the transmission is mounted; and a setting unit setting
the threshold value based on the operating state of the
vehicle.
[0011] In an embodiment of the invention, when the
stroke amount of the actuator reaches the threshold val-
ue set based on the operating state of the vehicle, it is
determined that gear shifting of the transmission has
completed. A sleeve and a gear would not readily mesh
with each other when the vehicle is stopped, for example.
In this case, the hardware such as the gear train would
likely suffer deflection due to the load applied to the trans-
mission by the actuator. In contrast, the sleeve and the
gear would readily mesh with each other while the vehicle
is running, compared to the standstill state, so that the
hardware such as the gear train and the actuator would
hardly suffer deflection, Accordingly, the threshold value
is set to a value in the direction where the sleeve and the
gear would mesh with each other more firmly when the
vehicle speed is lower than when the vehicle speed is
higher. In this manner, it is possible to set an appropriate
threshold value taking account of deflection when the
hardware such as the gear train and the actuator would
likely suffer deflection. This can suppress erroneous de-
termination that the gear shifting has completed even if
the gear shifting has not finished yet. On the other hand,
in the case where deflection would hardly occur, it is pos-
sible to set an appropriate threshold value taking no ac-
count of deflection. This can suppress the undesired sit-
uation where it is determined that the gear shifting has
completed at a timing later than the actual completion
timing of the gear shifting. As a result, it is possible to
provide a gear shifting completion determining device
capable of appropriately determining completion of the
gear shifting.
[0012] The detecting unit can be operable to detect a
vehicle speed of the vehicle. The setting unit sets the
threshold value to a value in a direction where the parts
would mesh with each other more firmly when the vehicle
speed is lower than when the vehicle speed is higher.
[0013] In an example embodiment, the threshold value
is set to a value in the direction where the parts (for ex-
ample, sleeve and gear) would mesh with each other
more firmly when the vehicle speed is lower than when
the vehicle speed is higher. As such, it is possible to set
an appropriate threshold value taking account of deflec-
tion during the stopped state of the vehicle, for example,
when the hardware such as the gear train would likely
suffer deflection. As such, it is possible to suppress er-
roneous determination that the gear shifting has com-

pleted even if the gear shifting has not finished yet. Fur-
ther, an appropriate threshold value taking no account
of deflection can be set while the vehicle is running or
the like when the hardware such as the gear train would
hardly suffer deflection. Thus, it is possible to suppress
determination of completion of gear shifting at a timing
later than the actual completion timing of the gear shifting.
As a result, completion of the gear shifting can be deter-
mined appropriately.
[0014] The setting unit can be a first setting unit. The
gear shifting completion determining device further in-
cludes: a load detecting unit detecting a load applied to
the transmission by the actuator; and a second setting
unit setting the threshold value to a value in a direction
where the parts would mesh with each other more firmly
when the load is greater than when the load is smaller.
[0015] In an example embodiment, in the case where
the load applied to the transmission by the actuator is
large, compared to the case where it is small, the thresh-
old value is set to a value in the direction where the parts
(for example, sleeve and gear) would mesh with each
other more firmly. In this manner, it is possible to set a
threshold value appropriately reflecting the deflection
amount of the hardware such as the gear train. Accord-
ingly, completion of the gear shifting can be determined
appropriately.
[0016] An embodiment of the invention provides a gear
shifting completion determining method for determining
completion of gear shifting in a transmission in which
gear shifting is carried out as a first part and a second
part are meshed with each other by an actuator. The gear
shifting completion determining method includes the
steps of: determining that gear shifting of the transmis-
sion has completed when a stroke amount of the actuator
has reached a predetermined threshold value; detecting
an operating state of a vehicle to which the transmission
is mounted; and setting the threshold value based on the
operating state of the vehicle.
[0017] In an embodiment of the invention, when the
stroke amount of the actuator has reached a threshold
value that is set based on an operating state of the ve-
hicle, it is determined that the gear shifting of the trans-
mission has completed. A sleeve and a gear would not
readily mesh with each other when the vehicle is stopped,
for example. In this case, the hardware such as the gear
train would likely suffer deflection due to the load applied
to the transmission by the actuator. In contrast, the sleeve
and the gear would readily mesh with each other while
the vehicle is running, compared to the standstill state,
so that the hardware such as the gear train and the ac-
tuator would hardly suffer deflection. Accordingly, the
threshold value is set to a value in the direction where
the sleeve and the gear would mesh with each other more
firmly when the vehicle speed is lower than when the
vehicle speed is higher. In this manner, it is possible to
set an appropriate threshold value taking account of de-
flection when the hardware such as the gear train and
the actuator would likely suffer deflection. This can sup-
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press erroneous determination that the gear shifting has
completed even if the gear shifting has not finished yet.
On the other hand, in the case where deflection would
hardly occur, it is possible to set an appropriate threshold
value taking no account of deflection. This can suppress
the undesired situation where it is determined that the
gear shifting has completed at a timing later than the
actual completion timing of the gear shifting. As a result,
it is possible to provide a gear shifting completion deter-
mining method capable of appropriately determining
completion of the gear shifting.
[0018] The step of detecting an operating state of a
vehicle can include the step of detecting a vehicle speed
of the vehicle, and the step of setting the threshold value
includes the step of setting the threshold value to a value
in a direction where the parts would mesh with each other
more firmly when the vehicle speed is lower than when
the vehicle speed is higher.
[0019] In an example embodiment, the threshold value
is set to a value in the direction where the parts (for ex-
ample, sleeve and gear) would mesh with each other
more firmly when the vehicle speed is lower than when
the vehicle speed is higher. As such, it is possible to set
an appropriate threshold value taking account of deflec-
tion during the stopped state of the vehicle, for example,
when the hardware such as the gear train would likely
suffer deflection. As such, it is possible to suppress er-
roneous determination that the gear shifting has com-
pleted even if the gear shifting has not finished yet. Fur-
ther, an appropriate threshold value taking no account
of deflection can be set while the vehicle is running or
the like when the hardware such as the gear train would
hardly suffer deflection. Thus, it is possible to suppress
determination of completion of gear shifting at a timing
later than the actual completion timing of the gear shifting.
As a result, completion of the gear shifting can be deter-
mined appropriately.
[0020] The gear shifting completion determining meth-
od can further include the steps of: detecting a load ap-
plied to the transmission by the actuator; and setting the
threshold value to a value in a direction where the parts
would mesh with each other more firmly when the load
is greater than when the load is smaller.
[0021] In an example embodiment, in the case where
the load applied to the transmission by the actuator is
large, compared to the case where it is small, the thresh-
old value is set to a value in the direction where the parts
(for example, sleeve and gear) would mesh with each
other more firmly. In this manner, it is possible to set a
threshold value appropriately reflecting the deflection
amount of the hardware such as the gear train. Accord-
ingly, completion of the gear shifting can be determined
appropriately.
[0022] The foregoing objects, features, and advantag-
es of the present invention will become more apparent
from the following detailed description of example em-
bodiments of the present invention when taken in con-
junction with the accompanying drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

[0023]

Fig. 1 is an overall view of a vehicle incorporating a
gear shifting completion determining device accord-
ing to an embodiment of the present invention.
Fig. 2 is a cross-sectional view showing a clutch in
the vehicle incorporating the gear shifting completion
determining device according to the embodiment of
the present invention.
Figs. 3A and 3B are partial cross-sectional views
showing a synchromesh mechanism in the vehicle
incorporating the gear shifting completion determin-
ing device according to the embodiment of the
present invention.
Fig. 4 is a diagram showing a meshing start point
between the spline of the sleeve and the clutch gear
according to the embodiment of the present inven-
tion.
Fig. 5 is a flowchart illustrating a control structure of
a program executed by an ECU that is the gear shift-
ing completion determining device according to the
embodiment of the present invention.

DESCRIPTION OF THE EXAMPLE EMBODIMENTS

[0024] Hereinafter, an embodiment of the present in-
vention will be described with reference to the drawings.
In the following, the same portions have the same refer-
ence characters allotted, and their designation and func-
tion are identical. Thus, detailed description thereof will
not be repeated.
[0025] Referring to Fig. 1, a vehicle incorporating a
gear shifting completion determining device according to
an embodiment of the present invention will be described.
The vehicle 100 is a FF (Front drive Front engine) vehicle.
The vehicle to which the gear shifting completion deter-
mining device of the present invention will be mounted
is not restricted to a FF vehicle.
[0026] Vehicle 100 is a clutch-pedalless vehicle in
which a constant mesh-type gear transmission as of a
conventional manual transmission and a clutch are acti-
vated by actuators to establish a desired gear. In vehicle
100, it is possible to select an auto shift mode, in which
up-shift and down-shift are conducted based on a map
defined by vehicle speed and throttle position, and a man-
ual shift mode, in which a driver can select an arbitrary
gear by his/her operation. In the auto shift mode, a sport
mode can also be selected in which gear shifting is ef-
fected at an engine speed higher than usual.
[0027] Vehicle 100 includes an engine 200, a clutch
300, a transmission 400, a differential gear 500, and an
ECU (Electronic Control Unit) 600. The gear shifting com-
pletion determining device of the present embodiment is
implemented, e.g., by a program that is executed by ECU
600.
[0028] Engine 200 is an internal combustion engine
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wherein an air-fuel mixture of the fuel injected by an in-
jector (not shown) and the air is exploded in a cylinder
to press down a piston (not shown), to thereby rotate a
crankshaft 202. Engine 200 is mounted to vehicle 100
as a motive power source. Vehicle 100 runs with the driv-
ing force from engine 200. It is noted that engine 200
may be replaced with another motive power mechanism
such as a motor.
[0029] Clutch 300 is a dry-type single plate friction
clutch. As shown in Fig. 2, clutch 300 includes a clutch
output shaft 302, a clutch disk 304 arranged at clutch
output shaft 302, a clutch housing 306, a pressure plate
308 arranged at clutch housing 306, a diaphragm spring
310, a clutch release cylinder 312, a release fork 314,
and a release sleeve 316.
[0030] When diaphragm spring 310 biases pressure
plate 308 to the right direction in Fig. 2, clutch disk 304
is pressed against a flywheel 204 attached to crankshaft
202 of engine 200, whereby the clutch is connected.
[0031] When clutch release cylinder 312 moves re-
lease sleeve 316 to the right in Fig. 2 via release fork
314, the inner end portion of diaphragm spring 310 moves
to the right inFig.2. When the inner end portion of dia-
phragm spring 310 moves to the right, pressure plate 308
moves to the left in Fig. 2. As a result, clutch disk 304
and flywheel 204 are separated from each other, where-
by the clutch is disconnected.
[0032] Clutch release cylinder 312 is activated with a
hydraulic pressure supplied by a hydraulic circuit (not
shown). Clutch release cylinder 312 is controlled by ECU
600. A well-known, common technique can be used for
clutch 300, and thus, further description will not be given
here. It is noted that clutch 300 may be connected and
disconnected by electric power.
[0033] Returning to Fig. 1, transmission 400 includes
an input shaft 402, an output shaft 404, and a housing
406. Transmission 400 is arranged in housing 406 to-
gether with differential gear 500. Transmission 400 is a
constant mesh-type gear transmission.
[0034] Input shaft 402 and output shaft 404 are ar-
ranged in parallel. A plurality of change gear pairs
411-415 having different gear ratios and a reverse gear
pair 416 are arranged between input shaft 402 and output
shaft 404.
[0035] Of the two gears constituting each change gear
pair, one gear is provided at input shaft 402, while the
other is provided at output shaft 404. Of the two gears
constituting each change gear pair, one gear is capable
of idling with respect to the corresponding shaft, while
the other rotates together with the corresponding shaft.
The two gears constituting each change gear pair con-
stantly mesh with each other.
[0036] Clutch gears 421-425 are provided correspond-
ing to change gear pairs 411-415, respectively. Synchro-
mesh mechanisms 431-433 are arranged between the
shafts and clutch gears 421-425 to couple them by syn-
chronizing the number of revolutions of the shaft and the
number of revolutions of the corresponding clutch gear

421-425. One of the first through fifth gears is established
when one of clutch gears 421-425 is coupled to the shaft
via one of synchromesh mechanisms 431-433. If no
clutch gear is coupled to the shaft, transmission 400 is
in a neutral state.
[0037] Reverse gear pair 416 meshes with an idler
gear for rearward running that is arranged at a counter
shaft (not shown). When reverse gear pair 416 meshes
with the idler gear for rearward running, the reverse gear
is established.
[0038] Synchromesh mechanisms 431-433 are acti-
vated via a fork shaft 440 by means of an actuator 442
that is controlled by ECU 600. Each of synchromesh
mechanisms 431-433 is a key type synchromesh mech-
anism. It is noted that a double-cone synchromesh mech-
anism or the like may be used instead of the key type
synchromesh mechanism.
[0039] Referring to Figs. 3A and 3B, synchromesh
mechanism 431 will be described. It is noted that syn-
chromesh mechanisms 432 and 433 are identical to syn-
chromesh mechanism 431, so that description thereof
will not be repeated.
[0040] As shown in Fig. 3A, synchromesh mechanism
431 includes a sleeve 470, a synchronizer key 472, a key
spring 474, a synchronizer ring 480, and a tapered cone
portion 484 provided at an input gear 482, which is one
of the gears constituting change gear pair 411 provided
in a manner capable of idling with respect to input shaft
402.
[0041] Sleeve 470 is moved toward clutch gear 421 by
actuator 442 via fork shaft 440. Synchronizer key 472 is
biased to sleeve 470 by key spring 474, and engages
with sleeve 470. Sleeve 470 and synchronizer key 472,
together with a synchronizer hub (not shown), rotate in-
tegrally with input shaft 402.
[0042] Synchronizer ring 480 is arranged between in-
put gear 482 and synchronizer key 472. Synchronizer
ring 480 is provided with a groove, which engages with
synchronizer key 472, so that synchronizer ring 480 and
synchronizer key 472 rotate together.
[0043] When sleeve 470 is moved to the right in Fig.
3A, synchronizer key 472 is moved together with sleeve
470. When synchronizer key 472 moves, synchronizer
ring 480 is pressed against cone portion 484 and made
to be taper-fitted.
[0044] When synchronizer ring 480 and cone portion
484 are taper-fitted, motive power is gradually transmit-
ted from input shaft 402 to input gear 482 by friction be-
tween synchronizer ring 480 and cone portion 484. As
synchronizer ring 480 and input gear 482 slip to some
extent, the number of revolutions of input shaft 402 and
the number of revolutions of input gear 482 gradually
become equal (synchronized).
[0045] Input gear 482 constantly meshes with one of
the gears constituting change gear pair 411 that is pro-
vided at output shaft 404 in an integrated manner. Thus,
by synchronization of the number of revolutions of input
shaft 402 with the number of revolutions of input gear
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482, the number of revolutions of input shaft 402 be-
comes synchronized with the number of revolutions of
output shaft 404.
[0046] When sleeve 470 is further moved to the right,
as shown in Fig. 3B, a spline 490 provided at sleeve 470
comes to mesh with a spline 492 provided at synchronizer
ring 480 and also with clutch gear 421 provided at input
gear 482. When spline 490 of sleeve 470 meshes with
clutch gear 421, input shaft 402 and output shaft 404 are
coupled to each other, and motive power is transmitted
from input shaft 402 to output shaft 404 via change gear
pair 411.
[0047] For example, at the time of gear shifting during
the running state of the vehicle, sleeve 470 and clutch
gear 421 are both rotating, so that spline 490 of sleeve
470 smoothly meshes with clutch gear 421. In this case,
the meshing start point is as shown by a dashed line in
Fig. 4.
[0048] Meanwhile, at the time of gear shifting during
the stopped state of the vehicle, for example, the gear
itself including clutch gear 421 and synchronizer ring 480
would not rotate, so that it is necessary to rotate sleeve
470 and clutch gear 421 only by the thrust force of sleeve
470. However, there may be a case where the force re-
quired for thrusting away exceeds the force from actuator
442, which leads to occurrence of the uplock. Further,
clutch gear 421 may be stopped at the position where it
presses the head of sleeve 470, which may also cause
the uplock.
[0049] When the uplock occurs, movement of sleeve
470 in the direction to mesh with clutch gear 421 is re-
stricted. In such a case, even if sleeve 470 does not move,
the stroke amount of actuator 442 in itself may increase
due to deflection of the hardware.
[0050] Thus, in the event of occurrence of the uplock,
the position of sleeve 470 in appearance, calculated back
from the stroke amount of actuator 442, may coincide
with the position of sleeve 470 in the case of absence of
the uplock.
[0051] Returning to Fig. 1, input shaft 402 is coupled
to a clutch output shaft 302 of clutch 300 via a spline 450,
while output shaft 404 is provided with an output gear
460, which meshes with a ring gear 502 of differential
gear 500.
[0052] Differential gear 500 includes a pair of side
gears 504, 506. Drive shafts 508, 510 are coupled to side
gears 504, 506, respectively, by spline fitting or the like.
Motive power is transmitted to left and right front wheels
512, 514 via drive shafts 508, 510.
[0053] An accelerator position sensor 602, a sport
mode switch 604, a shift lever 606, an engine speed sen-
sor 608, a temperature sensor 610, a vehicle speed sen-
sor 612, an input revolution number sensor 614, an output
revolution number sensor 616, and a stroke sensor 618
are connected to ECU 600.
[0054] Accelerator position sensor 602 detects the
press-down degree of the accelerator pedal, and trans-
mits a signal representing the detected result to ECU

600. Sport mode switch 604 is operated by the driver
when he/she prefers gear shifting at an engine speed
higher than usual for a sporty drive placing priority on
acceleration.
[0055] Shift lever 606 is operated by the driver so as
to select a desired gear. The gear of transmission 400 is
automatically established in response to a range (e.g.,
D range) corresponding to shift lever 606. The manual
shift mode may also be selected, where the driver can
select an arbitrary gear by his/her operation.
[0056] Engine speed sensor 608 detects the number
of revolutions of engine 200, and transmits a signal rep-
resenting the detected result to ECU 600. Temperature
sensor 610 detects the oil temperature of engine 200,
and transmits a signal representing the detected result
to ECU 600. Vehicle speed sensor 612 detects the ve-
hicle speed of vehicle 100 based on the number of rev-
olutions of drive shaft 508, and transmits a signal repre-
senting the detected result to ECU 600. Input revolution
number sensor 614 detects the number of revolutions of
input shaft 402, and transmits a signal representing the
detected result to ECU 600.
[0057] Output revolution number sensor 616 detects
the number of revolutions of output shaft 404, and trans-
mits a signal representing the detected result to ECU
600. Stroke sensor 618 detects the stroke amount of ac-
tuator 442 (the amount of movement of fork shaft 440 or
sleeve 470), and transmits a signal representing the de-
tected result to ECU 600.
[0058] ECU 600 controls various devices such that ve-
hicle 100 attains a desired running state, based on the
signals transmitted from the above-described sensors, a
throttle position sensor (not shown) and the like and also
based on maps and programs stored in a ROM (Read
Only Memory).
[0059] Referring to Fig. 5, a control structure of a pro-
gram executed by ECU 600 that is the gear shifting com-
pletion determining device of the present embodiment
will be described. It is noted that the program explained
in the following is executed upon gear shifting of trans-
mission 400.
[0060] In step (hereinafter, abbreviated as "S") 100,
ECU 600 detects the vehicle speed V based on a signal
transmitted from vehicle speed sensor 612. In S102, ECU
600 determines whether vehicle speed V is higher than
a predetermined vehicle speed V(0). ECU 600 deter-
mines whether the vehicle is running or stopped by de-
termining whether vehicle speed V is higher than the pre-
determined vehicle speed V(0). If vehicle speed V is high-
er than predetermined vehicle speed V(0) (YES in S102),
the process proceeds to S104. If not (NO in S102), the
process proceeds to S106.
[0061] In S104, ECU 600 sets a threshold value A to
be compared with the stroke amount of actuator 442 for
determining whether gear shifting has completed or not.
For threshold value A, a value experimentally obtained
in advance, with which it can be considered that sleeve
470 has moved to the meshing start point indicated by
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the dashed line in Fig. 4, is used.
[0062] In S106, ECU 600 determines whether the
stroke amount of actuator 442 has reached threshold val-
ue A. If the stroke amount of actuator 442 has reached
threshold value A (YES in S106), the process proceeds
to S116. If not (NO in S106), the process returns to S106.
[0063] In S108, ECU 600 detects the shift load that is
applied by actuator 442 to sleeve 470 of transmission
400 via fork shaft 440. The shift load is detected, e.g.,
using a map having the stroke amount of actuator 442
as a parameter. It is noted that the way of detecting the
shift load is not restricted thereto; it may be detected us-
ing a map of stroke amount and hydraulic pressure if
actuator 442 is of a hydraulic type. If actuator 442 is of
an electrically driven type, the shift load may be detected
using a map of voltage value or current value. Further-
more, the shift load may be detected in accordance with
the gear established after gear shifting. Still further, the
shift load may be detected based on the output of a strain
gauge provided at fork shaft 440.
[0064] In S110, ECU 600 calculates a deflection
amount C of the hardware. Deflection amount C is cal-
culated based on a map having the shift load as a pa-
rameter. It is noted that instead of calculating deflection
amount C from the shift load, it is possible to calculate
deflection amount C directly from the stroke amount of
actuator 442, hydraulic pressure, voltage value, current
value, gear, the output of the strain gauge, and the like.
[0065] In S112, ECU 600 sets a threshold value B to
be compared with the stroke amount of actuator 442 for
determining whether gear shifting has completed or not,
to a value corresponding to threshold value A for use
when vehicle speed V is not lower than V(0) to which
deflection amount C is added.
[0066] In S114, ECU 600 determines whether the
stroke amount of actuator 442 has reached threshold val-
ue B. If the stroke amount of actuator 442 has reached
threshold value B (YES in S114), the process proceeds
to S116. If not (NO in S114), the process returns to S108.
In S116, ECU 600 determines that the gear shifting has
completed.
[0067] An operation of ECU 600 that is the gear shifting
completion determining device according to the present
embodiment based on the above-described structure
and flowchart will now be described.
[0068] When gear shifting of transmission 400 is initi-
ated, vehicle speed V is detected based on a signal trans-
mitted from vehicle speed sensor 612 (S100). If vehicle
speed V is higher than a predetermined vehicle speed V
(0) (YES in S102), i.e., when it can be said that vehicle
100 is now running, a threshold value A to be compared
with the stroke amount of actuator 442 for determining
whether gear shifting has completed or not is set (S104).
[0069] For threshold value A, a value with which it can
be considered that the sleeve and the clutch gear have
started meshing in absence of deflection of the hardware
is used. In this manner, it is possible to obtain the thresh-
old value that does not take account of the deflection

amount in the case where the hardware would not likely
suffer deflection. If the stroke amount has reached this
threshold value A (YES in S106), it is determined that
the gear shifting has completed (S116). Accordingly, it
is possible to suppress the situation where it is deter-
mined that the gear shifting has completed at a timing
later than the actual meshing start timing.
[0070] Meanwhile, if vehicle speed V is lower than pre-
determined vehicle speed V(0) (NO in S102), i.e., when
it can be said that vehicle 100 is stopped, the shift load
is detected (S108), and deflection amount C of the hard-
ware is calculated from the shift load (S110).
[0071] The threshold value B is set to be a value ob-
tained by adding this deflection amount C to threshold
value A used when vehicle speed V is not lower than V
(0) (S112). That is, threshold value B is set to be a value
greater than threshold value A.
[0072] In this manner, it is possible to obtain threshold
value B taking account of the deflection amount in ac-
cordance with the shift load in the case where the hard-
ware is likely to suffer deflection. If the stroke amount
reaches threshold value B (YES in S114), it is determined
that the gear shifting has completed (S116). As such, it
is possible to suppress erroneous determination that the
gear shifting has completed in spite of the fact that the
spline of the sleeve and the clutch gear are not meshing
with each other.
[0073] As described above, according to the ECU that
is the gear shifting completion determining device of the
present embodiment, in the case where vehicle speed V
is higher than a predetermined vehicle speed V(0) and
it can be said that the vehicle is running, the threshold
value taking no account of the amount of deflection of
the hardware is used to determine whether the gear shift-
ing has completed or not. This can suppress the situation
where it is determined that the gear shifting has complet-
ed at a timing later than the timing when meshing has
actually started. Meanwhile, in the case where vehicle
speed V is lower than the predetermined vehicle speed
V(0) and it can be said that the vehicle is stopped, the
threshold value taking account of the amount of deflec-
tion is used to determine whether the gear shifting has
completed or not. This can suppress erroneous determi-
nation that the gear shifting has completed even if the
spline of the sleeve and the clutch gear are not meshing
with each other.
[0074] Although the stroke amount of actuator 442 is
used for determining whether the gear shifting has com-
pleted or not in the present embodiment, instead of the
stroke amount of actuator 442, the amount of movement
of fork shaft 440 or sleeve 470 may be used to determine
whether the gear shifting has completed or not.
[0075] Further, although the deflection amount is cal-
culated based on the shift load in the present embodi-
ment, instead of or in addition to the shift load, the number
of times of gear shifting having been made, the running
distance of the vehicle, or the time from manufacture may
be used to calculate the deflection amount, taking into
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consideration that the deflection amount would increase
because of deterioration with age of transmission 400.
[0076] Furthermore, it may be configured to set a
smaller threshold value when vehicle speed V is lower
than a predetermined vehicle speed V(0) than when it is
greater than predetermined vehicle speed V(0), without
calculating the deflection amount.
[0077] Although example embodiments of the present
invention have been described and illustrated in detail,
it is clearly understood that the same is by way of illus-
tration and example only and is not to be taken by way
of limitation.

Claims

1. A gear shifting completion determining device in a
transmission (400) in which gear shifting is carried
out as a first part (421, 470) and a second part (421,
470) are meshed with each other by an actuator
(442), comprising:

determining means (600) for determining that
gear shifting of said transmission has completed
when a stroke amount of said actuator (442) has
reached a predetermined threshold value;
detecting means (612) for detecting an operat-
ing state of a vehicle to which said transmission
(400) is mounted and for detecting a vehicle
speed of said vehicle; and
setting means (600) for setting said threshold
value based on said operating state of said ve-
hicle to a value in a direction where said parts
(421, 470) would mesh with each other more
firmly when the vehicle speed is lower than when
the vehicle speed is higher.

2. The gear shifting completion determining device ac-
cording to claim 1, further comprising:

means for detecting a load applied to said trans-
mission by said actuator (442); and
means for setting said threshold value to a value
in a direction where said parts would mesh with
each other more firmly when the load is greater
than when the load is smaller.

3. The gear shifting completion determining device of
claim 1, wherein the determining means comprises
a determining unit (600);
the detecting means comprises a detecting unit (612)
for detecting a vehicle speed of said vehicle; and
the setting means comprises a setting unit for setting
said threshold value to a value in a direction where
said parts would mesh with each other more firmly
when the vehicle speed is lower than when the ve-
hicle speed is higher.

4. The gear shifting completion determining device ac-
cording to claim 3, wherein said setting unit is a first
setting unit,
said gear shifting completion determining device fur-
ther comprising:

a load detecting unit detecting a load applied to
said transmission by said actuator; and
a second setting unit setting said threshold value
to a value in a direction where said parts would
mesh with each other more firmly when the load
is greater than when the load is smaller.

5. A gear shifting completion determining method in a
transmission (400) in which gear shifting is carried
out as a first part (421, 470) and a second part (421,
470) are meshed with each other by an actuator
(442), comprising the steps of:

determining that gear shifting of said transmis-
sion (400) has completed when a stroke amount
of said actuator (442) has reached a predeter-
mined threshold value;
detecting an operating state of a vehicle to which
said transmission (400) is mounted including the
step of detecting a vehicle speed of said vehicle;
and
setting said threshold value based on said op-
erating state of said vehicle to a value in a di-
rection where said parts (421, 470) would mesh
with each other more firmly when the vehicle
speed is lower than when the vehicle speed is
higher.

6. The gear shifting completion determining method ac-
cording to claim 5, further comprising the steps of:

detecting a load applied to said transmission
(400) by said actuator (442); and
setting said threshold value to a value in a di-
rection where said parts (421, 470) would mesh
with each other more firmly when the load is
greater than when the load is smaller.

Patentansprüche

1. Vorrichtung zur Bestimmung der Beendigung eines
Gangwechsels in einem Getriebe (400), in dem ein
Gangwechsel durchgeführt wird, wenn ein erstes
Teil (421, 470) und ein zweites Teil (421, 470) durch
einen Aktuator (442) in Eingriff gebracht werden, mit:

einer Bestimmungseinrichtung (26) zum Be-
stimmen, dass ein Gangwechsel des Getriebes
beendet ist, wenn ein Hubbetrag des Aktuators
(442) einen vorbestimmten Schwellenwert er-
reicht hat;
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einer Erfassungseinrichtung (612) zum Erfas-
sen eines Betriebszustands eines Fahrzeugs,
in dem das Getriebe (400) montiert ist, und zum
Erfassen einer Fahrzeuggeschwindigkeit des
Fahrzeugs; und
einer Einstelleinrichtung (600) zum Einstellen
des Schwellenwerts basierend auf dem Be-
triebszustand des Fahrzeugs auf einen Wert in
einer Richtung, in der sich die Teile (421, 470)
miteinander fester in Eingriff befinden würden,
wenn die Fahrzeuggeschwindigkeit geringer ist,
als dann, wenn die Fahrzeuggeschwindigkeit
höher ist.

2. Vorrichtung zum Bestimmen der Beendigung eines
Gangwechsels gemäß Anspruch 1, die ferner auf-
weist:

eine Einrichtung zum Erfassen einer Last, die
durch den Aktuator (442) auf das Getriebe auf-
gebracht wird; und
eine Einrichtung zum Einstellen des Schwellen-
werts auf einen Wert in einer Richtung, in der
die Teile miteinander fester in Eingriff gelangen
würden, wenn die Last größer ist, als dann,
wenn die Last kleiner ist.

3. Vorrichtung zum Bestimmen der Beendigung eines
Gangwechsels nach Anspruch 1, wobei die Bestim-
mungseinrichtung eine Bestimmungseinheit (600)
aufweist;
die Erfassungseinrichtung eine Erfassungseinheit
(612) zum Erfassen einer Fahrzeuggeschwindigkeit
des Fahrzeugs aufweist; und
die Einstelleinrichtung eine Einstelleinheit zum Ein-
stellen des Schwellenwerts auf einen Wert in einer
Richtung aufweist, in der die Teile stärker miteinan-
der in Eingriff gelangen würden, wenn die Fahrzeug-
geschwindigkeit geringer ist, als dann, wenn die
Fahrzeuggeschwindigkeit höher ist.

4. Vorrichtung zum Bestimmen der Beendigung eines
Gangwechsels gemäß Anspruch 3, wobei die Ein-
stelleinheit eine erste Einstelleinheit ist,
wobei die Vorrichtung zum Bestimmen der Beendi-
gung eines Gangwechsels ferner aufweist:

eine Lasterfassungseinheit, die eine Last er-
fasst, die durch den Aktuator auf das Getriebe
aufgebracht wird; und
eine zweite Einstelleinheit, die den Schwellen-
wert auf einen Wert in einer Richtung einstellt,
in der sich die Teile einander in einem stärkeren
Eingriff befinden würden, wenn die Last größer
ist, als dann, wenn die Last kleiner ist.

5. Verfahren zur Bestimmung der Beendigung eines
Gangwechsels in einem Getriebe (400), in dem ein

Gangwechsel ausgeführt wird, wenn ein erstes Teil
(421, 470) und ein zweites Teil (421, 470) durch ei-
nen Aktuator (442) miteinander in Eingriff gebracht
werden, wobei das Verfahren die Schritte aufweist:

Bestimmen, dass der Gangwechsel des Getrie-
bes (400) beendet ist, wenn ein Hubbetrag des
Aktuators (442) einen vorbestimmten Schwel-
lenwert erreicht hat;
Erfassen eines Betriebszustands eines Fahr-
zeugs, in dem das Getriebe (400) montiert ist,
mit dem Schritt eines Erfassens einer Fahrzeug-
geschwindigkeit des Fahrzeugs; und
Einstellen des Schwellenwerts basierend auf
dem Betriebszustand des Fahrzeugs auf einen
Wert in einer Richtung, in der sich die Teile (421,
470) einander stärker in Eingriff befinden wür-
den, wenn die Fahrzeuggeschwindigkeit gerin-
ger ist, als dann, wenn die Fahrzeuggeschwin-
digkeit höher ist.

6. Verfahren zum Bestimmen der Beendigung eines
Gangwechsels gemäß Anspruch 5, das ferner die
Schritte aufweist:

Erfassen einer Last, die durch den Aktuator
(442) auf das Getriebe (400) aufgebracht wird;
und
Einstellen des Schwellenwerts auf einen Wert
in einer Richtung, in der sich die Teile (421, 470)
einander stärker in Eingriff befinden würden,
wenn die Last größer ist, als dann, wenn die Last
kleiner ist.

Revendications

1. Dispositif de détermination de l’achèvement du
changement de vitesse dans une transmission (400)
dans lequel le changement de vitesse est effectué
lorsqu’une première partie (421, 470) et une deuxiè-
me partie (421, 470) sont mises en prise l’une avec
l’autre par un actionneur (442), comprenant :

un moyen de détermination (600) pour détermi-
ner que le changement de vitesse de ladite
transmission s’est achevé lorsqu’une quantité
de course dudit actionneur (442) a atteint une
valeur de seuil prédéterminée ;
un moyen de détection (612) pour détecter un
état de fonctionnement d’un véhicule sur lequel
ladite transmission (400) est montée et pour dé-
tecter une vitesse de véhicule dudit véhicule ; et
un moyen de réglage (600) pour régler ladite
valeur de seuil sur la base dudit état de fonc-
tionnement dudit véhicule à une valeur dans une
direction dans laquelle lesdites parties (421,
470) se mettent en prise l’une avec l’autre plus
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fermement lorsque la vitesse de véhicule est in-
férieure que lorsque la vitesse de véhicule est
supérieure.

2. Dispositif de détermination de l’achèvement du
changement de vitesse selon la revendication 1,
comprenant en outre :

un moyen pour détecter une charge appliquée
à ladite transmission par ledit actionneur (442) ;
et
un moyen pour régler ladite valeur de seuil à
une valeur dans une direction dans laquelle les-
dites parties se mettent en prise l’une avec
l’autre plus fermement lorsque la charge est su-
périeure que lorsque la charge est inférieure.

3. Dispositif de détermination de l’achèvement du
changement de vitesse selon la revendication 1,
dans lequel le moyen de détermination comprend
une unité de détermination (600) ;
le moyen de détection comprend une unité de dé-
tection (612) pour détecter une vitesse de véhicule
dudit véhicule ; et
le moyen de réglage comprend une unité de réglage
pour régler ladite valeur de seuil à une valeur dans
une direction dans laquelle lesdites parties se met-
tent en prise l’une avec l’autre plus fermement lors-
que la vitesse de véhicule est inférieure que lorsque
la vitesse de véhicule est supérieure.

4. Dispositif de détermination de l’achèvement du
changement de vitesse selon la revendication 3,
dans lequel ladite unité de réglage est une première
unité de réglage, ledit dispositif de détermination de
l’achèvement du changement de vitesse compre-
nant en outre :

une unité de détection de charge détectant une
charge appliquée à ladite transmission par ledit
actionneur ; et
une deuxième unité de réglage réglant ladite va-
leur de seuil à une valeur dans une direction
dans laquelle lesdites parties se mettent en prise
l’une avec l’autre plus fermement lorsque la
charge est supérieure que lorsque la charge est
inférieure.

5. Procédé de détermination de l’achèvement du chan-
gement de vitesse dans une transmission (400) dans
lequel le changement de vitesse est effectué lors-
qu’une première partie (421, 470) et une deuxième
partie (421, 470) sont mises en prise l’une avec
l’autre par un actionneur (442), comprenant les éta-
pes consistant à :

déterminer que le changement de vitesse de la-
dite transmission (400) s’est achevé lorsqu’une

quantité de course dudit actionneur (442) a at-
teint une valeur de seuil prédéterminée ;
détecter un état de fonctionnement d’un véhicu-
le sur lequel ladite transmission (400) est mon-
tée, comprenant l’étape consistant à détecter
une vitesse de véhicule dudit véhicule ; et
régler ladite valeur de seuil sur la base dudit état
de fonctionnement dudit véhicule à une valeur
dans une direction dans laquelle lesdites parties
(421, 470) se mettent en prise l’une avec l’autre
plus fermement lorsque la vitesse de véhicule
est inférieure que lorsque la vitesse de véhicule
est supérieure.

6. Procédé de détermination de l’achèvement du chan-
gement de vitesse selon la revendication 5, compre-
nant en outre les étapes consistant à :

détecter une charge appliquée à ladite transmis-
sion (400) par ledit actionneur (442) ; et
régler ladite valeur de seuil à une valeur dans
une direction dans laquelle lesdites parties (421,
470) se mettent en prise l’une avec l’autre plus
fermement lorsque la charge est supérieure que
lorsque la charge est inférieure.
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