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(54) Continuously variable transmission and control method thereof

(57) The transmission controller (12) changes the
gear position of the subtransmission mechanism (30) and
varies the speed ratio of the variator (20) in an opposite
direction to a speed ratio variation direction of the sub-
transmission mechanism (30) when the actual through
speed ratio passes a predetermined mode switch line.
When the improvement in the shift response of the con-
tinuously variable transmission (4) is determined to be
required and the actual through speed ratio passes the
mode switch line from a Low side to the High side, the
transmission controller (12) increases a shift speed of
the subtransmission mechanism (30) compared with a
normal coordinated shift.
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Description

TECHNICAL FIELD OF THE INVENTION

[0001] This invention relates to a continuously variable
transmission and a control method thereof, and more par-
ticularly to a continuously variable transmission compris-
ing a belt continuously variable speed change mecha-
nism and a subtransmission mechanism.

BACKGROUND OF THE INVENTION

[0002] JP60-37455A discloses a continuously variable
transmission in which a two-forward speed subtransmis-
sion mechanism is provided in series with a belt contin-
uously variable speed change mechanism (to be referred
to hereafter as a "variator"), and a gear position of the
subtransmission mechanism is changed in accordance
with an operating condition of a vehicle. Thus, an achiev-
able speed ratio range is enlarged without increasing the
size of the variator.
[0003] JP5-79554A discloses a technique employed
in this type of continuously variable transmission includ-
ing a subtransmission mechanism for maintaining an
overall speed ratio (to be referred to hereafter as a
"through speed ratio") of the continuously variable trans-
mission at a constant value by performing a coordinated
shift to vary the speed ratio of the variator in coordination
with gear position change performed on the subtrans-
mission mechanism. By maintaining the through speed
ratio at a constant value on either side of the coordinated
shift, speed variation in an engine and a torque converter
during a shift in the subtransmission mechanism is sup-
pressed, thereby preventing shift shock caused by inertia
torque from the engine and torque converter.

SUMMARY OF THE INVENTION

[0004] A shift speed of the variator is lower than a shift
speed of the subtransmission mechanism, and therefore
the time required to perform the coordinated shift is de-
pendent on the shift speed of the variator. Hence, when
the variator is shifted in order to maintain the through
speed ratio at a constant value during a coordinated shift,
the freedom to set the time required to perform the co-
ordinated shift is low, making it difficult to respond to dif-
ferent shift response requirements in accordance with
different operating conditions.
[0005] It is therefore an object of this invention to in-
crease the freedom to set a time required to perform a
coordinated shift, thereby making it possible to respond
to difference shift response requirements in accordance
with different operating conditions.
[0006] According to an aspect of the present invention,
a continuously variable transmission installed in a vehi-
cle, which shifts an output rotation of a power source and
transmits the shifted rotation to drive wheels, includes a
belt type continuously variable speed change mecha-

nism (to be referred to hereafter as a "variator") capable
of varying a speed ratio continuously, a subtransmission
mechanism provided in series with the variator and hav-
ing a first gear position and a second gear position, the
second gear position having a smaller speed ratio than
the first gear position, as forward gear positions, a des-
tination through speed ratio setting unit which sets, on
the basis of an operating condition of the vehicle, an over-
all speed ratio (to be referred to hereafter as a "through
speed ratio") of the variator and the subtransmission
mechanism to be realized in accordance with the oper-
ating condition as a destination through speed ratio, a
shift control unit which controls at least one of the speed
ratio of the variator and the gear position of the subtrans-
mission mechanism such that an actual value of the
through speed ratio (to be referred to hereafter as an
"actual through speed ratio") becomes the destination
through speed ratio, a coordinated shifting unit which
changes the gear position of the subtransmission mech-
anism and varying the speed ratio of the variator in an
opposite direction to a speed ratio variation direction of
the subtransmission mechanism when the actual through
speed ratio passes a predetermined mode switch line, a
shift response improvement requirement determining
unit which determines, on the basis of the operating con-
dition of the vehicle, whether or not an improvement in a
shift response of the continuously variable transmission
is required; and a shift speed varying unit which increases
a shift speed of the subtransmission mechanism com-
pared with a normal coordinated shift when the improve-
ment in the shift response of the continuously variable
transmission is determined to be required and the actual
through speed ratio passes the mode switch line from a
Low side to a High side. The normal coordinated shift is
a coordinated shift which is performed when the improve-
ment in the shift response of the continuously variable
transmission is not determined to be required and the
actual through speed ratio passes the mode switch line.
[0007] According to another aspect of the present in-
vention, a control method for a continuously variable
transmission installed in a vehicle so as to shift an output
rotation of a power source and transmit the shifted rota-
tion to drive wheels, including a belt type continuously
variable speed change mechanism (to be referred to
hereafter as a "variator") capable of varying a speed ratio
continuously, and a subtransmission mechanism provid-
ed in series with the variator and having a first gear po-
sition and a second gear position, the second gear posi-
tion having a smaller speed ratio than the first gear po-
sition, as forward gear positions, is provided. The method
includes a destination through speed ratio setting step
for setting, on the basis of an operating condition of the
vehicle, an overall speed ratio (to be referred to hereafter
as a "through speed ratio") of the variator and the sub-
transmission mechanism to be realized in accordance
with the operating condition as a destination through
speed ratio, a shift control step for controlling at least one
of the speed ratio of the variator and the gear position of
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the subtransmission mechanism such that an actual val-
ue of the through speed ratio (to be referred to hereafter
as an "actual through speed ratio") becomes the desti-
nation through speed ratio, a coordinated shifting step
for changing the gear position of the subtransmission
mechanism and varying the speed ratio of the variator in
an opposite direction to a speed ratio variation direction
of the subtransmission mechanism when the actual
through speed ratio passes a predetermined mode
switch line, a shift response improvement requirement
determining step for determining, on the basis of the op-
erating condition of the vehicle, whether or not an im-
provement in a shift response of the continuously variable
transmission is required, and a shift speed varying step
for increasing a shift speed of the subtransmission mech-
anism compared with a normal coordinated shift when
the improvement in the shift response of the continuously
variable transmission is determined to be required and
the actual through speed ratio passes the mode switch
line from a Low side to a High side, the normal coordi-
nated shift being a coordinated shift which is performed
when the improvement in the shift response of the con-
tinuously variable transmission is not determined to be
required and the actual through speed ratio passes the
mode switch line.
[0008] Embodiments and advantages of this invention
will be described in detail below with reference to the
attached figures.

BRIEF DESCRIPTION OF THE DRAWINGS

[0009] FIG. 1 is a schematic diagram showing a vehicle
installed with a continuously variable transmission ac-
cording to an embodiment of this invention.
[0010] FIG. 2 is a view showing an internal constitution
of a transmission controller.
[0011] FIG. 3 is a view showing an example of a shift
map.
[0012] FIGs. 4A and 4B are flowcharts showing the
content of a shift control program executed by the trans-
mission controller.
[0013] FIG. 5 is a view illustrating a shift operation ac-
cording to an embodiment of this invention.
[0014] FIG. 6 is a timing chart for explaining actions
and effects of the embodiment of this invention.

DESCRIPTION OF THE PREFERRED EMBODIMENTS

[0015] An embodiment of this invention will be de-
scribed below with reference to the attached figures. It
should be noted that in the following description, a "speed
ratio" of a certain speed change mechanism is a value
obtained by dividing an input rotation speed of the speed
change mechanism by an output rotation speed of the
speed change mechanism. Further, a "Lowest speed ra-
tio" is a maximum speed ratio of the speed change mech-
anism and a "Highest speed ratio" is a minimum speed
ratio of the speed change mechanism.

[0016] FIG. 1 is a schematic diagram showing a vehicle
installed with a continuously variable transmission ac-
cording to an embodiment of this invention. The vehicle
includes an engine 1 as a power source. An output rota-
tion of the engine 1 is transmitted to drive wheels 7 via
a torque converter 2 including a lockup clutch, a first gear
train 3, a continuously variable transmission (to be re-
ferred to simply as a "transmission 4" hereafter), a second
gear train 5, and a final reduction gear 6. The second
gear train 5 is provided with a parking mechanism 8 which
locks an output shaft of the transmission 4 mechanically
during parking so that the output shaft of the transmission
4 cannot rotate.
[0017] Further, the vehicle is provided with an oil pump
10 that is driven using a part of the power of the engine
1, a hydraulic control circuit 11 that regulates an oil pres-
sure from the oil pump 10 and supplies the regulated oil
pressure to respective sites of the transmission 4, and a
transmission controller 12 that controls the hydraulic con-
trol circuit 11.
[0018] The transmission 4 includes a belt continuously
variable speed change mechanism (to be referred to
hereafter as a "variator") 20, and a subtransmission
mechanism 30 provided in series with the variator 20.
Here, "provided in series" means that the variator 20 and
the subtransmission mechanism 30 are provided in se-
ries on a power transmission path extending from the
engine 1 to the drive wheels 7. The subtransmission
mechanism 30 may be connected to an output shaft of
the variator 20 directly, as in this example, or via another
speed change/power transmission mechanism (a gear
train, for example). Alternatively, the subtransmission
mechanism 30 may be connected to a front stage (an
input shaft side) of the variator 20.
[0019] The variator 20 includes a primary pulley 21, a
secondary pulley 22, and a V belt 23 wrapped around
the pulleys 21, 22. The pulleys 21, 22 respectively include
a fixed conical plate, a movable conical plate disposed
relative to the fixed conical plate such that respective
sheave surfaces thereof oppose each other, thereby
forming a V groove, and hydraulic cylinders 23a, 23b
provided on a back surface of the movable conical plate
so as to displace the movable conical plate in an axial
direction. When oil pressure supplied to the hydraulic cyl-
inders 23a, 23b is regulated, a width of the V groove
varies, causing a contact radius between the V belt 23
and the respective pulleys 21, 22 to vary, and as a result,
the speed ratio of the variator 20 is varied continuously.
[0020] The subtransmission mechanism 30 is a speed
change mechanism having two-forward speed and sin-
gle-reverse speed. The subtransmission mechanism 30
includes a Ravigneaux planetary gear mechanism 31 in
which carriers of two planetary gears are coupled, and a
plurality of frictional engagement elements (a Low brake
32, a High clutch 33, and a Rev brake 34) which are
connected to a plurality of rotary elements constituting
the Ravigneaux planetary gear mechanism 31 so as to
modify rotation states thereof. When engagement/ dis-
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engagement states of the respective frictional engage-
ment elements 32 to 34 are modified by regulating oil
pressures supplied to the respective frictional engage-
ment elements 32 to 34, the gear position of the sub-
transmission mechanism 30 is changed.
[0021] For example, when the Low brake 32 is en-
gaged and the High clutch 33 and Rev brake 34 are dis-
engaged, the gear position of the subtransmission mech-
anism 30 becomes a first speed. When the High clutch
33 is engaged and the Low brake 32 and Rev brake 34
are disengaged, the gear position of the subtransmission
mechanism 30 becomes a second speed in which the
speed ratio is smaller than that of the first speed. Further,
when the Rev brake 34 is engaged and the Low brake
32 and High clutch 33 are disengaged, the gear position
of the subtransmission mechanism 30 becomes the re-
verse speed. In the following description, the terms "the
transmission 4 is in a low speed mode" and "the trans-
mission 4 is in a high speed mode" will be used to indicate
that the gear position of the subtransmission mechanism
30 corresponds to the first speed and the second speed,
respectively.
[0022] As shown in FIG. 2, the transmission controller
12 is constituted by a CPU 121, a memory device 122
including a RAM and a ROM, an input interface 123, an
output interface 124, and a bus 125 that connects these
components to each other.
[0023] An output signal from an accelerator opening
sensor 41 that detects an accelerator opening APO,
which is an operating amount of an accelerator pedal, an
output signal from a rotation speed sensor 42 that detects
an input rotation speed of the transmission 4 (= a rotation
speed of the primary pulley 21; to be referred to hereafter
as a "primary rotation speed Npri"), an output signal from
a vehicle speed sensor 43 that detects a vehicle speed
VSP, an output signal from an oil temperature sensor 44
that detects an oil temperature TMP of the transmission
4, an output signal from an inhibitor switch 45 that detects
a position of a select lever, an output signal from a gra-
dient sensor 46 that detects a gradient of a road surface
along which the vehicle is currently traveling, and so on
are input into the input interface 123.
[0024] The memory device 122 stores a shift control
program (FIG. 4) of the transmission 4, and a shift map
(FIG. 3) used by the shift control program. The CPU 121
reads and executes the shift control program stored in
the memory device 122, generates a shift control signal
by implementing various types of calculation processing
on the various signals input via the input interface 123,
and outputs the generated shift control signal to the hy-
draulic control circuit 11 via the output interface 124. Var-
ious values used during the calculation processing exe-
cuted by the CPU 121 and results of the calculation
processing are stored in the memory device 122 as ap-
propriate.
[0025] The hydraulic control circuit 11 is constituted by
a plurality of flow passages and a plurality of hydraulic
control valves. The hydraulic control circuit 11 controls

the plurality of hydraulic control valves on the basis of
the shift control signal from the transmission controller
12 to switch an oil pressure supply path, regulate the oil
pressure generated by the oil pump 10 to a required oil
pressure, and supply the regulated oil pressure to the
respective sites of the transmission 4. Thus, the speed
ratio of the variator 20 and the gear position of the sub-
transmission mechanism 30 are changed, whereby a
shift is performed in the transmission 4.
[0026] FIG. 3 shows an example of the shift map stored
in the memory device 122. The transmission controller
12 controls the variator 20 and the subtransmission
mechanism 30 in accordance with operating conditions
of the vehicle (in this embodiment, the vehicle speed
VSP, the primary rotation speed Npri, and the accelerator
opening APO) while referring to the shift map.
[0027] On the shift map, operating points of the trans-
mission 4 are defined by the vehicle speed VSP and the
primary rotation speed Npri. An incline of a line linking
the operating point of the transmission 4 and a zero point
in a lower left corner of the shift map corresponds to the
speed ratio of the transmission 4 (an overall speed ratio
obtained by multiplying the speed ratio of the subtrans-
mission mechanism 30 by the speed ratio of the variator
20; to be referred to hereafter as a "through speed ratio").
On this shift map, similarly to a shift map of a conventional
belt continuously variable transmission, a shift line is set
for each accelerator opening APO, and a shift is per-
formed in the transmission 4 in accordance with a shift
line selected according to the accelerator opening APO.
For the sake of simplicity, FIG. 3 shows only a full load
line (a shift line when the accelerator opening APO =
8/8), a partial line (a shift line when the accelerator open-
ing APO =4/8), and a coasting line (a shift line when the
accelerator opening APO = 0/8).
[0028] When the transmission 4 is in the low speed
mode, the transmission 4 can be shifted between a low
speed mode Lowest line obtained by setting the speed
ratio of the variator 20 at the Lowest speed ratio and a
low speed mode Highest line obtained by setting the
speed ratio of the variator 20 at the Highest speed ratio.
Namely, in the low speed mode, the operating point of
the transmission 4 moves within an A region and a B
region in the figure. When the transmission 4 is in the
high speed mode, on the other hand, the transmission 4
can be shifted between a high speed mode Lowest line
obtained by setting the speed ratio of the variator 20 at
the Lowest speed ratio and a high speed mode Highest
line obtained by setting the speed ratio of the variator 20
at the Highest speed ratio. Namely, in the high speed
mode, the operating point of the transmission 4 moves
within the B region and a C region in the figure.
[0029] The speed ratio in each gear position of the sub-
transmission mechanism 30 is set such that the speed
ratio corresponding to the low speed mode Highest line
(the low speed mode Highest speed ratio) is smaller than
the speed ratio corresponding to the high speed mode
Lowest line (the high speed mode Lowest speed ratio).

5 6 



EP 2 233 795 A1

5

5

10

15

20

25

30

35

40

45

50

55

In so doing, a through speed ratio range of the transmis-
sion 4 that can be realized in the low speed mode (re-
ferred to as a "low speed mode ratio range" in the figure)
partially overlaps a through speed ratio range of the trans-
mission 4 that can be realized in the high speed mode
(referred to as a "high speed mode ratio range" in the
figure), and therefore, when the operating point of the
transmission 4 is in the B region sandwiched between
the high speed mode Lowest line and the low speed mode
Highest line, the transmission 4 can select either the low
speed mode or the high speed mode.
[0030] Furthermore, a mode switch line at which the
subtransmission mechanism 30 performs a shift is set
on the shift map to overlap the low speed mode Highest
line. The through speed ratio corresponding to the mode
switch line (to be referred to hereafter as a "mode switch
speed ratio mRatio") is set at an equal value to the low
speed mode Highest speed ratio. The reason for setting
the mode switch line in this manner is because an input
torque input into the subtransmission mechanism 30 de-
creases as the speed ratio of the variator 20 decreases
and thus shift shock during a shift in the subtransmission
mechanism 30’can be suppressed.
[0031] When the operating point of the transmission 4
crosses the mode switch line, or in other words when an
actual value of the through speed ratio (to be referred to
hereafter as an "actual through speed ratio Ratio") pass-
es the mode switch shift ratio mRatio, the transmission
controller 12 performs a coordinated shift to be described
below in order to switch between the high speed mode
and the low speed mode. Hereinafter, "the operation
point of the transmission 4 crosses the mode switch line"
is expressed as "the through speed ratio of the transmis-
sion 4 passes the mode switch line".
[0032] In the coordinated shift, the transmission con-
troller 12 performs a shift in the subtransmission mech-
anism 30 and varies the speed ratio of the variator 20 in
an opposite direction to a variation direction of the speed
ratio of the subtransmission mechanism 30. At this time,
an inertia phase in which the speed ratio of the subtrans-
mission mechanism 30 actually varies is synchronized
with a period in which the speed ratio of the variator 20
varies. The speed ratio of the variator 20 is varied in the
opposite direction to the speed ratio variation direction
of the subtransmission mechanism 30 to ensure that a
driver does not experience an unpleasant feeling due to
input rotation variation caused by a step in the actual
through speed ratio Ratio.
[0033] More specifically, when the actual through
speed ratio Ratio of the transmission 4 passes the mode
switch line (the mode switch speed ratio mRatio) from
the Low side to the High side, the transmission controller
12 changes the gear position of the subtransmission
mechanism 30 from the first speed to the second speed
(a 1-2 shift) and varies the speed ratio of the variator 20
to the Low side.
[0034] Conversely, when the actual through speed ra-
tio Ratio of the transmission 4 passes the mode switch

line (the mode switch speed ratio mRatio) from the High
side to the Low side, the transmission controller 12
changes the gear position of the subtransmission mech-
anism 30 from the second speed to the first speed (a 2-1
shift) and varies the speed ratio of the variator 20 to the
High side.
[0035] The variator 20 has a lower shift speed than the
subtransmission mechanism 30, and therefore the time
required to perform the coordinated shift is dependent
on the shift speed of the variator 20. Hence, when the
variator 20 is shifted in order to maintain the actual
through speed ratio Ratio at a constant value during a
coordinated shift, the freedom to set the time required to
perform the coordinated shift is low, making it difficult to
respond to different shift response requirements in ac-
cordance with different operating conditions.
[0036] Therefore, in a situation where a high-level shift
response is required, the transmission controller 12 re-
duces an amount by which the speed ratio of the variator
20 is varied and increases the shift speed of the sub-
transmission 30 during the coordinated shift, thereby re-
ducing the time required for the coordinated shift and
improving the shift responsiveness.
[0037] FIGs. 4A and 4B show examples of the shift
control program stored in the memory device 122 of the
transmission controller 12. The specific content of the
shift control executed by the transmission controller 12
will now be described with reference to FIGs. 4A and 4B.
[0038] In S11, the transmission controller 12 deter-
mines, on the basis of the operating conditions of the
vehicle, whether or not the gear position of the subtrans-
mission mechanism 30 corresponds to the first speed
and an improvement in the shift response of the trans-
mission 4 is required. The transmission controller 12 de-
termines that an improvement in the shift response of the
transmission 4 is required when at least one of the fol-
lowing conditions (1) to (3) is established.

(1) The accelerator opening APO is greater than a
predetermined large opening (for example, APO =
6/8), indicating that the vehicle is accelerating.
(2) The gradient of the road surface on which the
vehicle is currently traveling is greater than a prede-
termined large gradient (5%, for example), indicating
that the vehicle is traveling uphill.
(3) The oil temperature TMP of the transmission 4
is higher than a predetermined high temperature
(80°C, for example) or the temperature of the fric-
tional engagement elements 32 to 34 constituting
the subtransmission mechanism 30 is higher than
an allowable upper limit temperature (for example,
a predetermined high temperature having a margin
relative to a heat deterioration temperature), indicat-
ing the need to suppress heat generation in the fric-
tional engagement elements 32 to 34.

[0039] The conditions for determining that an improve-
ment in the shift response of the transmission 4 is re-
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quired are not limited to the conditions described here,
and other conditions (for example, whether the vehicle
is traveling in a sport mode or a manual mode) may be
added.
[0040] When it is determined that the gear position of
the subtransmission mechanism 30 corresponds to the
first speed and an improvement in the shift response of
the transmission 4 is required, the processing advances
to S22 in FIG. 4B, and when a negative determination is
made, the processing advances to S12.
[0041] In S12, the transmission controller 12 searches
the shift map shown in FIG. 3 for a value corresponding
to the current vehicle speed VSP and accelerator open-
ing APO, and sets this value as a destination primary
rotation speed DsrREV. The destination primary rotation
speed DsrREV is a primary rotation speed to be reached
at the current vehicle speed VSP and accelerator open-
ing APO, and serves as a steady-state target value of
the primary rotation speed.
[0042] In S13, the transmission controller 12 calcu-
lates a destination through speed ratio DRatio by dividing
the destination primary rotation speed DsrREV by the
vehicle speed VSP and a final reduction ratio fRatio of
the final reduction gear 6. The destination through speed
ratio DRatio is a through speed ratio to be reached at the
current vehicle speed VSP and accelerator opening
APO, and serves as a steady-state target value of the
through speed ratio.
[0043] In S 14, the transmission controller 12 sets a
target through speed ratio Ratio0 for varying the actual
through speed ratio Ratio from the value thereof at the
start of the shift to the destination through speed ratio
DRatio at a predetermined transient response. The target
through speed ratio Ratio0 is a transient target value of
the through speed ratio. The predetermined transient re-
sponse is a first order lag response, for example, which
is set such that the target through speed ratio Ratio0
gradually approaches the destination through speed ratio
DRatio. The actual through speed ratio Ratio is calculat-
ed whenever required on the basis of the current vehicle
speed VSP and primary rotation speed Npri (likewise
hereafter).
[0044] In S15, the transmission controller 12 controls
the actual through speed ratio Ratio to the target through
speed ratio Ratio0. More specifically, the transmission
controller 12 calculates a target speed ratio vRatio0 of
the variator 20 by dividing the target through speed ratio
Ratio0 by the speed ratio of the subtransmission mech-
anism 30, and controls the variator 20 such that an actual
speed ratio vRatio of the variator 20 becomes the target
speed ratio vRatio0. As a result, the actual through speed
ratio Ratio follows the destination through speed ratio
DRatio at the predetermined transient response.
[0045] In S16, the transmission controller 12 deter-
mines whether or not the actual through speed ratio Ratio
has passed the mode switch line, namely it passed the
mode switch speed ratio mRatio. When an affirmative
determination is made, the processing advances to S 17,

and when a negative determination is made, the process-
ing advances to S18.
[0046] In S17, the transmission controller 12 executes
a normal coordinated shift. The normal coordinated shift
is a coordinated shift which is performed when an im-
provement in the shift response is not required. In the
normal coordinated shift, the transmission controller 12
performs a shift in the subtransmission mechanism 30
(when the current gear position is the first speed, a 1-2
shift and when the current gear position is the second
speed, a 2-1 shift), and varies the actual speed ratio vRa-
tio of the variator 20 in the opposite direction to the speed
ratio variation direction of the subtransmission mecha-
nism 30 while the shift speed of the subtransmission
mechanism 30 is reduced in accordance with the low
shift speed of the variator 20 to achieve the target through
ratio DRatio0 during the coordinated shift. Thus, a step
does not occur in the actual through speed ratio Ratio on
either side of the coordinated shift.
[0047] In S18, the transmission controller 12 deter-
mines whether or not the shift is complete in the trans-
mission 4. More specifically, the transmission controller
12 determines that the shift is complete when a deviation
between the actual through speed ratio Ratio and the
destination through speed ratio DRatio is smaller than a
predetermined value. When it is determined that the shift
is complete, the processing is terminated, and when it is
determined that the shift is not complete, the processing
of S14 to S 18 is repeated until it is determined that the
shift is complete.
[0048] Meanwhile, when the processing advances
from S11 to S21 in FIG. 4B (i.e. when the gear position
of the subtransmission mechanism 30 = the first speed
and a high-level shift response is required), the transmis-
sion controller 12 sets a low speed mode imaginary shift
line and a high speed mode imaginary shift line. As shown
in FIG. 5, the low speed mode imaginary shift line and
high speed mode imaginary shift line are set respectively
on the Low side and the High side of a shift line (a base
shift line) corresponding to the current accelerator open-
ing APO. The respective deviations of the low speed
mode imaginary shift line and high speed mode imagi-
nary shift line from the base shift line are set within a
range for ensuring that rotation speed variation in the
engine 1 caused by a step occurring in the actual through
speed ratio Ratio when a coordinated shift having a re-
duced shift time, to be described below, is performed
remains at an allowable level.
[0049] In S22, the transmission controller 12 selects
the low speed mode imaginary shift line as the shift line.
[0050] In S23, the transmission controller 12 sets the
destination primary rotation speed DsrREV on the basis
of the low speed mode imaginary shift line and the current
vehicle speed VSP.
[0051] In S24 to S28, similarly to S 13 to S 18, the
transmission controller 12 sets the destination through
speed ratio DRatio and the target through speed ratio
Ratio0, and repeats the processing for controlling the ac-
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tual through speed ratio Ratio to the target through speed
ratio Ratio0. When it is determined in this period that the
actual through speed ratio Ratio has passed the mode
switch line, namely it has passed the mode switch shift
ratio mRatio, the processing advances to S31.
[0052] In S31, the transmission controller 12 selects
the high speed mode imaginary shift line as the shift line
(shift line switching).
[0053] In S32 to S34, the transmission controller 12
resets the destination primary rotation speed DsrREV on
the basis of the high speed mode imaginary shift line and
the current vehicle speed VSP, and then recalculates the
destination through speed ratio DRatio and resets the
target through speed ratio Ratio0 on the basis thereof.
[0054] In S35, the transmission controller 12 executes
a coordinated shift having a reduced shift time. In the
coordinated shift executed in S35, the transmission con-
troller 12 performs a 1-2 shift in the subtransmission
mechanism 30 and varies the actual speed ratio vRatio
of the variator 20 in the opposite direction to the speed
ratio variation direction of the subtransmission mecha-
nism 30 such that the actual through speed ratio Ratio
reaches the target through speed ratio Ratio0 reset in
S34.
[0055] When the shift line is modified from the low
speed mode imaginary shift line to the high speed mode
imaginary shift line in S31, the destination through speed
ratio DRatio and the target through speed ratio Ratio0
calculated on the basis thereof are modified to the High
side. In so doing, the amount by which the speed ratio
of the variator 20 varies during the coordinated shift ex-
ecuted in S35 decreases. Further, in accordance with
this decrease, the shift speed of the subtransmission
mechanism 30 is increased compared with the normal
coordinated shift. As a result, the time required for the
coordinated shift becomes shorter than the time required
for the normal coordinated shift executed in S 17.
[0056] Once the coordinated shift is complete, the
processing advances to S28, in which the transmission
controller 12 determines whether or not the shift is com-
plete in the transmission 4. When the shift is complete,
the processing is terminated. When the shift is not com-
plete, the processing returns to S25, whereupon the
processing of S25 to S28 is repeated until the shift in the
transmission 4 is complete.
[0057] Next, actions and effect obtained by the above
shift control will be described.
[0058] According to the shift control described above,
when the actual through speed ratio Ratio passes the
mode switch line (the mode switch speed ratio mRatio),
a coordinated shift is executed to change the gear posi-
tion of the subtransmission mechanism 30 and vary the
speed ratio of the variator 20 in the opposite direction to
the speed ratio variation direction of the subtransmission
mechanism 30. If, at this time, the actual through speed
ratio Ratio passes the mode switch line from the Low
side to the High side, the destination through speed ratio
DRatio is modified to the High side.

[0059] FIG. 5 uses arrows to show the manner in which
the destination through speed ratio DRatio set in accord-
ance with the shift line is modified to the High side when
the shift line is switched from the low speed mode imag-
inary shift line to the high speed mode imaginary shift
line. When the shift line is modified such that the desti-
nation through speed ratio DRatio is modified to the High
side, the speed ratio to be achieved by the variator 20
following the coordinated shift is modified to the High
side, leading to a reduction in the amount by which the
speed ratio of the variator 20 varies during the coordinat-
ed shift (in this coordinated shift, the variator 20 is shifted
to the Low side). When the speed ratio variation amount
of the variator 20 decreases, the time required to shift
the variator 20 decreases, leading to a reduction in the
time required to perform the coordinated shift.
[0060] FIG. 6 is a view comparing a normal coordinat-
ed shift (a comparative example) and a coordinated shift
having a reduced shift time (an example of application
of this invention). In both cases, the speed ratio of the
variator 20 is varied after being synchronized with the
inertia phase of the subtransmission mechanism 30 in
the coordinated shift, but in the application example of
this invention, the time required for the coordinated shift
is shorter than that of the comparative example because
the shift speed of the subtransmission mechanism 30 is
increased compared with the normal coordinated shift
and the speed ratio variation amount of the variator 20
is reduced.
[0061] Hence, according to the shift control described
above, when the actual through speed ratio Ratio passes
the mode switch line (the mode switch speed ratio mRa-
tio) from the Low side to the High side, the time required
for the coordinated shift is reduced, and as a result, shift
responsiveness during an upshift, which requires greater
shift responsiveness than a downshift, can be increased.
[0062] Moreover, during a mode switch, a step occurs
in the actual through speed ratio Ratio, making the driver
aware that a shift has been performed in the subtrans-
mission mechanism 30. Furthermore, when the time re-
quired for the coordinated shift is reduced, slippage in
the frictional engagement elements 32 to 34 of the sub-
transmission mechanism 30 during the coordinated shift
decreases, and as a result, the life of the frictional en-
gagement elements 32 to 34 can be extended.
[0063] The time required to perform a coordinated shift
is reduced only when an improvement in the shift re-
sponse of the transmission 4 is required. In so doing, the
frequency with which the driver experiences an unpleas-
ant feeling due to rotation speed variation in the engine
1 caused by the step in the actual through speed ratio
Ratio before and after the coordinated shift can be re-
duced.
[0064] Examples of operating conditions in which an
improvement in the shift response of the transmission 4
is required include acceleration, uphill travel, and a high
oil temperature TMP in the transmission 4 or a high tem-
perature in the frictional engagement elements 32 to 34.
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[0065] By reducing the time required to perform a co-
ordinated shift during acceleration or uphill travel such
that the shift time of the transmission 4 decreases, a de-
sired acceleration performance and a desired climbing
performance can be realized.
[0066] Further, by reducing the time required to per-
form a coordinated shift when the oil temperature TMP
of the transmission 4 or the temperature of the frictional
engagement elements 32 to 34 is high such that the shift
time of the transmission 4 decreases, the amount of heat
generated by the frictional engagement elements 32 to
34 constituting the subtransmission mechanism 30 due
to slippage can be suppressed, leading to a reduction in
the oil temperature TMP or the temperature of the fric-
tional engagement elements 32 to 34. The temperature
of the frictional engagement elements 32 to 34 may be
estimated on the basis of an engagement/disengage-
ment history.
[0067] An embodiment of this invention was described
above, but this embodiment is merely one example of
application of this invention, and the technical scope of
this invention is not limited to the specific constitutions
of the embodiment.
[0068] For example, in the above embodiment, the
mode switch line is set to overlap the low speed mode
Highest line, but the mode switch line may be set to over-
lap the high speed mode Lowest line or set between the
high speed mode Lowest line and the low speed mode
Highest line. The mode switch line may be comprised of
polygonal line similar to a shift line for a conventional step
automatic transmission.
[0069] Further, in the above embodiment, the sub-
transmission mechanism 30 is a speed change mecha-
nism having the first speed and second speed gear po-
sitions as forward gear positions, but the subtransmission
mechanism 30 may be a speed change mechanism hav-
ing three or more gear positions as forward gear posi-
tions.
[0070] Furthermore, the subtransmission mechanism
30 is formed using a Ravigneaux planetary gear mech-
anism, but is not limited to this constitution. For example,
the subtransmission mechanism 30 may be constituted
by a combination of a normal planetary gear mechanism
and frictional engagement elements, or by a plurality of
power transmission paths formed from a plurality of gear
trains having different speed ratios, and frictional en-
gagement elements for switching the power transmission
paths.
[0071] Further, the V belt 23 may be comprised of a
metal ring and a plurality of metal elements, but the V
belt 23 may be comprised of an endless chain. The term
"belt" in claims covers various types of belt which can be
used for transmitting rotation between pulleys in a con-
tinuously variable transmission.
[0072] Further, the hydraulic cylinders 23a, 23b are
provided as actuators for displacing the movable conical
plates of the pulleys 21, 22 in the axial direction, but the
actuators may be driven electrically rather than hydrau-

lically.
[0073] Further, in the above embodiment, the power
source is comprised of the engine 1, but an electric motor
or a combination of an engine and an electric motor may
be used as the power source.
[0074] This application claims priority based on Japa-
nese Patent Application No.2009-79676, filed with the
Japan Patent Office on March 27, 2009, the entire content
of which is incorporated into this specification.

Claims

1. A continuously variable transmission (4) installed in
a vehicle, which shifts an output rotation of a power
source and transmits the shifted rotation to drive
wheels (7), comprising:

a belt type continuously variable speed change
mechanism (to be referred to hereafter as a "var-
iator") (20) capable of varying a speed ratio con-
tinuously;
a subtransmission mechanism (30) provided in
series with the variator (20) and having a first
gear position and a second gear position, the
second gear position having a smaller speed ra-
tio than the first gear position, as forward gear
positions;
destination through speed ratio setting means
for setting, on the basis of an operating condition
of the vehicle, an overall speed ratio (to be re-
ferred to hereafter as a "through speed ratio")
of the variator (20) and the subtransmission
mechanism (30) to be realized in accordance
with the operating condition as a destination
through speed ratio;
shift control means for controlling at least one
of the speed ratio of the variator (20) and the
gear position of the subtransmission mecha-
nism (30) such that an actual value of the
through speed ratio (to be referred to hereafter
as an "actual through speed ratio") becomes the
destination through speed ratio;
coordinated shifting means for changing the
gear position of the subtransmission mecha-
nism (30) and varying the speed ratio of the var-
iator (20) in an opposite direction to a speed ratio
variation direction of the subtransmission mech-
anism (30) when the actual through speed ratio
passes a predetermined mode switch line;
shift response improvement requirement deter-
mining means for determining, on the basis of
the operating condition of the vehicle, whether
or not an improvement in a shift response of the
continuously variable transmission (4) is re-
quired; and
shift speed varying means for increasing a shift
speed of the subtransmission mechanism (30)
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compared with a normal coordinated shift when
the improvement in the shift response of the con-
tinuously variable transmission (4) is deter-
mined to be required and the actual through
speed ratio passes the mode switch line from a
Low side to a High side, the normal coordinated
shift being a coordinated shift which is per-
formed when the improvement in the shift re-
sponse of the continuously variable transmis-
sion (4) is not determined to be required and the
actual through speed ratio passes the mode
switch line.

2. The continuously variable transmission (4) as de-
fined in Claim 1, wherein the shift speed varying
means modifies the destination through speed ratio
to the High side and increases the shift speed of the
subtransmission mechanism (30) compared with the
normal coordinated shift when the improvement in
the shift response of the continuously variable trans-
mission (4) is determined to be required and the ac-
tual through speed ratio passes the mode switch line
from the Low side to the High side.

3. The continuously variable transmission (4) as de-
fined in Claim 1 or Claim 2, wherein
the shift response improvement requirement deter-
mining means determines that the improvement in
the shift response of the continuously variable trans-
mission (4) is required when an opening of an accel-
erator pedal of the power source is greater than a
predetermined opening.

4. The continuously variable transmission (4) as de-
fined in any one of Claim 1 to Claim 3, wherein the
shift response improvement requirement determin-
ing means determines that the improvement in the
shift response of the continuously variable transmis-
sion (4) is required when the vehicle is traveling up-
hill.

5. The continuously variable transmission (4) as de-
fined in any one of Claim 1 to Claim 4, wherein the
shift response improvement requirement determin-
ing means determines that the improvement in the
shift response of the continuously variable transmis-
sion (4) is required when an oil temperature of the
continuously variable transmission (4) or a temper-
ature of a frictional engagement element constituting
the subtransmission mechanism (30) is higher than
a predetermined temperature.

6. A control method for a continuously variable trans-
mission (4) installed in a vehicle so as to shift an
output rotation of a power source and transmit the
shifted rotation to drive wheels (7), including a belt
type continuously variable speed change mecha-
nism (to be referred to hereafter as a "variator") (20)

capable of varying a speed ratio continuously, and
a subtransmission mechanism (30) provided in se-
ries with the variator (20) and having a first gear po-
sition and a second gear position, the second gear
position having a smaller speed ratio than the first
gear position, as forward gear positions, the method
comprising:

a destination through speed ratio setting step
for setting, on the basis of an operating condition
of the vehicle, an overall speed ratio (to be re-
ferred to hereafter as a "through speed ratio")
of the variator (20) and the subtransmission
mechanism (30) to be realized in accordance
with the operating condition as a destination
through speed ratio;
a shift control step for controlling at least one of
the speed ratio of the variator (20) and the gear
position of the subtransmission mechanism (30)
such that an actual value of the through speed
ratio (to be referred to hereafter as an "actual
through speed ratio") becomes the destination
through speed ratio;
a coordinated shifting step for changing the gear
position of the subtransmission mechanism (30)
and varying the speed ratio of the variator (20)
in an opposite direction to a speed ratio variation
direction of the subtransmission mechanism
(30) when the actual through speed ratio passes
a predetermined mode switch line;
a shift response improvement requirement de-
termining step for determining, on the basis of
the operating condition of the vehicle, whether
or not an improvement in a shift response of the
continuously variable transmission (4) is re-
quired; and
a shift speed varying step for increasing a shift
speed of the subtransmission mechanism (30)
compared with a normal coordinated shift when
the improvement in the shift response of the con-
tinuously variable transmission (4) is deter-
mined to be required and the actual through
speed ratio passes the mode switch line from a
Low side to a High side, the normal coordinated
shift being a coordinated shift which is per-
formed when the improvement in the shift re-
sponse of the continuously variable transmis-
sion (4) is not determined to be required and the
actual through speed ratio passes the mode
switch line.

7. The method as defined in Claim 6, wherein the shift
speed varying step modifies the destination through
speed ratio to the High side and increases the shift
speed of the subtransmission mechanism (30) com-
pared with the normal coordinated shift when the im-
provement in the shift response of the continuously
variable transmission (4) is determined to be re-
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quired and the actual through speed ratio passes the
mode switch line from the Low side to the High side.

8. The method as defined in Claim 6 or Claim 7, wherein
the shift response improvement requirement deter-
mining step determines that the improvement in the
shift response of the continuously variable transmis-
sion (4) is required when an opening of an acceler-
ator pedal of the power source is greater than a pre-
determined opening.

9. The method as defined in any one of Claim 6 to Claim
8, wherein the shift response improvement require-
ment determining step determines that the improve-
ment in the shift response of the continuously vari-
able transmission (4) is required when the vehicle is
traveling uphill.

10. The method as defined in any one of Claim 6 to Claim
9, wherein the shift response improvement require-
ment determining step determines that the improve-
ment in the shift response of the continuously vari-
able transmission (4) is required when an oil tem-
perature of the continuously variable transmission
(4) or a temperature of a frictional engagement ele-
ment constituting the subtransmission mechanism
(30) is higher than a predetermined temperature.

17 18 



EP 2 233 795 A1

11



EP 2 233 795 A1

12



EP 2 233 795 A1

13



EP 2 233 795 A1

14



EP 2 233 795 A1

15



EP 2 233 795 A1

16



EP 2 233 795 A1

17



EP 2 233 795 A1

18



EP 2 233 795 A1

19



EP 2 233 795 A1

20

REFERENCES CITED IN THE DESCRIPTION

This list of references cited by the applicant is for the reader’s convenience only. It does not form part of the European
patent document. Even though great care has been taken in compiling the references, errors or omissions cannot be
excluded and the EPO disclaims all liability in this regard.

Patent documents cited in the description

• JP 60037455 A [0002]
• JP 5079554 A [0003]

• JP 2009079676 A [0074]


	bibliography
	description
	claims
	drawings
	search report

