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Description

[0001] This invention relates to a transmission appa-
ratus according to the preamble of independent claim 1
and a method for controlling a transmission apparatus
according to the preamble of independent claim 8. Such
a transmission apparatus and such a method for control-
ling a transmission apparatus can be taken from the prior
art document EP 2 031 281 A2.
[0002] In related art, various transmission systems
have been employed for transmission apparatuses in
drive systems of vehicles. One of them is a manual trans-
mission (hereinafter, referred to as "MT") system for a
driver to change the transmission gear using a clutch
lever and a change pedal (shift pedal).
[0003] Or, an automatic transmission (AT) system of
changing transmission gear by automatically driving a
shift actuator in response to a vehicle speed, an engine
speed, or the like may be used.
[0004] As to the AT system, torque converter AT for
automatic transmission by combining a torque converter
and a planetary gear under hydraulic control is mounted
in the largest number of vehicles. In the torque converter
AT, times of ratio-change are finely set based on various
elements including the degree of pressing the accelerator
and the vehicle speed under computer control.
[0005] Further, the AT system includes an automated
manual transmission (hereinafter, referred to as "AMT")
system of automating only the clutch operation and com-
bining a manually-selected multistage transmission hav-
ing the same structure as the MT system in the clutch
and the gearbox themselves.
[0006] The AMT system is also called a semi-automat-
ic transmission system, and only the clutch operation is
automatic and the driver performs selection of the throttle
and the transmission gears by the operation of the MT
system as it is. That is, the shift actuator is driven accord-
ing to a driver’s command and the transmission gear is
changed.
[0007] Currently, the AMT mounted on a passenger
vehicle controls the throttle opening and the actuators of
the clutch and the gearbox by fly-by-wire (electronic con-
trol) and automatically selects the gear. Further, as a
transmission apparatus mounted on an automobile, a du-
al clutch automated manual transmission (DCT) as an
AMT system having two power transmission paths is
known.
[0008] Furthermore, there is a continuously variable
transmission (hereinafter, referred to as "CVT") system
that can steplessly change the transmission ratio in a
transmission apparatus from low to top, not changing the
gear.
[0009] In the CVT, the ratio between the speed of the
driving side and the speed of the driven side in the trans-
mission apparatus, i.e., the transmission ratio can be
continuously and steplessly changed, and the driver per-
forms only the accelerator operation and the transmis-
sion ratio is automatically set according to the driving

situations defined by the manipulated amount of the ac-
celerator, the vehicle speed, and drive load.
[0010] In the AT system, the AMT system, or the DCT
system, the CVT system, generally, compared to the MT
system, the clutch operation and the shift operation of
setting the transmission ratio are automated, the clutch
operation and the shift operation of the driver are elimi-
nated, and thereby, the driving operation is simplified.
[0011] Further, in the transmission apparatuses of the
AT system, or the AMT system, the DCT system, the
CVT system, when the vehicle is turning, delay of ratio-
change and restriction of ratio-change are demanded.
That is, suppression of unintentional ratio-change by the
driver is demanded during turning. Particularly, in a mo-
torcycle, it is necessary to adjust to increase or decrease
the output drive force in the rear wheel when at turning.
Specifically, when the motorcycle turns, the bank angle
of the vehicle may be adjusted by the adjustment of in-
creasing or decreasing the drive force, and a preferable
turn using the operation is demanded. In this regard, the
driver increases or decreases the accelerator to adjust
the drive force, and thereby, adjusts the bank angle of
the vehicle.
[0012] When the motorcycle is turning, the transmis-
sion ratio of the transmission apparatus is changed with-
out a driver’s intention, the output drive force changes
regardless of the driver’s intention and the operation of
the bank angle of the vehicle becomes difficult.
[0013] In related art, there have been vehicles of per-
forming correction based on the rotation speed of the
front wheel in the control of a transmission apparatus
including a transmission. For example, in International
Publication WO2012/067234, whether or not the vehicle
is turning is determined using the difference between the
vehicle speed calculated from the rotation speed of the
front wheel and the vehicle speed calculated from the
rotation speed of the rear wheel. If the vehicle is turning,
correction of delaying the ratio-change time and restrict-
ing ratio-change is executed in transmission control.
[0014] The vehicle may be given a trial run on a chassis
dynamo for testing of the transmission apparatus and
calibration of a sensor provided to the transmission ap-
paratus (e.g., a sensor for sensing the transmission ra-
tio). On the chassis dynamo, only the rear wheel rotates
while the front wheel halts. When the vehicle of Interna-
tional Publication WO2012/067234 is driven on the chas-
sis dynamo, the vehicle is determined as being turning
because there is a difference between the vehicle speed
calculated from the rotation speed of the front wheel and
the vehicle speed calculated from the rotation speed of
the rear wheel. As a result, correction in transmission
control is executed against the worker’s intention and
thus a problem in lower workability of calibration and test-
ing arises.
[0015] As a method of solving the problem, a method
of determining that the vehicle is in a trial run when the
front wheel halts and the rear wheel rotates, and restrict-
ing correction of delaying the ratio-change time or the
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like is conceivable. However, the motorcycle may travel
only on the rear wheel with the front wheel floated (wheel-
ie run). In the wheelie run, the rotation speed of the front
wheel is close to zero, and thereby, it is difficult to distin-
guish between the wheelie run and the trial run by the
above described method of determining the trial run when
the front wheel halts and the rear wheel rotates.
[0016] An object of the invention is to provide a trans-
mission apparatus of a vehicle and a method for control-
ling a transmission apparatus that may suppress execu-
tion of correction based on a rotation speed of a front
wheel without a worker’s intention to thereby smoothly
perform a trial run or sensor calibration in a trial run in
which only a rear wheel rotates while the front wheel halts
like a trial run on a chassis dynamo.
[0017] According to the present invention said object
is solved by a transmission apparatus having the features
of independent claim 1. Moreover, said object is also
solved by a method for controlling a transmission appa-
ratus with a transmission having the features of inde-
pendent claim 8. Preferred embodiments are laid down
in the dependent claims.
[0018] Accordingly, it is provided a transmission appa-
ratus that includes an actuator that changes a transmis-
sion ratio of a transmission; a control unit that sets the
transmission ratio of the transmission by driving the ac-
tuator; a transmission ratio sensor that detects and out-
puts the transmission ratio of the transmission to the con-
trol unit; and a front-wheel speed sensor that detects and
outputs a rotation speed of a front wheel to the control
unit. The control unit includes a ratio-change correction
part that executes correction in the control of the trans-
mission ratio using the rotation speed of the front wheel
detected by the front-wheel speed sensor; and a connec-
tor for connecting to an external device to enable com-
munication therewith. The control unit limits the correc-
tion of the ratio-change correction part under a condition
that the external device is connected to the connector.
Note that "change of transmission ratio" by the actuator
includes "shifting of gear position" by the actuator and
"shifting of sheave" by the actuator in the continuously
variable transmission in the meaning thereof.
[0019] According to the present teaching, when the ve-
hicle is driven on the chassis dynamo, for example, the
external device is connected to the connector, and there-
by, correction in transmission control without the worker’s
intention is suppressed. Note that the correction by the
ratio-change correction part of the control unit includes
stopping of change of the transmission ratio in meaning
thereof.
[0020] Further, in one preferred embodiment, the con-
trol unit may limit the correction by the ratio-change cor-
rection part under a condition that the control unit re-
ceives a predetermined signal from the external device.
Thereby, correction without the worker’s intention is sup-
pressed more reliably.
[0021] In addition, in another preferred embodiment,
the control unit may execute calibration processing of

limiting the correction by the ratio-change correction part
and acquiring a sensor value output by the transmission
ratio sensor under the condition that the external device
is connected to the connector. In this manner, calibration
may be efficiently performed. The control unit may send
the result of the calibration processing to the external
device through the connector.
[0022] Furthermore, in another preferred embodiment,
the ratio-change correction part may correct at least one
of the transmission ratio and a ratio-change time based
on the rotation speed of the front wheel as a non-driven
wheel and a rotation speed of a rear wheel as a drive
wheel. According to the configuration, when the external
device is connected to the connector, correction of the
transmission ratio or the ratio-change time without the
worker’s intention may be suppressed.

BRIEF DESCRIPTION OF THE DRAWINGS

[0023]

Fig. 1 is a side view of a motorcycle including a trans-
mission apparatus according to a preferred embod-
iment.
Fig. 2 is a schematic diagram showing an outline of
a drive system of the motorcycle according to the
preferred embodiment.
Fig. 3 is a block diagram showing a control unit of
the transmission apparatus and sensors connected
to the control unit according to the preferred embod-
iment.
Fig. 4 shows an example of a map of transmission
ratio (gear position).
Fig. 5 is a flowchart showing an example of calibra-
tion processing for a gear position sensor.
Fig. 6 is a flowchart showing an example of process-
ing executed by the control unit.
Fig. 7 shows relationships between sensor values
of a sheave position sensor and transmission ratios
in a vehicle including a continuously variable trans-
mission.

DETAILED DESCRIPTION OF THE PREFERRED EM-
BODIMENT

[0024] As below, a preferred embodiment will be ex-
plained with reference to the drawings. A vehicle with a
transmission apparatus of the embodiment may be any
vehicle including an automobile and a straddle-type ve-
hicle, and, here, a motorcycle will be explained. Further,
in the embodiment, "front", "rear", "left", "right" refer to
the front, rear, left, right as seen from a person who is
seated on the seat of the motorcycle. Fig. 1 is a side view
of a motorcycle 1 including a transmission apparatus 100
according to the preferred embodiment.
[0025] As shown in Fig. 1, the motorcycle 1 has a front
wheel 2 supported on the lower end of a front fork 3 and
a rear wheel 5 supported on the rear end of a rear arm
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4. Further, the motorcycle 1 has an engine unit 6 between
the front wheel 2 and the rear wheel 5. The engine unit
6 has an engine 10 and the transmission apparatus 100,
and the transmission apparatus 100 has a transmission
control unit (hereinafter, referred to as "control unit") 50,
a clutch 14, and a transmission 20. The torque output by
the engine 10 is transmitted to the rear wheel 5 via the
transmission apparatus 100 (specifically, the clutch 14
and the transmission 20). The clutch 14 and the trans-
mission 20 correspond to the transmission apparatus 100
in claims. In the example shown in Fig. 1, a fuel tank 7
is provided above the engine unit 6. A seat 8 is provided
behind the fuel tank 7 and a steering handle 9 connected
to the front fork 3 through a steering shaft is provided
before the fuel tank 7. Note that the present teaching may
be applied to a scooter-type vehicle. In this case, the
engine unit may be pivotably supported by the frame and
the rear wheel may be supported by the engine unit.
[0026] Fig. 2 shows an outline of the transmission ap-
paratus 100 in the motorcycle 1. In Fig. 2, a crank shaft
11 of the engine 10, clutches 12A, 12B of the transmis-
sion apparatus 100, and the transmission 20 are shown.
These are provided in the above described engine unit 6.
[0027] The transmission apparatus 100 of the example
shown in Fig. 2 has two torque transmission paths from
the engine 10 to an output shaft 29 of the transmission
20. The engine 10 has two primary drive gears 11 a and
11 b on the crank shaft 11. The two primary drive gears
11 a and 11 b are meshed with a primary driven gear 12a
that drives the first clutch 12A and a primary driven gear
12b that drives the second clutch 12B, respectively. Each
of the clutches 12A, 12B has a driving member (not
shown) including a friction disc and a driven member (not
shown) including a clutch disc inside of a clutch housing
12c thereof. The primary driven gears 12a and 12b, the
clutch housings 12c, and the driving members integrally
rotate. Further, each of the clutches 12A, 12B has a pres-
sure plate (not shown) movable along the shaft, and the
driving members and the driven members of the clutches
12A, 12B are pressed along the shaft by the pressure
plates and engaged by mutual friction, and thereby,
transmit torque. Furthermore, the motorcycle 1 has a first
clutch actuator 14A and a second clutch actuator 14B
that move the pressure plates along the shaft to engage
or disengage the clutches 12A, 12B. The movement of
the first clutch actuator 14A and the second clutch actu-
ator 14B is controlled by the control unit 50 in the trans-
mission apparatus 100. That is, the torque transmission
capacity of the two clutches 12A, 12B is controlled by the
control unit 50 in the motorcycle 1 on which the trans-
mission apparatus shown in Fig. 2 is mounted.
[0028] The transmission 20 has two ratio-change
mechanisms M1, M2 respectively forming the two torque
transmission paths. The first ratio-change mechanism
M1 has gears G1, G3, G5, H1, H3, H5 respectively cor-
responding to odd-numbered gear positions (first, third,
fifth) and an input shaft 28A connected to the driven mem-
ber of the first clutch 12A. The second ratio-change

mechanism M2 has gears G2, G4, G6, H2, H4, H6 re-
spectively corresponding to even-numbered gear posi-
tions (second, fourth, sixth) and an input shaft 28B con-
nected to the driven member of the second clutch 12B.
The ratio-change mechanisms M1, M2 have the common
output shaft 29. The gears H1, H3, H5 are provided on
the output shaft 29 and meshed with G1, G3, G5 provided
on the input shaft 28A, respectively. Similarly, the gears
H2, H4, H6 are provided on the output shaft 29 and
meshed with G2, G4, G6 provided on the input shaft 28B,
respectively. The gears G1 to G6 and H1 to H6 include
gears movable along the shaft (hereinafter, referred to
as "movable gears"). The movable gear is moved along
the shaft by a shift mechanism 31 and engaged with an-
other adjacent gear via a dog clutch. Thereby, arbitrary
gear positions are realized. For example, the gear H5
moves along the shaft and is engaged with the adjacent
gear H1, and thereby, the first gear position is formed.
An output gear 29a connected to the rear wheel 5 via a
chain and a shaft is provided on the output shaft 29.
[0029] The shift mechanism 31 has shift forks 32 for
moving the movable gears along the shaft, a shift cam
34 for moving the shift forks 32 along the shaft, and a
shift actuator 33 for rotating the shift cam 34 step-by-
step. The shift actuator 33 is connected to a cam drive
mechanism 36 provided on the end of the shift cam 34
via an arm 35. In the change gear operation (that is, ratio-
change operation), the shift actuator 33 rotates to a pre-
determined angle to rotate the shift cam 34 via the arm
35 and the cam drive mechanism 36. Thereby, the shift
forks 32 move along the shaft and move the movable
gears. The directions of the rotations of the shift actuator
33 and the shift cam 34 are opposite to each other at
shift-up and shift-down. After the movement of the mov-
able gears is finished, when the shift actuator 33 is re-
turned to the neutral position, also the arm 35 and the
cam drive mechanism 36 connected to the shift actuator
33 are returned to the neutral position. In this time, the
shift cam 34, converges to, and is held at a predetermined
phase by not shown cam phase holding means (the
phase means the angle of the shift cam). The cam drive
mechanism 36 does not transmit the movement of the
shift actuator 33 to the shift cam 34 in the return operation.
That is, the shift cam 34 is rotated to change the phase
when the shift actuator 33 performs driving of shift-up
and shift-down. And them the shift cam 34 is not rotated
and is hold the phase when the shift actuator 33 reversely
rotates and returns after the driving of shift-up and shift-
down.
[0030] The transmission apparatus of the motorcycle
1 is not limited to that shown in Fig. 2. For example, the
transmission apparatus may have only one torque trans-
mission path. That is, the transmission apparatus may
have only one clutch and only one input shaft connected
thereto. Alternatively, the transmission 20 may be a belt-
type continuously variable transmission.
[0031] As shown in Fig. 2, the transmission apparatus
100 mounted on the motorcycle 1 has the control unit 50.
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The control unit 50 of the example explained here con-
trols the transmission 20 and the clutches 12A, 12B of
the transmission apparatus 100. The control unit 50 has
a microprocessor and a memory device including a ROM
(Read Only Memory) and a RAM (Random Access Mem-
ory). Programs executed by the microprocessor, maps
used in control, etc. are stored in the memory device.
[0032] Fig. 3 is a block diagram showing the control
unit 50 and sensors and actuators connected to the con-
trol unit 50.
[0033] As shown in Fig. 3, the motorcycle 1 has an
engine speed sensor 15, an accelerator sensor 16, a
front-wheel speed sensor 17, a rear-wheel speed sensor
18, a shift actuator sensor 19, a gear position sensor 21,
clutch position sensors 22a, 22b, and a shift switch 23.
[0034] The engine speed sensor 15 is for sensing the
engine rotation speed (the rotation speed of the crank
shaft 11). The accelerator sensor 16 is for sensing a ma-
nipulated amount of an accelerator grip provided on the
steering handle 9 (a manipulated amount of accelerator).
The front-wheel speed sensor 17 is for sensing the rota-
tion speed of the front wheel 2, and the rear-wheel speed
sensor 18 is for sensing the rotation speed of the rear
wheel 5. The rear-wheel speed sensor 18 may not directly
detects the rotation speed of the rear wheel 5. For ex-
ample, the rear-wheel speed sensor 18 may output a
signal in response to the rotation speed of the output
shaft 29 of the transmission 20. In this case, the control
unit 50 may calculate the rotation speed of the rear wheel
5 based on the output of the rear-wheel speed sensor 18
and the reduction ratio at the downstream of the output
shaft 29. The shift actuator sensor 19 is for sensing an
amount of movement of the shift actuator 33 (rotation
angle of the actuator). The gear position sensor 21 is for
sensing the gear position of the transmission 20 (specif-
ically, the phase angle of the shift cam 34).
[0035] The shift switch 23 is for the driver to input a
ratio-change request to the control unit 50 at normal driv-
ing, and includes a ratio-change mode switch 23a for
changing the ratio-change mode during traveling, a shift-
up switch 23b for inputting a shift-up request, and a shift-
down switch 23c for inputting a shift-down request.
[0036] Note that the inputs of the sensors and the
switches shown in Fig. 3 are part of inputs for the control
unit 50. The inputs of the respective sensors and switches
are connected with processing conveniently and repre-
sentatively used in Fig. 3. However, they are actually
connected to a data bus and available in various kinds
of processing not shown in the drawing. Further, the con-
trol unit 50 is connected to an engine control unit (not
shown) (hereinafter, referred to as "ECU") and an antilock
brake control unit (hereinafter, referred to as "ABS") via
data communication, and cooperatively operates with the
engine and the brake.
[0037] In addition to the above described shift switch
23 operated by the driver at normal driving of the motor-
cycle 1, the control unit 50 includes an external device
coupling connector (hereinafter, referred to as "connec-

tor") 59 for connection with an external device (a com-
puter used by a worker who manufactures the motorcycle
or a worker who does maintenance of the motorcycle).
The control unit 50 may shift from a normal drive mode
to a service mode in which part of the functions of the
control unit 50 is limited under a condition that the above
described external device is connected to the connector
59. Further, the control unit 50 may execute calibration
processing of the sensor provided in the transmission 20
under the condition that the above described external
device is connected to the connector 59 and the mode
has been shifted to the service mode. The processing
executed by the control unit 50 in the service mode will
be described later in detail.
[0038] As shown in Fig. 3, functions of the control unit
50 has a ratio-change command generation part 51, a
ratio-change correction part 52, a service mode selection
part 54, a calibration processing part 55, a ratio-change
command part 53, a ratio-change execution part 56, and
an actuator drive part 58. The ratio-change correction
part 52 includes a turning determination part 52a.
[0039] The control unit 50 has the normal drive mode
and the service mode as the control modes thereof.
[0040] The normal drive mode is executed when the
motorcycle 1 normally travels on the road in which various
kinds of correction processing based on the front-wheel
rotation speed are executed in the control of the trans-
mission apparatus 100. Specifically, correction in a proc-
ess of setting the transmission ratio (including "gear po-
sition" in its meaning) is executed by the ratio-change
command part 53, using (i) a target of the transmission
ratio generated by the ratio-change command generation
part 51 and (ii) the correction value calculated by the
ratio-change correction part 52 based on the difference
or the ratio between the vehicle speed calculated from
the front-wheel rotation speed and the vehicle speed cal-
culated from the rear-wheel rotation speed, and then the
command of transmission ratio-change is given to the
ratio-change execution part 56. Specifically, the correc-
tion of the ratio-change command is as to the ratio-
change time (including restriction of ratio-change) and/or
the transmission ratio.
[0041] The service mode is a mode to be executed
when the motorcycle 1 is driven for a trial run or the like
on the chassis dynamo that may drive the rear wheel 5
while the front wheel 2 halts. The above described cor-
rection based on the front-wheel rotation speed in the
control of the transmission apparatus 100 is not executed
in the service mode. In the present embodiment, further,
the processing by the calibration processing part 55 is
executable under a condition that the service mode is
selected.
[0042] As below, the respective functions of the control
unit 50 will be explained in detail.
[0043] In the normal drive mode, the ratio-change com-
mand generation part 51 generates a target of the trans-
mission ratio in normal traveling (that is, a target shift
position or target transmission ratio to be selected) from
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the driving situation (specifically, the engine speed, the
manipulated amount of the accelerator, the vehicle
speed, or the like).
[0044] Further, an example of the ratio-change com-
mand generation part 51 has a semi-automatic mode and
an automatic mode as the operation modes at normal
driving, and the driver selects the mode using the ratio-
change mode switch 23a. In the ratio-change mode
switch 23a in the shift switch 23, the automatic mode or
the semi-automatic mode is selected or a frequent ratio-
change mode. An infrequent ratio-change mode, or the
like in the automatic mode is selected according to the
driver’s preference and the traveling situation. In the au-
tomatic mode, both the transmission ratio-change oper-
ation (gear shift operation) and the clutch operation in
the ratio-change during traveling are fully automatically
performed and the driver can drive the motorcycle 1 only
by operating the accelerator and the brake. In the semi-
automatic mode, the transmission ratio is set by the driv-
er, but the clutch operation is automated.
[0045] In the semi-automatic mode, the driver operates
the shift-up switch 23b and the shift-down switch 23c in
the shift switch 23, and thereby, the ratio-change request
(gearshift request) from the driver is input to the ratio-
change command generation part 51. If the request is
acceptable in light of the driving status of the vehicle, the
ratio-change command generation part 51 gives a com-
mand of transmission ratio-change to the ratio-change
command part 53, and, if the request is not acceptable,
the part displays a warning message of no ratio-change
to the driver and does not give a request of transmission
ratio change to the ratio-change command part 53. Here,
the unacceptable driving status refers to the state in
which, when the transmission ratio is changed according
to the request of the driver, the engine rotates at the over
speed or at the lower speed to breakdown.
[0046] The ratio-change command generation part 51
generates, in the automatic mode, the target transmis-
sion ratio (target gear position) based on the driving sta-
tus of the vehicle regardless of the operation by the driver.
In this case, the ratio-change command generation part
51 may use a ratio-change map stored in the memory
area of the control unit 50. The ratio-change map defines
the transmission ratios (gear positions) set in the driving
statuses (e.g., the manipulated amounts of accelerator
and the vehicle speeds) in the transmission apparatus
100. The ratio-change command generation part 51 gen-
erates the target transmission ratio (gear position) to be
applied to the current driving status based on the trans-
mission ratio (gear position) defined by the ratio-change
map. In this regard, the vehicle speed used by the ratio-
change command generation part 51 is the rear-wheel
vehicle speed calculated from the rear-wheel rotation
speed, for example.
[0047] Fig. 4 shows an example of a transmission ratio
map stored in the memory area by the control unit 50. In
the case where the map is used for the multi-stage trans-
mission, in place of the transmission ratio map, a gear

position map showing gear positions may be used. In
Fig. 4, the horizontal axis indicates the vehicle speed and
the vertical axis indicates the manipulated amount of ac-
celerator. The transmission ratio (gear position) map
shows areas of selective transmission ratios (gear posi-
tions). The ratio-change command generation part 51
constantly refers to the transmission ratio (gear position)
map, generates the target of the transmission ratio (gear
position), and sends it to the ratio-change command part
53. Then, when the driving status transitions across the
boundary line (ratio-change line) of an area of a trans-
mission ratio, the ratio-change command generation part
51 changes the target of the transmission ratio (gear po-
sition) to be commanded to the ratio-change command
part 53 (e.g., from first to second, from second to third,
or the like). That is, the ratio-change command genera-
tion part 51 gives a command of the transmission ratio
(gear position) of the area to the ratio-change command
part 53 as the target until the driving status crosses the
line showing the area of the transmission ratio (ratio-
change line) in Fig. 4, and gives a command of transmis-
sion ratio (gear position) of the new area as the target of
the transmission ratio (gear position) to the ratio-change
command part 53 when the status crosses the line show-
ing the area of the transmission ratio (ratio-change line).
Although the details will be described later, when the tar-
get of the transmission ratio (gear position) calculated by
the ratio-change command generation part 51 is
changed, the ratio-change command part 53 gives a
command of ratio-change operation to the ratio-change
execution part 56. With reference to Fig. 4, when the
driving status transitions from the current point across
the ratio-change line L2 to the right (when the status tran-
sitions from a black circle like a dashed arrow in the draw-
ing), the ratio-change generation part 51 changes the
transmission ratio (gear position) of the transmission 20
to be commanded to the ratio-change command part 53
from second position to third position. A ratio-change
map for shift-up and a ratio-change map for shift down
may be stored in the memory area of the control unit 50.
[0048] Further, in the case where the control unit 50 is
used for a multi-level transmission, the ratio-change com-
mand generation part 51 may generate a command of
ratio-change based on the engine rotation speed. For
example, the ratio-change command generation part 51
may generate a command of ratio-change under a con-
dition that the engine rotation speed is higher or lower
than a predetermined threshold value. Specifically, the
part may generate a shift-up command under the condi-
tion that the engine rotation speed is higher than the pre-
determined threshold value or generate a shift-down
command under the condition that engine rotation speed
is lower than the predetermined threshold value.
[0049] Furthermore, the ratio-change command gen-
eration part 51 may have only one of the semi-automatic
mode and the automatic mode.
[0050] When the motorcycle turns at a relatively high
speed, the vehicle body is tilted. That is, the motorcycle
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turns while banking at the relatively high speed. Accord-
ingly, when turning, the contact point between the rear
wheel and the road surface moves from the center in the
width direction toward the side of the rear-wheel tire. As
a result, the distance from the wheel axle of the rear wheel
to the contact point between the road surface and the
rear-wheel tire (hereinafter, referred to as "rear-wheel
road-hugging radius") is smaller at turning than that at
straight running. Similarly, when turning, the contact point
between the front wheel and the road surface moves from
the center toward the side of the front wheel along the
width. Accordingly, the distance between the wheel axle
of the front wheel to the contact point between the road
surface and the front-wheel tire (hereinafter, referred to
as "front-wheel road-hugging radius") is smaller at turn-
ing than that at straight running. In the motorcycle, gen-
erally, the thickness of the rear-wheel tire and the thick-
ness of the front-wheel tire are different. Accordingly, the
rate of reduction of the rear-wheel road-hugging radius
due to turning and the rate of reduction of the front-wheel
road-hugging radius due to turning are different. Specif-
ically, the rear-wheel tire is generally thicker than the
front-wheel tire, i.e., the radius of curvature of the section
of the rear-wheel tire is larger than the radius of curvature
of the section of the front-wheel tire, and thus, the re-
duced width of the rear-wheel road-hugging radius is
larger than the reduced width of the front-wheel road-
hugging radius. As a result, the vehicle speed calculated
from the rear-wheel rotation speed (rear-wheel rotation
speed x rear-wheel diameter x circumference ratio, here-
inafter, referred to as "rear-wheel vehicle speed") is, in
straight running, equal to the vehicle speed calculated
from the front-wheel rotation speed (front-wheel rotation
speed x front-wheel diameter x circumference ratio, here-
inafter, referred to as "front-wheel vehicle speed"). But,
in turning the rear-wheel vehicle speed is faster than the
front-wheel vehicle speed. The turning determination
part 52a determines whether or not the vehicle is turning
using the phenomenon. For example, the turning deter-
mination part 52a determines that the vehicle is turning
if the difference or the ratio between the front-wheel ve-
hicle speed and the rear-wheel vehicle speed is larger
than a threshold value.
[0051] The ratio-change correction part 52 give a com-
mand of correction related to ratio-change control to the
ratio-change command part 53 based on the front-wheel
rotation speed. In the example explained here, the ratio-
change correction part 52 corrects the ratio-change con-
trol so that execution of the ratio-change operation may
be harder during turning of the vehicle. Specifically, the
ratio-change correction part 52 performs correction as to
the ratio-change time (including the restriction of ratio-
change operation) based on the front-wheel rotation
speed and the rear-wheel rotation speed. As will be de-
scribed later, the correction is executed only when the
normal drive mode is selected, but not executed when
the service mode is selected.
[0052] During normal driving when the semi-automatic

mode is selected, if the determination that the vehicle is
turning is made based on the front-wheel rotation speed
and the rear-wheel rotation speed by the ratio-change
correction part 52, specifically, in the turning determina-
tion part 52a, the ratio-change correction part 52 restricts
ratio-change, for example. That is, the ratio-change cor-
rection part 52 restricts transmission of the ratio-change
command to the ratio-change execution part 56 by the
ratio-change command part 53. The ratio-change correc-
tion part 52 may restrict the ratio-change command only
in a predetermined time from a time when the determi-
nation that the vehicle is turning is made or may restrict
the ratio-change command until the determination that
the vehicle is turning is no longer made.
[0053] During normal driving when the automatic mode
is selected, if the determination that the vehicle is turning
is made based on the front-wheel rotation speed and the
rear-wheel rotation speed by the ratio-change correction
part 52, specifically, in the turning determination part 52a,
the ratio-change correction part 52 performs processing
of delaying the ratio-change time based on the front-
wheel rotation speed and the rear-wheel rotation speed.
For example, the ratio-change correction part 52 offsets
the ratio-change line of the transmission ratio map (see
Fig. 4) (gear position map) toward the higher speed or
toward the lower speed by the amount in response to the
difference or the ratio between the vehicle speed ob-
tained from the front-wheel rotation speed (front-wheel
vehicle speed) and the vehicle speed obtained from the
rear-wheel rotation speed (rear-wheel vehicle speed)
(this processing is referred as a correction of the trans-
mission ratio map). The ratio-change line is shifted to-
ward the higher speed in the transmission ratio map for
shift-up (see L1a with respect to the ratio-change line L1
in Fig. 4). The ratio-change line is shifted toward the lower
speed in the transmission ratio map for shift-down. The
ratio-change command generation part 51 refers to the
corrected transmission ratio map and generates a ratio-
change command. Accordingly, the ratio-change time
determined by the corrected transmission ratio map is
delayed from the ratio-change time determined by the
uncorrected transmission ratio map.
[0054] As described above, transmission control in the
driving status in which the rear wheel rotates and the
front wheel does not rotate is corrected from that in the
normal driving status in which the rear wheel and the
front wheel rotate at the substantially equal speeds. Spe-
cifically, restricting the change of the transmission ratio
or delaying the ratio-change time is performed as the
correction of transmission control.
[0055] The ratio-change command part 53 receives a
correction command from the ECU or ABS connected
via data communications to the control unit 50 in addition
to the above described correction by the ratio-change
correction part 52. Specifically, when the engine is cold-
started and operated in the warming-up process, the
ECU sends a signal indicating the current warming-up
state to the control unit 50. Or, when the situation that
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the traveling road surface is slippery is estimated from
the operational history of the ABS, the ABS sends a signal
indicating the situation that the road surface is slippery
to the control unit 50. In response thereto, the control unit
50, specifically, the ratio-change command part 53 cor-
rects the target of the transmission ratio (gear position)
generated in the ratio-change command generation part
51 and performs transmission control so that the lower
engine speed than that for driving at the normal trans-
mission ratio may be held.
[0056] Further, the ratio-change command part 53
does not give a command of new ratio-change to the
ratio-change execution part 56 when the ratio-change
operation according to the previous command is being
executed in the ratio-change execution part 56. That is,
the part restricts the ratio-change command during ratio-
change.
[0057] The ratio-change command part 53 determines
whether or not the ratio-change needs to be executed
based on (i) the transmission ratio (gear position) com-
manded by the ratio-change command generation part
51 and (ii) the correction of the ratio-change commanded
by the ratio-change correction part 52 or (iii) the ECU or
ABS or the progress status of the ratio-change operation
in the ratio-change execution part 56. When executing
the ratio-change, the ratio-change command part 53
gives a command of ratio-change to the ratio-change ex-
ecution part 56.
[0058] The ratio-change execution part 56 and the ac-
tuator drive part 58 operate the shift actuator 33 and the
clutch actuators 14A, 14B in an order and an amount
predetermined in response to the driving situation. The
ratio-change execution part 56 gives a command of re-
quested torque and a synchronization signal to the ECU
and further controls the torque generated by the engine
10 and output from the crank shaft 11. The ratio-change
execution part 56 executes the ratio-change operation in
response to the ratio-change command. The ratio-
change execution part 56 determines the operation times
and the operation speeds so that the actuators 33, 14A,
14B and the engine 10 operate in the predetermined or-
der and amounts. For example, when sensing the clutch-
es 12A, 12B in non-engagement states based on the
output of the clutch position sensors 22a and 22b, the
ratio-change execution part 56 determines that the time
to operate the shift actuator 33 and adjust the torque
generated by the engine 10 has come. Further, when the
movement of the movable gear is completed based on
the output of the gear position sensor 21, the ratio-change
execution part 56 determines that the time to operate the
clutch actuators 14A, 14B has come. The actuator drive
part 58 supplies the drive power to the shift actuator 33
and the clutch actuators 14A, 14B through the drive circuit
(not shown) to drive the actuators at the time determined
by the ratio-change execution part 56. Furthermore, the
ECU adjusts the torque generated by the engine 10 to
the requested torque previously commanded by the ratio-
change execution part 56 at the time determined by the

ratio-change execution part 56. The actuator drive part
58 of the example explained here drives the actuators
33, 14A, 14B also when a command is given from the
calibration processing part 55, as will be described later.
[0059] As described above, the two torque transmis-
sion paths are provided in the drive system of the exam-
ple explained here. Both of the two clutches 12A, 12B
respectively provided in the two paths are in the engage-
ment states in the initial state (during traveling before a
ratio-change command is given). Further, in the initial
state, one of the two ratio-change mechanisms M1, M2
is in the neutral state. The neutral state is defined as a
state in which torque is not transmitted because none of
the movable gears is not engaged with the adjacent gear.
In the initial state, the other ratio-change mechanism
forms one of the ratio positions (that is, gear position).
That is, In the initial state, one movable gear meshes with
the adjacent gear. In the following explanation, the path
in which the torque is transmitted in the initial state is
referred to as "previous path", and the path in which the
torque is not transmitted in the initial state is referred to
as "next path". The ratio-change execution part 56 per-
forms operation of switching the path for transmitting
torque from the previous path to the next path when re-
ceiving a ratio-change command.
[0060] The ratio-change execution part 56 and the ac-
tuator drive part 58 operate the shift actuator 33 and the
clutch actuators 14A, 14B in the following order and
amounts of control, for example, and the ratio-change
execution part 56 coordinates the ECU to adjust the out-
put torque of the engine 10.

(1) When the ratio-change execution part 56 starts
ratio-change in response to the ratio-change com-
mand from the ratio-change command part 53, first,
the clutch actuator (14A or 14B) is driven via the
actuator drive part 58. And one clutch (one of 12A
and 12B) in the previous path is set in the semi-en-
gagement state. In the semi-engagement state, the
torque capacity of the clutch is substantially the same
as the torque currently output by the engine 10 and
input from the crank shaft 11 to the other clutch via
the primary drive gear 11 a and the primary driven
gear 12a or 11 b and 12b. Further, the other clutch
(the other of 12A and 12B) in the next path is set with
the torque capacity of zero, i.e., in the non-engage-
ment state.
(2) Then, the ratio-change execution part 56 drives
the shift actuator 33 in the direction in response to
the ratio-change command (shift-up direction or
shift-down direction). Thereby, the movable gear
corresponding to the ratio-change command moves
along the shaft and is engaged with the adjacent
gear. As a result, the ratio-change mechanism (M1
or M2) in the next path is set to the gear position
corresponding to the ratio-change command. At this
time, the ratio-change mechanism (M1 or M2) in the
previous path remains engaged. Further, the ratio-
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change execution part 56 detects that the gear po-
sition of the ratio-change mechanism in the next path
has established by the gear position sensor 21. After
the detection, the ratio-change execution part 56 re-
versely drives and returns the shift actuator 33 via
the actuator drive part 58 to the reference position.
Concurrently, the shift cam 34 is separated from the
reverse operation (rotation) of the shift actuator 33
by the cam drive mechanism 36 for transmitting the
driving of the shift actuator 33 to the shift cam 34. At
the same time, the phase (angle) of the shift cam 34
is held by phase holding means (not shown) for con-
verging and holding the shift cam 34 to the phase
corresponding to each gear position. As a result, the
gear positions is established in both of the ratio-
change mechanisms in the previous path and the
next path.
(3) After having detected the engagement of the ra-
tio-change mechanism in the next path, the ratio-
change execution part 56 shifts the other clutch (12A
or 12B) in the next path from the non-engagement
state to the above described semi-engagement
state. At the same time, the one clutch (12A or 12B)
in the previous path is shifted from the above de-
scribed semi-engagement state to the non-engage-
ment state.
(4) After the torque capacity of the clutch (12A or
12B) in the next path has reached the above de-
scribed semi-engagement state, the ratio-change
execution part 56 starts adjustment of the torque
generated by the engine 10 via the ECU. Thereby,
the rotation speeds at the drive side of the clutch and
the driven side of the clutch (12A or 12B) in the next
path are closer, and then, synchronized (i.e., the
clutch in the next path is engaged). After having de-
tected that the rotation speeds at the drive side and
the driven side of the clutch (12A or 12B) in the next
path are synchronized, the ratio-change execution
part 56 ends the adjustment of the torque generated
by the engine 10 via the ECU. Further, the ratio-
change execution part returns the clutch (12A or
12B) in the next path from the semi-engagement
state to the engagement state.
(5) After the clutch (12A or 12B) in the next path is
in the engagement state and the clutch (12A or 12B)
in the previous path is in the non-engagement state,
the ratio-change execution part 56 drives the shift
actuator 33 in the direction corresponding to the ra-
tio-change command (the same direction as that in
(2)) again, and the ratio-change mechanism (M1 or
M2) in the previous path is set in the neutral state.
After the neutral state of the ratio-change mecha-
nism (M1 or M2) in the previous path has been de-
tected by the sensor value of the gear position sensor
21, the clutch (12A or 12B) in the previous path is
returned from the non-engagement state to the en-
gagement state. Further, the ratio-change execution
part 56 reversely drives and returns the shift actuator

33 via the actuator drive part 58 to the reference
position. Concurrently, the shift cam 34 is separated
from the reverse operation (reverse rotation) of the
shift actuator 33 by the cam drive mechanism 36,
and then the phase of the shift cam 34 is held to the
reference phase corresponding to each gear posi-
tion by the above described phase holding means
(not shown). As a result, the neutral state of the ratio-
change mechanism in the previous path is main-
tained. Thereby, the ratio-change is completed.

[0061] The ratio-change operation is not limited to that
explained as above. For example, in the motorcycle in
which only one torque transmission path is provided, after
the clutch shifts from the engagement state to the non-
engagement state by the clutch actuator, the movable
gear may be moved by the shift actuator and the gear
for transmitting torque may be changed, and then, the
clutch may return from the non-engagement state to the
engagement state.
[0062] Next, the service mode will be explained. The
service mode selection part 54 selects one of the above
described normal drive mode and service mode. The
service mode selection part 54 selects the service mode
under a condition that an external device is connected
to the connector 59. In an example, the service mode
selection part 54 may select the service mode when the
external device is connected to the connector 59 and the
service mode selection part 54 receives a predetermined
signal (hereinafter, referred to as "service mode selection
command") from the external device. And, when the ex-
ternal device is not connected to the connector 59 or the
external device is connected to the connector 59, but the
service mode selection command is not received, the
service mode selection part 54 may select the normal
drive mode. Accordingly, the control device 50 may be
prevented from shifting from the normal drive mode to
the service mode without a driver’s or worker’s intention.
[0063] The correction (delaying of the ratio-change
time and restriction of the ratio-change) in the transmis-
sion control by the ratio-change correction part 52 is lim-
ited in the service mode. Thereby, even when there is a
difference between the front-wheel vehicle speed and
the rear-wheel vehicle speed because the motorcycle 1
is driven on the chassis dynamo, the ratio-change oper-
ation is executed at the time when the shift switch 23 is
operated and the time obtained from the ratio-change
map. As a result, the trial run on the chassis dynamo may
be smoothly performed.
[0064] In one example of the control unit 50, a flag in-
dicating the currently selected mode (normal drive mode
or service mode) may be stored in the memory device.
The service mode selection part 54 may set the flag to a
value indicating the service mode when the service mode
is selected. In that case, the ratio-change correction part
52 constantly refers to the flag, and does not perform
correction of ratio-change time (i.e., restriction of ratio-
change and delaying of ratio-change time) when the flag
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indicates the service mode. Further, the ratio-change cor-
rection part 52 executes the correction of ratio-change
time only when the flag indicates the normal drive mode.
[0065] When the service mode is selected, other
processing using the front-wheel rotation speed may be
limited. For example, the turning determination part 52a
does not necessarily perform the above described turn-
ing determination using the front-wheel rotation speed
when the service mode is selected.
[0066] The service mode selection part 54 determines
whether or not the external device is connected to the
connector 59. For example, the service mode selection
part 54 may try to make communication with software for
selection of the service mode activated in the external
device connected to the connector 59, and then the serv-
ice mode selection part 54 may determine the external
device connected to the connector 59 when the commu-
nication is established with each other. The service mode
selection part 54 may have an automatic detection func-
tion which automatically try to make communication with
the software activated in the external device. The service
mode selection part 54 may try to make communication
with the software activated in the external device when
a predetermined operation by a worker’s is carried out.
[0067] When receiving a predetermined signal (here-
inafter, referred to as "calibration execution command")
from software activated in the external device connected
to the connector 59 in a situation in which the engine 10
is driven and the service mode is selected, the calibration
processing part 55 executes predetermined calibration
processing. Accordingly, the calibration processing
starts only under the situation that the external device is
connected to the connector 59. As a result, the calibration
processing without the driver’s or worker’s intention may
be prevented from starting. While the calibration process-
ing is executed, the above described ratio-change com-
mand generation part 51 does not operate (does not gen-
erate a command of transmission ratio). While the cali-
bration processing is executed, a ratio-change command
is generated in the calibration processing part 55, and
the ratio-change command part 53 and the ratio-change
execution part 56 operate.
[0068] The calibration processing part 55 of the exam-
ple explained here executes the calibration processing
with respect to the shift actuator sensor 19 and the gear
position sensor 21. The calibration processing part 55
may send a result of the calibration processing to the
external device through the connector 59. That is, the
connector used for sending the sensor value may be also
used for detecting of the connection between the control
unit and the external device. The result of the calibration
processing includes, in its meaning, the sensor value of
the sensor 19, 21, an message indicating the normal end
of the calibration processing, for example. The calibration
processing part 55 acquires a sensor value of the shift
actuator sensor 19 when the shift actuator 33 is rotated
to a movable limit mechanically determined. Further, the
calibration processing part 55 acquires sensor values of

the gear position sensor 21 in the respective ratio posi-
tion, that is gear positions.
[0069] Further, the calibration processing part 55 may
determine whether or not the engine 10 is driven. The
determination may be made based on the engine speed
and on/off statuses of the engine start switch (not shown),
for example. When receiving the calibration execution
command under the situation that the engine 10 is not
driven, the calibration processing part 55 may not start
the calibration processing, but may display a message
indicating the status on the external device, for example.
[0070] Before the start of the calibration processing of
the example explained here, both of the ratio-change
mechanisms M1, M2 in the two torque transmission paths
are set in the neutral state by the worker. The calibration
processing part 55 may determine whether or not both
of the two ratio-change mechanisms M1, M2 are in the
neutral state based on the sensor value of the gear po-
sition sensor 21. When both or either of the two ratio-
change mechanisms M1, M2 is not in the neutral state,
the calibration processing part 55 may not start the cal-
ibration processing, but may display a message indicat-
ing the status on the external device, for example.
[0071] The processing with respect to the shift actuator
sensor 19 is executed in the following procedure, for ex-
ample. As described above, both of the two clutches 12A,
12B are set in the engagement state except the time dur-
ing ratio-change operation. Further, in an assumption, at
the start of processing, both of the ratio-change mecha-
nisms M1 and M2 are set in the neutral state, the rear
wheel of the vehicle is supported on the chassis dynamo,
and the engine is driven. Furthermore, in the assumption,
the external device is connected to the connector 59 of
the control unit 50, the software for selection of the serv-
ice mode is activated in the external device, and the con-
trol unit 50 selects the service mode. In addition, in the
assumption, the software for implementation of the cali-
bration processing is activated in the external device, and
waits for implementation.
[0072] When the calibration processing is implement-
ed in the external device, the calibration processing part
55 first commands the actuator drive part 58 through a
path 55a in Fig. 3 to drive the clutch actuators 14A, 14B,
and moves the two clutches 12A, 12B from the engage-
ment state to the non-engagement state. Then, the cal-
ibration processing part 55 commands the actuator drive
part 58 to sequentially rotate the shift actuator 33 in the
shift-up direction and the shift-down direction to the me-
chanically determined movable limit. Then, at the respec-
tive times of rotation to the movable limit in the shift-up
direction and rotation to the movable limit in the shift-
down direction, the calibration processing part 55 ac-
quires the sensor values of the shift actuator sensor 19
and stores the sensor values in the memory device of
the control unit 50. Further, the calibration processing
part 55 calculates an intermediate value between the two
sensor values and stores the intermediate value as a
value indicating the neutral position of the shift actuator
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33 in the memory device. Meanwhile, when the shift ac-
tuator 33 rotates in the shift-up direction, the ratio-change
mechanism M1 is set to the gear position of the first gear
position, and subsequently, when the shift actuator 33
rotates in the shift-down direction, the mechanism is set
in the neutral state.
[0073] Next, the calibration processing part 55 exe-
cutes calibration processing for the gear position sensor
21. Note that the calibration processing for the gear po-
sition sensor 21 may be executed after or before the cal-
ibration processing for the shift actuator sensor 19.
[0074] The calibration processing part 55 generates a
ratio-change command instead of the ratio-change com-
mand part 53, gives the command to the ratio-change
execution part 56 by a path 55b in Fig. 3, drives the clutch
actuators 14A, 14B and the shift actuator 33 by the ac-
tuator drive part 58, and thereby, executes ratio-change
operation. The calibration processing part 55 acquires
the sensor values of the gear position sensor 21 that
establish the respective gear positions. The transmission
20 of the example explained here has the ratio-change
mechanisms M1, M2 as two power transmission paths,
and performs ratio-change by the above described ratio-
change operation. The calibration processing part 55 ac-
quires the sensor value of the gear position sensor 21
(rotation angle of the shift cam 34) when one of the two
ratio-change mechanisms M1, M2 is set to one gear po-
sition and the other ratio-change mechanism is in the
neutral state. Subsequently, at the step of (2) in the above
described ratio-change operation, the movable gear is
engaged with the adjacent gear in both of the two ratio-
change mechanisms M1, M2 (hereinafter, the state
where the movable gear is engaged in the both of the
mechanisms M1, M2 is referred to as "gear movement
intermediate state"). The calibration processing part 55
also acquires the sensor value of the gear position sensor
21 in the gear movement intermediate state. In the fol-
lowing explanation, a state in which one ratio-change
mechanism is set in the neutral state after the gear move-
ment intermediate state and the other ratio-change
mechanism is set to one gear position is referred to as
"gear movement completion state".
[0075] When the calibration is executed, the calibration
processing part 55 divides the ratio-change operations
(1) to (5) into two stage, first stage of (1) and (2) and a
second stage (3) to (5). That is, the calibration processing
part 55 gives a command to the ratio-change execution
part 56 and executes the above described ratio-change
operations of (1) and (2), thereby, establishes the gear
movement intermediate state, and acquires the sensor
value of the gear position sensor 21 corresponding to the
gear movement intermediate state. Subsequently, the
calibration processing part 55 gives a command to the
ratio-change execution part 56 and executes the above
described ratio-change operations of (3) to (5), thereby,
establishes the gear movement completion state, and
acquires the sensor value of the gear position sensor 21
corresponding to the gear movement completion state.

[0076] Fig. 5 is a flowchart showing an example of the
calibration processing with respect to the gear position
sensor 21. As below, the calibration processing of the
gear position sensor 21 will be explained with reference
to Fig. 5.
[0077] As described above, before the start of the cal-
ibration processing of the example explained here, both
of the two ratio-change mechanisms M1, M2 are set in
the neutral state. The calibration processing part 55 first
acquires the sensor value (N-N value) of the gear position
sensor 21 in the state and stores the sensor value in the
memory device of the control unit 50 (S101).
[0078] Then, the calibration processing part 55 gives
a command of shift-up to the ratio-change execution part
56 by the path 55b, sequentially performs the above de-
scribed ratio-change operations (1), (2), (3), (4), (5), and
sets the transmission 20 to the first gear position (S102).
Specifically, when the calibration processing part 55
gives the command of shift-up by the above described
ratio-change operations (1), (2), (3), (4), (5) to the ratio-
change execution part 56, the ratio-change execution
part 56 sets the first clutch 12A connected to the first
ratio-change mechanism M1 in the non-engagement
state via the actuator drive part 58. Then, the ratio-
change execution part 56 rotates the shift actuator 33 to
a predetermined angle in the shift-up direction, and then,
returns the shift actuator 33 to the neutral position. There-
by, the movable gear is engaged with the adjacent gear
and the first ratio-change mechanism M1 is set to the
first gear position. Then, the ratio-change execution part
56 returns the first clutch 12A to the engagement state.
Here, the second ratio-change mechanism M2 remains
set in the neutral state. When the ratio-change operation
by the ratio-change execution part 56 is completed, the
calibration processing part 55 acquires the sensor value
(1-N value) of the gear position sensor 21 and stores the
sensor value in the memory device of the control unit 50
(S103). Note that, at the ratio-change from the N-N state
in which both of the ratio-change mechanisms M1, M2
are set in the neutral state to the 1-N state in which the
first ratio-change mechanism M1 is set to the first gear
position and the second ratio-change mechanism M2 is
set in the neutral state, the operation for the second clutch
12B is skipped (may be performed) in the ratio-change
execution part 56.
[0079] The calibration processing part 55 gives the
command of shift-up to the ratio-change execution part
56 again, sequentially performs the above described ra-
tio-change operations (1), (2), and temporarily sets the
transmission 20 in the ratio-change intermediate state
(S104). That is, in the process of shift-up operation from
first to second, the ratio-change execution part 56 sets
the first ratio-change mechanism M1 to the first position
and the second ratio-change mechanism M2 to the sec-
ond position (the state in which the gear position is 1-2).
Specifically, the ratio-change execution part 56 sets the
clutch 12B connected to the second ratio-change mech-
anism M2 in the non-engagement state according to the
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command from the calibration processing part 55. Then,
the ratio-change execution part 56 rotates the shift actu-
ator 33 to a predetermined angle in the shift-up direction,
and then, returns the shift actuator 33 to the neutral po-
sition. At this time, the phase of the shift cam 34 is held
by the phase holding means (not shown) in the state in
which the gear position is set to the state of 1-2. Thereby,
the movable gear moves along the shaft and is engaged
with the adjacent gear. As a result, the second ratio-
change mechanism M2 is set to the second position.
Then, the calibration processing part 55 acquires the sen-
sor value of the gear position sensor 21 and stores the
sensor value in the memory device of the control unit 50
(S105). For example, in the process of shift up from first
to second, the sensor value (1-2 value) in the state with
the first ratio-change mechanism M1 in the first position
and the second ratio-change mechanism M2 in the sec-
ond position is acquired.
[0080] Then, the calibration processing part 55 gives
the command of the above described ratio-change op-
erations (3), (4), (5) to the ratio-change execution part
56 to progress the shift-up operation, and sets the trans-
mission 20 in the ratio-change completion state (S106).
For example, in the process of shift-up from first to sec-
ond, the ratio-change execution part 56 returns the sec-
ond clutch 12B to the engagement state and, at the same
time, shifts the first clutch 12A to the non-engagement
state according to the command from the calibration
processing part 55. Then, the ratio-change execution part
56 rotates the shift actuator 33 to a predetermined angle
in the shift-up direction, and then, returns the shift actu-
ator 33 to the neutral position. In this time, the phase of
the shift cam 34 is held by the phase holding means (not
shown) in the state of N-2. Thereby, the movable gear
of the first ratio-change mechanism M1 moves along the
shaft and disengaged from the adjacent gear. As a result,
the first ratio-change mechanism M1 is set in the neutral
state and the transmission 20 is set in the ratio-change
completion state. After the transmission 20 is set in the
ratio-change completion state, the calibration processing
part 55 acquires the sensor value of the gear position
sensor 21 and stores the sensor value in the memory
device of the control unit 50 (S107). For example, when
shift-up from first to second is performed, the sensor val-
ue (N-2 value) in the state with the first ratio-change
mechanism M1 in the neutral state and the second ratio-
change mechanism M2 in the second position is ac-
quired.
[0081] Then, the calibration processing part 55 deter-
mines whether or not the transmission 20 has reached
the sixth position (S108). Here, if the transmission 20 has
not reached the sixth position, the calibration processing
part 55 gives the command of shift-up operation to the
ratio-change execution part 56 again and repeats the
processing at S104 to S107 until the transmission 20
reaches the sixth position.
[0082] After the transmission 20 has reached the sixth
position, the calibration processing part 55 repeatedly

gives a command of shift-down operation until the two
ratio-change mechanisms M1, M2 reach the neutral state
in the same procedure as that at shift-up, and acquires
the sensor values of the gear position sensor 21 in the
process. That is, the calibration processing part 55 per-
forms shift-down, temporarily sets the transmission 20 in
the ratio-change intermediate state (S109), acquires the
sensor value of the gear position sensor 21, and stores
the sensor value in the memory device of the control unit
50 (S110). Then, the calibration processing part 55
progresses the shift-down operation, sets the transmis-
sion 20 in the ratio-change completion state (S111), and
acquires the sensor value of the gear position sensor 21
(S112).
[0083] The calibration processing part 55 determines
whether or not both of the two ratio-change mechanisms
M1, M2 of the transmission 20 have reached the neutral
state (S113). Here, if the both of the ratio-change mech-
anisms M1, M2 have not reached the neutral state, the
calibration processing part 55 gives the command of
shift-down operation again and repeats the processing
at S109 to S112. The calibration processing part 55 ends
the processing if both of the two ratio-change mecha-
nisms M1, M2 of the transmission 20 have reached the
neutral state. As a result of the above processing, N-N
value, 1-N value, 1-2 value, N-2 value, 3-2 value, 3-N
value, 3-4 value, N-4 value, 5-4 value, 5-N value, 5-6
value, N-6 value are obtained in the memory device. The
left numerals indicate the ratio positions set in the first
ratio-change mechanism M1 and the right numerals in-
dicate the ratio positions set in the second ratio-change
mechanism M2, and the letters N indicate the neutral
state. According to the processing of the calibration
processing part 55, values obtained in the process of
shift-up and the values obtained in the process of shift-
down are stored in the memory device as the sensor
values in the respective gear positions. The calibration
processing part 55 may calculate average values of two
values and store the values in the memory device.
[0084] After the processing with respect to the shift ac-
tuator sensor 19 and the processing with respect to the
gear position sensor 21 are ended, the calibration
processing part 55 transmits the sensor values stored in
the memory device to the external device automatically
or according to the command received from the external
device. In the external device, the sensor values may be
displayed.
[0085] As described above, while the processing by
the calibration processing part 55 is executed, the engine
10 is driven and the rear wheel (drive wheel) 5 is rotatable
on the chassis dynamo. Accordingly, in the shift-up op-
eration and the shift-down operation by the calibration
processing part 55, the movable gear and the adjacent
gear relatively rotate. Therefore, the dog clutches of the
two gears to be moved closer along the shaft in the ratio-
change operation are smoothly engaged.
[0086] In one example, while the processing by the cal-
ibration processing part 55 is executed, the engine 10 is
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driven while idling. Further, the calibration processing
part 55 may control the engine 10 via the ECU so that
the engine speed may take a predetermined value or
more. For example, the engine 10 is provided with a throt-
tle valve for adjustment of the amount of air supplied to
the engine 10. A throttle actuator is provided for control
of the opening of the throttle valve. In this case, the cal-
ibration processing part 55 may control the engine 10 by
driving the throttle actuator via the ECU so that the engine
speed may take a predetermined value or more. The
movable gear and the adjacent gear thereto may be en-
gaged more smoothly.
[0087] Fig. 6 is a flowchart showing an example of
processing executed by the control unit 50. The process-
ing executed by the control unit 50 is not limited thereto.
[0088] The service mode selection part 54 determines
whether or not the external device is connected to the
connector 59 (S201). If the external device is connected,
the service mode selection part 54 determines whether
or not the service mode selection command is received
from the external device (S202). If the service mode se-
lection command is received, the service mode selection
part 54 selects the service mode (S203), and sets the
flag provided in the memory device of the control unit 50
to the value indicating the service mode, for example, as
described above. On the other hand, if the external device
is not connected to the connector 59 or if the service
mode selection command is not received, the service
mode selection part 54 selects the normal drive mode
(S206).
[0089] If the service mode is selected, the calibration
processing part 55 determines whether or not the cali-
bration execution command has been received from the
external device (S204). At S204, the calibration process-
ing part 55 may further determine whether or not the en-
gine is driven. If the calibration execution command has
been received, the calibration processing part 55 exe-
cutes the above described calibration processing. On the
other hand, if the calibration execution command has not
been received, the control unit 50 ends the current
processing. The control unit 50 repeatedly executes the
processing while the main switch (not shown) of the ve-
hicle is on, for example.
[0090] According to a configuration where the process-
ing in Fig. 6 is executed only while the main switch of the
vehicle is on, selection of the service mode may be au-
tomatically ended and the selection may be changed to
the normal drive mode when the connection of the exter-
nal device and the connector 59 is cut. With the above
configuration, even when the worker forgets to end the
service mode selection (improper operation), the normal
drive mode is selected in the normal drive which does
not have the connection of the external device to the con-
nector 59. The service mode selection part 54 may detect
automatically that the connection between the external
device and the connector is cut. According to the process-
ing, even when the worker forgets to end the service
mode selection, the normal drive mode is selected in the

normal drive.
[0091] As has been explained above, the motorcycle
1 includes the engine 10 and the transmission 20, and
has the engine unit 6 that outputs drive power of the rear
wheel 5, and the front-wheel speed sensor 17 for sensing
the rotation speed of the front wheel 2. Further, the control
unit 50 has the ratio-change correction part 52 that exe-
cutes correction in the control of the transmission appa-
ratus 100 using the rotation speed of the front wheel 2
sensed by the front-wheel speed sensor 17. The motor-
cycle 1 has the external device coupling connector 59 to
which the external device is connectable. The control unit
50 limits the correction of transmission control executed
by the ratio-change correction part 52 under the condition
that the external device is connected to the connector
59. According to the present teaching, when the motor-
cycle 1 is placed and driven on the chassis dynamo, the
external device is connected to the connector 59, and
thereby, correction on the transmission control without
the worker’s intention may be suppressed.
[0092] The present teaching is not limited to the above
described motorcycle 1, but various changes may be
made.
[0093] For example, the present teaching may be ap-
plied to a vehicle having a continuously variable trans-
mission. This type of vehicle has a sheave actuator that
moves a sheave of the continuously variable transmis-
sion and a sheave position sensor for detecting the
sheave position in place of the shift actuator 33 and the
shift actuator sensor 19. In this case, the control unit 50
performs the following processing, for example.
[0094] In the memory device of the control unit 50, a
map that associates the vehicle speed with the operation
amount of accelerator and the target engine rotation
speed is stored in place of the above described trans-
mission ratio map. Further, the control unit 50 calculates
the target transmission ratio based on the vehicle speed
and the target engine rotation speed so that the actual
engine rotation speed may be the target engine rotation
speed. Then, the control unit 50 moves the sheave of the
continuously variable transmission by the actuator so that
the actual transmission ratio becomes equal to the target
transmission ratio. In such a vehicle, the ratio-change
correction part 52 may perform correction in the ratio-
change control based on the front-wheel rotation speed.
For example, like the motorcycle 1, if the ratio-change
correction part 52 determines that the vehicle is turning
based on the front-wheel rotation speed and the rear-
wheel rotation speed, the part restricts ratio-change op-
eration. That is, even when there is a difference between
the actual transmission ratio and the target transmission
ratio, the transmission ratio of the continuously variable
transmission is not changed. Furthermore, if the ratio-
change correction part 52 determines that the vehicle is
turning based on the front-wheel rotation speed and the
rear-wheel rotation speed, the part may correct the target
transmission ratio so that the difference between the ac-
tual transmission ratio and the target transmission ratio
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may be smaller than a predetermined value. According
to the above processing, when the vehicle is turning, sig-
nificant change of the transmission ratio in a short time
may be suppressed.
[0095] The processing of the service mode selection
part 54 of the vehicle having the continuously variable
transmission is the same as that of the motorcycle 1. That
is, the service mode selection part 54 selects the service
mode when the external device is connected to the con-
nector 59 and the command of service mode selection
is received from the external device.
[0096] The calibration processing part 55 executes
processing of calculating the actual transmission ratio
based on the engine rotation speed and the rear-wheel
rotation speed and acquiring sensor values of the sheave
position sensor while driving the engine. The calibration
processing part 55 changes the sheave position and
thereby executes the above processing of calculating the
actual transmission ratio at a plurality of sheave posi-
tions. Fig. 7 shows relationships between the sensor val-
ue of the sheave position sensor and the transmission
ratio. The horizontal axis indicates the sensor value of
the sheave position sensor and the vertical axis indicates
the transmission ratio. Line A shows the relationship be-
tween the sensor value obtained by the above calibration
processing and the transmission ratio obtained by the
above calculation. It is desirable that the range of use of
the sensor value of the sheave position sensor corre-
sponds to the range of control of the transmission ratio
as shown by line B. However, in the line A, the range of
use of the sensor value does not correspond to the range
of control of the transmission ratio. When the acquisition
of the sensor values of the sheave position sensor and
the calculation of the actual transmission ratio is execut-
ed at the plurality of sheave positions as described above,
a map which indicates a relationship between the sensor
value of the sheave position sensor and the transmission
ratio can be made such that the range of use of the sensor
value in the map corresponds to the range of control of
the transmission ratio in the map as shown by line B.

Claims

1. A transmission apparatus comprising:

an actuator (33) that is configured to change a
transmission ratio of a transmission (20);
a control unit (50) that is configured to set the
transmission ratio of the transmission (20) by
driving the actuator (33);
a transmission ratio sensor that is configured to
detect and to put out the transmission ratio of
the transmission (20) to the control unit (50); and
a front-wheel speed sensor (17) that is config-
ured to detect and to put out a rotation speed of
a front wheel (2) to the control unit (50),
wherein the control unit (50) includes

a ratio-change correction part (52) that is
configured to execute correction in the con-
trol of the transmission ratio using the rota-
tion speed of the front wheel (2) detected
by the front-wheel speed sensor (17), char-
acterized in that the control unit (50) further
includes
a connector (59) for connecting to an exter-
nal device to enable communication there-
with, and

wherein the control unit (50) is configured to limit
the correction of the ratio-change correction part
(52) under a condition that the external device
is connected to the connector (59).

2. A transmission apparatus according to claim 1, char-
acterized in that the control unit (50) is configured
to limit the correction of the ratio-change correction
part (52) under a condition that the control unit (50)
receives a predetermined signal from the external
device.

3. A transmission apparatus according to claim 1 or 2,
characterized in that the control unit (50) is config-
ured to limit the correction of the ratio-change cor-
rection part (52) and then is configured to execute
calibration processing of acquiring a sensor value
output by the transmission ratio sensor under the
condition that the external device is connected to the
connector (59).

4. A transmission apparatus according to any one of
claims 1 to 3, characterized in that the control unit
(50) is configured to send the result of the calibration
processing to the external device through the con-
nector (59).

5. A transmission apparatus according to any one of
claims 1 to 4, characterized in that the ratio-change
correction part (52) of the control unit (50) is config-
ured to correct at least one of the transmission ratio
of the transmission (20) and a transmission ratio-
change time, based on the rotation speed of the front
wheel (2) and a rotation speed of a rear wheel (5).

6. A vehicle on which the transmission apparatus ac-
cording to any one of claims 1 to 5 is mounted.

7. A motorcycle on which the transmission apparatus
according to any one of claims 1 to 5 is mounted.

8. A method for controlling a transmission apparatus
with a transmission (20) and a connector (59) for
connecting to an external device to enable commu-
nication therewith comprising:

setting a transmission ratio of the transmission

25 26 



EP 2 837 851 B1

15

5

10

15

20

25

30

35

40

45

50

55

(20) for changing a transmission ratio of a trans-
mission (20);
detecting the transmission ratio of the transmis-
sion (20); and
detecting a rotation speed of a front wheel (2)
of a vehicle, and
executing correction in the control of the trans-
mission ratio using the rotation speed of the front
wheel (2), characterized by
limiting the correction in the control of the trans-
mission ratio under a condition that the external
device is connected to the connector (59).

9. A method for controlling a transmission apparatus
according to claim 8, characterized by limiting the
correction in the control of the transmission ratio un-
der a condition of receives a predetermined signal
from the external device.

10. A method for controlling a transmission apparatus
according to claim 8 or 9, characterized by limiting
the correction in the control of the transmission ratio
and then executing calibration processing of acquir-
ing a sensor value according to the transmission ratio
under the condition that the external device is con-
nected to the connector (59).

11. A method for controlling a transmission apparatus
according to any one of claims 8 to 10, character-
ized by sending the result of the calibration process-
ing to the external device through the connector (59).

12. A method for controlling a transmission apparatus
according to any one of claims 8 to 11, character-
ized by correcting at least one of the transmission
ratio of the transmission (20) and a transmission ra-
tio-change time, based on the rotation speed of the
front wheel (2) and a rotation speed of a rear wheel
(5).

Patentansprüche

1. Ein Getriebe-Apparat, der umfasst:

einen Aktuator (33), der konfiguriert ist, um ein
Übersetzungs-Verhältnis eines Getriebes (20)
zu ändern;
eine Steuereinheit (50), die konfiguriert ist, um
das Übersetzungs-Verhältnis des Getriebes
(20) durch Antrieb des Aktuators (33) zu setzen;
einen Übersetzungs-Verhältnis-Sensor, der
konfiguriert ist, um das Übersetzungs-Verhält-
nis des Getriebes (20) zu erfassen und zu der
Steuereinheit (50) auszugeben; und
einen Vorrad-Geschwindigkeits-Sensor (17),
der konfiguriert ist, um eine Drehzahl eines Vor-
derrads (2) zu erfassen und zu der Steuereinheit

(50) auszugeben,
wobei die Steuereinheit (50) beinhaltet
einen Verhältnis-Änderungs-Korrekturteil (52),
der konfiguriert ist, um eine Korrektur in der
Steuerung des Übersetzungs-Verhältnisses un-
ter Verwendung der Drehzahl des Vorderrads
(2), erfasst durch den Vorrad-Geschwindig-
keits-Sensor (17), auszuführen, dadurch ge-
kennzeichnet, dass
die Steuereinheit (50) weiterhin beinhaltet
einen Verbinder (59), zum Verbinden einer ex-
ternen Vorrichtung, um eine Kommunikation mit
dieser zu ermöglichen, und
wobei die Steuereinheit (50) konfiguriert ist, die
Korrektur des Verhältnis-Änderungs-Korrektur-
teils (52) zu begrenzen, unter einer Bedingung,
dass die externe Vorrichtung mit dem Verbinder
(59) verbunden ist.

2. Ein Getriebe-Apparat gemäß Anspruch 1, dadurch
gekennzeichnet, dass die Steuereinheit (50) kon-
figuriert ist, die Korrektur des Verhältnis-Änderungs-
Korrekturteils (52) zu begrenzen, unter einer Bedin-
gung, dass die Steuereinheit (50) ein vorgegebenes
Signal von der externen Vorrichtung aufnimmt.

3. Ein Getriebe-Apparat gemäß Anspruch 1 oder 2, da-
durch gekennzeichnet, dass die Steuereinheit (50)
konfiguriert ist, die Korrektur des Verhältnis-Ände-
rungs-Korrekturteils (52) zu begrenzen und dann
konfiguriert ist, einen Kalibrierungs-Prozess zur Auf-
nahme einer Sensor-Wert-Ausgabe durch den Über-
setzungs-Verhältnis-Sensor auszuführen, unter der
Bedingung, dass die externe Vorrichtung mit dem
Verbinder (59) verbunden ist.

4. Ein Getriebe-Apparat gemäß irgendeinem der An-
sprüche 1 bis 3, dadurch gekennzeichnet, dass
die Steuereinheit konfiguriert ist, das Ergebnis des
Kalibrierungs-Prozesses durch den Verbinder (59)
zu der externen Vorrichtung zu senden.

5. Ein Getriebe-Apparat gemäß irgendeinem der An-
sprüche 1 bis 4, dadurch gekennzeichnet, dass
der Verhältnis-Änderungs-Korrekturteil (52) der
Steuereinheit (50) konfiguriert ist, um zumindest ei-
nen von dem Übersetzungs-Verhältnis des Getrie-
bes (20) und einer Übersetzungs-Verhältnis-Ände-
rungs-Zeit auf Grundlage der Drehzahl des Vorder-
rads (2) und einer Drehzahl eines Hinterrads (5) zu
korrigieren.

6. Ein Fahrzeug, an dem die Getriebevorrichtung ge-
mäß irgendeinem der Ansprüche 1 bis 5 montiert ist.

7. Ein Motorrad, an dem die Getriebevorrichtung ge-
mäß irgendeinem der Ansprüche 1 bis 5 montiert ist.
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8. Ein Verfahren zur Steuerung eines Getriebe-Appa-
rats mit einem Getriebe (20) und einem Verbinder
(59) zum Verbinden einer externen Vorrichtung, um
eine Kommunikation mit dieser zu ermöglichen, das
umfasst:

Setzen eines Übersetzungs-Verhältnisses des
Getriebes (20) zum Ändern eines Überset-
zungs-Verhältnisses des Getriebes (20);
Erfassen des Übersetzungs-Verhältnisses des
Getriebes (20); und
Erfassen einer Drehzahl eines Vorderrads (2)
eines Fahrzeugs, und
Ausführen einer Korrektur in der Steuerung des
Übersetzungs-Verhältnisses unter der Verwen-
dung der Drehzahl des Vorderrads (2), gekenn-
zeichnet durch Beschränken der Korrektur in
der Steuerung des Übersetzungs-Verhältnisses
unter einer Bedingung, dass die externe Vor-
richtung mit dem Verbinder (59) verbunden ist.

9. Ein Verfahren zur Steuerung eines Getriebe-Appa-
rats gemäß Anspruch 8, gekennzeichnet durch Be-
schränken der Korrektur in der Steuerung des Über-
setzungs-Verhältnisses unter einer Bedingung des
Empfangens eines vorgegebenen Signals von der
externen Vorrichtung.

10. Ein Verfahren zur Steuerung eines Getriebe-Appa-
rats gemäß Anspruch 8 oder 9, gekennzeichnet
durch Beschränken der Korrektur in der Steuerung
des Übersetzungs-Verhältnisses und dann Ausfüh-
ren eines Kalibrierungs-Prozesses zur Aufnahme ei-
nes Sensor-Werts gemäß dem Übersetzungs-Ver-
hältnis, unter der Bedingung, dass die externe Vor-
richtung mit dem Verbinder (59) verbunden ist.

11. Ein Verfahren zur Steuerung eines Getriebe-Appa-
rats gemäß irgendeinem der Ansprüche 8 bis 10,
gekennzeichnet durch Senden des Ergebnisses
des Kalibrierungs-Prozesses zu der externen Vor-
richtung durch den Verbinder (59).

12. Ein Verfahren zur Steuerung eines Getriebe-Appa-
ras gemäß irgendeinem der Ansprüche 8 bis 11, ge-
kennzeichnet durch Korrigieren zumindest einem
von dem Übersetzungs-Verhältnis des Getriebes
(20) und einer Übersetzungs-Verhältnis-Änderungs-
Zeit auf Grundlage der Drehzahl des Vorderrads (2)
und einer Drehzahl eines Hinterrads (5).

Revendications

1. Dispositif de transmission comprenant :

un actionneur (33) qui est configuré pour chan-
ger le rapport de démultiplication d’une trans-

mission (20),
une unité de commande (50) qui est configurée
pour fixer le rapport de démultiplication de la
transmission (20) en pilotant l’actionneur (33),
un capteur de rapport de démultiplication qui est
configuré pour détecter et fournir en sortie le rap-
port de démultiplication de la transmission (20)
à l’unité de commande (50), et
un capteur de vitesse de roue avant (17) qui est
configuré pour détecter et pour fournir en sortie
la vitesse de rotation de la roue avant (2) à l’unité
de commande (50),
dans lequel l’unité de commande (50) inclut :

une partie de correction de changement de
rapport (52) qui est configurée pour exécu-
ter une correction de la commande du rap-
port de démultiplication en utilisant la vites-
se de rotation de la roue avant (2) détectée
par le capteur de vitesse de roue avant (17),
caractérisé en ce que

l’unité de commande (50) inclut en outre :

un connecteur (59) destiné à une connexion
vers un dispositif externe afin d’autoriser
une communication avec celui-ci, et
dans lequel l’unité de commande (50) est
configurée pour limiter la correction de la
partie de correction de changement de rap-
port (52) à la condition que le dispositif ex-
terne soit relié au connecteur (59).

2. Dispositif de transmission selon la revendication 1,
caractérisé en ce que l’unité de commande (50) est
configurée pour limiter la correction de la partie de
correction de changement de rapport (52) à la con-
dition que l’unité de commande (50) reçoive un si-
gnal prédéterminé provenant du dispositif externe.

3. Dispositif de transmission selon la revendication 1
ou 2, caractérisé en ce que l’unité de commande
(50) est configurée pour limiter la correction de la
partie de correction de changement de rapport (52)
puis est configurée pour exécuter un traitement
d’étalonnage consistant à acquérir une valeur de
capteur fournie en sortie par le capteur de rapport
de démultiplication à la condition que le dispositif
externe soit relié au connecteur (59).

4. Dispositif de transmission selon l’une quelconque
des revendications 1 à 3, caractérisé en ce que
l’unité de commande (50) est configurée pour en-
voyer le résultat du traitement d’étalonnage au dis-
positif externe au travers du connecteur (59).

5. Dispositif de transmission selon l’une quelconque
des revendications 1 à 4, caractérisé en ce que la
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partie de correction de changement de rapport (52)
de l’unité de commande (50) est configurée pour cor-
riger au moins l’un du rapport de démultiplication de
la transmission (20) et de l’instant de changement
du rapport de démultiplication, sur la base de la vi-
tesse de rotation de la roue avant (2) et de la vitesse
de rotation de la roue arrière (5).

6. Véhicule sur lequel est monté le dispositif de trans-
mission conforme à l’une quelconque des revendi-
cations 1 à 5.

7. Motocyclette sur laquelle est monté le dispositif de
transmission conforme à l’une quelconque des re-
vendications 1 à 5.

8. Procédé de commande d’un dispositif de transmis-
sion muni d’une transmission (20) et d’un connecteur
(59) destiné à une connexion à un dispositif externe
dans le but d’autoriser une communication avec ce-
lui-ci, comprenant :

l’établissement d’un rapport de démultiplication
pour la transmission (20) dans le but de changer
le rapport de démultiplication d’une transmis-
sion (20),
la détection du rapport de démultiplication de la
transmission (20), et
la détection de la vitesse de rotation d’une roue
avant (2) du véhicule, et
l’exécution d’une correction dans la commande
du rapport de démultiplication en utilisant la vi-
tesse de rotation de la roue avant (2), caracté-
risé par
la limitation de la correction de la commande du
rapport de démultiplication à la condition que le
dispositif externe soit relié au connecteur (59).

9. Procédé de commande d’un dispositif de transmis-
sion selon la revendication 8, caractérisé par la li-
mitation de la correction dans la commande du rap-
port de démultiplication à la condition de recevoir un
signal prédéterminé provenant du dispositif externe.

10. Procédé de commande d’un dispositif de transmis-
sion selon la revendication 8 ou 9, caractérisé par
la limitation de la correction dans la commande du
rapport de démultiplication puis par l’exécution d’un
traitement d’étalonnage consistant à acquérir une
valeur de capteur conforme au rapport de démulti-
plication à la condition que le dispositif externe soit
relié au connecteur (59).

11. Procédé de commande d’un dispositif de transmis-
sion selon l’une quelconque des revendications 8 à
10, caractérisé par l’envoi du résultat du traitement
d’étalonnage au dispositif externe au travers du con-
necteur (59).

12. Procédé de commande d’un dispositif de transmis-
sion selon l’une quelconque des revendications 8 à
11, caractérisé par la correction d’au moins l’un du
rapport de démultiplication de la transmission (20)
et de l’instant de changement de rapport de démul-
tiplication, sur la base de la vitesse de rotation de la
roue avant (2) et de la vitesse de rotation de la roue
arrière (5).

31 32 



EP 2 837 851 B1

18



EP 2 837 851 B1

19



EP 2 837 851 B1

20



EP 2 837 851 B1

21



EP 2 837 851 B1

22



EP 2 837 851 B1

23



EP 2 837 851 B1

24



EP 2 837 851 B1

25

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

• EP 2031281 A2 [0001] • WO 2012067234 A [0013] [0014]


	bibliography
	description
	claims
	drawings
	cited references

