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Description

TECHNICAL FIELD

[0001] The present invention relates to a train config-
uration recognition system and a train configuration rec-
ognition apparatus that have a function of automatically
recognizing a configuration of a train in which a plurality
of railway carriages are joined together.

BACKGROUND ART

[0002] A communication apparatus for railway carriag-
es that has conventionally been known includes: a con-
figuration controlling unit having an interface that uses a
carrier sense multiple access method; a switching hub
that branches a transmission path; and a switch that dis-
connects input/output signals to and from the switching
hub. The communication apparatus makes it possible to
recognize a configuration of a train by controlling com-
munications in upstream and downstream directions of
the transmission path by connecting and disconnecting
the switch (e.g., Patent Document 1 listed below). Also
EP 1 031 488 A1 is disclosing such an apparatus.
[0003] In the communication apparatus for railway car-
riages described in Patent Document 1, failures are
avoided by using the switching hub that configures com-
munication apparatuses so as to have one-to-one com-
munications. In addition, no master communication ap-
paratus is provided so that it is possible to prevent com-
munication halts within the carriages and to improve the
reliability of the system.
[0004] Patent Document 1: Japanese Patent Applica-
tion Laid-Open No. 2005-117373

DISCLOSURE OF INVENTION

PROBLEM TO BE SOLVED BY THE INVENTION

[0005] The communication apparatus for railway car-
riages described in Patent Document 1 uses a method
by which the connection relationships among the carriag-
es are detected by utilizing a transmission function be-
tween the communication apparatuses so that it is pos-
sible to recognize the configuration of the train. Thus, a
problem arises where, in the case where a failure has
occurred in a communication apparatus, the transmis-
sion path bypasses the carriage in which the communi-
cation apparatus having the failure is installed, and the
presence of the carriage therefore becomes obscure.
[0006] To cope with this problem, it is conceivable to
utilize regularities in carriage configurations or in the
numbers assigned to the carriages; however, railway car-
riages used in, for example, Europe and North America
are not necessarily configured in such a manner that the
carriage configurations and the numbers assigned to the
carriages have regularities. Thus, it is not possible to use
this idea to solve the problem.

[0007] In view of the circumstances described above,
it is an object of the present invention to provide a train
configuration recognition system and a train configura-
tion recognition apparatus that make it possible to auto-
matically recognize a configuration of a train, including
carriages that are not capable of having communications
related to regularities in the carriage configurations and
the numbers assigned to the carriages.

MEANS FOR SOLVING PROBLEM

[0008] To solve the above described problem and to
achieve the above described object, a train configuration
recognition system according to claim 1 and a train con-
figuration recognition apparatus according to claim 9 is
described herein.

EFFECT OF THE INVENTION

[0009] The train configuration recognition system ac-
cording to an aspect of the present invention includes
train end detection switches that are used for detecting
ends (i.e., the front and the rear ends) of a train and each
of which is configured so that a contact point thereof is
closed if carriages are not joined together. At each of two
ends of each of carriage groups, one end and the other
end of the corresponding one of the train end detection
switches are respectively connected to one and the other
of a pair of transmission lines that are provided in the
train. First and second switches that are respectively in-
serted in the pair transmission lines are configured so as
to switch between (a) a state in which a power supply is
inserted between the transmission lines, and also, the
pair of transmission lines are segmented and (b) another
state in which the power supply is not inserted. While
control is being exercised so that there is only one loca-
tion within the train where the power supply is inserted
between the pair of transmission lines, a voltage between
the one-end side of a resistor and a reference end and
a voltage between the other-end side of the resistor and
the reference end are measured, the resistor being in-
serted in at least one of the pair of transmission lines, so
that it is possible to recognize the configuration of the
train based on the measured voltages. Consequently, an
advantageous effect is achieved where it is possible to
automatically recognize the configuration of the train, in-
cluding carriages that are not capable of having commu-
nications related to regularities in the carriage configu-
rations and the numbers assigned to the carriages.

BRIEF DESCRIPTION OF DRAWINGS

[0010]

FIG. 1 is a drawing of a schematic structure of a train
configuration recognition system according to an
embodiment of the present invention.
FIG. 2 is a diagram for illustrating a structure and a
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connection mode of train configuration recognition
apparatuses according to the embodiment.
FIG. 3 is a diagram of an example of a train config-
uration used for explaining a principle of a configu-
ration recognition process.
FIG. 4 is a table of examples of measured voltages
and recognition results from the train configuration
illustrated in FIG. 3.
FIG. 5 is a diagram for explaining an operation in the
configuration recognition process.
FIG. 6 is a diagram illustrating a state of a circuit in
a situation where a conduction failure has occurred
in an automatic coupler.
FIG. 7-1 is a diagram for explaining a measuring op-
eration that is performed in the case where a con-
duction failure has occurred in an automatic coupler
(steps 21 to 23).
FIG. 7-2 is another diagram for explaining the meas-
uring operation that is performed in the case where
a conduction failure has occurred in an automatic
coupler (steps 24 and 25).
FIG. 7-3 is still another diagram for explaining the
measuring operation that is performed in the case
where a conduction failure has occurred in an auto-
matic coupler (steps 26 and 27).
FIG. 8 is a diagram illustrating a state of a circuit in
a situation where a conduction failure has occurred
in a train end detection switch.
FIG. 9 is a diagram illustrating a state of a circuit in
a situation where a failure has occurred in a constant-
current power supply.
FIG. 10 is a diagram illustrating a state of a circuit in
a situation where a constant-current power supply
provided at the opposite end of the train is used as
a substitution, in the state illustrated in FIG. 9.
FIG. 11 is a diagram illustrating a state of a circuit in
a situation where a failure has occurred in a voltage
detector.
FIG. 12 is a diagram illustrating a state of a circuit in
a situation where a wiring disconnection has oc-
curred in a TCR circuit.
FIG. 13 is a diagram for explaining a measuring op-
eration that is performed in the case where a wiring
disconnection has occurred in a TCR circuit.

EXPLANATIONS OF LETTERS OR NUMERALS

[0011]

10: train
11: carriage groups
12: automatic coupler
17, 17a, 17b: transmission line
20: train configuration recognition appara-

tus
21: TCR circuit
22: controlling unit
31: direct-current voltage source

32: current source
33, 33a, 33b: switch
34, 34a, 34b: resistor
35: voltage detector
41: train end detection switch

BEST MODE(S) FOR CARRYING OUT THE INVEN-
TION

[0012] In the following sections, exemplary embodi-
ments of a train configuration recognition system and a
train configuration recognition apparatus according to the
present invention will be explained in detail, with refer-
ence to the accompanying drawings. The present inven-
tion is not limited to these exemplary embodiments.

<An overview of a train configuration recognition system>

[0013] First, an overview of a train configuration rec-
ognition system in which train configuration recognition
apparatuses are installed will be explained. FIG. 1 is a
drawing of a schematic structure of a train configuration
recognition system according to an embodiment of the
present invention. In the example illustrated in FIG. 1, a
train 10 includes a carriage group 11-1 (i.e., married pair
#1) and another carriage group 11-2 (i.e., married pair
#2) in each of which carriages are joined together while
two carriages are used as a unit and that are connected
to each other via an automatic coupler 12 that is config-
ured so as to attach and detach the carriage group 11-1
and the group 11-2 easily. A train configuration recogni-
tion apparatus (i.e., a Train Configuration Recognition
(TCR) unit) 20 is installed in each of the carriages of the
train 10. The train configuration recognition apparatuses
20 installed in each of the carriages are connected to one
another via transmission lines 17 (transmission lines 17-1
and 17-2). The transmission lines 17 are provided within
the carriage groups as conductive members that form
electrical circuits. Also, the transmission lines 17 are con-
nected to one another via the automatic coupler 12 joining
the carriage groups together. In other words, within the
train, the transmission line 17-1 provided in the carriage
group 11-1 is electrically connected to the transmission
line 17-2 provided in the carriage group 11-2, by making
use of electrical contact points of the automatic coupler
12, which is a conductive member. In the drawings (in-
cluding FIG. 1) that are referred to in the explanation
hereinafter, a configuration of a train configured with a
plurality of carriage groups that are joined together while
each of the plurality of carriage groups includes two car-
riages as a unit is used as an example; however, the train
configuration may be a configuration of a train configured
with a plurality of single carriages that are joined together.
Needless to say, it is possible to apply the train configu-
ration recognition apparatuses according to the present
embodiment to such a train configuration.
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<A structure of the train configuration recognition appa-
ratuses>

[0014] Next, a structure and a connection mode of the
train configuration recognition apparatuses will be ex-
plained. FIG. 2 is a diagram for illustrating a structure
and a connection mode of the train configuration recog-
nition apparatuses according to the embodiment. In FIG.
2, a structure that corresponds to one of the carriage
groups illustrated in FIG. 1 is illustrated. In FIG. 2, each
of the train configuration recognition apparatuses 20
(20-1 and 20-2) is configured so as to include a train
configuration recognition circuit (i.e., a TCR circuit in the
drawing; also, a "TCR circuit" hereinafter) 21 (21-1 or
21-2) that serves as a main circuit of the apparatus and
controlling units 22 (22a and 22b) that control an opera-
tion of the TCR circuit 21. Provided in each of the TCR
circuits 21 are circuit elements such as a direct-current
voltage source 31, a current source 32, switches 33 (33a
and 33b), and resistors 34 (34a and 34b) as well as a
functional unit such as a voltage detector 35. These cir-
cuit elements and functional unit are provided in key lo-
cations of two transmission lines 17a and 17b that each
link together an automatic coupler 12-1 illustrated on the
left-hand side of FIG. 2 and another automatic coupler
12-2 illustrated on the right-hand side of FIG. 2.
[0015] Between each of the automatic couplers 12
(12-1 and 12-2) and a corresponding one of the TCR
circuits 21 (21-1 and 21-2), a train end detection switch
41 (41-1 or 41-2) is provided while being connected be-
tween the transmission line 17a and the transmission line
17b. The train end detection switches 41 are switches
used for detecting front and rear ends (hereinafter, the
"ends") of the train configuration. Each of the train end
detection switches 41 is configured so that the contact
point thereof is in a closed state while being positioned
at an end of the train configuration and so that the contact
point thereof is in an open state in other situations. In the
example illustrated in FIG. 2, of the two carriages (an A-
car and a B-car) included in the carriage group, the train
end detection switch 41-1 provided on the A-car side is
on, whereas the train end detection switch 41-2 provided
on the B-car side is off. In other words, the A-car side is
positioned at an end of the train configuration.
[0016] It is desirable to configure each of the train end
detection switches 41 so as to be a mechanical switch
that operates in conjunction with the corresponding one
of the automatic couplers 12. In terms of the function
thereof, it is desirable to configure each of the train end
detection switches 41 so that the contact point thereof is
in an open state while two automatic couplers are con-
nected to each other and so that, conversely, the contact
point thereof is in a closed state while the corresponding
one of the automatic couplers is not connected to another
automatic coupler. By configuring each of the train end
detection switches 41 so as to be a mechanical switch
as described above, it is possible to detect the ends of
the train configuration without fail.

[0017] In the example illustrated in FIG. 2, the TCR
circuit 21-1 provided in the A-car and the TCR circuit 21-2
provided in the B-car are connected to each other by
using a twisted pair of cables, which has excellent resist-
ance to noises. In this connection, a twisted pair connec-
tion may be realized by twisting such portions of the trans-
mission lines 17a and 17b that are positioned between
the A-car and the B-car, the transmission lines 17a and
17b being provided between the automatic coupler 12-1
and the automatic coupler 12-2. Alternatively, another
arrangement is acceptable in which the transmission
lines 17a and 17b themselves are configured with a twist-
ed pair of cables. Further, still another arrangement is
also acceptable in which a portion of the A-car and a
portion of the B-car are connected to each other by using
a twisted pair cable that is configured with media that are
physically different from each other.
[0018] The controlling units 22 (22a and 22b) control
the operation of the corresponding one of the TCR circuits
21. Also, the controlling units 22 transmit information that
has been processed by the corresponding one of the
TCR circuits 21 so that the information is displayed on a
display device or the like (not illustrated). With regard to
this information transmission, it is possible to transmit
the information by using a train communication network
(Train Network (not illustrated)) that is different from the
transmission lines 17a and 17b.

<A structure of the TCR circuits>

[0019] Next, a structure of the TCR circuits will be ex-
plained. In the TCR circuits 21 illustrated in FIG. 2, the
switch 33a and the resistor 34a are inserted in series in
the transmission line 17a in the stated order, as seen
from the automatic coupler 12-1 side. Similarly, the
switch 33b and the resistor 34b are inserted in series in
the transmission line 17b in the stated order, as seen
from the automatic coupler 12-1 side. Each of the switch-
es 33a and 33b is a one-circuit two-contact switch that
has switch contact points u1 and u2 and that is controlled
by the controlling units 22 or a superordinate controlling
device. The switch contact point u1 of the switch 33a is
connected to a terminal on the positive electrode side
(i.e., the side from which the electric current flows out)
of the current source 32, whereas the switch contact point
u2 of the switch 33a is connected to the transmission line
17a on the automatic coupler 12-1 side. Further, the
switch contact point u1 of the switch 33b is connected to
a terminal on the negative electrode side of the direct-
current voltage source 31, whereas the switch contact
point u2 of the switch 33b is connected to the transmis-
sion line 17b on the automatic coupler 12-1 side. One
end of the resistor 34a is connected to a base point b of
the switch 33a, whereas the other end of the resistor 34a
is connected to the transmission line 17a that is posi-
tioned on the opposite side of the automatic coupler 12-1.
Further, one end of the resistor 34b is connected to a
base point b of the switch 33b, whereas the other end is
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connected to the transmission line 17b that is positioned
on the opposite side of the automatic coupler 12-1.
[0020] With the connections described above, it is pos-
sible to structure, within the train, a plurality of loop cir-
cuits by using the train end detection switches, the switch-
es and the resistors included in the TCR circuits provided
in the carriages, and the transmission lines that connect
these circuit elements together. Usually, one loop that
includes all the carriages is structured, as illustrated in
FIG. 3.
[0021] In the structure illustrated in FIG. 2, an example
is illustrated in which the direct-current voltage source
31 and the current source 32 are configured so that the
positive electrode side of the direct-current voltage
source 31 is connected to the negative electrode side
(i.e., the side from which the electric current flows in) of
the current source 32; however, the order may be re-
versed. In other words, an arrangement is acceptable in
which the positive electrode side of the current source
32 is connected to the negative electrode side of the di-
rect-current voltage source 31, while the positive elec-
trode side of the direct-current voltage source 31 is con-
nected to the switch contact point u1 of the switch 33a,
whereas the negative electrode side of the current source
32 is connected to the switch contact point u1 of the
switch 33b.
[0022] Each of the voltage detectors 35 (35-1 and
35-2) is connected between terminals for the purpose of
measuring a voltage (i.e., a first measured voltage: V1)
between one end of the resistor 34a and one end of the
resistor 34b as well as a voltage (i.e., a second measured
voltage: V2) between the other end of the resistor 34a
and the other end of the resistor 34b. As illustrated in
FIG. 2, the TCR circuit 21-1 provided in the A-car and
the TCR circuit 21-2 provided in the B-car are configured
so that the circuit structures thereof are line symmetric
with respect to an axis that is orthogonal to a portion of
the twisted pair cable. For this reason, the second meas-
ured voltage V2 measured by the voltage detector 35-1
included in the TCR circuit 21-1 is always equal to the
second measured voltage V2 measured by the voltage
detector 35-2 included in the TCR circuit 21-2, except for
measurement errors. These measured voltages V1 and
V2 are used as pieces of information with which it is pos-
sible to recognize the train configuration. The details of
a principle thereof will be explained later.

<A principle of a configuration recognition process>

[0023] Next, a principle of a configuration recognition
process by using the TCR circuits will be explained, with
reference to FIGS. 2 and 3. FIG. 3 is a diagram of an
example of a train configuration used for explaining the
principle of the configuration recognition process. Unlike
in the example illustrated in FIG. 2, only one of the resis-
tors is inserted in the transmission line in each of the TCR
circuits illustrated in FIG. 3; however, the principle is the
same. For example, in the structure illustrated in FIG. 2,

the resistance value of each of the resistors 34a and 34b
is configured so as to be 25 ohms. It is possible to have
an equivalent structure by, for example, configuring the
resistance value in the structure illustrated in FIG. 3 so
as to satisfy R=50 ohms.
[0024] Further, in the example illustrated in FIG. 3, a
14-carriage train is configured with seven carriage
groups (i.e., married pairs #1 to #7) that are joined to-
gether. Each of the married pairs #1, #2, #4, and #7 is
joined while the carriage group is oriented in a direction
that is opposite from the direction in which the carriage
group is oriented in each of the married pairs #3, #5, and
#6. More specifically, for example, when the married pair
#2 is compared with the married pair #3, the A-car and
the B-car are positioned in the opposite order. In other
words, the married pair #2 and the married pair #3 are
joined together in such a manner that the respective B-
cars therein are positioned next to each other. Converse-
ly, the married pair #6 and the married pair #7 are joined
together in such a manner that the respective A-cars
therein are positioned next to each other. It should be
noted, however, that the TCR circuits according to the
present embodiment are capable of recognizing, without
any problems, the manner in which the train is configured,
even if the carriage groups are joined together as de-
scribed above.
[0025] Next, the state of the train end detection switch
and the manner in which the current source is connected
in each of the carriages will be explained. As illustrated
in FIG. 3, the train end detection switches provided in the
A-car included in the married pair #1 and in the B-car
included in the married pair #7 are closed, whereas all
the other train end detection switches are open. It should
be noted that the train end detection switch provided in
the A-car included in the married pair #1 is not illustrated
in the drawing because the A-car included in the married
pair #1 is configured so as to be, for example, a steering
carriage, and also because, in terms of the circuit struc-
ture, the direct-current voltage source 31 and the current
source 32 are connected to the transmission lines by the
switches 33a and 33b. For example, in FIG. 2, to connect
the direct-current voltage source 31 and the current
source 32 to the transmission lines 17a and 17b, it is
necessary to exercise control so that each of the switches
33a and 33b is switched to the switch contact point u1
side. In this situation, by the switches 33a and 33b, the
train end detection switch 41-1 is disconnected from such
portions of the transmission lines 17a and 17b that are
positioned on the right-hand side of the switches 33a and
33b. As a result, in each of the carriages in which the
direct-current voltage source and the current source are
connected between the transmission lines, the state of
the train end detection switch does not have any effect
on the operation of the circuit. As explained here, in each
of the carriages while the train configuration recognition
process is being performed, the train end detection
switches provided in the carriages at both ends of the
train are closed, whereas the train end detection switches
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provided in all the other carriages besides the carriages
at both ends are open. Also, the control is exercised so
that the direct-current voltage source and the current
source provided in one of the carriages positioned at both
ends of the train are connected between the transmission
lines.
[0026] FIG. 4 is a table of examples of measured volt-
ages and recognition results from the train configuration
illustrated in FIG. 3. In FIG. 4, each of the values listed
under the first measured voltage V1 and the second
measured voltage V2 is an absolute value of the voltage
that has been measured by the corresponding one of the
voltage detectors. Each of the values that are placed in
the boxes is the voltage value having the larger absolute
value of the two measured voltages. In this situation, the
direct-current voltage value V, the current value I0, and
the resistance values R satisfy V=48 volts DC, I0=50 mil-
liamperes, and R=25 ohms, respectively.
[0027] In FIG. 3, an electric current that satisfies I0=50
milliamperes is flowing in the circuit. Thus, it is possible
to calculate a voltage drop corresponding to one resistor
as I0xR=0.05 amperex25 ohms=1.25 volts. Accordingly,
for example, in the B-car included in the married pair #7,
V1=0 volts and V2=1.25 volts are satisfied. After that, for
every resistor being added, the voltage increases by an
amount corresponding to the voltage drop. Accordingly,
for example, in the A-car included in the married pair #7,
V1=2.5 volts is satisfied. In this manner, the measured
results as illustrated in FIG. 4 are obtained.
[0028] In addition, in FIG. 4, each of the values illus-
trated in the farthest right column of the table is obtained
by dividing the value in the box by the value correspond-
ing to the voltage drop. For example, for the A-car includ-
ed in the married pair #5, it is possible to calculate the
value as 6.25/1.25=5. As another example, for the B-car
included in the married pair #2, it is possible to calculate
the value as 13.75/1.25=11. It can be observed that these
values represent serial numbers identifying the carriages
starting from the B-car included in the married pair #7,
which is positioned at the rear end of the train. To sum-
marize, it is possible to recognize the train configuration
by dividing the larger value of the two absolute values
representing the first and the second measured voltages
V1 and V2 that have been measured by each of the volt-
age detectors, by the predetermined value (i.e., the value
that is determined according to the direct-current voltage
source, the current source, and the resistance values in
the circuit).

<An operation in the configuration recognition process>

[0029] Next, an operation in the configuration recog-
nition process will be explained, with reference to FIG.
5. FIG. 5 is a diagram for explaining an operation in the
configuration recognition process. An example in which
a train is configured with six carriages is illustrated in FIG.
5. In the explanation below, the direct-current voltage
source 31 and the current source 32 will be collectively

referred to as a "constant-current power supply".
[0030] First, a reference carriage in which the con-
stant-current power supply is turned on (i.e., connected
to the transmission lines) is determined. In this process,
it is recognized that a carriage No. uuuu and a carriage
No. zzzz are the carriages that are positioned at the ends
of the train, based on the information showing the state
of the train end detection switches each of which is con-
figured so as to be closed if another carriage is not being
joined and so as to be open if another carriage is being
joined. One of the carriages positioned at the two ends
of the train is determined as the reference carriage. It is
acceptable to use any method for choosing one of the
two carriages. For example, the one of the carriages hav-
ing the smaller carriage number may be determined as
the reference carriage (step 11).
[0031] Next, the constant-current power supply is
turned on while using the carriage No. uuuu as the ref-
erence carriage, and also, the first measured voltage V1
and the second measured voltage V2 are measured in
each of the carriages (step 12). By dividing the larger
value of the first and the second measured voltages V1
and V2 that have been measured at step 12 by the pre-
determined value (i.e., the voltage drop per carriage), it
is recognized, for each of the carriages, in what position
the carriage is located as being counted from the end of
the train (e.g., the first carriage from the end, the second
carriage from the end, and so on.) (step 13).

<Operations that are performed in the case where a fail-
ure has occurred>

[0032] All the processes described above correspond
to operations that are performed in normal situations.
Further, in the case where a failure has occurred in the
circuit or any of the switches or in the case where a wiring
disconnection has occurred in the circuit, it is desirable
to be able to back up the configuration recognition func-
tion even if the failure or the abnormality has occurred in
one location (hereinafter, a "single failure"). The train con-
figuration recognition system and the train configuration
recognition apparatuses according to the present em-
bodiment are configured so as to be fault-tolerant against
such single failures. In the explanation below, the follow-
ing five items are used as examples of events that can
be anticipated as possible failures or abnormalities. Each
of these items will be explained below.

(1) A conduction failure in any of the automatic cou-
plers
(2) A conduction failure in any of the train end de-
tection switches
(3) A failure in any of the constant-current power sup-
plies
(4) A failure in any of the voltage detectors
(5) A wiring disconnection in any of the TCR circuits
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<An operation that is performed in the case where a fail-
ure has occurred: a conduction failure in any of the au-
tomatic couplers>

[0033] FIG. 6 is a diagram illustrating a state of a circuit
in a situation where a conduction failure has occurred in
an automatic coupler. In FIG. 6, a conduction failure in
the automatic coupler provided between the married pair
#2 and the married pair #3 is illustrated as an example.
In this situation, because the carriage No. xxxx and the
carriage No. yyyy are not electrically connected to each
other and because all the switches between the constant-
current power supply and the conduction failure location
are open, no electric current is flowing in the transmission
lines. As a result, it is recognized that the first measured
voltages V1 and the second measured voltages V2 may
be organized into a group indicating 48 volts (i.e., Group
A) and another group indicating 0 volts (i.e., Group B).
Accordingly, at this stage, it is possible to determine that
some kind of failure has occurred in the boundary portion
between Group A and Group B.
[0034] In this situation, for each of the groups of Group
A and Group B, a processing procedure to detect the
positions of the carriages within the group is taken, by
sequentially changing the carriage in which the constant-
current power supply is turned on. This process will be
explained below with reference to FIGS. 7-1 to 7-3.

<A position recognition process within Group A>

[0035] In FIG. 7-1, first, the constant-current power
supply provided in the carriage No. vvvv that is positioned
adjacent to the carriage No. uuuu is turned on, so that
the measured voltages in that situation are recorded
(step 21). In this situation, needless to say, the constant-
current power supply provided in the carriage No. uuuu
is not turned on. The same applies to the processes de-
scribed below. In other words, only one constant-current
power supply is turned on within each of the groups.
[0036] After that, the constant-current power supply
provided in the carriage No. wwww and the constant-
current power supply provided in the carriage No. xxxx
are sequentially turned on (steps 22 and 23). In the
present example, when the constant-current power sup-
ply provided in the carriage No. xxxx is turned on, the
positions of the four carriages in Group A are recognized
based on the measured voltages that are underlined in
FIG. 7-1.

<A position recognition process within Group B>

[0037] A similar process is performed also for Group
B. Until the positions of all the carriages in Group B have
been recognized, a command to turn on the constant-
current power supply is issued sequentially to each of
the carriages. In the present example, as illustrated in
FIG. 7-2, the constant-current power supplies in the car-
riage No. yyyy and the carriage No. zzzz are sequentially

turned on in the stated order, so that the measured volt-
ages are recorded (steps 24 and 25). The positions of
the two carriages in Group B are recognized based on
the measured voltages that are underlined in FIG. 7-2.
In the present example, the commands to turn on the
constant-current power supplies are sequentially output,
starting from the carriage No. yyyy that is positioned clos-
est to the conduction failure location; however, another
arrangement is acceptable in which the commands to
turn on the constant-current power supplies are sequen-
tially output, starting from the carriage No. zzzz that is
positioned farthest from the conduction failure location.

<A process to recognize the entire configuration>

[0038] FIG. 7-3 is a drawing illustrating the results from
FIGS. 7-1 and 7-2. At step 26, the configuration of the
entirety is recognized. At step 27, the configuration of the
train is recognized. At step 26, within each of the groups,
serial numbers (i.e., 1, 2, and so on) are sequentially
assigned to the carriages, starting from the carriage that
is positioned on the opposite side of the position in which
the constant-current power supply was turned on. Thus,
by organizing the numbers based on the position of the
constant-current power supply that is turned on at the
time of the measurement, it is possible to recognize the
configuration of the entirety.

<An operation that is performed in the case where a fail-
ure has occurred: a conduction failure in any of the train 
end detection switches>

[0039] FIG. 8 is a diagram illustrating a state of a circuit
in a situation where a conduction failure has occurred in
a train end detection switch. In FIG. 8, a situation where
a conduction failure has occurred in a train end detection
switch provided in the married pair #3 is illustrated as an
example. In this situation, because all the switches be-
tween the constant-current power supply and the train
end detection switch having the conduction failure are
open, no electric current is flowing in the transmission
lines. As a result, all the measured voltages are 48 volts.
This state is the same as the state in a situation where,
with a conduction failure in an automatic coupler, all the
measured voltages are organized into Group A so that
there is no Group B. Thus, by using the same method as
in the example with a conduction failure in an automatic
coupler, it is possible to recognize the train configuration.

<An operation that is performed in the case where a fail-
ure has occurred: a failure in any of the constant-current 
power supplies>

[0040] FIG. 9 is a diagram illustrating a state of a circuit
in a situation where a failure has occurred in a constant-
current power supply. In FIG. 9, a situation where a failure
has occurred in the constant-current power supply pro-
vided in the carriage No. uuuu, which is used as a refer-
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ence in the configuration recognition process, is illustrat-
ed as an example. In this situation, the TCR circuit has
no power supply so that no electric current flows in the
transmission lines. Also, because no voltage is applied,
all the measured voltages are 0 volts. Thus, as illustrated
in FIG. 10, the constant-current power supply provided
in the carriage No. zzzz positioned at the opposite end
of the train is turned on, instead of the constant-current
power supply provided in the carriage No. uuuu. This
state is the same as the normal state illustrated in FIG.
5. Thus, it is possible to recognize the train configuration
according to the procedure in normal situations as de-
scribed above. It should be noted that, even if a failure
has occurred in the constant-current power supply pro-
vided in one of the carriages other than the carriages
positioned at the ends of the train, it is possible to perform
the measuring operation in normal situations, as long as
the constant-current power supply in the carriage posi-
tioned at an end of the train is working properly.

<An operation that is performed in the case where a fail-
ure has occurred: a failure in any of the voltage detector>

[0041] FIG. 11 is a diagram illustrating a state of a cir-
cuit in a situation where a failure has occurred in a voltage
detector so that it is not possible to perform the measuring
process in at least one of the carriages. In FIG. 11, a
situation where a failure has occurred in the voltage de-
tector provided in the carriage No. wwww, which is one
of intermediate carriages, is illustrated as an example.
In this situation, as for the carriage No. wwww in which
the failure has occurred in the voltage detector, because
there is no measurement information thereof, it is not
possible to determine the position thereof based on the
information thereof; however, when the positions of the
other carriages have become clear, it is possible to de-
termine the position of the carriage No. wwww by an elim-
ination method. In other words, it is possible to determine
the position of the carriage in which a failure has occurred
in the voltage detector as the position that is remaining
after the positions of all the other carriages have been
determined.

<An operation that is performed in the case where a fail-
ure has occurred: a wiring disconnection in any of the 
TCR circuits>

[0042] FIG. 12 is a diagram illustrating a state of a cir-
cuit in a situation where a wiring disconnection has oc-
curred in a TCR circuit. In FIG. 12, a situation where a
conduction failure has been caused by a wiring discon-
nection between the carriage No. wwww and the carriage
No. xxxx in the married pair #2 is illustrated as an exam-
ple. In this situation, the state is the same as the state in
the example illustrated in FIG. 6 where a conduction fail-
ure has occurred in the automatic coupler. Accordingly,
the first measured voltages V1 and the second measured
voltages V2 may be organized into a group indicating 48

volts (i.e., Group A) and another group indicating 0 volts
(i.e., Group B).
[0043] FIG. 13 is a diagram for explaining a measuring
operation that is performed in the case where a wiring
disconnection has occurred in a TCR circuit. In FIG. 13,
in Group A, it is possible to recognize the configuration
of the carriage No. uuuu and the carriage No. vvvv by
turning on the constant-current power supply provided in
the carriage No. wwww. Further, in Group B, it is possible
to recognize the configuration of the carriage No. yyyy
and the carriage No. zzzz by turning on the constant-
current power supply in the carriage No. yyyy. In this
situation, as for the carriage No. wwww and the carriage
No. xxxx that are positioned on one of the sides of the
wiring disconnection location respectively, it is not pos-
sible to determine the positions thereof based on the in-
formation thereof; however, like in the example in which
a failure has occurred in a voltage detector, it is possible
to determine the positions of these carriages based on
the information regarding the positions of the other car-
riages.
[0044] As explained above, when the train configura-
tion recognition system and the train configuration rec-
ognition apparatuses according to the present embodi-
ment are used, it is possible to recognize the positions
of the carriages (i.e., the physical position of each of the
carriages indicating the position counted from the front
end of the train such as the first carriage, the second
carriage, or the like) even if there is no regularity in the
carriage configuration of a train or in the numbers as-
signed to the carriages. In addition, it is possible to rec-
ognize the positions of the carriages that properly re-
spond, without being affected by whether a failure has
occurred in any of the apparatuses. In the case where a
failure that has occurred in the apparatuses is a single
failure, it is possible to speculate the positions of the car-
riages that do not properly respond, by using the infor-
mation regarding the positions of the carriages that prop-
erly respond.
[0045] Further, when the train configuration recogni-
tion system and the train configuration recognition appa-
ratuses according to the present embodiment are used,
it is possible to provide the crew members of a train with
train configuration information indicating, for example,
which carriage is having a failure or an abnormality, with
accuracy and with high reliability.
[0046] In addition, when the train configuration recog-
nition system and the train configuration recognition ap-
paratuses according to the present embodiment are
used, there is no need to structure the entirety of the TCR
circuits as a dual system. Thus, it is possible to achieve,
without a large increase in the costs, the capability of
responding to a major failure such as a conduction failure
between automatic couplers, a conduction failure in a
train end detection switch, a failure in a constant-current
power supply, a failure in a voltage detector, or a wiring
disconnection in a TCR circuit.
[0047] Furthermore, according to the present embod-
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iment, the constant-current power supply is used as the
power supply that causes the constant current to flow in
the TCR circuits. Thus, it is possible to supply the con-
stant current to the contact surfaces of the automatic cou-
plers without being dependent on the number of carriag-
es included in the train. Consequently, it is possible to
keep the contact surfaces of the automatic couplers in a
stable and excellent contact state. In addition, without
being dependent on the number of carriages included in
the train, it is possible to supply an electric current that
is substantially constant in a stable and continuous man-
ner.
[0048] In the description of the present embodiment,
the power supply that causes the constant current to flow
in the TCR circuits is configured with the constant-current
power supply; however, it is acceptable to use other types
of power supplies such as a constant voltage source,
instead of the constant-current power supply.

INDUSTRIAL APPLICABILITY

[0049] As explained above, the communication appa-
ratuses for railway carriages according to an aspect of
the present invention is useful as an invention that makes
it possible to automatically recognize the configuration
of a train, without using regularities in train configurations
and in the numbers assigned to the carriages.

Claims

1. A train configuration recognition system for recog-
nizing a configuration of a train (10) configured with
a plurality of carriages that are joined together while
carriage groups (11-1, 11-2) each made up of a sin-
gle carriage or two or more carriages are used as
units, the train configuration recognition system
comprising: train end detection switches (41-1, 41-2)
that are respectively provided at two ends of each
of the carriage groups (11-1, 11-2) and each of which
is configured so that a contact point thereof is open
if another one of the carriage groups (11-1, 11-2) is
joined to a corresponding one of the two ends and
so that the contact point thereof is closed if none of
other carriage groups (11-1, 11-2) is joined to the
corresponding one of the two ends; a pair of trans-
mission lines (17a, 17b) that are provided in the train
(10) in such a manner that, at each of the two ends
of each of the carriage groups (11-1, 11-2), one end
of a corresponding one of the train end detection
switches (41-1, 41-2) is connected to one of the pair
of transmission lines (17a, 17b), whereas other end
of the corresponding one of the train end detection
switches (41-1, 41-2) is connected to other of the
pair of transmission lines (17a, 17b); and train con-
figuration recognition apparatuses (20-1, 20-2) each
of which is provided in a different one of the carriages
and that recognize the configuration of the train (10),

wherein one of the train configuration recognition ap-
paratuses (20-1, 20-2) controls others of the train
configuration recognition apparatuses (20-1, 20-2)
within the train (10), and each of the train configura-
tion recognition apparatuses (20-1, 20-2) includes:
a power supply (31, 32) that outputs a direct current;
first and second switches (33a, 33b) that are respec-
tively inserted in the pair of transmission lines (17a,
17b) and that are configured so as to switch between
(a) a state in which the power supply (31, 32) is in-
serted between the pair of transmission lines (17a,
17b), and also, the pair of transmission lines (17a,
17b) are segmented and (b) another state in which
the power supply (31, 32) is not inserted; a resistor
(R1, R2) that is inserted in at least one of the pair of
transmission lines (17a, 17b); a voltage detector
(35-1, 35-2) that measures a voltage between the
pair of transmission lines (17a, 17b) at each of both
ends of the resistor (R1, R2); and a controlling unit
(22a, 22b) to which the voltages having been meas-
ured by the voltage detector (35-1, 35-2) are input
and that recognizes the configuration of the train (10)
and controls the first and the second switches in such
a manner that there is only one location within the
train (10) where the power supply (31, 32) is inserted
between the pair of transmission lines (17a, 17b).

2. The train configuration recognition system according
to claim 1, wherein the controlling unit (22a, 22b)
exercises control so that the power supply (31, 32)
is inserted between the pair of transmission lines
(17a, 17b) in one of such carriages in which the train
end detection switch is closed.

3. The train configuration recognition system according
to claim 1, wherein in a case where an abnormality
has been detected in any of measured voltage val-
ues that have been measured by the voltage detec-
tors (35-1, 35-2) provided in the carriages, the con-
trolling unit (22a, 22b) repeatedly changes a location
in which the power supply (31, 32) is inserted and
recognizes the configuration of the train based on
the voltages that have been measured by the voltage
detectors (35-1, 35-2) with the repeatedly-changed
insertion locations.

4. The train configuration recognition system according
to claim 1, wherein the power supply (31, 32) is a
constant-current power supply (31, 32).

5. The train configuration recognition system according
to claim 1, wherein the pair of transmission lines
(17a, 17b) are connected via automatic couplers that
realize the joining between the carriage groups
(11-1, 11-2).

6. The train configuration recognition system according
to claim 1, wherein the train end detection switches
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(41-1, 41-2) are mechanical switches that operate in
conjunction with the automatic couplers.

7. The train configuration recognition system according
to claim 1, wherein in a case where measured volt-
age values in all the carriages of the train are zero,
such a power supply (31, 32) is turned on that is
contained in a carriage group positioned on an op-
posite end from the carriage group in which the pow-
er supply (31, 32) has so far been turned on and that
is provided in a carriage positioned on a side where
no carriage from other carriage groups (11-1, 11-2)
is joined to an end thereof.

8. The train configuration recognition system according
to claim 3, wherein the controlling unit (22a, 22b)
identifies a location in which a failure has occurred
by comparing the measured voltage values that have
been measured by the voltage detectors (35-1, 35-2)
provided in the carriages, and based on a result of
the comparing of the measured voltage values and
information regarding the location that has been
identified as where the failure has occurred, the con-
trolling unit (22a, 22b) identifies a cause of the failure,
which is one of following: a conduction failure in any
of the automatic couplers; a conduction failure in any
of the train end detection switches (41-1, 41-2); a
failure in any of the power supplies (31, 32); a failure
in any of the voltage detectors (35-1, 35-2); a wiring
disconnection in any of the transmission lines (17a,
17b).

9. A train configuration recognition apparatus that is
provided in each of a plurality of carriages and is
included in a train configuration recognition system
for recognizing a configuration of a train configured
with the plurality of carriages that are joined together
while carriage groups (11-1, 11-2) each made up of
a single carriage or two or more carriages are used
as units, the train configuration recognition system
including, at two ends of each of the carriage groups
(11-1, 11-2), train end detection switches (41-1,
41-2) each of which is configured so that a contact
point thereof is open if another one of the carriage
groups (11-1, 11-2) is joined to a corresponding one
of the two ends and so that the contact point thereof
is closed if none of other carriage groups (11-1, 11-2)
is joined to the corresponding one of the two ends,
and the train configuration recognition apparatus
comprising: a power supply (31, 32) that outputs a
direct current; first and second switches (33a, 33b)
that are respectively inserted in a pair of transmission
lines (17a, 17b) and that are configured so as to
switch between (a) a state in which the power supply
(31, 32) is inserted between the pair of transmission
lines (17a, 17b), and also, the pair of transmission
lines (17a, 17b) are segmented and (b) another state
in which the power supply (31, 32) is not inserted,

the pair of transmission lines (17a, 17b) being pro-
vided in the train in such a manner that, at each of
the two ends of each of the carriage groups
(11-1,11-2), one end of a corresponding one of the
train end detection switches (41-1, 41-2) is connect-
ed to one of the pair of transmission lines (17a, 17b),
whereas other end of the corresponding one of the
train end detection switches (41-1, 41-2) is connect-
ed to other of the pair of transmission lines (17a,
17b); a resistor (R1, R2) that is inserted in at least
one of the pair of transmission lines (17a, 17b); a
voltage detector (35-1, 35-2) that measures a volt-
age between the pair of transmission lines (17a, 17b)
at each of both ends of the resistor (R1, R2); and a
controlling unit (22a, 22b) to which the voltages hav-
ing been measured by the voltage detector (35-1,
35-2) are input and that recognizes the configuration
of the train and controls the first and the second
switches in such a manner that there is only one
location within the train where the power supply (31,
32) is inserted between the pair of transmission lines
(17a, 17b), wherein one of train configuration recog-
nition apparatuses (20-1, 20-2) controls others of the
train configuration recognition apparatuses (20-1,
20-2) within the train.

10. The train configuration recognition apparatus ac-
cording to claim 9, wherein the controlling unit (22a,
22b) exercises control so that the power supply (31,
32) is inserted between the pair of transmission lines
(17a, 17b) in one of such carriages in which the train
end detection switch is closed.

11. The train configuration recognition apparatus ac-
cording to claim 9, wherein in a case where an ab-
normality has been detected in any of measured volt-
age values that have been measured by the voltage
detectors (35-1, 35-2) provided in the carriages, the
controlling unit (22a, 22b) repeatedly changes a lo-
cation in which the power supply (31, 32) is inserted
and recognizes the configuration of the train based
on the voltages that have been measured by the volt-
age detectors (35-1, 35-2) with the repeatedly-
changed insertion locations.

12. The train configuration recognition apparatus ac-
cording to claim 9, wherein the power supply (31,
32) is a constant-current power supply (31, 32).

13. The train configuration recognition apparatus ac-
cording to claim 9, wherein the pair of transmission
lines (17a, 17b) are connected via automatic cou-
plers that realize the joining between the carriage
groups (11-1, 11-2).

14. The train configuration recognition apparatus ac-
cording to claim 9, wherein the train end detection
switches (41-1, 41-2) are mechanical switches that
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operate in conjunction with the automatic couplers.

15. The train configuration recognition apparatus ac-
cording to claim 9, wherein in a case where meas-
ured voltage values in all the carriages of the train
are zero, such a power supply (31, 32) is turned on
that is contained in a carriage group positioned on
an opposite end from the carriage group in which the
power supply (31, 32) has so far been turned on and
that is provided in a carriage positioned on a side
where no carriage from other carriage groups (11-1,
11-2) is joined to an end thereof.

16. The train configuration recognition apparatus ac-
cording to claim 11, wherein the controlling unit (22a,
22b) identifies a location in which a failure has oc-
curred by comparing the measured voltage values
that have been measured by the voltage detectors
(35-1, 35-2) provided in the carriages, and based on
a result of the comparing of the measured voltage
values and information regarding the location that
has been identified as where the failure has oc-
curred, the controlling unit (22a, 22b) identifies a
cause of the failure, which is one of following:

a conduction failure in any of the automatic cou-
plers; a conduction failure in any of the train end
detection switches (41-1, 41-2); a failure in any
of the power supplies (31, 32); a failure in any
of the voltage detectors (35-1, 35-2); a wiring
disconnection in any of the transmission lines
(17a, 17b).

Patentansprüche

1. Zugzusammenstellungserkennungssystem zum Er-
kennen einer Zusammenstellung eines Zugs (10),
der aus einer Mehrzahl von Waggons zusammen-
gestellt ist, die miteinander verbunden sind, und da-
bei Waggongruppen (11-1, 11-2), die sich jeweils
aus einem einzelnen Waggon oder zwei oder mehr
Waggons zusammensetzen, als Einheiten verwen-
det werden, wobei das Zugzusammenstellungser-
kennungssystem umfasst:

Zugendeerfassungsschalter (41-1, 41-2), die je-
weils an beiden Enden jeder der Waggongrup-
pen (11-1, 11-2) vorgesehen sind, und wovon
jeder so ausgelegt ist, dass ein Kontaktpunkt
davon offen ist, wenn eine andere der Waggon-
gruppen (11-1, 11-2) mit einem entsprechenden
der beiden Enden verbunden ist, und so, dass
der Kontaktpunkt davon geschlossen ist, wenn
keine der anderen Waggongruppen (11-1, 11-2)
mit dem entsprechenden der beiden Enden ver-
bunden ist; ein Paar Übertragungsleitungen
(17a, 17b), die im Zug (10) auf eine solche Weise

vorgesehen sind, dass an jedem der beiden En-
den der Waggongruppen (11-1, 11-2) ein Ende
eines entsprechenden Schalters der Zugende-
erfassungsschalter (41-1, 41-2) an eine Leitung
des Paars Übertragungsleitungen (17a, 17b)
angeschlossen ist, wohingegen das andere En-
de des entsprechenden Schalters der Zugende-
erfassungsschalter (41-1, 41-2) an die andere
Leitung des Paars Übertragungsleitungen (17a,
17b) angeschlossen ist; und
Zugzusammenstellungserkennungsvorrichtun-
gen (20-1, 20-2), wovon jede in einem anderen
der Waggons vorgesehen ist, und die die Zu-
sammenstellung des Zugs (10) erkennen, wobei
eine der Zugzusammenstellungserkennungs-
vorrichtungen (20-1, 20-2) die andere der
Zugzusammenstellungserkennungsvorrichtun-
gen (20-1, 20-2) im Zug (10) steuert, und jeder
der Zugzusammenstellungserkennungsvor-
richtungen (20-1, 20-2) umfasst: eine Stromver-
sorgung (31, 32), die einen Gleichstrom ausgibt;
erste und zweite Schalter (33a, 33b), die jeweils
in das Paar Übertragungsleitungen (17a, 17b)
eingesetzt sind, und die so ausgelegt sind, dass
zwischen (a) einem Zustand, in dem die Strom-
versorgung (31, 32) zwischen dem Paar Über-
tragungsleitungen (17a, 17b) zwischengeschal-
tet ist, und auch das Paar Übertragungsleitun-
gen (17a, 17b) in Segmente unterteilt ist, und
(b) einem anderen Zustand umgeschaltet wird,
in dem die Stromversorgung (31, 32) nicht zwi-
schengeschaltet ist; einen Widerstand (R1, R2),
der in mindestens eine Leitung des Paars Über-
tragungsleitungen (17a, 17b) eingesetzt ist; ei-
nen Spannungsdetektor (35-1, 35-2), der eine
Spannung zwischen dem Paar Übertragungs-
leitungen (17a, 17b) an jedem der beiden Enden
des Widerstands (R1, R2) misst; und eine Steu-
ereinheit (22a, 22b), in die die Spannungen, die
durch den Spannungsdetektor (35-1, 35-2) ge-
messen wurden, eingegeben werden, und die
die Zusammenstellung des Zugs (10) erkennt
und die ersten und zweiten Schalter auf eine
solche Weise steuert, dass es nur eine Stelle im
Zug (10) gibt, an der die Stromversorgung (31,
32) zwischen das Paar Übertragungsleitungen
(17a, 17b) zwischengeschaltet ist.

2. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei die Steuereinheit (22a, 22b) eine
Steuerung so ausübt, dass die Stromversorgung
(31, 32) in einem der Waggons, bei dem der Zugen-
deerfassungsschalter geschlossen ist, zwischen
das Paar Übertragungsleitungen (17a, 17b) zwi-
schengeschaltet wird.

3. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei im Falle, dass eine Normabwei-
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chung in irgendeinem von Spannungsmesswerten,
die durch die in den Waggons vorgesehenen Span-
nungsdetektoren (35-1, 35-2) gemessen wurden, er-
fasst wurde, die Steuereinheit (22a, 22b) wiederholt
eine Stelle wechselt, an der die Stromversorgung
(31, 32) zwischengeschaltet wird, und die Zusam-
menstellung des Zugs auf Grundlage der Spannun-
gen erkennt, die durch die Spannungsdetektoren
(35-1, 35-2) bei den wiederholt gewechselten Zwi-
schenschaltungsstellen gemessen wurden.

4. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei es sich bei der Stromversorgung
(31, 32) um eine Konstantstromversorgung (31, 32)
handelt.

5. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei das Paar Übertragungsleitungen
(17a, 17b) über automatische Koppler angeschlos-
sen sind, die die Verbindung zwischen den Waggon-
gruppen (11-1, 11-2) herstellen.

6. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei es sich bei den Zugendeerfas-
sungsschaltern (41-1, 41-2) um mechanische Schal-
ter handelt, die in Zusammenwirkung mit den auto-
matischen Kopplern arbeiten.

7. Zugzusammenstellungserkennungssystem nach
Anspruch 1, wobei in einem Fall, dass Spannungs-
messwerte in allen Waggons des Zugs null betragen,
eine solche Stromversorgung (31, 32) eingeschaltet
wird, die in einer Waggongruppe enthalten ist, die
sich an einem Ende befindet, das der Waggongrup-
pe entgegengesetzt ist, in der die Stromversorgung
(31, 32) bis dahin eingeschaltet war, und die in einem
Waggon vorgesehen ist, der sich auf einer Seite be-
findet, auf der kein Waggon aus anderen Waggon-
gruppen (11-1, 11-2) mit einem Ende von diesem
verbunden ist.

8. Zugzusammenstellungserkennungssystem nach
Anspruch 3, wobei die Steuereinheit (22a, 22b) eine
Stelle identifiziert, an der ein Fehler aufgetreten ist,
indem sie die Spannungsmesswerte vergleicht, die
durch die in den Waggons vorgesehenen Span-
nungsdetektoren (35-1, 35-2) gemessen wurden,
und die Steuereinheit (22a, 22b) auf Grundlage ei-
nes Ergebnisses des Vergleichs der Spannungs-
messwerte und Information hinsichtlich der Stelle,
die als die Stelle identifiziert wurde, wo der Fehler
aufgetreten ist, eine Ursache des Fehlers identifi-
ziert, bei dem es sich um einen der folgenden Fehler
handelt: einen Leitungsfehler in einem der automa-
tischen Koppler; einen Leitungsfehler in einem der
Zugendeerfassungsschalter (41-1, 41-2); einen
Fehler in einer der Stromversorgungen (31, 32); ei-
nen Fehler in einem der Spannungsdetektoren

(35-1, 35-2); eine Leitungsunterbrechung in einer
der Übertragungsleitungen (17a, 17b).

9. Zugzusammenstellungserkennungsvorrichtung, die
in jedem von einer Mehrzahl von Waggons vorge-
sehen und in einem Zugzusammenstellungserken-
nungssystem zum Erkennen einer Zusammenstel-
lung eines Zugs enthalten ist, der aus einer Mehrzahl
von Waggons zusammengestellt ist, die miteinander
verbunden sind, und dabei Waggongruppen (11-1,
11-2), die sich jeweils aus einem einzelnen Waggon
oder zwei oder mehr Waggons zusammensetzen,
als Einheiten verwendet werden, wobei das Zugzu-
sammenstellungserkennungssystem an beiden En-
den jeder der Waggongruppen (11-1, 11-2) Zugen-
deerfassungsschalter (41-1, 41-2) umfasst, wovon
jeder so ausgelegt ist, dass ein Kontaktpunkt davon
offen ist, wenn eine andere der Waggongruppen
(11-1, 11-2) mit einem entsprechenden der beiden
Enden verbunden ist, und so, dass der Kontaktpunkt
davon geschlossen ist, wenn keine der anderen
Waggongruppen (11-1, 11-2) mit dem entsprechen-
den der beiden Enden verbunden ist, und wobei die
Zugzusammenstellungserkennungsvorrichtung
umfasst: eine Stromversorgung (31, 32), die einen
Gleichstrom ausgibt; erste und zweite Schalter (33a,
33b), die jeweils in ein Paar Übertragungsleitungen
(17a, 17b) eingesetzt sind, und die so ausgelegt
sind, dass zwischen (a) einem Zustand, in dem die
Stromversorgung (31, 32) zwischen das Paar Über-
tragungsleitungen (17a, 17b) zwischengeschaltet
ist, und auch das Paar Übertragungsleitungen (17a,
17b) in Segmente unterteilt ist, und (b) einem ande-
ren Zustand umgeschaltet wird, in dem die Strom-
versorgung (31, 32) nicht zwischengeschaltet ist,
wobei das Paar Übertragungsleitungen (17a, 17b)
im Zug auf eine solche Weise vorgesehen ist, das
an jedem der beiden Enden jeder der Waggongrup-
pen (11-1, 11-2) ein Ende eines entsprechenden
Schalters der Zugendeerfassungsschalter (41-1,
41-2) an eine Leitung des Paars Übertragungslei-
tungen (17a, 17b) angeschlossen ist, wohingegen
das andere Ende des entsprechenden Schalters der
Zugendeerfassungsschalter (41-1, 41-2) an die an-
dere Leitung des Paars Übertragungsleitungen
(17a, 17b) angeschlossen ist; einen Widerstand (R1,
R2), der in mindestens eine Leitung des Paars Über-
tragungsleitungen (17a, 17b) eingesetzt ist; einen
Spannungsdetektor (35-1, 35-2), der eine Spannung
zwischen dem Paar Übertragungsleitungen (17a,
17b) an jedem der beiden Enden des Widerstands
(R1, R2) misst; und eine Steuereinheit (22a, 22b),
in die die Spannungen, die durch den Spannungs-
detektor (35-1, 35-2) gemessen wurden, eingege-
ben werden, und die die Zusammenstellung des
Zugs erkennt und die ersten und zweiten Schalter
auf eine solche Weise steuert, dass es nur eine Stelle
im Zug gibt, an der die Stromversorgung (31, 32)
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zwischen das Paar Übertragungsleitungen (17a,
17b) zwischengeschaltet ist, wobei eine der
Zugzusammenstellungserkennungsvorrichtungen
(20-1, 20-2) die andere der Zugzusammenstellungs-
erkennungsvorrichtungen (20-1, 20-2) im Zug steu-
ert.

10. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei die Steuereinheit (22a, 22b)
eine Steuerung so ausübt, dass die Stromversor-
gung (31, 32) in einem der Waggons, bei dem der
Zugendeerfassungsschalter geschlossen ist, zwi-
schen das Paar Übertragungsleitungen (17a, 17b)
zwischengeschaltet wird.

11. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei im Falle, dass eine Norm-
abweichung in irgendeinem von Spannungsmess-
werten, die durch die in den Waggons vorgesehenen
Spannungsdetektoren (35-1, 35-2) gemessen wur-
den, erfasst wurde, die Steuereinheit (22a, 22b) wie-
derholt eine Stelle wechselt, an der die Stromversor-
gung (31, 32) zwischengeschaltet wird, und die Zu-
sammenstellung des Zugs auf Grundlage der Span-
nungen erkennt, die durch die Spannungsdetekto-
ren (35-1, 35-2) bei den wiederholt gewechselten
Zwischenschaltungsstellen gemessen wurden.

12. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei es sich bei der Stromver-
sorgung (31, 32) um eine Konstantstromversorgung
(31, 32) handelt.

13. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei das Paar Übertragungslei-
tungen (17a, 17b) über automatische Koppler ange-
schlossen sind, die die Verbindung zwischen den
Waggongruppen (11-1, 11-2) herstellen.

14. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei es sich bei den Zugende-
erfassungsschaltern (41-1, 41-2) um mechanische
Schalter handelt, die in Zusammenwirkung mit den
automatischen Kopplern arbeiten.

15. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 9, wobei in einem Fall, dass Span-
nungsmesswerte in allen Waggons des Zugs null
betragen, eine solche Stromversorgung (31, 32) ein-
geschaltet wird, die in einer Waggongruppe enthal-
ten ist, die sich an einem Ende befindet, das der
Waggongruppe entgegengesetzt ist, in der die
Stromversorgung (31, 32) bis dahin eingeschaltet
war, und die in einem Waggon vorgesehen ist, der
sich auf einer Seite befindet, auf der kein Waggon
aus anderen Waggongruppen (11-1, 11-2) mit einem
Ende von diesem verbunden ist.

16. Zugzusammenstellungserkennungsvorrichtung
nach Anspruch 11, wobei die Steuereinheit (22a,
22b) eine Stelle identifiziert, an der ein Fehler auf-
getreten ist, indem sie die Spannungsmesswerte
vergleicht, die durch die in den Waggons vorgese-
henen Spannungsdetektoren (35-1, 35-2) gemes-
sen wurden, und die Steuereinheit (22a, 22b) auf
Grundlage eines Ergebnisses des Vergleichs der
Spannungsmesswerte und Information hinsichtlich
der Stelle, die als die Stelle identifiziert wurde, wo
der Fehler aufgetreten ist, eine Ursache des Fehlers
identifiziert, bei dem es sich um einen der folgenden
Fehler handelt: einen Leitungsfehler in einem der
automatischen Koppler; einen Leitungsfehler in ei-
nem der Zugendeerfassungsschalter (41-1, 41-2);
einen Fehler in einer der Stromversorgungen (31,
32); einen Fehler in einem der Spannungsdetekto-
ren (35-1, 35-2); eine Leitungsunterbrechung in ei-
ner der Übertragungsleitungen (17a, 17b).

Revendications

1. Système de reconnaissance de formation de train
destiné à reconnaître une formation d’un train (10)
formé d’une pluralité de voitures qui sont assem-
blées les unes aux autres, des groupes de voitures
(11-1, 11-2) composés chacun d’une seule voiture
ou de deux voitures ou plus étant utilisés comme
unités, le système de reconnaissance de formation
de train comprenant : des interrupteurs de détection
d’extrémité de train (41-1, 41-2) qui sont disposés
respectivement à deux extrémités de chacun des
groupes de voitures (11-1, 11-2) et dont chacun est
configuré de telle sorte qu’un point de contact de
celui-ci soit ouvert si un autre des groupes de voitu-
res (11-1, 11-2) est assemblé à l’une correspondante
des deux extrémités et de telle sorte que le point de
contact de celui-ci soit fermé si aucun des autres
groupes de voitures (11-1, 11-2) n’est assemblé à
l’une correspondante des deux extrémités ; une pai-
re de lignes de transmission (17a, 17b) qui sont dis-
posées dans le train (10) de telle manière que, à
chacune des deux extrémités de chacun des grou-
pes de voitures (11-1, 11-2), une extrémité de l’un
correspondant des interrupteurs de détection d’ex-
trémité de train (41-1, 41-2) soit connectée à une
ligne de transmission de la paire de lignes de trans-
mission (17a, 17b), tandis que l’autre extrémité de
l’un correspondant des interrupteurs de détection
d’extrémité de train (41-1, 41-2) est connectée à
l’autre ligne de transmission de la paire de lignes de
transmission (17a, 17b) ; et des appareils de recon-
naissance de formation de train (20-1, 20-2), chacun
étant disposé dans une voiture différente, et qui re-
connaissent la formation du train (10), l’un des ap-
pareils de reconnaissance de formation de train
(20-1, 20-2) commandant l’autre des appareils de
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reconnaissance de formation de train (20-1, 20-2)
au sein du train (10), et chacun des appareils de
reconnaissance de formation de train (20-1, 20-2)
inclut : une alimentation électrique (31, 32) qui déli-
vre un courant direct ; des premiers et deuxièmes
interrupteurs (33a, 33b) qui sont respectivement in-
sérés dans la paire de lignes de transmission (17a,
17b) et qui sont configurés de façon à commuter
entre (a) un état dans lequel l’alimentation électrique
(31, 32) est insérée entre la paire de lignes de trans-
mission (17a, 17b) ainsi que dans lequel la paire de
lignes de transmission (17a, 17b) est segmentée, et
(b) un autre état dans lequel l’alimentation électrique
(31, 32) n’est pas insérée ; une résistance (R1, R2)
qui est insérée dans au moins une ligne de trans-
mission de la paire de lignes de transmission (17a,
17b) ; un détecteur de tension (35-1, 35-2) qui me-
sure une tension entre la paire de lignes de trans-
mission (17a, 17b) à chacune des deux extrémités
de la résistance (R1, R2) ; et une unité de commande
(22a, 22b) dans laquelle les tensions ayant été me-
surées par le détecteur de tension (35-1, 35-2) sont
entrées et qui reconnaît la formation du train (10) et
commande les premiers et les deuxièmes interrup-
teurs de telle manière qu’il y ait un seul emplacement
au sein du train (10) où l’alimentation électrique (31,
32) est insérée entre la paire de lignes de transmis-
sion (17a, 17b).

2. Le système de reconnaissance de formation de train
selon la revendication 1, où l’unité de commande
(22a, 22b) exerce une commande de telle sorte que
l’alimentation électrique (31, 32) soit insérée entre
la paire de lignes de transmission (17a, 17b) dans
l’une des voitures dans lesquelles l’interrupteur de
détection d’extrémité de train est fermé.

3. Le système de reconnaissance de formation de train
selon la revendication 1, où, dans le cas où une ano-
malie a été détectée dans l’une quelconque des va-
leurs de tension qui ont été mesurées par les détec-
teurs de tension (35-1, 35-2) disposés dans les voi-
tures, l’unité de commande (22a, 22b) modifie de
manière répétée un emplacement dans lequel l’ali-
mentation électrique (31, 32) est insérée et reconnaît
la formation du train sur la base des tensions qui ont
été mesurées par les détecteurs de tension (35-1,
35-2) avec les emplacements d’insertion modifiés
de manière répétée.

4. Le système de reconnaissance de formation de train
selon la revendication 1, où l’alimentation électrique
(31, 32) est une alimentation électrique à courant
constant (31, 32).

5. Le système de reconnaissance de formation de train
selon la revendication 1, où la paire de lignes de
transmission (17a, 17b) est connectée via des cou-

pleurs automatiques qui réalisent l’assemblage en-
tre les groupes de voitures (11-1, 11-2).

6. Le système de reconnaissance de formation de train
selon la revendication 1, où les interrupteurs de dé-
tection d’extrémité de train (41-1, 41-2) sont des in-
terrupteurs mécaniques qui fonctionnent en asso-
ciation avec les coupleurs automatiques.

7. Le système de reconnaissance de formation de train
selon la revendication 1, où, dans le cas où des va-
leurs de tension mesurées dans toutes les voitures
du train sont égales à zéro, on active l’alimentation
électrique (31, 32) qui est contenue dans un groupe
de voitures positionné à une extrémité opposée au
groupe de voitures dans lequel l’alimentation élec-
trique (31, 32) était activée jusque-là et qui est dis-
posée dans une voiture positionnée d’un côté où
aucune voiture d’autres groupes de voitures (11-1,
11-2) n’est assemblée à une extrémité de ceux-ci.

8. Le système de reconnaissance de formation de train
selon la revendication 3, où l’unité de commande
(22a, 22b) identifie un emplacement dans lequel un
défaut est survenu en comparant les valeurs de ten-
sion qui ont été mesurées par les détecteurs de ten-
sion (35-1, 35-2) disposés dans les voitures, et sur
la base d’un résultat de la comparaison des valeurs
de tension mesurées et d’informations concernant
l’emplacement qui a été identifié comme celui où le
défaut est survenu, l’unité de commande (22a, 22b)
identifie une cause du défaut, qui est l’une des cau-
ses suivantes : un défaut de conduction dans l’un
quelconque des coupleurs automatiques ; un défaut
de conduction dans l’un quelconque des interrup-
teurs de détection d’extrémité de train (41-1, 41-2) ;
un défaut dans l’une quelconque des alimentations
électriques (31, 32) ; un défaut dans l’un quelconque
des détecteurs de tension (35-1, 35-2) ; une décon-
nexion de câblage dans l’une quelconque des lignes
de transmission (17a, 17b).

9. Appareil de reconnaissance de formation de train
qui est disposé dans chacune d’une pluralité de voi-
tures et est inclus dans un système de reconnais-
sance de formation de train en vue de reconnaître
une formation d’un train formé de la pluralité de voi-
tures qui sont assemblées les unes aux autres, des
groupes de voitures (11-1, 11-2) composés chacun
d’une seule voiture ou de deux voitures ou plus étant
utilisés comme unités, le système de reconnaissan-
ce de formation de train comprenant, à deux extré-
mités de chacun des groupes de voitures (11-1,
11-2), des interrupteurs de détection d’extrémité de
train (41-1, 41-2) dont chacun est configuré de telle
sorte qu’un point de contact de celui-ci soit ouvert si
un autre des groupes de voitures (11-1, 11-2) est
assemblé à l’une correspondante des deux extrémi-
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tés et de telle sorte que le point de contact de celui-
ci soit fermé si aucun des autres groupes de voitures
(11-1, 11-2) n’est assemblé à l’une correspondante
des deux extrémités, et l’appareil de reconnaissance
de formation de train comprenant : une alimentation
électrique (31, 32) qui délivre un courant direct ; des
premiers et deuxièmes interrupteurs (33a, 33b) qui
sont respectivement insérés dans une paire de li-
gnes de transmission (17a, 17b) et qui sont configu-
rés de façon à commuter entre (a) un état dans lequel
l’alimentation électrique (31, 32) est insérée entre la
paire de lignes de transmission (17a, 17b) ainsi que
dans lequel la paire de lignes de transmission (17a,
17b) est segmentée, et (b) un autre état dans lequel
l’alimentation électrique (31, 32) n’est pas insérée,
la paire de lignes de transmission (17a, 17b) étant
disposée dans le train de telle manière que, à cha-
cune des deux extrémités de chacun des groupes
de voitures (11-1, 11-2), une extrémité de l’un cor-
respondant des interrupteurs de détection d’extré-
mité de train (41-1, 41-2) soit connectée à une ligne
de transmission de la paire de lignes de transmission
(17a, 17b), tandis que l’autre extrémité de l’un cor-
respondant des interrupteurs de détection d’extré-
mité de train (41-1, 41-2) est connectée à l’autre ligne
de transmission de la paire de lignes de transmission
(17a, 17b) ; une résistance (R1, R2) qui est insérée
dans au moins une ligne de transmission de la paire
de lignes de transmission (17a, 17b) ; un détecteur
de tension (35-1, 35-2) qui mesure une tension entre
la paire de lignes de transmission (17a, 17b) à cha-
cune des deux extrémités de la résistance (R1, R2) ;
et une unité de commande (22a, 22b) dans laquelle
les tensions ayant été mesurées par le détecteur de
tension (35-1, 35-2) sont entrées et qui reconnaît la
formation du train et commande les premiers et les
deuxièmes interrupteurs de telle manière qu’il y ait
un seul emplacement au sein du train où l’alimenta-
tion électrique (31, 32) est insérée entre la paire de
lignes de transmission (17a, 17b), l’un des appareils
de reconnaissance de formation de train (20-1, 20-2)
commandant l’autre des appareils de reconnaissan-
ce de formation de train (20-1, 20-2) au sein du train.

10. L’appareil de reconnaissance de formation de train
selon la revendication 9, où l’unité de commande
(22a, 22b) exerce une commande de telle sorte que
l’alimentation électrique (31, 32) soit insérée entre
la paire de lignes de transmission (17a, 17b) dans
l’une des voitures dans lesquelles l’interrupteur de
détection d’extrémité de train est fermé.

11. L’appareil de reconnaissance de formation de train
selon la revendication 9, où, dans le cas où une ano-
malie a été détectée dans l’une quelconque des va-
leurs de tension qui ont été mesurées par les détec-
teurs de tension (35-1, 35-2) disposés dans les voi-
tures, l’unité de commande (22a, 22b) modifie de

manière répétée un emplacement dans lequel l’ali-
mentation électrique (31, 32) est insérée et reconnaît
la formation du train sur la base des tensions qui ont
été mesurées par les détecteurs de tension (35-1,
35-2) avec les emplacements d’insertion modifiés
de manière répétée.

12. L’appareil de reconnaissance de formation de train
selon la revendication 9, où l’alimentation électrique
(31, 32) est une alimentation électrique à courant
constant (31, 32).

13. L’appareil de reconnaissance de formation de train
selon la revendication 9, où la paire de lignes de
transmission (17a, 17b) est connectée via des cou-
pleurs automatiques qui réalisent l’assemblage en-
tre les groupes de voitures (11-1, 11-2).

14. L’appareil de reconnaissance de formation de train
selon la revendication 9, où les interrupteurs de dé-
tection d’extrémité de train (41-1, 41-2) sont des in-
terrupteurs mécaniques qui fonctionnent en asso-
ciation avec les coupleurs automatiques.

15. L’appareil de reconnaissance de formation de train
selon la revendication 9, où, dans le cas où des va-
leurs de tension mesurées dans toutes les voitures
du train sont égales à zéro, on active l’alimentation
électrique (31, 32) qui est contenue dans un groupe
de voitures positionné à une extrémité opposée au
groupe de voitures dans lequel l’alimentation élec-
trique (31, 32) était activée jusque-là et qui est dis-
posée dans une voiture positionnée d’un côté où
aucune voiture d’autres groupes de voitures (11-1,
11-2) n’est assemblée à une extrémité de ceux-ci.

16. L’appareil de reconnaissance de formation de train
selon la revendication 11, où l’unité de commande
(22a, 22b) identifie un emplacement dans lequel un
défaut est survenu en comparant les valeurs de ten-
sion qui ont été mesurées par les détecteurs de ten-
sion (35-1, 35-2) disposés dans les voitures, et sur
la base d’un résultat de la comparaison des valeurs
de tension mesurées et d’informations concernant
l’emplacement qui a été identifié comme celui où le
défaut est survenu, l’unité de commande (22a, 22b)
identifie une cause du défaut, qui est l’une des cau-
ses suivantes : un défaut de conduction dans l’un
quelconque des coupleurs automatiques ; un défaut
de conduction dans l’un quelconque des interrup-
teurs de détection d’extrémité de train (41-1, 41-2) ;
un défaut dans l’une quelconque des alimentations
électriques (31, 32) ; un défaut dans l’un quelconque
des détecteurs de tension (35-1, 35-2) ; une décon-
nexion de câblage dans l’une quelconque des lignes
de transmission (17a, 17b).
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