KEEREMIR fram sl 18 % 11 3%, pp. 28172824, 1994 2817

30

Shifting Algorithm and Response Characteristics of
Torque Split Multi-Pass CVT
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Abstract

A torque split type multi-pass CVT(MPC) system consiting of CVT and planetary gear train
with 4 clutches was suggested to overcome the inherent inferior acceleration performance of
CVT. Also, a shifting algorithm of MPC was suggested for the two driving modes: (1) power
mode and (2) economy mode. By using the shifting algorithm and the MPC vehicle dynamic
model, numerical simulations were performed to estimate the performance of the MPC vehicle.
Simulation results showed that comparing the performance of the conventional 4-speed automatic
transmission, an improvement in acceleration can be obtained by MPC for the power mode and

31% improvement in fuel economy for the economy mode.
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Table 1 Vehicle data

Engine Inertia(l.) 0.0755 kg - m?
Vehicle Inertia(l,) 32.7kg - m?
Differential gear ratio(n) 5.9
Vehicle mass(W) 800 kg
Vehicle front area(A) 1.84 m?
Tire effective radius(R) 0.286 m
Rolling coefficient(y) 0.015
Aero coefficient(Cr) 0.002
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