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A Study on the Shifting Shock of the Automatic Transmission in Tracked Vehicles

Dong-Gyu Kim*, Ho Park”, Seo-IK Kang"

—{ Abstract ,L

All vehicles need the good quality of riding, Especially shifting shock is very important in the evaluation of the riding.
Shifting shock is caused by transmission operation that one part and other part of gears are contacting together. This shock
affect the feeling of driving, It is clear from these results that the shifting shock is affected by clutch pressure, pressure
mode, inertia etc.
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Fig 1. Engine curve for simulation
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Fig. 2 Clutch operation between shifting
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