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Abstract

In this paper the modelling of a double clutch trans-
mission with an appropriate controller is presented.
An accordant library for modelling different levels of
detail and the use of defined state signals are intro-
duced. Furthermore, the control of the transmission
with the simulation of shifting cycles is discussed.
By varying the driver models it is possible to drive
miscellaneous drive and shifting cycles. We present
simulation results of a drive cycle with an examina-
tion of the interaction between the transmission con-
trol and the engine control. Finally, the application of
the model and the simulation data are shown in view
to the parameterisation of an automated measurement
data analysis system.
Keywords: double clutch transmission, power train,
control, shifting processes, state signals, simulation

1 Introduction

Nowadays, more and more new cars are assembled
with double clutch transmission because of efficiency,
drive comfort, and uninterrupted power shifts. A dou-
ble clutch transmission contains two parallel transmis-
sion shafts with two parallel clutches. The clutches
can be either dry clutches or laminar multi-disc (wet)
clutches. The different gears are mounted alternately
on the two transmission shafts. The first shaft con-
tains the odd gears, and the second shaft contains the
even gears. Depending on the number of gears the re-
verse gear is mounted either on the first shaft or on
the second shaft. There are uninterrupted power shifts
possible by reason of the two different clutches with
the accordant shafts. The first clutch opens and the
second clutch closes simultaneously during the shift
process resulting in an uninterrupted power transmis-
sion. The correct control of the two clutches is very

import in view to the different shifting processes. At
this point it is necessary to distinguish between up-
shifts and downshifts as well as pulling power and
pushing power of the power train. Control and cali-
bration errors can result in bad shifting, e. g., in form
of revolution speed droppings, break outs, or oscilla-
tions. These errors should be detected by an automated
measurement data analysis system [1]. The software
is used for the evaluation of power train measurement
data in the vehicle development. The parameterisation
of this analysis system requires measurement data of
good and bad shifting processes. Accordingly, the aim
of the modelling and the simulation are to get data of
shifting processes of different quality.
In this paper we present the modelling, control, and
simulation of double clutch transmissions. First, a ba-
sic library and the use of state signals are introduced
in Section 2. In Section 3 we discuss the need for
models with different levels of detail. Section 4 shows
the control structure of the double clutch transmission
in view to different shifting processes, and Section 5
describes the simulation of drive and shifting cycles.
Finally, we discuss in Section 6 simulation results of
particular shifting cycles, and we present an outlook
to the parameterisation of an automated measurement
data analysis system [1] using the simulation results.

2 Library for modelling double
clutch transmissions

For the modelling of double clutch transmissions we
developed a library with basic components. On the one
hand there are auxiliaries, interfaces, and basic blocks,
which are reused in further blocks and models. These
blocks are often used and they normally have a simple
structure. On the other hand the library contains dif-
ferent components of the double clutch transmission.
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Figure 1: Library base structure

Here, it has to be differentiated between physical com-
ponents of the transmission and components for con-
trol. A couple of models exist with different levels of
detail or with a different implementation, e. g., gear-
box with or without losses, or different controls for
shifting. Furthermore, the library contains additional
components for modelling, control, and simulation of
the power train with a double clutch transmission. An
example is the engine control in connection with the
transmission control. Here, the engine torque has to be
influenced by the transmission control in some parts of
the shifting process for a smooth shifting.
The library is derived from the VehicleInterfaces li-
brary [2] and the PowerTrain library [3]. Conse-
quently, the suitable interfaces and bus structures are
used, so that new transmission models can be con-
nected with the models of these libraries. Furthermore,
we defined additional interfaces to get the advantage of
replaceable models and blocks. Doing this, it is possi-
ble to define some basic models and structures and it
is easy to build models with different levels of detail.
The overall structure of the library is arranged accord-
ing to the different components like controllers, en-
gines, transmissions, auxiliaries, interfaces, etc. The
library base structure is shown in Figure 1. Besides,
the VehicleInterfaces library, the PowerTrain library,
and the Modelica Standard Library [4] are used.

2.1 Introduction of state signals

State graphs [5] are used at important places for the
control of the double clutch transmission, because the
control process of the double clutch transmission de-
pends often on more than one state. The active states
of the particular state graphs have to be available
through the control from different points. Accord-
ing to this, it is necessary to get an access to the ac-
tive states. Here, we introduced so called state signals
which are accessible in our case by the Transmission-
ControlBus in the ControlBus of the VehicleInterfaces.
A state signal is defined by an Integer and the particu-

Figure 2: State signals relevant blocks

Figure 3: Generating a state signal in a state graph

lar states are represented by the present Modelica im-
plementation of the Enumerations. Inside a state graph
the particular states are combined to one state signal,
which represents always the active state by the asso-
ciated Integer value of the Enumeration. Additionally,
we created new blocks to access these state signals so
that the state signal can be compared with a desired
state and a specific control can be activated.
The different blocks for using state signals are shown
in Figure 2. The blocks in the first row and the block
SetState are used to generate the desired state sig-
nal. Figure 3 shows an example for generating a
state signal in a state graph. The input size of the
BooleanMultiplex depends here on the number of
states in the state graph. The block SetState deter-
mines the active state and assigns the accordant Enu-
meration value to the state signal. The code is shown
in Listing 1.
There are two types of blocks to access the state sig-
nals. First, a real signal can pass or is set to zero by
the blocks Activate and ActivateOr. These blocks
work like a switch. Listing 2 shows the code example
for the block Activate. Second, the blocks IsActive
and IsActiveOr generate a Boolean signal according
to the signal state. All four blocks are parameterised
by the chosen Enumeration value. They compare the
actual state signal and the Enumeration value and set
the output signal accordingly. The ’or’-variants use a
logical ’or’ comparison to different Enumeration val-
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Listing 1: Code example for SetState
model S e t S t a t e

ex tends
Model ica . B locks . I n t e r f a c e s . I n t e g e r S O ;

parameter Types . DCTTypes . Temp
s t a t e s [ : ] = { 1 , 2 } ;

Model ica . B locks . I n t e r f a c e s . B o o l e a n I n p u t
u [ s i z e ( s t a t e s , 1 ) ] ;

p r o t e c t e d
I n t e g e r sz = s i z e ( s t a t e s , 1 ) ;

a lgor i thm
f o r i in 0 : sz−1 loop

i f u [ sz−i ] then
y := s t a t e s [ sz−i ] ;

end i f ;
end f o r ;

end S e t S t a t e ;

Listing 2: Code example for Activate
block A c t i v a t e

ex tends
Model ica . B locks . I n t e r f a c e s . SO ;

parameter VehicleDCT . Types . DCTTypes . Temp
s t a t e ( s t a r t = 1 ) ;

Model ica . B locks . I n t e r f a c e s . R e a l I n p u t u ;
Model ica . B locks . I n t e r f a c e s . I n t e g e r I n p u t

s t a t e s i g n a l ;
equat ion

y = i f ( s t a t e s i g n a l == s t a t e )
then u e l s e 0 ;

end A c t i v a t e ;

ues, respectively.
Furthermore, an advantage is the possibility to plot the
state signals like other simulation variables. Thus, the
change of the states of each state graph can be ob-
served after the simulation. A possible disadvantage
is the increase of variables and equations.

3 Different models of a double clutch
transmission

The aim of the simulation process is to get data of shift
processes of different quality. According to this, it is
necessary to build models with different levels of de-
tail. A basic model of a double clutch transmission
is shown in Figure 4. It represents the base for fur-
ther models by containing replaceable elements in the
front and back layers using the interfaces and elements
of the described library.
Figure 4 shows the two shafts with the two clutches.
The first shaft contains the odd gears and the reverse
gear, and the second shaft contains the even gears. The

Figure 4: Basic double clutch transmission model

synchronisers of the particular gears are also modelled
as clutches. Here, the transmission control has to en-
sure the correct gear synchronisations. Only one gear
per shaft is allowed to be synchronised. The Trans-
missionControlBus contains the control signals for the
two parallel clutches and for the particular synchronis-
ers. All measured signals like revolution speeds and
torques are added to the TransmissionBus. In a real
vehicle torques are not measured, because of the diffi-
cult measurement of a dynamic torque. Normally, the
torque is calculated by characteristic curves.
The replaceable elements can be modelled with differ-
ent levels of detail. A clutch can be either a dry or a
laminar clutch. Many components can be chosen as
ideal or with losses. Furthermore, it is possible to use
different numbers of spring and damper elements and
different spring and damping constants.

4 Control of the transmission

The modelling of the control is just as important as
the physical modelling of the double clutch transmis-
sion. The outputs of the transmission control are the
control signals for the two clutches and for the syn-
chronisers of the particular gears. Additionally, the
transmission control calculates internal control signals
like the actual driving state, the current gear, or the
requested gear. The main focus is the control of the
different shifting processes. At this point, the correct
control is very important in view to smooth shiftings,
because both clutches are engaged. Control errors can
result in oscillations, jerks, or even in a damage of the
transmission.
Figure 5 shows the structure of the transmission con-
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Figure 5: Transmission control model

trol. All control components extend the Controllers
interface and use ControlBus sub buses of the Vehi-
cleInterfaces. The models GearCurrent and Gear-

Requested determine the current and the requested
gear using state graphs and assigning the states to state
signals. Additionally, DriveMode appoints the actual
driving state, e. g., creep, drive, upshift, etc., and as-
signs a corresponding state signal, too. The block
GearShift identifies the type of the shifting using
the drive mode and the power transmission direction
of the power train. ActiveShaft determines the ac-
tive transmission shaft and the active clutch, respec-
tively. This information is very important in view to
the control of the clutches, because the clutch control
values are calculated independent of the clutch num-
ber. There is only one differentiation between the ac-
tive and the inactive clutch, or during a shifting pro-
cess between the engaging and the disengaging clutch.
Doing this, each control value is calculated only once
using an individual control block.
Currently, the clutch control distinguishes between
creep, driveaway, drive, and shift. For all these drive
modes exists a replaceable control. The controls cal-
culate independent values for the active clutch. In
consideration of the drive mode and the active shaft
the block ClutchXControl assigns the control signal
for the particular clutch. As shown in Figure 6, the
clutch control signal is calculated using Activate and
ActivateOr blocks with the state signals. Doing this,
the independent control values of the different drive
modes are merged to one control signal for the partic-
ular clutch. Finally, the transmission control contains
the model Synchronisation, which controls the syn-
chronisers of the particular gears. The control has to
safeguard that only one gear per transmission shaft is
synchronised.
The aim of the modelling and the simulation of a dou-

Figure 6: Clutch control model merging the particular
clutch control values

ble clutch transmission are to get data of shifting pro-
cesses of different quality. According to this, the fo-
cus of this work is on the control of the shifting pro-
cess. The shifting process is controlled by the model
ControlShift. There exist four different shifting
types in consideration of downshift and upshift as well
as pulling and pushing power of the power train. Addi-
tionally, these types are separated in two phases. The
shifting types are: pull upshift, push downshift, pull
downshift, and push upshift.
The structure of the model ControlShift is shown in
Figure 7. For each shifting type and each phase exists a
replaceable control using the same interface. The three
output signals are clutch_shift_old, clutch_shift_new,
and engineEngagement. The input is an activation sig-
nal in form of a Boolean signal. If the activation signal
equals false, then the outputs have to be set to zero.
Only one shifting process can be activated, because
all blocks work in parallel. All types and phases are
replaceable elements to simulate shifting processes of
different quality.
The two frequently used shifting types are pull upshift
and push downshift. They are similar in their control
behaviour. In the first phase the torque is transmitted
from the old clutch to the new clutch, so both clutches
are engaged. Then in the second phase of the shifting
process the engine speed is passed to the speed of the
new shaft. The engine speed decreases while upshift-
ing and increases while downshifting. Two possibili-
ties exist for the adjustment of the engine speed. On
the one hand it can be managed by an increase of the
clutch capacity. Then the drive end impacts the engine
torque and the engine speed decreases or increases, re-
spectively. The clutch capacity is a function of the
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Figure 7: Shift control model with replaceable shift
modes and phases

clutch engagement and describes the clutch’s maxi-
mum possible transmission torque. The real transmit-
ted torque of the clutch is a function of the clutch ca-
pacity and the input torque. Therefore, the clutch is ei-
ther in slipping or locked mode. On the other hand it is
possible to do an engine engagement. This means that
the engine torque increases or decreases and to that ef-
fect the engine speed will be changed. In this work
we use an engine based on an engine map. Accord-
ing to this, an engine engagement changes the internal
throttle position as input of the engine map.
The other two shifting types are pull downshift and
push upshift. Here, the order of the two phases
changes. At first there is the adjustment of the en-
gine speed to the second transmission shaft speed. Fi-
nally, the torque is transmitted from the first to the sec-
ond clutch. The downshift with pulling power occurs
in consequence of a kick down. Then, it is possible
that both clutches are engaged during the speed adjust-
ment, because of the demand of high power transmis-
sion. An upshift with pushing power occurs normally
if the vehicle rolls downhill with increasing speed and
the engine speed exceeds the upshift threshold.
Now, it is possible to simulate shifting processes of
different quality. A good shifting results in an uninter-
rupted power transmission. In this case the driver does
not sense a changing of the acceleration. Then the sum
of both clutch torques equals the engine torque less the
dynamic torques at any time. A bad shifting in conse-
quence of control errors can result in revolution speed
droppings, break outs, or oscillations. This leads to a
changing of the acceleration and will be sensed by the

Figure 8: Vehicle model with replaceable elements

driver.

5 Simulation of shifting cycles

With the described models and controls, simulations
of different shifting cycles are executed. By varying
the driver models it is possible to drive miscellaneous
drive and shifting cycles, e. g., in form of a table with
acceleration and brake pedal positions, or following a
velocity profile in form of predefined drive cycles. An
example for a drive cycle is the New European Driving
Cycle NEDC [6].
The vehicle simulation structure is shown in Figure 8.
The components are replaceable or have internal re-
placeable elements. Furthermore, it is possible to use
existing models, e. g., of the PowerTrain library. Both
the redeclaration of physical components and the shift
control can be changed. Thus, the simulations gener-
ate data of different quality due to the choice of the
grade of the control.

6 Results and application

Based on the presented vehicle simulation structure
we can now simulate drive and shifting cycles. As
an example, the simulation results of a drive cycle are
shown in Figure 9. The drive cycle contains the fol-
lowing sections: engine start, creep, driveaway, up-
shifts, drive, downshifts, and stoppage. The upshifts
are realised with an engine engagement and the down-
shifts are realised with an increase of the clutch capac-
ity for the adjustment of the engine speed.
At the top the Figure 9 shows the speeds of the en-
gine and of the two transmission shafts. In the next
part the capacity of the two clutches and the engine
torque can be seen. The up- and downshifts can be
easily recognised by the crossing of the clutch capac-
ities and the change of the engine speed between the
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Figure 9: Simulation results of a simple drive cycle

transmission shaft speeds. During the downshifts the
clutch capacity increases for the adjustment of the en-
gine speed as described in Section 4. The third part
shows the engine engagement at the upshifts. At the
upshift the engine torque is decreased during the en-
gine speed adjustment to the new transmission shaft
speed. The engine control decreases the throttle posi-
tion on demand of the transmission control to decrease
the engine torque. The acceleration pedal, the brake
pedal, and the decreased throttle position can be seen
in the fourth plot of Figure 9. The throttle position
increases at the start and at the end of the simulation,
because of the engagement of the engine speed gov-
ernor. The bottom of Figure 9 shows the transmission
state according to the described sections. Furthermore,
the current and the requested gear can be seen. These
three signals are state signals and the Integer value rep-
resents a particular state.
In the past, we developed in cooperation with the IAV
GmbH an automated measurement data analysis sys-
tem [1]. The evaluation process of the software can be
parameterised efficiently by XML templates. The sys-
tem supports the common automotive measurement
file formats and it can handle huge data traces with a
sequential data processing. Moreover, there exist sev-
eral intelligent signal processing modules for the data
evaluation.
For complex analyses the system parametrisation is

difficult, because the measurement data is often un-
labelled . The data contains measurements of sev-
eral shifting processes, but there is normally no in-
formation about good or bad examples. Now, we
have the possibility to simulate shifting processes of
different quality. With the simulation results of this
work we can parameterise the automated measurement
data analysis system for the evaluation of shifting pro-
cesses. The aim of the measurement data analysis is
the detection and assessment of bad shifting in the ve-
hicle development.

7 Conclusion and outlook

In this paper, we presented the modelling, control, and
simulation of a double clutch transmission. The fo-
cus is the simulation of data of different quality par-
ticularly with regard to shifting processes. Accord-
ing to this, we developed model and control struc-
tures with replaceable elements. It is possible to use
the same vehicle model for the simulation of good and
bad shiftings. On the one hand the level of detail can
be changed. On the other hand it is possible to rede-
clare elements of the transmission control to change
the control behaviour.
We presented a library with basic transmission com-
ponents and introduced state signals to access sys-
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tem states from different points of the control process.
Furthermore, we described the developed transmission
control and discussed the different shifting types in
detail. The vehicle model can be used to simulate
a power train with a double clutch transmission. Fi-
nally, the simulation results of a simple drive cycle
were shown.
With the presented models we get the background for
future works. We developed a base model of a double
clutch transmission and a base control structure with
a working control for the four basic shifting types. At
the moment there exist basic controls for each phase
of the shifting. The next step will be the variation
of the control to get data of different quality. Addi-
tionally, we will simulate drive cycles using double
clutch transmission models of different levels of detail.
With these results we will parameterise the automated
measurement data analysis system for the evaluation
of shifting processes of double clutch transmissions in
real vehicle measurement data.
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