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(57) ABSTRACT
A vessel propulsion apparatus includes a second shaft that is
inserted in a first driven gear and in a second driven gear, that
is COI1l16C1Z€d to a dog clutch, and that is arranged to undergo
a thrust. The vessel propulsion apparatus includes a first bear-
ing disposed between the first driven gear and the second
shaft, a second bearing disposed between the second driven
gear and the second shaft, and a case to which a thrust applied
to the second shaft is transmitted via the first bearing and the
first driven gear or via the second bearing and the second
driven gear. The vessel propulsion apparatus includes an
adjusting member disposed between the second shaft and at
least one of the first driven gear and the second driven gear
and arranged to apply a preload onto the first bearing and the
second bearing.

8 Claims, 18 Drawing Sheets

K 3

9 It l/
1 O 7 ---' 7 (78)

' 8

‘Fr’
\W

----7(7b)
|_ 8
LI



U.S. Patent Sep. 2, 2014 Sheet 1 0118 US s 821 201 B2

-‘_

Qu.

T6
I2

,_/7
N

ZS
L‘;00

"r '?
m\ i m\ i

"011 1|‘-‘ht '

01 9 ow 9 ,1

<1 2°

m ~
1111]



Patent Sep.

FIG. 2

L

F
( ,_ A—/ 8

; ----------- - - - - - - - - - - - --1 ---- -- »

\1
1

E I

; 16
______ '_;_I__.]__:-'_,__'""'"“_“""I“_“J

I I 2 2 2 T 1

2, 2014 Sheet 2 of 18 US 8,821,201 B2

I .

1

------- 1 3

I
1 I

I

—~._,__,_~_

T“5';5“**~

I
I I
I I
I I

I
I

I
. I I

»F=~

I
I 1 II 1 |
I I
I I |
I 1 I
I I
I I I
I 1 I

\\ I I
p __y I

~\ [jl _
E Q

9 1 *@ 1817

1 19,‘ 4
12 4 o Q

[Kw '
.. \(,_

I i é r-v-1_ ' '" " W "' '7"?

I I
I I
I I
I I

J,

2 0 i=i Q M W
 Iii:| , L,_,__,,_________ _

I I
I I

I
I
I
I—..

24 26

1\>

Nco o
- -_".3-"~.T"

pox4;:-::“lI::U‘55

L-J or

E \C~19

1

i



Patent Sep 2 2014 Sheet 3 0118 US 8,821,201 B2

m ‘\-

T \ MI
'lIl\' (1%

—-- _-_®= 1'1 1;, ,1

_....I=
000)
L010

\_“ -¥ "

1*‘ I‘ _-lv 1;g@§‘§)$
194»

A
3433

T I 22%-l1ie"‘ee,J‘-'
I\\\\\\lI
n __._,,t,,@_

IIIIIII
/’

IEl .2ss;"',-tnll 324

“;\\ET‘"4i11$,_ Q“I
Z~52

551.'V :

00

Qu.

%2
1 V 2 ‘

.% %9\%
ailE'H|_i“

\ \ \‘\ \ ‘I I K,
1% ‘h1 Q



U.S. Patent Sep. 2, 2014 Sheet 4 0118 US 8,821,201 B2

(Y)

II’)
LO

51

e
£2
LI.

$

LO
N

$\‘L\ll

___
' ‘|::I Q j

/"‘ II  W \ 00

L L-2 5 9

2 \ "
$8’ 5 \ \

\,
atIl45 :0//227I

\
\\\

\ \

© >-

N

<1’

I < 1
47 2924

I1,_flI,,_ IfQ! eifiiZ24 \\I-17/

80

// /
/Q _/
/ / /

ifllé.R
4 3 4 3

es<1:

_>, /

_'u!
/ he __

T §
. '§

. / "'

/i A,’ 2

2
/1

_/
I —
;§‘IZ.éII’I \§6§!I!_:\.. ‘\-\.\\TX‘\\

I\,§>ii;\‘:,_\Q 
 4; 2 R

Imp

mate

:8 Oe 8
00

‘ N

<3/T2£2.42 Imam‘
‘E155 ififi, ~ - ”*ii'TJllQ\\iI \""*I§Ill $1 .\

(Y)

3435

N

j ()0
Q)
P0



U.S. Patent Sep. 2, 2014 Sheet 5 0118 US 8 821,201 B2

FIG. 5

56

FIG. 6

1_1 ~-

L1

1;

---'57

VI

51
56

U1 -\l m—In

O 1 ‘*9U"III



mmMWfimuUmO_®\_fi_ONUmO_®l_n_rmNWOmQM

Q?M1__‘_\IEN‘‘_‘

gQR_\MNWN

_ y_‘ A‘'- ‘_‘

_____"___§/jAj__/AV/_w§___
?‘©‘‘///M/V/7_/M/,////01//k//V//‘Wf

D?_OmO_@_n_‘_ 1}ow

i/////up__/_‘_MJ,/

NJ‘V//‘0,/___I
3“_-_§m‘\_§‘(AM‘‘‘I’j

____mm%Ltj‘?Amm_!_

8‘Q%n|Mm
-ELwm\\A‘Vy1%

h‘u

ml\‘m__I__m_—_
\mmQNimwa_I.mmmB

pP__w_H_



_(_oH___J__OmO_U+0

lwmCOmH_'O®‘h=UMC:/O_>_

m__\ ‘“lg‘__‘\_

\V‘\\

“IIMF

‘Qwm
_1}__\ITl‘)

\mmW“\|__fi‘"'/J__/4”“Owm

Q5mmjmfipj‘\\01,52%.QB

CO_HO®‘__U(‘mm_.Im“_v§/jx‘§wH___!_NmULm>>‘_0H__/IM“mm____I;Clwgfik,”_‘An-_wm

M“
m.|ii_a‘

ml‘k‘m__I__m__mg

M\)@N©N¢_‘‘flNI—PWweoufCOBUMQImmPm

mC_W®>_®‘_H_U___m>\COH__QCOEGOEOQQMCOD_MHO\___®CtO7_m__@“H_



F_O“_3_OMO_U"F0

lvmCO_PO®L__UMC_>O_>_

9\j|___

IN\\

NM‘myKmm

 p‘__ll_i_
mm§_\§\__x‘_/Q__Owm

"m___z"_IrF‘_-____u___pa.‘W-1%m___IN

COE_O®L__U-IR‘Ag///l_v~t_“i__—NM“U\_M?__’V_O@O_i‘i/“VhmwmC_Hw_J___\K,

Pi‘I‘__AQE

I

_ _U/j A

_imm

$§____\&_w_rflW\w‘‘Ml:
-WMm!_ A'

\|N _‘w=||'_:@‘Ux
wLwk“

_I

\wmmmL“___mmANNm®O‘_OH_,COMHOMGImmB

MC__®>®b_p_M>>V_O®m__wCO_H60_tO®QmCOEWPOL_®FCO7_m__@_H_



U.S. Patent Sep. 2, 2014 Sheet 9 0118 US 8,821,201 B2

I-.1.,_

Forward‘craveng

t'orIs

onspec:'f'c:a

I:G11OReverserotat

0')

onforce

React

T-

Z

00 LO

\f T81\$8‘  
\\8 |\1==' \°° 3“

rust'rI _rwe_1rd
drectonTh fo

2526

14

'|7lI11Ifl_‘\=-
L\\§\\

2423

.0I5.i;1_e£H 18"‘

I IIl__

\

1?

\\ I-A/'\";. 10

Mg“ “ ‘

Illllle I \
1 "5 517 " <8I §)5/111'

I III ~UIfl‘é%‘—i‘a1a‘in 1illii 0- ,0
0')<1O

P LO 30
3

O3
1-

"’

\
\

_/

Y 84

gd'reot'on eoutoh
,1

|\/l0v'r1
ofdo

2O



U.S. Patent Sep. 2, 2014 Sheet 10 0118 US 8,821,201 B2

5
,1

Backwardtraver1

catOHS

onspecf‘0_

FG11Reverserotat

(Y)

force

Reacton

5

\ 80‘

25

24

218 15

\E

t‘n
I-

42

:Thus

/iii
l0

backward d"ect'or1
I"

Q;
II

i‘\

/4
*7‘1441/4-I‘58E

‘U,’-I’) 0...I
:FLi\i|iT-4‘:“ii®f\\\\\

‘I426 1,1 -
2\‘

1%

60 soi‘36

Q‘
010 000110'3 01‘*%1o“‘1o

e\\\\\C KT : = T ‘ .

---— --111.1‘0 1 8|
.1I:e-.I|III2-

O)
\-

/

34

.g-—
///

/.
d'ecfon gcutch\

\

ovrig0do
I.|_

200/1



U.S. Patent Sep. 2, 2014 Sheet 11 of 18

PriorArt

fig
,-__

,Z

Forwardtrave

S

caton

ns|:>eo'f'
4_

otatO
,-

aryuseNormar

».1

FG12Ordh

Bbearng
pu-,1

nforce

React0

..a

DrveshaftPnon

/

j\‘ \

*1);r W;-%\~§

I

I"

Pronee
shaft

,1,1

J

-

€

L ”
i./ ./ / \\‘ 0‘ K
/ "/ I -"I /1 / /

L/K r":////J ////// / If / It///7/ 15%z
L '@.P' 5% -

b L

Z

US 8,821,201 B2

fig

“\i\;\

\
i i

\\

\

$_./; \
r _ /V

Lowecase

[KI1|‘I .Zn[/
Second g0utc

\$§§\\I

"4I ’//Z
//

‘\_\\ /1%’ *
'Q

{J
' /IQ

,/,
hgear

C'rcp

rmforward
on

rust'
d'reot'

—

n
chD0

Movngd'rect'o
ofdogcut

F'rst gear

,1,_/

Tapered
roerbearng



U.S. Patent Sep. 2, 2014 Sheet 12 0f18 US 8,821,201 B2

Art

Prior

fig
,-.,

'-=

Backwardtrave

catone

r1speo'f'

Elf'O‘t€i'|IO
,_

Norm-_/

8.FYU86

PG13Ord'n

.

Babearng

onforce

React

=—% if? Ii '

‘M” ‘ $1‘ ? _ " \:
/' i‘I.

1/ " ‘/ §|i\ i\I\\; 5 \

\ .\ \‘

shaft

Dr've

‘on
P'n

robeershaft
OLISfig

, If

//» \
/ 1\

‘H!-\\}‘\b

\\\‘&7 %P

..:5 € 2
V ~\_' ‘ ..

I-I

Q‘

ll.Iw\ ii

h§Ip Iq§h d I
/ /I

/ / ./ 1/ '/ / ‘ Q ‘

///

r » \/'/ / /' // ‘Iii?2 J,’ / //' /// ///

\§f\
i»U‘wl —

WI 'wI

1

IA[_

\

Lowercase

rd

I //, \

\

Secondgear

$1‘1 2%]'1" ;J:*@§§L ///‘r/Z41/
edroer|\/lovngd'recton

,1,1

Taper

F'rst gear

st_'r1backwa drecfon

Thru

utch,_

utchDogC,1

ofdog0

E

beafn



CO_u_O@____Ur_OH_J_OWOOEmw MC___M®O_

U\_®>?_O"*__L_Hm__)_\__(_|_|F_\_OH_3_OmO_U“__Owk: 6:9

Lfl®M_UCOO®mCO_u_Op___UMC_>O_>_F_H__U®L®QE_

‘iIK‘ ~\i\

\h_\\s“__\\\\\\\\\\

m_(__m3OT_w

O___O'__O
®m_mOL®>>O|_

7 A_L_r__kl

LmUfi%m‘_%_n_‘ ‘

tgwQ/to

MCEWQQ__Mm_ ®OLOL_COBOQWICO_C_fi_
_CO_HmC__”OC_+0COU_O@__O__

§m\~h__Fq_)I"m/WM///70/W?E2__‘
/ \\‘ _\k_ //_/V 

_ n§‘|/_/I /_//Vi/_/_

f_MXI7?
AwC=®>®\_H_U__®>?_OH__wCO$®OEO®QWCOEMPOL®@®>®mv®®_J\CMC__UL_O‘COZ‘_N_‘‘_@_H_

MagMOHHAW



MMCEGQD

CO_HOE__U_L_OH__JmOMOOC_8_J_OMOUU6Em_

p_M?___v__OMDC_u_w3l_r_|_,EQMUCOO®wCO_M_O®\___UMC:/O_>_Pw\__H_L®=O\_%9®QM|_|

%AU“\\\éA\%'\\\5_ 25

@_>\k/U//

'43///l\‘

MCtM®O*‘

6:9_§®Q£M_(_§%__Mm_COEEHuaiwméo®O_\_O+COWPOMQE Lmqiohlg _iAhi‘

F‘IMbu

/4‘I_h-\j

\\\H

I‘y_ __l__w‘A_m{it‘

XQ‘\‘\IM ‘%~__/WI
42?’;//Z/_.._#§\___‘_‘_WMJ

21/1/-L/ 1/

Am__®>@_u_U\_M>>V_OflmwCO_H__QO_h'_O®O_mCO_H@U_OL®E®>®N_Vmg\CMC_Eo|CO_/_m_‘_®_H_
C.''‘_I

pH<HOHHm



_WC_\_M®QC_OH3_UmOQMLGQM

®w®OL®>>O|_L®__O\__U®\_®Q_®|_|LMQM_UCOO@mPm\__H_

MCEMQQ_h®___OMH_

‘\ V

ZV///IE,__‘_:______U___

//\

Q\V_///_E|¢fl___is

7’ \XDA_//_flH|_J_hE_ls.i_A_'H&-_lg

%X!‘Id

-I

\__ wp_O“_Cozommm_CO_C_n_

AmC__®>flH__UL-W>>LOu_WCO_u_$U_“__Um_QwCOEEOL®WL_®>®”_uQwfi\C@C=O‘_OQ?_@_H_

HHAQ.MOHMAM



wCt_wm_n_‘_®__O|_£OP3_OMOD

$60L®§OJ£OHr3_OMOU“__OLGGM

_O®L®Q®|_|EQW_UCOO®wCO_u_O®___MCt®®o_

___UMC_>O_>_u_w‘:H_6

__OW_

\\‘

x_
5‘L

‘gm;EWE
mC_w_JOT_d‘

V,‘0’7-_\_M__\%‘b

I’dmfimhvu‘I‘_w_:w_M_%:fi|U_EAA ‘

//2"-lblb

EH“.

__Pl,‘

H"fl?

Hk_fiflJ_m=_-_

EC__®>EH_p_M>>xOmm__wCOm__®OEO@QWCO_HEOLm_w__@>®W_VWW3%L®C_ULOF_‘__w_H_

pH<HOHHAWH



___-W"H?

mwmoL®>_6|_mC_w_MWuMd_oLLm®mU£_n%%%WmODCv__%ww%Um%__%%S_

_‘mC_Lm®o_Lm__OW_

EQs‘

"f£“_’‘iiQ_._/J

mC_m30_|_7'//4_l__§_,Z____V\I__®__mQo\_n_/_hH“i__Ps‘m“mk
CO_u_O®L__U¢fhmgIv_“____“.

7'%/i/M_E__Lkw

-l!J-l-

'/——_\\H__U_\lV/W[_‘_l_M.-__

A‘IA‘‘\$%MW”""¢

tfiswm_>__hn_

CO_C_n_090*CODOMQI

flmC__®>®l_u_EG§LOl_WCO_H__mOEU®QmCOSMHOL_fl__C___O_/=mg)\CfiC__nEO|CO7_w_‘__w_H_

pH<MOHHAM



MOHSOW0Eww

$60‘_®>__/O|___muN_O‘_C__$_%__wm@%w‘|__E®Mr_%COn_V®mOCnPW__%%w_%n_UUMWUr_%M\NFn_wU_2HmL__H_mC_a@O_

___L_®__ON_

fa‘5’LE‘

\

"Z‘

!_“!_%\__m_.
trmgm_-“‘.‘i‘..!s

\_®___®QO___n_/Iigkmwwxmuwflft_:H=_____‘

1 _/////U,/[H///’/L/M/WW//U_7///)‘V

V4’H___l_J___M___m_J

i\\\\\\\\\fi\___r

ms‘#‘‘_“‘“-/6_m‘.'//‘%“___&_v__._\\_w__/‘§_

‘

\CO_fimC:OC_VU6COWHOEE_LO_C_n_

QOLOUPCO_U_Ofi9"_tfigw®>T_n_

fi&kw‘\_é|___||_Hm___Em’\“\i&

M‘Q-l%_.-

AMC=®>fi|__p_UL_M>>v__OMm'mCO_HQO_tO®QwCOEYQHOL_®EhOZVQmfi\C'®_Lm_U\_O|C_U7_m_‘

QHQMOHHAWH



US 8,821,
1

VESSEL PROPULSION APPARATUS

BACKGROUND OF THE INVENTION

1. Field of the Invention
The present invention relates to a vessel propulsion appa-

ratus.
2. Description of the Related Art
A vessel propulsion apparatus having nonnal rotation

specifications and a vessel propulsion apparatus having
reverse rotation specifications are known. A propeller having
nonnal rotation specifications that generates a thrust in a
forward direction by rotating in a normal rotation direction is
attached to the vessel propulsion apparatus having normal
rotation specifications. On the other hand, a propeller having
reverse rotation specifications that generates a thrust in the
forward direction by rotating in a reverse rotation direction
opposite to the normal rotation direction is attached to the
vessel propulsion apparatus having reverse rotation specifi-
cations.

A conventional vessel propulsion apparatus disclosed in
U.S. Pat. No. 7,297,036 is a vessel propulsion apparatus
having normal rotation specifications (which is hereinafter
referred to simply as a “normal-rotation vessel propulsion
apparatus”), whereas a conventional vessel propulsion appa-
ratus disclosed in Japanese Published Unexamined Patent
Application No. H11-263294 is a vessel propulsion apparatus
having reverse rotation specifications (which is hereinafter
referred to simply as a “reverse-rotation vessel propulsion
apparatus”). Additionally, a conventional vessel propulsion
apparatus disclosed in Japanese Published Unexamined
Patent Application No. S63-25829 is a vessel propulsion
apparatus having normal/reverse rotation specifications
(which is hereinafter referred to simply as a “nonnal/reverse-
rotation vessel propulsion apparatus”) that is capable ofbeing
used both according to normal rotation specifications and
according to reverse rotation specifications.

The nonnal-rotation vessel propulsion apparatus of U.S.
Pat. No. 7,297,036 includes a pinion (drive gear) that rotates
together with a drive shaft, a first gear and a second gear that
engage with the pinion, a dog clutch that is selectively con-
nected to one of the first and second gears, and a propeller
shaft that rotates together with the dog clutch. A propeller
having nonnal rotation specifications (which is hereinafter
referred to simply as a “nonnal-rotation propeller”) is
attached to the propeller shaft. When the dog clutch is con-
nected to the first gear serving as a forward gear, the propeller
shaft and the propeller rotate in a normal rotation direction.
On the other hand, when the dog clutch is comiected to the
second gear serving as a reverse gear, the propeller shaft and
the propeller rotate in a reverse rotation direction. Therefore,
the rotation direction of the propeller is switched by the dog
clutch. The first gear holds the propeller shaft via a tapered
roller bearing disposed between the first gear and the propel-
ler shaft, whereas the second gear is held by a housing via a
ball bearing (e.g., see FIG. 12).

The reverse-rotation vessel propulsion apparatus of Japa-
nese Published Unexamined Patent Application No. H11-
263294 includes a pinion that rotates together with a drive
shaft, a first gear (reverse gear) and a second gear (forward
gear) that engage the pinion, a dog clutch that is selectively
cormected to one of the first and second gears, and a propeller
shaft that rotates together with the dog clutch. A propeller
having reverse rotation specifications (which is hereinafter
referred to simply as a “reverse-rotation propeller”) is
attached to the propeller shaft. When the dog clutch is con-
nected to the second gear serving as a forward gear, the

201 B2
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propeller shaft and the propeller rotate in a reverse rotation
direction. On the other hand, when the dog clutch is con-
nected to the first gear serving as a reverse gear, the propeller
shaft and the propeller rotate in a normal rotation direction.
Therefore, the rotation direction of the propeller is switched
by the dog clutch. The first gear is supported by a lower case
via a roller bearing, whereas the second gear is supported by
a housing via a tapered roller bearing (e.g., see FIG. 16).

The normal/reverse-rotation vessel propulsion apparatus
of Japanese Published Unexamined Patent Application No.
S63-25 829 includes a pinion (gear) that rotates together with
a drive shaft, a first gear (reverse gear) and a second gear
(forward gear) that engage the pinion, a dog clutch that is
selectively connected to one ofthe first and second gears, and
a propeller shaft that rotates together with the dog clutch. A
normal-rotation or reverse-rotation propeller is attached to
the propeller shaft. When the dog clutch is connected to the
first gear, the propeller shaft and the propeller rotate in a
normal rotation direction. On the other hand, when the dog
clutch is connected to the second gear, the propeller shaft and
the propeller rotate in a reverse rotation direction. Therefore,
the rotation direction of the propeller is switched by the dog
clutch. Each of the first and second gears surrounds the pro-
peller shaft, and is in a non-contact state with respect to the
propeller shaft.

SUMMARY OF THE INVENTION

The inventor of preferred embodiments of the present
invention described and claimed in the present application
conducted an extensive study and research regarding a vessel
propulsion apparatus, such as the one described above, and in
doing so, discovered and first recognized new unique chal-
lenges and previously unrecognized possibilities for
improvements as described in greater detail below.

In detail, the normal-rotation vessel propulsion apparatus
and the reverse-rotation vessel propulsion apparatus include
lower units, respectively, that differ from each other in struc-
ture. Therefore, components for use in the lower unit having
normal rotation specifications differ from components for use
in the lower unit having reverse rotation specifications, thus
making it impossible to achieve a reduction in cost by making
these components as dual-use components. Additionally, a
retail outlet for such vessel propulsion apparatuses is required
to stock components for use in the lower unit having nonnal
rotation specifications and components for use in the lower
unit having reverse rotation specifications as spare compo-
nents used for repairs, and therefore the stock will be
increased.

As described above, the normal-rotation or reverse-rota-
tion vessel propulsion apparatus can rotate the propeller both
in the nonnal rotation direction and in the reverse rotation
direction by switching the dog clutch. Therefore, in principle,
the normal-rotation vessel propulsion apparatus can be used
according to reverse rotation specifications by attaching a
reverse-rotation propeller to the normal-rotation vessel pro-
pulsion apparatus. Likewise, in principle, the reverse-rotation
vessel propulsion apparatus can be used according to normal
rotation specifications by attaching a normal-rotation propel-
ler to the reverse-rotation vessel propulsion apparatus. How-
ever, as described below with regard to the durability ofgears,
there is a possibility that the durability of gears (pinion, first
gear, and second gear) will be decreased ifthe vessel propul-
sion apparatus including one of the two different kinds of
specifications is used according to the other of the two differ-
ent kinds of specifications.
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In the normal-rotation or reverse-rotation vessel propul-
sion apparatus, the first gear and the second gear are disposed
in front of and behind the pinion, respectively. The pinion
always engages the first gear and the second gear, and, when
the rotation of the pinion is transmitted to the first gear and to
the second gear, the first and second gears rotate in mutually
opposite directions. When the propeller is rotated, the dog
clutch is cormected to one of the first and second gears.
Therefore, in the normal-rotation or reverse-rotation vessel
propulsion apparatus, the first and second gears have the
necessity of being capable of relatively rotating with respect
to both the lower case and the propeller shaft. Therefore, it is
difficult to fix the position of the first gear and that of the
second gear. In other words, it is difficult to hold the first and
second gears so as not to perform an operation other than
rotation. Therefore, as described below, there is a possibility
that the first and second gears are inclined or are moved in an
axial direction ofthe propeller shaft, depending on how to use
the vessel propulsion apparatus.

FIG. 12 shows a state ofa lower unit when the vessel travels
forwardly with the normal-rotation vessel propulsion appa-
ratus. As shown in FIG. 12, when the nonnal-rotation vessel
propulsion apparatus generates a thrust in the forward direc-
tion, a dog clutch is engaged with a first gear serving as a
forward gear (see the black arrow). As a result, the rotation of
a drive shaft is transmitted to the dog clutch via a pinion and
the first gear. A normal-rotation propeller rotates in a normal
rotation direction together with the dog clutch and a propeller
shaft. A thrust in the forward direction generated by the
rotation of the propeller in the normal rotation direction is
transmitted to the propeller shaft, a tapered roller bearing, a
circlip, the first gear, an outer tapered roller bearing, and a
lower case in this order (see the white arrow). On the other
hand, a reaction force caused by the transmission of power
from the pinion to the first gear is applied to the first gear at an
engagement position of the pinion and the first gear (see the
crosshatched arrow). As a result, a force by which the first
gear is inclined is applied to the first gear. However, the
position ofthe first gear is fixed by the transmission ofa thrust
in the forward direction to the first gear via the tapered roller
bearing, and therefore the first gear will not be easily inclined
even if a reaction force is applied to the first gear. Therefore,
the engagement between the pinion and the first gear becomes
stable, and a force greater than a designed, assumed value is
prevented from being applied to the first gear.

FIG. 13 shows a state of the lower unit when the vessel
travels backwardly with the normal-rotation vessel propul-
sion apparatus. As shown in FIG. 13, when the nonnal-rota-
tion vessel propulsion apparatus generates a tlnust in a back-
ward direction, the dog clutch is engaged with the second gear
serving as a reverse gear (see the black arrow). As a result, the
rotation of the drive shaft is transmitted to the dog clutch via
the pinion and the second gear. The nonnal-rotation propeller
rotates in a reverse rotation direction together with the dog
clutch and the propeller shaft. A thrust in the backward direc-
tion generated by the rotation of the propeller in the reverse
rotation direction is transmitted to the propeller shaft and the
housing in this order (see the white arrow). On the other hand,
a reaction force caused by the transmission ofpower from the
pinion to the second gear is applied to the second gear at an
engagement position of the pinion and the second gear (see
the crosshatched arrow). However, when the vessel travels
backwardly, torque transmitted from the pinion to the second
gear is smaller than when the vessel travels forwardly, and
therefore a reaction force applied to the second gear is also
smaller. Therefore, the amount of inclination of the second
gear is smaller than when the vessel travels forwardly.
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FIG. 14 shows a state of the lower unit when the vessel

travels forwardly in a case in which the normal -rotation vessel
propulsion apparatus is used as a reverse-rotation vessel pro-
pulsion apparatus being in a non-ordinary use state. As shown
in FIG. 14, when the normal-rotation vessel propulsion appa-
ratus used according to reverse rotation specifications gener-
ates a thrust in the forward direction, the dog clutch is
engaged with the second gear serving as a forward gear (see
the black arrow). As a result, the rotation of the drive shaft is
transmitted to the dog clutch via the pinion and the second
gear, and the reverse-rotation propeller rotates in the reverse
rotation direction together with the dog clutch and the pro-
peller shaft. A thrust in the forward direction generated by the
rotation of the propeller in the reverse rotation direction is
transmitted to the propeller shaft, the tapered roller bearing,
the circlip, the first gear, the outer tapered roller bearing, and
the lower case in this order (see the white arrow). On the other
hand, a reaction force caused by the transmission of power
from the pinion to the second gear is applied to the second
gear (see the crosshatched arrow). This reaction force is
applied to a ball bearing, and, as a result, the second gear is
greatly inclined by the inclination of the ball bearing (see the
hatched arrow). Therefore, there is a possibility that the
engagement between the pinion and the second gear will
become unstable, and a force greater than a designed,
assumed value will be applied to the engagement position of
the pinion and the second gear.

FIG. 15 shows a state of the lower unit when the vessel
travels backwardly in a case in which the nonnal-rotation
vessel propulsion apparatus is used as a reverse-rotation ves-
sel propulsion apparatus being in a non-ordinary use state. As
shown in FIG. 15, when the normal-rotation vessel propul-
sion apparatus used according to reverse rotation specifica-
tions generates a thrust in the backward direction, the dog
clutch is engaged with the first gear serving as a reverse gear
(see the black arrow) .As a result, the rotation ofthe drive shaft
is transmitted to the dog clutch via the pinion and the first
gear, and the reverse-rotation propeller rotates in the nonnal
rotation direction together with the dog clutch and the pro-
peller shaft. A thrust in the backward direction generated by
the rotation ofthe propeller in the nonnal rotation direction is
transmitted to the propeller shaft, the tapered roller bearing,
and the housing in this order (see the white arrow). On the
other hand, a reaction force caused by the transmission ofthe
rotation from the pinion to the first gear is applied to the first
gear at an engagement position ofthe pinion and the first gear
(see the crosshatched arrow). However, when the vessel trav-
els backwardly, the reaction force applied to the first gear is
small, and therefore the amount of inclination of the first gear
is small.

FIG. 16 shows a state of the lower unit when the vessel
travels forwardly with the reverse-rotation vessel propulsion
apparatus. As shown in FIG. 16, when the reverse-rotation
vessel propulsion apparatus generates a tlnust in the forward
direction, the second gear serving as a forward gear is
engaged with the dog clutch (see the black arrow). As a result,
the rotation of the drive shaft is transmitted to the dog clutch
via the pinion and the second gear, and the reverse-rotation
propeller rotates in the reverse rotation direction together
with the dog clutch and the propeller shaft. In the reverse-
rotation vessel propulsion apparatus, a thrust generated by the
rotation ofthe propeller is transmitted via a flange attached to
the propeller shaft. A thrust in the forward direction generated
by the rotation of the propeller in the reverse rotation direc-
tion is transmitted to the propeller shaft, the tapered roller
bearing, and the housing in this order (see the white arrow).
On the other hand, a reaction force caused by the transmission
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ofpower from the pinion to the second gear is applied to the
second gear at an engagement position of the pinion and the
second gear (see the crosshatched arrow). The direction ofthe
thrust applied to the tapered roller bearing via the propeller
shaft is opposite to the direction of the reaction force applied
to the tapered roller bearing via the second gear. However, the
reaction force applied to the second gear is sufficiently
smaller than the magnitude of the thrust applied in the for-
ward direction, and therefore the axial center of the tapered
roller bearing becomes stable, and the position of the second
gear is fixed. Therefore, the second gear is restrained from
being inclined or being moved in the axial direction.

FIG. 17 shows a state of the lower unit when the vessel
travels backwardly with the reverse-rotation vessel propul-
sion apparatus. As shown in FIG. 17, when the reverse-rota-
tion vessel propulsion apparatus generates a thrust in the
backward direction, the dog clutch is engaged with the first
gear serving as a reverse gear (see the black arrow). As a
result, the rotation of the drive shaft is transmitted to the dog
clutch via the pinion and the first gear, and the reverse-rota-
tion propeller rotates in the normal rotation direction together
with the dog clutch and the propeller shaft. A thrust in the
backward direction generated by the rotation of the propeller
in the normal rotation direction is transmitted to the propeller
shaft, a thrust bearing, and the housing in this order (see the
white arrow). On the other hand, a reaction force caused by
the transmission of power from the pinion to the first gear is
applied to the first gear at an engagement position of the
pinion and the first gear (see the crosshatched arrow). How-
ever, the reaction force applied to the first gear is small when
the vessel travels backwardly, and therefore the amount of
inclination of the first gear is small.

FIG. 18 shows a state of the lower unit when the vessel
travels forwardly in a case in which the reverse-rotation ves-
sel propulsion apparatus is used as a normal-rotation vessel
propulsion apparatus being in a non-ordinary use state. As
shown in FIG. 18, when the reverse-rotation vessel propul-
sion apparatus used according to nonnal rotation specifica-
tions generates a thrust in the forward direction, the dog
clutch is engaged with the first gear serving as a forward gear
(see the black arrow). As a result, the rotationofthe drive shaft
is transmitted to the dog clutch via the pinion and the first
gear, and the nonnal-rotation propeller rotates in the nonnal
rotation direction together with the dog clutch and the pro-
peller shaft. A thrust in the forward direction generated by the
rotation of the propeller in the normal rotation direction is
transmitted to the propeller shaft, the tapered roller bearing,
and the housing in this order (see the white arrow). At that
time, the rotation direction of the propeller shaft and the
rotation direction of the tapered roller bearing that supports
the second gear are inverted, and therefore the flange of the
propeller shaft rotates against the tapered roller bearing.
Therefore, wearing of the flange and the tapered roller bear-
ing occurs.

FIG. 19 shows a state of the lower unit when the vessel
travels backwardly in a case in which the reverse-rotation
vessel propulsion apparatus is used as a nonnal-rotation ves-
sel propulsion apparatus being in a non-ordinary use state. As
shown in FIG. 19, when the reverse-rotation vessel propul-
sion apparatus used according to normal rotation specifica-
tions generates a thrust in the backward direction, the dog
clutch is engaged with the second gear serving as a reverse
gear (see the black arrow). As a result, the rotation ofthe drive
shaft is transmitted to the dog clutch via the pinion and the
second gear, and the normal-rotation propeller rotates in the
reverse rotation direction together with the dog clutch and the
propeller shaft. A thrust in the backward direction generated
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by the rotation of the propeller in the reverse rotation direc-
tion is transmitted to the propeller shaft, the thrust bearing,
and the housing in this order (see the white arrow). At this
time, unlike a case in which the vessel travels forwardly in the
ordinary use, only the reaction force caused by the transmis-
sion of the rotation from the pinion to the second gear is
applied to the second gear (see the crosshatched arrow), and
therefore the axial center of the tapered roller bearing is not
stabilized, and the second gear becomes unstable, and, as a
result, the amount of inclination thereof is increased (see the
hatched arrow).

As described above, there is a possibility that the displace-
ment of gears, i.e., the inclination or movement in the axial
direction of gears will occur, and the durability of these gears
will be decreased if the vessel propulsion apparatus having
one ofthe two different kinds ofspecifications is used accord-
ing to the other of the two different kinds of specifications.
For example, it is conceivable that a decrease in durability of
gears can be prevented if the gears are enlarged. However, if
the gears are enlarged, the lower unit of the vessel propulsion
apparatus is enlarged, and, as a result, the resistance ofwater
is increased. Therefore, it is preferable to decrease the amount
of displacement of each gear as much as possible without
enlarging the lower unit of the vessel propulsion apparatus.

It is conceivable that the gear displacement will be pre-
vented by fixing the position of the first gear and that of the
second gear. In other words, the inclination or the like of the
first and second gears will not occur if the position of the first
gear and that of the second gear are fixed, i.e., if the first and
second gears are held so as not to perform an operation other
than the rotation thereof. However, as described above, the
first and second gears must be capable of relatively rotating
with respect to both the propeller shaft and the lower case.
Therefore, in the conventional vessel propulsion apparatuses,
the position ofthe first gear and that ofthe second gear are not
fixed.

For example, in the normal-rotation vessel propulsion
apparatus of U.S. Pat. No. 7,297,036, a tlnust in the forward
direction is transmitted to the propeller shaft, the tapered
roller bearing, and the first gear in this order when the vessel
travels forwardly in the ordinary use, and therefore the posi-
tion ofthe first gear is fixed when the vessel travels forwardly.
However, the position of the first gear is not fixed when a
thrust in the forward direction is generated by using this
normal-rotation vessel propulsion apparatus according to
reverse rotation specifications. In other words, the vessel
propulsion apparatus is required to have an intrinsic function
to relatively rotate the first and second gears with respect to,
for example, the propeller shaft and a function that conflicts
with this intrinsic function, i.e., a function to fix the position
of the first gear and that of the second gear. To realize these
two functions, conventionally, a normal-rotation vessel pro-
pulsion apparatus and a reverse-rotation vessel propulsion
apparatus have been provided, and these vessel propulsion
apparatuses having the two different kinds of specifications
have been used properly according to circumstances.

Thus, it is difficult in practice to use the vessel propulsion
apparatus having one of the two different kinds of specifica-
tions according to the other one although it is possible in
principle. Although Japanese Published Unexamined Patent
Application No. S63-25829 discloses the nonnal/reverse-ro-
tation vessel propulsion apparatus, there is a possibility that
the first and second gears will be inclined or moved in the
axial direction in the same way as above. Therefore, there is a
possibility that the durability of the gears will be decreased.

In order to overcome the previously unrecognized and
unsolved challenges described above, one preferred embodi-
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ment of the present invention provides a vessel propulsion
apparatus that includes a first shaft, a drive gear, a first driven
gear, a second driven gear, a dog clutch, a second shaft, a first
bearing, a second bearing, a case, and an adjusting member.
The first shaft is a rotationally driven shaft. The drive gear is
cormected to the first shaft. The first driven gear and the
second driven gear are tubular gears that engage the drive
gear. The dog clutch is switched by a shift operation between
a connected state in which the dog clutch is connected to one
of the first driven gear and the second driven gear and a
non-connected state in which the dog clutch is not comrected
to both the first drive gear and the second drive gear. The
second shaft is inserted in the first driven gear and in the
second driven gear, is cormected to the dog clutch, and is
arranged to undergo a thrust. The first bearing is disposed
between the first driven gear and the second shaft. The second
bearing is disposed between the second driven gear and the
second shaft. The case contains the drive gear, the first driven
gear, the second driven gear, the dog clutch, the first bearing,
and the second bearing. A thrust applied to the second shaft is
transmitted to the case via the first bearing and the first driven
gear or via the second bearing and the second driven gear. The
adjusting member is disposed between the second shaft and at
least one of the first driven gear and the second driven gear,
and is arranged to apply a preload onto the first bearing and
the second bearing.

With this arrangement of the present preferred embodi-
ment of the present invention, the first shaft is rotationally
driven, and hence the first driven gear and the second driven
gear are rotationally driven by the drive gear. Additionally, the
dog clutch is comrected to one ofthe first driven gear and the
second driven gear, and hence the rotation ofone ofthe driven
gears is transmitted to the second shaft via the dog clutch.
Therefore, the rotation of the first shaft is transmitted to the
second shaft via the drive gear and so forth. The second shaft
is inserted in the first driven gear and in the second driven
gear. The first bearing is disposed between the first driven
gear and the second shaft, whereas the second bearing is
disposed between the second driven gear and the second
shaft. A preload is applied onto the first bearing and onto the
second bearing by the adjusting member disposed between
the second shaft and at least one ofthe first driven gear and the
second driven gear.

As described above, a preload is applied onto the first
bearing that rotatably supports the first driven gear and onto
the second bearing that rotatably supports the second driven
gear, and therefore an internal gap ofthe first bearing and that
of the second bearing can be removed, and the position of the
first driven gear and that of the second driven gear can be
fixed. In other words, the first driven gear and the second
driven gear can be held so as not to perfonn an operation other
than rotation. Therefore, the engagement between the drive
gear and each gear (i.e., each of the first and second driven
gears) can be prevented from becoming unstable even when
the vessel propulsion apparatus is used according to either
nonnal or reverse rotation specifications. This makes it pos-
sible to prevent the durability of the gears from being
decreased. Therefore, the vessel propulsion apparatus can be
used according to either normal or reverse rotation specifica-
tions.

The position of each of the first and second gears can be
fixed, and the vessel propulsion apparatus can be used accord-
ing to either normal or reverse rotation specifications as
described above, and therefore there is no need to provide
special or unique components exclusively for use in each of
the two different kinds of specifications. Therefore, it is pos-
sible to reduce the production costs and the number ofdevel-
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opment man-hours of the vessel propulsion apparatus. Addi-
tionally, the retail outlet of the vessel propulsion apparatus
has no need to stock special or unique components as spare
components used for repairs for each of the specifications.
Moreover, the first and second bearings and the first and
second driven gears can remove their backlashes by applying
a preload onto the first and second bearings, and therefore it is
possible to prevent the occurrence of an abnormal noise
caused by these backlashes.

The first bearing may include a first inner race cormected to
the second shaft and a first outer race connected to the first
driven gear. The second bearing may include a second imrer
race cormected to the second shaft and a second outer race
comrected to the second driven gear.

The adjusting member may be disposed between the first
bearing and the second bearing.

The second shaft may include a flange disposed between
the first bearing and the second bearing, and the adjusting
member may be disposed between the flange and one of the
first bearing and the second bearing.

The case may define an intemal space in which the first
driven gear and the second driven gear are contained and an
opening cormected to the intemal space, and the second
driven gear may be disposed between the opening and the first
driven gear. In this case, the adjusting member may be dis-
posed between the second driven gear and the second shaft.

The first driven gear and the second driven gear may be the
same in shape. That is, the first driven gear and the second
driven gear may be the same type of gear.

Each ofthe drive gear, the first driven gear, and the second
driven gear may include a bevel gear.

Each of the first bearing and the second bearing may
include a tapered roller bearing.

The first shaft may include a drive shaft that extends in a
vertical direction, and the second shaft may include a propel-
ler shaft that extends in a horizontal direction.

The vessel propulsion apparatus may further include a
third bearing disposed between the first driven gear and the
case and a fourth bearing disposed between the second driven
gear and the case.

Another preferred embodiment of the present invention
provides a vessel propulsion apparatus that includes a first
shaft, a drive gear, a first driven gear, a second driven gear, a
dog clutch, a second shaft, a first bearing, a second bearing,
and a case. The first shaft is a rotationally driven shaft. The
drive gear is connected to the first shaft. The first driven gear
has a tubular shape, and engages the drive gear, and is pressed
forwardly. The second driven gear has a tubular shape, and
engages the drive gear, and is pressed backwardly. The dog
clutch is switched by a shift operation between a connected
state in which the dog clutch is connected to one of the first
driven gear and the second driven gear and a non-connected
state in which the dog clutch is not connected to both the first
drive gear and the second drive gear. The second shaft is
inserted in the first driven gear and in the second driven gear,
and is connected to the dog clutch, and is arranged to undergo
a thrust. The first bearing is disposed between the first driven
gear and the second shaft. The second bearing is disposed
betweenthe second driven gear and the second shaft. The case
contains the drive gear, the first driven gear, the second driven
gear, the dog clutch, the first bearing, and the second bearing.
A thrust applied to the second shaft is transmitted to the case
via the first bearing and the first driven gear or via the second
bearing and the second driven gear. The vessel propulsion
apparatus may further include an adjusting member arranged
to press the first driven gear forwardly and to press the second
driven gear press backwardly. The adjusting member may be
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disposed between the second shaft and at least one of the first
driven gear and the second driven gear. The adjusting member
may be arranged to apply a preload onto the first bearing and
the second bearing.

Still another preferred embodiment of the present inven-
tion provides a vessel propulsion apparatus that includes a
first shaft, a drive gear, a first driven gear, a second driven
gear, a dog clutch, a second shaft, a first bearing, a second
bearing, a case, and an adjusting member. The first shaft is a
rotationally driven shaft. The drive gear is comrected to the
first shaft. The first driven gear and the second driven gear are
tubular, and engage the drive gear. The dog clutch is switched
by a shift operation between a connected state in which the
dog clutch is comrected to one ofthe first driven gear and the
second driven gear and a non-connected state in which the
dog clutch is not connected to both the first drive gear and the
second drive gear. The second shaft is inserted in the first
driven gear and in the second driven gear, and is comrected to
the dog clutch, and is arranged to undergo a tlnust. The first
bearing is disposed between the first driven gear and the
second shaft. The second bearing is disposed between the
second driven gear and the second shaft. The case contains the
drive gear, the first driven gear, the second driven gear, the dog
clutch, the first bearing, and the second bearing. A thrust
applied to the second shaft is transmitted to the case via the
first bearing and the first driven gear or via the second bearing
and the second driven gear. The adjusting member is disposed
between the second driven gear and the second shaft, and is
arranged to apply a preload onto the first bearing and the
second bearing. The second shaft includes a flange disposed
between the dog clutch and the second bearing. The adjusting
member is disposed between the flange and the second bear-
rng.

The above and other elements, features, steps, characteris-
tics and advantages ofthe present inventionwill become more
apparent from the following detailed description of the pre-
ferred embodiments with reference to the attached drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a plan view of a vessel according to a first pre-
ferred embodiment of the present invention.

FIG. 2 is a side view of the vessel propulsion apparatus
according to the first preferred embodiment of the present
invention.

FIG. 3 is a sectional view of a lower unit of the outboard
motor according to the first preferred embodiment of the
present invention.

FIG. 4 is an enlarged view of a portion of FIG. 3.
FIG. 5 is a view of a slider and a cam according to the first

preferred embodiment of the present invention, viewed from
the direction of arrow V of FIG. 3.

FIG. 6 is a view of the slider and the cam according to the
first preferred embodiment of the present invention, viewed
from the direction of arrow VI of FIG. 5.

FIG. 7 is a view for describing a preload applied onto the
first tapered roller bearing and onto the second tapered roller
bearing according to the first preferred embodiment of the
present invention.

FIG. 8 is a sectional view of the lower unit of the outboard
motor according to the first preferred embodiment of the
present invention.

FIG. 9 is a sectional view of the lower unit of the outboard
motor according to the first preferred embodiment of the
present invention.
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FIG. 10 is a sectional view ofthe lower unit ofthe outboard

motor according to the first preferred embodiment of the
present invention.

FIG. 11 is a sectional view ofthe lower unit ofthe outboard
motor according to the first preferred embodiment of the
present invention.

FIG. 12 is a sectional view for describing a force transmis-
sion path when a conventional normal-rotation vessel propul-
sion apparatus generates a thrust in a forward direction.

FIG. 13 is a sectional view for describing a force transmis-
sion path when a conventional normal-rotation vessel propul-
sion apparatus generates a thrust in a backward direction.

FIG. 14 is a sectional view for describing a force transmis-
sion path when the conventional nonnal-rotation vessel pro-
pulsion apparatus is used according to reverse rotation speci-
fications and generates a thrust in the forward direction.

FIG. 15 is a sectional view for describing a force transmis-
sion path when the conventional normal-rotation vessel pro-
pulsion apparatus is used according to reverse rotation speci-
fications and generates a thrust in the backward direction.

FIG. 16 is a sectional view for describing a force transmis-
sion path when a conventional reverse-rotation vessel propul-
sion apparatus generates a thrust in a forward direction.

FIG. 17 is a sectional view for describing a force transmis-
sion path when a conventional reverse-rotation vessel propul -
sion apparatus generates a thrust in a backward direction.

FIG. 18 is a sectional view for describing a force transmis-
sion path when the conventional reverse-rotation vessel pro-
pulsion apparatus is used according to normal rotation speci-
fications and generates a thrust in the forward direction.

FIG. 19 is a sectional view for describing a force transmis-
sion path when the conventional reverse-rotation vessel pro-
pulsion apparatus is used according to normal rotation speci-
fications and generates a thrust in the backward direction.

DETAILED DESCRIPTION OF THE PREFERRED
EMBODIMENTS

First Preferred Embodiment

FIG. 1 is a plan view of a vessel 1 according to a first
preferred embodiment of the present invention.

The vessel 1 preferably includes a hull 2, two vessel pro-
pulsion apparatuses 3 that generate a thrust, a handle 4 oper-
ated by a vessel operator to steer the vessel 1, and a remote
control 5 operated by the vessel operator to perform switching
between forward traveling and backward traveling of the
vessel 1 and to adjust vessel speed. The handle 4 and the
remote control 5 are disposed at a vessel operating portion 6
provided in the hull 2. The two vessel propulsion apparatuses
3 are attached to the rear portion of the hull 2. Each vessel
propulsion apparatus 3 is a normal/reverse-rotation vessel
propulsion apparatus that can be used according to both nor-
mal rotation specifications and reverse rotation specifica-
tions. One of the vessel propulsion apparatuses 3 is used
according to nonnal rotation specifications, and a nonnal-
rotation propeller 7a that generates a thrust in a forward
direction by rotating in a nonnal rotation direction (e.g.,
clockwise when viewed from behind) is attached to this ves-
sel propulsion apparatus 3. The other vessel propulsion appa-
ratus 3 is used according to reverse rotation specifications,
and a reverse-rotation propeller 7b that generates a tlnust in
the forward direction by rotating in a reverse rotation direc-
tion opposite to the nonnal rotation direction is attached to
this vessel propulsion apparatus 3. The rotation direction and
the rotation speed of each propeller 7 are changed by the
remote control 5 operated by the vessel operator.
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FIG. 2 is a side view of the vessel propulsion apparatus 3
according to the first preferred embodiment of the present
invention.

The vessel propulsion apparatus 3 includes an outboard
motor 8 that generates a thrust. The vessel propulsion appa-
ratus 3 additionally includes a clamping bracket 9, a swivel
bracket 10, and a steering shaft 11. The swivel bracket 10 is
cormected to the clamping bracket 9. The steering shaft 11 is
held by the swivel bracket 10 rotatably around a central axis.
The outboard motor 8 is cormected to the steering shaft 11.
The clamping bracket 9 is attached to a transom 12 provided
at the rear portion ofthe hull 2. Therefore, the outboard motor
8 is attached to the transom 12 via the clamping bracket 9, the
swivel bracket 10, and the steering shaft 11. The outboard
motor 8 is arranged rotatably around the steering shaft 11 with
respect to the clamping bracket 9 and the swivel bracket 10.
The outboard motor 8 laterally rotates around the steering
shaft 11 while the vessel operator is operating the handle 4. As
a result, the vessel 1 is steered.

The outboard motor 8 includes an engine 13 that generates
power, a drive shaft 14 that is rotationally driven by the engine
13 in a predetermined direction, and a propeller shaft 15 to
which the rotation of the drive shaft 14 is transmitted. The
outboard motor 8 additionally includes an engine cover 16 in
which the engine 13 is placed, and a casing 17 disposed below
the engine cover 16. The casing 17 includes an upper case 18
and a lower case 19 disposed below the upper case 18. The
drive shaft 14 extends in a vertical direction inside the upper
and lower cases 18 and 19. An upper end portion of the drive
shaft 14 is connected to the engine 13. A lower end portion of
the drive shaft 14 is connected to the propeller shaft 15 via a
gear mechanism 20. The propeller shaft 15 extends in a hori-
zontal direction inside the lower case 19. A rear end portion of
the propeller shaft 15 protrudes backwardly from the lower
case 19. The propeller7 is comrected to the rear end portion of
the propeller shaft 15. The propeller 7 is rotationally driven by
the engine 13. The propeller 7 rotates in the nonnal rotation
direction and in the reverse rotation direction together with
the propeller shaft 15.

FIG. 3 is a sectional view of a lower unit of the outboard
motor 8 according to the first preferred embodiment of the
present invention, and FIG. 4 is an enlarged view of a portion
of FIG. 3. FIG. 5 is a view of a slider 49 and a cam 51
according to the first preferred embodiment of the present
invention, viewed from the direction of arrow V of FIG. 3.
FIG. 6 is a view of the slider 49 and the cam 51 according to
the first preferred embodiment of the present invention,
viewed from the direction ofarrow VI ofFIG. 5. Hereinafter,
reference is made to FIG. 3 and FIG. 4. Reference to FIG. 5
and FIG. 6 is appropriately made if necessary.

The outboard motor 8 includes the gear mechanism 20 that
transmits the rotation of the drive shaft 14 to the propeller
shaft 15. The gear mechanism 20 is contained in an internal
space 21 defined inside the lower case 19. The gear mecha-
nism 20, a housing 37, and so on are built into the internal
space 21 from an opening 22 provided in a rear surface of the
lower case 19. The gear mechanism 20 includes a pinion 23
connected to the lower end portion ofthe drive shaft 14, a first
gear 24 and a second gear 25 that engage the pinion 23, and a
dog clutch 26 that is selectively connected to one of the first
and second gears 24 and 25. Each ofthe pinion 23 and the first
and second gears 24 and 25 is, for example, a bevel gear. The
first and second gears 24 and 25 face each other in a front-rear
direction. The dog clutch 26 is disposed between the first and
second gears 24 and 25. Each of the first and second gears 24,
25 and the dog clutch 26 is cylindrical, and the propeller shaft
15 is inserted in the first and second gears 24, 25 and the dog
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clutch 26. The pinion 23 engages the first and second gears 24
and 25, and therefore, when the pinion 23 rotates, the first and
second gears 24 and 25 rotate in mutually opposite directions.

The first and second gears 24 and 25 are, for example, the
same type ofgear. Therefore, the first and second gears 24 and
25 are the same in shape and in material. Each of the first and
second gears 24 and 25 includes a cylindrical portion 27, a
cylindrical tooth portion 28 that has an outer diameter greater
than the cylindrical portion 27, and a cylindrical engagement
portion 29 disposed inside the tooth portion 28. The corre-
sponding cylindrical portion 27, tooth portion 28, and
engagement portion 29 are coaxial. The propeller shaft 15 is
inserted inside the cylindrical portions 27, the tooth portions
28, and the engagement portions 29 of the first and second
gears 24 and 25. The first and second gears 24 and 25 are
arranged so as to be relatively rotatable with respect to the
propeller shaft 15 and the lower case 19 via a plurality of
bearings 30 to 35 provided in the outboard motor 8.

In detail, the outboard motor 8 includes a cylindrical adap-
tor 36 held by the lower case 19. The cylindrical portion 27 of
the first gear 24 is inserted in the adaptor 36 so that the tooth
portion 28 of the first gear 24 is located behind the adaptor 36
(i.e., at the right side in FIGS. 3 and 4). A first roller bearing
30 is disposed between the adaptor 36 and the cylindrical
portion 27 of the first gear 24, and a first thrust bearing 31 is
disposed between the adaptor 36 and the tooth portion 28 of
the first gear 24. The first gear 24 is rotatably held by the
adaptor 36 via the first roller bearing 30 and the first tlnust
bearing 31. Therefore, the first gear 24 is relatively rotatable
with respect to the lower case 19. A first tapered roller bearing
32 is disposed between the cylindrical portion 27 of the first
gear 24 and the propeller shaft 15. The propeller shaft 15 is
held by the first gear 24 via the first tapered roller bearing 32.
Therefore, the first gear 24 is relatively rotatable with respect
to the propeller shaft 15.

The outboard motor 8 additionally includes a cylindrical
housing 37 held by the lower case 19. The cylindrical portion
27 of the second gear 25 is inserted in the housing 37 so that
the tooth portion 28 ofthe second gear 25 is located in front of
the housing 37 (i .e., at the left side in FIGS. 3 and 4).A second
roller bearing 33 is disposed between the housing 37 and the
cylindrical portion 27 of the second gear 25, and a second
thrust bearing 34 is disposed between the housing 37 and the
tooth portion 28 ofthe second gear 25. The first roller bearing
30 and the second roller bearing 33 preferably are, for
example, the same type ofbearing, and the first thrust bearing
31 and the second tlnust bearing 34 are, for example, the same
type ofbearing (roller bearings). The second gear 25 is rotat-
ably held by the housing 37 via the second roller bearing 33
and the second thrust bearing 34. Therefore, the second gear
25 is relatively rotatable with respect to the lower case 19. A
second tapered roller bearing 35 is disposed between the
cylindrical portion 27 of the second gear 25 and the propeller
shaft 15. The propeller shaft 15 is held by the second gear 25
via the second tapered roller bearing 35. Therefore, the sec-
ond gear 25 is relatively rotatable with respect to the propeller
shaft 15.

The first tapered roller bearing 32 includes a cylindrical
first imrer race 38 that surrounds the propeller shaft 15, a
cylindrical first outer race 39 that surrounds the first inner race
38, and a plurality offirst rollers 40 disposed between the first
inner race 38 and the first outer race 39. The first inner race 38
is connected to the propeller shaft 15, and the first outer race
39 is connected to the first gear 24. The first rollers 40 are
disposed along a conic surface that tapers toward the front.
The first tapered roller bearing 32 is disposed in the first gear
24 (i.e., in the cylindrical portion 27). The first tapered roller
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bearing 32 is prevented from moving from the inside of the
first gear 24 by a first circlip 41 and a washer 60 disposed in
the first gear 24.

On the other hand, the second tapered roller bearing 35
includes a cylindrical second inner race 42 that surrounds the
propeller shaft 15, a cylindrical second outer race 43 that
surrounds the second inner race 42, and a plurality of second
rollers 44 disposed between the second inner race 42 and the
second outer race 43. The second inner race 42 is comrected to
the propeller shaft 15, and the second outer race 43 is con-
nected to the second gear 25. The second rollers 44 are dis-
posed along a conic surface that tapers toward the rear. The
second tapered roller bearing 35 is disposed in the second
gear 25 (i .e., in the cylindrical portion 27). The second
tapered roller bearing 35 is prevented from moving from the
inside of the second gear 25 by the second circlip 45 and the
washer 61 disposed in the second gear 25.

The dog clutch 26 is disposed between the engagement
portion 29 ofthe first gear 24 and the engagement portion 29
of the second gear 25. The dog clutch 26 includes a first
engagement portion 46 that faces the engagement portion 29
of the first gear 24 and a second engagement portion 47 that
faces the engagement portion 29 of the second gear 25. The
dog clutch 26 is comrected to the propeller shaft 15 by, for
example, a spline. Therefore, the dog clutch 26 rotates
together with the propeller shaft 15. Additionally, the dog
clutch 26 is movable along the propeller shaft 15 in the axial
direction ofthe propeller shaft 15 (in the front-rear direction).
The dog clutch 26 is placed at any shift position of a normal
rotation position at which the engagement portion 29 of the
first gear 24 engages the first engagement portion 46, a
reverse rotation position at which the engagement portion 29
ofthe second gear 25 engages the second engagement portion
47, and a neutral position at which the dog clutch 26 is spaced
away from the first and second gears 24 and 25.

In detail, the outboard motor 8 includes a shift mechanism
48 that switches the shift position of the dog clutch 26. The
shift mechanism 48 includes a slider 49 inserted in the front
end portion of the propeller shaft 15, a connection pin 50 that
connects the slider 49 and the dog clutch 26 together, a cam 51
that moves the slider 49 in the front-rear direction, and a shift
actuator 52 that rotates the cam 51. The slider 49 is inserted in
an insertion hole 53 provided in the propeller shaft 15. The
insertion hole 53 extends backwardly from the front end of
the propeller shaft 15 along a central axis of the propeller
shaft 15. The slider 49 is movable in the front-rear direction
along the insertion hole 53. The front end portion of the slider
49 protrudes forwardly from the front end of the propeller
shaft 15, whereas the rear end portion of the slider 49 is
disposed in a through-hole 54 provided in the propeller shaft
15. The through-hole 54 perpendicularly or substantially per-
pendicularly intersects with the insertion hole 53, and pen-
etrates the propeller shaft 15.

The connection pin 50 is comrected to the slider 49 at the
inside of the propeller shaft 15, i.e., at the intersection of the
insertion hole 53 and the through-hole 54. The comrectionpin
50 perpendicularly intersects with the propeller shaft 15, and
both end portions of the comrection pin 50 protrude from the
propeller shaft 15. Both end portions ofthe connection pin 50
are connected to the dog clutch 26 between the first engage-
ment portion 46 and the second engagement portion 47. The
dog clutch 26 and the slider 49 are cormected together so as to
be moved as one in the axial directionofthe propeller shaft 15
via the comrection pin 50. The through-hole 54 is a hole that
is long in the axial direction of the propeller shaft 15. The dog
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clutch 26, the slider 49, and the connectionpin 50 are movable
in the front-rear direction within the range ofthe length ofthe
through-hole 54.

The cam 51 includes a rod portion 55 extending in the
vertical direction and a pin portion 56. The pin portion 56
protrudes downwardly from the rod portion 55. As shown in
FIG. 5, the pin portion 56 is eccentric with respect to the rod
portion 55. As shown in FIGS. 5 and 6, the pin portion 56 is
inserted in an annular groove 57 provided on the front end
portion of the slider 49. The amrular groove 57 surrounds the
front end portion of the slider 49. The pin portion 56 is
inserted in the annular groove 57 at the right or left of the
slider 49. When a shift operation to switch the traveling
direction of the vessel 1 is performed by the vessel operator,
the shift actuator 52 rotates the cam 51 around a central axis
Ll of the rod portion 55. The pin portion 56 is eccentric with
respect to the rod portion 55, and therefore, as shown in FIG.
6, the pin portion 56 moves in the front-rear direction (in the
right-left direction in FIG. 6) while rotating around the central
axis L1 of the rod portion 55 in response to the rotation ofthe
cam 51. Therefore, the slider 49 moves in the front-rear direc-
tion together with the comrection pin 50 and the dog clutch 26
in response to the rotation of the cam 51. In other words, the
dog clutch 26 is placed at any of the normal rotation position,
the reverse rotation position, and the neutral position by the
rotation of the cam 51.

In a state in which the dog clutch 26 is placed at the normal
rotation position, the rotation ofthe drive shaft 14 transmitted
to the first gear 24 via the pinion 23 is transmitted to the dog
clutch 26 via the engagement portion 29 of the first gear 24
and the first engagement portion 46 of the dog clutch 26. As a
result, the propeller shaft 15 and the propeller 7 rotate in the
normal rotation direction. On the other hand, in a state in
which the dog clutch 26 is placed at the reverse rotation
position, the rotation of the drive shalt 14 transmitted to the
second gear 25 via the pinion 23 is transmitted to the dog
clutch 26 via the engagement portion 29 ofthe second gear 25
and the second engagement portion 47 of the dog clutch 26.
As a result, the propeller shaft 15 and the propeller 7 rotate in
the reverse rotation direction. In a state in which the dog
clutch 26 is placed at the neutral position (i.e., the position
shown in FIGS. 3 and 4), the dog clutch 26 is not connected to
eitherofthe first and second gears 24 and 25, and therefore the
rotation ofthe drive shaft 14 is not transmitted to the propeller
shaft 15 and the propeller 7, and the first and second gears 24
and 25 rotate idle.

Even in a case in which the vessel propulsion apparatus 3 is
used according to either of the normal and reverse rotation
specifications, the cam 51 is driven in one rotation direction
around the central axis L1 of the rod portion 55 when a
forward shift operation to switch the traveling direction ofthe
vessel 1 to the forward traveling is performed by the remote
control 5 operated by the vessel operator. Likewise, even in a
case in which the vessel propulsion apparatus 3 is used
according to either of the nonnal and reverse rotation speci-
fications, the cam 51 is driven in the other rotation direction
(i.e., direction opposite to the one rotation direction) around
the central axis L1 ofthe rodportion 55 when a backward shift
operation to switch the traveling direction of the vessel 1 to
the backward traveling is performed by the remote control 5
operated by the vessel operator. In other words, the rotation
direction of the cam 51 is predetennined for each shift opera-
tion in spite of whether the vessel propulsion apparatus 3 is
used according to nonnal or reverse rotation specifications. If
the rotation direction of the cam 51 is constant, the moving
direction of the slider 49 is inverted between a case in which
the pin portion 56 is inserted in the annular groove 57 at the
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right of the slider 49 and a case in which the pin portion 56 is
inserted in the armular groove 57 at the left of the slider 49.
Therefore, the direction in which the slider 49 moves when a
shift operation is perfonned is set according to the insertion
position of the pin portion 56 with respect to the amrular
groove 57.

In a case in which the vessel propulsion apparatus 3 is used
according to nonnal rotation specifications, the pin portion 56
is inserted in the annular groove 57 at the position at which the
slider 49 moves forwardly when a forward shift operation is
performed. On the other hand, in a case in which the vessel
propulsion apparatus 3 is used according to reverse rotation
specifications, the pin portion 56 is inserted in the armular
groove 57 at the position at which the slider 49 moves back-
wardly when a forward shift operation is perfonned. In other
words, in a case in which the vessel propulsion apparatus 3 is
used according to reverse rotation specifications, the pin por-
tion 56 is inserted in the armular groove 57 at the position
opposite to that of a case in which the vessel propulsion
apparatus 3 is used according to nonnal rotation specifica-
tions. The specifications of the vessel propulsion apparatus 3
are set according to a method of assembling the vessel pro-
pulsion apparatus 3 as mentioned above (i.e., according to a
direction in which the cam 51 is fitted), and therefore, even if
the vessel propulsion apparatus 3 is used according to either
of the specifications, the vessel operator can switch the trav-
eling direction of the vessel 1 to the forward traveling by the
same operation, and can switch the traveling direction thereof
to the backward traveling by the same operation.

FIG. 7 is a view for describing a preload applied onto the
first tapered roller bearing 32 and onto the second tapered
roller bearing 35 according to the first preferred embodiment
of the present invention.

The outboard motor 8 includes an adjusting member 58
arranged to apply a preload onto the first tapered roller bear-
ing 32 and onto the second tapered roller bearing 35. The
adjusting member 58 is disposed between the second gear 25
and the propeller shaft 15. The adjusting member 58 is, for
example, annular. The adjusting member 58 includes, for
example, a washer. The adjusting member 58 may include a
plurality ofmembers (e.g., a shim and a washer). The adjust-
ing member 58 may be integrally provided with the propeller
shaft or with the tapered roller bearing, for example, by mold-
ing. The adjusting member 58 surrounds the propeller shaft
15. The propeller shaft 15 includes an amrular flange 59
disposed between the first tapered roller bearing 32 and the
second tapered roller bearing 35. The flange 59 protrudes
outwardly from the propeller shaft 15, and extends in a cir-
cumferential direction ofthe propeller shaft 15 over the whole
circumference. The flange 59 is disposed between the dog
clutch 26 and the second tapered roller bearing 35. The adjust-
ing member 58 is disposed between the flange 59 and the
second tapered roller bearing 35. The adjusting member 58 is
in contact with the flange 59 and with the second tapered
roller bearing 35. The adjusting member 58 and the flange 59
are disposed inside the second gear 25. A member having a
thickness slightly greater than the gap between the flange 59
and the second tapered roller bearing 35 is used as the adjust-
ing member 58 in order to apply a preload. The adjusting
member 58 is preferably made of, for example, carbon tool
steel.

The adjusting member 58 is disposed between the second
imrer race 42 and the flange 59, and therefore the propeller
shaft 15 is disposed more forwardly with respect to the second
tapered roller bearing 35 than in a case in which the adjusting
member 58 is not disposed. Therefore, the first imrer race 38
is pushed forwardly by the propeller shaft 15, and a preload is

applied onto the first tapered roller bearing 32 (see the white
arrow). Additionally, the first imrer race 38 is pushed for-
wardly, and, as a result, the first gear 24 holding the first
tapered roller bearing 32 is pushed forwardly, and the tooth
portion 28 of the first gear 24 is pressed against the first tlnust
bearing 31. An internal gap of the first tapered roller bearing
32 is removed by a preload onto the first tapered roller bearing
32, and the first tapered roller bearing 32 is restrained from
being inclined and being moved in the axial direction. In other
words, a preload applied onto the first tapered roller bearing
32 restrains the displacement ofthe first tapered rollerbearing
32 and the first gear 24.

On the other hand, the propeller shaft 15 pushes the first
tapered roller bearing 32 forwardly, and, as a result, a back-
ward reaction force is applied to the propeller shaft 15, and is
then transmitted to the second inner race 42 via the flange 59
and the adjusting member 58. As a result, the second imrer
race 42 is pushed backwardly, and a preload is applied onto
the second tapered roller bearing 35 (see the white arrow).
Additionally, the second imrer race 42 is pushed backwardly,
and, as a result, the second gear 25 holding the second tapered
roller bearing 35 is pushed backwardly, and the tooth portion
28 of the second gear 25 is pressed against the second thrust
bearing 34. An internal gap of the second tapered roller bear-
ing 35 is removed by the preload onto the second tapered
roller bearing 35, and the second tapered roller bearing 35 is
restrained from being inclined and being moved in the axial
direction. In other words, the preload onto the second tapered
roller bearing 35 makes it possible to restrain the second
tapered roller bearing 35 and the second gear 25 from being
displaced.

Next, a description will be given of a case in which the
vessel propulsion apparatus 3 is used according to nonnal
rotation specifications and a case in which the vessel propul-
sion apparatus 3 is used according to reverse rotation speci-
fications.

FIGS. 8 to 11 are sectional views of the lower unit of the
outboard motor 8 according to the first preferred embodiment
of the present invention. The vessel propulsion apparatus 3
shown in FIGS. 8 and 9 is set at nonnal rotation specifica-
tions, whereas the vessel propulsion apparatus 3 shown in
FIGS. 10 and 11 is set at reverse rotation specifications. In
detail, the pin portion 56 is inserted in the annular groove 57
at the right of the slider 49 (i.e., irmermost side of the figure
sheet) in FIGS. 8 and 9, whereas the pin portion 56 is inserted
in the armular groove 57 at the left of the slider 49 (i.e., near
side of the figure sheet) in FIGS. 10 and 11.

As shown in FIG. 8, when the vessel propulsion apparatus
3 set at nonnal rotation specifications generates a thrust in the
forward direction, the dog clutch 26 is engaged with the first
gear 24 serving as a forward gear (see the black arrow). As a
result, the rotation of the drive shaft 14 is transmitted to the
dog clutch 26 via the pinion 23 and the first gear 24, and the
normal-rotation propeller 7a (see FIG. 1) rotates in the nor-
mal rotation direction together with the dog clutch 26 and the
propeller shaft 15. A thrust in the forward direction generated
by the rotation in the nonnal rotation direction ofthe propeller
7 is transmitted to the propeller shaft 15, the first tapered roller
bearing 32, the washer 60, the circlip 41, the first gear 24, the
first thrust bearing 31, the adaptor 36, and the lower case 19 in
this order (see the white arrow). On the other hand, a reaction
force caused by the transmission ofpower from the pinion 23
to the first gear 24 is applied to the first gear 24 at an engage-
ment position of the pinion 23 and the first gear 24 (see the
crosshatched arrow). In other words, a force by which the first
gear 24 is inclined is applied to the first gear 24. However, a
thrust in the forward direction is applied to the first tapered
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roller bearing 32, and, in addition, a preload is applied onto
the first tapered roller bearing 32 and the first gear, and there-
fore the position of the first gear 24 is fixed. Therefore, the
amount of inclination ofthe first gear 24 is minimized. There-
fore, the engagement between the pinion 23 and the first gear
24 becomes stable, and a force greater than a designed,
assumed value is prevented from being applied to the first
gear 24.

As shown in FIG. 9, when the vessel propulsion apparatus
3 set at nonnal rotation specifications generates a thrust in the
backward direction, the dog clutch 26 is engaged with the
second gear 25 serving as a reverse gear (see the black arrow).
As a result, the rotation of the drive shaft 14 is transmitted to
the dog clutch 26 via the pinion 23 and the second gear 25, and
the normal-rotation propeller 7a (see FIG. 1) rotates in the
reverse rotation direction together with the dog clutch 26 and
the propeller shaft 15. A thrust in the backward direction
generated by the rotation in the reverse rotation direction of
the propeller 7 is transmitted to the propeller shaft 15, the
adjusting member 58, the second tapered roller bearing 35,
the washer 61, the circlip 45, the second gear 25, the second
thrust bearing 34, the housing 37, and the lower case 19 in this
order (see the white arrow). On the other hand, a reaction
force caused by the transmission of the rotation from the
pinion 23 to the second gear 25 is applied to the second gear
25 at an engagement position of the pinion 23 and the second
gear 25 (see the crosshatched arrow). However, when the
vessel travels backwardly, torque transmitted fiom the pinion
23 to the second gear 25 is smaller than when the vessel
travels forwardly, and therefore a reaction force applied to the
second gear 25, which is caused by the transmission ofpower
from the pinion 23 to the second gear 25, is also smaller.
Additionally, a preload is applied onto the second tapered
roller bearing 35 and the second gear 25. Therefore, the
amormt of inclination of the second gear 25 is smaller than
when the vessel travels forwardly.

As shown in FIG. 10, when the vessel propulsion apparatus
3 set at reverse rotation specifications generates a thrust in the
forward direction, the dog clutch 26 is engaged with the
second gear 25 serving as a forward gear (see the black
arrow). As a result, the rotation of the drive shaft 14 is trans-
mitted to the dog clutch 26 via the pinion 23 and the second
gear 25, and the reverse-rotation propeller 7b (see FIG. 1)
rotates in the reverse rotation direction together with the dog
clutch 26 and the propeller shaft 15. A thrust in the forward
direction generated by the rotation in the reverse rotation
direction ofthe propeller 7 is transmitted to the propeller shaft
15, the first tapered roller bearing 32, the washer 60, the
circlip 41, the first gear 24, the first thrust bearing 31, the
adaptor 36, and the lower case 19 in this order (see the white
arrow). On the other hand, a reaction force caused by the
transmission ofpower from the pinion 23 to the second gear
25 is applied to the second gear 25 (see the crosshatched
arrow). As a result, a force by which the second gear 25 is
inclined is applied to the second gear 25. However, a preload
is applied onto the second tapered roller bearing 35 and the
second gear 25, and therefore the amount of inclination of the
second gear 25 is restrained even if the reaction force is
applied to the second gear 25. Therefore, the engagement
between the pinion 23 and the second gear 25 becomes stable,
and a force greater than a designed, assumed value is pre-
vented from being applied to the second gear 25.

As shown in FIG. 11, when the vessel propulsion apparatus
3 set at reverse rotation specifications generates a thrust in the
backward direction, the dog clutch 26 is engaged with the first
gear 24 serving as a reverse gear (see the black arrow). As a
result, the rotation of the drive shaft 14 is transmitted to the
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dog clutch 26 via the pinion 23 and the first gear 24, and the
reverse-rotation propeller 7b (see FIG. 1) rotates in the nor-
mal rotation direction together with the dog clutch 26 and the
propeller shaft 15. A thrust in the backward direction gener-
ated by the rotation in the normal rotation direction of the
propeller 7 is transmitted to the propeller shaft 15, the adjust-
ing member 58, the second tapered roller bearing 35, the
washer 61, the circlip 45, the second gear 25, the second thrust
bearing 34, the housing 37, and the lower case 19 in this order
(see the white arrow). On the other hand, a reaction force
caused by the transmission ofpower from the pinion 23 to the
first gear 24 is applied to the first gear 24 at an engagement
position of the pinion 23 and the first gear 24 (see the cross-
hatched arrow). However, a preload is applied onto the first
tapered roller bearing 32 and the first gear 24, and the reaction
force applied to the first gear 24 when the vessel travels
backwardly is small, and therefore the amount of inclination
of the first gear 24 is smaller than when the vessel travels
forwardly.

As described above, in the first preferred embodiment, the
adjusting member 58 is arranged to apply a preload onto the
first and second tapered rollerbearings 32 and 35, and the first
gear 24 is pressed forwardly whereas the second gear 25 is
pressed downwardly. As a result, an intemal gap of the first
tapered roller bearing 32 and that of the second tapered roller
bearing 35 are removed, and the position of each of the first
and second gears 24 and 25 is fixed. In other words, the first
and second gears 24 and 25 are held so as not to perform an
operation other than rotation. Therefore, the engagement
between the pinion 23 and each gear (i.e., each ofthe first and
second gears 24 and 25) can be prevented from becoming
unstable even when the vessel propulsion apparatus 3 is used
according to either normal or reverse rotation specifications.
This makes it possible to prevent the durability of the gears
(i.e., the pinion 23, the first gear 24, and the second gear 25)
from being decreased. Therefore, the vessel propulsion appa-
ratus 3 can be used according to either normal or reverse
rotation specifications.

The position of each ofthe first and second gears 24 and 25
can be fixed, and the vessel propulsion apparatus 3 can be
used according to either nonnal or reverse rotation specifica-
tions as described above, and therefore there is no need to
provide special or unique components exclusively for each of
the nonnal and reverse rotation specifications. Therefore, it is
possible to reduce the production costs and the number of
development man-hours ofthe vessel propulsion apparatus 3.
Additionally, the retail outlet of the vessel propulsion appa-
ratus 3 has no need to stock special or unique components as
spare components used for repairs for each of the normal and
reverse rotation specifications. Still additionally, the first
tapered roller bearing 32, the second tapered roller bearing
35, the first gear 24, and the second gear 25 can remove their
backlashes by applying a preload onto the first and second
tapered roller bearings 32 and 35, and therefore it is possible
to prevent the occurrence of an abnormal noise caused by
these backlashes.

Additionally, the vessel 1 usually travels forwardly more
often than backwardly. Therefore, in the vessel propulsion
apparatus 3 used according to normal rotation specifications,
the number of times of use of the first gear 24 serving as a
forward gear (e.g., the number of times of comrection to the
dog clutch 26) is greater than the nrnnber oftimes ofuse ofthe
second gear 25 serving as a reverse gear. On the other hand, in
the vessel propulsion apparatus 3 used according to reverse
rotation specifications, the number of times of use of the
second gear 25 serving as a forward gear is greater than the
nrnnber oftimes ofuse ofthe first gear 24 serving as a reverse
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gear. Therefore, the first gear 24 is more easily worn out than
the second gear 25 in the vessel propulsion apparatus 3 used
according to normal rotation specifications, whereas the sec-
ond gear 25 is more easily wom out than the first gear 24 in the
vessel propulsion apparatus 3 used according to reverse rota-
tion specifications.

Thus, in the vessel propulsion apparatus 3, the gear (one of
the first and second gears 24 and 25) used as a forward gear is
worn out more easily. Therefore, if the two first gears 24 are
replaced with each other between the two vessel propulsion
apparatuses 3 used according to the mutually different speci-
fications and ifthe two second gears 25 are replaced with each
other therebetween, the gear used as a forward gear is used as
a reverse gear, and the gear used as a reverse gear is used as a
forward gear. As a result, the first and second gears 24 and 25
can be used and worn evenly, and therefore the product life of
the vessel propulsion apparatus 3 can be lengthened. Addi-
tionally, if the same vessel propulsion apparatus 3 is used
according to one of the two different kinds of specifications
and is then used according to the other one, the first and
second gears 24 and 25 can be used and worn evenly. There-
fore, the product life of the vessel propulsion apparatus 3 can
be lengthened.

Additionally, in the first preferred embodiment, the lower
case 19 defines the intemal space 21 in which the gear mecha-
nism 20 is contained and the opening 22 comrected to the
internal space 21. The gear mechanism 20 and the housing 37
are built into the intemal space 21 from the opening 22. The
second gear 25 is disposed between the opening 22 and the
first gear 24. In other words, the second gear 25 is disposed
closer to the opening 22 than the first gear 24. In the produc-
tion process of the vessel propulsion apparatus 3, there is a
possibility that the adjusting member 58 that has already been
built in the lower case 19 will be detached and replaced with
another adjusting member 58 having a different thickness, for
example, when the vessel propulsion apparatus 3 does not
satisfy a predetermined performance. For example, when the
adjusting member 58 is disposed between the first gear 24 and
the propeller shaft 15, there is a need to detach a plurality of
components including the housing 37, the second gear 25,
and the pinion 23 from the lower case 19 through the opening
22 in order to change the adjusting member 58. On the other
hand, the second gear 25 is disposed closer to the opening 22
than the first gear 24, and therefore the number ofcomponents
to be detached from the lower case 19 in order to change the
adjusting member 58 is small when the adjusting member 58
is disposed between the second gear 25 and the propeller shaft
15. Therefore, the number ofman-hours relative to the change
ofthe adjusting member 58 can be decreased by disposing the
adjusting member 58 between the second gear 25 and the
propeller shaft 15.

Additionally, in the first preferred embodiment, the first
and second gears 24 and 25 preferably are the same type of
gear, and are the same in shape. Therefore, the kinds of
components used in the vessel propulsion apparatus 3 can be
decreased. As a result, the production costs and the number of
development man-hours of the vessel propulsion apparatus 3
can be reduced. Additionally, the first and second gears 24 and
25 are the same in shape, and therefore the first and second
gears 24 and 25 can be used and wom evenly by replacing the
first and second gears 24 and 25 with each other in the same
vessel propulsion apparatus 3 after this vessel propulsion
apparatus 3 has been used during a fixed period of time. As a
result, the product life of the vessel propulsion apparatus 3
can be lengthened.

Other Preferred Embodiments

Although the first preferred embodiment of the present
invention has been described above, the present invention is

not limited to the contents of the first preferred embodiment,
and can be variously modified within the scope of the
appended claims.

For example, in the first preferred embodiment, the vessel
1 is preferably provided with the two vessel propulsion appa-
ratuses 3 as described above. However, the number of vessel
propulsion apparatuses 3 ofthe vessel 1 is not limited to two,
and may be one or may be three or more.

Additionally, in the first preferred embodiment, the adjust-
ing member 58 is preferably disposed between the second
gear 25 and the propeller shaft 15 as described above. How-
ever, the adjusting member 58 may be disposed between the
first gear 24 and the propeller shaft 15.

Additionally, in the first preferred embodiment, the first
and second gears 24 and 25 preferably are the same in shape
as described above. However, the first and second gears 24
and 25 may have mutually different shapes.

Additionally, in the first preferred embodiment, each ofthe
pinion 23, the first gear 24, and the second gear 25 preferably
is a bevel gear as described above. However, the pinion 23
may be a gear other than the bevel gear. The same applies to
the first and second gears 24 and 25.

Additionally, as described above, in the first preferred
embodiment, the first and second roller bearings 30 and 33
preferably are the same type of bearing, whereas the first and
second thrust bearings 31 and 34 are the same type ofbearing.
However, the first and second roller bearings 30 and 33 may
have mutually different shapes. The same applies to the first
and second thrust bearings 31 and 34.

Additionally, in the first preferred embodiment, each ofthe
first bearing (the first tapered roller bearing 32) supporting the
first gear 24 and the second bearing (the second tapered roller
bearing 35) supporting the second gear 25 preferably is a
tapered roller bearing as described above. However, without
being limited to the tapered roller bearing, each of the bear-
ings 32 and 35 may be another type ofbearing such as a ball
bearing. The same applies to the bearings 30, 31, 33, and 34
other than the bearings 32 and 35.

Additionally, in the first preferred embodiment, the vessel
propulsion apparatus 3 preferably includes the outboard
motor 8 as described above. However, the vessel propulsion
apparatus 3 may be an inboard-outboard motor. In other
words, the vessel propulsion apparatus 3 may be arranged to
include an engine disposed inside the vessel and a propulsion
unit disposed outside the vessel and to generate a thrust by
driving the propulsion unit via the engine. If so, the first and
second gears 24 and 25 may be arranged to be disposed in the
propulsion unit, and the adjusting member 58 may be
arranged to apply a preload onto the first bearing supporting
the first gear 24 and onto the second bearing supporting the
second gear 25.

Additionally, in the first preferred embodiment, the inser-
tion position of the pin portion 56 with respect to the amrular
groove 57 is preferably changed by whether the vessel pro-
pulsion apparatus 3 is used according to normal or reverse
rotation specifications as described above (see FIG. 3). How-
ever, the insertion position of the pin portion 56 with respect
to the amrular groove 57 may be fixed, and the rotation direc-
tion ofthe cam 51 by the shift actuator 52 (see FIG. 3) may be
changed by whether the vessel propulsion apparatus 3 is used
according to nonnal or reverse rotation specifications. In
other words, in Drive-By-Wire (DBW), the specifications of
the vessel propulsion apparatus 3 may be changed by control-
ling a direction in which the shift actuator 52(electric actua-
tor) is operated.

In detail, if the rotation direction of the cam 51 is fixed, the
moving direction of the dog clutch 26 is changed by the
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insertion position of the pin portion 56 with respect to the
armular groove 57. Onthe other hand, the moving direction of
the dog clutch 26 is reversed if the rotation direction of the
cam 51 is reversed even when the insertion position of the pin
portion 56 with respect to the annular groove 57 is fixed.
Therefore, the specifications of the vessel propulsion appara-
tus 3 may be set by the rotation direction of the cam 51 by the
shift actuator 52. In other words, when the vessel propulsion
apparatus 3 is used according to reverse rotation specifica-
tions, the cam 51 may be rotationally driven in a direction
opposite to the direction given when the vessel propulsion
apparatus 3 is used according to normal rotation specifica-
tions. If so, a method of assembling the vessel propulsion
apparatus 3 (i.e., a direction in which the cam 51 is fitted) is
not necessarily required to be changed for each of the nonnal
and reverse rotation specifications.

The present application corresponds to Japanese Patent
Application No. 2011-051668 filed on Mar. 9, 2011 in the
Japan Patent Office, the entire disclosure of which is incor-
porated herein by reference.

While preferred embodiments of the present invention
have been described above, it is to be understood that varia-
tions and modifications will be apparent to those skilled in the
art without departing from the scope and spirit of the present
invention. The scope of the present invention, therefore, is to
be determined solely by the following claims.

What is claimed is:
1. A vessel propulsion apparatus comprising:
a first shaft that is rotationally driven;
a drive gear connected to the first shaft;
a tubular first driven gear that is disposed forward relative

to the first shaft and engages the drive gear;
a tubular second driven gear that is disposed rearward

relative to the first shafi and engages the drive gear;
a dog clutch that is switched by a shift operation between a

comrected state in which the dog clutch is connected to
one of the first driven gear and the second driven gear
and a non-comrected state in which the dog clutch is not
comrected to either ofthe first driven gear and the second
driven gear;

a second shaft that is inserted in the first driven gear and in
the second driven gear and comrected to the dog clutch;

a bearing disposed between an imrer surface of the second
driven gear and an outer surface of the second shaft;
wherein

the second driven gear is pressed backwardly by a preload
onto the bearing.

2. The vessel propulsion apparatus according to claim 1,
whereinthe vessel propulsion apparatus has areverse rotation
specification that generates a thrust in a forward direction
when the dog clutch is engaged with the second driven gear.

3. The vessel propulsion apparatus according to claim 1,
further comprising an adjusting member that applies the pre-
load onto the bearing.

4. The vessel propulsion apparatus according to claim 3,
wherein the adjusting member is a shim having an armular
shape or a washer having an annular shape.

5. The vessel propulsion apparatus according to claim 3,
wherein the second shaft includes an annular flange that pro-
trudes outwardly from the outer surface of the second shaft;

the flange is disposed between the dog clutch and the
bearing; and

the adjusting member is disposed between the flange and
the bearing.

6. The vessel propulsion apparatus according to claim 1,
wherein the bearing is a tapered roller bearing.

7. The vessel propulsion apparatus according to claim 6,
wherein the tapered rollerbearing includes a cylindrical inner
race, a cylindrical outer race, and a plurality of rollers dis-
posed between the inner race and the outer race; and

the plurality of rollers are disposed along a conic surface
that tapers toward a rear of the vessel propulsion appa-
ratus.

8. The vessel propulsion apparatus according to claim 6,
wherein the tapered roller bearing includes a cylindrical imrer
race, a cylindrical outer race, and a plurality of rollers dis-
posed between the imrer race and the outer race; and

the adjusting member is disposed between the inner race
and the flange.
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