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Description 

The  present  invention  relates  to  an  apparatus  for  controlling  an  oil  pressure  for  a  vehicular  automatic 
transmission,  said  apparatus  comprising  an  accumulator  connected  to  an  oil  passage  which  is  in  commu- 

5  nication  with  a  hydraulic  engaging  element  for  transmission  or  speed  changing,  a  regulator  valve  for 
regulating  an  oil  pressure  to  be  supplied  to  said  hydraulic  engaging  element,  a  first  pressure  control  valve 
of  electromagnetic  type  for  controlling  an  output  oil  pressure  of  said  regulator  valve  by  causing  an  oil 
pressure  to  act  thereupon,  and  a  second  pressure  control  valve  of  electromagnetic  type  for  controlling  a 
back  pressure  of  said  accumulator. 

io  An  apparatus  for  this  type  is  known  from  EP-A-0  354  006  in  connection  with  an  automatic  transmission 
for  a  vehicle  such  as  an  automobile  having  a  speed  stage  shifting  mechanism  including  parallely  arranged 
first  and  second  input  clutches  and  adapted  to  selectively  engage  the  first  and  second  input  clutches  in 
three  ways  of  engaging  the  first  input  clutch  with  the  second  input  clutch  being  disengaged  to  provide  a  first 
speed  stage,  engaging  the  second  input  clutch  with  the  first  clutch  being  disengaged  to  provide  a  second 

75  speed  stage  and  engaging  both  the  first  and  second  clutches  to  provide  a  third  speed  stage.  A  hydraulic 
control  device  has  a  first  valve  for  switching  over  connection  of  the  first  input  clutch  with  a  hydraulic 
pressure  supply  and  a  drain,  a  second  valve  for  exchanging  connection  of  the  second  input  clutch  and  a  fail 
safe  port  with  a  hydraulic  pressure  supply  and  a  drain,  and  a  passage  for  connecting  the  drain  for  the  first 
valve  with  the  fail  safe  port  of  the  second  valve  so  that  at  least  one  of  the  first  and  second  input  clutch  is 

20  supplied  with  hydraulic  pressure  regardless  of  sticking  of  the  first  and/or  the  second  valve. 
Japanese  Published  Unexamined  Patent  Application  No.  JP-A-62255645/1987  discloses  an  apparatus 

which  comprises  accumulators  connected  to  oil  passages  which  are  communicated  with  hydraulic  engaging 
elements  for  transmission  or  speed  changing,  a  regulator  valve  for  regulating  the  oil  pressure  to  be  supplied 
to  the  hydraulic  engaging  elements,  a  first  pressure  control  valve  of  electromagnetic  type  for  controlling  the 

25  output  oil  pressure  of  the  regulator  valve  by  causing  the  oil  pressure  to  act  thereupon,  a  second  pressure 
control  valve  of  electromagnetic  type  for  controlling  the  back  pressure  of  the  accumulators,  wherein  at  the 
time  of  transmission  or  speed  change  operation,  the  output  oil  pressure  of  the  regulator  valve  and  the  back 
pressure  of  the  accumulators  are  varied  by  an  electronic  control  circuit  via  both  pressure  control  valves, 
whereby  shocks  at  the  time  of  speed  changing  are  absorbed  or  alleviated. 

30  In  the  above-described  apparatus,  if  the  pressure  control  valve  is  locked  due  to  a  failure  in  the  solenoid 
thereof,  sticking  of  the  spool  or  the  like  into  a  condition  in  which  a  drain  port  thereof  is  opened  whereby  the 
output  oil  pressure  is  lowered,  the  oil  pressure  to  be  controlled  by  this  pressure  control  valve  will  also  be 
kept  low.  As  a  consequence,  an  adequate  control  can  no  longer  be  effected. 

This  invention  has  the  object  to  provide  an  apparatus  for  controlling  an  oil  pressure  for  a  vehicular 
35  automatic  transmission,  in  which  apparatus,  even  if  one  of  the  first  and  the  second  pressure  control  valves 

gets  out  of  order,  an  appropriate  control  can  be  effected  provided  that  the  other  is  in  good  order. 
In  order  to  accomplish  this  object,  the  apparatus  of  the  above  type  is  characterized  in  that  a  drain  port 

of  one  of  the  first  and  second  pressure  control  valves  is  connected  to  an  oil  pasage  on  an  output  side  of  the 
other  of  the  pressure  control  valves. 

40  Useful  designs  of  the  apparatus  under  the  present  invention  are  depicted  in  the  subclaims. 
With  the  use  of  the  present  invention,  even  if  one  of  the  pressure  control  valves  is  locked  into  a 

condition  in  which  the  drain  port  is  open,  the  output  oil  pressure  of  the  other  of  the  pressure  control  valves 
is  output  via  the  drain  port  of  the  above-described  one  pressure  control  valve  to  the  output  side  oil  passage 
of  the  above-described  one  pressure  control  valve,  provided  that  the  other  pressure  control  valve  is  in  good 

45  order.  A  fail-safe  function  can  thus  be  secured  or  obtained. 
If  the  second  pressure  control  valve  is  out  of  order  so  that  the  back  pressure  of  the  accumulator 

becomes  low,  the  consequence  will  only  be  that  the  shock  at  the  time  of  transmission  or  speed  changing  is 
affected  to  a  certain  degree.  However,  if  the  first  pressure  control  valve  is  out  of  order,  so  that  the  output  oil 
pressure  of  the  regulator  valve  becomes  low,  slippage  occurs  in  the  hydraulic  engaging  elements  due  to 

50  lack  in  the  engaging  force,  with  the  result  that  the  engaging  elements  will  give  rise  to  wear.  Therefore,  it  is 
desirable  to  define  the  first  pressure  control  valve  so  that  no  slippage  occurs  in  the  hydraulic  engaging 
elements  due  to  the  failure  in  the  first  pressure  control  valve. 

If  both  pressure  control  valves  are  in  good  order,  there  is  a  possibility  that  the  output  oil  pressure  of  one 
of  the  pressure  control  valves  goes  wrong  under  the  influence  of  the  output  oil  pressure  of  the  other  of  the 

55  pressure  control  valves,  the  output  oil  pressure  of  the  other  pressure  control  valve  being  input  through  the 
drain  port  of  the  above-described  one  pressure  control  valve.  However,  this  kind  of  disadvantage  will  not 
happen  if  the  output  oil  pressure  of  the  above-described  other  pressure  control  valve  is  arranged  to  be 
equal  to  or  below  the  output  oil  pressure  of  the  above-described  one  pressure  control  valve.  In  this  case, 
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when  the  output  oil  pressure  of  the  above-described  one  pressure  control  valve  is  high,  its  drain  port  is 
closed  and,  therefore,  the  output  oil  pressure  thereof  does  not  affect  the  output  oil  pressure  of  the  above- 
described  other  pressure  control  valve. 

In  a  preferred  embodiment  hereinbelow  described,  it  is  a  regulator  valve  14  that  corresponds  to  the 
5  regulator  valve  in  the  foregoing  explanation. 

BRIEF  DESCRIPTION  OF  THE  DRAWINGS 

The  above  and  other  objects  and  the  attendant  advantages  of  this  invention  will  become  readily 
io  apparent  by  reference  to  the  following  detailed  description  when  considered  in  conjunction  with  the 

accompanying  drawings  wherein: 
Fig.  1  is  a  diagram  of  one  example  of  a  transmission  to  which  this  invention  is  applied; 
Fig.  2  is  a  hydraulic  oil  circuit  diagram  of  one  embodiment  of  this  invention  apparatus; 
Fig.  3  is  an  enlarged  diagram  of  an  important  portion  of  the  hydraulic  circuit  shown  in  Fig.  2;  and 

is  Fig.  4  is  a  diagram  showing  the  characteristics  of  control  of  line  pressure  by  a  first  pressure  control 
valve. 

DETAILED  DESCRIPTION  OF  A  PREFERRED  EMBODIMENT 

20  Referring  to  Fig.  1,  numeral  1  denotes  a  transmission  for  effecting  the  changing  or  shifting  of  a  vehicle 
speed  to  five  forward  speeds  and  one  reverse  speed.  The  transmission  1  comprises:  an  input  shaft  1a 
which  is  connected  to  an  engine  2  via  a  fluid  torque  converter  3;  an  output  shaft  1b  which  is  connected  to 
driving  wheels  4  of  the  vehicle  via  a  differential  gear  5;  and  first-  to  fifth-speed  forward  transmission  trains 
G1,  G2,  G3,  G4,  G5  and  one  reverse  transmission  train  GR,  all  transmission  trains  being  disposed  between 

25  the  input  shaft  1a  and  the  output  shaft  1b.  In  each  of  the  forward  transmission  trains,  there  is  interposed 
hydraulic  engaging  means  in  the  form  of  a  hydraulic  clutch  C1  ,  C2,  C3,  C4,  C5  respectively  so  that,  through 
the  engagement  of  each  hydraulic  clutch,  each  of  the  transmission  trains  can  be  selectively  established. 
The  reverse  transmission  train  GR  is  arranged  to  use  the  fourth-speed  clutch  C4  in  common  with  the  fourth- 
speed  transmission  train  G4.  The  fourth-speed  transmission  train  G4  or  the  reverse  transmission  train  GR  is 

30  selectively  established  by  changing  over  a  selector  gear  6  to  the  forward  position  in  the  left-hand  side  in 
Fig.  1  and  the  reverse  position  in  the  right-hand  side  thereof. 

The  supply  and  discharge  of  hydraulic  oil  to  and  from  each  of  the  hydraulic  clutches  C1  ,  C2,  C3,  C4, 
C5  are  controlled  by  the  hydraulic  oil  circuit  shown  in  Fig.  2.  This  will  now  be  described  in  more  detail.  The 
hydraulic  oil  circuit  comprises:  a  hydraulic  power  source  7;  a  manual  valve  8  which  can  be  changed  over 

35  among  a  total  of  seven  positions,  i.e.,  a  parking  position  P,  a  reverse  position  R,  a  neutral  position  N  (the 
position  as  illustrated),  an  automatic  transmission  or  speed  change  position  D5  for  changing  the  speed 
among  first-speed  through  fifth-speed,  an  automatic  speed  change  position  D3  for  changing  the  speed 
among  first-speed  through  third-speed,  a  second-speed  hold  position  2  and  a  first-speed  hold  position  1;  a 
main  shift  valve  9  for  selecting  a  low-speed  system  consisting  of  the  first-speed  transmission  train  G1  and 

40  the  second-speed  transmission  train  G2  and  a  high-speed  system  consisting  of  the  third-speed  transmission 
train  G3,  the  fourth-speed  transmission  train  G4  and  the  fifth-speed  transmission  train  G5;  a  1-2  shift  valve 
10  which  is  connected  to  the  downstream  of  the  main  shift  valve  9;  a  3-4  shift  valve  11  which  is  connected 
to  the  downstream  of  the  main  shift  valve  9  in  parallel  with  the  1-2  shift  valve  10;  a  4-5  shift  valve  12  which 
is  connected  to  the  downstream  of  the  3-4  shift  valve  11;  and  a  servo  valve  13  which  is  for  changing  over 

45  between  forward  transmission  and  reverse  transmission  and  is  connected  with  a  fork  6a  to  be  engaged  with 
the  selector  gear  6.  These  valves  are  shown  in  detail  in  Fig.  3. 

When  the  manual  valve  8  is  in  the  D5  range,  No.  1  oil  passage  L1  which  is  connected  to  the  hydraulic 
power  source  7  is  connected  via  an  annular  groove  8a  of  the  manual  valve  8  to  No.  2  oil  passage  L2  which 
is  communicated  with  the  main  shift  valve  9.  The  oil  which  is  adjusted  by  a  regulator  valve  14  to  a 

50  predetermined  line  pressure  is  thus  supplied  from  No.  1  oil  passage  L1  to  No.  2  oil  passage  L2.  When  the 
main  shift  valve  9  is  changed  over  to  the  low-speed  position  (the  position  as  illustrated)  in  which  the  low- 
speed  system  is  selected,  No.  2  oil  passage  L2  is  connected  via  an  annular  groove  9a  of  the  main  shift 
valve  9  to  No.  3  oil  passage  L3  which  is  communicated  with  the  1-2  shift  valve  10,  When  the  1-2  shift  valve 
10  is  changed  over  to  the  right-hand  first-speed  position,  which  is  the  downshift  position,  No.  3  oil  passage 

55  L3  is  connected  via  an  annular  groove  10a  of  the  shift  valve  10  to  No.  4  oil  passage  L4  which  is 
communicated  with  the  first-speed  hydraulic  clutch  C1  ,  with  the  result  that  the  first-speed  transmission  train 
G1  is  established.  When  the  1-2  shift  valve  10  is  changed  over  to  the  left-hand  second-speed  position  (the 
position  as  illustrated),  No.  3  oil  passage  L3  is  connected  via  an  annular  groove  10b  of  the  1-2  shift  valve  10 

3 
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to  No.  5  oil  passage  L5  which  is  communicated  with  the  second-speed  hydraulic  clutch  C2,  with  the  result 
that  the  second-speed  transmission  train  G2  is  established.  When  the  main  shift  valve  9  is  changed  over  to 
the  left-hand  high-speed  position  in  which  the  high-speed  system  is  selected,  No.  2  oil  passage  L2  is 
connected  via  an  annular  groove  9b  of  the  main  shift  valve  9  to  No.  6  oil  passage  L6  which  is 

5  communicated  with  the  3-4  shift  valve  1  1  .  When  the  3-4  shift  valve  1  1  is  changed  over  to  the  left-hand  third- 
speed  position,  which  is  the  downshift  position  (the  position  as  illustrated),  No.  6  oil  passage  L6  is 
connected  via  an  annular  groove  11a  of  the  3-4  shift  valve  11  to  No.  7  oil  passage  L7  which  is 
communicated  with  the  third-speed  hydraulic  clutch  C3,  with  the  result  that  the  third-speed  transmission 
train  G3  is  established.  When  the  3-4  shift  valve  11  is  changed  over  to  the  right-hand  fourth-speed  position, 

io  which  is  the  upshift  position,  No.  6  oil  passage  L6  is  connected  via  an  annular  groove  11b  of  the  3-4  shift 
valve  11  to  No.  8  oil  passage  L8  which  is  communicated  with  the  4-5  shift  valve  12.  When  the  4-5  shift 
valve  12  is  changed  over  to  the  right-side  fourth-speed  position,  which  is  downshift  position,  No.  8  oil 
passage  L8  is  connected  via  an  annular  groove  12a  of  the  4-5  shift  valve  12  to  No.  9  oil  passage  L9.  In  the 
D5  range  of  the  manual  valve  8,  the  oil  is  supplied  to  the  fourth-speed  hydraulic  clutch  C4  through  No.  10 

is  oil  passage  L10  which  is  connected  to  No.  9  oil  passage  L9  via  an  annular  groove  8b  of  the  manual  valve  8, 
with  the  result  that  the  fourth-speed  transmission  train  G4  is  established.  When  the  4-5  shift  valve  12  is 
changed  over  to  the  left-hand  fifth-speed  position  (the  position  as  illustrated),  which  is  the  upshift  position, 
No.  8  oil  passage  L8  is  connected  via  an  annular  groove  12b  of  the  4-5  shift  valve  12  to  No.  11  oil  passage 
L11  which  is  communicated  with  the  fifth-speed  hydraulic  clutch  C5,  with  the  result  that  the  fifth-speed 

20  transmission  train  G5  is  established. 
The  main  shift  valve  9,  the  1-2  shift  valve  10  and  the  3-4  shift  valve  11  are  shift-controlled  by  No.  1 

through  No.  3  solenoid  valves  15i,  152,  153,  respectively,  which  are  opened  and  closed  by  a  non-illustrated 
electronic  control  circuit.  This  will  now  be  described  in  more  detail.  A  modulator  pressure  (i.e.,  a 
predetermined  pressure  which  is  lower  than  the  line  pressure)  from  a  modulator  valve  16  which  is 

25  connected  to  No.  1  oil  passage  L1  is  arranged  to  be  input:  to  a  right-side  oil  chamber  9c  of  the  main  shift 
valve  9  through  No.  13  passage  L13  which  is  connected  via  an  orifice  17i  to  No.  12  oil  passage  L12  on  the 
output  side  of  the  modulator  valve  16;  to  a  left-side  oil  chamber  10c  of  the  1-2  shift  valve  10  through  No.  14 
oil  passage  L14  which  is  connected  via  another  orifice  172  to  No.  12  oil  passage  L12;  and  to  a  left-side  oil 
chamber  11c  of  the  3-4  shift  valve  11  through  No.  15  oil  passage  L15  which  is  connected  via  still  another 

30  orifice  173  to  No.  12  oil  passage  L12.  To  each  of  these  No.  13  through  No.  15  oil  passages  there  are 
connected  No.  1  through  No.  3  normally-closed  type  solenoid  valves  15i,  152,  153  for  opening  each  of  the 
oil  passages  to  atmosphere.  In  addition,  No.  14  oil  passage  L14  is  connected  to  a  left-side  oil  chamber  12c 
of  the  4-5  shift  valve  12.  No.  2  solenoid  valve  152  is  thus  made  to  be  a  common  solenoid  valve  for  changing 
over  both  the  1-2  shift  valve  10  and  the  4-5  shift  valve  12.  The  transmission  or  speed  change  operation 

35  among  the  first-speed  through  the  fifth-speed  is  effected  by  opening  and  closing  No.  1  through  No.  3 
solenoid  valves  15i  ,  152,  153  in  the  manner  as  described  below. 

Namely,  at  the  first  speed,  No.  1  solenoid  valve  15i  is  opened  and  No.  2  solenoid  valve  152  is  closed. 
As  a  result  of  this  operation,  the  input  of  the  modulator  pressure  to  the  oil  chamber  9c  of  the  main  shift 
valve  9  is  cut  off,  so  that  the  main  shift  valve  9  is  changed  over  to  the  right-hand  low-speed  position  by  a 

40  spring  9d.  At  the  same  time,  the  1-2  shift  valve  10  is  changed  over,  due  to  the  input  of  the  modulator 
pressure  to  the  oil  chamber  10c,  to  the  right-hand  first-speed  position  against  the  spring  10d,  with  the  result 
that  the  first-speed  transmission  train  G1  is  established  as  described  above.  When  the  3-4  shift  valve  11  is 
in  the  right-hand  fourth-speed  position  as  will  be  described  in  detail  hereinafter,  the  line  pressure  is  input 
from  No.  1  oil  passage  L1  to  a  right-end  oil  chamber  10e  of  the  1-2  shift  valve  10  through  No.  18  oil 

45  passage  L18,  whereby  the  1-2  shift  valve  10  is  restrained  to  the  left-hand  second-speed  position.  Therefore, 
at  the  time  of  the  first  speed,  No.  3  solenoid  valve  153  is  opened  to  change  over  the  3-4  shift  valve  11  to 
the  left-hand  third-speed  position. 

At  the  second  speed,  No.  1  solenoid  valve  15i  is  opened  and  No.  2  solenoid  valve  152  is  opened.  As  a 
result  of  this  operation,  the  main  shift  valve  9  is  in  the  low-speed  position  like  in  the  first  speed.  On  the 

50  other  hand,  the  input  of  the  modulator  pressure  to  the  oil  chamber  10c  of  the  1-2  shift  valve  10  is  cut  off,  so 
that  the  1-2  shift  valve  10  is  changed  over  to  the  left-hand  second-speed  position  by  a  spring  10d,  with  the 
result  that  the  second  speed  train  G2  is  established  as  described  above.  In  this  case,  No.  3  solenoid  valve 
153  may  be  left  open  or  closed. 

At  the  third  speed,  No.  1  solenoid  valve  15i  is  closed  and  No.  3  solenoid  valve  153  is  opened.  As  a 
55  result  of  this  operation,  the  main  shift  valve  9  is  changed  over,  due  to  the  input  of  the  modulator  pressure  to 

the  oil  chamber  9c  of  the  main  shift  valve  9,  to  the  left-hand  high-speed  position  against  the  spring  9d.  At 
the  same  time,  since  the  input  of  the  modulator  pressure  to  the  oil  chamber  11c  of  the  3-4  shift  valve  11  is 
cut  off,  the  3-4  shift  valve  11  is  changed  over  to  the  left-hand  third-speed  position  by  a  spring  11d,  with  the 
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result  that  the  third-speed  transmission  train  G3  is  established  as  described  above.  In  this  case,  No.  2 
solenoid  valve  152  may  be  left  open  or  closed. 

At  the  fourth  speed,  No.  1  through  No.  3  solenoid  valves  15i  ,  152,  153  are  all  closed.  As  a  result  of  this 
operation,  the  main  shift  valve  9  is  in  the  high-speed  position  like  at  the  third  speed.  On  the  other  hand,  the 

5  3-4  shift  valve  11  is  changed  over  to  the  right-hand  fourth-speed  position.  At  the  same  time,  the  4-5  shift 
valve  12  is  changed  over,  due  to  the  input  of  the  modulator  pressure  to  the  oil  chamber  12c  of  the  4-5  shift 
valve  12,  to  the  right-hand  fourth-speed  position  against  a  spring  12d,  with  the  result  that  the  fourth  speed 
transmission  train  G4  is  established  as  described  above. 

At  the  fifth  speed,  No.  1  and  No.  3  solenoid  valves  15i  ,  153  are  closed  and  No.  2  solenoid  valve  152  is 
io  opened.  As  a  result  of  this  operation,  the  main  shift  valve  9  and  the  3-4  shift  valve  11  are  held  in  the  high- 

speed  position  and  the  fourth-speed  position,  respectively,  like  at  the  fourth  speed.  On  the  other  hand,  the 
input  of  the  modulator  pressure  to  the  oil  chamber  12c  of  the  4-5  shift  valve  12  is  cut  off,  the  4-5  shift  valve 
12  is  changed  over  to  the  left-hand  fifth-speed  position  by  the  spring  12d,  with  the  result  that  the  fifth-speed 
transmission  train  G5  is  established. 

is  The  above-described  combination  of  No.  1  through  No.  3  solenoid  valves  15i,  152,  153  at  each  of  the 
transmission  trains  can  be  summarized  as  shown  in  Table  1  .  These  solenoid  valves  are  opened  or  closed 
according  to  a  speed  change  map  which  is  contained  in  the  electronic  control  circuit,  whereby  transmission 
or  speed  change  operation  among  the  first  speed  through  fifth  speed  is  effected. 

20  Table  1 

No.  1  solenoid  valve  No.  2  solenoid  valve  No.  3  solenoid  valve 

first  speed  open  closed  open 
second  speed  open  open  closed  or  open 
third  speed  closed  open  or  closed  open 
fourth  speed  closed  closed  closed 
fifth  speed  closed  open  closed 

When  the  vehicle  is  running  at  the  fifth  speed,  No.  2  solenoid  valve  152  is  open  and  the  1-2  shift  valve 
10  is  in  the  second-speed  position.  Even  if  the  main  shift  valve  9  is  changed  over  to  the  low-speed  position 
due  to  some  abnormality  or  the  like  during  running  at  the  fifth  speed,  there  will  occur  no  downshifting  from 
the  fifth  speed  to  the  first  speed.  However,  if  the  main  shift  valve  9  is  changed  over  to  the  low-speed 
position,  there  exists  a  possibility  of  downshifting  from  the  fifth  speed  to  the  second  speed  and  from  the 
fourth  speed  to  the  first  speed.  In  order  to  prevent  this  kind  of  downshifting,  it  is  so  arranged  that  the  main 
shift  valve  9  is  hydraulically  restrained  to  the  left-hand  high-speed  position  during  running  at  the  fourth  and 
fifth  speeds.  In  other  words,  there  is  formed  a  differential  pressure  groove  9e,  which  has  a  difference  in 
area,  on  the  right  side  of  the  main  shift  valve  9.  At  the  high-speed  position  of  the  main  shift  valve  9,  the 
differential  pressure  groove  9e  is  isolated  from  the  drain  port  so  as  to  be  connected  to  No.  16  oil  passage 
L16  which  is  communicated  with  the  4-5  shift  valve  12.  At  the  D5  range  of  the  manual  valve  8,  No.  17  oil 
passage  L17,  which  is  connected  to  No.  1  oil  passage  L1  via  an  annular  groove  8a  of  the  manual  valve  8,  is 
connected  to  No.  16  oil  passage  L16  via  an  annular  groove  12e  of  the  4-5  shift  valve  12  at  its  right-hand 
fourth-speed  position.  At  the  right-hand  fourth-speed  position  of  the  3-4  shift  valve  11,  No.  18  oil  passage 
L18,  which  is  connected  to  No.  1  oil  passage  L1  via  an  annular  groove  11e  of  the  3-4  shift  valve  11,  is 
connected  to  No.  16  oil  passage  L16  via  the  annular  groove  12e  of  the  4-5  shift  valve  12  at  its  left-hand 
fifth-speed  position.  In  this  arrangement,  at  the  time  of  the  fourth-speed  and  the  fifth-speed,  the  line 
pressure  is  input  to  the  differential  pressure  groove  9e  through  No.  16  oil  passage  L16,  whereby  the  main 
shift  valve  9  is  urged  towards  the  left-hand  side  due  to  the  differential  pressure  corresponding  to  the 
difference  in  area  between  the  left  end  and  the  right  end  of  the  groove  9e,  with  the  result  that  the  main  shift 
valve  9  is  restrained  to  the  left-hand  high-speed  position. 

In  Fig.  2,  numerals  A1,  A2,  A3,  A4  denote  accumulators  which  are  provided  to  absorb  sudden  pressure 
changes  during  supplying  and  discharging  of  the  oil  to  each  of  the  hydraulic  clutches  C1,  C2,  C3,  C4.  There 
are  provided  a  first  electromagnetic  pressure  control  valve  18i  for  the  line  pressure  and  a  second 
electromagnetic  pressure  control  valve  182  for  the  back  pressure  of  the  accumulators.  No.  1  oil  passage  L1 
is  connected  to  the  input  side  of  both  pressure  control  valves  1  81  ,  182.  No.  19  oil  passage  L19  on  the 
output  side  of  the  first  pressure  control  valve  1  81  is  connected  to  that  oil  chamber  14a  of  the  regulator  valve 
14  which  operates  to  increase  the  pressure,  and  No.  20  oil  passage  L20  on  the  output  side  of  the  second 
pressure  control  valve  182  is  connected  to  the  back  pressure  chamber  of  each  of  the  accumulators  A1,  A2, 
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A3,  A4. 
Each  of  the  pressure  control  valves  18i,  182  is  so  arranged  that  the  output  pressure  varies  in  inverse 

proportion  to  the  value  of  the  electric  current  to  be  charged  to  each  solenoid  18a.  The  line  pressure  varies, 
as  shown  in  Fig.  4,  between  a  predetermined  upper  limit  pressure  PH  and  a  predetermined  lower  limit 

5  pressure  PL  depending  on  the  value  of  the  electric  current  to  be  charged  to  the  solenoid  18a  of  the  first 
pressure  control  valve  1  81  .  During  transmission  or  speed  changing,  Pi  which  is  defined  to  be  the  output 
pressure  of  the  first  pressure  control  valve  1  81  and  P2  which  is  defined  to  be  the  output  pressure  of  the 
second  pressure  control  valve  182  are  caused  to  be  varied  within  the  conditions  of  P2^Pi  in  accordance 
with  the  speed  changes  or  the  like  of  the  output  shaft  of  the  transmission  in  order  to  absorb  the  speed 

10  change  shocks.  During  no  speed  change  operation,  both  Pi  and  P2  are  normally  made  to  be  maximum 
pressures.  During  running  at  above  a  predetermined  vehicle  speed  at  a  small  throttle  opening  degree,  the 
engine  torque  is  small  and,  consequently,  the  clutch  engaging  force  may  also  be  small;  therefore,  Pi  and 
P2  are  made  to  be  zero. 

If  the  first  pressure  control  valve  1  81  is  locked  to  a  condition  in  which  no  oil  pressure  is  output  due  to 
15  some  abnormality,  such  as  sticking,  the  line  pressure  will  become  low  and  slipping  of  the  clutches  will 

occur,  thereby  influencing  the  running  of  the  vehicle.  Therefore,  in  the  embodiment  of  this  invention,  No.  20 
oil  passage  L20  is  connected  to  the  drain  port  18b  of  the  first  pressure  control  valve  1  81  .  Thus,  even  if  the 
first  pressure  control  valve  1  81  is  locked  to  a  condition  in  which  no  oil  pressure  is  output  (in  this  condition 
the  drain  port  18b  is  communicated  with  No.  19  oil  passage  L19),  the  output  pressure  P2  from  the  second 

20  pressure  control  valve  182  is  arranged  to  be  input  to  No.  19  oil  passage  L19  so  as  to  prevent  the  dropping 
of  the  line  pressure.  Under  normal  conditions,  the  arrangement  is  made  such  that  P2^Pi  and,  therefore,  no 
abnormality  occurs  to  the  control  of  the  line  pressure  due  to  such  an  occurrence  as  the  input  of  P2  to  No. 
19  oil  passage  L19.  When  Pi  and  P2  are  zero,  No.  19  oil  passage  L19  is  communicated  from  the  drain  port 
18b  of  the  first  pressure  control  valve  1  81  with  the  drain  port  18b  of  the  second  pressure  control  valve  182 

25  via  No.  20  oil  passage  L20. 
Explanation  has  so  far  been  made  about  the  construction  or  constitution  of  the  hydraulic  oil  circuit  in  the 

D5  range  of  the  manual  valve  8.  There  will  be  the  same  kind  of  constitution  also  in  the  D3  range.  However, 
in  the  D3  range,  the  first-speed  through  the  third-speed  transmission  or  speed  change  operation  is  effected 
by  changing  the  speed  change  map  to  that  one  for  D3  which  is  stored  in  the  electronic  control  circuit.  If  the 

30  third-speed  transmission  train  G3  is  promptly  established  after  changing  over  to  the  D3  range  while  running 
at  the  fifth  speed,  overrunning  of  the  engine  will  occur.  Therefore,  the  fourth-speed  transmission  train  G4  is 
established  until  the  vehicle  speed  becomes  lower  than  a  predetermined  value  right  after  the  change  over. 

In  the  2  range  of  the  manual  valve  8,  No.  1  oil  passage  L1  is  connected  via  the  annular  groove  8a  of  the 
manual  valve  8  to  No.  2  oil  passage  L2  and  No.  17  oil  passage  L17  and,  at  the  same  time,  to  No.  21  oil 

35  passage  L21  which  is  communicated  with  a  left-end  oil  chamber  12f  of  the  4-5  shift  valve  12.  At  the  left- 
hand  high-speed  position  of  the  main  shift  valve  9,  No.  22  oil  passage  L22  which  is  connected  to  No.  3  oil 
passage  L3  via  the  annular  groove  9a  of  the  shift  valve  9,  is  connected  to  No.  9  oil  passage  L9  via  the 
annular  groove  8b  of  the  manual  valve  8.  Further,  at  the  left-hand  third-speed  position  of  the  3-4  shift  valve 
11,  No.  23  oil  passage  L23  which  is  connected  to  No.  18  oil  passage  L18  via  the  annular  groove  11e  of  the 

40  3-4  shift  valve  1  1  is  connected  to  No.  1  oil  passage  L1  via  an  annular  groove  8c  of  the  manual  valve  8  and 
a  branched  port  portion  of  No.  21  oil  passage  L21.  As  a  result,  in  the  2  range,  the  4-5  shift  valve  12  is 
restrained  to  the  right-hand  fourth-speed  position  by  the  input  of  the  line  pressure  to  the  oil  chamber  12f  of 
the  4-5  shift  valve  12  through  No.  21  oil  passage  L21.  Therefore,  No.  8  oil  passage  L8  is  constantly 
connected  to  No.  22  oil  passage  L22  through  No.  9  oil  passage  L9.  Further,  the  line  pressure  is  input  to  No. 

45  18  oil  passage  L18  from  No.  23  oil  passage  L23  at  the  third-speed  position  of  the  3-4  shift  valve  11  and 
from  No.  1  oil  passage  L1  at  the  fourth-speed  position  thereof.  Thus,  the  line  pressure  is  constantly  input  to 
the  right-end  oil  chamber  10e  of  the  1-2  shift  valve  10  through  a  branch  of  No.  18  oil  passage  L18,  with  the 
result  that  the  1-2  shift  valve  10  is  restrained  to  the  left-hand  second-speed  position. 

Right  after  changing  over  to  the  2  range,  when  the  vehicle  speed  V  is  equal  to  or  above  a 
50  predetermined  high  vehicle  speed  VH  (e.g.,  100  km/h),  No.  1  solenoid  valve  15i  is  closed  and  No.  2  and 

No.  3  solenoid  valves  152,  153  are  opened.  The  main  shift  valve  9  is  thus  positioned  at  the  left-hand  high- 
speed  position  and  the  3-4  shift  valve  11  is  positioned  at  the  left-hand  third-speed  position,  whereby  the 
third-speed  transmission  train  G3  is  established.  In  this  case,  even  if  No.  1  solenoid  valve  is  opened  by 
mistake  while  running  at  the  third  speed,  the  main  shift  valve  9  is  restrained  to  the  high-speed  position  by 

55  the  input  of  the  line  pressure  to  the  differential  pressure  groove  9e  of  the  main  shift  valve  9  through  No.  17 
oil  passage  L17  and  No.  16  oil  passage  L16,  whereby  downshifting  to  the  second  speed  or  below  is 
prevented.  If  No.  3  solenoid  valve  153  is  closed  by  mistake  while  running  at  the  third  speed  to  cause  the  3- 
4  shift  valve  11  to  be  changed  over  to  the  right-hand  fourth-speed  position,  pressurized  oil  is  supplied  from 
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No.  8  oil  passage  L8  to  No.  3  oil  passage  L3  through  No.  9  oil  passage  L9,  No.  22  oil  passage  L22,  and  the 
annular  groove  9a  of  the  main  shift  valve  9  which  is  at  the  high-speed  position.  Here,  since  the  1-2  shift 
valve  10  is  being  restrained  to  the  second-speed  position  as  described  above,  the  second-speed  transmis- 
sion  train  G2  is  established  and,  therefore,  downshifting  to  the  first-speed  is  prevented. 

5  When  the  vehicle  speed  V  is  below  VH  and  is  equal  to  or  above  a  predetermined  low  vehicle  speed  VL 
(e.g.,  20  km/h),  No.  1  and  No.  3  solenoid  valves  15i,  153  are  closed  to  shift  the  main  shift  valve  9  to  the 
high-speed  position  and  the  3-4  shift  valve  11  to  the  fourth-speed  position.  The  oil  is  supplied  to  the 
second-speed  hydraulic  clutch  C2  through  the  same  route  as  described  above,  thereby  establishing  the 
second-speed  transmission  train  G2.  When  V<VL,  No.  1  solenoid  valve  15i  is  opened  to  change  over  the 

io  main  shift  valve  9  to  the  low-speed  position.  The  hydraulic  oil  is  supplied  from  No.  2  oil  passage  L2  to  No.  3 
oil  passage  L3  in  the  same  manner  as  in  the  D5  range,  thereby  establishing  the  second-speed  transmission 
train  G2.  The  reason  why  the  second-speed  transmission  train  G2  is  established  at  a  relatively  high  vehicle 
speed  by  supplying  the  oil  to  the  second-speed  hydraulic  clutch  C2  in  the  route  via  the  3-4  shift  valve  1  1  is 
as  follows.  Namely,  if  the  1-2  shift  valve  10  is  locked  to  the  first-speed  position  by  sticking  or  the  like,  the  3- 

15  4  shift  valve  11  is  forcibly  changed  over  by  the  hydraulic  pressure  to  the  third-speed  position,  thereby 
stopping  the  supply  of  the  oil  to  No.  3  oil  passage  L3,  to  prevent  the  downshifting  to  the  first  speed  at  a 
high  vehicle  speed.  In  other  words,  the  line  pressure  is  input  to  the  right-end  oil  chamber  11f  of  the  3-4  shift 
valve  11  from  No.  21  oil  passage  L21  through:  No.  24  oil  passage  L24  which  is  connected  to  No.  21  oil 
passage  L21  via  an  annular  groove  1  0f  of  the  1-2  shift  valve  10  at  the  right-hand  first-speed  position  thereof; 

20  No.  25  oil  passage  L25  which  is  connected  to  No.  24  oil  passage  L24  via  a  notched  groove  13a  of  the  servo 
valve  13  at  the  left-hand  "forward"  position  (i.e,  illustrated  position)  thereof;  and  No.  26  oil  passage  L26 
which  is  connected  to  No.  25  oil  passage  L25  via  an  annular  groove  19a  of  a  servo  control  valve  19,  which 
will  be  described  in  more  detail  hereinafter,  at  the  left-hand  position  to  allow  for  forward  transmission  or 
forward  travelling.  In  this  manner,  the  3-4  shift  valve  11  is  arranged  to  be  forcibly  shifted  to  the  left-hand 

25  third-speed  position. 
The  above-described  combination  of  No.  1  through  No.  3  solenoid  valves  15i,  152,  153  in  the  2  range 

can  be  summarized  as  shown  in  Table  2. 

Table  2 
30 

V<VL  VL̂ V<VH  VH^V 

No.  1  solenoid  valve  open  closed  closed 
No.  2  solenoid  valve  open  open  open 
No.  3  solenoid  valve  closed  or  open  closed  open 
Transmission  train  second  speed  second  speed  third  speed 

In  the  1  range  of  the  manual  valve  8,  No.  17  oil  passage  L17  and  No.  23  oil  passage  L23  are  opened  to 
the  atmosphere,  and  the  other  oil  passages  are  the  same  as  in  the  2  range. 

Also  in  the  1  range  of  the  manual  valve  8,  in  order  to  prevent  overrunning  of  the  engine  right  after 
change  over  operation,  No.  1  and  No.  3  solenoid  valves  15i  ,  153  are  closed  and  No.  2  solenoid  valve  152  is 
opened  when  the  vehicle  speed  is  equal  to  or  above  a  predetermined  vehicle  speed  VM  (e.g.,  50  km/h).  In 
the  same  manner  as  in  establishing  the  second-speed  transmission  train  G2  in  the  high-speed  range  in  the 
2  range,  the  oil  is  supplied  from  No.  2  oil  passage  L2  to  No.  3  oil  passage  L3  through:  No.  6  oil  passage  L6 
via  the  main  shift  valve  9  which  is  in  the  left-hand  high-speed  position;  No.  8  oil  passage  L8  via  the  3-4  shift 
valve  11  which  is  in  the  right-hand  fourth-speed  position;  No.  9  oil  passage  L9  via  the  4-5  shift  valve  12 
which  is  being  restrained  to  the  right-hand  fourth-speed  position  by  the  line  pressure  from  No.  21  oil 
passage  L21  ;  and  No.  22  oil  passage  L22  which  is  connected  to  No.  9  oil  passage  L9.  In  this  manner,  the 
second-speed  transmission  train  G2  is  established  while  restraining  the  1-2  shift  valve  10  to  the  left-hand 
second-speed  position  by  the  line  pressure  to  be  input  from  No.  1  oil  passage  L1  through  No.  18  oil 
passage  L18.  In  this  case,  if  the  1-2  shift  valve  10  is  locked  to  the  first-speed  position,  the  3-4  shift  valve  11 
is  changed  over,  like  in  the  above-described  case,  to  the  left-hand  third-speed  position  by  the  input  of  the 
line  pressure  through  No.  26  oil  passage  L26.  The  third-speed  transmission  train  G3  is  thus  established  and 
the  downshifting  to  the  first  speed  is  prevented. 

If  the  vehicle  speed  V  is  below  VM,  No.  1  and  No.  3  solenoid  valves  15i,  153  are  opened  and  No.  2 
solenoid  valve  152  is  closed.  In  this  case,  since  No.  17  oil  passage  L17  is  opened  to  the  atmosphere  in  the 
1  range,  the  line  pressure  is  not  input  to  the  differential  pressure  groove  9e  of  the  main  shift  valve  9.  The 
main  shift  valve  9  is  therefore  changed  over  from  the  high-speed  position  to  the  right-hand  low-speed 
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position  by  the  opening  of  No.  1  solenoid  valve  15i  .  In  addition,  when  the  3-4  shift  valve  1  is  changed  over 
to  the  left-hand  third-speed  position  as  a  result  of  opening  of  No.  1  solenoid  valve  15i,  No.  18  oil  passage 
L18  is  opened  to  the  atmosphere  through  No.  23  oil  passage  L23  which  is  connected  thereto,  whereby  the 
restraining  of  the  1-2  shift  valve  10  to  the  second-speed  position  is  released.  Therefore,  by  closing  No.  2 

5  solenoid  valve  152  the  1-2  shift  valve  10  is  changed  over  to  the  right-hand  first-speed  position,  and  the  first- 
speed  transmission  train  G1  is  established. 

The  above-described  combination  of  No.  1  through  No.  3  solenoid  valves  15i,  152,  153  in  the  1  range 
can  be  summarized  as  shown  in  Table  3. 

io  Table  3 

V<VM  VM^V 

No.  1  solenoid  valve  open  closed 
No.  2  solenoid  valve  closed  open 
No.  3  solenoid  valve  open  closed 
Transmission  train  first  speed  second  speed 

In  the  R  range  of  the  manual  valve  8,  the  supply  of  the  oil  to  No.  2  oil  passage  L2  is  stopped,  and  No. 
27  oil  passage  L27  for  reverse  transmission  train  is  connected  to  No.  1  oil  passage  L1  .  The  line  pressure  is 
input  to  a  left-hand  oil  chamber  13b  of  the  servo  valve  13  via  No.  28  oil  passage  L28  which  is  connected  to 
No.  27  oil  passage  L27  via  an  annular  groove  10g  of  the  1-2  shift  valve  10  at  the  left-hand  second-speed 
position  thereof.  As  a  result,  the  servo  valve  13  is  urged  to  the  right-hand  reverse  transmission  position,  and 
the  selector  gear  6  is  changed  over  to  the  right-hand  reverse  transmission  side.  At  the  same  time,  at  the 
reverse  transmission  position,  No.  28  oil  passage  L28  is  connected  to  No.  29  oil  passage  L29  which  is 
communicated  with  the  manual  valve  8  via  that  axial  opening  13c  of  the  servo  valve  13  which  is 
communicated  with  the  left-hand  oil  chamber  13b.  No.  29  oil  passage  L29  is  connected  to  No.  10  oil 
passage  L10  for  the  fourth-speed  hydraulic  clutch  C4  via  the  annular  groove  8b  of  the  manual  valve  8  in  the 
R  range  thereof.  The  reverse  transmission  train  GR  is  thus  established  by  changing  over  the  selector  gear  6 
to  the  reverse  transmission  side  and  by  supplying  oil  to  the  fourth-speed  hydraulic  clutch  C4. 

In  the  R  range,  No.  2  solenoid  valve  152  is  opened  and  the  third  solenoid  valve  153  is  closed  to  shift  the 
1-2  shift  valve  10  to  the  second-speed  position  and  shift  the  3-4  shift  valve  11  to  the  right-hand  fourth-speed 
position.  Thus,  the  line  pressure  is  input  from  No.  1  oil  passage  L1  to  the  oil  chamber  10e  of  the  1-2  shift 
valve  10  through  No.  18  oil  passage  L18.  It  is  thus  so  arranged  that,  even  if  No.  2  solenoid  valve  152  is 
closed  by  mistake,  the  1-2  shift  valve  10  is  restrained  to  the  second-speed  position  so  that  the  reverse 
transmission  train  GR  can  be  established. 

Further,  when  the  manual  valve  8  is  changed  over  to  the  R  range  while  running  forward  at  or  above  a 
predetermined  vehicle  speed  VI  (e.g.,  10  km/h),  No.  2  solenoid  valve  152  is  closed  and  No.  3  solenoid  valve 
153  is  opened.  The  3-4  shift  valve  11  is  thus  changed  over  to  the  left-hand  third-speed  position  to  thereby 
shut  off  the  input  of  the  line  pressure  to  the  1-2  shift  valve  10  through  No.  18  oil  passage  L18  (No.  23  oil 
passage  L23  is  opened  to  the  atmosphere  in  the  R  range),  and  the  1-2  shift  valve  10  is  changed  over  to  the 
right-hand  first-speed  position  to  shut  off  the  connection  between  No.  27  oil  passage  L27  and  No.  28  oil 
passage  L28,  whereby  the  reverse  transmission  train  GR  is  prevented  from  being  established. 

The  above-described  combination  of  No.  1  through  No.  3  solenoid  valves  15i,  152,  153  in  the  R  range 
can  be  summarized  as  shown  in  Table  4. 

Table  4 

55 

V<VI  VÎ V 

No.  1  solenoid  valve  closed  or  open  closed  or  open 
No.  2  solenoid  valve  open  closed 
No.  3  solenoid  valve  closed  open 
Transmission  train  reverse  neutral 

When  the  manual  valve  8  is  changed  over  from  the  R  range  to  D5,  D3,  2  or  1  range,  the  line  pressure  is 
input  from  No.  2  oil  passage  L2  to  an  oil  chamber  13d  which  is  formed  in  the  servo  valve  13  opposite  to  the 
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above-described  oil  chamber  13b,  via  the  servo  control  valve  19  and  No.  30  oil  passage  L30.  The  servo 
valve  13  is  thus  urged  towards  the  left-hand  forward  transmission  or  forward  travelling  position  to  change 
over  the  selector  gear  6  to  the  left-hand  forward  transmission  side.  Here,  the  servo  control  valve  19  is  being 
urged  by  a  spring  19b  towards  the  right-hand  position  (i.e.,  illustrated  position)  for  prohibiting  forward 

5  transmission,  in  which  position  the  connection  between  No.  2  oil  passage  L2  and  No.  30  oil  passage  L30  is 
shut  off.  A  right-hand  oil  chamber  19c  of  the  servo  control  valve  19  is  connected  to  the  downstream  side  of 
an  orifice  20  which  is  interposed  in  No.  2  oil  passage  L2,  through  No.  31  oil  passage  L31.  When  the  oil 
pressure  on  the  downstream  side  of  the  orifice  20  has  been  raised  to  a  predetermined  value  after  changing 
over  the  manual  valve  8  from  the  R  range,  the  servo  control  valve  19  is  changed  over  to  the  left-hand 

io  position  which  allows  for  the  forward  transmission  or  forward  travelling.  It  is  thus  so  arranged  that  No.  30  oil 
passage  L30  is  connected  to  No.  2  oil  passage  L2  via  an  annular  groove  19d  of  the  servo  control  valve  19, 
thereby  changing  over  the  servo  valve  13  to  the  forward  transmission  position.  By  this  arrangement,  when 
the  servo  valve  13  is  changed  over  to  the  forward  transmission  position,  the  torque  transmission  has  been 
effected  in  the  direction  of  forward  rotation  by  the  engagement  force  of  the  first-speed  hydraulic  clutch  C1 

is  (second-speed  hydraulic  clutch  C2  in  the  case  of  the  2  range),  which  is  supplied  with  the  oil  right  after  the 
change  over  operation,  due  to  the  oil  pressure  increase  on  the  downstream  side  of  the  orifice  20.  As  a 
result,  even  if  the  manual  valve  8  is  changed  over  from  the  R  range  to  D5,  D3,  2  or  1  range  while  the 
accelerator  pedal  is  depressed,  there  occurs  a  condition  in  which  the  reverse  rotation  of  the  output  shaft  1b 
is  prevented  by  said  torque  transmission  and,  therefore,  the  selector  gear  6  will  come  into  a  smooth 

20  engagement  with  the  side  of  the  fourth-speed  transmission  train  G4,  thereby  preventing  the  wear  of  the 
gears.  In  the  R  range,  the  servo  control  valve  19  is  securely  changed  over  to  the  right-hand  position  in 
which  the  forward  transmission  is  prohibited,  by  the  line  pressure  which  is  input  to  a  left-end  oil  chamber 
19e  through  No.  28  oil  passage  L28. 

If  the  servo  control  valve  19  is  locked  to  the  position  in  which  the  forward  transmission  is  prohibited  due 
25  to  sticking  or  the  like,  or  if  the  servo  valve  13  is  locked  to  the  reverse  transmission  position  even  if  the 

servo  control  valve  19  has  been  changed  over  to  the  position  which  allows  for  forward  transmission,  the 
selector  gear  6  will  remain  in  the  reverse  transmission  position  even  if  the  manual  valve  8  is  changed  over 
from  the  R  range  to  the  D5,  D,  2  or  1  range.  It  follows  that,  if  the  oil  is  supplied  to  the  fourth-speed  hydraulic 
clutch  C4,  the  rear  transmission  train  GR  will  be  established. 

30  Therefore,  the  following  arrangement  has  been  made.  Namely,  No.  26  oil  passage  L26  which  is 
communicated  with  the  right-hand  oil  chamber  1  1  f  of  the  3-4  shift  valve  11  is  connected  to  No.  2  oil 
passage  L2  at  the  right-hand  position  of  the  servo  control  valve  19,  in  which  position  the  forward 
transmission  is  prohibited,  via  the  annular  groove  19a  thereof;  and  to  No.  25  oil  passage  L25  at  the  left-hand 
position  thereof  in  which  the  forward  transmission  is  allowed.  At  the  reverse  transmission  position  of  the 

35  servo  valve  13,  No.  25  oil  passage  L25  is  connected  to  the  oil  chamber  13d  for  forward  transmission  via  a 
notched  groove  13e  of  the  servo  valve  13.  When  the  above-described  abnormality  has  occurred,  the  line 
pressure  is  input  to  the  oil  chamber  1  1  f  of  the  3-4  shift  valve  11  through  No.  26  oil  passage  L26,  so  that  the 
3-4  shift  valve  11  is  restrained  to  the  left-hand  third-speed  position,  whereby  the  oil  is  prevented  from  being 
supplied  to  the  fourth-speed  hydraulic  clutch  C4.  In  Fig.  2,  numeral  13f  denotes  a  click  member  for 

40  engaging  the  servo  valve  13  to  the  forward  transmission  position  and  the  reverse  transmission  position, 
respectively. 

In  the  N  and  P  ranges  of  the  manual  valve  8,  the  electric  charging  to  all  of  the  No.  1  through  No.  3 
solenoid  valves  15i,  152,  153  is  cut  off  to  make  them  closed  for  the  purpose  of  energy  saving.  However, 
since  No.  32  oil  passage  L32  which  is  communicated  with  a  left-end  oil  chamber  9f  of  the  main  shift  valve  9 

45  is  connected  to  No.  1  oil  passage  L1  via  the  annular  groove  8a  of  the  manual  valve  8,  the  main  shift  valve  9 
is  retained  to  the  right-hand  first-speed  position.  In  addition,  since  the  line  pressure  is  input  from  No.  1  oil 
passage  L1  to  the  oil  chamber  10e  of  the  1-2  shift  valve  10  through  No.  18  oil  passage  L18  as  a  result  of 
changing  over  of  the  3-4  shift  valve  11  to  the  right-hand  fourth-speed  position,  the  1-2  shift  valve  10  is 
maintained  in  the  left-hand  second-speed  position  even  if  No.  2  solenoid  valve  152  is  being  closed.  In  the  P 

50  range,  No.  27  oil  passage  L27  is  connected  to  No.  1  oil  passage  L1  and  the  line  pressure  is  input  from  No. 
28  oil  passage  L28  to  the  oil  chamber  13b  for  the  reverse  transmission  of  the  servo  valve  13.  As  a  result, 
the  servo  valve  13  is  changed  over  to  and  maintained  in  the  reverse  transmission  position.  When  the 
vehicle  speed  is  above  VI,  No.  3  solenoid  valve  153  is  opened  to  change  over  the  3-4  shift  valve  11  to  the 
left-hand  third-speed  position.  The  input  of  the  line  pressure  to  the  oil  chamber  10e  of  the  1-2  shift  valve  10 

55  through  No.  18  oil  passage  L18  is  shut  off  to  change  over  the  shift  valve  10  to  the  right-hand  first-speed 
position.  The  interconnection  between  No.  27  oil  passage  L27  and  No.  28  oil  passage  L28  is  thus  shut  off. 

In  Fig.  2,  numeral  21  denotes  a  relief  valve  which  is  connected  to  the  drain  side  of  the  regulator  valve 
14,  and  numeral  22  denotes  a  control  circuit  for  a  lock-up  clutch  3a  which  is  incorporated  into  the  fluid 
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torque  converter  3. 
As  is  clear  from  the  above  description,  according  to  one  aspect  of  this  invention,  even  if  one  of  the 

pressure  control  valves  becomes  out  of  order,  it  is  possible  to  introduce  the  output  oil  pressure  of  the  other 
of  the  pressure  control  valves  into  the  output  side  oil  passage  of  the  above-described  one  pressure  control 

5  valve,  whereby  an  appropriate  control  can  be  performed.  According  to  another  aspect  of  this  invention,  by 
defining  the  first  pressure  control  valve  to  be  the  above-described  one  pressure  control  valve  in  which  the 
fail-safe  function  is  obtained,  it  is  possible  to  avoid  the  slippage  in  the  hydraulic  engaging  elements.  In 
addition,  according  to  a  third  or  fourth  aspect  of  this  invention,  when  both  pressure  control  valves  are  in 
good  order,  it  is  possible  to  prevent  the  output  oil  pressure  of  one  of  the  pressure  control  valves  from  going 

io  out  of  order  by  the  output  oil  pressure  of  the  other  of  the  pressure  control  valves. 

Claims 

1.  An  apparatus  for  controlling  an  oil  pressure  for  a  vehicular  automatic  transmission  (1),  said  apparatus 
is  comprising: 

an  accumulator  (A1,  A2,  A3,  A4)  connected  to  an  oil  passage  (L4,  L5,  L7,  L10)  which  is  in 
communication  with  a  hydraulic  engaging  element  (C1,  C2,  C3,  C4)  for  transmission  or  speed  changing; 

a  regulator  valve  (14)  for  regulating  an  oil  pressure  to  be  supplied  to  said  hydraulic  engaging 
element  (C1,  C2,  C3,  C4); 

20  a  first  pressure  control  valve  (18i)  of  electromagnetic  type  for  controlling  an  output  oil  pressure  of 
said  regulator  valve  (14)  by  causing  an  oil  pressure  to  act  thereupon; 

a  second  pressure  control  valve  (I82)  of  electromagnetic  type  for  controlling  a  back  pressure  of 
said  accumulator  (A1  ,  A2,  A3,  A4); 

characterized  in  that  a  drain  port  (18b)  of  one  of  said  first  and  second  pressure  control  valves  (1  81  , 
25  182)  is  connected  to  an  oil  passage  (L20)  on  an  output  side  of  the  other  of  said  pressure  control  valves 

(I81,  182,). 

2.  An  apparatus  for  controlling  on  oil  pressure  for  a  vehicular  automatic  transmission  according  to  claim  1  , 
wherein  said  one  of  said  pressure  control  valves  (1  81  ,  182)  is  said  first  pressure  control  valve  (1  81  )  and 

30  said  other  of  said  pressure  control  valves  (1  81  ,  182)  is  said  second  pressure  control  valve  (I82). 

3.  An  apparatus  for  controlling  an  oil  pressure  for  a  vehicular  automatic  transmission  according  to  claim  1  , 
wherein  an  output  oil  pressure  of  said  other  (I82)  of  said  pressure  control  valves  (1  81  ,  182)  is  controlled 
to  a  pressure  which  is  equal  to  or  below  on  output  oil  pressure  of  said  one  (1  81  )  of  said  pressure 

35  control  valves  (1  81  ,  182). 

4.  An  apparatus  for  controlling  an  oil  pressure  for  a  vehicular  automatic  transmission  according  to  claim  2, 
wherein  an  output  oil  pressure  of  said  second  pressure  control  valve  (I82)  is  controlled  to  a  pressure 
which  is  equal  to  or  below  an  output  oil  pressure  of  said  first  pressure  control  valve  (1  81  ). 

40 
Patentanspruche 

1.  Vorrichtung  zum  Steuern  eines  Oldrucks  fur  ein  Fahrzeug-Automatikgetriebe  (1),  die  Vorrichtung 
umfassend: 

45  einen  Akkumulator  (A1,  A2,  A3,  A4),  der  mit  einer  Olleitung  (L4,  L5,  L7,  L10)  verbunden  ist,  die  mit 
einem  Hydraulikeingriffselement  (C1,  C2,  C3,  C4)  zum  Ubersetzungs-  oder  Gangwechsel  in  Verbindung 
steht; 

ein  Regulierventil  (14)  zum  Regulieren  eines  dem  Hydraulikeingriffselement  (C1,  C2,  C3,  C4) 
zuzufuhrenden  Oldrucks; 

50  ein  erstes  Drucksteuerventil  (1  81  )  des  elektromagnetischen  Typs  zum  Steuern  eines  Ausgangsol- 
drucks  des  Regulierventils  (14)  durch  Darauf-Einwirkenlassen  eines  Oldrucks; 

ein  zweites  Drucksteuerventil  (I82)  des  elektromagnetischen  Typs  zum  Steuern  eines  Gegendrucks 
des  Akkumulators  (A1  ,  A2,  A3,  A4); 

dadurch  gekennzeichnet,  dal3  eine  AuslaBoffnung  (18b)  eines  der  ersten  und  zweiten  Drucksteu- 
55  erventile  (1  81  ,  182)  mit  einer  Olleitung  (L20)  auf  einer  Ausgangsseite  des  anderen  der  Drucksteuerventi- 

le  (1  81  ,  182)  verbunden  ist. 
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2.  Vorrichtung  zum  Steuern  eines  Oldrucks  fur  ein  Fahrzeug-Automatikgetriebe,  nach  Anspruch  1,  bei 
welcher  das  eine  der  Drucksteuerventile  (18i,  182)  das  erste  Drucksteuerventil  (1  81  )  ist  und  das  andere 
der  Drucksteuerventile  (1  81  ,  182)  das  zweite  Drucksteuerventil  (I82)  ist. 

5  3.  Vorrichtung  zum  Steuern  eines  Oldrucks  fur  ein  Fahrzeug-Automatikgetriebe,  nach  Anspruch  1,  bei 
welcher  ein  Ausgangsoldruck  des  anderen  (I82)  der  Drucksteuerventile  (1  81  ,  182)  auf  einen  Druck 
gesteuert  wird,  der  kleiner  oder  gleich  einem  Ausgangsoldruck  des  einen  (1  81  )  der  Drucksteuerventile 
(I81,  182)  ist. 

10  4.  Vorrichtung  zum  Steuern  eines  Oldrucks  fur  ein  Fahrzeug-Automatikgetriebe,  nach  Anspruch  2,  bei 
welcher  ein  Ausgangsoldruck  des  zweiten  Drucksteuerventils  (I82)  auf  einen  Druck  gesteuert  wird,  der 
kleiner  oder  gleich  einem  Ausgangsoldruck  des  ersten  Drucksteuerventils  (1  81  )  ist. 

Revendicatlons 
15 

1.  Dispositif  de  commande  d'une  pression  d'huile  pour  une  bolte  de  vitesses  automatique  (1)  de  vehicule 
automobile,  ledit  dispositif  comprenant  : 

un  accumulateur  (A1,  A2,  A3,  A4)  connecte  a  un  passage  d'huile  (L4,  L5,  L7,  L10)  qui  communique 
avec  un  element  d'engagement  hydraulique  (C1,  C2,  C3,  C4),  pour  une  transmission  ou  un  changement 

20  de  vitesse; 
une  soupape  de  regulation  (14)  pour  reguler  une  pression  d'huile  devant  etre  fournie  auxdits 

elements  d'engagement  hydraulique  (C1,  C2,  C3,  C4); 
une  premiere  soupape  de  commande  de  pression  (1  81  )  de  type  electromagnetique,  pour  comman- 

der  une  pression  d'huile  de  sortie  de  ladite  soupape  de  regulation  (14),  en  forgant  une  pression  d'huile 
25  a  agir  sur  cette  derniere; 

une  deuxieme  soupape  de  commande  de  pression  (I82)  de  type  electromagnetique,  pour  com- 
mander  une  pression  de  retour  dudit  accumulateur  (A1  ,  A2,  A3,  A4); 

caracterise  en  ce  qu'un  orifice  de  drain  (18b)  de  I'une  desdites  premiere  et  deuxieme  soupapes  de 
commande  de  pression  (1  81  ,  182)  est  connecte  a  un  passage  d'huile  (L20)  se  trouvant  du  cote  sortie 

30  de  I'autre  desdites  soupapes  de  commande  de  pression  (1  81  ,  182). 

2.  Dispositif  de  commande  d'une  pression  d'huile  pour  une  bolte  de  vitesses  automatique  de  vehicule 
automobile  selon  la  revendication  1,  dans  lequel  ladite  premiere  desdites  soupapes  de  commande  de 
pression  (I81,  182)  et  ladite  premiere  soupape  commande  de  pression  (1  81  )  et  ladite  autre  desdites 

35  soupapes  de  commande  de  pression  (I81,  182)  est  ladite  deuxieme  soupape  de  commande  de 
pression  (I82). 

3.  Dispositif  de  commande  d'une  pression  d'huile  pour  une  bolte  de  vitesses  automatique  de  vehicule 
automobile  selon  la  revendication  1,  dans  lequel  la  pression  d'huile  de  sortie  de  ladite  autre  (I82) 

40  desdites  soupapes  de  commande  de  pression  (I81,  182)  et  commandee  pour  atteindre  une  pression 
qui  est  inferieure  ou  egale  a  une  pression  d'huile  de  sortie  de  ladite  premiere  (1  81  )  desdites  soupapes 
de  commande  de  pression  (1  81  ,  182). 

4.  Dispositif  de  commande  d'une  pression  d'huile  pour  une  boite  de  vitesses  automatique  de  vehicule 
45  automobile  selon  la  revendication  2,  dans  lequel  la  pression  d'huile  de  sortie  de  ladite  deuxieme 

soupape  de  commande  de  pression  (I82)  et  commandee  pour  atteindre  une  pression  qui  est  inferieure 
ou  egale  a  une  pression  d'huile  de  sortie  de  ladite  premiere  soupape  de  commande  de  pression  (1  81  ). 

50 

55 
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