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Description

[0001] This invention relates to an automatic transmis-
sion according to the preamble of independent claim 1
which can be taken from the prior art document US
5,836,850 A. A. Japanese Patent Application Publication
No. 10-306855 discloses an automatic transmission con-
figured to attain four forward speeds and one rearward
speed by two planetary gearsets and five friction ele-
ments. This automatic transmission includes two single-
pinion planetary gearsets, two clutches, and three
brakes.

SUMMARY OF THE INVENTION

[0002] However, this conventional automatic transmis-
sion includes five friction elements for attaining the four
forward speeds and one reverse speed. Accordingly,
there is room to attain size reduction, weight reduction,
and cost reduction by decreasing the number of the com-
ponents by decreasing the number of the friction ele-
ments.
[0003] It is an object of the present invention to provide
an automatic transmission to attain size reduction, weight
reduction, and cost reduction while attaining four forward
speeds and one reverse speed.
[0004] According to one aspect of the present inven-
tion, said object is solved by an automatic transmission
according independent claim 1. Preferred embodiments
are laid down in the dependent claims.

BRIEF DESCRIPTION OF THE DRAWINGS

[0005]

FIG. 1 is a skeleton diagram showing an automatic
transmission according to a first embodiment. The
first embodiment is not an embodiment falling within
the wording of claim 1.
FIG. 2 is a table showing an engagement schedule
in the automatic transmission according to the first
embodiment for attaining four forward speeds and
one rearward speed.
FIG. 3A is an explanatory diagram showing a shift
operation at a first speed (1st) in the automatic trans-
mission according to the first embodiment. FIG. 3B
is a speed diagram.
FIG. 4A is an explanatory diagram showing a shift
operation at a second speed (2nd) in the automatic
transmission according to the first embodiment. FIG.
4B is a speed diagram.
FIG. 5A is an explanatory diagram showing a shift
operation at a third speed (3rd) in the automatic
transmission according to the first embodiment. FIG.
5B is a speed diagram.
FIG. 6A is an explanatory diagram showing a shift
operation at a fourth speed (4th) in the automatic
transmission according to the first embodiment. FIG.

6B is a speed diagram.
FIG. 7A is an explanatory diagram showing a shift
operation at a reverse speed (Rev) in the automatic
transmission according to the first embodiment. FIG.
7B is a speed diagram.
FIG. 8 is a skeleton diagram showing an automatic
transmission of a conventional example.
FIG. 9 is a table showing an engagement schedule
in the conventional automatic transmission for attain-
ing four forward speeds and one reverse speed.
FIGS. 10A-10E are speed diagrams in the conven-
tional automatic transmission.
FIG. 11 is a skeleton diagram showing an automatic
transmission according to a second embodiment.
The second embodiment is an embodiment falling
within the wording of claim 1.
FIG. 12A is an explanatory diagram showing a shift
operation at a first speed (1st) in the automatic trans-
mission according to the second embodiment. FIG.
12B is a speed diagram.
FIG. 13A is an explanatory diagram showing a shift
operation at a second speed (2nd) in the automatic
transmission according to the second embodiment.
FIG. 13B is a speed diagram.
FIG. 14A is an explanatory diagram showing a shift
operation at a third speed (3rd) in the automatic
transmission according to the second embodiment.
FIG. 14B is a speed diagram.
FIG. 15A is an explanatory diagram showing a shift
operation at a fourth speed (4th) in the automatic
transmission according to the second embodiment.
FIG. 15B is a speed diagram.
FIG. 16A is an explanatory diagram showing a shift
operation at a reverse speed (Rev) in the automatic
transmission according to the second embodiment.
FIG. 16B is a speed diagram.

DETAILED DESCRIPTION OF EMBODIMENTS

[0006] Automatic transmissions according to first and
second embodiments will be explained hereinafter with
reference to the accompanying drawings, whereby only
the second embodiment falls within the wording of claim
1.
[0007] [First Embodiment] FIG. 1 is a skeleton diagram
showing an automatic transmission according to a first
embodiment. The first embodiment does not fall within
the wording of claim 1. Hereinafter, a construction of plan-
etary gearsets and a construction of friction elements in
the automatic transmission according to the first embod-
iment are explained by referring to FIG. 1.
[0008] As shown in FIG. 1, the automatic transmission
according to the first embodiment includes a first plane-
tary gearset PG1, a second planetary gearset PG2, an
input shaft IN, an output shaft OUT, a first rotary member
M1, a first clutch C1 (i.e., first friction element), a second
clutch C2 (i.e., second friction element), a first brake B1
(i.e., third friction element), a second brake B2 (i.e., fourth
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friction element), and a transmission case TC.
[0009] Frist planetary gearset PG1 is a single-pinion
planetary gearset including a first sun gear S1, a first
pinion carrier PC1 as a single-pinion carrier which sup-
ports a first pinion gear P1, and a first ring gear R1. First
pinion gear P1 is in meshing engagement with first sun
gear S1. First ring gear R1 is in meshing engagement
with first pinion gear P1.
[0010] Second planetary gearset PG2 is a single-pin-
ion planetary gearset including a second sun gear S2, a
second pinion carrier PC2 as a single-pinion carrier which
supports a second pinion gear P2, and a second ring
gear R2. Second pinion gear P2 is in meshing engage-
ment with second sun gear S2. Second ring gear R2 is
in meshing engagement with second pinion gear P2.
[0011] Input shaft IN receives a driving torque which
is transmitted from a drive source such as an engine via
a torque converter and the like. Input shaft IN is always
connected to first sun gear S1.
[0012] Output shaft OUT outputs a driving torque after
shifting to driving wheels through a propeller shaft, a final
gear and the like. Output shaft OUT is always connected
to second pinion carrier PC2.
[0013] First rotary member M1 is a rotary member
which always connects first ring gear R1 and second sun
gear S2 to each other without intervention of a friction
element.
[0014] First clutch C1 is the first friction element which
selectively connects first sun gear S1 and second ring
gear R2.
[0015] Second clutch C2 is the second friction element
which selectively connects first pinion carrier PC1 and
second ring gear R2.
[0016] First brake B1 is the third friction element which
is arranged to interrupt rotation of first pinion carrier PC1
relative to transmission case TC. A One-way clutch OWC
is arranged to self-lock in the driving state, and to self-
release in the coasting state.
[0017] Second brake B2 is the fourth friction element
which is arranged to interrupt rotation of first rotary mem-
ber M1 relative to transmission case TC.
[0018] As shown in FIG. 1, first planetary gearset PG1
and second planetary gearset PG2 are arranged in this
order in a direction extending from input shaft IN to be
connected with the drive source toward output shaft OUT.
[0019] FIG. 2 is a table showing an engagement sched-
ule in the automatic transmission according to the first
embodiment. Hereinafter, a shift construction to attain
gear stages (shift stages) of the automatic transmission
according to the first embodiment is illustrated.
[0020] As shown in FIG. 2, the automatic transmission
according to the first embodiment establishes the respec-
tive gear stages, that is, four forward speeds and one
reverse speed by simultaneous engagement of two fric-
tion elements selected from four friction elements C1,
C2, B1, and B2, as explained below.
[0021] As shown in FIG. 2, the first speed (1st) is es-
tablished by simultaneous engagement of second clutch

C2 and second brake B2.
[0022] As shown in FIG. 2, the second speed (2nd) is
established by simultaneous engagement of first clutch
C1 and first brake B1 (or one-way clutch OWC).
[0023] As shown in FIG. 2, the third speed (3rd) is es-
tablished by simultaneous engagement of first clutch C1
and second brake B2.
[0024] As shown in FIG. 2, the fourth speed (4th) is
established by simultaneous engagement of first clutch
C1 and second clutch C2.
[0025] As shown in FIG. 2, the reverse speed (Rev) is
established by simultaneous engagement of second
clutch C2 and first brake B1.
[0026] An operation of the automatic transmission ac-
cording to the first embodiment will be explained herein-
after with respect to "a shift operation at the respective
gear stages", "an advantage in comparison to a conven-
tional example", and "an effect by the one-way clutch".

[Shift Operation at Respective Gear Stages]

(First Speed)

[0027] At the first speed (1st), second clutch C2 and
second brake B2 are brought into simultaneous engage-
ment as indicated by hatching in FIG. 3A.
[0028] First pinion carrier PC1 and second ring gear
R2 are directly connected to each other by the engage-
ment of second clutch C2. First rotary member M1 is fixed
to transmission case TC by the engagement of second
brake B2.
[0029] Accordingly, when input shaft IN is rotated by
the input rotation speed, the input rotation speed is in-
putted to first sun gear S1, as shown in FIG. 3B. Then,
first planetary gearset PG1 with first ring gear R1 being
kept fixed is operated to reduce the input rotation speed,
and to output the speed-reduced rotation from first pinion
carrier PC1. This speed-reduced rotation from first pinion
carrier PC1 is inputted directly to second ring gear R2
through second clutch C2. Second planetary gearset
PG2 with second sun gear S2 being kept fixed is operated
to further reduce this rotation of second ring gear R2, and
the rotation speed of second pinion carrier PC2 is deter-
mined. This output rotation speed from second pinion
carrier PC2 (= the reduced rotation speed lower than the
input rotation speed) is transmitted directly to output shaft
OUT, so that the first speed is attained.

(Second Speed)

[0030] At the second speed (2nd), first clutch C1 and
one-way clutch OWC are brought into simultaneous en-
gagement in the driving state, and first clutch C1 and first
brake B1 are brought into simultaneous engagement in
the coasting state, as indicated by hatching in FIG. 4A.
[0031] Input shaft IN, first sun gear S1, and second
ring gear R2 are directly connected to each other by the
engagement of first clutch C1. First pinion carrier PC1 is
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fixed to transmission case TC by the engagement of first
brake B1 or one way clutch OWC.
[0032] Accordingly, when input shaft IN is rotated by
the input rotation speed, the input rotation speed is in-
putted to first sun gear S1 and second ring gear R2, as
shown in FIG. 4B. Consequently, first planetary gearset
PG1 with first pinion carrier PC1 being kept fixed is op-
erated to reverse the input rotation, and to output the
reversed rotation from first ring gear R1. This rotation
from first ring gear R1 is inputted directly to second sun
gear S2 through first rotary member M1. Therefore, in
second planetary gearset PG2 having two inputs and one
output, the rotation speed of second sun gear S2 and the
rotation speed of second ring gear R2 (= the input rotation
speed) are determined. With this, the rotation speed of
second pinion carrier PC2 is determined. This output ro-
tation speed from second pinion carrier PC2 (= the re-
duced rotation speed which is lower than the input rota-
tion speed, and which is higher than the first speed) is
transmitted directly to output shaft OUT, so that the sec-
ond speed is attained.

(Third Speed)

[0033] At the third speed (3rd), first clutch C1 and sec-
ond brake B2 are brought into simultaneous engagement
as indicated by hatching in FIG. 5A.
[0034] Input shaft IN, first sun gear S1, and second
ring gear R2 are directly connected to each other by the
engagement of first clutch C1. First ring gear R1 and
second sun gear S2 are fixed to transmission case TC
by the engagement of second brake B2 and first rotary
member M1.
[0035] Accordingly, when input shaft IN is rotated by
the input rotation speed, the input rotation speed is in-
putted to second ring gear R2 through first clutch C1, as
shown in FIG. 5B. Consequently, second planetary
gearset PG2 with second sun gear S2 being kept fixed
is operated to reduce the input rotation speed, and to
output the speed-reduced rotation from second pinion
carrier PC2. This output rotation speed from second pin-
ion carrier PC2 (= the reduced rotation speed which is
lower than the input rotation speed, and which is higher
than the second speed) is transmitted directly to output
shaft OUT, so that the third speed is attained.

(Fourth Speed)

[0036] At the fourth speed (4th), first clutch C1 and
second clutch C2 are brought into simultaneous engage-
ment as indicated by hatching in FIG. 6A.
[0037] By the simultaneous engagement of first clutch
C1 and second clutch C2, and first rotary element M1,
the two rotary elements S1 and PC1 are directly connect-
ed to each other in the first planetary gearset PG1, so
that the three rotary elements S1, PC1, and R1 of first
planetary gearset PG1 rotate as a unit, and the two rotary
elements S2 and R2 are directly connected to each other

in the second planetary gearset PG2, so that the three
rotary elements S2, PC2, and R2 rotates as a unit. More-
over, input shaft IN, first planetary gearset PG1, and sec-
ond planetary gearset PG2 are directly connected to
each other.
[0038] Accordingly, when input shaft IN is rotated by
the input rotation speed, first and second planetary
gearsets PG1 and PG2 rotate as a unit, as shown in FIG.
6B. This rotation of the second planetary gearset PG2 is
outputted from second pinion carrier PC2. This output
rotation speed from second pinion carrier PC2 (= the ro-
tation speed identical to the input rotation speed from
input shaft IN) is transmitted directly to output shaft OUT,
so that the fourth speed (i.e., a direct connection speed)
having a transmission ratio of 1 is attained.

(Reverse Speed)

[0039] At the reverse speed (Rev), second clutch C2
and first brake B1 are brought into simultaneous engage-
ment, as indicated by hatching in FIG. 7A.
[0040] First pinion carrier PC1 and second ring gear
R2 are fixed to transmission case TC by the simultaneous
engagement of second clutch C2 and first brake B1.
[0041] Accordingly, when the input shaft IN is rotated
by the input rotation speed, the input rotation speed is
inputted to first sun gear S1, as shown in FIG. 7B. Then,
first planetary gearset PG1 with first pinion carrier PC1
being kept fixed is operated to reverse the input rotation,
and to output this reversed rotation from first ring gear
R1. This rotation from first ring gear R1 is inputted directly
to second sun gear S2 through first rotary member M1.
Therefore, in second planetary gearset PG2 with second
ring gear R2 being kept fixed, the rotation speed of sec-
ond sun gear S2 is reduced, and the rotation speed of
second pinion carrier PC2 is determined. This output ro-
tation speed from second pinion carrier PC2 (that is, ro-
tation which is reverse in direction to that of the input
rotation) is transmitted directly to output shaft OUT so
that the reverse speed is attained.

[Advantages of First Embodiment in Comparison to Con-
ventional Example]

[0042] FIG. 8 is a skeleton diagram showing an auto-
matic transmission of a conventional example. FIG. 9 is
a table showing an engagement schedule in the conven-
tional automatic transmission for establishing four for-
ward speeds and one reverse speed. FIGS. 10A-10E are
speed diagrams in respective gear stages in the conven-
tional automatic transmission. Referring to FIG. 8 to
FIGS. 10A-10E, the advantages of the automatic trans-
mission according to the first embodiment in comparison
to that of the conventional example will be explained
hereinafter.
[0043] First, in comparison to the conventional auto-
matic transmission as shown in FIG. 8 and FIG. 9, the
automatic transmission according to the first embodi-
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ment as shown in FIG. 1 and FIG. 2 has the same per-
formance as that of the conventional automatic transmis-
sion in view of the following points.

(Shift Performance)

[0044] Both the automatic transmission according to
the first embodiment and the conventional automatic
transmission establish four forward speeds and one re-
verse speed.

(Gear Ratio Coverage)

[0045] Both the automatic transmission according to
the first embodiment and the conventional automatic
transmission attains a gear ratio coverage of 4 or more
which represents a range of change in the gear ratio (=
minimum speed gear ratio/maximum speed gear ratio)
which is referred to as "RC". Accordingly, it is possible
to attain both a good start performance at the minimum
speed gear ratio and a high speed fuel economy at the
maximum speed gear ratio while keeping the appropriate
value of the step ratio between the gear ratio at one speed
and the gear ratio at another speed adjacent to the one
speed. Here, the "appropriate value of the step ratio be-
tween the gear ratios at the adjacent speeds" means
such a condition that in a case where the step ratios be-
tween the gear ratios at the respective adjacent speeds
are plotted to draw a characteristic curve thereof, the
characteristic curve drops with a smooth gradient from a
low gear side toward a high gear side and then levels off.
[0046] However, the automatic transmission accord-
ing to the first embodiment has advantages in view of the
following points (a) to (e) as compared to the conventional
automatic transmission.

(a) Basic Construction

[0047] When the plurality of the gear stages are at-
tained by the planetary gearsets and the friction ele-
ments, the number of the components constituting the
automatic transmission becomes smaller as the number
of the friction elements is smaller. With this, it is possible
to attain the size reduction, the weight reduction, and the
cost reduction of the automatic transmission. According-
ly, it is preferable that the number of the friction elements
in the automatic transmission is smaller.
[0048] The conventional automatic transmission uses
two single-pinion planetary gearsets, and five friction el-
ements (two clutches, and three brakes) for attaining four
forward speeds and one reverse speed. In contrast, the
automatic transmission according to the first embodi-
ment attains the four forward speeds and the one rear-
ward speed by the two single-pinion planetary gearset
and the four friction elements (the two clutches and the
two brakes), as shown in FIG. 1.
[0049] The number of the automatic transmission ac-
cording to the first embodiment is smaller by one than

the number of the conventional automatic transmission.
Accordingly, it is possible to decrease the number of the
components constituting the automatic transmission,
and to attain the size reduction, the weight reduction, and
the cost reduction.
[0050] Moreover, in the automatic transmission ac-
cording to the first embodiment, all of the planetary
gearsets are constituted by the single-pinion planetary
gearset. Accordingly, it is possible to decrease the
number of the components relative to using the double-
pinion planetary gearset, and to further improve the size
reduction, the weight reduction, and the cost reduction
of the automatic transmission.

(b) Shift Efficiency

[0051] In the conventional automatic transmission, as
shown in FIG. 9, the third speed is the direct connection
speed, and the first speed and the second speed are set
as the underdrive gear stage. Accordingly, the engine
speed becomes higher with respect to the necessary
torque. Therefore, the efficiency is low, for example, at
the underdrive gear stage which is frequently used at the
running in the urban area and so on in which the stops
and the starts of the vehicle are repeated.
[0052] In contrast, in the automatic transmission ac-
cording to the first embodiment, as shown in FIG. 2, the
fourth speed is the direct connection speed, and the first
to third speeds are set as the underdrive gear stage. Ac-
cordingly, for example, even at the underdrive gear stage
which is frequently used at the running in the urban area
and so on in which the stops and the starts of the vehicle
are repeated, it is possible to suppress the engine speed
with respect to the necessary torque, and to improve the
fuel economy and the efficiency. Moreover, a shift interval
on the underdrive side becomes small relative to the con-
ventional example. Accordingly, it is possible to suppress
the unevenness of the driving force between the gear
stages, and the shift shock.

(c) Reverse Power Performance

[0053] A ratio between the first speed gear ratio and
the reverse speed gear ratio determines start accelera-
tion ability and ascent ability of the vehicle. For instance,
in a case where a ratio between the first speed gear ratio
and the reverse speed gear ratio is equal to or smaller
than 1, that is, in a case where the reverse speed gear
ratio is smaller than the first speed gear ratio, the driving
force at the reverse start becomes smaller than the driv-
ing force at the forward start, resulting in deterioration in
reverse start ability of the vehicle.
[0054] In the conventional automatic transmission, as
shown in FIG. 9, the ratio Rev/1st between the first speed
gear ratio and the reverse speed gear ratio is 0.826. Ac-
cordingly, the reverse speed gear ratio is smaller than
the first speed gear ratio. The driving force at the reverse
is deficient, resulting in deterioration in reverse start abil-
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ity of the vehicle.
[0055] In contrast, in the automatic transmission ac-
cording to the first embodiment, as shown in FIG. 2, the
ratio Rev/1st between the first speed gear ratio and the
reverse speed gear ratio is 1.250. Accordingly, the re-
verse speed gear ratio becomes larger than the first
speed gear ratio, and the reverse start ability of the ve-
hicle is not deteriorated. Accordingly, it is possible to pre-
vent the deficiency of the driving force at the reverse, and
to operate the automatic transmission without deteriorat-
ing the start acceleration ability and the ascent ability of
the vehicle at the reverse.

(d) Friction Element Rotation Speed

[0056] The friction elements of the automatic transmis-
sion receive the larger load as the rotation speed be-
comes higher. Accordingly, it is necessary that the friction
elements of the automatic transmission have the strength
to endure the rotation. However, in a case where the
strength of the friction elements are increased, the weight
of the entire automatic transmission is increased, and
the size of the automatic transmission is increased. Ac-
cordingly, it is preferable that the rotation speed of the
friction element in the automatic transmission is sup-
pressed to the lower speed.
[0057] In case of the conventional automatic transmis-
sion, as shown in FIGS. 10A-10E, for example, the rota-
tion speeds in first sun gear S1 and second sun gear S2
in the second speed, and the second ring gear R2 in the
fourth speed are enormously increased with respect to
the input rotation speed. Accordingly, it is necessary that
the strength of the gear whose the rotation speed is in-
creased is increased. Therefore, the weight of the entire
automatic transmission is increased, and the size of the
automatic transmission is increased.
[0058] In contrast, in case of the automatic transmis-
sion according to the first embodiment, as shown in FIGS.
3B, 4B, 5B, 6B, and 7B, there is no gear whose the ro-
tation speed is increased with respect to the input rotation
speed. Accordingly, the strengths of the gears do not
need to be increased more than necessary. Therefore,
it is possible to suppress the weight increase, and the
size increase.

(e) Friction Loss in Respective Gear Stages

[0059] In a case where the respective gear stages are
attained by engagements of the friction elements, it is
not possible to avoid the friction loss by the oil drag which
generated at the friction elements (disengaged ele-
ments) which turn free (idle). However, in the automatic
transmission, it is preferable that the friction loss is small-
er.
[0060] In the conventional automatic transmission, as
shown in FIG. 9, the two friction elements are brought
into the simultaneous engagement at each gear stage in
order to attain the respective gear stages of the four for-

ward speeds. The conventional automatic transmission
has five friction elements. Accordingly, for example, the
friction elements which turn free in the first speed are
second clutch C2, first brake B1, and second brake B2.
In this way, the number of the friction elements which
turn free in each gear stage is three. In the conventional
automatic transmission, the friction loss becomes large
by the oil drag and so on in the three friction elements
which turns free. With this, the transmission efficiency of
the driving energy is deteriorated. That is, in a case where
the conventional automatic transmission is applied, for
example, to the engine vehicle, the friction loss by the
three friction elements which turn free deteriorates the
fuel economy.
[0061] In contrast, in the automatic transmission ac-
cording to the first embodiment, as shown in FIG. 2, the
two friction elements are brought into the simultaneous
engagement at each gear stage in order to attain the
respective gear stages of the four forward speeds, like
the conventional automatic transmission. However, the
number of the friction elements is four. Accordingly, for
example, the friction elements which turn free in the first
speed are first clutch C1 and first brake B1. In this way,
the number of the friction elements which turn free at
each gear stage is two. Accordingly, the number of the
friction elements which turns free is small relative to that
of the conventional example. Therefore, it is possible to
suppress the friction loss of the friction elements which
turn free to the small value, and to improve the transmis-
sion efficiency of the driving energy. That is, in a case
where the automatic transmission according to the first
embodiment is applied, for example, to the engine vehi-
cle, it is possible to improve the fuel economy.

[Effect by One-way Clutch]

[0062] In the automatic transmission according to the
first embodiment, one-way clutch OWC is disposed par-
allel to first brake B1 arranged to selectively interrupt the
rotation of first pinion carrier PC1.
[0063] With this, in case of shift from the first speed to
the second speed, one-way clutch OWC is self-locked in
the driving state. Accordingly, the engagement control of
first clutch C1 and the disengagement control of second
clutch C2 and second brake B2 are performed. That is,
the control to self-lock one-way clutch OWC is unneces-
sary. Moreover, in case of shift from the second speed
to the third speed, one-way clutch OWC which does not
become the power transmitting path is self-disengaged.
Accordingly, the only engagement control of second
brake B2 is performed. The control of one-way clutch
OWC is unnecessary.
[0064] In a case where one-way clutch OWC is not
provided, it is necessary to control the simultaneous en-
gagement of first clutch C1 and first brake B1, and the
simultaneous disengagement of second clutch C2 and
second brake B2 in case of the shift from the first speed
to the second speed. Accordingly, the control becomes
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difficult.
[0065] Therefore, in the automatic transmission ac-
cording to the first embodiment, one-way clutch OWC is
provided parallel to first brake B1. With this, it is possible
to facilitate the shift control.
[0066] The automatic transmission according to the
first embodiment has the following functions and effects.

(1) An automatic transmission includes: a first plan-
etary gearset (PG1) including a first sun gear (S1),
a first ring gear (R1), and a first pinion carrier (PC1)
as a single-pinion carrier which supports a first pinion
gear (P1) engaged with the first sun gear (S1) and
the first ring gear (R1); a second planetary gearset
(PG2) including a second sun gear (S2), a second
ring gear (R2), and a second pinion carrier (PC2) as
a single-pinion carrier which supports a second pin-
ion gear (P2) engaged with the second sun gear (S2)
and the second ring gear (R2); an input shaft (IN)
constantly coupled to the first sun gear (S1); an out-
put shaft (OUT) constantly coupled to the second
pinion carrier (PC2); a first rotary member (M1) con-
stantly connecting the first ring gear (R1) and the
second sun gear (S2); a first friction element (C1)
selectively connecting the first sun gear (S1) and the
second ring gear (R2); a second friction element (C2)
selectively connecting the first pinion carrier (PC1)
and the second ring gear (R2); a third friction element
(B1) selectively interrupting a rotation of the first pin-
ion carrier (PC1); and a fourth friction element (B2)
selectively interrupting a rotation of the first rotary
member (M1), the automatic transmission attaining
first to fourth forward speeds and one reverse speed.
Accordingly, it is possible to attain the size reduction,
the weight reduction, and the cost reduction while
the automatic transmission attains the four forward
speeds and the one reverse speed.
(2) The automatic transmission further includes a
one-way clutch (OWC) disposed parallel to the third
friction element (B1).
Accordingly, it is possible to facilitate the control of
the shift elements at the shift operation including the
engagement or the disengagement of the third fric-
tion element.
(3) Each of the four forward speeds is attained by a
simultaneous engagement of two friction elements
selected from four friction elements of the first friction
element (C1), the second friction element (C2), the
third friction element (B1), and the fourth friction el-
ement (B2); and the four forward speeds include a
first speed attained by a simultaneous engagement
of the second friction element (C2) and the fourth
friction element (B2), a second speed attained by a
simultaneous engagement of the first friction ele-
ment (C1) and the third friction element (B1), a third
speed attained by a simultaneous engagement of
the first friction element (C1) and the fourth friction
element (B2), and a fourth speed attained by simul-

taneous engagement of the first friction element (C1)
and the second friction element (C2).
Accordingly, the number of the underdrive gear stag-
es is large. Consequently, the efficiency in the fre-
quently-used gear stage is improved. Moreover, the
interval between the step ratios becomes small, and
it is possible to suppress the unevenness of the driv-
ing forces between the gear stages, and the shift
shock. Moreover, the rotation speeds of the respec-
tive friction elements do not become high. Accord-
ingly, it is possible to suppress the weight increase,
and the size increase. Moreover, the number of the
friction elements which turn free is small. With this,
it is possible to suppress the friction loss to the small
value, and to improve the transmission efficiency of
the driving energy.
(4) The one reverse speed is attained by a simulta-
neous engagement of two friction elements selected
from four friction elements of the first friction element
(C1), the second friction element (C2), the third fric-
tion element (B1), and the fourth friction element
(B2); and the one reverse speed is attained by the
second friction element (C2) and the third friction el-
ement (B1).
Accordingly, the reverse start ability of the vehicle is
not lowered, and it is possible to prevent the defi-
ciency of the driving force at the reverse.

[Second Embodiment]

[0067] Next, an automatic transmission according to a
second embodiment is explained. The second embodi-
ment is an embodiment falling within the wording of claim
1. The automatic transmission according to the second
embodiment differs from that of the first embodiment in
that one of the two planetary gearsets is changed to a
double-pinion planetary gearset.
[0068] FIG. 11 is a skeleton diagram showing an au-
tomatic transmission according to said second embodi-
ment. Hereinafter, a construction of planetary gearsets
in the automatic transmission according to the second
embodiment is explained by referring to FIG. 11.
[0069] As shown in FIG. 11, the automatic transmis-
sion according to the second embodiment includes a first
planetary gearset PG1, a second planetary gearset PG2,
an input shaft IN, an output shaft OUT, a first rotary mem-
ber M1, a first clutch C1 (i.e. first friction element), a sec-
ond clutch C2 (i.e. second friction element), a first brake
B1 (i.e. third friction element), a second brake B2 (i.e.
fourth friction element), and a transmission case TC.
[0070] First planetary gearset PG1 is a single-pinion
planetary gearset including a first sun gear S1, a first
pinion carrier PC1 supporting first pinion P1, and a first
ring gear R1. First pinion P1 is in meshing engagement
with first sun gear S1. First ring gear R1 is in meshing
engagement with a pinion gear P1.
[0071] Second planetary gearset PG2 is a double-pin-
ion planetary gearset including a second sun gear S2, a
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second pinion carrier PC2 as a double-pinion carrier
which supports second pinion gears P2s and P2r, and a
second ring gear R2. Second pinion gear P2s is in mesh-
ing engagement with second sun gear S2. Second pinion
gear P2r is in meshing engagement with second pinion
gear P2s and second ring gear R2.
[0072] Input shaft IN receives a driving torque which
is transmitted from a drive source such as an engine via
a torque converter and the like. Input shaft IN is always
connected to first sun gear S1.
[0073] Output shaft OUT outputs a driving torque after
shifting to driving wheels through a propeller shaft, a final
gear and the like. Output shaft OUT is always connected
to second ring gear R2.
[0074] First rotary member M1 is a rotary member
which always connects first ring gear R1 and second sun
gear S2 to each other without intervention of a friction
element.
[0075] First clutch C1 is the first friction element which
selectively connects first sun gear S1 and second pinion
carrier PC2.
[0076] Second clutch C2 is the second friction element
which selectively connects first pinion carrier PC1 and
second pinion carrier PC2.
[0077] First brake B1 is the third friction element which
is arranged to interrupt rotation of first pinion carrier PC1
relative to transmission case TC. A one-way clutch OWC
is disposed parallel to first brake B1. One-way clutch
OWC is arranged to self-lock in the driving state, and to
self-release in the coasting state.
[0078] Second brake B2 is the fourth friction element
which is arranged to interrupt rotation of first rotation
member M1 relative to transmission case TC.
[0079] The engagement operations in the automatic
transmission according to the second embodiment are
identical to those of the automatic transmission according
to the first embodiment. Accordingly, repetitive illustra-
tions are omitted.
[0080] Next, an operation of the automatic transmis-
sion according to the second embodiment will be ex-
plained with respect to "a shift operation at the respective
gear stages".

[Shift Operation at Respective Gear Stages]

(First Speed)

[0081] At the first speed (1st), second clutch C2 and
second brake B2 are brought into simultaneous engage-
ment as indicated by hatching in FIG. 12A.
[0082] First pinion carrier PC1 and second pinion car-
rier PC2 are directly connected to each other by the en-
gagement of second clutch C2. First rotary member M1
is fixed to transmission case TC by the engagement of
second brake B2.
[0083] Accordingly, when input shaft IN is rotated by
the input rotation speed, the input rotation speed is in-
putted to first sun gear S1, as shown in FIG. 12B. Then,

first planetary gearset PG1 with first ring gear R1 being
kept fixed is operated to reduce the input rotation speed,
and to output the speed-reduced rotation from first pinion
carrier PC1. This speed-reduced rotation from first pinion
carrier PC1 is inputted directly to second pinion carrier
PC2 through second clutch C2. Therefore, in second
planetary gearset PG2 with second sun gear S2 being
kept fixed, the rotation of second pinion carrier PC2 is
further reduced, and the rotation speed of second ring
gear R2 is determined. This output rotation speed from
second ring gear R2 (= the reduced rotation speed lower
than the input rotation speed) is transmitted directly to
output shaft OUT, so that the first speed is attained.

(Second Speed)

[0084] At the second speed (2nd), first clutch C1 and
one way clutch OWC are brought into simultaneous en-
gagement in the driving state, and first clutch C1 and first
brake B1 are brought into simultaneous engagement in
the coasting state, as indicated by hatching in FIG. 13A.
[0085] Input shaft IN, first sun gear S1, and second
pinion carrier PC2 are directly connected to each other
by the engagement of first clutch C1. First pinion carrier
PC1 is fixed to transmission case TC by the engagement
of first brake B1 or one way clutch OWC.
[0086] Accordingly, when input shaft IN is rotated by
the input rotation speed, the input rotation speed is in-
putted to first sun gear S1 and second pinion carrier PC2,
as shown in FIG. 13B. Consequently, in first planetary
gearset PG1 with first pinion carrier PC1 being kept fixed
is operated to reverse the input rotation, and to output
this reversed rotation from first ring gear R1. This rotation
from first ring gear R1 is inputted directly to second sun
gear S2 through first rotary member M1. Therefore, in
second planetary gearset PG2 having two inputs and one
output, the rotation speed of second sun gear S2 and the
rotation speed of second pinion carrier PC2 (=the input
rotation speed) are determined. With this, the rotation
speed of second ring gear R2 is determined. This output
rotation speed from second ring gear R2 (= the reduced
rotation speed which is lower than the input rotation
speed, and which is higher than the first speed) is trans-
mitted directly to output shaft OUT, so that the second
speed is attained.

(Third Speed)

[0087] At the third speed (3rd), first clutch C1 and sec-
ond brake B2 are brought into simultaneous engagement
as indicated by hatching in FIG. 14A.
[0088] Input shaft IN, first sun gear S1, and second
pinion carrier PC2 are directly connected to each other
by the engagement of first clutch C1. First ring gear R1
and second sun gear S2 are fixed to transmission case
TC by the engagement of second brake B2 and first rotary
member M1.
[0089] Accordingly, when input shaft IN is rotated by
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the input rotation speed, the input rotation speed is in-
putted to second pinion carrier PC2 through first clutch
C1, as shown in FIG. 14B. Consequently, in second plan-
etary gearset PG2 with second sun gear S2 being kept
fixed, the input rotation is reduced, and the speed-re-
duced rotation is outputted from second ring gear R2.
This output rotation speed from second ring gear R2 (=
the reduced rotation speed which is lower than the input
rotation speed, and which is higher than the second
speed) is transmitted directly to output shaft OUT, so that
the third speed is attained.

(Fourth Speed)

[0090] At the first speed (4th), first clutch C1 and sec-
ond clutch C2 are brought into simultaneous engagement
as indicated by hatching in FIG. 15A.
[0091] By the simultaneous engagement of first clutch
C1 and second clutch C2, and the first rotary member
M1, the two rotary elements S1 and PC1 are directly con-
nected to each other in the first planetary gear set PG1,
so that the three rotary elements S1, PC1, and R1 of first
planetary gearset PG1 rotate as a unit, and the two rotary
elements S2 and PC2 are directly connected to each
other in the second planetary gearset PG2, so that the
three rotary elements S2, PC2, and R2 rotates as a unit.
Moreover, input shaft IN, first planetary gearset PG1, and
second planetary gearset PG2 are directly connected to
each other.
[0092] Accordingly, when input shaft IN is rotated by
the input rotation speed, first and second planetary
gearsets PG1 and PG2 rotate as a unit, as shown in FIG.
15B. This rotation from the second planetary gearset
PG2 is outputted from ring gear R2. This output rotation
speed from second ring gear R2 (= the rotation speed
identical to the input rotation speed from input shaft IN)
is transmitted directly to output shaft OUT, so that the
fourth speed (i.e., a direct connection speed) having a
transmission ratio of 1 is attained.

(Reverse Speed)

[0093] At the reverse speed (Rev), second clutch C2
and first brake B1 are brought into simultaneous engage-
ment, as indicated by hatching in FIG. 16A.
[0094] First pinion carrier PC1 and second pinion car-
rier PC2 are fixed to transmission case TC by the simul-
taneous engagement of second clutch C2 and first brake
B1.
[0095] Accordingly, when the input shaft IN is rotated
by the input rotation speed, the input rotation speed is
inputted to first sun gear S1, as shown in FIG. 16B. Then,
first planetary gearset PG1 with first pinion carrier PC1
being kept fixed is operated to reverse the input rotation,
and to output this reversed rotation from first ring gear
R1. This rotation from first ring gear R1 is inputted directly
to second sun gear S2 through first rotary member M1.
Therefore, in second planetary gearset PG2 with second

pinion carrier PC2 being kept fixed, the rotation speed of
second sun gear S2 is slightly reduced, and the rotation
speed of second ring gear R2 is determined. This output
rotation speed from second ring gear R2 (that is, rotation
which is reverse in direction to that of the input rotation)
is transmitted directly to output shaft OUT, so that the
reverse speed is attained.
[0096] In this way, even when second planetary
gearset PG2 is constituted as the double-pinion planetary
gearset, unlike the automatic transmission according to
the first embodiment, the automatic transmission having
the two planetary gearsets, and the four friction elements
is attained. Moreover, in the automatic transmission ac-
cording to the second embodiment, it is also possible to
attain the size reduction, the weight reduction, and the
cost reduction while attaining the four forward speeds.
Moreover, the other functions and the other effects are
identical to those of the first embodiment. Accordingly,
the illustrations are omitted.
[0097] The automatic transmission according to the
second embodiment has the following functions and ef-
fects.

(5) An automatic transmission includes: a first plan-
etary gearset (PG1) including a first sun gear (S1),
a first ring gear (R1), and a first pinion carrier (PC1)
as a single-pinion carrier which supports a first pinion
gear (P1) engaged with the first sun gear (S1) and
the first ring gear (R1); a second planetary gearset
(PG2) including a second sun gear (S2), a second
ring gear (R2), and a second pinion carrier (PC2) as
a double-pinion carrier which supports second pinion
gears (P2s, P2r) engaged, respectively, with the sec-
ond sun gear (S2) and the second ring gear (R2); an
input shaft (IN) constantly coupled to the first sun
gear; an output shaft (OUT) constantly coupled to
the second ring gear (R2); a first rotary member (M1)
constantly connecting the first ring gear (R1) and the
second sun gear (S2); a first friction element (C1)
selectively connecting the first sun gear (S1) and the
second pinion carrier (PC2); a second friction ele-
ment (C2) selectively connecting the first pinion car-
rier (PC1) and the second pinion carrier (PC2); a
third friction element (B1) selectively interrupting a
rotation of the first pinion carrier (PC1); and a fourth
friction element (B2) selectively interrupting a rota-
tion of the first rotary member (M1), the automatic
transmission attaining first to fourth forward speeds
and one reverse speed.
Accordingly, it is possible to attain the size reduction,
the weight reduction, and the cost reduction while
attaining the four forward speeds and the one re-
verse speed.

[0098] In the embodiments, the gear ratio ρ1 of first
planetary gearset PG1 and the gear ratio p2 of second
planetary gearset PG2 are set to the suitable values.
However, the gear ratios ρ1 and p2 are not limited to the
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specific values in the embodiments. The gear ratios ρ1
and p2 of planetary gearsets PG1 and PG2 can be set
within allowable ranges so as to obtain a high value of
the RC and an appropriate value of the step ratio between
the adjacent speeds.
[0099] The automatic transmission according to the
embodiments can be applied to various vehicles such as
a front-engine front-wheel-drive vehicle (i.e., a FF vehi-
cle), a hybrid vehicle, an electric vehicle, a fuel cell pow-
ered vehicle without being particularly limited to a front-
engine rear-wheel-drive vehicle (i.e., a FR vehicle) hav-
ing a coaxial arrangement of the input shaft and the out-
put shaft in the first and second embodiments. Moreover,
the automatic transmission according to the embodi-
ments can be applied to a vehicle which uses, as a driving
source, a diesel engine having a width of the engine
speed which is narrower than that of the gasoline engine,
and which has a lower torque in comparison to that of
the gasoline engine with the same displacement.

Claims

1. An automatic transmission comprising:

a first planetary gearset (PG1) including a first
sun gear (S1), a first ring gear (R1), and a first
pinion carrier (PC1) as a single-pinion carrier
which supports a first pinion gear (P1) engaged
with the first sun gear (S1) and the first ring gear
(R1);
a second planetary gearset (PG2) including a
second sun gear (S2), a second ring gear (R2),
and a second pinion carrier (PC2) as a double-
pinion carrier which supports second pinion
gears (P2s, P2r) engaged, respectively, with the
second sun gear (S2) and the second ring gear
(R2);
a first to fourth friction element;
an input shaft (IN) constantly coupled to the first
sun gear (S1);
an output shaft (OUT) constantly coupled to the
second ring gear (R2);
a first rotary member (M1) constantly connecting
the first planetary gearset and the second sun
gear (S2), wherein
the first friction element (C1) selectively con-
necting the first sun gear (S1) and the second
pinion carrier (PC2);
the third friction element (B1) selectively inter-
rupting a rotation of the first pinion carrier (PC1);
and
the automatic transmission attaining first to
fourth forward speeds and one reverse speed,
characterized in that
the first rotary member (M1) is constantly con-
necting the first ring gear (R1) and the second
sun gear (S2),

the second friction element (C2) is selectively
connecting the first pinion carrier (PC1) and the
second pinion carrier (PC2), and
the fourth friction element (B2) is selectively in-
terrupting a rotation of the first rotary member
(M1).

2. An automatic transmission according to claim 1,
characterized in that the automatic transmission
further comprises a one-way clutch (OWC) disposed
parallel to the third friction element (B1).

3. An automatic transmission according to claim 1 or
2, characterized in that each of the four forward
speeds is attained by a simultaneous engagement
of two friction elements selected from four friction
elements of the first friction element (C1), the second
friction element (C2), the third friction element (B1),
and the fourth friction element (B2); and the four for-
ward speeds include a first speed attained by a si-
multaneous engagement of the second friction ele-
ment (C2) and the fourth friction element (B2), a sec-
ond speed attained by a simultaneous engagement
of the first friction element (C1) and the third friction
element (B1), a third speed attained by a simultane-
ous engagement of the first friction element (C1) and
the fourth friction element (B2), and a fourth speed
attained by simultaneous engagement of the first fric-
tion element (C1) and the second friction element
(C2).

4. An automatic transmission according to one of the
claims 1 to 3, characterized in that the one reverse
speed is attained by a simultaneous engagement of
two friction elements selected from four friction ele-
ments of the first friction element (C1), the second
friction element (C2), the third friction element (B1),
and the fourth friction element (B2); and the one re-
verse speed is attained by the second friction ele-
ment (C2) and the third friction element (B1).

Patentansprüche

1. Ein Automatikgetriebe, das umfasst:

einen ersten Planetenrad-Getriebesatz (PG1),
der ein erstes Sonnen-Rad (S1), ein erstes
Ring-Rad (R1) und einen ersten Ritzel-Träger
(PC1) als einen Einzel-Ritzel-Träger, welcher
ein erstes Ritzel-Rad (P1) lagert, das mit dem
ersten Sonnen-Rad (S1) und dem ersten Ring-
Rad (R1) in Eingriff ist, beinhaltet;
einen zweiten Planetenrad-Getriebesatz (PG2),
der ein zweites Sonnen-Rad (S2), ein zweites
Ring-Rad (R2), einen zweiten Ritzel-Träger
(PC2) als einen Doppel-Ritzel-Träger, welcher
zweite Ritzel-Räder (P2s, P2r) lagert, die jeweils
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mit dem zweiten Sonnen-Rad (S2) und dem
zweiten Ring-Rad (R2) in Eingriff sind, beinhal-
tet;
ein erstes bis viertes Reib-Element;
eine Eingangs-Welle (IN), die konstant mit dem
ersten Sonnen-Rad (S1) gekoppelt ist;
eine Ausgangs-Welle (OUT), die konstant mit
dem zweiten Ring-Rad (R2) gekoppelt ist;
ein erstes Dreh-Element (M1), das konstant mit
dem ersten Planetenrad-Getriebesatz und dem
zweiten Sonnen-Rad (S2) verbunden ist, wobei
das erste Reib-Element (C1) selektiv das erste
Sonnen-Rad (S1) und den zweiten Ritzel-Trä-
ger (PC2) verbindet;
das dritte Reib-Element (B1) selektiv eine Dre-
hung des ersten Ritzel-Trägers (PC1) unter-
bricht; und
das Automatikgetriebe erste bis vierte Vorwärts-
gänge und einen Rückwärtsgang erreicht, da-
durch gekennzeichnet, dass
das erste Dreh-Element (M1) konstant das erste
Ring-Rad (R1) und das zweite Sonnen-Rad (S2)
verbindet;
das zweite Reib-Element (C2) selektiv den ers-
ten Ritzel-Träger (PC1) und den zweiten Ritzel-
Träger (PC2) verbindet, und
das vierte Reib-Element (B2) selektiv eine Dre-
hung des ersten Dreh-Elements (M1) unter-
bricht.

2. Ein Automatikgetriebe gemäß Anspruch 1, dadurch
gekennzeichnet, dass das Automatikgetriebe wei-
terhin eine Einweg-Kupplung (OWC) umfasst, die
parallel zu dem dritten Reib-Element (B1) positio-
niert ist.

3. Ein Automatikgetriebe gemäß Anspruch 1 oder 2,
dadurch gekennzeichnet, dass jeder von den vier
Vorwärtsgängen durch einen simultanen Eingriff von
zwei Reib-Elementen, ausgewählt von vier Reib-
Elementen von dem ersten Reib-Element (C1), dem
zweiten Reib-Element (C2), dem dritten Reib-Ele-
ment (B1) und dem vierten Reib-Element (B2) erhal-
ten wird; und die vier Vorwärtsgänge einen ersten
Gang, der durch einen simultanen Eingriff des zwei-
ten Reib-Elements (C2) und des vierten Reib-Ele-
ments (B2) erhalten wird, einen zweiten Gang, der
durch einen simultanen Eingriff des ersten Reib-Ele-
ments (C1) und des dritten Reib-Elements (B1) er-
halten wird, einen dritten Gang, der durch einen si-
multanen Eingriff des ersten Reib-Elements (C1)
und des vierten Reib-Elements (B2) erhalten wird,
und einen vierten Gang, der durch simultanen Ein-
griff des ersten Reib-Elements (C1) und des zweiten
Reib-Elements (C2) erhalten wird, beinhalten.

4. Ein Automatikgetriebe gemäß einem der Ansprüche
1 bis 3, dadurch gekennzeichnet, dass der eine

Rückwärtsgang durch einen simultanen Eingriff von
zwei Reib-Elementen erhalten wird, ausgewählt von
den vier Reib-Elementen von dem ersten Reib-Ele-
ment (C1), dem zweiten Reib-Element (C2), dem
dritten Reib-Element (B1), und dem vierten Reib-
Element (B2); und der eine Rückwärtsgang wird
durch das zweite Reib-Element (C2) und das dritte
Reib-Element (B1) erhalten.

Revendications

1. Transmission automatique comprenant:

un premier engrenage planétaire (PG1) com-
prenant un premier engrenage solaire (S1), une
première couronne dentée (R1) et un premier
pignon (PC1) en tant que support à un seul pi-
gnon qui prend en charge un premier pignon
(P1) en prise avec le premier engrenage solaire
(S1) et la première couronne dentée (R1);
un deuxième engrenage planétaire (PG2) com-
prenant un second engrenage solaire (S2), une
deuxième couronne dentée (R2) et un deuxième
pignon (PC2) en tant que support à double pi-
gnon qui prend en charge les deuxièmes pi-
gnons (P2s, P2r) en prise, respectivement, avec
le deuxième engrenage solaire (S2) et la deuxiè-
me couronne (R2);
un premier élément de friction à un quatrième
élément de friction;
un arbre d’entrée (IN) couplé en permanence
au premier engrenage solaire (S1);
un arbre de sortie (OUT) couplé en permanence
à la deuxième couronne dentée (R2);
un premier élément rotatif (M1) reliant en per-
manence le premier engrenage planétaire et le
deuxième engrenage solaire (S2), dans lequel
le premier élément de friction (C1) reliant de ma-
nière sélective le premier engrenage solaire
(S1) et le deuxième support de pignon (PC2);
le troisième élément de friction (B1) interrompt
de manière sélective une rotation du premier
support de pignon (PC1); et
la transmission automatique atteignant la pre-
mière à la quatrième vitesse de marche avant
et une marche arrière, caractérisée en ce que
le premier élément rotatif (M1) raccorde en per-
manence la première couronne (R1) et le
deuxième engrenage solaire (S2),
le deuxième élément de friction (C2) reliant de
manière sélective le premier support de pignon
(PC1) et le deuxième support de pignon (PC2),
et
le quatrième élément de friction (B2) interrompt
de manière sélective une rotation du premier
élément rotatif (M1).
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2. Transmission automatique selon la revendication 1,
caractérisée en ce que La transmission automati-
que comprend en outre un embrayage unidirection-
nel (OWC) parallèle au troisième élément de friction
(B1).

3. Transmission automatique selon les revendications
1 ou 2, caractérisée en ce que l’on passe à chacune
des quatre vitesses de marche avant par la mise en
prise simultanée de deux éléments de friction sélec-
tionnés parmi quatre éléments de friction, à savoir
le premier élément de friction (C1), le deuxième élé-
ment de friction (C2), le troisième élément de friction
(B1) et le quatrième élément de friction (B2); et les
quatre vitesses de marche avant incluent une pre-
mière vitesse obtenue par mise en prise simultanée
du deuxième élément de friction (C2) et du quatrième
élément de friction (B2), une deuxième vitesse ob-
tenue par mise en prise simultanée du premier élé-
ment de friction (C1) et du troisième élément de fric-
tion (B1), une troisième vitesse obtenue par mise en
prise simultanée du premier élément de friction (C1)
et du quatrième élément de friction (B2), et une qua-
trième vitesse obtenue par mise en prise simultanée
du premier élément de friction (C1) et du deuxième
élément de friction (C2),

4. Transmission automatique selon l’une des revendi-
cations 1 à 3, caractérisée en ce que l’on passe en
marche arrière par la mise en prise simultanée de
deux éléments de friction sélectionnés parmi quatre
éléments de friction, à savoir le premier élément de
friction (C1), le deuxième élément de friction (C2),
le troisième élément de friction (B1) et le quatrième
élément de friction (B2); et la marche arrière fait ap-
pel au deuxième élément de friction (C2) et au troi-
sième élément de friction (B1).
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