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Description

BACKGROUND OF THE INVENTION

1. Field of the Invention

[0001] The present invention relates to a hydraulic con-
trol apparatus of an automatic transmission for controlling
an engaging state of a frictional engaging element in the
automatic transmission mounted to a vehicle, etc. by oil
pressure, and more particularly relates to a hydraulic con-
trol apparatus of the automatic transmission having a
switching valve for selectively switching and supplying
control pressure controlled by a solenoid valve and line
pressure to a hydraulic servo of the frictional engaging
element.

2. Background Art

[0002] The automatic transmission mounted to the ve-
hicle, etc. conventionally has the hydraulic control appa-
ratus for controlling the engaging state of the frictional
engaging element such as a clutch, a brake, etc. by hy-
draulic control for supplying the engaging state to each
of the respective hydraulic servos. When an engaging
operation and a release operation of the frictional engag-
ing element are particularly performed in this hydraulic
control, it is necessary to finely control the supplied oil
pressure by the solenoid valve and a control valve, etc.
controlled by the solenoid valve, and prevent a sudden
torque change (speed change shock) by smoothly per-
forming the engaging operation and the release opera-
tion.
[0003] However, for example, when the oil pressure
after the engaging operation, i.e., during the engagement
is continuously supplied through the above control valve,
there is a fear that running ability is injured by a stick of
the control valve, etc. Therefore, a structure for switching
the oil pressure (hereinafter set to "control pressure")
controlled by the solenoid valve and the line pressure by
the switching valve is proposed (JP-A-2002-266995).
[0004] Here, the conventional hydraulic control appa-
ratus will be briefly explained. Fig. 7 is a schematic view
showing a hydraulic circuit of the conventional hydraulic
control apparatus. Fig. 8 is a time chart showing an ex-
perimental example at an N-D shift time using the con-
ventional hydraulic control apparatus. As shown in Fig.
7, modulator pressure PMOD for adjusting line pressure
PL adjusted by a primary regulator valve, etc. with respect
to the oil pressure from an oil pump operated in associ-
ation with an unillustrated engine so as not to further be-
come a predetermined pressure or more is inputted to a
linear solenoid valve 21 for C-1. When the linear solenoid
valve 21 for C-1 is operated and controlled, the modulator
pressure PMOD is adjusted and signal pressure PSLC1 is
outputted from a port 21b. The signal pressure PSLC1 is
outputted to an oil chamber 22a of the control valve 22
and an oil chamber 23a of a C-1 apply relay valve 23.

[0005] On the other hand, the above line pressure PL
is inputted to a port 22c of the above control valve 22 and
a port 23d of the above C-1 apply relay valve 23. Further,
the control pressure provided by adjusting the line pres-
sure PL inputted to the port 22c of the control valve 22 is
outputted from a port 22d and is inputted to a port 23c of
the C-1 apply relay valve 23. The above modulator pres-
sure PMOD is inputted to an oil chamber 23b of the C-1
apply relay valve 23.
[0006] When the engaging operation of the clutch C-1
is performed, the modulator pressure PMOD is normally
inputted to the oil chamber 23b of the C-1 apply relay
valve 23. A spool 23p is located in an upper position and
ports 23c and 23e are communicated with each other.
Thus, the control pressure outputted by the control valve
22 is supplied to a C-1 hydraulic servo 25. However, for
example, when the oil temperature is high and an engine
rotation number is low and the discharge amount of the
oil pump is small, there is a fear that the following prob-
lems are caused.
[0007] Namely, as shown in Fig. 8, for example, when
a driver sets an unillustrated shift lever to an N-D shift
(shifts the shift lever from a neutral range to a drive range)
at a time point t1, a so-called back-lash filling operation
(fast fill) for making an unillustrated piston of the C-1 hy-
draulic servo 25 approach until a frictional plate is started
at a time point t2. Thus, the linear solenoid valve 21 for
C-1 is electronically controlled and operated, and the oil
is flowed into the linear solenoid valve 21 for C-1 (and oil
paths b, c, d and oil chambers 22a, 23a), and the line
pressure PL (modulator pressure PMOD) is reduced dur-
ing time until a time point t3.
[0008] Therefore, the oil pressure of the oil chamber
23b of the C-1 apply relay valve 23 is reduced, and the
spool 23p of the C-1 apply relay valve 23 is moved in
error to a lower position at the time point t3 by the signal
pressure PSLC1 inputted to the oil chamber 23a and the
biasing force of a spring 23s. Thereafter, the port 23d
and the port 23e are communicated with each other, and
the oil is flowed into an operating oil chamber of the C-1
hydraulic servo 25 and the line pressure PL (modulator
pressure PMOD) is further reduced (i.e., the spool 23p is
located in the lower position as it is). Thus, the piston
starting a stroke at a time point t4 is further pressed in
addition to the back-lash filling operation, and the clutch
C-1 is engaged at a time point t5. Therefore, output torque
is changed as shown in Fig. 8. Namely, a speed change
shock is caused by engaging the clutch C-1 in the back-
lash filling operation in which no clutch C-1 is originally
engaged.
[0009] It is considered that such a problem is caused
at an N-R shift (shift from the neutral range to a reverse
range) time, a downshift time of a coast (engine brake)
state, a neutral control (control for maintaining the clutch
for transmitting power in a state just before the engage-
ment in a running range) time, etc. as well as the N-D
shift time. Further, for example, even when the line pres-
sure PL is merely reduced by operating one linear sole-
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noid valve and no switching valve is operated in error,
there is also a case in which the line pressure is reduced
in flowing the oil into the hydraulic servo of another fric-
tional engagement element and the switching valve is
operated in error. A similar problem is also caused in this
case.
[0010] The above problems can be solved by prevent-
ing the reduction in the line pressure PL (modulator pres-
sure PMOD) by increasing the discharge amount of the
oil pump, i.e., by preventing the erroneous operation of
the switching valve. However, it is necessary to increase
an idling rotation number, the size of the oil pump, etc.
to increase the discharge amount of the oil pump. Ac-
cordingly, these increases obstruct the improvement of
fuel cost of the vehicle and compact formation of the au-
tomatic transmission.

SUMMARY OF THE INVENTION

[0011] Therefore, an object of the present invention is
to provide a hydraulic control apparatus of the automatic
transmission able to prevent the speed change shock
without obstructing the improvement of the fuel cost of
the vehicle and the compact formation of the automatic
transmission.

[Means for Solving the Problems]

[0012] The first aspect of the invention (e.g., see Figs.
1 to 6B) resides in a hydraulic control apparatus of an
automatic transmission (10) comprising a hydraulic servo
(e.g., 25, 45) for controlling an engaging state of a fric-
tional engaging element (e.g., C-1, B-1) on the basis of
supplied oil pressure (e.g., PC1, PB1), control pressure
output element (e.g., 21, 22, 41, 42) having a solenoid
valve (e.g., 21, 41) and adjusting line pressure (PL) and
outputting control pressure (e.g., PCONTC1, PCONTB1)
supplied to the hydraulic servo (e.g., 25, 45), and a
switching valve (e.g., 23, 43) for inputting, selectively
switching and outputting said control pressure (e.g.,
PCONTC1, PCONTB1) and said line pressure (PL) to said
hydraulic servo (e.g., 25, 45),
wherein the hydraulic control apparatus further compris-
es flow rate regulating element (e.g., 30, 50) for regulating
the flow rate of an oil path (e.g., g, s) for inputting said
line pressure (PL) to said switching valve (e.g., 23, 43).
[0013] The second aspect of the invention (e.g., see
Figs. 1 and 3) resides in the hydraulic control apparatus
of the automatic transmission according to the first as-
pect, wherein
said flow rate regulating element is an orifice (e.g., 30,
50) arranged in the oil path (e.g., g, s) for inputting said
line pressure (PL) to said switching valve (e.g., 23, 43).
[0014] The third aspect of the invention (e.g., see Figs.
1 and 3) resides in the hydraulic control apparatus of the
automatic transmission according to the first to second
aspects, wherein
said control pressure output element is constructed by a

solenoid valve (e.g., 21, 41) for outputting signal pressure
(e.g., PSLC1, PSLB1) by adjusting the oil pressure, and a
control valve (e.g., 22, 42) for outputting the control pres-
sure (e.g., PCONTC1, PCONTB1) provided by adjusting the
line pressure (PL) on the basis of the signal pressure
(e.g., PSLC1, PSLB1) of said solenoid valve (e.g., 21, 41).
[0015] The fourth aspect of the invention (e.g., see
Figs. 1 and 3) resides in the hydraulic control apparatus
of the automatic transmission according to any one of
the first to third aspects, wherein
said switching valve (e.g., 23, 43) has a spool (e.g., 23p,
43p), a spring (e.g., 23s, 43s) for biasing the spool (e.g.,
23p, 43p) in one direction, a first oil chamber (e.g., 23b,
43b) for inputting the oil pressure (PMOD) associated with
said line pressure (PL) at one end of the spool (e.g., 23p,
43p), and a second oil chamber (e.g., 23a, 43a) for in-
putting said signal pressure (e.g., PSLC1, PSLB1) or said
control pressure (e.g., PCONTC1, PCONTB1) at the other
end of the spool (e.g., 23p, 43p), and said line pressure
(PL) is outputted to said hydraulic servo (e.g., 25, 45) on
the basis of said spool (e.g., 23p, 43p) position when the
biasing forces of biasing of said spring (e.g., 23s, 43s)
and said signal pressure (e.g., PSLC1, PSLB1) or said con-
trol pressure (e.g., PCONTC1, PCONTB1) of said second oil
chamber (e.g., 23a, 43a) are greater than the biasing
force of the oil pressure (PMOD) associated with said line
pressure (PL) of said first oil chamber (e.g., 23b, 43b).
[0016] The fifth aspect of the invention (e.g., see Figs.
1 to 6) resides in the hydraulic control apparatus of the
automatic transmission according to any one of the first
to fourth aspects, wherein
said automatic transmission is a multistage type trans-
mission (10) having plural frictional engaging elements
(e.g., C-1, C-2, C-3, B-1, B-2) and performing a speed
shifting operation by engaging a first frictional engage-
ment element and disengaging a second frictional en-
gagement element these plural frictional engaging ele-
ments, and
said frictional engaging element is a first clutch (C-1) en-
gaged at a comparatively low speed stage.
[0017] The sixth aspect of the invention resides in the
hydraulic control apparatus of the automatic transmis-
sion according to any one of the first to fifth aspects,
wherein
said automatic transmission is a multistage type trans-
mission (10) having plural frictional engaging elements
(e.g., C-1, C-2, C-3, B-1, B-2) and performing a speed
shifting operation by engaging a first frictional engage-
ment element and disengaging a second frictional en-
gagement element these plural frictional engaging ele-
ments, and
said frictional engaging element is a second clutch (C-3)
engaged at a reverse stage.
[0018] The seventh aspect of the invention resides in
the hydraulic control apparatus of the automatic trans-
mission according to any one of the first to sixth aspects,
wherein
said automatic transmission is a multistage type trans-
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mission (10) having plural frictional engaging elements
(e.g., C-1, C-2, C-3, B-1, B-2) and performing a speed
shifting operation by engaging a first frictional engage-
ment element and disengaging a second frictional en-
gagement element these plural frictional engaging ele-
ments, and performing neutral control for setting the fric-
tional engaging element (C-1 or C-3) for transmitting
power to be standby just before the engagement at a
neutral state, and
said frictional engaging element is a first brake (B-1) en-
gaged to perform hill hold control at said neutral state.
[0019] The eighth aspect of the invention resides in the
hydraulic control apparatus of the automatic transmis-
sion according to the seventh aspect, wherein
said first brake (B-1) is constructed by a band brake.
[0020] The above reference numerals within the above
parentheses are described to be collated with the draw-
ings. However, these reference numerals are conven-
iently described to easily understand the invention and
have no influence on the constructions of the claims.

(Effect of the Invention)

[0021] In accordance with the present invention ac-
cording to the first aspect, the flow rate regulating element
for regulating the flow rate of the oil path for inputting the
line pressure to the switching valve is arranged. Accord-
ingly, even when the switching valve is operated in error,
it is possible to prevent that the oil is suddenly flowed
into the hydraulic servo of the frictional engaging element
and the speed change shock can be prevented while fuel
cost of the vehicle can be improved and the automatic
transmission can be made compact. Further, the exces-
sive reduction of the line pressure can be prevented so
that the erroneous operation of the switching valve in the
engaging operation of another frictional engaging ele-
ment can be prevented.
[0022] In accordance with the present invention ac-
cording to the second aspect, the flow rate of the oil path
can be regulated since the flow rate regulating element
is the orifice arranged in the oil path for inputting the line
pressure to the switching valve.
[0023] In accordance with the present invention ac-
cording to the third aspect, the control pressure output
element is constructed by the solenoid valve for output-
ting the signal pressure by adjusting the oil pressure, and
the control valve for outputting the control pressure pro-
vided by adjusting the line pressure on the basis of the
signal pressure of the solenoid valve. Accordingly, the
control pressure provided by adjusting the line pressure
can be outputted.
[0024] In accordance with the present invention ac-
cording to the fourth aspect, the line pressure is outputted
to the hydraulic servo on the basis of the spool position
when the biasing forces of biasing of the spring and the
signal pressure of the second oil chamber are greater
than the biasing force of the oil pressure associated with
the line pressure of the first oil chamber. Accordingly,

when the line pressure is reduced, there is a possibility
that the switching valve is operated in error. However,
even when the switching valve is operated in error, it is
possible to prevent the oil from being suddenly flowed
into the hydraulic servo of the frictional engaging element
and the speed change shock can be prevented.
[0025] In accordance with the present invention ac-
cording to the fifth aspect, the frictional engaging element
is the first clutch engaged at the comparatively low speed
stage. Accordingly, there is a possibility that the switching
valve is operated in error in switching from a neutral range
to a running range and a coast state at the comparatively
low vehicle speed. However, even when the switching
valve is operated in error, it is possible to prevent the oil
from being suddenly flowed into the hydraulic servo of
the frictional engaging element and the speed change
shock can be prevented.
[0026] In accordance with the present invention ac-
cording to the sixth aspect, the frictional engaging ele-
ment is the second clutch engaged at the reverse stage.
Accordingly, there is a possibility that the switching valve
is operated in error in switching from the neutral range
to a reverse range. However, even when the switching
valve is operated in error, it is possible to prevent the oil
from being suddenly flowed into the hydraulic servo of
the frictional engaging element and the speed change
shock can be prevented.
[0027] In accordance with the present invention ac-
cording to the seventh aspect, the frictional engaging el-
ement is the first brake engaged to perform the hill hold
control at the neutral state. Accordingly, it is possible to
prevent the oil from being suddenly flowed into the hy-
draulic servo of the first brake and a great reduction of
the line pressure can be prevented. Thus, it is possible
to prevent the erroneous operation of the switching valve
relating to the frictional engaging element for particularly
transmitting power during the neutral control. Further, the
erroneous engagement of this frictional engaging ele-
ment for transmitting power can be prevented during the
neutral control.
[0028] In accordance with the present invention ac-
cording to the eighth aspect, the first brake is constructed
by the band brake. Accordingly, the volume of the oper-
ating oil chamber of the hydraulic servo is comparatively
large and the line pressure is more greatly reduced when
the oil is suddenly flowed-in. However, it is possible to
prevent the oil from being suddenly flowed into the hy-
draulic servo of the first brake so that the great reduction
of the line pressure can be prevented.

BRIEF DESCRIPTION OF THE DRAWINGS

[0029]

Fig. 1 is a schematic view showing a hydraulic circuit
of a clutch C-1 in the present invention.
Fig. 2 is a time chart showing an N-D shift time in
the present invention.
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Fig. 3 is a schematic view showing a hydraulic circuit
of a brake B-1 in the present invention.
Fig. 4 is a time chart showing an experimental ex-
ample at a neutral control time using a conventional
hydraulic control apparatus.
Fig. 5 is a time chart showing the neutral control time
in the present invention.
Figs. 6A and 6B are views showing an automatic
transmission 10 in which Fig. 6A is a skeleton view
and Fig. 6B is its engaging table.
Fig. 7 is a schematic view showing a hydraulic circuit
of the conventional hydraulic control apparatus.
Fig. 8 is a time chart showing an experimental ex-
ample at the N-D shift time using the conventional
hydraulic control apparatus.
Fig. 9 shows an alternative embodiment of the
present invention of the hydraulic circuit of Fig.1.

DESCRIPTION OF THE PREFERRED EMBODIMENTS

[0030] The embodiment modes of the present inven-
tion will next be explained along the drawings. One ex-
ample of an automatic transmission able to apply the
present invention thereto will first be explained along
Figs. 6A and 6B. Figs. 6A and 6B are views showing the
automatic transmission 10 in which Fig. 6A is a skeleton
view and Fig. 6B is its engaging table.
[0031] As shown in Fig. 6A, for example, the automatic
transmission 10 is suitably used in a vehicle of an FF
type (front engine, front drive) and has an input shaft 11
of the automatic transmission 1 able to be connected to
an unillustrated engine. The automatic transmission 10
also has a torque converter 14 with the axial direction of
the input shaft 11 as a center, and a speed change mech-
anism 13.
[0032] The above torque converter 14 has a pump im-
peller 14a connected to the input shaft 11 of the automatic
transmission 10, and a turbine runner 14b to which rota-
tion of the pump impeller 14a is transmitted through an
operating fluid. The turbine runner 14b is connected to
an input shaft 15 of the above speed change mechanism
13 arranged on the same axis as the above input shaft
11. A lock-up clutch 12 is arranged in the torque converter
14. When the lock-up clutch 12 is engaged by hydraulic
control of an unillustrated hydraulic control apparatus,
the rotation of the input shaft 11 of the above automatic
transmission 10 is directly transmitted to the input shaft
15 of the speed change mechanism 13. Further, an oil
pump 16 is connected to the above pump impeller 14a
and is operated in a form associated with the rotation of
the unillustrated engine.
[0033] In the above speed change mechanism 13, a
planetary gear SP and a planetary gear unit PU are ar-
ranged on the input shaft 15. The planetary gear SP has
a sun gear S1, a carrier CR1 and a ring gear R1 and is
a so-called single pinion planetary gear in which the car-
rier CR1 has a pinion P1 mutually engaged with the sun
gear S1 and the ring gear R1. Further, the planetary gear

unit PU has a sun gear S2, a sun gear S3, a carrier CR2
and a ring gear R3, and is a so-called ravegneaux type
planetary gear in which a short pinion P2 engaged with
the sun gear S3 and a long pinion P3 engaged with the
sun gear S2 and the ring gear R3 are arranged in a mutual
engaging shape in the carrier CR2.
[0034] The sun gear S1 of the above planetary gear
SP is integrally fixed to a mission case 17 partially omitted
and shown. Further, the above ring gear R1 is connected
to the above input shaft 15 and is set to the same rotation
(hereinafter called input rotation) as the rotation of the
input shaft 12. Further, the carrier CR1 is set to deceler-
ation rotation for decelerating the input rotation by the
fixed sun gear S1 and the input-rotated ring gear R1 and
is connected to a first clutch C-1 and a third clutch C-3.
[0035] The sun gear S2 of the above planetary gear
unit PU is connected to the above third clutch C-3 so that
the deceleration rotation of the above carrier CR1 is freely
inputted. Further, the sun gear S2 is connected to a first
brake B-1 constructed by a band brake and is freely fixed
to the mission case 17. Further, the above sun gear S3
is connected to the first clutch C-1 so that the deceleration
rotation of the above carrier CR1 is freely inputted.
[0036] Further, the above carrier CR2 is connected to
a second clutch C-2 for inputting the rotation of the input
shaft 15 thereto so that the input rotation is freely inputted.
Further, the carrier CR2 is connected to a one-way clutch
F-1 and a second brake B-2 so that rotation in one direc-
tion is regulated with respect to the mission case 17
through the one-way clutch F-1, and the rotation is freely
fixed through the second brake B-2. The above ring gear
R2 is connected to a counter gear 18 for outputting the
rotation to an unillustrated drive wheel.
[0037] Next, the operation of the automatic transmis-
sion 10 will be explained along Figs. 6A and 6B.
[0038] For example, as shown in Fig. 6B, the clutch C-
1 and the one-way clutch F-1 are engaged at an advance-
1 speed stage (1st) in a D (drive) range. Thus, as shown
in Fig. 6A, the rotation of the carrier CR1 decelerated in
rotation is inputted to the sun gear S3 through the clutch
C-1 by the fixed sun gear S1 and the ring gear R1 as the
input rotation. Further, the rotation of the carrier CR2 is
regulated in one direction (positive rotating direction) by
the one-way clutch F-1. Namely, reverse rotation of the
carrier CR2 is prevented so that a fixed state is attained.
Thus, the decelerated rotation inputted to the sun gear
S3 is outputted to the ring gear R3 through the fixed car-
rier CR2, and the positive rotation as the advance-1
speed stage is outputted from the counter gear 18.
[0039] At an engine brake time (coast time), the carrier
CR2 is fixed by engaging the brake B-2, and the state of
the above advance-1 speed stage is maintained in a
shape for preventing the positive rotation of the carrier
CR2. Further, at the advance-1 speed stage, the reverse
rotation of the carrier CR2 is prevented by the one-way
clutch F-1 and the positive rotation can be performed.
Accordingly, for example, the advance-1 speed stage in
switching from a non-running range to a running range
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can be smoothly achieved by automatic engagement of
the one-way clutch F-1.
[0040] At an advance-2 speed stage (2nd), the clutch
C-1 is engaged and the brake B-1 is engaged as shown
in Fig. 6B. Thus, as shown in Fig. 6A, the rotation of the
carrier CR1 decelerated and rotated by the fixed sun gear
S1 and the ring gear R1 as the input rotation is inputted
to the sun gear S3 through the clutch C-1. Further, the
rotation of the sun gear S2 is fixed by engaging the brake
B-1. Thus, the carrier CR2 becomes deceleration rotation
lower than the rotation of the sun gear S3. The deceler-
ation rotation inputted to the sun gear S3 is outputted to
the ring gear R3 through the carrier CR2 and the positive
rotation as the advance-2 speed stage is outputted from
the counter gear 18.
[0041] Here, neutral control in the D-range will be ex-
plained. For example, when the vehicle attains a stopping
state in the D-range (vehicle speed = 0), the hydraulic
servo of the clutch C-1 is hydraulically controlled as
shown in Fig. 6B, and a piston of the hydraulic servo is
controlled to a state approximately just before the piston
comes in contact with a frictional plate. Thus, the clutch
C-1 attains a state just before the engagement. As shown
in Fig. 6A, the power transmission between the input shaft
15 and the counter gear 18 is thus interrupted, and the
automatic transmission 10 is controlled to a neutral state
in which no power is transmitted. When the vehicle is
stopped, the advance-1 speed stage or the advance-2
speed stage is normally selected. Accordingly, this neu-
tral control is performed from the state of the advance-1
speed stage or the advance-2 speed stage mentioned
above.
[0042] Further, in this case, as shown in Fig. 6B, the
brake B-1 is engaged (no line pressure during the en-
gagement is normally supplied to the hydraulic servo of
the brake B-1, but the brake B-1 is engaged by low oil
pressure using the control pressure). As shown in Fig.
6A, the rotation of the ring gear R2 is fixed by the en-
gagement of the sun gear S2 using the brake B-1 and
the engagement of the carrier CR2 using the one-way
clutch F-1. Thus, for example, so-called hill hold control
is performed so as not to retreat the vehicle in a slope
path, etc.
[0043] Subsequently, at an advance-3 speed stage
(3rd), the clutch C-1 and the clutch C-3 are engaged as
shown in Fig. 6B. Thus, as shown in Fig. 6A, the rotation
of the carrier CR1 decelerated and rotated by the fixed
sun gear S1 and the ring gear R1 as the input rotation is
inputted to the sun gear S3 through the clutch C-1. Fur-
ther, the deceleration rotation of the carrier CR1 is input-
ted to the sun gear S2 by engaging the clutch C-3. Name-
ly, since the deceleration rotation of the carrier CR1 is
inputted to the sun gear S2 and the sun gear S3, the
planetary gear unit PU attains a direct connecting state
of the deceleration rotation and the deceleration rotation
is outputted to the ring gear R3 as it is. The positive ro-
tation as the advance-3 speed stage is outputted from
the counter gear 18.

[0044] At an advance-4 speed stage (4th), the clutch
C-1 and the clutch C-2 are engaged as shown in Fig. 6B.
Thus, as shown in Fig. 6A, the rotation of the carrier CR1
decelerated and rotated by the fixed sun gear S1 and the
ring gear R1 as the input rotation is inputted to the sun
gear S3 through the clutch C-1. Further, the input rotation
is inputted to the carrier CR2 by engaging the clutch C-
2. Thus, the deceleration rotation higher than that at the
above advance-3 speed stage is attained by the decel-
eration rotation inputted to the sun gear S3 and the input
rotation inputted to the carrier CR2 and is outputted to
the ring gear R3 and the positive rotation as the advance-
4 speed stage is outputted from the counter gear 18.
[0045] At an advance-5 speed stage (5th), the clutch
C-2 and the clutch C-3 are engaged as shown in Fig. 6B.
Thus, as shown in Fig. 6A, the rotation of the carrier CR1
decelerated and rotated by the fixed sun gear S1 and the
ring gear R1 as the input rotation is inputted to the sun
gear S2 through the clutch C-3. Further, the input rotation
is inputted to the carrier CR2 by engaging the clutch C-
2. Thus, speed increasing rotation slightly higher than
the input rotation is attained by the deceleration rotation
inputted to the sun gear S2 and the input rotation inputted
to the carrier CR2 and is outputted to the ring gear R3,
and the positive rotation as the advance-5 speed stage
is outputted from the counter gear 18.
[0046] At an advance-6 speed stage (6th), the clutch
C-2 is engaged and the brake B-1 is engaged as shown
in Fig. 6B. Thus, as shown in Fig. 6A, the input rotation
is inputted to the carrier CR2 by engaging the clutch C-
2. Further, the rotation of the sun gear S2 is fixed by
engaging the brake B-1. Thus, the input rotation of the
carrier CR2 becomes speed increasing rotation higher
than that at the above advance-5 speed stage by the
fixed sun gear S2 and is outputted to the ring gear R3,
and the positive rotation as the advance-6 speed stage
is outputted from the counter gear 18.
[0047] Further, for example, the clutch C-3 is engaged
and the brake B-2 is engaged as shown in Fig. 6B at a
retreat-1 speed stage (V≤7, vehicle speed 7 km/h or less)
in a R (reverse) range. Thus, as shown in Fig. 6A, the
rotation of the carrier CR1 decelerated and rotated by
the fixed sun gear S1 and the ring gear R1 as the input
rotation is inputted to the sun gear S2 through the clutch
C-3. Further, the rotation of the carrier CR2 is fixed by
engaging the brake B-2. Thus, the deceleration rotation
inputted to the sun gear S2 is outputted to the ring gear
R3 through the fixed carrier CR2 and the reverse rotation
as the retreat-1 speed stage is outputted from the counter
gear 18.
[0048] When the vehicle speed becomes 7 km/h or
more (V>7) at the retreat-1 speed stage, the clutch C-3
is released as shown in Fig. 6B and the power transmis-
sion between the input shaft 15 and the counter gear 18
is interrupted as shown in Fig. 6A. Thus, the automatic
transmission 10 attains the neutral state for transmitting
no power, and is controlled so as not to perform the ac-
celeration in the reverse direction.
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[0049] Here, the neutral control in the R-range will be
explained. For example, when the vehicle attains the
stopping state in the R-range (vehicle speed = 0), the
hydraulic servo of the clutch C-3 is hydraulically control-
led as shown in Fig. 6B and the piston of the hydraulic
servo is controlled to a state approximately just before
the piston comes in contact with the frictional plate. Thus,
the clutch C-3 attains a state just before the engagement
and the power transmission between the input shaft 15
and the counter gear 18 is interrupted as shown in Fig.
6A. Thus, the automatic transmission 10 is controlled to
the neutral state in which no power is transmitted.
[0050] Further, in this case, as shown in Fig. 6B, the
brake B-2 is engaged and the brake B-1 is engaged (no
line pressure during the engagement is normally supplied
to the hydraulic servo of the brake B-1, but the brake B-
1 is engaged by low oil pressure using the control pres-
sure). As shown in Fig. 6A, the rotation of the ring gear
R2 is fixed by the engagement of the sun gear S2 using
the brake B-1 and the engagement of the carrier CR2
using the brake B-2. Thus, for example, the so-called hill
hold control is performed so as not to advance the vehicle
in a slope path, etc.
[0051] Further, for example, in a P (parking) range and
the N (neutral) range, the clutch C-1, the clutch C-2 and
the clutch C-3 are released as shown in Fig. 6B. Thus,
as shown in Fig. 6A, the power transmission between
the input shaft 15 and the counter gear 18 is interrupted
and the automatic transmission 10 attains the state for
transmitting no power.
[0052] Next, the hydraulic control apparatus of the au-
tomatic transmission in the present invention will be ex-
plained along the drawings. Fig. 1 is a schematic view
showing a hydraulic circuit of the clutch C-1 in the present
invention. Fig. 2 is a time chart showing an N-D shift time
in the present invention. Fig. 3 is a schematic view show-
ing a hydraulic circuit of the brake B-1 in the present
invention. Fig. 4 is a time chart showing an experimental
example at a neutral control time using a conventional
hydraulic control apparatus. Fig. 5 is a time chart showing
the neutral control time in the present invention.
[0053] Only portions relating to the hydraulic supply of
the clutch C-1 or the brake B-1 are shown in the hydraulic
circuits shown in Figs. 1 and 3. The hydraulic control
apparatus of the automatic transmission originally func-
tions by additionally arranging plural valves, oil paths,
etc. However, these figures and explanations are omitted
here to easily understand the present invention and only
portions relating to the present invention will next be ex-
plained.
[0054] As shown in Fig. 1, in the hydraulic control ap-
paratus of the automatic transmission, a linear solenoid
valve (control pressure output element) 21 for C-1, a con-
trol valve 22, a C-1 apply relay valve (switching valve)
23 and a C-1 hydraulic servo 25 are arranged in the hy-
draulic circuit of the clutch C-1. This hydraulic circuit is
constructed by connecting these members by plural oil
paths a to 1 described later in detail.

[0055] On the other hand, a primary regulator valve for
adjusting and outputting the oil pressure generated by
the above oil pump 16 as line pressure PL, and a mod-
ulator valve for adjusting the line pressure PL so as not
to become a predetermined pressure or more and out-
putting this line pressure PL as modulator pressure PMOD
are arranged in portions in which the illustration of the
hydraulic control apparatus of the automatic transmis-
sion is omitted. This modulator pressure PMOD becomes
about the same oil pressure as the line pressure PL as
long as this modulator pressure PMOD does not become
a predetermined pressure or more. Namely, the modu-
lator pressure PMOD is oil pressure in a shape associated
with the line pressure PL.
[0056] The above linear solenoid valve 21 for C-1 is
constructed by arranging a linear driving portion 21A hav-
ing a spool 21Ap operated and controlled on the basis
of a signal output from an unillustrated electronic control-
ler, etc., and a valve portion 21B having a spool 21Bp
operated by the spool 21Ap. The spool 21Bp of the valve
21B is biased in the upward direction in Fig. 1 by a spring
21s. When the spool 21Ap of the linear driving portion
21A is moved in the lower direction by electronic control,
the spool 21Bp is moved in the lower direction against
the biasing of the spring 21s. The valve 21B has a port
21a, a port 21b and a drain port EX. The above modulator
pressure PMOD is inputted to the port 21a through the oil
path a.
[0057] The linear solenoid valve 21 for C-1 is normally
opened. When no linear solenoid valve 21 for C-1 is op-
erated, the port 21a and the port 21b are communicated
with each other and the modulator pressure PMOD is out-
putted to the oil path b as signal pressure PSLC1. Further,
when the linear driving portion 21A of the linear solenoid
valve 21 for C-1 is operated by the electronic control and
the spool 21Ap is moved and operated in a shape for
adjusting the moving amount in the lower direction, the
spool 21Bp of the valve portion 21B is moved and oper-
ated in the lower direction against the biasing of the spring
21s, and the signal pressure PSLC1 is adjusted in a shape
in which the port 21a and the drain port EX are gradually
communicated with each other. Namely, when the spool
21Bp is located in the lowermost position, the signal pres-
sure PSLC1 outputted from the port 21b to the oil path b
becomes zero.
[0058] An oil chamber 21c communicated with the port
21b and inputting feedback oil pressure of the signal pres-
sure PSLC1, and an oil chamber 21d communicated with
the drain port EX and inputting feedback oil pressure of
the drained oil pressure are respectively arranged in the
valve portion 21B.
[0059] The control valve 22 is arranged on the down-
ward side of the above linear solenoid valve 21 for C-1.
The control valve 22 is constructed by arranging a spool
22p, a spring 22s for biasing the spool 22p on the upward
side, an oil chamber 22a at the upper end of the spool
22p, an oil chamber 22b at the lower end of the spool
22p, a port 22c and a port 22d.
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[0060] The above signal pressure PSLC1 is inputted to
the above oil chamber 22a through oil paths b, c and the
above spool 22p is moved and operated on the downward
side against the biasing of the spring 22s by the signal
pressure PSLC1. Further, the above line pressure PL is
inputted to the port 22c through a port for the D-range of
an unillustrated manual shift valve, oil paths e, f, etc.
When the spool 22p is moved and operated on the down-
ward side on the basis of the above signal pressure
PSLC1, the port 22c and the port 22d are gradually com-
municated with each other and control pressure PCONTC1
controlled by the signal pressure PSLC1 is outputted to
an oil path h by the port 22d. The feed back oil pressure
of the control pressure PCONTC1 outputted from the oil
path h is inputted to the oil chamber 22b through an oil
path i.
[0061] The C-1 apply relay valve 23 is constructed by
arranging a spool 23p, a spring 23s for biasing this spool
23 on the downward side, an oil chamber 23a at the upper
end (other end) of the spool 23p, an oil chamber 23b at
the lower end (one end) of the spool 23p, a port 23c, a
port 23d and a port 23e.
[0062] The above signal pressure PSLC1 is inputted to
the above oil chamber 23a through oil paths b, d, and
the above modulator pressure PMOD is inputted to the
above oil chamber 23b through an oil path k. The above
spool 23p is located in the lower position by the biasing
force of the spring 23s when the modulator pressure
PMOD is inputted to the oil chamber 23a from the linear
solenoid valve 21 for C-1 not operated as mentioned
above and the modulator pressure PMOD is inputted to
the oil chamber 23b. When the linear solenoid valve 21
for C-1 is operated as mentioned above and the signal
pressure PSLC1 is reduced until a predetermined pres-
sure or less, the spool 23p is switched to the upper po-
sition since the modulator pressure PMOD of the oil cham-
ber 23b becomes stronger than the signal pressure PSLC1
of the oil chamber 23a and the biasing force of the spring
23s. When the spool 23p is located in the lower position,
the port 23d and the port 23e are communicated with
each other and the line pressure PL inputted through an
oil path g is outputted to the oil path 1 from the port 23e.
In contrast to this, when the spool 23p is located in the
upper position, the port 23c and the port 23e are com-
municated with each other and the above control pres-
sure PCONTC1 inputted through oil paths h, j is outputted
from the port 23e to the oil path 1. Namely, the line pres-
sure PL and the control pressure PCONTC1 are selectively
switched and inputted to the operating oil chamber of the
C-1 hydraulic servo 25 by switching the C-1 apply relay
valve 23.
[0063] In the hydraulic control apparatus of the auto-
matic transmission in the present invention, an orifice 30
for regulating the flow rate of the oil passing through the
oil path g is arranged in the oil path g for inputting the
line pressure PL to the port 23d of the C-1 apply relay
valve 23.
[0064] Subsequently, the operation of the hydraulic

control apparatus of this automatic transmission at the
N-D shift time will be explained along Figs. 1 and 2. For
example, when an unillustrated shift lever is selected in
the N-range by a driver, the clutches C-1, C-2, C-3 of the
automatic transmission 10 are set to a release state as
mentioned above (see Figs. 6A and 6B). Further, in this
case, the line pressure PL is drained by an unillustrated
manual shift valve and the line pressure PL inputted to
the oil path e is zero, and the modulator pressure PMOD
inputted to oil paths a, k is also zero.
[0065] Here, as shown in Fig. 2, for example, when the
unillustrated shift lever is shifted from the N-range to the
D-range at a time point t1, the line pressure PL is supplied
from a port for the D-range of the unillustrated manual
shift valve and the line pressure PL begins to be supplied
to the oil path e and the modulator pressure PMOD begins
to be supplied to the oil paths a, k as shown in Fig. 1.
[0066] Next, at a time point t2, the linear solenoid valve
21 for C-1 is operated on the basis of a C-1 linear solenoid
driving signal shown in Fig. 2. At this time, since the C-
1 apply relay valve 23 is located in the upper position,
the line pressure PL of the port 23d is interrupted and it
is intended that the control pressure PCONTC1 from the
port 23c begins to be supplied to the C-1 hydraulic servo
25 through the port 23e and the oil path 1. However, in
this case, the modulator pressure PMOD is drained in the
valve portion 21B of the linear solenoid valve 21 for C-1
so that the line pressure PL begins to be reduced.
[0067] Thus, the modulator pressure PMOD is reduced
until a time point t3 so that the biasing force of the spring
23s of the C-1 apply relay valve 23 becomes stronger
than the modulator pressure PMOD. Thus, the spool 23p
is operated and moved to the lower position in error and
the line pressure PL is supplied to the C-1 hydraulic servo
25 and C-1 oil pressure PC1 begins to be raised. How-
ever, since the flow rate of the oil of the oil path g is
regulated by the orifice 30 arranged in the oil path g, the
movement (C-1 piston stroke) of the piston of the C-1
hydraulic servo is slowly made without suddenly flowing
the oil into the C-1 hydraulic servo 25. Thus, no piston
reaches the stroke end of the piston and namely comes
in contact with the frictional plate. Accordingly, no clutch
C-1 is engaged in the back-lash filling operation (fast fill)
and no change is caused in the output torque.
[0068] Thereafter, when the C-1 linear solenoid driving
signal falls and the drain amount of the linear solenoid
valve 21 for C-1 is reduced at a time point t5, the line
pressure PL is raised and the modulator pressure PMOD
is also raised and the C-1 apply relay valve 23 is returned
to the normal upper position. Thus, the control pressure
PCONTC1 based on the signal pressure PSLC1 of the linear
solenoid valve 21 for C-1 is supplied to the C-1 hydraulic
servo 25 as usual. Then, the clutch C-1 is engaged and
the output torque is gradually raised after a time point t6.
[0069] In the embodiment mode explained above, the
hydraulic circuit of the clutch C-1 engaged at a relatively
low speed stage such as the advance-1 speed stage, the
advance-2 speed stage, etc. has been explained. How-
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ever, similar operation effects can be also obtained at
the N-R shift time by arranging an orifice in an oil path
for inputting the line pressure PL to a C-3 apply relay
valve in the hydraulic circuit of the clutch C-3 similarly
engaged at the retreat-1 speed stage.
[0070] Subsequently, a case using the present inven-
tion in the hydraulic circuit relating to the brake B-1 will
be explained. As shown in Fig. 3, in the hydraulic control
apparatus of the automatic transmission, approximately
similar to the hydraulic circuit of the above clutch C-1, a
linear solenoid valve (control pressure output element)
41 for B-1, a control valve 42, a B-1 apply relay valve
(switching valve) 43 and a B-1 hydraulic servo 45 are
arranged in the hydraulic circuit of the brake B-1 as a
band brake. The hydraulic control apparatus is construct-
ed by connecting these members by plural oil paths m
to x described later in detail.
[0071] The above linear solenoid valve 41 for B-1 is
constructed by arranging a linear driving portion 41A hav-
ing a spool 41Ap operated and controlled on the basis
of a signal output from an unillustrated electronic control-
ler, etc., and a valve portion 41B having a spool 41Bp
operated by the spool 41Ap. The spool 41Bp of the valve
41B is biased by a spring 41s in the upper direction in
Fig. 3. When the spool 41Ap of the linear driving portion
41A is moved in the lower direction by electronic control,
the spool 41Bp is moved in the lower direction against
the biasing of the spring 41s. The valve 41B has a port
41a, a port 41b and a drain port EX. The above modulator
pressure PMOD is inputted to the port 41a through an oil
path m.
[0072] The linear solenoid valve 41 for B-1 is normally
opened. When no linear solenoid valve 41 for B-1 is op-
erated, the port 41a and the port 41b are communicated
with each other and the modulator pressure PMOD is out-
putted to an oil path n as signal pressure PSLB1. Further,
when the linear driving portion 41A of the linear solenoid
valve 41 for B-1 is operated by electronic control and the
spool 41Ap is moved and operated in a shape for adjust-
ing the moving amount in the lower direction, the spool
41Bp of the valve portion 41B is moved and operated
against the biasing of the spring 41s in the lower direction,
and signal pressure PSLB1 is adjusted in a shape in which
the port 41a and the drain port EX are gradually commu-
nicated with each other. Namely, when the spool 41Bp
is located in the lowermost position, the signal pressure
PSLB1 outputted from the port 41b to the oil path n be-
comes zero.
[0073] An oil chamber 41c communicated with the port
41b and inputting the feedback oil pressure of the signal
pressure PSLB1, and an oil chamber 41d communicated
with the drain port EX and inputting the feedback oil pres-
sure of the drained oil pressure are respectively arranged
in the valve portion 41B.
[0074] The control valve 42 is arranged on the down-
ward side of the above linear solenoid valve 41 for B-1.
The control valve 42 is constructed by arranging a spool
42p, a spring 42s for biasing the spool 42p on the upward

side, an oil chamber 42a at the upper end of the spool
42p, an oil chamber 42b at the lower end of the spool
42p, a port 42c and a port 42d.
[0075] The above signal pressure PSLB1 is inputted to
the above oil chamber 42a through oil paths n, o. The
above spool 42p is moved and operated by the signal
pressure PSLB1 on the downward side against the biasing
of the spring 42s. Further, the above line pressure PL is
inputted to the port 42c through a port for the D-range of
an unillustrated manual shift valve, oil paths q, r, etc.
When the spool 42p is moved and operated on the down-
ward side on the basis of the above signal pressure
PSLB1, the port 42c and the port 42d are gradually com-
municated with each other and control pressure PCONTB1
controlled by the signal pressure PSLB1 is outputted from
the port 42d to an oil path h. The feedback oil pressure
of the control pressure PCONTB1 outputted from an oil
path t is inputted to the oil chamber 42b through an oil
path u.
[0076] The B-1 apply relay valve 43 is constructed by
arranging a spool 43p, a spring 43s for biasing this spool
43 on the downward side, an oil chamber 43a at the upper
end (other end) of the spool 43p, an oil chamber 43b at
the lower end (one end) of the spool 43p, a port 43c, a
port 43d and a port 43e.
[0077] The above signal pressure PSLB1 is inputted to
the above oil chamber 43a through oil paths n, p. Further,
the above modulator pressure PMOD is inputted to the
above oil chamber 43b through an oil path w. The above
spool 43p is located in the lower position by the biasing
force of the spring 43s when the modulator pressure
PMOD is inputted to the oil chamber 43a from the linear
solenoid valve 41 for B-1 not operated as mentioned
above and the modulator pressure PMOD is inputted to
the oil chamber 43b. Further, when the linear solenoid
valve 41 for B-1 is operated as mentioned above and the
signal pressure PSLB1 is reduced until a predetermined
pressure or less, the spool 43p is switched to the upper
position since the modulator pressure PMOD of the oil
chamber 43b becomes stronger than the signal pressure
PSLB1 of the oil chamber 43a and the biasing force of the
spring 43s. When the spool 43p is located in the lower
position, the port 43d and the port 43e are communicated
with each other and the line pressure PL inputted through
an oil path s is outputted from the port 43e to an oil path
x. In contrast to this, when the spool 43p is located in the
upper position, the port 43c and the port 43e are com-
municated with each other and the above control pres-
sure PCONTB1 inputted through oil paths t, v is outputted
from the port 43e to the oil path x. Namely, the line pres-
sure PL and the control pressure PCONTB1 are selectively
switched and inputted to an operating oil chamber 45a
of the B-1 hydraulic servo 45 described later in detail by
switching the B-1 apply relay valve 43.
[0078] The B-1 hydraulic servo 45 is constructed by
arranging a case 45c, a piston member 45p, a belt tight-
ening member 45b connected to the piston 45p and an
unillustrated brake band, a return spring 45s, a seal mem-
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ber 45d, and the operating oil chamber 45a. The operat-
ing oil chamber 45a is formed by the case 45c, the piston
member 45p and the seal member 45d. When the oil
pressure is supplied to the above operating oil chamber
45a, the piston member 45p and the belt tightening mem-
ber are pressed on the upward side and the unillustrated
brake band fastens e.g., a clutch drum of the clutch C-3,
etc. and fixes the rotation of the sun gear S2 (see Figs.
6A and 6B).
[0079] Since the hydraulic servo 45 of this brake B-1
is a band brake, a comparatively large piston stroke is
required in comparison with the operating oil chamber of
the hydraulic servo of a multi-plate type clutch and the
brake. Therefore, the volume of the operating oil chamber
45a in the operating case of the hydraulic servo 45 is
large and the supplied oil amount becomes comparative-
ly large.
[0080] In the hydraulic control apparatus of the auto-
matic transmission in the present invention, an orifice 50
for regulating the flow rate of the oil passing through the
oil path s is arranged in the oil path s for inputting the line
pressure PL to the port 43d of the B-1 apply relay valve 43.
[0081] Subsequently, the operation of the hydraulic
control apparatus of the automatic transmission at the
neutral control time will be explained along Figs. 1, 3, 4
and 5. For example, when the vehicle is stopped while
the shift lever is set to the D-range, the neutral control is
started by commands of an unillustrated arithmetic con-
trol section. Thus, the above linear solenoid valve 21 for
C-1 is operated and controlled and control pressure
PCONTC1 is controlled to first set the engaging state of
the clutch C-1 to a state just before the engagement so
that the oil pressure of the operating oil chamber of the
C-1 hydraulic servo 25 is reduced until a predetermined
pressure. The operation of the piston of the C-1 hydraulic
servo 25 is controlled such that this piston is located in
a position just before the piston comes in contact with
the frictional plate of the clutch C-1, i.e., the piston stroke
is located in a position just before the stroke end.
[0082] Here, for example, an experimental example
will be explained along Fig. 4 when oil temperature is
high and the engine rotation number is low and the dis-
charge amount of the oil pump is small (i.e., when no
idling rotation number is raised) and no orifice 50 of the
oil path s shown in Fig. 3 is arranged. As shown in Fig.
4, for example, when the neutral control is started until a
time point ta and the clutch C-1 is controlled to a state
just before the engagement, the hill hold control is started
at a time point tb so as not to retreat the vehicle in e.g.,
a slope path, etc.
[0083] Thus, the linear solenoid valve 41 for B-1 is op-
erated on the basis of the B-1 linear solenoid driving sig-
nal shown in Fig. 4. At this time, since the B-1 apply relay
valve 43 is located in the upper position, the line pressure
PL of the port 43d is interrupted and it is intended that
the control pressure PCONTB1 from the port 43c begins
to be supplied to the B-1 hydraulic servo 45 through the
port 43e and the oil path 1. However, in this case, the

modulator pressure PMOD is drained in the valve portion
41B of the linear solenoid valve 41 for B-1 so that the line
pressure PL begins to be reduced.
[0084] Therefore, since the modulator pressure PMOD
is reduced until a time point tc, the biasing force of the
spring 43s of the B-1 apply relay valve 43 becomes
stronger than the modulator pressure PMOD and the spool
43p is moved to the lower position in error. Therefore,
the line pressure PL is supplied to the operating oil cham-
ber 45a of the B-1 hydraulic servo 45 and B-1 oil pressure
PB1 begins to be raised. Here, since there is no orifice
50 in the oil path s shown in Fig. 3, the oil is further sud-
denly flowed into the operating oil chamber 45a of the B-
1 hydraulic servo 45 so that the line pressure PL is re-
duced.
[0085] Thus, the modulator pressure PMOD is greatly
reduced at the time point tc and the modulator pressure
PMOD of the oil chamber 23b becomes lower than the
biasing force of the spring 23s of the C-1 apply relay valve
23 shown in Fig. 1 and the signal pressure PSLC1 of the
oil chamber 23a so that the C-1 apply relay valve 23 is
moved to the lower position in error. Thus, the line pres-
sure PL is flowed into the C-1 hydraulic servo 25 through
the C-1 apply relay valve 23 and C-1 oil pressure PC1 is
raised. Since the clutch C-1 is being neutrally controlled
and is in a state just before the engagement, the C-1 oil
pressure PC1 is raised so that the engagement is imme-
diately started. Namely, the output torque is transmitted
to a drive wheel although the neutral control is being per-
formed.
[0086] Thereafter, when the supply of the oil to the op-
erating oil chamber 45a of the B-1 hydraulic servo 45 is
terminated until a time point td (i.e., when the B-1 piston
stroke becomes the stroke end), no oil is flowed into the
operating oil chamber 45a. Therefore, the line pressure
PL is raised in a restoring shape and the C-1 apply relay
valve 23 is also returned to the normal upper position at
a time point te. Thus, the C-1 oil pressure PC1 is also
returned to the control pressure PCONTC1 during the neu-
tral control until a time point tf. However, therefore, the
clutch C-1 is suddenly released and the output torque is
greatly changed. The engaging shock is caused as men-
tioned above.
[0087] Subsequently, a case in which the orifice is ar-
ranged in the hydraulic control apparatus of the automatic
transmission in the present invention, i.e., in the above
oil path s will be explained along Fig. 5. Similar to the
above case, for example, when the neutral control is start-
ed until a time point ta as shown in Fig. 5 and the clutch
C-1 is controlled to the state just before the engagement,
the hill hold control is started so as not to retreat the
vehicle in e.g., a slope path, etc. at a time point tb.
[0088] Thus, the linear solenoid valve 41 for B-1 is op-
erated on the basis of the B-1 linear solenoid driving sig-
nal shown in Fig. 4. At this time, since the B-1 apply relay
valve 43 is located in the upper position, the line pressure
PL of the port 43d is interrupted and it is intended that
the control pressure PCONTB1 from the port 43c begins
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to be supplied to the B-1 hydraulic servo 45 through the
port 43e and the oil path 1. However, in this case, the
modulator pressure PMOD is drained in the valve portion
41B of the linear solenoid valve 41 for B-1 so that the line
pressure PL begins to be reduced.
[0089] However, when the B-1 apply relay valve is
switched to the line pressure supply side in advance and
a control command for supplying the oil via the orifice is
given, it is possible to regulate the flow rate of the oil of
the oil path s by the orifice 50 arranged in the oil path s
and constantly supply the oil with respect to time. There-
fore, no oil is suddenly flowed into the operating oil cham-
ber 45a of the B-1 hydraulic servo 45 so that the move-
ment (B-1 piston stroke) of the piston of the B-1 hydraulic
servo is slowly made. Thus, no line pressure PL is greatly
reduced and no modulator pressure PMOD is also greatly
reduced. Accordingly, there is no case in which the mod-
ulator pressure PMOD of the oil chamber 23b is lower than
the biasing force of the spring 23s of the C-1 apply relay
valve 23 shown in Fig. 1 and the signal pressure PSLC1
of the oil chamber 23a. Namely, no C-1 apply relay valve
23 is moved to the lower position in error and the C-1 oil
pressure PC1 is maintained as it is.
[0090] Thereafter, the B-1 piston stroke reaches the
stroke end until a time point td. Namely, the brake B-1 is
engaged and the hill hold control is normally started as
mentioned above.
[0091] In the above explanation, the orifice 50 is ar-
ranged in the hydraulic circuit of the brake B-1 and the
neutral control time is set. However, for example, when
the speed is changed from the advance-3 speed stage
to the advance-2 speed stage in e.g., a coast (engine
brake) state, etc., it is also possible to prevent that the
line pressure PL is reduced and the B-1 apply relay valve
of the clutch B-1 is operated in error in engaging the brake
B-1. The present invention is also not limited to this case.
The orifice may be arranged in the oil path for inputting
the line pressure PL of the apply relay valve of all the
clutches and brakes. In this case, for example, it is pos-
sible to prevent that the line pressure PL is suddenly
flowed into their hydraulic servos and the erroneous op-
eration of the apply relay valve is caused by the reduction
of the line pressure in any state such as when the apply
relay valve is located in a position in which the apply relay
valve is temporarily stuck and operated in error, etc.
[0092] As mentioned above, in accordance with the
hydraulic control apparatus of the automatic transmis-
sion in the present invention, the orifice 30 for regulating
the flow rate of the oil path g for inputting the line pressure
PL to the C-1 apply relay valve 23 is arranged. Accord-
ingly, even when the C-1 apply relay valve 23 is operated
in error, it is possible to prevent that the oil is suddenly
flowed into the hydraulic servo 25. The speed change
shock can be prevented without preventing the errone-
ous operation of the C-1 apply relay valve 23 by prevent-
ing the reduction of the line pressure PL by raising the
idling rotation number and increasing the size of the oil
pump. Namely, the speed change shock can be prevent-

ed while fuel cost of the vehicle can be improved and the
automatic transmission can be made compact. Further,
for example, it is possible to prevent that the line pressure
PL is excessively reduced even when the orifice is ar-
ranged in the hydraulic circuit of one frictional engaging
element as in the arrangement of the orifice 50 for reg-
ulating the flow rate of the oil path s for inputting the line
pressure PL to the B-1 apply relay valve 43, etc. Thus,
for example, the erroneous operation of the C-1 apply
relay valve 23 can be prevented. Namely, the erroneous
operation in the hydraulic circuit of the other frictional
engaging element can be prevented.
[0093] Further, it is possible to prevent the oil from be-
ing suddenly flowed into the C-1 hydraulic servo 25 and
the speed change shock can be prevented by applying
the present invention to the hydraulic circuit of the clutch
C-1 particularly engaged at a comparatively low speed
stage even when the C-1 apply relay valve 23 is operated
in error in switching from the neutral range to the D-range
and the coast state at a comparatively low vehicle speed.
[0094] Further, it is possible to prevent the oil from be-
ing suddenly flowed into the C-3 hydraulic servo and the
speed change shock can be prevented by applying the
present invention to the hydraulic circuit of the clutch C-
3 particularly engaged at a reverse stage even when the
C-3 apply relay valve is operated in error in switching
from the neutral range to the R-range.
[0095] Further, it is possible to prevent the oil from be-
ing suddenly flowed into the hydraulic servo 45 of the
brake B-1 and a great reduction of the line pressure PL
can be prevented by applying the present invention to
the brake B-1 particularly engaged to perform the hill hold
control at the neutral state. Further, the erroneous oper-
ation of the C-1 apply relay valve 23 of the clutch C-1 for
transmitting power during the neutral control can be pre-
vented and the erroneous engagement of the clutch C-
1 can be prevented during the neutral control.
[0096] Further, since the brake B-1 is constructed by
a band brake, the volume of the operating oil chamber
45a of the hydraulic servo 45 is comparatively large and
the line pressure PL is more greatly reduced when the
oil is suddenly flowed-in. However, the great reduction
of the line pressure PL can be prevented since it is pos-
sible to prevent that the oil is suddenly flowed into the
hydraulic servo 45 of the brake B-1.
[0097] In this embodiment mode, the brake B-1 con-
structed by the band brake has been explained. Howev-
er, no brake B-1 is limited to this band brake. It is impor-
tant to similarly prevent the reduction of the line pressure
PL when the discharge amount of the oil pump is partic-
ularly small, etc. even in the brake of a multi-plate type.
Accordingly, it is also preferable to apply the present in-
vention to the brake of the multi-plate type instead of the
band brake.
[0098] Further, in this embodiment mode, the expla-
nation has been made with respect to the structure in
which the signal pressure is controlled by the solenoid
valve and the line pressure is controlled by the control
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valve controlled by this signal pressure and the control
pressure is outputted. However, this structure can be also
constructed as a linear solenoid of a direct operating type
in which the line pressure is directly adjusted by the op-
eration of the solenoid without interposing the control
valve (i.e., the line pressure is adjusted to the control
pressure as it is). In this case, the control pressure is
used instead of the above signal pressure with respect
to the oil pressure (the oil pressure opposed to the mod-
ulator pressure through the spool) inputted to switch the
spool of the switching valve.
[0099] Further, in this embodiment mode, the signal
pressure is inputted to the oil chamber 23a. However, as
indication of Fig 9, the control pressure is capable to be
inputted to the oil chamber 23a instead of the signal pres-
sure.

Claims

1. A hydraulic control apparatus of an automatic trans-
mission comprising a hydraulic servo (25) for con-
trolling an engaging state of a frictinal engaging el-
ement (C-1) on the basis of supplied oil pressure, a
control pressure output element (21, 22) having a
solenoid valve and outputting a control pressure
(PCONTC1) supplied to the hydraulic servo by adjust-
ing a line pressure (PL), and a switching valve (23)
for inputting said control pressure and said line pres-
sure and outputting said control pressure or said line
pressure to said hydraulic servo (C-1) by selectively
switching, characterised in that
the hydraulic control apparatus further comprises a
flow rate regulating element (30) for regulating the
flow rate of an oil path for inputting said line pressure
(PL) to said switching valve (23).

2. The hydraulic control apparatus of the automatic
transmission according to claim 1, wherein
said flow rate regulating element is an orifice ar-
ranged in the oil path for inputting said line pressure
to said switching valve.

3. The hydraulic control apparatus of the automatic
transmission according to claim 1 or 2, wherein
said control pressure output element is constructed
by the solenoid valve for outputting a signal pressure
by adjusting the oil pressure, and a control valve for
outputting the control pressure provided by adjusting
the line pressure on the basis of the signal pressure
of said solenoid valve.

4. The hydraulic control apparatus of the automatic
transmission according to any one of claims 1 to 3,
wherein
said switching valve has a spool, a spring for biasing
the spool in one direction, a first oil chamber for in-
putting predetermined oil pressure associated with

said line pressure at one end of the spool, and a
second oil chamber for inputting said signal pressure
or said control pressure at the other end of the spool,
and said line pressure is outputted to said hydraulic
servo on the basis of said spool position when the
biasing forces of biasing of said spring and said sig-
nal pressure or said control pressure of said second
oil chamber are greater than the biasing force of pre-
determined oil pressure associated with said line
pressure of said first oil chamber.

5. The hydraulic control apparatus of the automatic
transmission according to any one of claims 1 to 4,
wherein
said automatic transmission is a multistage type
transmission having plural frictional engaging ele-
ments and achieving a speed shifting operation by
engaging a first frictional engagement element and
disengaging a second frictional engagement ele-
ment these plural frictional engaging elements, and
said frictional engaging element is a first clutch en-
gaged at a comparatively low speed stage.

6. The hydraulic control apparatus of the automatic
transmission according to any one of claims 1 to 5,
wherein
said automatic transmission is a multistage type
transmission having plural frictional engaging ele-
ments and achieving a speed shifting operation by
engaging a first frictional engagement element and
disengaging a second frictional engagement ele-
ment these plural frictional engaging elements, and
said frictional engaging element is a second clutch
engaged at a reverse stage.

7. The hydraulic control apparatus of the automatic
transmission according to any one of claims 1 to 6,
wherein
said automatic transmission is a multistage type
transmission having plural frictional engaging ele-
ments and achieving a speed shifting operation by
engaging a first frictional engagement element and
disengaging a second frictional engagement ele-
ment these plural frictional engaging elements, and
performing neutral control for setting the frictional
engaging element for transmitting power to be stand-
by just before the engagement at a neutral state, and
said frictional engaging element is a first brake en-
gaged to perform hill hold control at said neutral
state.

8. The hydraulic control apparatus of the automatic
transmission according to claim 7, wherein
said first brake is constructed by a band brake.

9. The hydraulic control apparatus of the automatic
transmission according to claim 1, wherein
the switching valve is switched on the basis of switch-

21 22 



EP 1 574 758 B1

13

5

10

15

20

25

30

35

40

45

50

55

ing pressure corresponding to the control pressure.

10. The hydraulic control apparatus of the automatic
transmission according to claim 9, wherein
the switching valve is inputted predetermined oil
pressure associated with the line pressure against
the switching pressure.

11. The hydraulic control apparatus of the automatic
transmission according to claim 10, wherein
the switching pressure is the control pressure.

12. The hydraulic control apparatus of the automatic
transmission according to claim 11, wherein
the control pressure output element is constructed
by the solenoid valve for outputting a signal pressure
by adjusting the oil pressure, and a control valve for
outputting the control pressure provided by adjusting
the line pressure on the basis of the signal pressure
of said solenoid valve, and;
the switching pressure is the signal pressure.

Patentansprüche

1. Hydraulische Steuerungsvorrichtung eines automa-
tischen Getriebes mit einem hydraulischen Servo
(25) zum Steuern eines Eingriffzustands eines Rei-
bungseingriffelements (C-1) auf der Grundlage ei-
nes zugeführten Öldrucks, einem Steuerungsdruck-
ausgabeelement (21, 22) mit einem Magnetventil
und welches einen Steuerungsdruck (PCONTC1) aus-
gibt, der dem hydraulischen Servo zugeführt wird,
indem ein Leitungsdruck (PL) eingestellt wird, und
einem Schaltventil (23) zum Eingeben des Steue-
rungsdrucks und des Leitungsdrucks und zum Aus-
geben des Steuerungsdrucks oder des Leitungs-
drucks zu dem hydraulischen Servo (C-1) durch se-
lektives Schalten, dadurch gekennzeichnet, dass
die hydraulische Steuerungsvorrichtung ferner ein
Flussratenregulierelement (30) zum Regulieren der
Flussrate eines Ölwegs aufweist, um den Leitungs-
druck (PL) zu dem Schaltventil (23) einzugeben.

2. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 1, bei der
das Flussratenregulierelement eine Öffnung ist, die
in dem Ölpfad angeordnet ist, um den Leitungsdruck
zu dem Schaltventil einzugeben.

3. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 1 oder 2, bei der
das Steuerungsdruckausgabeelement durch das
Magnetventil zum Ausgeben eines Signaldrucks
durch Einstellen des Öldrucks aufgebaut ist und ein
Steuerungsventil zum Ausgeben des Steuerungs-
drucks bereitgestellt wird, indem der Leitungsdruck
auf der Grundlage des Signaldrucks des Magnet-

ventils eingestellt wird.

4. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach einem der Ansprüche 1 bis 3,
bei der
das Schaltventil eine Spule, eine Feder zu Vorspan-
nen der Spule in einer Richtung, eine erste Ölkam-
mer zum Eingeben eines vorher festgelegten Öl-
drucks, der dem Leitungsdruck an einem Ende der
Spule zugeordnet ist, und eine zweite Ölkammer
zum Eingeben des Signaldrucks oder des Steue-
rungsdrucks an dem anderen Ende der Spule auf-
weist, und wobei der Leitungsdruck zu dem hydrau-
lischen Servo auf der Grundlage der Spulenposition
ausgegeben wird, wenn die Vorspannkräfte des Vor-
spannens der Feder und der Signaldruck oder der
Steuerungsdruck der zweiten Ölkammer größer sind
als die Vorspannkraft des vorher festgelegten Öl-
drucks, der dem Leitungsdruck der ersten Ölkammer
zugeordnet ist.

5. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach einem der Ansprüche 1 bis 4,
bei der
das automatische Getriebe ein Mehrstufengetriebe
mit mehreren Reibungseingriffelementen ist und es
eine Geschwindigkeitsschaltbetätigung durch das in
Eingriff Bringen eines ersten Reibungseingriffele-
ments und das außer Eingriff Bringen eines zweiten
Reibungseingriffelements dieser mehreren Rei-
bungseingriffelemente erzielt und
das Reibungseingriffelement eine erste Kupplung
ist, die bei einer vergleichsweise niedrigen Ge-
schwindigkeitsstufe in Eingriff tritt.

6. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach einem der Ansprüche 1 bis 5,
bei der
das automatische Getriebe ein Mehrstufengetriebe
mit mehreren Reibungseingriffelementen ist und es
eine Geschwindigkeitschaltbetätigung erzielt, indem
ein erstes Reibungseingriffelement in Eingriff tritt
und ein zweites Reibungseingriffelement dieser
mehreren Reibungseingriffelemente außer Eingriff
tritt und
das Reibungseingriffelement eine zweite Kupplung
ist, die bei einer umgekehrten Stufe in Eingriff tritt.

7. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach einem der Ansprüche 1 bis 6,
bei der
das automatische Getriebe ein Mehrstufengetriebe
mit mehreren Reibungseingriffelementen ist und es
eine Geschwindigkeitsschaltbetätigung erzielt, in-
dem ein erstes Reibungseingriffelement in Eingriff
tritt und ein zweites Reibungseingriffelement dieser
mehreren Reibungseingriffelemente außer Eingriff
tritt und es eine neutrale Steuerung zum Einstellen
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des Reibungseingriffelements zum Übertragen von
Leistung bis zu einem Ruhezustand genau vor dem
Eingriff bei einem neutralen Zustand durchführt und
das Reibungseingriffelement eine erste Bremse ist,
die in Eingriff gebracht wurde, um eine Berghalte-
steuerung bei dem neutralen Zustand durchzufüh-
ren.

8. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 7, bei der
die erste Bremse als eine Handbremse konstruiert
ist.

9. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 1, bei der
das Schaltventil auf der Grundlage des Schaltdrucks
entsprechend dem Steuerungsdruck geschaltet
wird.

10. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 9, bei der
dem Schaltventil ein vorher festgelegter Öldruck ge-
gen den Schaltdruck eingegeben wird, der dem Lei-
tungsdruck zugeordnet ist.

11. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 10, bei der
der Schaltdruck der Steuerungsdruck ist.

12. Hydraulische Steuerungsvorrichtung des automati-
schen Getriebes nach Anspruch 11, bei der
das Steuerungsdruckausgabeelement durch das
Magnetventil zum Ausgeben eines Signaldrucks
durch Einstellen des Öldrucks gestaltet ist und ein
Steuerungsventil zum Ausgeben des Steuerungs-
drucks bereitgestellt wird, indem der Leitungsdruck
auf der Grundlage des Signaldrucks des Magnet-
ventils eingestellt wird, und
der Schaltdruck der Signaldruck ist.

Revendications

1. Dispositif de commande hydraulique d’une transmis-
sion automatique comprenant un servomoteur hy-
draulique (25) pour commander un état de prise d’un
élément de prise par frottement (C-1) en fonction
d’une pression d’huile fournie, un élément de sortie
de pression de commande (21, 22) comportant une
électrovanne et sortant une pression de commande
(PCONTC1) fournie au servomoteur hydraulique en
réglant une pression de ligne (P2), et une vanne de
commutation (23) pour entrer ladite pression de
commande et ladite pression de ligne et sortir ladite
pression de commande ou ladite pression de ligne
vers ledit servomoteur hydraulique (C-1) en commu-
tant sélectivement, caractérisé en ce que
le dispositif de commande hydraulique comprend en

outre un élément de régulation de débit (30) pour
réguler le débit d’un chemin d’huile pour entrer ladite
pression de ligne (P2) vers ladite vanne de commu-
tation (23).

2. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 1, dans le-
quel
ledit élément de régulation de débit est un orifice
agencé dans le chemin d’huile pour entrer ladite
pression de ligne vers ladite vanne de commutation.

3. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 1 ou 2, dans
lequel
ledit élément de sortie de pression de commande
est fait de l’électrovanne pour sortir une pression de
signal en réglant la pression d’huile, et d’une vanne
de commande pour sortir la pression de commande
fournie en réglant la pression de ligne en fonction de
la pression de signal de ladite électrovanne.

4. Dispositif de commande hydraulique de la transmis-
sion automatique selon l’une quelconque des reven-
dications 1 à 3, dans lequel
ladite vanne de commutation comporte un tiroir, un
ressort pour solliciter le tiroir dans une direction, une
première chambre d’huile pour entrer la pression
d’huile prédéterminée associée à ladite pression de
ligne en une extrémité du tiroir, et une seconde
chambre d’huile pour entrer ladite pression de signal
ou ladite pression de commande à l’autre extrémité
du tiroir, et ladite pression de ligne est sortie vers
ledit servomoteur hydraulique en fonction de la po-
sition du tiroir quand les forces de sollicitation de
sollicitation dudit ressort et ladite pression de signal
ou ladite pression de commande de ladite seconde
chambre d’huile sont supérieures à la force de sol-
licitation de la pression d’huile prédéterminée asso-
ciée à ladite pression de ligne de ladite première
chambre d’huile.

5. Dispositif de commande hydraulique de la transmis-
sion automatique selon l’une quelconque des reven-
dications 1 à 4, dans lequel
ladite transmission automatique est une transmis-
sion à plusieurs étages comportant plusieurs élé-
ments de prise par frottement et obtenant une opé-
ration de changement de vitesse en faisant venir en
prise un premier élément de prise par frottement et
en faisant venir hors de prise un second élément de
prise par frottement de ces plusieurs éléments de
prise par frottement, et
ledit élément de prise par frottement est un premier
embrayage en prise à un étage de vitesse compa-
rativement faible.

6. Dispositif de commande hydraulique de la transmis-
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sion automatique selon l’une quelconque des reven-
dications 1 à 5, dans lequel
ladite transmission automatique est une transmis-
sion à plusieurs étages comportant plusieurs élé-
ments de prise par frottement et obtenant une opé-
ration de changement de vitesse en faisant venir en
prise un premier élément de prise par frottement et
en faisant venir hors de prise un second élément de
prise par frottement de ces plusieurs éléments de
prise par frottement, et
ledit élément de prise par frottement est un second
embrayage en prise à un étage de marche arrière.

7. Dispositif de commande hydraulique de la transmis-
sion automatique selon l’une quelconque des reven-
dications 1 à 6, dans lequel
ladite transmission automatique est une transmis-
sion à plusieurs étages comportant plusieurs élé-
ments de prise par frottement et obtenant une opé-
ration de changement de vitesse en faisant venir en
prise un premier élément de prise par frottement et
en faisant venir hors de prise un second élément de
prise par frottement de ces plusieurs éléments de
prise par frottement , et réalisant une commande
neutre pour régler l’élément de prise par frottement
pour que la puissance transmise soit au repos juste
avant la prise dans l’état neutre, et
ledit élément de prise par frottement est un premier
frein en prise pour réaliser une commande de main-
tien en place en côte dans ledit état neutre.

8. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 7, dans le-
quel
ledit premier frein est un frein à bande.

9. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 1, dans le-
quel
la vanne de commutation est commutée en fonction
de la pression de commutation correspondant à la
pression de commande.

10. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 9, dans le-
quel
la vanne de commutation voit entrer une pression
d’huile prédéterminée associée à la pression de li-
gne contre la pression de commutation.

11. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 10, dans le-
quel
la pression de commutation est la pression de com-
mande.

12. Dispositif de commande hydraulique de la transmis-
sion automatique selon la revendication 11, dans le-

quel
l’élément de sortie de pression de commande est
fait de l’électrovanne pour sortir une pression de si-
gnal en réglant la pression d’huile, et d’une vanne
de commande pour sortir la pression de commande
fournie en réglant la pression de ligne en fonction de
la pression de signal de ladite électrovanne, et ;
la pression de commutation est la pression de signal.
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